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M•MOPALetter from the Editor

Scottsdale Convention

During the worst part of the latest 
economic meltdown, many of us 
wondered if we would need to cancel 
our annual convention due to lack of 
participation.  Vendors were strapped for 
cash, members were selling airplanes and 
cutting back expenses, and sponsorships 
were seriously in doubt.  Wow, were 
we wrong (for those who appreciate 
alliterations).  The convention was a 
huge success, with over 300 registered 
guests, something like 90 airplanes at 
the Deer Valley (KDVT) and Scottsdale 
(KSDL) airports, and vendor participation 
that surpassed our most optimistic 
expectations.  Cutter Aviation, our official 
host at Deer Valley, did a spectacular job 
of handling the aircraft and welcoming 
members.  The JW Marriott Desert Ridge 
resort proved to be one of the best venues 
to date.  The food was universally praised 
as superior to any we have had at any 
convention.  The spectacular grounds 
offered plenty of opportunity for walks and 
exercise between meetings.  The gym and 
spa were popular among the seriously in 
shape among us; I know this from rumors 
only as I never got within 100 yards of 
either.  The numerous bars proved equally 
popular, and I speak with more authority 
on this subject.   The companion flying 
program was a sell-out success and one 
of this year’s highlights.  The academic 
program came through with critical safety 
seminars that no member should have 
missed.  We had a few weak spots this 
year, but we have vowed to strengthen 
every aspect of the academic program in 
all subsequent years.  

Speaking of which, next year will be 
MMOPA’s 20th anniversary convention.  
I urge all members to join us for this 
spectacular event.  We will be celebrating 
in style at the Ritz-Carlton on Amelia 
Island, just off the northeast coast of 
Florida.  Mark your calendars now for 
October 27-30, 2010.  (Note that you will 
get home in time for Halloween next year).  
If you have any doubts, I invite you to visit 
the resort’s website at www.ritzcarlton.
com/ameliaisland to get a taste of the 
island’s tranquility, numerous outdoor 
activities, the white-sand beaches and the 
opulent accommodations.  The nearby 
historic village of Fernandina Beach will 
also intrigue you with a combination 
of unique restaurants, boutiques, and 
majestic homes, most of which are on 
the National Register of Historic Places.  
The luxury of the Ritz combined with the 
southern charm of an exclusive island is 
truly unique.  You really do not want to 
miss this event.  

Electronic Advance 
Passenger Information 
System (eAPIS)

I am no longer an eAPIS novice, having 
flown to and from Canada en route to 
Scotland in July, and then round trip from 
Austin to St. Lucia through Puerto Rico in 
October.  So I will share with you my vast 
knowledge.  In spite of early trepidation, 
and the initial inconvenience of registering 
into the system, I must say the process is 
quick and easy. 

Two points deserve emphasis.  The first 
is that unlike anything you have ever 
done before when leaving the States, you 
now must file a departure report.  Prior 
to eAPIS the only reporting requirement 
kicked in upon your return to the United 
States.  The second is that when all is said 
and done, eAPIS basically replaces Form 
178 (for pilots used to the old system).  
But before we get to that, let’s start at the 
beginning and go step by step.

Step 1: Registering/Enrolling

Before using eAPIS you must first enroll 
into the system.  Go to https://eapis.cbp.
dhs.gov/

Once at the site you will click on 
Enroll.  The process is self-explanatory.  
During your enrollment you will provide 

information about yourself as the pilot and 
about any passengers or crew that you 
anticipate will frequently be riding along.  
This includes for each person listed the 
place and date of birth, passport number 
and other frighteningly specific identifying 
information.  We have to hope hackers 
cannot break into the site.  You only need 
do all this one time.   You submit that to 
Customs, which will send you by email 
your new login ID (what they call Sender 
ID) and Activation Key.  Within 30 days of 
receiving that email, return to the eAPIS 
home page.  At the Log In page, enter 
your Sender ID and the password you 
created when enrolling.  The next screen 
will ask for your Activation Key.  Cut and 
paste the key from the email into the 
entry box.  Click submit and the “Manifest 
Options” screen will appear.  This is the 
main eAPIS interface.   As before, you still 
need a Customs decal.  The procedure for 
obtaining that is independent of eAPIS.

Step 2:  Departure Report

Lest you have any doubt, the official word 
is that eAPIS:  

…requires that pilots of private 
aircraft (or their designees) 
transmit notices of arrival 
and/or departure and traveler 
manifest information to CBP 
electronically a minimum of 
60 minutes prior to departure 
through eAPIS or another 
CBP-approved electronic data 
interchange system.

The day before my departure I went 
to the site, logged in, and selected 
“Notice of Departure” under “Traveler 
Options.”  The departure form is easy 
to complete, with all the data you would 
expect to provide, including time and 
place of departure, destination, duration 
of the trip, and the passenger and crew 
manifest.  The information on crew is a 
matter of a few clicks of the mouse for 
anybody you included in the registration 
process.  Passenger information has to be 
entered anew with each submission.  You 
can also edit your profile at any time to 
add or subtract crew or pilot.  You submit 
this information and receive by email a 
confirmation number.  The confirmation 
proves only that you submitted the report, 
not that you did so correctly.  But the 
form is straightforward, not offering many 
opportunities for error.

Jeff Schweitzer
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You need not resubmit a new departure 
report if your departure time changes if 
you take off any time on the same day 
of your original submission.  While much 
confusion surrounds this issue, the reality 
is simple:  your departure report is good 
for a calendar day.

Step 3:  Arrival Report

Just as the site has a choice for “Notice 
of Departure” so too is there the option 
to choose “Notice of Arrival,” also under 
the Traveler Option tab.  In fact, learning 
from others, I transmitted my departure 
and arrival reports at the same time, 
knowing that I could edit the arrival time 
if necessary prior to my return.  This is 
a bit of insurance in case you cannot 
access the internet prior to your return.  
I anticipated that I would be returning to 
Bangor, Maine, 18 days hence at 5:00 pm 
local time.  (Not a bad guess; I arrived at 
5:15 pm 18 days later).  As with the Notice 
of Departure, you will receive by email a 
confirmation number proving that you 
submitted your Notice of Arrival.

This report had some odd questions, 
such as the time and place where I would 
cross the border into the United States.  
I very roughly estimated the time, and 
entered that my crossing would be “at 
a point along a straight line between my 
departure point (Goose Bay) and Bangor, 
Maine.”  I had no idea if that would fly but 
I was never questioned further.

One critical piece of information that 
seems to cause some confusion, but 
about which you should have no doubt: 
you still must call the local Customs 
office at your point of entry prior to 
your arrival.  All of those old rules about 
phoning in still apply.  One difference is 
that when you call instead of confirming 
that Customs received your fax of Form 
178, you now confirm that your eAPIS 
report is in the system.  As always, get the 
name and badge number of the Customs 
officer to whom you spoke.

Just as with the departure report, you do 
not need to resubmit an eAPIS arrival report 
if your arrival time changes; the report is 
good for a calendar day.  If your arrival day 
is the same, but your time is different from 
what you submitted, inform Customs of 
that fact when you call.  You will not need 
to resubmit a revised Notice of Arrival if the 
Customs officer acknowledges the new 
time.  If you change the day of your arrival 
or your passenger or crew manifest, you 
will need to get on the internet and edit 
your Notice of Arrival.  (Remember that 
you must do so at least 60 minutes prior 

to your departure).  Most airports that 
serve as Ports of Entry or departure points 
for international flights, even in the more 
remote outer islands of the Bahamas, 
usually have some internet access so this 
should not be a big issue.  Nevertheless, 
I always carry my laptop and an AirCard 
(with international roaming) just in case.

So here is the bottom line:  submit a 
Departure Report and an Arrival Report 
prior to your departure.  You do not need 

to resubmit if you depart or arrive on the 
same calendar day that you submitted 
even with a significant time change.  You 
will need to submit a new eAPIS report 
(departure or arrival) if you change the 
day of your arrival or departure or your 
crew or passenger manifest.  Nothing has 
changed regarding the requirement to 
call Customs; you must do so like you did 
before.

cont. page 8 ►
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Step 4:  Arriving in the United States

At this point, the old and new systems 
converge.  Everything that you did upon 
your arrival before eAPIS was put in 
place you still do now, with no additional 
requirements.  You will need to complete 
a Customs Declaration as with any entry 
into the U.S. (the blue card so familiar 
to travelers; one per family).  Make sure 
your Customs decal is properly displayed 
on your airplane.  Beyond that the details 
of the routine are acutely dependent on 
the particular airport and office on duty. 
Clearing Customs will entail anything from  
“have a nice flight?” and a quick sign off 
to emptying every single bag from the 
airplane and a close review of the aircraft 
registration stuffed all the way at the back 
of the aft baggage compartment.  I have 
experienced both extremes.

The bottom line is that eAPIS is easy to use 
once you’ve completed the registration, 
which itself is no big deal.  The only 
aspect of the system I find offensive and 
objectionable is the requirement to file a 
departure report.  The need for an arrival 
report is obvious, but the reverse not so 
much.  That Big Brother now knows that 
I am leaving and where I am going is a 
bit creepy.  Worse is the implication that I 
somehow need government permission to 
leave the country.  And I wonder how long 
before we will all need to file such reports 
for all domestic flights as TSA continues 
to assault GA.  For now though in spite of 
those reservations, eAPIS seems to work 
without much ado.

Return to Service Manual

By now every MMOPA member should 
have received his or her free copy of 
the Return to Service Manual.  As you 
glance through the booklet, or start 
actively using the checklists, give a quiet 
nod of gratitude to all the volunteers that 
brought the project to completion.  Mary 
Bryant, Ron Cox, John Mariani and Dick 
Rochfort all went well beyond the call of 
duty, each devoting significant time and 
energy to their respective chapters.  Kevin 
Mead reviewed every entry to ensure the 
information and checklists made sense 
from the practical perspective of aircraft 
maintenance.  Richard Geist worked 
nearly full time for months to bring all the 
elements together into a coherent whole.  
Lela Hughes and her compatriots, who 
publish this magazine, did a magnificent 
job of printing, tabulating, binding and 
mailing the final product.  The Manual 
perfectly represents MMOPA’s proud 
tradition of volunteerism.

Matrix Contributor

Now that Matrix owners and operators are 
firmly established as MMOPA members, 
I would like our new addition to the 
PA46 family to have representation in 
the magazine.  If any Matrix pilots wish 
to write a regular or occasional article, 
please contact me.  If not, well… I know 
people who know people, and we don’t 
want that, do we?

Ten Year Anniversary

This issue marks the beginning of my 
eleventh year as editor of the magazine.  
Like a fine wine, I improve with age. 
The ten-year milestone of 40 issues was 
reached with the fall 2009 magazine.  I 
intentionally let the moment pass in the 
previous issue without any recognition 
because I view anniversaries as arbitrary 
designations lacking any real importance.  
I nevertheless point out here my endurance 
record so that you might feel compelled to 
lavish me with expensive gifts.  

Errata

While highly doubtful anybody actually 
noticed, last issue’s Letter from the Editor 
made no sense.  No, I mean even less 
sense than usual, if that is possible.  Late 
in the production schedule I marked up 
the piece to tighten up the presentation, 
but my edits and marginal scribbling 
were apparently incomprehensible to 
those on the receiving end.  Not terribly 
surprising because I cannot read my own 
handwriting so I have little expectation 
of others in that regard.  In any case, the 
result was a bit of a jumble, with certain 
paragraphs going rogue by cleverly 
inserting themselves where they had no 
right to be.   Fortunately, since nobody 
actually reads the Letter, the mistake was 
like a tree falling in a forest with no human 
observer to witness the event. 
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Piper Perspective

Kevin J. Gould
President & CEO

As I write this, my first column as President 
and CEO of Piper Aircraft, I’m struck by 
how much has happened at Piper in 
the last seven months.  In an ironic way, 
change is a constant, and change has 
been the order of business at Piper in the 
last half of this year.

Change, of course, is not always easy.  
We get accustomed to doing things the 
same way, and with meeting and working 
with the same people day-in and day-out.  
And while not all change leads to growth, 
growth certainly requires change.  At 
Piper, I can say unequivocally that growth 
is not only on the horizon, it is part of our 
daily lives as well.

Since May 1, when we announced 
Imprimis had acquired Piper, there has 
not been a dull moment.

First of all, there were a lot of questions 
about who had bought us, and whether the 
acquisition was a good thing or not.  Well, 
I am here to tell you that Imprimis, with 
its extensive resources and support, has 
given us new confidence and the promise 
of a bold, new and exciting future.  

For the first time since I came to Piper in 
2005, we now have a strategic owners 
group, one that is more interested in 
helping us grow and achieve new levels 
of performance than any other owner in 
Piper’s recent history. 

