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Letter from the Editor

Jeff Schweitzer

Amelia Island
Magazine coverage of the convention this 
year will take a different approach than 
tradition would dictate.  In the past I have 
provided a blow-by-blow description of 
every meeting and event, with a summary 
of main points and conclusions from 
each.  In response to some suggestions 
received earlier I have decided to 
abandon that method in lieu of a short 
generic overview accompanied by more 
photos.  So we have mucho pictures.  
We owe this wonderful imagery to Dick 
Rochfort, who once again has done 
yeoman’s service for MMOPA.  Based 
on popular demand we are extending an 
experiment started last year by posting 
his artful poses on Shutterfly at http://
mmopaconvention2010.shutterfly.com. 
As announced on the MMOPA website, 
these photos are available to members 
for purchase at a nominal cost should you 
see any that warrant framed real estate on 
your bedroom dresser.  

Sore Arm
My ego is a delicate and fragile creature 
requiring constant nourishment to 
remain healthy.  So I find myself with an 
arm worked sore from patting myself on 
the back in the absence of accolades 
elsewhere.  With the exception of three 
kind members who approached me at 
the convention, nobody seems to have 

noticed that the magazine adopted a new 
look and a new tag line (High altitude, 
right attitude).  Apathy about the latter is 
particularly irksome because I was given 
endless grief about my old slogan at every 
opportunity at every meeting.  So folks, 
throw this old dog a bone and pretend 
you care.  I caved to your incessant 
demand for a new motto in a desperate 
and pathetic appeal for your love and 
approval.  Now I need recognition of my 
acquiescence to preserve my last shred 
of tattered dignity.  I would hate out of 
jealous spite to be forced to change the 
tag line to “Zero altitude, lazy attitude.”  Of 
course nobody would notice.

Horns of a Dilemma
Family business put my wife Sally and I in 
Memphis, TN, on Sunday afternoon, but 
business of the money kind required us to 
be in New Jersey that same Sunday night.  
That difficult itinerary is made possible by 
owning a good airplane.  

The great circle distance between KMEM 
and Morristown, NJ (KMMU) is 815 nm, a 
slam-dunk leg in the JetProp.  But the plot 
thickens, otherwise I would not be writing 
this paragraph.  We departed Memphis at 
6:00 pm local time in good weather but 
we were marching toward less favorable 
conditions.  At the time of my departure 
MMU was reporting 200 foot ceilings with 
1 ¼ mile visibility, just at the ILS minimums.   
So far so good, but circumstances started 
to conspire against me.    Specifically, four 
considerations were becoming ugly:  1) 
the low weather at MMU was widespread, 
blanketing much of the northeast making 
transit to a viable alternate a long haul 
requiring lots of fuel; 2) ATC changed my 
routing unfavorably, which added critical 
time and miles to my dwindling fuel 
supply; 3) I knew from past experience 
that ATC was going to force me lower long 
before descending would be desirable, 
again raising my fuel consumption, and 
4) headwinds were forecast to become 
stronger as I moved northeast.

Any one of those four alone would not 
have changed my plans.  In fact, any two 
would have been OK, and even three 
combined might have been tolerable.  But 
the four acting simultaneously required 

some deep thought.  The biggest 
problem was the geographic extent of the 
low weather.  My alternative would be in 
western Pennsylvania, where the weather 
was clear and I would not be faced with 
the possibility of a missed.  I could go to 
MMU, do a missed approach, and get to 
the alternate with just enough fuel to meet 
my reserve requirements if everything 
went perfectly.  But calculating my fuel 
consumption was really just a guess at 
this point because I did not know when 
ATC would start me down or how low they 
would make me go.  I also did not know 
how much further my routing would take 
me from the straight and narrow.  Many 
unknowns to address in a calculation that 
needed to be precise.

Stopping for fuel was of course the 
solution but one I wanted to avoid if 
possible for two reasons: landing at night 
at an unfamiliar field is not optimal; and 
the stop would add an hour to my trip on a 
night already growing long.  Nevertheless 
I was leaning in that direction because 
the thought of shooting an approach in 
night IMC to minimums while watching 
the fuel gauge did not seem particularly 
appealing.  Remember, making MMU was 
not an issue. My only concern was doing 
a missed, a real possibility given the 
reported weather, and getting to a distant 
alternate.  But before throwing in the towel 
and stopping for fuel, I tried to charm my 
way to success (yeah, yeah, whatever).  
I called up ATC and informed them that 
the new routing I just received would 
require that I stop for fuel along the way, 
and could they consider something more 
direct?  To my surprise, the controller told 
me to stand by and she would see what 
she could do for me.  Sure enough she 
came back five minutes later, gave me an 
entirely new route to play with and asked 
if that would allow me to complete the trip 
without stopping.  Unfortunately, the new 
route was equally bad, taking me well 
north of my destination before turning 
back south.

So, OK, I’m stopping for fuel.  Ugh.  Now 
the question becomes where.  I want 
a towered field along my route of flight, 
with an instrument approach and a good 
FBO.  Why you might ask do I care 
about a tower? Because at an unfamiliar 
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untowered field, departing can be a pain 
if you lack a ground frequency to contact 
ATC and have to pick up your clearance 
by phone.  No big deal, just a hassle, 
although a Bluetooth connection to my 
new Bose headset helps.  Additionally 
it would be nice to find a field with 
no terrain issues, or if not, one with a 
SID.  Consulting first the chart for good 
potentials, then the approach plates to 
confirm what is available, then finally the 
AOPA directory for operating hours and 
FBO info, I selected Hagerstown, MD, 
which met all my criteria.  The tower and 
FBO there both close at 10 pm; I would 
be arriving at about 9:10.  Easy timing for 
the FBO but not a sure thing on departing 
with an open tower.  We landed, fueled, 
filed, and were wheels up at 9:50 pm. 
bidding the tower good night as they were 
closing shop.  Ironically, because of the 
later hour, and my new departure point, 
I was assigned essentially direct routing 
to MMU.  

The weather at MMU had improved a bit to 
300 foot ceilings and 2 mile visibility, pretty 
slam dunk.  But after a long day, a long 
night and an unplanned fuel stop, flying an 
ILS in night IMC to a mere 300 feet above 
the ground is not to be taken lightly.  But I 
have to say, too, that there is great comfort 
in the familiarity and sameness in setting 
up for the procedure, getting settled down 
to approach configuration and waiting for 
the needle to come alive on a standard 
30 degree intercept.  The technology did 
not fail us and sure enough I broke out at 
300 feet in front of that welcoming site of 
a runway that only another pilot can truly 
appreciate.  We pulled up to the FBO just 
before midnight.

Why this story?  I mean besides the 
obvious fact that, in spite of that beer 
commercial, I am the most interesting 
man in the world?  What struck me about 
the flight was how many decisions we 
pilots must make on the fly, literally, 
and how many of those decisions are 
complexly interdependent.   Unlike de-
ciding what TV program to watch, these 
decisions have real consequences.  In 
reviewing this ever-branching decision 
tree, the easiest lesson to impart would be 
“always do what is safest.”  But really that 
is pure drivel.  What we all do in the real 
world is combine thoughts of safety, risk-
benefit ratio, convenience (desire to avoid 
inconvenience) and scheduling demands 
as we wind our way through the system.  
There is no formula to capture all the 
variables necessary to make a prudent 
decision in this truly fluid environment.  
Experience, currency, equipment, pilot 
condition and risk tolerance all factor into 

the equation.  Another pilot could have 
justified completing the trip to MMU with 
no fuel stop.  As I was contemplating 
the pluses and minuses of a fuel stop I 
thought how we must be extraordinarily 
careful when we attempt to reconstruct 
the thinking of any pilot.  We cannot 
possibly ever know all the variables 
used to negotiate the multiple nodes in 
the decision tree.  I am humbled by the 
profundity of my utterances.

To Each a Proper Role
In response to an article in the fall issue 
of this magazine, a certain avionics 
manufacturer (let’s call the company 
“Maker X”) took great offense to one of the 
author’s rather dramatic claims about a 
particular instrument.  Maker X demanded 
somewhat heatedly that the magazine 
issue a full retraction.  I politely declined 
but suggested that the author should be 
contacted directly to see if perhaps he 
would be willing to consider the request.  
However, in lieu of a retraction, even if one 
was not in the end warranted, I generously 
offered Maker X the opportunity to 
publish in the next issue of the magazine 
and immediately on the web forum an 
unedited rebuttal of any length so that 
Maker X’s uncensored views could be 
widely and quickly known.  Well, honey, 
that apparently was not good enough for 
Maker X.  The author was contacted but 
declined the invitation to issue a retraction, 
citing published evidence to support his 
claims.  Maker X replied that the cited 
evidence did not justify the author’s 
statements, further noting they would 
therefore consider vague but ominous 
sounding future actions if I did not issue 
the retraction as originally requested.   At 
this point I thought prudence dictated that 
I hand over the issue to an attorney.   With 
some legal assistance generously offered 
by a MMOPA member, the issue seems 
to have been put to bed.  Well at least to 
date we never received a response to our 
attorney’s letter in which he confirmed my 
offer to publish Maker X’s rebuttal and 
restated the inappropriate nature of the 
request for a retraction from the magazine 
given constitutional protection of free 
speech.  How sad and disappointing 
that an issue that could be resolved in 
a friendly, quick and inexpensive way 
escalated to legal mumbo jumbo.

I am boring you to tears and desperation 
with this because apparently my role 
as editor is badly misunderstood as 
this incident with Maker X highlighted 
so vividly.  So allow me to clarify. I think 
our readers should understand that all 
authors contribute to the magazine on 

a strictly volunteer basis.  My role as 
editor is fourfold to make sure:  1) the 
language of a submitted article is clear, 
2) the material logically presented, 3) the 
subject relevant to MMOPA members, 
and 4) the style consistent with the look 
and feel of the magazine.  I edit but do 
not generate and am not responsible for 
the content.  I have respected members of 
our community contributing content and 
must rely on the authors for fact checking.  
I cannot retract something I did not write.  
I have no personal staff, and no budget 
for editing, and could not possibly check 
all the facts presented in the articles 
submitted by these volunteer authors; 
I am by no means an expert qualified to 
fact check the disparate areas of aviation 
discussed by the various authors.  But 
wow, am I having fun, particularly given 
all the recognition, fame, power and 
outrageous fringe benefits I get from 
having the exalted position of editor.  
I’m pinching myself to make sure this 
miraculous bundle of joy is not just a 
dream.
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Piper Perspective

Randy Groom

Advance to the PiperJet 
Altaire

For every Piper enthusiast who has ever 
dreamed of a jet from aviation’s single-
engine leader, your day has come. A 
mockup of the new PiperJet Altaire, based 
on extensive Proof of Concept test flights, 
was displayed for all to see at MMOPA’s 
20th annual convention on Amelia Island, 
Florida.

If you missed the display, you will have 
other chances to see the spacious cabin 
of our single-pilot VLJ as the mockup 
tours Piper dealers and other special 
venues throughout 2011. Just go to our 
website at www.Piper.com for the latest 
schedule. 

Bigger Fuselage
Piper’s high-performance business jet 
is getting a much larger round fuselage 
design that gives customers a bigger 
cabin to complement already low 
acquisition and operating costs. While 
the earlier PiperJet design, with its Piper 
M-Class cabin cross section, provided a 
comfortable environment, we wanted to 
give our jet customers an even roomier 
light jet. In addition to cleaner and sleeker 
styling, the optimized configuration gives 
customers a cabin that is 9 inches taller 
and 4 inches wider than the previous 
design, equivalent to that of a twin-engine 
business jet.