I know that many thought that the 
acquisition was just another in a long series 
of sales that Piper has experienced in our 
72-year history.  The reality, however, is 
another thing altogether. As we said at the 
time of the sale, the Imprimis acquisition 
was a major milestone for us.
 
In buying Piper, Imprimis Managing Partner 
Stephen Berger pointed to our substantial 
track record, the respect the company 
enjoys within the General Aviation industry 
and our excellent management team 

as being among the primary reasons 
Imprimis bought us.  More important, 
however, is the commitment Imprimis has 
made to us.

Here is how Berger, who is also Chairman 
of the Piper Board of Directors, put it at 
the time of the purchase:  “We intend 
to support Piper in every way.  Piper’s 
capabilities, its excellent dealer family and 
extensive customer base, coupled with 
Imprimis’ capability to provide financial 
support, our dedication to growing the 
companies we invest in, and our contacts 
within Asia provide fertile ground for Piper 
to expand its business.”

What does that mean to you, our valued 
customers?  It means that Piper Aircraft 
will not only sustain what it has built, we 
will build on that foundation and continue 
to improve on the products we bring to 
you and the services we provide.

I am talking about improvements in every 
sense of the word, from the ground up.  
Our aircraft will continue to push the 
technology envelope.  In effect, you can 
look for major changes in the way we 
do business, in essence, a revolution 
in product quality and significant 
improvements in spare parts distribution.  
We will bring you tomorrow’s technology 
and performance today, and not some 
pale facsimile of what could be.

I can think of no better example than 
the PA-46 series of aircraft.  And beyond 
that, and built on the Malibu heritage of 
excellence, the next step in our evolution, 
the PA-47 PiperJet.

We are on an exciting path together.  The 
PiperJet is one of the most innovative 
aircraft ever made, and you have been with 
us every step of the way, from the moment 
you named the PiperJet at MMOPA a few 
years back, through our selection of the 
Williams FJ44-3AP engine, and, most 
recently, our announcement that we will 

deploy the Garmin G3000 in the PiperJet.

We have made a lot of progress on 
the PiperJet and other products and 
innovations in the last year, but I have 
to admit that the worldwide economic 
meltdown has taken its toll.

For some time, we have said that the 
economic situation has changed our 
near-term and long-term outlook.  The 
bad news is that we have had to cut 
production this year to 98 aircraft.  And we 
have had to delay delivery of the PiperJet 
until mid 2013.

The good news, however, is that we 
are seeing some optimistic signs in the 
marketplace.  As a result, we expect 
to see our deliveries in 2010 increase 
by approximately 50 percent.  At the 
same time, our new, strategic owners 
have made commitments to provide 
the capital needed to bring the PiperJet 
into commercial production.  Even in 
the depth of this recession, we have 
been given the resources to ramp up 
the PiperJet program. And that is vital, 
because development of the PiperJet and 
other new products and innovations we 
have planned is crucial to Piper’s long-
term growth strategy. 

Funding the PiperJet development is a 
significant follow-on investment to the 
Piper purchase, one that will be disbursed 
over the coming months and years.  In 
fact, the first such contribution of new 
capital has enabled us to ramp up our 
engineering workforce by recruiting top 
professionals to provide the essential 
skills required to develop the PiperJet.

We are right now recruiting and bringing 
on the first of approximately 50 engineers 
at all levels, both senior and entry-level 
professionals, and across all engineering 

View from Vero Beach:  Piper Perspective

The Challenges Ahead

cont. page 12 ►
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(continued)

Piper Perspective

disciplines, including structures, systems, 
flight test, and manufacturing.

Some have asked us why we are not 
increasing production now, if we have 
been seeing optimistic signs. Simply 
said, adding key staff to work on product 
development programs does not mean 
the same thing for the production 
and manufacturing workforce.  Our 
manufacturing operations are focused on 
meeting market demand, and while we 
have seen some positive signs that the 
economy is beginning to recover, sales 
have not returned yet to healthy levels 
yet, not for us and not for anyone else in 
General Aviation for that matter. 

We do not have a crystal ball to give us 
a clear sense of when we will see sales 
that can support bringing our production 
workforce back to levels that existed prior 
to the downturn.  However, our dealers are 
telling us that the situation is beginning 
to turn and that 2010 will see a return 
to healthier sales. In the meantime, we 
continue to hire so that our development 
programs are fully staffed and remain on 
track.

While we are focused on managing 
through these difficult times, there are a 
lot of areas where you can help us.

What we do know with certainty is that this 
recession will end.  What might not end, 
however, is the effect the government’s 
assault on aviation is having on our 
industry and, by extension, the passion 
that all pilots have for aviation.  

Ever since the CEOs of the Detroit Three 
were lambasted by Congress for flying 
their corporate jets to Washington to testify 
about how tough things were, we have 
seen our industry attacked as a perfect 
example of excess. While there certainly 
are examples of excess, the trouble is 
the guilt-by-association to which we have 
all fallen victim. We at Piper see less of 
it than OEMs whose primary business is 
the manufacturing and sale of business 
jets.  But make no mistake, much of the 
world is out to ground those of us who fly 
personal and private aircraft. 

Forget about the millions who owe their 
livelihood to the General Aviation Industry.  

Forget that America’s love of aviation took 
us to new heights – literally.  And forget 
about the vital role General Aviation plays 
in the daily success and prosperity of 
the many businesses upon which our 
economy depends. 
   
We are under the gun.

What Washington seems to forget is 
that a lot of businesses, many of your 
businesses, to be blunt, rely on General 
Aviation and would suffer greatly if every 
one of you who has to be in multiple 
locations in a limited amount of time had 
to go through some hub on a commercial 
airline to get there.  

This could have a lasting effect if things 
are allowed to go on this way.  We are 
facing a grand slam of abuse:  Litigation, 
Taxation and Regulation.

We each can make a difference , whether 
it is meeting with our U.S. Representatives 
and Senators, writing letters to the 
President, or talking to community groups 
and neighbors.  We must guard against 
those who would legislate or sue this 
industry out of existence.  At the very 
least, we need to get the country to once 
again see aviation as a plus, a good and 
noble endeavor, one that places us at the 
vanguard of the world’s industries.  

We need less government regulation and 
more government support.  And when 
I say support, I am not talking about 
handouts or bailouts; I am simply talking 
about less red tape and bureaucracy.  
After all, it is the red tape and bureaucracy 
that has slowed aircraft certification and 
hampered the General Aviation industry 
from bringing products to market faster 
and at prices that do not bear the burden 
of needless government regulation and 
legislation.

What else do we need? 

Tort reform is at the top of the list.  Product 
liability insurance is at an all-time high, 
driven by frivolous suits that have no 
business making their way into courts of 
law.  These are suits that are unfortunately 
settled by insurance companies that know 
better but are not willing to take the risk of 
fighting them.  That results in scenarios 

that affect us all negatively. Every time 
an insurance company settles a claim, it 
means another degree of certainty that 
rates will go up, and the price of aircraft 
has to follow suit.  When those cases 
involve unfounded claims, it adds insult 
to injury.

How many of the claims are unfounded?  
If you look at findings by the National 
Transportation Safety Board, pilot error is 
the cause of the vast majority of General 
Aviation accidents, and I am talking about 
well within the 90th percentile.  Yet those 
findings are not allowed as evidence in 
courts of law.

We are no longer going to let that happen 
at Piper without a fight.  We are committed 
to changing those rules.  But even more 
to the point, we will fight frivolous and 
unfounded lawsuits.  If we are wrong, we 
will fix it; but if we are in the right, we will take 
every legal option open to us, including 
going to trial, before we will capitulate to 
dishonorable people who think a lawsuit is 
a path to an open checkbook. Moreover, 
as the recently appointed Chairman 
of the General Aviation Manufacturers 
Association’s Product Liability and Legal 
Issues Committee, I am committed to 
leading the charge within our own industry 
against this form of blackmail and the lack 
of old-fashioned gumption that insurance 
companies need to rediscover.

I know that for each of you, aviation is 
much more than a way of getting from 
one city to another, or one business 
appointment to another.  Certainly aviation 
has a practical and productive side, but it is 
also the provenance of dreams.  We need 
your support, whether it is in your local 
communities, or in influencing community 
leaders on the state and federal level, or in 
your everyday interactions.  You are each 
influential individuals, and what you do 
and say goes a long way.  

We need your passion, passion that 
each of you can muster to keep General 
Aviation vibrant and exciting
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MMOPA’s annual convention took good advantage 
of Scottsdale’s renowned sunny weather.  The city 
boasts an average of 317 days of clear-sky sunshine 
every year, and Mother Nature did not disappoint.  The 
only weather phenomenon of note was a dry-line cold 
front that passed through as the hordes descended.  
As a consequence temperatures were unseasonably 
cool, but nothing that a few outdoor heaters could not 
easily handle.

Much hangar flying was focused on upper level winds 
on arrival day, with some pilots reporting velocities as 
high as 170 knots.  Malcolm Goodfellow recorded a 
groundspeed of 420 knots in his JetProp coming in 
from the northwest.  That number though seemed to 
increase by 5 knots with each passing day.  Of course 
I came in from the opposite direction and suffered 
with a ground speed of 89 knots in my climb.  I was 
forced to stop for fuel in what has previously always 
been a non-stop flight.  Sigh.  But the Jet Stream was 
no deterrent to our hardy members.  More than 300 
registered guests attended the meeting, bringing in 90 
airplanes to the Deer Valley and Scottsdale airports.

JW Marriott Desert Ridge

The pre-convention hype about the venue proved to 
be understated.  The JW Marriott Desert Ridge Resort 
and Spa easily lived up to our high expectations.  The 
grounds are simply too inviting to stay indoors, so 
many of us often wandered about the lush property 
after the day’s events were concluded.  Streams, pools, 
and numerous falls intertwine with pebble pathways 
around the entire resort.  Every sunset offered the 
classic desert panorama of tall palms backlit against 
a pristine orange sky, accentuated by the sounds of 
those ubiquitous waterfalls.  I did not partake of the 
two 18-hole championship golf courses, but I know 
others did.  My wife spent a half-day at the Revive Spa, 
which turned out to be a popular spouse destination.  
Having arrived early, we also took advantage of the 
diverse dining options available on site, eating in turn 
at Blue Sage, Tuscany and Roy’s.  I gained weight.

Pre-Convention Festivities

We had some fun as a group before getting down 
to business.  The Preconvention Tour was a great 
opportunity to catch up with old friends.  Our first stop 
was the Goldfield Ghost Town, originally established 
in 1893 when a huge vein of rich, high-grade gold 
was discovered by a squirrel hunter who missed his 
shot but noticed a shiny spot on the ground where 
his errant bullet hit.  The town boomed for five years, 
reaching a peak of 1500 residents. But the good 
times did not last.  The gold played out and Goldfield 
became a ghost town by 1898.  The MMOPA group 
took a fascinating one hour tour down into the original 
mine, then strolled along the streets of the old town, 
now populated by a few quaint eating establishments 
and shops as one would expect.  That was followed 
by a bus ride to Canyon Lake, where we had lunch 
lakeside prior to boarding the Dolly Steamboat.  Jeff 
Grimh, the captain of that 50-ton, 103 foot vessel, 
guided us along the sheer cliffs forming the 28 miles 

of shoreline, all the while pointing out the geography, wildlife and flora 
unique to the desert lakes.

Safety, Training and Education

All of these inviting amenities and pre-meeting activities provided the 
perfect backdrop for the more serious purpose of the convention: to 
promote education, training and safety.  The focus was on glass cockpits, 
weather analysis, integrating radar, sferics and NEXRAD, risk management 
and as always pilot-to-pilot discussions organized by model.  Recognizing 
that an increasing number of PA46 pilots are flying internationally, we 
included sessions on dealing with U.S. Customs, eAPIS, and the unique 
requirements of foreign travel.

MMOPA’s 19th Annual Convention:  
Scottsdale, Arizona

MMOPA’s 19th Annual Convention:  
Scottsdale, Arizona

Jeff Schweitzer
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Companions Flight Training

We introduced this year a new feature that proved to be wildly popular:  
in-flight companion training.  We had 22 slots available, and all sold out 
immediately.  Dave McVinnie put together a 2.5 hour ground school that 
every single participant praised as easy to grasp, informative, and fun.  One 
spouse, who wished to remain anonymous, summed up nicely the general 
response:  “Dave never talked down to us.  But he also never used jargon that 
prevented us from understanding.  He struck exactly the right balance that 
gave us the ability to really learn without being intimidated by the material 
or overwhelmed by the technology.  It was perfect.”  Along with Dave, Ron 
Cox and Travis Holland provided the in-flight training.  That included a one 
hour hands-on review of the cockpit panel and a two hour session in the air 
to practice pattern flying and emergency landings.  All the instructors were 

big hits with the companions.  The spouses flew in 
their own airplanes, making the experience that much 
more meaningful.  The grins on landing were ear-to-
ear.  Most expressed a new-found confidence derived 
from decoding the mysteries of flight.  All the spouses 
I spoke to were practically bursting with enthusiasm 
about their enhanced understanding of their avionics 
and how to land in an emergency.