The new, bigger fuselage is mounted on 
top of an expanded-chord wing, with a 

shorter vertical empennage located atop 
a streamlined nacelle. The new cross 
section also offers a wider than standard 
sunken aisle for ease of movement inside 
the cabin. Additionally, the PiperJet Altaire 
will have a 3-foot wide cabin door for 
effortless entry and exit. The result is a 
truly scalable design paving the way for 
a completely new family of business jets. 

Spectacular Looks
Frankly, I think it looks hot. The PiperJet 
Altaire is a powerful, stylish blend of 
efficiency, cabin volume, range, payload 
and speed with a base price of $2.5 
million and a typically-equipped price of 
$2.6 million. Conservatively, the PiperJet 
Altaire costs an average of 25 percent 
less to operate per hour than comparable 
production very light jets. 

The new design provides all the 
performance and cabin improvements 
of a clean sheet aircraft coupled with 
the reliability of Piper’s manufacturing 
techniques. Those processes have 
been proven over the decades with the 
company’s lineup of reliable airplanes, 
including the M-Class aircraft that readers 
of this magazine favor, the Meridian, 
Malibu and Matrix. 

The innovative PiperJet Altaire combines 
revolutionary single-engine performance 
with groundbreaking efficiency, making 
this jet the fiscally responsible choice 
for aircraft operators wanting to step 
up or step down. Clearly, this airplane 
looks spectacular and has the operating 
efficiency and reliability to back up its 
exceptional styling. 

Piper Performance
PiperJet Altaire maximum range is 
targeted at 1,300 nautical miles with a 
maximum cruise speed planned at 360 
knots. The airplane’s range with a payload 
of 800 pounds is 1,200 nautical miles. We 
are now in CAD modeling and analysis 
in the program’s detail design phase. 
The first of four conforming PiperJet 
Altaire flight test aircraft will begin flying in 
2012 with certification and first customer 
deliveries scheduled for 2014. 

Masterful Cockpit 
The airplane is equipped with an 
integrated flight deck. The panel features 
Garmin G3000 avionics complete with the 
first touch screen-controlled glass panel 
designed for light turbine aircraft, three 
displays, two touch screens and a GFC 
700 automatic flight control system. Flight 
controls in the new, larger PiperJet Altaire 
cockpit will be yokes, replacing the side 
stick controls flown on the PiperJet Proof 
of Concept test article. The improved 
aircraft will also have crew seats that are 
easier to access and an ergodynamic 
interface between pilot and avionics.

Easy Transition
There is some good news for M-Class 
aficionados. Piper Aircraft Inc. is making 
transition from any new aircraft in its 
M-Class lineup to the new PiperJet Altaire 
attractive to company loyalists. Piper has 
created the Altaire Advance program to 
make it painless for customers to move 
up to the PiperJet Altaire from any new 
M-Class airplane. Under Altaire Advance, 
Piper will discount the purchase price of 
the Altaire or defer a portion of the deposit 
required, depending on the new airplane 
being purchased.

For new single-engine turboprop Meridian 
buyers, Piper offers $100,000 off the $2.5 
million base purchase price of the new 
PiperJet Altaire. Buyers of new single-
engine pressurized-piston Mirages get 
$50,000 off the price of a new Altaire, 
while buyers of unpressurized single-
piston Matrixes can defer $25,000 of the 
initial deposit of $75,000 on a PiperJet 
Altaire. 
 

Check it Out
The PiperJet Altaire is gorgeous, big and 
amazingly economical, just right for its 
time. Be sure to check out the mockup 
when it comes near you. The Piper factory, 
our dealers and their sales force are 
excited about the PiperJet Altaire. Please 
take some time to see what all the fuss is 
about. I think you, too, will be impressed.
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I answered the phone one evening to hear 
Jeff Schweitzer on the other end.  Never 
shy about asking for input, Jeff the Editor 
passed on a suggestion he heard from 
Jon Sisk that the magazine should include 
a regular column by a CFI to expand on 
discussions that were initiated on the 
MMOPA website but that could benefit 
from further treatment.  I was about to be 
volunteered, so I enlisted instead.  And so 
here we are with our first column. 

Multiple Ports
A recent thread in the Engine and 
Airframe Forum focused on the static 
systems found in the PA46.  Some of the 
comments were creative, leading many 
of us to believe that a review of the Pitot 
static system in our aircraft may prove 
helpful.

The original Pitot static system was 
implemented in line with the standard 
configurations of the day.  Two aft static 
ports, one on each side of the fuselage, 
join at the top of the fuselage and run 
forward to the flight deck.  Having a port 
on each side eliminates static system 

errors that are common in slips or in 
uncoordinated flight. The line then comes 
down on the left side and goes to a 
junction at a drain near the pilot’s left foot.  

The static line behind the panel is 
connected to the air data computer(s) 
or, in the case of non-glass systems, to 
the individual instruments/equipment to 
include the airspeed indicator, altimeter, 
vertical speed indicator, altitude encoder/
transponder, and the autopilot (KFC-
150).  The line runs down from behind 
the instruments to the alternate/primary 
switch.  

The alternate static line runs from the 
bottom of the aircraft, forward on the 
right side of the ship, and across to the 
alternate/primary switch.  A line from the 
switch runs back and down and tees with 
the line from the primary static pads at the 
static drain.  

Any moisture at the drain comes out the 
center of the drain valve so do not block the 
drain with your finger as you push.  Closely 
examine the drain after maintenance 
to make sure there is no interference 
with the operation.  And of course never 
drain the systems in pressurized flight as 
this will likely permanently damage the 
instruments/equipment connected to the 
static system.

Newer aircraft like the Meridian have a 
separate drain for the left and right Pitot 
line(s), the left and right static systems, 
and one for the alternate static system.  
That gives you two on the left and three on 
the right.   If you want to verify how many 
your aircraft has, check out your POH.

Under normal conditions, the only 
moisture that could get into the system 
would be condensation.  Seeing anything 
drip out of the static drain is highly unlikely 
unless you first got water in the system, 

and then rolled inverted in a descent.  
Any moisture in the regular static system 
has to make its way up to the top of the 
fuselage, and then forward.  The static 
reference can be blocked by moisture in 
the line after a heavy rain or washing, but 
the design is such that the water should 
drain out of the static ports without help, 
due to gravity (assuming they are not 
blocked).

One participant in the online discussion 
suggested tapping on (or around) the 
port until water stopped squirting out.  
The method sounds cheap, easy, and 
probably effective.  I am not a big fan of the 
suggestion to suck on the port.  (I never 
liked checking the stall warning on the 
Cessna either).  Sporty’s sells a $10 tester 
that looks like it might do the job.  Still, 
the thought of applying negative pressure 
on a sensitive instrument reference line 
causes me concern, and we already know 
you never blow into a port.

Static Covers
See below a picture I took during the 
Scottsdale convention in 2009.  The owner 
just had the airplane waxed.  Fortunately, 
a good preflight paid off.  If you are going 
to tape the ports, select your materials 
carefully.  Many adhesive tapes leaves a 
sticky residue that attracts dirt, which can 
easily find a way into the port.  You might 
put a quarter size piece of paper on the 
tape positioned so that the paper covers 
the holes and the tape holds the paper 
in place.  If you use tape, put the roll of 
tape over the throttle to remind yourself to 
check all the ports before flight.

Another consideration:  inspect ports 
visually rather than sliding your finger over 
the holes.  You will push any dirt/oil on the 
surface of the pad into the holes and this 
can build up over time.  If the pad or holes 
are dirty, wipe from the holes outward.

If the manufacturer thought you needed 
covers for the static system, they would 
have designed very expensive ones to 
sell you.  They could have also installed 
snaps in the vicinity of the pads.  They did 
neither.  You do not need covers for the 
static ports.  In the rare case the situation 
indicates you need to protect the static 

Online Offline:  Website Discussions 
Made Whole
Static Ports

Dave McVinnie
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pads, such as in a driving rain storm or 
when washing the airplane, painter’s tape 
is probably as good as any solution. 

The Pitot System  

The Pitot system is straightforward.  In 
most non-turbine aircraft, a single Pitot 
mast under the left wing feeds Pitot 
pressure to the air data computer(s) and 
the mechanical airspeed indicator(s).  The 
Pitot mast has a drain hole that allows 
moisture to drain out of the system before 
entering the cabin.  Newer PA46s have a 
separate drain for each Pitot line.  Small 
pointy things are excellent ice collectors.  
Those who cruise in the flight levels 
generally activate the Pitot heat as part of 
the takeoff clearance step and shut it off 
when clearing the runway.  The in-flight 
breakups that plagued the early aircraft 
could have probably been prevented by 
the proper use of Pitot heat.

The Pitot Cover
This online discussion started with static 
port covers, which are unnecessary, so 
we fittingly end with Pitot covers, which 
are.  Many of you may be surprised to 
learn that a good number of PA46 pilots 
do not use Pitot covers.  Perhaps this is 
due to a fear that they would forget to 
remove the cover, or that they would by 
accident burn up the cover with Pitot heat.  
Maybe the cover was lost in the last wind 
storm and they have not had time to get 
a new one.  No matter the cause, the fact 
remains that some owners do not cover 
their Pitot tubes.  

Covers are essential because Pitot 
tube obstructions can have disastrous 
consequences.  In June 2010, a Cessna 
pilot noticed an erratic airspeed indication 
during the takeoff roll.  He elected 
to continue, assuming the airspeed 
indication would settle down.  Neither he 
nor the airspeed did.  Now airborne, this 
giant distraction took center stage.  The 
pilot became concerned about stalling the 
aircraft and elected to make a power-on 
approach at a reduced flap setting with 
the intention of keeping power in until 
in the flare.  These decisions rendered 
the manufacture’s gear warning system 
useless.  He reviewed the emergency 
procedures but neglected to complete 
the before-landing checklist.  Yeah, this 
was a retractable and yeah he landed 
gear up.  And yes, there was a bug in 
the Pitot tube.  This, like most incidents, 
was the results of more than one event.  
The rental pilot before him did not put the 
Pitot cover on and the incident pilot did 
not abort the takeoff when he observed 

a faulty airspeed indication.  He got 
distracted and deviated from normal 
checklist procedures; now the insurance 
company is trying to decide if the aircraft 
is repairable or a total loss.

This type of accident is easily avoidable 
by following a few simple common sense 
practices.

Prevention: Use a Pitot cover.

Procedure: Abort the takeoff if you 
experience an abnormal indication (flight 
or engine).  In the PA46 you should see 
a specific airspeed by a specific point, 
for instance, 60-knots by the 1,000 foot 
markers.  If you do not see what you 
expect and you do not know why, abort 
and determine the cause. 

Training:  The pilot in the last vignette was 
concerned he would stall the airplane.  (I’ll 
give him a small break because he is also 
a helicopter pilot.)  When was the last time 
you simulated a “no airspeed” approach 
and landing?  A real airspeed failure is not 
the time to wish you knew the pitch and 
power settings for your different aircraft 
configurations.  Put that on your to-do list 
during your next training session.

Resource Management:  The pilot asked 
the tower for a specific runway and 
was denied.  He should have clearly 
apprised the tower of his situation.  That 
might have gotten him some additional 
attention and a possible alert about the 
gear.  Something to think about: the 
number of “pilot-controllers” has dropped 
significantly over the years and the new 
folks may need things explained to them.  
The pilot could have used his GPS for 
groundspeed and he could have enlisted 
the help of his two passengers for things 
like reading checklists.

Basic Training
We all learned about the Pitot static system 
early in basic training.  The system is easy 
to maintain and simple to understand.  
The system can also kill us if we are not 
prepared to deal with faults and failures.  
The first time something happens we 
might be surprised.  The second time an 
event occurs we are experienced.  Train 
for the unexpected so that the first-time 
“surprise” happens in the safety of a 
training environment and not in the heat 
of battle.

Problems with Pitot static systems are 
not confined to general aviation, nor 
are the tragic consequences of systems 
mismanagement.  On October, 2, 1996, 

Flight 603 (a Boeing 757) took off from 
Lima, Peru, on runway 15 at 12:42 
am for a flight to Santiago, Chile. Five 
minutes after take-off the crew reported 
problems with their instruments and 
stated they wanted to return to the airport.  
During the initial climb, the airspeed 
and altitude indications were too low. 
In calm winds, the windshear warning 
suddenly sounded. The aircraft climbed 
to FL130, before a return to Lima was 
initiated. While returning, the captain’s 
airspeed and altitude indications were 
too high, causing an over speed warning. 
At the same time, the co-pilot’s airspeed 
indications were too low, triggering the 
stick shaker. The aircraft kept descending, 
eventually impacting the water with the 
left wing and number one engine at a 10 
degree angle at a speed of 260 knots. 
The aircraft pulled up to about 200 feet 
and crashed inverted. The captain’s 
instruments indicated an airspeed of 
450 knots and an altitude of 9500 feet. 
Preliminary investigation results showed 
that the aircraft’s three static ports on 
the left side were obstructed by masking 
tape. The tape had been applied before 
washing and polishing the aircraft prior to 
the accident flight.  All 61 passengers and 
9 crew died.

The bottom line from this discussion is 
clear.  Understand and properly pre-flight 
your Pitot static system.  Train to fly with 
no airspeed indicator, or to ignore a false 
airspeed reading, should the system fail.  
As with much of general aviation, training 
is the essential element.



14 WINTER 2010

The 20th Anniversary of MMOPA was 
not the only celebration on Amelia 
Island.  New Yorkers Don and 
Robin Ferrario won our first-ever 
early registration contest.  Don flies 
Mirage N6099P, which he brought to 
the convention.

Each owner/pilot member who 
registered for the convention before September 30, 2010, was 
automatically entered into a random drawing.  The lucky winner this 
year was Don, who received a benefits package valued at over $2,500, 
including:

•	 FREE convention registration for two
•	 FREE hotel room at the Ritz-Carlton for four nights
•	 FREE limousine transportation to and from KFHB
•	 FREE convention shirts and caps (2 each) from the MMOPA Store

Register early next year for the convention at the Homestead Resort 
in Hot Springs, Virginia, and you too could be a winner.  You simply 
have to submit your registration prior to the 

The success of the meeting at 
Amelia Island set the bar high, so we 
have our work cut out for us to meet 
or exceed the new expectations of 
excellence now firmly established.  
The Homestead is just the place to 
get us to the next level.  The first 
guests to this elegant retreat were 
welcomed a decade before the 
American Revolution, and with that 
history the Homestead is justly known as America’s “most historic 
resort.”   But the property did not rest on fancy laurels, maintaining 
such high standards throughout the years that the resort in 2010 was 
ranked #12 out of the world’s finest 52 hotels in Travel and Leisure.  
Presidents and royalty are common guests today.

The resort boasts three championship golf courses, one of the 
world’s premier spas, a world-class shooting club, flying fishing with 
Orvis-endorsed instructors, 100 miles of hiking and biking trails, and 
a full package of equestrian activities.  With winter comes skiing, 
snowboarding, ice skating, snowmobiling and snow tubing.  Plan on 
attending the convention next year, and register early.

YOU TOO COULD BE A WINNER! 

Register early!

Contest dates to be announced.

Early Registration Drawing:  
We Have a Winner!

Jeff Schweitzer

Preconvention 
Tour
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MMOPA’s 20th 
Anniversary Convention

In a bold move away from tradition, 
coverage this year of the annual 
convention will not include a detailed 
description of events.    We gently 
sashayed in that direction for the past two 
years by offering only broad summaries 
of the most important meetings and 
presentations, eschewing our typical 
blow-by-blow account of every session.  
Nobody complained.  So we now take 
this a step further here by giving only a 
broad summary of convention highlights, 
allowing Dick Rochfort’s pictures to speak 
loader than words.  If you find yourself 
pining for more detail, please direct all 
comments to editor@isnotlisteningtoyou.
com.

Early Arrivals
Flight Watch told the story with an 
impressive cluster of arrows converging 
toward Fernandina Beach Municipal 
Airport from points across the country.  
We had about 90 airplanes lined up by 
opening day.  The impressive turnout, 
long line of parked airplanes and general 

air of excitement all smacked of “recovery” 
from a tough two years.  For early arrivals 
on Tuesday the weather was superb 
on site, but a cold front draped across 
the entire mid-section of the country 
wrecking havoc with the idea of direct 
flight.  Coming from Austin I was able to 
duck around the extreme southern end of 
the front with only minor inconvenience.   
As a testament to our pilots, airplanes 
and advanced avionics, everybody was 
able to skirt the weather.  Kudos to the 
staff at our host FBO McGill Aviation for 
their expert handling of this massive influx 
of airplanes; and a shout out to Larry 
Johnson for making his job look easy as 
he calmly satisfied all our airport needs.

Most of those arriving early did so to 
participate in the pre-convention tour, 
which included the Cumberland Island 
River Cruise and a visit to the historic 
district of Fernandina Beach.  Photos of 
this event are from yours truly.  Please 
protect Rochfort from the fact that my 
pictures are sharper, better framed, richer 
in color and generally more interesting 

MMOPA’s 20th 
Anniversary Convention
Jeff Schweitzer

than his convention photos.   I tried to tell 
him the lens was the pointy thing out front 
but he simply would not listen.

Start Your Engines
In a dramatic presentation that stood 
in stark contrast to historically staid 
opening remarks, President Jon Sisk 
offered a rousing and emotional audio/
visual tribute to the freedom of flight 
accompanied by his deeply and moving 
personal observations on seeing life from 
a vantage point on high.  The DVD was 
played again during closing ceremonies 
in response to popular demand.

The prestigious Hyman Lecture was 
presented by Dr. Key Dismukes on the 
topic of “Human Factors” impacting flight 
safety.  Dr. Dismukes is the Chief Scientist 
for Aerospace Human Factors at NASA 
Ames Research Center.  We finally have 
moved past the “don’t fly while tired” 
nonsense to get some real insights into 
how known limits of human performance 
can be effectively integrated into flight 
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training to improve pilot performance.  

Piper’s new president, Randy Groom, 
followed with an overview of new 
developments.  A surprise to most was his 
announcement that the PiperJet was being 
completely redesigned and renamed 
the PiperJet Altaire.  The new aircraft will 
not be based on the M-class airframe as 
before.  News about the jet is detailed in 
Piper Perspective.  Randy talked about 
the pains and promise of transitioning to 
Aviall for parts supply, global expansion in 
Asia and Europe, partnering with MMOPA 
to identify critical fleet-wide issues, efforts 
to improve customer service, the value of 
the Piper dealer network, and the overall 
condition of general aviation.

Academic Excellence
Attendees had the benefit of a superb 
series of excellent lectures.  If you did 
not have an opportunity to join us this 
year, ask anyone who did about their 
impressions.  The unanimous conclusion 
will be that the quality of our seminars 
exceeded anything we have ever had 
previously.  Icing on the cake would 
have been a lecture or two from John 
Mariani, but he was unfortunately not in 
attendance this year.  In past convention 
reviews I have openly noted weaknesses 
in our programming.  At Amelia Island 
I could see none.  We jumped to an 
entirely different level of excellence.  My 
only concern is that we have set the bar 
extraordinarily high for all future events.  

Andrew Knott informed the audience 
about the latest WAAS developments 
in a sweeping but practically-focused 
“everything important-you-need-to-know” 
presentation:  limitations, advantages, 
potential pitfalls, practical tips, anticipated 
future developments.    Manny Casiano 
gave his popular but sobering Safety 
Review in which he analyzed the most 
recent series of PA46 accidents.  No pilot 
flying any version of the PA46 should 
ever miss one of these sessions.  Brian 
Dunsirin lectured on how to maximize 
use of the iPad for aviation; Dick Rochfort 
spoke about the challenges of a glass 
panel.  We all enjoyed the well-attended 
breakout sessions specific to the aircraft 
we fly.

In a seminar that dovetailed nicely with 
the Hyman Lecture, Dr. Bill Rhodes 
presented the various factors that lead 
to pilot-induced accidents, and what 
characteristics we look for in safe pilots.  
What was refreshing for me in this lecture 
was the truly practical nature of the 
research being conducted through the 
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Airmanship Education Research Initiative.  
The focus is not on some theoretical 
description of personality types but 
specific behaviors common to those pilots 
generally recognized in the community to 
be safe; and how to extract lessons from 
that common knowledge.  Dr. Rhodes 
pointed out an interesting observation 
that after an accident most people 
interviewed are often “not surprised” that 
the pilot bought the farm.  Linemen often 
have a consensus around who is safe and 
who is not even if never discussed among 
themselves.  Why? Because we have an 
inherent but ill-defined idea of how safe 
pilots behave.  The idea behind the AERI 
research is to get a more quantitative 
handle on what we all seem to know 
intuitively.

But even these excellent and informative 
lectures were not the highlight of the 
convention.  That mantle was reserved for 
the awesome series of lectures on radar 
and NEXRAD.

Dueling Banjos
Of course in the cockpit in the heat 
of battle radar and NEXRAD are fully 
complimentary tools; but the nuances of 
how to use both to maximize their utility 
creates some fun tension between the 
two technologies.  The champions of 
each were two truly dynamic, entertaining 
speakers.  In the right corner stands radar 
heavyweight consultant to the military Erik 
Eliel; in the left we have Dr. David Strahle, 
undisputed champion of and father of 
transmitting weather to airborne aircraft.  
Gentlemen, let the fight begin!

Erik presented a six-hour lecture broken 
into three two-hour sessions.  Attendees, 
who had to pre-register and pay an 
additional fee (the course usually costs 
$500) were provided with practical 
materials for use at home and in the 
cockpit.  The audience was edge-of-seat 
riveted during the entire series.  Here 
was an active airline pilot flying weather 
routinely using radar like few others ever 
had, extracting an amazing, fascinating 
amount of real-time information about 
threatening weather and terrain.  He 
gave us the perfect blend of theory and 
practice, providing just enough technical 
background so we could understand why 
we should do what he recommended.  
This is by far the best radar course I have 
encountered.  I walked away with dozens 
of useful tips.

Dr. Strahle matched Erik blow for blow, 
providing an impassioned overview of 
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NEXRAD and the technology’s incredible 
benefits.  As a founder, early promoter, 
and active user of NEXRAD, nobody is 
better positioned to discuss the subject.  
Like Erik, David provided the perfect 
blend of theory and practice, giving us 
great insight into the technology without 
stressing out any audience members 
phobic of too much geek-talk.  He provided 
just enough theory to make sense of how 
best to extract maximum utility from those 
wonderful satellite downloads.  David also 
discussed the next generation of NEXRAD 
and how that will address some of the 
current limitations.

The academic program at Amelia Island 
was truly world-class.  I hope that even 
more MMOPA members attend next year 
at The Homestead to take advantage of 
the incredible and unique opportunity 
that these series of fascinating lectures 
represent.   The program was packed with 
useful, interesting, life-saving material, 
and I expect the same next year.  Nowhere 
else will you get better value for your time 
and money.