Hyman Memorial Lecture

The heart of the meeting began traditionally with the 
Hyman Memorial Lecture, the topic this year being risk 
management.  Dr. Dennis Lessard, Adjunct Professor 
of Aeronautical Science at Embry-Riddle Aeronautical 
University, presented the latest on managing single 
pilot risk and how to maximize safety of flight in IMC.  
Lessard’s main thesis revolved around the central 
theory of risk assessment and management:  1) there 
is always risk, 2) that risk must first be accurately 
identified, 3) some risk once identified can be accepted 
as is, 4) some risk can be reduced to an acceptable 
level, and 5) some risk cannot be reduced to an 
acceptable level.  He talked about pilot attitudes and 
why we ignore or improperly assess risks, including 
the classics of time pressure, improper reliance on past 
success (“it always worked before”), high tolerance for 
questionable actions (“watch this”), and confidence 
exceeding ability.  

That we have a problem is undeniable given that 
Part 91 general aviation is responsible for 94% of all 
civilian aviation accidents.  We have made virtually no 
progress in fatal accidents per 100,000 hours of flight 
in the last 20 years.  Flying VMC to IMC remains one 
of the biggest problems.  Nearly 70% of accidents in 
IMC are fatal.  Oddly, the problem is not primarily in 
the air.  Lessard quoted the “70/30 Rule” to describe 
the relative importance of planning and flying in single 
pilot risk management.  Safety demands extensive 
planning, with an appropriate preflight focus on pilot, 
airplane, environment and operations (purpose of 
flight, decisions to launch).

The pilot must assess his or her fitness, proficiency, 
currency, competency and flight experience.  The 
aircraft must be evaluated relative to performance, 
limitations, equipment and airworthiness.  Evaluating 
the environment means understanding the weather, 
airport conditions and available ATC services.   Most 
of these tasks are accomplished before ever getting to 
the airport let alone before engine start.  Planning is 
key to minimizing risk, allowing a pilot to think through 
all aspects of a flight before ever leaving the ground.  
Consistency in both planning and flying is also critical, 
and this is made possible mainly through the rigorous 
use of checklists and by following standard procedures 
in all aspects of preflight and flight. 

Piper Update

With the tradition now well-established, the Hyman 
lecture was followed by a presentation from the 

MMOPA’s 19th Annual Convention:  
Scottsdale, Arizona

MMOPA’s 19th Annual Convention:  
Scottsdale, Arizona
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president of Piper.  John Becker recently 
took that office after Imprimis purchased 
Piper in May 2009, and he of course 
discussed that transaction.  Becker 
emphasized that Imprimis (with Brunei 
as a co-investor) took on no debt to 
complete the purchase.  The new owners 
have indicated their intentions of holding 
Piper long-term, with a major goal of 
growing the aviation market in Asia while 
strengthening their position in the United 
States.  

To look toward the future, Becker first 
reviewed the past and current state of 
aviation.  Industry-wide sales are down 
65% from 2007.  Piper manufactured 
268 airplanes in 2008, making a slight 
profit.  Spare parts sales held steady 
that year.  In 2009, however, Piper made 
only 98 airplanes, and spare parts sales 
declined by 25%, yielding a minor loss 
for the year.  A bit of good news is that 
inventory is down as a consequence of 
Piper’s reduced production.  So it is in the 
midst of this deep recession and with new 
owners that Piper looks to 2010.  

Goals for 2010

The immediate goals for next year are 
modest given the current economic 
realities.  Piper plans to build 150 airplanes 
and anticipates that spare parts sales will 
increase 10%, yielding a net break-even.  
They now have available new thick film 
fuel senders for the PA46, which can be 
purchased for retrofit as a kit.   Avionics 
enhancements include the new G500 in 
the Archer, Warrior and Seminole and 
G600 in the Seneca.  Avidyne’s Entegra 
Release 9 will be available in the PA46.  

Beyond 2010

Piper intends to create a line of aircraft 
ranging in price from $100,000 to $10 
million, from something below a Warrior 
up through the PiperJet and then beyond 
with what Becker calls Jet 2 and Jet 
3, probably in cooperation with other 
companies.  The company has a stated 
goal of being one of the two leading 
general aviation aircraft manufacturers in 
the world.  Becker also listed as a primary 
goal bulletproof product quality, building 
“Toyota-like” airplanes that require only 
routine maintenance.

PiperJet

Delivery has been delayed until Q2 of 
2013, but the project is moving steadily 
forward to production design.  The jet 
has now completed 160 flights with a 
total of 230 hours.  All flutter tests have 
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been completed to 250 knots.  All stall 
tests are done, validating a 67 knot stall 
speed.  The in-flight engine shut-down 
and restarts have been completed.  The 
aircraft has a validated cruise speed of 
353 knots, and Piper is confident of the 
360 knot mark.  The 1300 nm range, with 
NBAA reserves, looks good.  So too does 
a 25 minutes climb to 35,000 feet, starting 
with a 3500 fpm climb.  Piper expects this 
to be a 3000 ft runway airplane (3500 ft at 
ISA +20 degrees).  With the engine on top 
and in back, the airplane is quiet.  Some 
clever engineering solutions eliminated 
the weight and complexity of a computer-
controlled horizontal stabilizer to com-
pensate for the high thrust line.  That is 
no longer needed, and the potential pitch/
power issue of that engine up on high has 
been completely solved with an elegantly 
simple exhaust nozzle.  The PiperJet 
will be equipped with the Garmin G3000 
Integrated Flight Deck, with touchscreen 
control and synthetic vision.

Challenges Ahead

Even with new deep-pocket owners and 
the amazing PiperJet on the way, Becker 
outlined serious challenges ahead.  In 
addition to the obvious problem of the 
recession, Becker cited increased litigation, 
product liability premiums, burgeoning 
regulations and the increasingly negative 
public image of general aviation.  The issue 
of insurance yields some good insight into 
the problems Piper faces.  While the fleet 
size decreases, product liability premiums 
have gone from $3.5 million in 2005 to 
nearly $8 million in 2009.  That is not a 
formula for success.  Consequently Piper 
is aggressively pursuing other options, 
including switching to a carrier that will 
fight frivolous and baseless claims.  Piper 
will settle when at fault but otherwise will 
battle to the bitter end.  

In the face of these serious challenges, 
Becker ended with an upbeat optimistic 
assessment.  Indeed the worst seems to 
be behind us in 2009.  The PiperJet is a 
winner, and Piper’s new owners should 
bring stability to the company as new 
products come on line.

On an odd note, as I was writing this I 
received a call from Piper informing me 
that John Becker resigned as Piper’s 
president.  Piper has confirmed that the 
strategies and vision presented to us by 
Becker represents the Piper perspective 
independent of who occupies the 
president’s office.

cont. page 22 ►
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Safety Review

One anticipated highlight of the convention 
each year is the Safety Review.  Manny 
Casiano has become the face of this event, 
and attendees always look forward to his 
presentation.  His comprehensive analysis 
of accidents and insightful summaries are 
sobering and educational.  The bottom 
line is that we are not doing well in the 
PA46.  Of the 13 accidents reviewed, 
eight were clearly due to pilot error, six 
of those during approach or landing in 
IMC.  Since 2000, 21 people have died 
in eight fatal accidents in the PA46 in 
crashes on instrument approaches.  In 
six fatal accidents a total of 15 died in 
thunderstorms or in-flight breakups.

The most disturbing data for me are those 
that show the PA46 is relatively worse 
compared to similar aircraft types.  Our 
aircraft suffer an accident rate of 9.0/100 
registered airplanes compared to 5.5 for 
the P-210, 4.2 for the Baron BE58P and 
3.8 for the TBM.  We also suffer the highest 
rate of fatal accidents coming in at 3.2/100 
registered aircraft compared to 1.7 for the 
P-210, 1.6 for the Baron BE58P and 1.5 for 
the TBM.  We are basically twice as bad 
as all others in this category.

I would hope that we as a community 
will come together to improve our safety 
record.  The first step is to have each 
and every MMOPA member attend one 
Safety and Training seminar every year in 
addition to annual recurrent training.

Academic Roundup

Avionics is always front and center, 
and this year was no exception.  Tim 
Bangert from Garmin presented the latest 
gadgets, including the G500 and G600.  
Anson Gray followed with his summary 
of the Aspen Evolution (disclosure:  I 
have one installed in my JetProp).  Mike 
Glover gave the presentation for Avidyne, 
covering the Entegra Release 9.  One thing 
is clear:  we have an amazing choice of 
incredibly capable avionics.  With weather 
always a hot topic, Dr. Curtis N. James, 
Associate Professor in the Department of 
Meteorology at Embry-Riddle, provided 
an overview of proper airborne radar 
interpretation and techniques.  With the 
growing importance of the Internet in all 
aspects of flight planning, Bart Bartlett 
reviewed best sites and practices to 
take maximum advantage of available 
information.  Bob Kromer put on his test 
pilot hat and reviewed in fascinating 
detail all aspects of the PiperJet program, 

cont. page 24 ►
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including cool videos of test flights.  Chad 
Menne gave an update on the status of 
FADEC developments for piston Malibus 
and Mirages.  Thierry Pouille of Air Journey 
regaled us with tales of international 
travel while informing participants of best 
practices when flying abroad.  As always, 
we had meetings broken into sessions 
organized by model flown for the Malibu, 
Mirage and Matrix, Meridian and JetProp.   
As usual Kevin Mead spent some airport 
time repairing aircraft, but also served as 
a roving ambassador for maintenance.

Business Meeting

The business meeting went well, with no 
fireworks this year.  New Board members 
were elected and others completed 
their term.  Rotating off the Board after 
serving hard time are Richard Geist, Doug 
Leet, Don Lockard and Randy James.  
Remaining on the Board are yours truly, 
Jim Yankaskas as our immediate past 
president, Jon Sisk as our new president, 
Larry Johnson, Mona Rathmel, Tom Kieffer 
and John Kihm.  Newly elected (if they 
only knew…) are Bart Bartlett, Eric Roehl 
and Dick Rochfort.  We explained our 
new Conflict of Interest policy, reviewed 
finances, discussed the Safety & Training 
Foundation and in general sang Kumbaya. 
The Board, with member approval, even 
decided I was not a criminal.  At least not 
a convicted criminal.

Not All Nose to the 
Grindstone

Local museums were a big hit, with the 
Phoenix Art Museum, Desert Botanical 
Garden and Heard Museum proving to be 
the most popular.  During the meeting the 
Companion Tour included the new Wildlife 
World Zoo and Aquarium, which opened 
in December 2008 and is the only public 
aquarium located between San Diego and 
Albuquerque.  I guess the ocean is only a 
distant thought as you scrabble through 
miles of Saguaro cactus.  And of course we 
had open-bar cocktail hour every evening 
followed by sit-down dinners.  I kid you 
not this food was the best we’ve had at 
any convention, and yes that includes the 
Broadmoor.  Friday’s meal was billed as 
“the Ultimate Wild Wild West Event” with 
a strong cowboy theme, and members 
embarrassed themselves appropriately.  
Saturday gave way to Halloween 
night, with Bill Alberts going all out with 
ghouls, goblins and trees encumbered 
with spiders and their ubiquitous webs.  
Apparently Bill bought out several of the 
local stores.  Speaking of Bill (and of his 
better half Barbara, because we cannot 
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mention one without the other), the live 
auction proved to be lively, fun, and 
lucrative with Bill endangering the health 
of his throat as he ruled over a cacophony 
of frenzied bidding.  

Vendors and Sponsors

Many kudos to our loyal vendors and 
sponsors who support MMOPA and the 
convention.  We find out who our friends 
are when times are tough, and every 
vendor who showed up this year is indeed 
a friend. Our registrations fees would be 
intolerably high without their continued 
support.  The vendor booths were as 
always a highlight for all participants 
who pine to see the latest and greatest in 
aviation technology and services.  

For more information and comments 
about the convention, visit the MMOPA 
website.  Some members have posted 
their detailed notes from a variety of 
sessions.

Next Year:  Our 20 Year 
Celebration at the Ritz-
Carlton

Every single member of MMOPA should 
mark his and her calendar right now for 
October 27-30, 2010, for next year’s 
blow-out convention.  Our host will be 
the luxurious Ritz-Carlton on Amelia 
Island, a barrier isle just off the coast of 
northeast Florida featuring a lush natural 
environment draped in 100 year old moss-
laden oaks, extensive white-sand beaches 
and intricate intracoastal waterways.  
The 444 oceanview guest rooms are the 
epitome of luxury with down comforters 
and Egyptian cotton linens, marble baths 
and plush terry robes. On-site dining 
ranges from casual to elegant, from 
beachside to magnificent ocean view.  To 
whet your appetite, visit www.ritzcarlton.
com/ameliaisland.  If you were ever going 
to go to one MMOPA event, this would be 
the one. We’ll be 20 years old!