Concurrent Fun and 
Companion Flight
With our enthusiastic response last year 
to the companion training course, we 
had no choice but to repeat the training 
opportunity on Amelia Island.  Under the 
expert and gentle guidance of veteran 
CFIs Dave McVinnie, Ron Cox, Travis 
Holland and Dick Rochfort, companions 
were treated to a 2.5 hour classroom 
session, which focused mainly on how to 
use the autopilot.  That was followed by 
a two-hour session with the companion 
sitting right seat in his/her airplane 
practicing pattern flying and emergency 
landings.   The course was sold out 
soon after being announced, remaining 
one of the most popular activities in our 
program.  Companions also enjoyed daily 
breakfasts, a tour of St. Mary’s island with 
lunch, a cooking class (again with lunch), 
a dedicated ground training class and of 
course the pre-convention tour.  Between 
scheduled activities the beach and spa 
were popular attractions.

Airport Day
By popular demand, sometimes quite 
vocal, we brought back airport day.  
What was different from past years is 
that only Piper products were on static 
display.  Gone were the PC-12, TBM, 
Cirrus, Cessna and other aircraft.  As an 
experiment to mark our 20th anniversary, 
unlike all past conventions we did not 
invite any other aircraft manufacturers to 
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attend the meeting.  Personally I felt that 
airport day lacked some of the excitement 
from past years as a consequence of this 
one-shop display; but we will be seeking 
feedback from everyone to determine 
our policy as we move forward.  I could, 
as usual, be in the minority.  Although I 
noticed that Jeff Greenberg’s Mustang 
was a constant crowd magnet; as was 
Lou Meiner’s Phenom 100, even though 
those airplanes were not on static display.  
Chad Menne’s boot care demonstration 
was popular, as was Pratt’s review of an 
uncowled Meridian PT6A.  I did not see 
anybody being particularly shy about their 
portions of ribs, pulled pork and chicken 
at the barbeque.

The Ritz-Carlton
Rather than rehash what I wrote in the 
pre-convention issue about the resort 
and Amelia Island, I will claim only that 
everything I said was an understatement.   
The resort and the island were perfect 
hosts to our convention.  The weather, the 
beach, the island, the staff, the spa, the 
restaurants all exceeded my expectations.  
The only note of imperfection would 
be, in my opinion, that some of the 
convention food was not spectacular.  I 
am not speaking in code; the food was 
quite good; I just think we have had 
better at other resorts.  The comment 
does not apply to the restaurants on site 
though.  My wife Sally and I once again 
experienced the in-kitchen dinner at the 
Salt, this time with good friends joining 
us, and we were not disappointed in that 
sumptuous 10 course extravaganza.  

One big change from previous years is 
that we went to all cash bars.  While we 
duly warned our members of that fact in 
multiple pre-convention communications 
some were still taken by surprise.  The 
decision is born from the need to stem 
large losses at each annual gathering, 
and the $30,000 per-convention cost 
of this booze benefit was a good initial 
target.  As with airport day, that decision is 
always open to review, but my impression 
was that most people supported the idea 
of a cash bar.  One modification of the new 
policy might be to provide a few bottles 
of wine on each table on auction night.  
Apparently bidding hands seem more 
prone to be raised in the air as bottles 
contain ever less liquid.  Funds raised on 
auction support the MMOPA Training and 
Safety Foundation so we need to lighten 
as many wallets as possible.

Business Meeting
One would never know that just a few 
years ago these meetings were the focal 
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point for much heated discussion and 
debate.  The atmosphere this year was 
simply business-like, giving the Board 
an opportunity to review some nitty-
gritty about running the organization, 
and members a chance to query the 
leadership on any issues of concern.  No 
fireworks; a welcome development.

Closing Ceremonies
The final convention dinner ended with 
another Jon Sisk extravaganza; this 
time a moving tribute to all past MMOPA 
presidents, with a pithy summary of each 
president’s accomplishments followed by 
a brief speech from each of the former 
presidents in attendance.  All but a few 
were.  The evening’s special guest and 
honoree was Sy Weiner, MMOPA’s 
founding father.  Sisk presented Sy with 
this year’s President’s Award to a rousing 
ovation from an appreciative crowd. 

The Homestead
While the bar has been set extraordinarily 
high, we will strive next year to meet or 
exceed the quality of the convention on 
Amelia Island.  Certainly the venue is 
a good start.  When Sally and I lived in 
Washington, D.C. we would on occasion 
take our C182 for a quick jaunt to spend 
the weekend at The Homestead.  I am 
anxious to return.  Rather than listen to 
me blather on, I encourage you to visit 
their website and see for yourself what 
this spectacular property offers.  Yes, we 
will hear some complaints from the west 
coast folks that they have to travel far 
once again.  The trip is worth the effort in 
time and money.  And we’ll be going back 
west soon enough.  I hope to see all of 
your next year in Virginia.
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Note from the President

Jonathan Sisk

20th Anniversary Convention
Wow, what a convention! Feedback from 
those who attended has been over-the-
top positive and encouraging. I wish every 
MMOPA member could have been there. 
Editor Jeff Schweitzer has a photo wrap 
up in this issue, but I would like to add a 
few remarks of my own. 

I have a new appreciation for the 
tremendous effort required to pull off a 
successful national convention: academic 
programming and speakers; beautiful 
location; first-class accommodations 
and meeting facilities; delicious food; 
companion activities and entertainment; 
corporate sponsors and exhibitors; airport 
logistics and ground transportation. 
On behalf of the membership, I want to 
express our thanks to our convention 
coordinator, Bill Alberts, and the entire 
Board of Directors for nearly a year of 
planning and a job well done.

Presentations Now Online
As MMOPA continues to improve online 
member resources, you will notice more 
and more of the convention experience 
is available for those who were not able 
to attend. Visit the Resources section on 
the web and you will find the complete 
2010 Hyman Keynote Presentation by Dr. 
Key Dismukes, Chief Scientist for Human 

Factors, NASA Ames Research Center. 
His entire 34-page presentation, “Why Do 
Good Pilots Make Errors That Sometimes 
Lead to Accidents?” has been generously 
donated for our members to download, 
view and share. While not quite the 
same as being there, this is an incredibly 
valuable analysis and presentation.

Dr. Key Dismukes, 2010 Hyman Keynote 
Presenter

Likewise, MMOPA member and director 
Manny Casiano’s 2010 Safety Review 
provides a sobering analysis of recent PA46 
accidents, each thoroughly researched 
and documented. Manny’s statistics 
substantiate that as a pilot community we 
have a long way to go before the PA46 
safety record is comparable to other 
aircraft. For safety sake, if you missed the 
convention, please go online and avail 
yourself of these excellent resources to 
make yourself a safer pilot.

President’s Award
Each year the convention program 
includes recognition by the MMOPA 
President of an individual for their 
extraordinary contribution to the 
Association. Previous President’s Award 
recipients include David Coats, John 
Mariani, Kevin Mead, John Foster, Mona 
Rathmel, and Bob Kromer. This year’s 
Award was given to Dr. Sy Weiner, the 
founder and first President of MMOPA, for 
his vision and leadership. 

2010 MMOPA President’s Award 
presented to MMOPA Founder, Dr. Sy 
Weiner.

The presentation to Sy was preceded 
by a historic narrative of the early days 
of MMOPA during which the PA46 was 
rescued from FAA grounding and NTSB 
scrutiny, and restored to the market 
with a clean bill of health and revived 
reputation. If you are not familiar with this 
history, the presentation is also available 
on the mmopa.com Resources page 
to download and view. The download 
outlines the issues and accomplishments 
through the terms of each successive 
MMOPA president and recognizes their 
contributions to the Association over the 
years.

President’s Award Recipient Dr. Sy 
Weiner (bottom, center) surrounded by 
other MMOPA Presidents: Jim Yankaskas, 
Bill Alberts, Jon Sisk, David Coats, 
Mark Swatek and Richard Perschau. 
(Recognized, but not pictured are Richard 
Bynum and Doug Leet.)

2011 Convention Preview
Saturday evening’s program concluded 
with a preview of the next MMOPA Fly-
In Convention, September 14-17, 2011, 
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Jon is an entrepreneur, the CEO of Audio 
Authority Corp in Lexington, Kentucky, an 
electronics manufacturing company that he 
founded in 1976. Audio Authority designs and 
manufactures a variety of electronic devices 
for the home entertainment trade, audio-
video intercom products for drive-up banking 
and pharmacies, and consumer HDTV signal 
routing systems. Jon began flying in 1979 to 
visit customers all over the US. He has owned a 
single-engine Commander, Piper Turbo Saratoga, 
Cessna 335 twin, and a Piper Malibu Mirage 
since 1998. “The Malibu design represents 
the perfect balance of speed, size, comfort, 
and economy. That it is still contemporary 
and relevant in today’s market is a tribute to 
Piper and the original PA46 design team. They 
really got it right!  From 2001-2009, Jon also 
was the owner of Enhanced Flight Group, an 
aviation modification business specializing in 
performance STCs and upgrades for the PA46 
Malibu series aircraft.  For fun, Jon and his 
wife Diana (a Piper Dakota pilot) enjoy flying 
to Deerfield Resort (TN44) in Tennessee with 
their 3 parrots (surrogate grandkids) to enjoy 
the mountains, boating on Norris Lake, and the 
aviation community there. They are expecting 
their first grandchild in September!  Jon can be 
reached at jsisk@mmopa.com or 859-351-5429.

at The Homestead resort in Hot Springs, 
VA. I have posted the two-minute video 
online along with the convention opening 
video and some photos from Airport 
Day. Please take a look at: http://gallery.
me.com/jsisk54 and mark your calendar 
now to attend next year’s convention.

Significant Piper 
Announcements
The convention got kicked off with a 
beautiful outdoor reception hosted by 
Piper Aircraft and the company’s network 
of USA dealers. The center of attention 
was a full-scale fuselage mock up of the 
revised PiperJet, re-designated as the 
Altaire, with a finalized cockpit and cabin 
design. This was the same mobile display 
that first introduced the aircraft the week 
before at the NBAA Convention. From 
what I could see, many MMOPA members 
and companions enjoyed “trying it on for 
size.”

In addition to the new jet, for MMOPA 
members the most important 
announcement was that Piper wants 
expanded input to the RACE (Reliable 
Aircraft & Customer Experience) 
initiative by partnering with MMOPA.  
Our organization will help collect and 
provide customer feedback on the PA46 
aircraft beyond the two-year warranty. 
Piper realizes that when the warranty 
period expires the company has no good 
means for tracking long-term reliability 
issues; consequently Piper tends to 
lose track of what is happening with the 
ownership experience. The information 
developed through RACE will be used to 
discover, prioritize and address needed 
design changes as part of a continuing 
improvement program. I will be working 
with Randy Groom and Vinnie Zarrella 
to develop a mechanism for collecting 
this information and condensing the data 
into a manageable form so the data can 
be injected into their process. We will 
also devise a system for reporting back 
on the actions taken and progress made 
on the issues we identify. While this is no 
promise of instant resolution of problems, 
the effort represents a level of cooperation 
between the factory and our membership 
that has never existed before, and one on 
which we can build.

I should also say that Vinnie Zarrella’s 
presentation on RACE provided our 
members at the convention with a detailed 
accounting of the process and specific 
design changes that have taken place 
so far, as well as those still in queue for 
engineering attention.  Vinnie’s session 
was the most transparent insight into the 

factory’s process to address PA46 owner 
concerns that I have witnessed in my 12 
years of MMOPA membership.

Thank You, Convention 
Sponsors
In my opening remarks, I expressed 
the Association’s gratitude to those 
vendors who stepped up to sponsor the 
convention. Everyone should understand 
that convention sponsorship is financial 
support over and above simply buying 
booth space on the exhibit floor. 
Without the financial underwriting of our 
sponsors, the convention would simply 
by prohibitively expensive. We work hard 
to provide our sponsors and exhibitors 
good value for their investments; after all, 
where else might they find such a well-
targeted, affluent, and qualified group of 
prospects for upscale aviation products 
and services? Any time you have the 
opportunity, please thank our sponsors 
for their support.

Our Exclusive Gold Sponsor was Piper 
Aircraft and its network of dealers. Silver 
Sponsors were Aspen Avionics, JetPROP, 
and SimCom Training Centers. Bronze 
Sponsors were Aviation Tax Consultants, 
Avidyne, Chartis Aerospace Insurance, 
Falcon Insurance of CA, Honeywell Bendix/
King, Malibu Aerospace, 
Pratt & Whitney Canada, 
Professional Insurance 
Mgmt, and The Trend 
Group.

Annual 
Membership 
Meeting
Each Fly-In Convention 
also includes the Annual 
Meeting of the MMOPA 
Membership. Besides 
reports on the As-
sociation’s business and 
activities, we scheduled 
an additional half hour 
this year for discussion. 
The various reports 
were dutifully heard by 
about 100 members in 
attendance and then 
accepted unanimously 
as a group. Discussion 
included a lively debate 
on whether the bar tab 
for convention attendees 
should be included in the 
registration fee, or a cash 
bar as was done this year. 
In the end, a non-binding 
vote was taken by show 

of hands, which indicated about 95% of 
those in the meeting favored the cash 
bar system. My thanks to all those who 
participated in the meeting.
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MMOPA News

Richard Rochfort

PiperJet Altaire Revealed
Atlanta, Ga., October 19, 2010: The 
single-pilot PiperJet Altaire was unveiled 
at NBAA today. The high-performance 
single-engine very light business jet is 
getting a much larger round fuselage 
design that gives customers an even 
more spacious cabin to complement 
already efficient acquisition and 
operating costs. Its larger redesigned 
round fuselage is mounted on top of an 
expanded-chord wing, with a shorter 
vertical empennage located slightly aft 
atop an elongated engine nacelle.  The 
round fuselage and new wing provide all 
the performance and cabin improvements 
of a clean sheet aircraft coupled with the 
proven reliability of Piper’s manufacturing 
techniques honed over the decades 
with the company’s lineup of reliable 
airplanes, including M-class aircraft – the 
Meridian, Malibu and Matrix.  Price point 
for the PiperJet Altaire is $2.5 million, with 
a typically equipped aircraft priced at 
$2.6 million. The PiperJet Altaire costs an 
average of 25 percent less to operate per 
hour than comparable production very 
light jets. 

In addition to cleaner and sleeker 
styling, the optimized configuration gives 
customers a cabin that is nine inches taller 
and four inches wider than the previous 
design. The new cross section also offers 
a wider than standard sunken aisle for 
ease of movement inside the cabin. 
Additionally, the PiperJet Altaire will have 
a three-foot-wide cabin door for ease of 
passenger entry and exit while providing 

great cargo flexibility.  Maximum range 
is targeted at 1,300 nautical miles with a 
maximum cruise speed planned at 360 
knots. The airplane is planned to fly 1,200 
nautical miles with a full fuel payload of 
800 pounds.  The airplane is equipped 
with an integrated flight deck. It features 
Garmin G3000 avionics complete with 
the first touch screen-controlled glass 
panel designed for light turbine aircraft, 
three displays, two touch screens and a 
GFC 700 automatic flight control system 
in addition to the Trilogy ESI-2000 (see 
below).  Flight controls in the new, larger 
PiperJet Altaire cockpit will be yokes, 
replacing the side stick controls flown on 
the PiperJet proof of concept test article. 
The improved aircraft will also have crew 
seats that are easier to access and an 
ergodynamic interface between pilot and 
avionics. 

L-3 Avionics Systems’ 
Trilogy™ ESI-2000
The Trilogy ESI-2000 is an advanced 
solid-state standby instrument designed 
to bring the safety and precision of an all-
glass cockpit configuration to a variety of 
aircraft. By displaying attitude, altitude, 
airspeed and optional heading data in a 
layout that matches most primary flight 
displays, the Trilogy ESI eliminates the 
disorienting effect of transitioning from 
digital to analog flight instruments during 

an emergency. This helps pilots quickly 
regain aircraft control if the primary 
displays malfunction. Single-screen 
backup flight information also saves 
weight and panel space by replacing up 
to three standby instruments.

“Safety and situational awareness 
are paramount in speedy, single-pilot 
operated turbine aircraft, and a Trilogy 
ESI in the cockpit enhances both,” said 
Larry Riddle, vice president of business 
development for L-3 Avionics Systems. 
“Trilogy provides a clear and constant 
source of backup data that acts as a 
safeguard for the electrical system and 
air data computer. Should either system 
become disabled, the ESI provides the 
information the pilot needs to make a safe 
landing.”

Piper Names Drew McEwen 
as Director of Sales
Vero Beach, Fla., Aug. 24, 2010: Piper 
Aircraft, Inc., has named aircraft sales 
executive Drew McEwen as Director of 
Sales, Americas. McEwen joins Piper after 
a 28-year career at Hawker Beechcraft 
Corp. and leads Piper’s Regional Office 
in Vero Beach, working with dealers and 
agents throughout the Americas.  “Drew’s 
mission is to maximize long-term Piper 
sales and help dealers and the dealer 
network achieve success,” said Randy 
Groom. McEwen is the highest single 
sales producer in Beechcraft history, 
selling more than $1 billion in aircraft. 
He held a number of senior and diverse 
sales and marketing positions during 
his years with that company. Among 
his roles were vice president of sales 
for Hawker Beechcraft Services, vice 
president of Executive Beechcraft Sales, 
vice president of Product Support, vice 
president of Aircraft Charter/Management, 
vice president of Aftermarket Sales/
Marketing, and vice president of Sales 
and Marketing for Beechcraft’s fractional 
aircraft ownership company.  McEwen is 
a pilot with 1,900 flight hours along with 
twin and instrument ratings. He earned a 
bachelor’s in communication from Arizona 
State University. He has studied sales and 
marketing strategies, professional selling 
skills, and concepts of management at 
the Darden School of Business at the 
University of Virginia. 
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Piper Names Sales Director 
for Europe, Middle East and 
Africa
Vero Beach, Fla., Oct. 5, 2010: Piper 
Aircraft Inc. has named experienced 
international sales executive Enrico Evers 
as director of Sales for Europe, Middle 
East and Africa. He will work with Piper 
dealers and agents throughout those 
regions of the world from his office at 
Lelystad Airport, near Amsterdam in the 
Netherlands.  Evers has more than 20 
years of aviation experience and has 
been involved in aircraft sales activity 
involving a number of aircraft models, 
including Lancair, Beechcraft and Cessna 
in addition to a period working for Piper 
Germany. He has also been responsible 
for fleet operations involving Falcon Jets. 
In addition, he writes for Piloot & Vliegtuig, 
a large aviation magazine distributed 
in the Netherlands and Belgium.  Evers 
holds a FAA PPL Single and Multi Engine 
Land, IFR and a European JAR/FCL SEP 
including CRI (Class Rating Instructor) 
and TMG (Touring Motor Glider). Evers 
studied commercial economics at Hanse 
College in the Netherlands.

Piper Launches PiperMatch 
to Reduce Aircraft 
Ownership Costs
Oshkosh, Wis., July 26, 2010:  Piper 
Aircraft’s new trail blazing PiperMatch™ 
program makes aircraft ownership 
more affordable for pilots who aspire 
to own their own airplane.  PiperMatch 
connects aviators interested in combining 
their buying power to own a new Piper 
aircraft at a reduced cost by taking on 
a partner. Under the program, trained 
PiperMatch specialists work to link 
aviators with carefully matched co-owner 
candidates, Piper enthusiasts who share 
location, financial wherewithal, and 
have compatible profiles. The innovative 
partner matching service is provided 
free of charge by Piper dealers who can 
help consumers discover which Piper 
airplane model makes the most sense 
for their intended missions and budgets. 
PiperMatch specialists then compile a list 
of potential co-owners who meet specific 
criteria.  The PiperMatch database is 
comprised of thousands of aviators who 
have already embraced the concept of 
reducing the cost of ownership through 

co-ownership. Aviators working through 
local dealers to access PiperMatch 
also have access to a suite of services 
from a specially structured team of 
professionals.  These experts help form 
legal structures for co-ownership and 
assist with tax, finance and insurance 
matters. The tax, legal, finance and 
insurance expertise is provided by 
the collaborative efforts of PiperMatch 
Ownership Services and the AOPA 
Insurance Agency.    

Piper Offers Forward Vision 
® EVS-100 AND EVS-600 ®
Lakeland, Fla., Sun ’n Fun, April 13, 
2010:  Piper Aircraft today announced that 
it has selected Forward Vision Systems’ 
EVS-100 and EVS-600 Enhanced Vision 
Systems (EVS) for installation on the 
Malibu, Matrix and Mirage models. In 
addition Piper and Forward Vision will 
be teaming up to offer STC-approved 
systems for Malibu, Matrix and Mirage 
aircraft in service worldwide.  Piper will 
also offer an optional system on new Piper 
Meridians, as well as an STC-approved 
system for Meridians already in service, 
once an EVS is certified to address the 
Meridian’s higher performance envelope 
(maximum approved altitude of 30,000 
feet in particular).

“Piper supports EVS technology as a 
substantial improvement in the safety of 
flight and situational awareness.  Forward 
Vision’s EVS virtually turns darkness 
into daylight, giving pilots a real-time, 
real-world view of what’s in front of the 
airplane, both on the ground and in the 
air,” said a Piper representative.  In flight, 
pilots can use EVS to avoid clouds, fly 
between layers, and note detailed ground 
features out of the night landscape. EVS 

offers daytime safety advantages as well, 
allowing a clearer view to the pilot in 
reduced visibility such as smoke, haze or 
even thin fog.  The Forward Vision EVS 100 
provides pilots with an infrared 40-degree 
by 30-degree field of view, while  the EVS 
600 adds to that the ability to distinguish 
visible light fused to the infrared image 
and presenting both on the display.

Piper Aircraft Deploys New 
Generation Hartzell
Oshkosh, Wis., EAA AirVenture, July 27, 
2009: Piper Aircraft will now use the latest 
addition to Hartzell Propeller’s Top Prop™ 
line up, an advanced second generation 
composite propeller, on the Mirage and 
Matrix. The three-blade propellers offer 
significant weight savings through a 
combination of carbon fiber and Kevlar® 
blades, and its new lightweight aluminum 
hub. This combination saves nearly 11 
pounds on the nose versus Hartzell’s first-
generation advanced composite propeller 
currently standard on these aircraft. Given 
the location of the propeller, the weight 
reduction allows a few more gallons of fuel 
to be carried in the extreme-forward CG 
case, which increases range.  Moreover, 
measured cruise performance was on-
average nearly two knots faster than 
published POH speeds.  Flight testing also 
showed the use of the propeller reduced 
cylinder head temperatures (CHT) and oil 
temperatures significantly. Additionally, 
this is Hartzell’s first certification for the 
ASC-II approved for flight into known 
icing (FIKI) with its electrothermal de-ice 
system installed.

New Garmin Technology 
Brings a Sixth Sense to the 
Cockpit
Olathe, KS, July 21, 2010/Business 
Wire: Garmin International Inc., 
announced today that it is developing 
a new stability augmentation system 
called Garmin’s Electronic Stability and 
Protection (Garmin ESP) system. This 
electronic monitoring and exceedance-
correcting technology for G1000 and 
G3000 integrated flight decks works to 
assist the pilot in maintaining the aircraft 
in a safe, flight stable condition, helping 
in certain situations to prevent the onset 
of stalls and spins, steep spirals or other 
loss-of-control conditions should the 
pilot become distracted, disoriented or 
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incapacitated during flight. “Until today, 
this type of stability augmentation system 
has only been available on fly-by-wire 
aircraft that cost millions of dollars,” said 
Gary Kelley, Garmin’s vice president of 
marketing. “We’re thrilled to be the first 
to make this safety enhancing technology 
available to business and general aviation 
pilots.” 
 