Photos
All photographs are courtesy of Dick 
Rochfort.   Thank you Mr. Rochfort!
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by Doug Leet

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

Aviation News

Scottsdale Convention

For those who had the misfortune of 
missing our annual convention, I will 
summarize some Aviation News from the 
meeting. I am rotating off the Board of 
Directors after nearly 10 years, and retiring 
as the Ombudsman. I am also retiring as 
the Academic chair of the convention after 
four years. 

This last convention was the most difficult 
to plan since we did not know what 
would happen with the economy, or if 
anyone would show up. The Board even 
considered canceling this year’s event 
because of the terrible uncertainty. Yet in 
the end we had a good showing, with first-
timers saving the day as usual, comprising 
about one-third of our total attendance.  
Our registration was about the same as in 
the past two years. 

As academic chair, I was particularly 
worried about attendance, keeping the 
programs professional and keeping the 
costs to a minimum. Thank goodness for 
Embry-Riddle. We had three professors 
who donated their lectures and time 
for only the cost to drive 100 miles from 
Prescott, Arizona. In fact we paid no 
speaking fees and thus were able to keep 
our losses and expenses down. We also 
were able to use some of our own Board 
members in the academic program. Bart 
Bartlett spoke on “internet solutions to 
preflight planning” and Tom Kieffer helped 
us with the MMOPA website and how to 
use the resource most efficiently.

An important change was Piper’s 
participation in our program. Piper brought 
engineers who helped tremendously 
with our educational seminars.  Piper 
representatives worked hard to reach out 
to MMOPA to help the factory understand 
our needs.  I proposed at the meeting 
that the ombudsman make a list of 
replacement parts that are increasingly 

difficult to obtain.  MMOPA would then 
work with Piper to address the problem. 
Bob Kromer, our product support contact, 
pledged that he would devote attention to 
this issue. I suspect we will see the Board 
appoint a committee to work on this 
important problem.

These tough economic times have taken 
a toll on Piper, as well as MMOPA for that 
matter.  I am pleased to say that we are 
making our way through to the other side, 
working on solving problems to the benefit 
of both Piper and MMOPA. 

Accident Summary

Below is a synopsis of the accident 
reports from the last few months. Unless 
otherwise indicated, this is preliminary 
information, subject to change, and may 
contain errors. Any errors in these reports 
will be corrected when the final reports 
have been completed.

NTSB Identification: WPR09FA320 
14 CFR Part 91: General Aviation 
Accident occurred Tuesday, June 30, 
2009 in St George, UT 
Aircraft: PIPER PA-46-350P, registration: 
N927GL 
Injuries: 1 Fatal.
 
On June 30, 2009, at 0808 mountain 
daylight time (0708 Pacific daylight time), 
a Piper PA-46-350P, N927GL, collided 
with mountainous terrain 16.3 miles west 
of St. George, Utah. The airplane was 
operated by the private pilot under the 
provisions of Title 14 Code of Federal 
Regulations, Part 91. The pilot was killed 
and the airplane was destroyed. Visual 
meteorological conditions prevailed, and 
a VFR flight plan had been filed. The flight 
originated at North Las Vegas Airport, Las 
Vegas, Nevada, at 0651 Pacific Time, and 
the intended destination was Cedar City, 
Utah.
 

Preliminary radar data indicates that the 
airplane departed North Los Vegas and 
climbed to an altitude of 9,600 feet mean 
sea level (msl) on a northeasterly heading. 
Immediately after reaching 9,600 feet 
msl, the data showed the target began a 
descent of approximately 1,000 feet per 
minute. The final radar return altitude was 
5,200 feet msl. The course of the target 
was along a northeasterly line, consistent 
with a direct course to Cedar City.
 
The airplane wreckage was located by the 
Civil Air Patrol and Washington County 
Search and Rescue in the late afternoon 
of June 30th. The initial impact point was 
just below the crest of a small hill at 4,734 
feet msl, and the main wreckage was 
located on a 30-degree slope of a large 
hill, approximately 460 feet northeast 
of the initial impact point. The bearing 
from the initial impact point to the main 
wreckage was 038 degrees (northeast 
direction). Cedar City lays on a 036-degree 
bearing from the accident site.  St George 
Airport is 16.3 nm east of the accident 
location. The airport’s automated weather 
observation system (AWOS) recorded on 
June 30, at 0715 PDT, that the sky was 
clear; visibility was 10 miles; and winds 
were 070 degrees at 3 knots.

NTSB Identification: WPR09LA341 
14 CFR Part 91: General Aviation 
Accident occurred Tuesday, July 14, 
2009 in Westley, CA 
Aircraft: PIPER PA-46-310P, registration: 
N330HT 
Injuries: 2 Uninjured.

On July 14, 2009, about 1000 Pacific 
Daylight Time (PDT), a Piper PA-46-
310P, N330HT, made a forced landing 
following an in-flight fire near Westley, 
California. The owner/pilot was operating 
the airplane under the provisions of 14 
Code of Federal Regulations (CFR) Part 
91. The certificated commercial pilot 
with a certified flight instructor (CFI) 
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certificate and the private pilot undergoing 
instruction (PUI) were not injured. The 
airplane sustained substantial damage. 
The local instructional flight departed 
Concord, California, about 0830. Visual 
meteorological conditions prevailed, and 
no flight plan had been filed.
 
The CFI reported that during a biennial 
review flight with the owner of the airplane 
they encountered smoke in the cockpit, 
which was originating in the area of 
the copilot’s rudder pedals.  The pilots 
performed the emergency procedures 
for an electrical fire, which included 
shutting down the electrical systems. 
The CFI attempted to clear the smoke by 
opening the window vents. The smoke 
seemed to subside, but did not stop. 
 
The pilots elected to momentarily energize 
the electrical system to lower the landing 
gear. After activating the gear handle, 
there was no indication of any response 
from the landing gear system. They then 
turned the electrical system back off.  
After the pilots realized that the engine 
had stopped, they attempted to restart 
the engine, but decided to concentrate on 
making an off airport landing.  The smoke 
became so intense that the CFI had to exit 
the copilot seat while attempting to find 
the source of the smoke. During this time, 
the pilot observed a flickering light, which 
he thought might be flames.
 
About 1,000 feet msl, the CFI climbed 
back into the copilot seat to help with the 
landing. The landing site was a plowed 
field; the touchdown was firm, and the 
airplane nose wheel collapsed almost 
immediately. The pilots did not realize 
that the main landing gear was down 
and locked until they touched down. 
 
The airplane was recovered from the 
field for further examination. During the 
recovery process, it was noted that there 
was a hole in exhaust system in the cross 
tube between the two turbo chargers. 
There was extensive fire damage to the 
rear of the engine and to the firewall.

NTSB Identification: WPR09LA361 
14 CFR Part 91: General Aviation 
Accident occurred Tuesday, July 21, 
2009 in Redmond, OR 
Aircraft: PIPER PA-46-350P, registration: 
N117KR 
Injuries: 2 Uninjured.

On July 21, 2009, about 1400 Pacific 
daylight time, a Piper PA-46-350P 
airplane, N117KR, sustained substantial 
damage following an in-flight engine fire 
and subsequent emergency landing at 
Roberts Field Airport, Redmond, Oregon. 
The private pilot and passenger were not 
injured. The airplane is registered to the 
pilot was being operated as a visual flight 
rules (VFR) cross-country flight under the 
provisions of Title 14 Code of Federal 
Regulations (CFR) Part 91, when the 
accident occurred. Visual meteorological 
conditions prevailed at the time of the 
accident, and a flight plan was activated. 
The flight originated at Novato, California, 
at 1200. 
 
The pilot reported that on the downwind 
leg for runway 28 he noted flames 
emanating from the engine cowling and 
the cockpit began to fill with smoke. 
The pilot reported the fire to the control 
tower and was cleared, by the controller, 
to land on runway 04. The pilot reported 
that on short final to the runway the 
“engine experienced a significant, 
uncommanded decrease in power, but 
continued to provide partial power.” 
 
After landing, the pilot and passenger exited 
the airplane and the fire was extinguished 
by fire department personnel.  Preliminary 
reports from the pilot indicated the fire 
was concentrated in the aft right area of 
the engine compartment.

NTSB Identification: ERA09LA471 
14 CFR Part 91: General Aviation 
Accident occurred Sunday, August 16, 
2009 in Sanford, FL 
Aircraft: PIPER PA 46-350P, registration: 
N548C 
Injuries: 2 Uninjured.
 
On August 16, 2009, at 1130 eastern 
daylight time, a Piper, PA-46-350P, incurred 
a nose gear collapse during landing at 
the Orlando-Sanford International Airport, 
Sanford, Florida. The pilot and passenger 
were not injured and the airplane incurred 
substantial damage. Visual meteorological 
conditions prevailed and no flight plan 
was filed. The airplane was operated by a 
private individual, under the provisions of 
14 Code of Federal Regulations Part 91, 
as a personal flight. 
 
The pilot stated to the responding Federal 
Aviation Administration (FAA) Inspector 
that he performed a visual approach to 

runway 9 left; the wind was from the 140 
degrees and at 10 knots. He was cleared 
to land by the airport traffic controller and 
he confirmed the three green lights for 
down and locked position on the landing 
gear. The main wheels touched down at 
an estimated speed of 85 knots with full 
wing flaps extended. Immediately, and 
without warning, the nose of the airplane 
veered left as the nose wheel touched 
the runway. The airplane swerved left, off 
the runway, skidding onto the grass. The 
propeller struck the ground before the 
airplane came to a stop. The pilot shut 
down the engine and secured the airplane 
before he and his passenger disembarked 
the airplane.
 
A post recovery examination of the 
wreckage revealed the right side weld 
section where the nose gear actuator, 
upper attaching point, on the motor 
mount was separated. The component 
was removed and retain by the National 
Transportation Safety Board for further 
analysis. The airplane was manufactured 
in 1991 and had accumulated a total of 
711 flight hours before the accident.

NTSB Identification: ERA10FA028 
14 CFR Part 91: General Aviation 
Accident occurred Friday, October 23, 
2009 in Zephyrhills, FL 
Aircraft: PIPER PA 46-350P, registration: 
N98ZZ 
Injuries: 3 Fatal.
 
On October 23, 2009, at 2017 eastern 
daylight time, a Piper PA-46-350P, N98ZZ, 
was substantially damaged when it 
collided with wooded terrain, during 
an emergency approach to Zephyrhills 
Municipal Airport (ZPH), Zephyrhills, 
Florida. The certificated commercial pilot 
and two passengers were killed. The 
personal flight was conducted under 
the provisions of 14 Code of Federal 
Regulation Part 91. Visual meteorological 
conditions prevailed and an instrument 
flight rules flight plan was filed for the 
planned flight to Lakeland Linder Regional 
Airport (LAL), Lakeland, Florida. The flight 
departed Gainesville Regional Airport 
(GNV), Gainesville, Florida at 1943.
 
According to preliminary data from the 
Federal Aviation Administration (FAA), 
at 2006, the pilot was in radar and radio 
contact with Tampa terminal radar 
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approach control (TRACON). At that 
time, the airplane was in cruise flight at 
5,000 feet mean sea level (msl). About 
2 minutes later, the TRACON controller 
cleared the flight to descend to 3,000 
feet, which the pilot acknowledged. At 
2014, the controller cleared the flight to 
descend to 2,000 feet, and instructed 
the pilot to report LAL in sight. The pilot 
acknowledged the clearance and reported 
LAL in sight. The controller then cleared 
the flight for a visual approach to runway 
27 at LAL, which the pilot acknowledged. 
About 30 seconds later, the pilot declared 
an emergency and requested assistance 
to the nearest airport. The controller 
provided a vector and distance to the 
nearest suitable airport, ZPH, and the 
pilot subsequently reported “engine 
out, engine out.” The airplane impacted 
wooded terrain about 4 miles northeast 
of runway 22 at ZPH. A post crash fire 
consumed a majority of the wreckage. 
 
The airplane came to rest inverted, 
oriented on a heading of 240 degrees 
magnetic. An approximate 100-foot debris 
path was observed, originating with tree 
strikes and terminated at the front of 
the main wreckage. The outboard left 
stabilizer was located near the beginning 
of the debris path, to the right of the path. 
The left wing was located next along the 
debris path, suspended about 10 feet in a 
tree along the right side of the path. The 
right wing was located on the left side of 
the main wreckage. The majority of right 
wing had separated near the root, and 
was embedded around a tree near the 
termination of the debris path. The right 
aileron and portion of right flap remained 
attached to the airframe.
 