Garmin ESP functions independently 
of the autopilot, and operates “in the 
background” whenever the pilot is hand-
flying the aircraft. Garmin ESP gently 
nudges the controls back towards stable 
flight whenever pitch, roll or high-speed 
deviations exceed the recommended 
limits. Garmin ESP will then disengage 
when the aircraft returns to its normal 
flight. High and low airspeed protection 
will also be available with Garmin ESP 
while pilots are hand-flying the aircraft.  
If a Garmin ESP-equipped aircraft 
approaches the aircraft’s speed limits (VMO 
or VNE), Garmin ESP engages and applies 
force to the control yoke to increase the 
aircraft’s pitch attitude and prevent a 
further increase in airspeed. Garmin ESP 
also has built in parameters to prevent the 
aircraft from exceeding G-limit load factors 
upon pullout. In high performance aircraft 
with angle of attack/lift sensors, Garmin 
ESP offers low airspeed or stall protection 
that reduces the probability of stalling the 
aircraft by providing a gentle pitch-down 
control force through the control yoke 
when the aircraft’s wing approaches its 
critical angle of attack. 
 
Garmin ESP will be offered as an 
option on select G1000® and G3000™-
equipped aircraft. The implementation 
and functionality of Garmin ESP will 
be determined by individual aircraft 
manufacturers. The retrofit G1000-
equipped King Air 200 will be the first 
aircraft to receive Garmin ESP later this 
year and it will be available at an expected 
list price of $17,995. 

Technical Bulletin Issued 
on Parasitic Drain
August 3, 2010:  Concorde Battery 
recently issued Technical Bulletin No. 10 
“Parasitic Drain” in response to questions 
throughout the aviation community about 
the effect of parasitic drain on battery 
state of charge. A parasitic drain is an 
electrical load that takes power from the 
battery even when the Master Switch or 
Battery Switch is Off. Examples of loads 
that cause parasitic drain include clocks, 
lights, relays, current sensors and power 
monitoring circuits. If an aircraft is inactive 
for a length of time, depending on the 

magnitude of the load, the battery may 
be depleted within weeks or even days.  
 
Skip Koss, Vice President of Marketing 
says, “When an aircraft is not in service, 
a parasitic drain will deplete the battery’s 
state of charge unless the drain is 
disconnected.” Mr. Koss explains, “I 
am concerned about the increasing 
number of aircraft affected by parasitic 
drain which can diminish emergency 
capacity reserves and compromise 
the safety of pilots and passengers.”  
 
Parasitic loads are present in most 
modern day aircraft. They are generally 
low in amperage but because they 
are continuously present, if an aircraft 
is inactive for an extended period of 
time, they can deplete the battery’s 
capacity and cause the plates to sulfate. 
Sulfated plates make the battery harder 
to recharge and over time can lead to a 
battery that is no longer airworthy and 
ultimately, premature failure. One of the 
inherent dangers is that a battery without 
enough emergency power reserve can 
often still start the engine(s). A battery that 
is no longer airworthy can also cause an 
AOG event with unexpected expenditures 
for obtaining an urgent replacement, 
freight, installation and possibly costs 
for transportation back and forth to a 
hotel for overnight accommodations.  
 
To preserve the life of your battery, 
Concorde recommends measuring 
the parasitic drain which can be easily 
accomplished using a standard digital 
multimeter (DMM) equipped with both 
10 Amp and milliampere jacks for test 
leads. Details for this procedure and a 
formula to calculate the depletion rate 
can be found in Technical Bulletin No. 
10 “Parasitic Drain” on the Literature, 
Manuals and Technical page of our 
website: http://concordebattery.com/
main_air_tech.php. In some aircraft, 
modifications can be made to reduce or 
eliminate the parasitic drain; however, 
the airframe manufacturer should be 
contacted for information on this subject.  

FAA News
New Runway Crossing Procedure
Notice Number NOTC2372: Beginning 
June 30, 2010, controllers will be required 
to issue explicit instructions to cross or 
hold short of each runway that intersects 
a taxi route. “Taxi to” will no longer be 
used when issuing taxi instructions to an 
assigned take-off runway. Instructions to 
cross a runway will be issued one at a time. 
Instructions to cross multiple runways will 
not be issued. An aircraft or vehicle must 

have crossed the previous runway before 
another runway crossing is issued. This 
applies to any runway, including inactive 
or closed runways. Changes will also be 
made to the Aeronautical Information 
Manual (AIM) and AIP to reflect the new 
procedures. Never cross a hold line 
without explicit ATC instructions. If in 
doubt ASK! Reminder: You may not enter 
a runway unless you have been: instruct-
ed to cross that specific runway; cleared 
to take off from that runway; or instructed 
to position and hold on that specific 
runway.

“Position and Hold” Is History!
Notice Number NOTC2485: “Line up and 
wait” in preparation for takeoff.  You do it 
at the movie theater, the supermarket, as 
well as your favorite coffee shop on the 
way to work: You line up and wait. And, 
after September 30, 2010, you will be 
asked to do it at your local towered airport. 
Designed to help simplify and standardize 
air traffic control (ATC) phraseology, as 
well as to comply with International Civil 
Aviation Organization (ICAO) standards, 
U.S. controllers will use the term “line 
up and wait” in place of “position and 
hold” when instructing a pilot to taxi onto 
a departure runway and wait for takeoff 
clearance. 

Why “line up and wait?” The phrase has 
actually been in use by a majority of 
ICAO contracting states for many years. 
It has proven useful with many non-native 
English speakers who can sometimes 
confuse “position and hold” with similar-
sounding phrases like “position and roll,” 
“position at hold,” or “hold position.” 
Misinterpretation of this instruction can 
have serious consequences. Using “line 
up and wait” helps avoid ambiguity and 
keeps the global aviation community 
accountable to the same standard. 

Re-Registration and Renewal: 
What You Need to Know

The FAA has issued the Final Rule 
regarding the Re-registration and Renewal 
of Aircraft Registration, (“Final Rule”).  The 
Final Rule detailing the new regulation 
was published in the Federal Register on 
July 20, 2010 and becomes effective on 
October 1, 2010.  

Editor’s Note:  I received my notification 
by mail, went online, and re-registered.  
The entire process took a few minutes.  I 
received my new certificate of registration 
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card, now displayed in the back of my 
airplane, in about one week.

The goal of the new regulation is to 
provide the FAA with accurate up-to-
date registration information.  The Final 
Rule requires all current U.S. registered 
aircraft to re-register and receive a new 
certificate of registration that will include 
an expiration date and only be valid for a 
period of three years. 

•	 All current U.S. registered aircraft or 
those registered prior to October 1, 
2010 have been assigned a date on 
which their certificates of registration 
will expire.  The expiration date is based 
on the month in which the aircraft was 
registered to the current owner.  All 
aircraft owners must re-register their 
aircraft pursuant to the schedule set 
forth in the Final Rule.  The schedule 
provides for the re-registration of all 
U.S. registered aircraft over a period of 
three years.

•	 All certificates issued by the FAA after 
October 1, 2010 including those issued 
for re-registered aircraft will state an 
expiration date and will be valid for a 
period of three years.

•	 All aircraft registrations issued after 
October 1, 2010 must be renewed 
prior to the expiration date stated 
on the certificate of registration.  No 
registration will be valid for longer than 
3 years.

The schedule set forth in the Final Rule 
assigns an expiration date to all certificates 
issued prior to October 1, 2010 and the 
time frame for re-registration is based on 
the month the current owner’s certificate 
of registration was issued.

The time frames (also known as filing 
windows) during which the owner has 
to complete re-registration are critical.  
Each aircraft owner must re-register 
during the filing window detailed in the 
Final Rule to avoid having the current 
certificate expire prior to the issuance of 
the new certificate.
•	 The FAA will make a good faith effort to 

complete the processing and issue the 
new certificate prior to the expiration of 
the old certificate.  However, the FAA is 
not under any obligation to complete 
the process before the expiration date.

•	 The Final Rule does not require the 
FAA to issue an extension of time in the 
event the FAA is unable to process the 
re-registration application in a timely 
manner.

•	 If the aircraft owner misses the filing 
window they can and should still apply 
for re-registration.  Applications to re-
register filed after the filing window 
closes will be processed by the FAA, 
but the FAA is under no obligation to 
process the re-registration before the 
expiration date.  

Notices will be sent by mail from the FAA 
direct to aircraft owners at 3 intervals prior 
to and after the expiration of the current 
certificate.   

•	 Owners should make certain they 
notify the FAA of address changes 
immediately to ensure that all FAA 
notices are sent to the correct location.

•	 The first notice will be sent to the 
owner approximately 180 days prior 
to the expiration date of the current 
certificate.  The notice will include 
basic instructions and outline the 
expiration date and filing window for 
re-registration.  The first notice will also 
provide the pass code for online re-
registration.

•	 The second notice will be sent to 
aircraft owners that failed to file the 
application for re-registration during 
the filing window.  The second notice 
will be mailed approximately 60 days 
before the expiration date of the current 
registration.  Aircraft owners that did 
not file during the filing window will not 
be able to file the application for re-
registration online and must submit the 
8050-1A paper form to the FAA.  These 

owners run the risk of having their 
current certificate expire before the 
FAA has processed the re-registration 
and will have to ground the aircraft if 
this occurs.

•	 The final notice will be sent to owners 
after the expiration date of the current 
certificate.  This notice will let aircraft 
owners know the aircraft must be 
grounded and provide instructions 
to apply for reinstatement.  It will also 
advise owners of the ability to reserve 
the U.S. registration number in their 
name prior to the cancellation of the 
aircraft registration.

Owners will have the option of re-
registering online or by completing a 
paper application form and filing the form 
with the FAA Aircraft Registration Branch. 
Online re-registration will be allowed for 
aircraft owners that do not need to make 
any changes to the current registration 
information.  If the owner must update 
the address information they cannot use 
the online procedure and must file the 
appropriate paper form.

•	 Online applications will be completed 
on the FAA website using a unique pass 
code provided by the FAA in notices 
described above.  The pass code 
will not be made a part of the aircraft 
record and available to the public.  The 
pass code will not be issued more than 
once.

•	 Online applications can be made as 
soon as the owner receives the first 
notice and during the filing window 
indicated in the Final Rule.  The pass 
code will not be valid after the filing 
window closes.
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•	 There will be no “pink copy” of the 
8050-1A or 8050-1B.  Aircraft owners 
must continue to operate their aircraft 
using the current valid certificate and 
will not have a temporary authorization 
to operate the aircraft if the current 
certificate expires before the re-
registration is complete.

•	 The FAA will continue to require the use 
of the Application for Registration AC 
Form 8050-1 when an aircraft is bought 
or sold and the 8050-1 will not be 
accepted for re-registration or renewal.

•	 Expired certificates of registration do 
not need to be returned to the FAA 
and should be destroyed by the owner.  
However, if the certificate is valid and 
ownership of the aircraft has been 
transferred, the back of the certificate 
should be completed to show the 
purchaser name and address and 
the form must be returned to the FAA 
Aircraft Registration Branch.

The Final Rule does not outline renewal 
procedures as in depth as re-registration 
but the principles will be the same.  

•	 Renewal will only apply for aircraft 
certificates of registration issued after 
October 1, 2010 that state an expiration 
date.  Once these certificates near their 
expiration date, the owner will need to 
renew.  

•	 The FAA will follow procedures for 
renewals that are similar to those for 
re-registration.  However no schedule 
has been set forth in the Final Rule so 
owners should renew at least 60 days 
prior to the expiration date to avoid 
having their certificate expire before a 
new certificate is issued.

•	 The Application for Registration 
Renewal AC Form 8050-1B will be 
the only form accepted for renewing 
aircraft registrations that are due for 
expiration.  AC Form 8050-1B can 
be located at http://registry.faa.gov/
renewregistration. 

•	 Online renewal of registration will be 
allowed for aircraft owners that do 
not need to make any changes to the 
current registration information.  If 
the owner must update the address 
information they cannot use the online 
procedure and must file the appropriate 
paper form.

•	 Notices will be sent by the FAA to 
owners, although these noticed are 
not outlined in the Final Rule they 

should be similar to those issued for 
re-registration.

Failure by aircraft owners to comply with 
Re-registration and Renewal of Aircraft 
Registration will result in cancellation of 
the aircraft registration and loss of the 
U.S. registration number.

•	 The FAA has indicated that the 
cancellation of the registration 
and US registration number will 
occur approximately 90 days after 
the expiration date.  However, the 
cancellation is not automatically 
completed in the FAA database.  
An FAA Examiner must initiate the 
cancellation of an aircraft registration 
so the actual cancellation date could 
be more than 90 days after expiration. 

•	 An owner cannot operate an aircraft 
with a cancelled or expired registration.  
The aircraft must be grounded until the 
registration is reinstated.

•	 If the aircraft is financed or leased, the 
owner could be in default under the 
terms and conditions of the financing 
or lease agreements.

•	 Cancelled aircraft registration could 
impact insurance coverage for the 
owner/operator /lender.

•	 After cancellation of the registration 
has occurred, the owner will lose the 
U.S. registration number and this will 
cause significant costs and delays to 
reinstate the aircraft registration and 
obtain a new U. S. registration number.

•	 U.S. registration numbers that have 
been cancelled will be unavailable for 
assignment for a period of five years.

Re-registration and Renewal applies to 
current registered owners, dealers and 
aircraft that are in “Sale Reported” and 
“Registration Pending” status with the 
FAA Aircraft Registration Branch.  

•	 Dealer’s certificates are only valid for 
a 1 year period so aircraft that are 
registered under a dealer’s certificate 
must be re-registered/renewed every 
year or the aircraft registration will be 
cancelled.

•	 “Sale Reported” status of an aircraft 
indicates that the FAA received a bill of 
sale or notice that the aircraft has been 
sold but the documentation needed 
to register the aircraft in the name of 
a new owner has not been submitted.  
Aircraft registrations in “Sale Reported” 

status will be cancelled after 180 days.

•	 “Registration Pending” status of an 
aircraft indicates the FAA requires 
additional documentation or 
information before the aircraft can 
be registered in the name of the 
new owner.  Aircraft registrations in 
“Registration Pending” status will be 
cancelled after 1 year.

There are many issues that could arise as 
the FAA implements the Final Rule. The 
FAA’s position as it relates to the Final 
Rule is subject to change at any time as 
the rule is interpreted and implemented 
by the FAA.  

Customs and Border 
Protection News

eAPIS Update
CPB has listened to your feedback. 
Enhancements have been implemented 
in eAPIS based on your suggestions. The 
two new features are:

•	 eAPIS will save up to five recently 
submitted manifests for a period of 30 
days. 

•	 Users will be able to save up to ten 
manifests indefinitely. 

These new functions will allow you to use 
previous submissions as templates for 
new manifests. You will now be able to 
easily:

•	 submit the return leg of a trip (round-
trip); 

•	 submit future trips with the same 
travelers and/or to and from the same 
locations; and, 

•	 make certain changes to previously 
submitted manifests. 

You will now be able to view and submit 
from recently submitted manifests by 
clicking on “view or submit from recently 
submitted manifests” from the “Private 
Aviation – Manifest Options” page under 
the “Traveler Options” section. After 
selecting this link, you will be directed to 
the “Recently Submitted Manifests” page. 
This page will list the five most recent 
manifests submitted within the last 30 
days.  Manifests are listed by confirmation 
number. From each Recently Submitted 
Manifest, you can:

•	 Submit Notice of Departure using this 
manifest submission as a template

•	 Submit Notice of Arrival using this 
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manifest submission as a template
•	 View Manifest Details
•	 Save submission as a template for a 

future Notice of Arrival or Notice of 
Departure Submission

Once you have selected to Submit 
Notice of Departure or Submit Notice of 
Arrival, you will be asked to select which 
travelers from the original submission 
will be included in your new manifest 
submission. After you have selected the 
travelers for this submission, you will be 
directed to the normal flow of completing 
a manifest for submission. You must enter 
the new dates and times, ensure that the 
traveler counts are correct, and make 
changes to applicable fields.  
You now also have the ability to save 
a recently submitted manifest. To save 
a recently submitted manifest, click on 
“Save submission as a template for 
a future Notice of Arrival or Notice of 
Departure Submission”. You may save 
up to 10 manifests at a time indefinitely. 
You will name each manifest you save so 
that you will be able to recognize the trip 
immediately. Once a manifest has been 
saved, from the “Manifest Options” page, 
under the “Traveler Options” section, you 
can select “View or Submit from saved 
manifests”. On the “Saved Manifests” 
page, you can select the + symbol next 
to the manifest name for the following 
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options:

•	 Submit Notice of Departure using this 
manifest submission as a template

•	 Submit Notice of Arrival using this 
manifest submission as a template

•	 View Manifest Details
•	 Delete this saved manifest from your 

set of Saved Manifests

Once you have selected to Submit Notice 
of Departure or Submit Notice of Arrival, 
it works the same as the “Recently 
Submitted Manifests” option indicated 
above. 

NTSB News

NTSB Safety Recommendations 
A-10-121 thru -123 
The National Transportation Safety Board 
recommends that the FAA:  amend 14 
Code of Federal Regulations Part 91 to 
require separate seats and restraints for 
every occupant; to require each person 
who is less than 2 years of age to be 
restrained in a separate seat position 
by an appropriate child restraint system 
during takeoff, landing, and turbulence; 
amend Parts 121 and 135 to require each 
person who is less than 2 years of age to 
be restrained in a separate seat position 
by an appropriate child restraint system 
during takeoff, landing, and turbulence. 

NTSB Accident Reports
Unless otherwise noted these reports 
offer preliminary information, subject to 
change, and may contain errors. Any 
errors in this report will be corrected when 
the final report has been completed.
 
NTSB Identification: CEN10LA524 
14 CFR Part 91: General Aviation 
Accident occurred Tuesday, August 24, 
2010 in Greeley, CO 
Aircraft: Piper PA-46-350P, registration: 
N4167A 
Injuries: 1 Uninjured.
On August 24, 2010, approximately 0930 
mountain daylight time, a Piper PA-46-
350P, N4167A, registered to and operated 
by a private pilot, was substantially 
damaged when the engine lost power 
shortly after takeoff and the airplane struck 
the runway wheels up at the Greeley-Weld 
County Airport (GXY), Greeley, Colorado. 

Visual meteorological conditions (VMC) 
prevailed at the time of the accident. 
The personal flight was being conducted 
under the provisions of Title 14 Code of 
Federal Regulations (CFR) Part 91 without 
a flight plan. The pilot, the sole occupant 
on board the airplane, was not injured. 
The cross-country flight was originating at 
the time of the accident and was en route 
to Broomfield (BJC), Colorado.  The pilot 
said he had just refueled the airplane. 
After the airplane lifted off the runway and 
climbed about 50 feet, the pilot retracted 
the landing gear. The engine then lost 
power. The pilot said he was concerned 
about maintaining airspeed and failed 
to extend the landing gear. The airplane 
landed wheels up.  An initial examination 
of the airplane showed minimal damage. 
During the exam it was noted that the left 
wing fuel cap was missing. It was later 
found on the taxiway. The engine was later 
functionally tested and found to operate 
satisfactory. Further examination of the 
airplane revealed the pressure vessel had 
been compromised and the cabin could 
not be pressurized.

NTSB Identification: WPR10LA284
14 CFR Part 91: General Aviation
Accident occurred Thursday, June 10, 
2010 in Ontario, CA
Aircraft: PIPER PA-46-310P, registration: 
N121HJ
Injuries: 1 Serious, 1 Minor.
This is preliminary information, subject 
to change, and may contain errors. Any 
errors in this report will be corrected when 
the final report has been completed.
 
On June 10, 2010, about 1627 Pacific 
daylight time, a Piper PA-46-310P 
airplane, N121HJ, was substantially 
damaged during a forced landing near 
the Ontario International Airport (ONT), 
Ontario, California, following a loss of 
engine power during cruise flight. The 
airplane was owned and operated by 
the pilot under the provisions of 14 
Code of Federal Regulations Part 91 as 
an instructional flight. The private pilot 
sustained minor injuries and certificated 
flight instructor (CFI) was seriously 
injured. Visual meteorological conditions 
prevailed and no flight plan was filed 
for the cross-country flight. The cross-
country flight originated from the Santa 
Monica Airport, Santa Monica, California, 
about 1550 with an intended destination 
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was Lake Havasu, Arizona. The pilot 
reported that while climbing though 
17,000 feet mean sea level, he heard a 
loud “bang” followed by a loss of engine 
power. The pilot stated that the propeller 
remained wind-milling, but the engine did 
not seem to be producing any power. The 
pilot and flight instructor diverted to ONT 
and declared an emergency. During the 
emergency descent, the pilot and flight 
instructor attempted to restart the engine 
unsuccessfully. The pilot further stated 
that as the airplane approached runway 
26R, he realized that they were not going 
to be able to make the runway and 
decided to land within an open field east 
of the runway. Subsequently, the airplane 
landed hard and came to rest upright within 
the open field. Examination of the airplane 
by a Federal Aviation Administration (FAA) 
inspector revealed that the fuselage and 
wings were structurally damaged. The 
left and right main landing gear were 
separated. The airplane was recovered to 
a secure location for further examination.
 

Author Comments
Less than two percent of all general 
aviation fatalities are the result of engine 
stoppage. Eighty percent are pilot error 
and most of these are errors of omission 
(as opposed to errors of commission); 

that is, forgetting to do something rather 
than doing something incorrectly. Positive 
results can happen by focusing on the 
right thing at the right time. Proper training 
will help in this regard by encouraging you 
to consistently use verified pitch-power-
configurations and proper procedure. 
Best results can be achieved by training 
in your aircraft at least twice per year with 
an experienced type-specific instructor.

The news in this column is brought to you 
from a variety of aviation news sources. 
Please send your newsworthy comments 
and information to me at: mail@
rwrpilottraining.com

Richard Rochfort
A former corporate pilot and primary flight 
instructor, Dick is a full-time Master Certified 
Flight Instructor providing insurance approved 
initial and recurrent pilot training in the Piper 
PA46 Malibu, Mirage, and Meridian aircraft. He is 
currently flying over 450 hours per year and trains 
60-80 pilots every year exclusively in these aircraft.  
He holds multi-engine ATP and Gold Seal Flight 
Instructor Certificates with CFII, MEI and CE-525S 
ratings. He has been actively involved in flight 

training since 1991 and has trained pilots all over 
the US, Canada and Europe.  Dick is an Aviation 
Safety Counselor for the FAA Baltimore FSDO, a 
National Industry Member of the FAA Safety Team 
(FAAST) and has conducted hundreds of programs 
for the pilot community. He is an instructor for the 
M/MOPA Safety and Training Foundation and 
The National Association of Flight Instructors has 
designated him Master CFI. Less than 1% of all 
flight instructors have earned this designation. 
Dick served as a Staff Sergeant E6 in the US Army 
Special Forces from 1970 until 1976 as an A team 
radio operator, training indigenous personnel in 
field communications. He worked from 1976 
until 1991 as an industrial engineer training 
manufacturing personnel for the production 
of communication and navigation equipment 
for US military.  His education includes 
undergraduate degrees in Clinical Psychology 
and Engineering and a Masters Degree in 
Business Administration.  Dick lives in Baltimore, 
Maryland with his wife and two daughters. He 
is a PADI Certified Scuba Diving Instructor, First 
Aid Instructor and an Eagle Scout.
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Meridian
PT6 Engine Overhaul:  Demystified

Justin Lazzeri

To the uninitiated, the turbine engine 
overhaul experience can seem daunting. 
Even seasoned owner-operators pause 
when faced with an impending overhaul. 
The myriad of tasks, choices and 
considerations can quickly overwhelm.   
What really happens at overhaul time? 
What are my resources?  How much will 
it cost? 