The flaps and landing gear were retracted. 
The radar pod was located to the right of 
the main wreckage. The engine and two 
propeller blades were partially buried. 
None of the three propeller blades 
exhibited evidence of rotation. The cockpit 
and cabin area were consumed by fire. 
The empennage remained partially intact 
and was charred. The vertical stabilizer, 
right horizontal stabilizer, and inboard left 
horizontal stabilizer remained attached 
and were partially consumed by fire.
 
Flight control continuity was confirmed from 
the forward cockpit area, to the elevator 
horn, elevator trim jackscrew, and rudder 
horn, respectively. Continuity was also 

confirmed from the left and right ailerons, 
to cable separations near the left and right 
wing roots, respectively. Measurement 
of the elevator trim jackscrew revealed 
eight exposed threads, which equated 
to an approximate neutral trim setting. 
 
The wreckage was recovered to a 
hangar on October 24, 2009. A cursory 
examination of the engine, which included 
a borescope inspection of the cylinders, 
did not reveal any pre-impact mechanical 
malfunction. The engine was retained for 
further teardown examination. 
 
The six-seat, low-wing, retractable-gear 
airplane, serial number 4636169, was 
manufactured in 1998. It was powered 
by a Lycoming TIO-540, 350-horsepower 
engine and equipped with a three-bladed, 
constant-speed Hartzell propeller. Review 
of the airplane’s maintenance logbooks 
revealed that its most recent annual 
inspection was completed on December 
9, 2008. At that time, the accident engine 
was installed in the airplane. 
 
The pilot, age 44, held a commercial pilot 
certificate, with ratings for airplane single-
engine land, airplane multiengine land, 
and instrument airplane. According to an 
insurance application dated January 21, 
2008, the pilot had a total flight experience 
of 2,750 hours; of which, 110 hours were 
in the same make and model as the 
accident airplane. At that time, the pilot 
reported that his most recent FAA first-
class medical certificate was issued on 
August 21, 2007. 
 
Tampa Executive Airport (VDF), Tampa, 
Florida, was located about 15 miles south 
of ZPH. The recorded weather at VDF, at 
2020, was: wind calm, visibility 10 miles, 
sky clear, temperature 21 degrees Celsius, 
dew point 19 degrees Celsius, altimeter 
29.90 inches of mercury.

Accident Synopsis

N9276GL (PA 350P):  The pilot seemed 
to be incapacitated, leading to CFIT. I am 
always concerned in accidents like this 
that an MI or stroke condition might be 
the cause.

N330HT (PA 310P):  An in-flight fire- 
usually always an exhaust problem.

N117KR (PA 350):  Yet another engine fire; 
exhaust?

N548C (PA46 350P): Nose gear weld 
separation. Was this a repair in the field?

N98ZZ (PA46 350P):  Three fatalities 
and the pilot saying “engine out.” Is 
this mechanical or pilot error?  The final 
summary is pending. He was at a low 
altitude with few options. 

Remember the rule, 2.5 miles glide for 
each 1000 ft altitude; pull the pitch of the 
prop to “high pitch, low rpm, 90 knots IAS, 
flaps and gear up until over the numbers. 
Practice this before you use the procedure 
in the heat of battle.

Aviation News
(continued)
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Views from a JetProp
Upgrades

Travis Holland provides ferry and training services for PA46 aircraft in the USA, Canada and Europe. 
You can visit his web site at www.holland.aero. 

Travis Holland

These are exciting times for PA46 owners. 
In addition to new paint and interior refur-
bishments now available using a variety 
of ever-finer materials, a host of avionics 
upgrades are stimulating major upgrades. 

We have truly amazing opportunities to 
equip our JetProps with sophisticated 
glass cockpits. The reliability, situational 
awareness, and ease of navigation that 
comes from these upgrades are worth 
the investment. However, utmost care 
must be taken before you let a stranger 
turn your old panel into recycled copper. 

Buyer Beware
 
In aviation maintenance, and particularly 
in the niches of paint, avionics and 
interior, competent shops are rare gems 
hidden in a minefield of installers that are 
in way over their heads.  The problem 
becomes exacerbated with pressurized 
airframes and JetProp conversions. 
 
In a troubled economy, many shops are 
willing and eager to perform big panel 
upgrades beyond their real capabilities. 
More than a few of my clients have 
experienced a common set of frustrations 
at different shops, underscoring the 
need for a careful selection process. 
 
When planning a major upgrade, owners 
must consider many factors beyond price 
alone.  With a fairly new product like the 
Aspen last year and the G500/600 this year, 
you may have difficulty finding an avionics 
shop with experience in upgrading a 
similar-year PA46 airframe, which would 
be ideal. If your shop has your personal 
confidence and you do not worry about 

educating them at your expense, you 
might select an installer less experienced 
with your specific aircraft/avionics 
configuration. At a minimum your shop 
should have prior experience installing 
your new boxes into a pressurized 
airframe with the same model of autopilot. 
 

I Was Shocked I Tell You

A few years back I was astonished when 
an avionics installer in northern Ontario, 
Canada, told me that he had intentionally 
wired in the ground clearance switch to 
power the G530 only when the battery 
master was ON (obviously he was not a 
pilot). He reckoned that having bypassed 
the avionics master switch that his job 
had been done correctly. Just last week 
I ran into another JetProp wired exactly 
the same way, requiring battery master 
ON for ground clearance to work.  Kind 
of misses the point, don’t you think? 
 
Another recent install had the KFC150 
autopilot but the GPSS/HDG switch was 
never installed into the panel. The avionics 
shop told the customer that roll steering 
was built into the G500/600, completely 
missing the concept that the autopilot 
was not “smart” enough to recognize that. 
The KFC225 autopilot requires a different 
approach but also will not work without 
special settings on the WAAS navigators to 
support GPS glide slopes on the KFC225. 
 
I have seen airplanes fresh out of 
delivery with flashing red indicators 
on newly delivered electronic engine 
instrumentation, OATs reading in the 
thousands of degrees, electronic horizons 
that show three degree pitch angles or 
two degree bank angles in level flight. 
 
I witnessed a newly-installed Sandel 3500 
wired so that ‘fly left’ commands from 
the heading bug resulted in the autopilot 
flying to the right. That was a good time 



35 M  MOPAWINTER 2009

to be in VMC conditions.  Needless to 
say, do not take off with your new panel 
into low IFR conditions until you have 
thoroughly wrung out your systems. 
 

Delivery Times

The most common problem with a new 
panel install is delay beyond the original 
promised delivery date. As more and 
more installers unfamiliar with PA46 and 
JetProp get into the game, delays are in 
fact becoming endemic.  Squawks after 
completion are the second most common 
complaint. These common problems are 
found even with the best shops; issues 
can go way beyond the common list 

when working with shops not experienced 
with pressurized and turbine airplanes. 

While some unavoidable delays can 
occur during an install even under the 
best circumstances, most are simply 
due to inexperience and poor planning. 
One of my clients recently saw the 
promise of a three week installation 
evolve into eight painful weeks.  Down 
time is expensive when lost opportunity, 
insurance, hangar, annual inspection, 

pilot training costs, and alternative 
transport arrangements are considered. 
 
Ask the shops directly about recent 
upgrades they have performed on similar 
aircraft. Then get actual delivery dates 
versus those originally promised.  Talk to 
multiple references about delivery delays, 
squawks after delivery, and invoice 
amount versus original quote.  Make 
sure you execute a clearly understood 
agreement as to the delivery schedule; 
spell out beforehand how you will handle 
return-to-service checks and test flights.  

Dealer Incentive 

Consider asking for a performance 
guarantee.  Offer $500/day for up to two 
days of early delivery in exchange for a 
$500/day discount for each day delivered 
after the agreed date. The $1000 bonus 
for early delivery will be a powerful 
incentive for the installer while the penalty 
will help ensure that your airplane will not 
be delivered five weeks late.

Pretty Bird 

Repainting your aircraft is an effective 
way to achieve the sleek appearance 
of a new bird, but the same cautions 
about avionics apply here. Painters have 
widely varying levels of workmanship 
and competency. Paint shops in humid 
climates need to have a way to control 
moisture in their paint booths. Since 

cont. page 36 ►
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paint shops must disassemble and 
reassemble your flight controls, consider 
a visit to your favorite maintenance shop 
for an immediate post-paint inspection. 
 
Paint shops, like avionics and interior 
shops, suffer frequent delivery delays, 
so performance guarantees are not 
a bad idea here either. Bottom line is 
that you must check references with 
a prospective paint shop and ensure 
that their workmanship and facilities 
are worthy of your million dollar aircraft. 
 

MMOPA Resources

Use the MMOPA forum and fellow owners 
to carefully select a shop to perform any 
major upgrades on your airplane. Always 
put in place a clear written agreement, 
including language addressing pay-
ment schedule, post-delivery warranty 
coverage, and liability for squawks de-
veloped during the upgrade process. 
 

Going Home

I know we are all busy, but try not to fly 
home the same day you arrive to pick 
up your airplane. Give yourself plenty of 
time to check out the new work.  Take 
full advantage of the Return to Service 

manual from MMOPA for your aircraft 
type. Make sure to test every avionics 
function during a couple of test flights. 
Of particular interest are autopilot 
operations, flight director and approach 
operations in both GPS and VLOC modes. 
 
This test flights are an excellent 
opportunity to hire your favorite instrument 
instructor to train in the same area the 
upgrade was done.  Any squawks can 

be quickly addressed without the burden 
of returning to the upgrade location. 
 
With proper planning and a measured 
approach to your major aircraft upgrade, 
you can add great enjoyment, aesthetics, 
and capability to your favorite mode of 
travel. Take care to avoid the common 
pitfalls. Selecting a competent shop will 
greatly increase your satisfaction with 
such a major investment. 

Views from a JetProp
(continued)
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Justin Lazzeri
Justin Lazzeri is the Director of Marketing for Skytech, Inc., which has facilities in the Baltimore, 
MD and Charlotte, NC metropolitan areas.  A graduate of Embry-Riddle Aeronautical University, 
Justin is a Commercial Pilot and Certified Flight Instructor who has the benefit of significant 
exposure to the Piper, Pilatus, and Cessna Caravan product lines.  Justin can be reached via 
email at jlazzeri@skytechinc.com.   

Meridian
The New G1000 Piper Meridian:

         A Flight Review

A sports car is only as responsive as 
the tires it drives on.  A song is only as 
crisp as the speakers it’s played through.  
To put it simply, in order to experience 
something to its fullest, all aspects must 
be accounted for.  From its inception, the 
Meridian was designed as a head-turning 
airplane with forgiving and predictable 
flying characteristics.  Advances to 
the Meridian have sought to improve 
upon the impressive original design by 
offering increased benefits to owners 
and operators.  Following a trend found 
through most of general aviation in the 
past decade, many of the advances 
to the Meridian have come by way of 
the avionics package.  Each avionics 
advance elevated the capability and 
overall pilot experience of the airplane.  
In 2009, the announcement of the G1000 
avionics suite coupled with the fully 
integrated GFC700 digital autopilot to the 
proven Meridian design has the airplane 
figuratively “running on racing treads”  
while delivering “sharp notes” at every 
turn.

Flight Review

In our last issue, we covered the details 
of the G1000 system and its installation in 
the Meridian.  The G1000 upgrade aims 
to enhance the pilot’s overall experience 
through maximizing the Meridian’s 
capabilities and simplifying general 
operation.  This piece will focus on the 
flight experience that one should expect 
when operating the G1000 Meridian and 
how it may compare to previous models.
Every Meridian pilot must wait for certain 
engine reporting parameters and other 
various systems to initialize prior to engine 
start.  An Avidyne equipped Meridian 
displays the needed engine parameters 
for starting on an MFD engine page that 
can take a few moments to become 
available.  The G1000 system displays all 
engine parameters needed for start on the 
PFD, which initializes in seconds.  After 
starting the G1000 Meridian, the MFD 
is brought online through the avionics 
master switch and the engine information 
transfers to the normal location on the left 
side of the MFD.  

Next in sequence is the alignment process 
of the Attitude Heading Reference System 
(AHRS).  The G1000 AHRS system 
initializes quickly, enabling the pilot to 
taxi without significant pause.  The fully 
integrated network of Garmin components 
comprising the G1000 surely helps in this 
department.  The Air Data & Altitude, 
Heading Reference System (ADAHRS) 
of Avidyne equipped Meridians requires 
a longer initialization period of non-
movement than the G1000.  You may 
taxi prior to complete initialization, but 
must bring the aircraft to a stop prior to 
takeoff to finish the process.  The Meggitt 
avionics system’s initialization period is 
even longer than the Avidyne, and must 
be completed prior to taxi.    

Loading a flightplan with the GCU 476 
Keypad located just aft of the power lever 
is very intuitive.  A full keypad makes 
loading intersections and airports easy, 
and its location should feel natural for 
most pilots.  
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GFC 700 Autopilot

The fully integrated GFC700 autopilot 
offers marked performance upgrades 
over earlier systems.  The entire control 
is centered under the MFD in the middle 
of the panel and is easy to use and reach.  
Two improvements are evident when flying 
the new set-up.  The autopilot is incredibly 
crisp and gives the Meridian a certain 
smoothness to its movements that is 
reminiscent of larger airplane capabilities.  
Turns are subdued by limiting maximum 
bank angle to 22 degrees (previously 30 
degrees on earlier models), easing into 
and out of banks and introducing a “Half-
Bank” feature to further reduce the angle 
for increased passenger comfort and high 
altitude operations.  The autopilot is rock 
solid and allows the airplane to maneuver 
smoothly through all flight regimes.

Vertical navigation ability is addressed in 
this new autopilot as well.  A wheel on the 
unit allows the operator to adjust not only 
rate of climb or descent (VSI), but also 
the Flight Level Change (FLC) or speed 
during climbs and descents.   In other 
words, you can select a climb or descent 
to a specified altitude, set the airspeed 
and the autopilot will adjust the vertical 
rate to hold the selected airspeed until 
your altitude.  As part of the full integration 
concept of the G1000/GFC700 unit, the 
Meridian is equipped with an over-speed 
recovery mode which essentially predicts 
an imminent over-speed situation, issues 
a warning on the PFD and commands 
the Flight Director bars to pitch up.  The 

functionality of the GFC700 autopilot is 
superb with seamless and straight-forward 
operation.  It is an outstanding compliment 
to the Meridian’s turbine powered cabin-
class performance capabilities.  

Synthetic Vision Technology 
(SVT)

Do you remember the first time you flew a 
glass panel airplane?  For most everyone, 
the impression left after the flight is: “How 
can I go back to steam gauges after this?”  
The same can be said about flying with 
Synthetic Vision Technology.  Much has 
been written lately about Synthetic Vision 
Technology.  Basically SVT is a direct 
boost to a pilot’s situational awareness.  
Terrain, obstacles, traffic, airports, flight 
plan depiction and other pieces of 
information are displayed on the Pilot’s 
and Co-pilot’s PFDs.  You are viewing a 45 
degree vertical and 60 degree lateral 3D 
representation of your flight environment.  
Two features of the SVT stood out on my 
initial flight.  

Airport environment awareness is greatly 
improved with SVT.  Runways are shown 
on the PFD, complete with numbers and 
local terrain.  This 3D airport depiction 
would give pilots an extreme advantage 
over a non SVT equipped airplane prior 
to breaking out of a cloud base while on 
an instrument approach.  For example, 
let’s consider you were crabbing on an 
ILS due to strong winds aloft while riding 
the glideslope to DH on a low IFR day.  

The SVT image displayed on the PFD 
would show you exactly where to look for 
the runway, as well as the terrain image 
surrounding the airport environment.  It’s 
like having a sneak peak of a pop quiz 
before the class.   

Garmin’s SVT displays a green circle with 
three tick marks, referred to as a Flight 
Path Marker.  The Flight Path Marker’s 
sole function is to show the pilot where 
your airplane’s track is pointing.  This 
information is extremely useful in ensuring 
clearance from terrain and obstacles as 
well as course alignment.  Additionally, 
it isn’t a coincidence that when properly 
aligned for an approach, the Flight Path 
Marker is securely planted on the runway 
depiction on the PFD.  This is a confidence 
inspiring tool that can provide heightened 
situational awareness in a multitude of 
ways.  

The addition of G1000 avionics to the 
Meridian further enhances the pedigree of 
an already proven design.  Through fully 
integrated components such as the very 
capable GFC 700 autopilot, and state-of-
the-art features like synthetic vision, the 
future of the Meridian looks very bright.
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The PA46 Nose Sterring System
Kevin Mead

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

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

Malibu Maintenance

From a pilot’s perspective turning an 
airplane seems simple: just step on the 
rudder pedals and the plane moves left 
or right. Most people are surprised by 
the sheer number of parts and linkages 
involved in making that simple motion 
happen. 

Your pedals are connected to the ends of 
a steering bellcrank that pivots around a 
center point, which then drives a bungee 
and rod assembly that is connected to a 
steering arm. This arm pivots around a 
center point, causing the ends to come 
into contact with steering rollers that are 
bolted to a steering horn. The horn bolts 
to the strut tube, which is connected to the 
lower strut fork by means of torque links. 
Finally, the tire sits on the axle of the lower 
strut fork. Helping all these parts intersect 
and move properly is an array of bolts, 
washers, spacers, shims, and rod ends. 
Considering the large number of parts 
and the extensive distance the motion has 
to travel to get from your feet to the nose 
wheel of the plane, we can see easily how 
small defects and worn areas can magnify 
into significant impacts on performance. 

Since the nose steering system moves 
every time you taxi and takes a hit 
every time you land, component parts 
are subject to wear and to losing their 
alignment. Of course, proper lubrication 
is essential to minimizing wear. The rod 
ends, scissor and arm bushings must 
be lubricated and the nose gear grease 
zerks on the trunnion pivot points must 
be serviced regularly. But even with 
proper lubrication, rod ends, bushings, 
bolts, and spacers should be inspected 
at every annual and must periodically be 
replaced. Other parts of the system, such 
as rollers, steering arm, bellcrank, and 
horn also wear over time and have to be 
replaced, but much less frequently than 
the connecting hardware.

In the following section I describe some 
of the adjustments and replacements 
we routinely do at annual in our shop. 
The nose steering system is virtually the 
same throughout the PA46 series, so the 
following information applies to all. 

Excessive nose steering 
freeplay: We find excessive nose 
steering freeplay every year on every plane 
we inspect. This is caused by excessive 
clearance between the rollers and the 
steering arm. I recommend that someone 
check and adjust this every six months, 
or anytime you feel extra movement in 
the steering. From time to time, you can 
check this yourself by moving the rudder 
with your hand. If you see a lot of play, 
have a mechanic take a look. 

Also every 100 hours or so make sure the 
attach bolts that connect the nose gear 
actuator to the engine mount and to the 
nose trunnion are tight. Loose bolts can 
contribute to excessive nose steering 
freeplay and cause wear to the engine 
mount. 

If freeplay dramatically or suddenly 
increases, have the plane checked to 
make sure the engine mount or a nose 
steering component has not broken. 

A freshly overhauled nose trunnion. A steering horn, rollers and arm.
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Nose wheel alignment: Any 
time adjustment to clearance has been 
made, the nose wheel alignment should 
be checked with both rudder pedals in a 
neutral position. 

Nose steering rake angle:  
The rake angle is the angle formed by 
the lower belly and the nose strut. Your 
mechanic can check this at annual or as 
needed by referencing the Piper Owner 
Information Letter dated 3/27/08. 

Rudder cable tension:  This and 
other cable tensions should be measured 
and adjusted if needed at every annual.

Tire pressures:  Do not un-
derestimate the impact of low tire 
pressure on steering. Check your POH for 
recommended tire pressures.

Nose bushings:  Trunnion pivot, 
scissor, and steering arm bushings are 
high wear items and have to be replaced 
fairly often. Lubrication is key to getting 
the most out of these parts.

Steering arm wear:  The steering 
arm takes a long time to wear out, but 
will do so eventually. The aluminum arm 
wears to the point where the metal portion 
of the steering horn will make contact with 
the arm instead of the nylon rollers. This 
makes it impossible to maintain proper 
steering roller clearances. This kind of 
wear and tear is not really preventable, 
but just comes with age. 

Nose gear over-steer:  Im-
proper ground handling can cause 
damage to the nose strut trunnion and 
tube if the nose turn limits are exceeded. 
This happens so often in the PA 46 that we 
keep two overhauled trunnions and tubes 
in stock at all times for exchange. Keep 
your turn limits placards in good shape 
and do not hesitate to explain the proper 
towing procedure to ground handling 
personnel. Check your trunnion and strut 
tube for damage as part of your pre-
flight inspection, especially if you are just 
passing through. If your plane is damaged 
by improper ground handling, it is much 
easier to get an FBO to cover the repairs 
if you can point out the damage before 
departing. My plane was oversteered on 
a trip last year, but I did not notice until I 
got home. Even though I was sure about 
where the damage occurred, by then I had 
been to two other airports and my chance 
to hold the responsible party accountable 
had been lost. 

If your plane has been oversteered, the 
steering horn and bellcrank should also 
be inspected for damage. In severe 
cases, it is not uncommon to see bent 
and broken steering roller bolts. The nose 
gear may retract normally but may not be 
properly aligned on the next extension, 
meaning the nose wheel might be in any 
position when it comes down. The rollers 
are visible from the ground and you can 
look at them yourself if needed. If you 
notice a lot of slop and extra movement 
when you taxi out or if the steering is non-
responsive or markedly different, do not 
fly until a mechanic can come in and take 
a look. 

Tow bars and tires:  I have also 
seen several cases where nose tires and 
even wheels were damaged by tow bars. 
Tires and wheels can be scuffed, gouged 
or cut by tow bars that have insufficient 
clearance or that slip off during towing. 
You should notice this kind of damage at 
pre-flight. 

Proper lubrication, frequent inspection, 
replacement of worn parts and pilot 
vigilance are essential to making sure your 
plane’s nose steering system performs as 
designed. 

 

A view of the nose gear trunnion to actuator attach 
point bolt.

A strut tube and trunnion, which 
are normally damaged during an 

oversteer.

A demonstration of measuring the rake 
angle of the nose gear.



44 M  MOPAWINTER 2009



45 M  MOPAWINTER 2009



46 M  MOPAWINTER 2009

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 At-
titudes International, Ins., The New Piper Aircraft’s exclusively approved training school for Malibus, 
from 1991 - 1998.

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

Issues and Answers
Weather Avoidance

Questions

Our topic is weather avoidance, with an 
emphasis on strategy and interpretation.   
This includes of course various datalink 
options and on-board/real time radar.   
More than one answer is often correct.

Datalink weather is provided1. 

by satellite stations.a. 
by ground stations.b. 
only to aircraft with appropriate c. 
receivers.
only to aircraft with appropriate d. 
displays.
only to aircraft with a current e. 
subscription.

Match the types of datalink signals 2. 
with their definition.

Broadcast datalink  a. 

Addressable datalink b. 
Request/reply datalink c. 

1.  A discrete signal containing 
specific information sent to a 
specific aircraft.

2. Aircraft equipment both re-
ceives signals and sends 
requests back to the station.

3. Broadcast in the blind by 
either satellite or ground 
based unit.  The signal can 
be received by any app-
ropriately equipped aircraft.

Datalink systems must have an on-3. 
board dedicated display.

Truea. 
Falseb. 

Datalink information can be sent to 4. 
which of the following?

GPS screena. 
Multifunction display (MFD)b. 
Tablet PCc. 
Personal digital assistant (PDA)d. 
Your grandmothere. 

What information can be displayed 5. 
by datalink systems

Traffica. 
METARb. 
TAFc. 
Hotel confirmationsd. 
Airmetse. 
Sigmentsf. 
Convective Sigmetsg. 
NEXRAD radarh. 
ATC clearancesi. 
Lightning strikesj. 
Winds aloftk. 
Freezing levelsl. 
Tops of cells and direction of m. 
movement
Car rental confirmationsn. 
Terraino. 
TFRsp. 
MOA statusq. 
Restricted airspace statusr. 

Which NEXRAD radar images are 6. 
made up of radar returns from 
multiple antenna scan angles?

Base reflectivity imagesa. 
Composite reflectivity imagesb. 
Bothc. 

What does a cross-hatch pattern 7. 
indicate with some NEXRAD 
displays?

Extreme weather conditions a. 
White out conditionsb. 
The government has intentionally c. 
disabled NEXRAD availability.
VFRd. 
No radar coverage is available in e. 
the indicated area.

Which kind of decision making is 8. 
NEXRAD intended for?

Tacticala. 
Strategicb. 
Bothc. 
Neither d. 

What is the most important aspect of 9. 
successfully using on-board radar?

Range selecteda. 
Tilt managementb. 
Interpretationc. 
Dish sized. 
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What do spokes on an on-board 10. 
radar display likely indicate?

Interferencea. 
display unit impending failureb. 
storms so sever radar inadequate c. 
to portray
I haven’t a clued. 

What indicates possible strong 11. 
downburst activity?

Fingersa. 
Hooksb. 
Bowed linec. 
Scalloped edgesd. 
Spaghettie. 

What does a steep color gradient 12. 
(small bands of green and yellow 
preceding red) indicate?

Poor radar receptiona. 
Attenuationb. 
Severe weatherc. 
Magnetron failured. 

Rank the following radar types 13. 
beginning with the most current 
information?

On-boarda. 
Base reflectivityb. 
Compositec. 

Which type of radar is most likely 14. 
to be of limited use in mountainous 
areas?

On-boarda. 
Base reflectivityb. 
Compositec. 

Which radar requires relatively close 15. 
proximity to weather for accurate 
information?

On-boarda. 
Base reflectivityb. 
Compositec. 

With which radar type are attenuation 16. 
and radar shadows potential 
problems?

On-boarda. 
Base reflectivityb. 
Compositec. 

Which radar most consistently 17. 
indicates the severest weather?

On-boarda. 
Base reflectivityb. 
Compositec. 

Rank each radar type beginning with 18. 
the one requiring the most skill to use 
reliably.

On-boarda. 
Base reflectivityb. 
Compositec. 

cont. page 48 ►
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ANSWERS

a., b., c., d.  Although many aspects of 1. 
datalink weather require subscription 
updates, not all data information 
does; traffic advisories for example.

a-3, b-1, c-22. 

b.  Most systems use either a GPS or 3. 
MFD display rather than a dedicated 
display.

a. – d.   However, even your 4. 
grandmother can get datalink weather 
if she has a PDA.

a., b., c., e., f., g., h., j., k., l., m., p.  5. 
Although lighting strikes, winds aloft, 
freezing levels, tops of cells and 
speed/direction of movement are 
available, they are not provided by 
every installation. Terrain is provided 
via your GPS, not Datalink. Future 

Issues and Answers
(continued)

Datalink capabilities are expected to 
include ATC communications, MOA 
and Restricted area status (active/
inactive).  Can auto, hotel and dinner 
reservations be far behind?

b.6. 

e.  Ground based systems such as 7. 
FIS used by King/Honeywell cannot 
provide radar coverage over vast 
expanses of water, for instance.  The 
no-coverage area is indicated by a 
cross-hatch pattern.

b.  NEXRAD should be used for 8. 
strategic planning purposes only.  
NEXRAD information can be as old 
as 10 minutes or more and should 
not be used for penetrating storm 
areas.  However, NEXRAD provides 
excellent “big picture” information 
for planning deviations around large 
areas of thunderstorms.

b.  Although each of these items are 9. 
important, none of the others really 
matter much if tilt is not managed 
properly.  Dish size determines quality 
possible, range can be an important 
factor in proper interpretation and 
none of the information is of any use 
if it is not properly interpreted.  But 
however good or bad your radar is, 
data cannot be interpreted properly 
if it is not gathered properly through 
appropriate tilt management.

a. You are most likely near a military 10. 
facility or aircraft and experiencing 
interference from their equipment.

c.  Bowed out lines indicate strong 11. 
downdrafts and have potential winds 
in excess of 100 mph.  Fingers and 
hooks generally indicate tornadoes. 
Spaghetti? Yum.

c.12. 
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a., b., c.  On-board radar is essentially 13. 
real time radar.  Generally, base 
reflectivity radar such as the King/
Honeywell FIS system is more current 
than composite radar since base 
reflectivity only requires one sweep of 
the antenna and composite requires 
multiple sweeps of the antenna at 
different levels to build its composite 
depiction.

b.  Base reflectivity scans are obtained 14. 
by the lowest ground based antenna 
tilt angles of  usually 0.5 degrees.  
This equates to about 10,000 feet 
90 nm from the station and only 
16,000 feet at the 143 nm max range 
for the antenna.  As a result, line of 
site interference from mountains can 
often limit base reflectivity radar utility 
in these areas.  

a. Unlike NEXRAD which can depict 15. 
weather throughout the country 
regardless of aircraft position, on-

board radar is only useful when in 
reception range of weather activity.

a.  NEXRAD is made up of scans from a 16. 
network of radars able to scan storms 
from a variety of vantage points so the 
shadows and attenuation associated 
with on-board’s single antenna 
interrogation is not experienced.

c.  Composite radar by definition is 17. 
comprised of multiple scans at a 
variety of altitudes.  Although a scan 
at 15,000 feet might show a 10 mile 
wide storm, a scan at a different 
altitude might show a 20 mile storm.  
The return shown on the display will be 
the 20 mile storm or the largest cross 
section from any scan altitude.  Base 
reflectivity radar only shows the low 
level “footprint” of a storm and does 
not depict what may be happening at 
higher altitudes.  For aircraft that do 
not fly in the flight levels, this may be 
adequate.  For others, perhaps not.  

On-board radar has the capability 
of obtaining similar, if not better, 
information compared to composite 
radar for storms in close proximity. 
However, this information must be 
obtained by the operator examining 
multiple scans at various tilt angles, a 
potentially time consuming exercise 
requiring high skill levels.  Based on 
my observations, few GA pilots are 
adept at this skill.

a., b., c. See answer to 17 regarding 18. 
on-board radar.  Base reflectivity 
also requires knowledge of the fact 
that high altitude information is not 
incorporated and therefore must be 
viewed with increasing skepticism as 
aircraft altitudes increase. 
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Thierry Pouille

Thierry (Terry) Pouille is president of, and the leading force behind, Air Journey LLC. He person-
ally 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

Ilulissat, Greenland:
A Must Stop Enroute to Europe

I have an amazing job, often dreaming 
of new destinations, new hotels, new 
attractions, and of course new challenges 
Cuba? Coming soon!  But something less 
tropical for now. 

Of all of the journeys we organize, crossing 
the Atlantic is still the most challenging 
because of wildly unpredictable weather, 
rugged terrain and the cold unforgiving 
waters passing below. 

Multiple Choice

At Air Journey we will not launch any 
Atlantic crossing if we do not have good 
weather at our destination, plus two viable 
alternates. In my early days I was familiar 
with four airports in Greenland:
 

Narsarsuaq (BGBW)•	
Nuuk (BGGH)•	
Kangerlussuaq (BGSF)•	
Kulusuk (BGKK)•	

Details for each can be found at:  http://
www.slv.dk/Dokumenter/dsweb/View/
Collection-393.

Narsarsuaq (BGBW) is located on the 
south end of Greenland. This field offers 
the shortest northern Atlantic crossing 
with only 675 miles from both Goose 
Bay, Canada, and about the same from 
Reykjavik, Iceland.  The runway is plenty 
long at 6000 feet but has only an NDB-
DME approach with a DH at 1800 feet (to 
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be changed shortly to a GPS approach). 
The airport provides advisories, and relays 
flight plans, but you are on your own for 
the approach and departure.

Nuuk (BGGH), the capital of Greenland 
(formerly known as Godthab), is 250 miles 
north of Narsarsuaq and could be used as 
an alternate. The runway is a bit short at 
3000 feet and is subject to fog as is the 
entire western coast of Greenland.  The 
airport now boats a GPS approach with a 
DH of 680 feet.

Kangerlusuaq (BGFF) is another good 
alternate.  The field is also known as 
Sondre Stromfjordor (Danish) or Sondie 
for the people familiar with the destination. 
Sondie is the only airport with a LOC/DME 
approach. The DH is 450 feet. A GPS 

approach is forthcoming.

The bright-red airplanes of Air Greenland 
seem to be increasing their operations at 
Kangerlusuaq. In addition to their fleet of 
six Dash 7s (4-engine turboprop, short field 
capable), Air Greenland also operates a 
Boeing 757 and an Airbus. These aircraft 
bring a steady stream of tourists here 
every summer. The question that always 
comes to my mind:  why? Where do these 
people go? 

The Old Days

My history lesson begins with another 
question:  Why is Greenland called 
Greenland and Iceland called Iceland?  
After all, Greenland is covered in ice and 

Iceland is covered with green.  Makes no 
sense at all.  I suspect the early Viking 
settlers chose the name Greenland to 
entice gullible investors.  Florida swamps 
anyone?

In any case, Greenland is by area the 
world’s largest island. Since 1979, 
when Denmark granted “Home Rule” 
to Greenland, the country also became 
the world’s least densely populated. The 
population stands at 57,500 people, 88% 
of whom are Inuit.  The remaining 12% are 
of European descent. 

The island’s history is as vast as its 
landmass, extending back at least to 
1800 BC. But we will skip forward to the 

cont. page 56 ►
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Ilulissat, Greenland:
A Must Stop Enroute to Europe
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Ilulissat, Greenland:
A Must Stop Enroute to Europe
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“modern” explorations that took place 
between 1000 AD and 1300 AD when the 
west coast was colonized by the Icelandic 
Vikings and Norwegians. The Icelandic 
settlements disappeared in the 14th and 
15th centuries due to increased conflict 
with the Inuit. Famine took a toll as well: 
bones found from that period show a 
malnourished population. Starting in the 
16th and 17th centuries, a new wave of 
explorations took place and there is even 
mention of the Danish colonizing the 
Americas back in the beginning of the 18th 
century. 

During the Second World War the Allies 
used Greenland as a forward base to send 
supplies, mostly aircraft, to Europe. Some 
war action took place on the island in the 
1942.  The Sledge Patrol, while guarding 
the northeast shore of Greenland, detected 
several German weather stations, which 
American troops destroyed. 

So How About that Icecap?

Geography and climate are big topics in 
Greenland. If you do not like the weather, 
wait five minutes.  The coastline is 24,430 
miles long, about the same length as the 
earth’s circumference. The highest point 
is Mkoliohn at 12,119 feet. The weight 
of the massive Greenland ice cap has 
depressed the central land area to form 
a basin lying more than 1,000 feet below 
sea level.  

Trip Preparation

The attached map show the different 
distances between Canada and Green-
land, the shortest being from Iqaluit 
(Frobisher Bay) to Kangerlusuaq.  Of 
those 485 nm only 200 are over water.

While Greenland retains close ties 
with Denmark, the Euro is not the local 
currency. Nor does the country obey the 
same rules for private aircraft as Europe.  
That means that the normal excess 
liability coverage provided by American 
insurance companies is sufficient; the 
ridiculous liability riders required for the 
rest of Europe are not required. 

Airports in Greenland are not free of charge 
at all times.  Normal operations are from 8 
am to 5 pm local time during the week.  
Fields are closed on weekends. If you 
want to arrive outside of regular operating 
hours you certainly can, but be prepared 
to spend $1,200 per airplane to open the 
airport. 

Sondre Stromfjordor has a locally-based 
weather station run by a team of four 
people extremely knowledgeable on the 
weather peculiarities in of this part of the 
world.  All are a delight to talk with over 
the phone or to visit with when there. You 
must call Customs at your airport of arrival 
ahead of time but upon arrival you will only 
be requested to present your passport. 

You should purchase Jeppesen’s 
Transatlantic Trip Kit, which provides all 

the approach plates from the different 
airports in Greenland and Canada. I 
would also highly encourage you to visit 
the IAP of Greenland on the internet, 
which provides up-to-date information on 
the different airports, fuel availability and 
restrictions. 

You must also be familiar with NOTAMS 
related to runway conditions.  This 
includes such oddities as the presence of 
icebergs at runway’s end in Narsarsuaq 
or the precise location of electric wires 
crossing the fjord 40 miles west of the 
Narsarsuaq airport. You should plan your 
flight to Greenland in clear weather to 
enjoy the scenery.  Arriving at any airport 
in Greenland as minimums close in will 
definitely increase the pucker factor since 
alternate airports are far away and few 
between. 

We operate our journey in early summer 
to take advantage of the never-setting sun. 
No night flying no matter when we arrive! 
That far north, with 24 hour daylight, you 
will usually encounter blue skies. 

Flight Planning

You must be properly prepared for this 
flight; otherwise you will be in for a big 
surprise. I have been on the wrong end 
of that surprise! Always carry a handheld 
GPS.  The Garmin 696 or 496 fit the 
bill. Database coverage comes in two 
versions: the Americas and the rest of the 
world. Guess where the coverage stops? 
Right smack in the middle of the crossing 

Ilulissat, Greenland:
A Must Stop Enroute to Europe

(continued)



57 M  MOPAWINTER 2009

between Canada and Greenland.  Make 
sure you download the World Database 
on a SD card; and be sure that the card is 
readily available during the flight to upload 
into the GPS. 

Make sure that the WAAS capability of 
your GPS onboard equipment (Garmin) 
has been disabled.  Yes, that is odd, 
but necessary.  You do not need WAAS 
because none of the approaches are 
WAAS approved.  More importantly, since 
the triangulation of the WAAS satellite is 
not guaranteed more than 60% of the 
time, you will end up with a message on 
your GPS showing dead reckoning, with 
no map, no altitude, and no navigation 
equipment reference. Welcome back to the 
early days of aviation. This exact scenario 
transpired on a Garmin 1000 just as we 
entered the soup.  We were offline like that 
for nearly 10 minutes. The situation was 
rather unusual and uncomfortable.  We 
had to wait until landing to figure out what 
happened. 

Radio Work

Initially during the flight you will be in radar 
contact with Iqaluit in northern Canada, 
Nunavut territory.  You will be passed to 
Greenland radio. Throughout the flight you 
will be using VHF-only communication. 
You will have excellent coverage and no 
need for HF. You will need to polish your 
position reporting skills. You must use 
accurate verbiage and the standard format 
regarding your position and estimate. 

Ilulissat

Resting 140 nm north of Kangerlusuaq 
on Disko Bay is the settlement of Ilulissat, 
which we visited in June 2009.  That 
put us north of the Polar Circle with 24 
hours of daylight as we explored this new 
destination. Our big surprise upon arrival 
was an outside temperature of 60 °F. 

With a population of over 5,000 people, 
and 4,000 sled dogs, the town is the third 
largest settlement in Greenland after 
Nuuk and Sisimiut. If we go for direct 
translation, Ilulissat is the Greenlandic 
word for icebergs. 

The runway is only 2,800 feet, and the 
approach at both ends is pretty rugged.  
Arriving pilots get the sense of landing 
on an aircraft carrier. The ramp is small 

but adequate enough to park at least 10 
aircraft. The field is an airport of entry and 
also has jet fuel and avgas.  Kerosene 
prices are similar to what we would pay 
back home. The terminal is modern. You 
have access to the control tower for your 
outbound flight and a computer to check 
the weather. The ride to town is short on 
paved roads by bus, minibus or taxi.

Tourism is a principal industry as visitors 
seek out the picturesque Ilulissat ice 
fjord. The fjord runs 25 miles from the 
Greenland ice sheet west to Disko Bay. 
At the eastern end the glacier name is 
Jakobshavn Isbrae, the most “productive” 
glacier in the northern hemisphere flowing 
at an astonishing rate of 70-120 feet per 
day.  More than 20 billion tons of ice 
pass through the fjord every year. Some 
of the icebergs are huge, reaching up to 
3,300 feet.  Such monsters are too tall to 
float down the fjord and lay stuck on the 
bottom, sometimes for years.  Eventually 
the force of the glacier pushes them up 
the fjord. They eventually break up in the 
open sea, where currents transport huge 
blocks south into the Atlantic Ocean. 
The bergs do not melt until they reach a 
latitude of somewhere between 40-45° 
north, which is level with New York.  To 
put that in perspective, Ilulissat is located 
at 69° north. 

Lodging

While hotel choices are limited, the 
quality is outstanding. We selected the 
elegant Arctic Hotel as our home for three 
nights. The inviting décor is modern and 
sleek.  In-room amenities include internet 
access, plasma TV, a comfortable bed, 
mini-bar, and an ultra modern bathroom 
with a strong shower and scalding hot 
water.  The hotel also offers a spa with 
all the usual suspects on the menu.  The 
food is excellent in the hotel’s high-end 
restaurant. The Arctic also offers six “igloo” 
accommodations made of aluminum. 
These rooms, located on the shore of the 
fjord, look comfortable but I have not yet 
partaken. I would love to get a report from 
anybody who has stayed the night in one.  
The Hotel Icefiord is the other choice, and 
worth checking out.

The only attraction of Ilulissat is, of course, 
the ice fjord. You can hire a helicopter for 
a fly-over. Or you can sail through the fjord 
on cruise lasting anywhere from two to six 

hours.  Or you can trek on the shore with 
nicely maintained and well designated 
paths.  While here you must at least 
choose one of those options because the 
fjord is certainly a most beautiful place 
to visit. With a never setting sun you 
can enjoy and view different colors with 
the changing position of the sun as the 
day progresses. Along the way, you will 
encounter a warm and welcoming people 
and a fantastic population of Husky dogs 
resting in preparation for the cold winter. 

Returning Home

Very simple! Go to the airport, climb up 
to the control tower, file an ICAO flight 
plan with your estimate for the boundary 
to Canada, show an alternate airport and 
check the weather.  Remember to call 
CANPASS to inform them of your arrival, 
with all the necessary details. 

Final Tips

Study the destination and your route 
carefully. Plan a flight with the published 
waypoints and if necessary user-defined 
reporting waypoints. Become familiar with 
the reporting position format. Do not be 
in a hurry. Check the weather carefully 
and understand the pattern of frontal 
movement. Make sure you have adequate 
survival equipment in the plane. In single 
engine airplanes you need a raft of 
appropriate capacity for your passenger 
load, one survival suit per person (the 
so-called Gumby suits like you see on 
the Alaskan fishing boats) and one life 
vest per person.  You also need survival 
equipment comprised of a knife, boiler, 
propane heater, and other goodies. Study 
the approach plates ahead of time. Know 
your alternates.  While flying monitor 
123.45, the airline Unicom that can help 
you relay information or secure weather 
details if you cannot reach Center. 

This journey was one of our most exciting. 
The beauty of the site is captured a little 
bit in the photos accompanying the text.  
I want to return there next June; I will 
include a game of golf on the 18-hole 
course in Kangerlusuaq. More details to 
follow.
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Notes From M•MOPA Headquarters
Russ Caauwe, Executive Director

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

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

Doug DeHaan
N782DG

Excelsior, MN
Doug has a Matrix. He holds a 

Private license with an Instrument 
rating. Is occupation is Engineering.

George Zumbro
N993TM

Evans, GA
Dr. Zumbro is a physician at Vein 
Specialists of Augusta. He has a 

Meridian. He has over 2000 hours 
and hold Instrument and SEL

ratings.

Jos de Vuyst
Drongen, Belgium

Jos is CEO of KARDEX AG. He has 
over 1000 hours and holds PPL and 

IFR ratings.

Steve Irwin
Hot Springs, AR

Steve’s company is The Irwin 
Agency, Inc.

John Lee
N808LA

Wilson, NC
John has a Meridian. He own’s Lee

Automotive Management, Inc.

John Wotowicz
Marfa, TX

John is a Partner at JSW Advisors, 
LLC.

Randy Skalla
N3051B

Leesburg, GA
Randy has a Mirage. He is President/

CEO of Sasco Chemical.

Randy Chekouras
Marion, IN

Randy has rejoined us after a six 
year hiatus.

Welcome back Randy.

Jon Cave
Lamesa, TX

Jon is a Farmer and is self employed.

Sven Tiefenthal
St Martin, Jersey

U.K. Channel Islands
Sven is a self employed consultant.

Daryl Rosinbaum
Boerne, TX

Daryl is a Pilot for Southwest Airlines. 
He has over 20,450 hours.

Dennis Drew
Danville, CA

Dennis is an Accountant at Century 
Vision.  He has over 650 house and 

holds an Instrument rating.

Charles Massanopoli
Westminster, MD

Charles is Director of Service at 
Skytech, Inc.

Joe Janowski
Balwinsville, NY

Joe is a Pharmacist. He has 
over 2200 hours and holds and 

Instrument rating.

Manfred Zeller
Eisingen, Germany

Herr Zeller has a Mirage. He holds 
CPL/IR ratings.

James Groves
London, U.K.

James has a Meridian. He has over 
700 hours and holds CPL and IR 

ratings.

Walter Troyer
Sebring, FL

Walter is Midwest Sales Manager for
LoPresti Aviation. He has over 13,000
hours and holds ATP CFIAI AGI and 

A&P ratings.

Joel Williams III
Rocky Face, GA

Joel is a Plastic Surgeon. He has a 
550 Malibu and has over 725 hours. 
He holds a Commercial license and 

Instrument rating.

Jeffrey Ying
N9258Q

Glendora, CA
Jeffrey’s company is I/O Controls. He 

has a Mirage.
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Charles Allred
Abilene, TX

Charles is a card dealer. His 
company is Frontier Motors.

Bruce Roth
N53238

Scottsdale, AZ
Bruce is an Anethesiologist. He has a

Meridian and has over 1000 hours. 
He holds SEL MEL and Instrument 

ratings.

Alain Ramery
Lille, France

Alains’s company is Air Beaugency.

Matthew Vitale
Ocala, FL

Matthew’s company is Vitale 
Builders. He rejoins us after a few 

years hiatus.

William Fox
Concord, NC

William holds ATP and CFI ratings. 
His company is Corporate Aviation 
Management & Consulting. He has 

over 9000 hours.

Jim Lawson
Ceres, CA

Jim has a 550 Malibu. His business is
Adtech which is a Computer sales 

company.

Leonard Framalin
Troy, MI

Leonard has a Mirage. His business 
is Premium Air Systems.

Dr. David Murphy
N59EM

Waycross, GA
Dr. Murphy has a 310 Malibu. He 
has over 800 hours and holds an 

Instrument rating.

Curtis Harrell
Houston, TX

Curtis is an Executive with COGC. He 
has a Meridian.

Brian Ball
N717GM

Rexburg, ID
Brian has a Mirage. He has over 
1900 hours. His company is Ball 

Trading.

Brian Macgrego
Monroe, LA

Brian is self-employed. No other
information available.
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Kevin Wald
N4387D

Montevideo, MN
Kevin is an Engineer. His company is
RITALKA, Inc. He has a 550 Malibu. 
He has over 1500 hours and holds 
a Private license with an instrument 

rating.

Jean Pierre Chevalard
N32CK

Laval, France
Jean Pierre is a professional pilot. He 
has over 11,000 hours. His plane is a 

Meridian.

Ranbir Sahni
Long Beach, CA

Ranbir is CEO of Lite Solar, located 
in Long Beach.

Stephane Berclaz
Sierre, Switzerland

Dr. Berclaz is a Cardiologist.

Richard Krulik
N197MA

Northport, NY
Richard is an Executive with US 

Luggage. He has a Mirage.

Robert Philpott
N816BC

Agoura Hills, CA
Robert rejoins us after a long hiatus. 

He has a Meridian.

Michael Horler
Altendorf, Switzerland

Herr Horler is owner of Holzbau 
Horler.

Stuart King
Champaign, IL

Stuart has a Mirage. He has over 
1020 hours.

Robin Campbell
C-FGNG

Fairview, AB, Canada
Robin is a Chrysler auto dealer. He 

has a JetProp.

Robert Towe
New Smyrna Beach, FL

Robert is President of Aviation Tech
Services, Inc. He has over 630 hours 
and holds a Commercial license with 

IFR rating.

Marek Machala
Czech Republic

Marek is a Pilot. His company is 
Aeromec. He has over 350 hours and 

holds PPL(IR).

Nico Mak
Old Saybrook, CT

No information available.

Jenifer Pekar
Arcola, TX

Jennifer is Owner/Chief pilot of her
company Success Aviation. She has 

over 11,150 hours and holds ATP 
CFII and MEI ratings.

Conner Thomas
Mesa, AZ

Conner is President of Consolidated 
Turbine Support. He has over 2850 

hours.

Osama Arafat
Toronto, Canada

Osama is CEO of Q9 Networks, Inc. 
He has a Meridian, and has over 

1600 hours with an Instrument rating.

Jay Owen
N270PS
Troy, MI

Jay is a Publisher. His company is 
OWEN, Inc. He has a Meridian.

Brad Tonkin
Tualatin, OR

Brad is an automobile dealer.

Charmi Sperling
N999NG

Lincoln, MA
Charmi is a higher education 
consultant. Her company is 
Charmian Sperling, Ed.D.

Fred Bucci
Scottsdale, AZ

Fred is President of Bucci 
Development Corp. He currently has 

a Bonanza.

Michael Rugath
N825WS

Freiburg, Germany
Michael has a Malibu. He is an 

Anethetist.

Notes From M•MOPA Headquarters
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M•MOPA Classifieds

GPS Manuals
Pilot-friendly manuals are now available 
for the  GPSmap 696 and Garmin G900X. 
Our task-oriented manuals are simplified 
directions that lead you step-by-step 
through all the operations. An Index 
supplements the Table of Contents to help 
find specific subjects. Using our manuals 
along with the unit in simulator mode or PC 
trainer on the computer is the FASTEST 
and EASIEST way to learn the intricate 
operations.

Our Library also includes: The Garmin 
GNS 430, 430W, 480, 530, 530W, GPS on 
the G1000, G1000W, GPSmap 295, 196, 
296, 396, 496, Bendix/King’s KLN 89B/94, 
KLN 90B, KLN 900, Lowrance 600C and 
2000C. G1000W and G900X cost $54.95, 
IFR models $44.95 and Hand helds $39.95. 
Add $6.00 for S&H. Other than U.S. add 
$6 more. ZD Publishing, Inc., PO Box 
3487, Wichita, KS 67201, 888-310-3134. (In 
Kansas 316-371-3134) www.zdpublishing.
com

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

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

Initial & Recurrent Courses

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

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 

SAFETY / FLIGHT SESSIONS:

SAFETY SYSTEMS / MAINTENANCE SESSIONS:

Events Calendar
20th Annual Convention
October  27-30, 2010
Amelia Island, Fl

Helpline ...
620-728-8634

Ron Cox Aviation Services, LLC
Anywhere, USA
(772) 538-1965  Cell
Initial and Refresher Training on all series of the 
PA-46

February  5-6
Fredericksburg, TX

March  4-6
Henderson, NV

April  23-24
Myrtle Beach, SC

May  14-15
Prescott,AZ

July  16-17

August  13-14

October  8-9

November  11-13

March  4-6
Henderson, NV

November  11-13
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