The overhaul can best be understood by 
breaking the process into a sequence 
of major phases, establishing open 
and effective communication with 
knowledgeable resources, and planning 
ahead for schedule and budget.  With 
advanced planning, and by asking the 
right questions, you can confidently 
navigate the overhaul process, adhere to 
a budget and minimize down time.   

An Overhaul Dissected
The major phases include: 1) analysis 
of competing proposals, 2) scheduling, 
3) engine removal, 4) engine teardown, 
5) inspection and cost estimate review, 
6) reassembly, 7) test and finally 8) re-
installation of the overhauled engine onto 
the airframe.

The six weeks typically needed for an 
overhaul seems at first unreasonable; 
after all the mechanics are simply 
tearing apart and then reassembling the 
engine, right?  Well, yes, that is indeed 
true but not the whole story.  During 
the breakdown the mechanics are also 
carefully inspecting each of the engine’s 

various components with non-destructive 
tests, conducting numerous manual 
inspections and measuring precision 
instrument tolerances.  Hundreds of parts 
composed of myriad materials must be 
examined, and if necessary repaired or 
rebuilt. 

As with your aircraft itself, every engine is 
different. Unique factors for any successful 
overhaul include your specific serial 
number, campaign status, environment 
and hours/cycles. Any of these items can 
affect both budget and downtime. The 
table below presents a typical timetable 
for an average engine.

Overhaul Timeline

Available Resources 
How do you make sure that someone 
is looking out for you and your engine 
during the overhaul? Of course, you 
first must understand the details of your 
contract in terms of prices, campaigns and 
replacement parts.  Beyond that obvious 
requirement, knowledgeable resources 
who will be involved with you throughout 
the process can help significantly. 

Typically people rely on their regular 
maintenance provider to manage the 
overhaul process. The two people who will 
be most involved with your engine once 

shipped will be your service manager, or 
appointed expert at your maintenance 
facility, and the administrator at the 
overhaul facility.
Service Manager

Your primary point of contact will likely be 
the service manager at your repair facility. 
While an individual owner typically will 
need to overhaul his engine once every 
eight to ten years, the service manager 
at your local facility oversees many 
overhauls every year. 

He can provide detailed history-specific 
information about your aircraft and engine 
to the overhaul facility, helping to take as 
much guess work out of the estimate 

as possible. He will guide you through 
each phase of the overhaul, and be your 
advocate to help make decisions once 
your engine is on site with the overhauler. 
Your service manager can travel with you, 
or on your behalf, to the overhaul site 
to see your engine during the overhaul, 
discuss repair versus replacement of 
parts, and review any components 
destined for the scrap heap. 

Facility Administrator

The primary point of contact at the 
overhaul facility is the administrator. 
Sometimes this person is called a product 
support representative or customer 

One – Six Weeks Before •	 Schedule with Shop
•	 Request detailed quotes
•	 Plan for other maintenance/downtime

One Week Before •	 Confirm schedule
•	 Make travel arrangements to/from facility

Day of Arrival at 
Maintenance Facility

•	 Remove engine
•	 Ship to overhaul facility

Day of Arrival at Overhaul 
Facility

•	 Un-crate engine
•	 Send to pre-inspection
•	 Communicate, check log books

First Week of Overhaul •	 Complete tear down
•	 Final cost estimate
•	 Receive tear down report
•	 Send accessories to appropriate tests

Second Week of Overhaul •	 Parts to detailed inspection/ndt

Third / Fourth Week of 
Overhaul

•	 Parts back from repair

Fifth / Sixth Week of 
Overhaul

•	 Reassembly
•	 Test
•	 Ship to maintenance shop for installation
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service manager. He is there to help 
guide your engine through the process at 
the facility and make certain the shop is 
keeping to the terms offered to you in its 
proposal. 

Most overhaul shops welcome customers 
for a factory tour and scrap review. There 
is no substitute for being able to see the 
physical characteristics of your engine 
components with the experts on site. You 
will no doubt also be impressed to see 
the specialized machinery, unique talents 
of the overhaul staff and specialized test 
cells for the engines. 

Cost Considerations
Total cost for the overhaul depends on the 
particular variables of your engine. After 
you have provided your serial number, 
campaign status and basic maintenance 
information, a more detailed quote can be 
provided.  Usually overhauls are quoted 
as “time and material” or “flat rate” but all 
quotes will contain similar key elements. 

Key price elements for any overhaul are 
as follows:

•	 Labor: This covers everything from 
taking the engine out of the crate all the 
way to final inspection. Usually quoted 
as a flat rate.

•	 Parts: these are the specific parts (new 
or used) to be replaced in your engine

•	 Consumables: fluids, small gaskets 
and other small parts required to 
reassemble your engine. Sometimes 
quoted as a flat rate. 

•	 Exchange parts: parts that have 
long repair turn-around times and are 
replaced with like parts, but not the 
originals 

•	 Other items that may be included or 
should be considered:

- Freight costs for getting the engine 
to/from the facility

- Travel cost for seeing the engine 
while in produc

- Major campaigns that may be 
optional, but recommended

- Separate line item for testing
- Separate line item for accessories or 

outside vendors
- Rental Engines
•	 Airframe- related expenses: These 

are usually billed through your regular 

maintenance provider, so you will need 
to be sure you have an understanding 
of any airframe-related maintenance 
that is required at the time of the 
overhaul. 

You will find that quotes from different 
vendors can appear vastly different, but 
frequently say the same thing. Consider 
all major factors when reviewing your 
quote.  An upfront quote that excludes a 
critical (but not legally required) campaign 
may appear less expensive than a more 
inclusive quote. Read the fine print. 

So what is a flat rate anyway? Some 
shops will offer a total overhaul price 
upfront, usually at a premium, for taking 
on some of the risk for scrapped parts. 
They typically include all of the labor, 
consumables and known parts for your 
particular dash model and serial number 
range. Even though supposedly flat-rated, 
most exclude major components, so once 
again you must read the fine print.  For 
example, oftentimes replacement CT 
blades are excluded from the flat rate. 

You have choices; this is your engine. 
You will choose between new or used 
parts, exchange parts or optional service 
bulletins.  Working closely with your 
trusted service manager to ensure the 

proper choices are made can have a 
profound effect on the final cost and 
effectiveness of your project.  Important 
points to consider when making budget 
choices are warranty, performance, 
compatibility and the next hot section 
inspection.

Successful Overhaul
When the six weeks are up, you will have 
a safe, well-performing up-to-date engine, 
adding value and life to your aircraft. Take 
time to read the details, know the shop 
and full advantages of all the resources 
that are available to you. Do that and you 
will have a smooth experience with your 
PT6 overhaul. 

A version of this article appears in the 
2010 Summer Issue of Skytech’s Owner 
Pilot Advantage Magazine. 

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.   
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Views from a JetProp

Travis Holland

General aviation in the United States 
comes with a certain set of freedoms.  
We come and go as we please, suffer 
no indignities of security screening and 
shoe removal, and have the reasonable 
expectation that our airport of destination 
will allow landings on a 24 hour basis.

Since 9/11, of course, general aviation 
operations at air carrier airports have 
tightened up a bit. You can expect to have 
an FBO escort keep an eye on you on the 
ramp, and heaven forbid if you do not wait 
for the automotive gate to close behind 
you when entering the Airport Operations 
Area. 

Whatever legitimate complaints we may 
have, though, general aviation here has 
life easy compared to most jurisdictions 
outside the United States and Canada. 
Elsewhere in the world, general aviation 
traffic is basically treated like a diseased 
rodent compared to airline operations. 

Overseas, airports close at whatever time 
the landing fee office becomes unmanned. 
Up to 45 minute delays for Jet A can occur 
anytime the airlines want fuel, and avgas 
is often unavailable. Rigid departure and 
arrival slot reservation times often must be 
adhered to. Three days prior permission 
can be required to fly multiple practice 
approaches. 

Even in this oppressive environment, 
though, Italy stands out in the crowd.  
Almost nowhere in the developed world 
compares with the air carrier airports 
of Italy, where unwavering adherence 
to commercial operational procedures 
is enforced with a level of bureaucratic 
stubbornness more associated with India 
than western civilization.

Let the Fun Begin
The fun began with a simple request 
from a client. He wished me to take his 
business partner and family from Zurich, 
Switzerland, to Naples, Italy, and pick 
them up again four days later.  With 
no idea of what lay ahead I cheerfully 
accepted the assignment. I had been to 
Italy several times before to deliver aircraft 
to the Milan area, following which I would 
normally take the airlines home.  On a few 
occasions I would continue on to work 
with clients in the far southern region of 
Italy. 

On this latest assignment the outbound 
leg to Naples was uneventful.  An email 
a few days in advance to the handler 
led to a PPR number (prior permission) 
to be included in the flight plan. The 
passengers were whisked away from the 
aircraft in a van upon arrival. For my next 
leg to Zurich, I fueled, paid, and departed 
without ever leaving the commercial 
airline apron, where all aircraft transiting 
Naples are serviced. 

My only clue to a complicated future was 
a little poster in the handling office that 
informed us that no flights to Naples were 
permitted on Fridays and Saturdays from 
11am to 1 pm and 3 pm to 7 pm during the 
summer season. Further inquiry revealed 
that this rule was imposed due to airline 
traffic congestion. Since my pickup was 
scheduled for a Sunday I paid this little 

mind.

The trouble began 36 hours before my 
planned round trip from Zurich to Naples 
and back again, when I received an 
email stating that, “Apron Management 
has denied your request for arrival in 
Naples at 3 pm and departure at 4:30 
pm.”  With a pit in my stomach I fired 
back an email stating that “no” was not an 
option; I needed to pick up passengers.  
Four hours later a response came back 
offering me a 4:00 pm arrival and 4:30 pm 
departure. While a little tight for boarding 
and refueling, I immediately accepted.

Slot, What Slot?
The next morning, an email arrived 
informing me that the offered slot was 
no longer available, and that only a 7 
pm arrival and 8 pm departure would 
be possible. A telephone call to the 
handler got nowhere, so I called Apron 
Management directly to inquire. After a 
short scolding for calling them directly 
(“Your handler should be calling us”) I 
was told that there was a shortage of 
apron space due to some disabled private 
aircraft on the ramp and that a time when 
the offending airplanes would be moved 
was unknown.  Although the 7 pm arrival 
slot was all that could be offered, I was 
told to call about 1 pm on the day of flight 
(next day) and perhaps things would have 
changed.

All well and good, but the slot time fiasco 
in Naples cascaded to other problems.  
Like Naples, Zurich is a SCR (Slot 
Coordination Required) airport, meaning 
that I needed prior permission for my time 
of departure from Zurich. Furthermore, 
the passengers were staying in a villa a 
full three hours from the Naples airport so 
their plans had to be coordinated. Rather 
than fight the complicated uncertainty 
of a potentially earlier arrival in Naples, 
I elected to take a sure-thing departure 
slot at Zurich to match my approved 7 pm 
arrival into Naples.  I then obtained a 9:30 
pm arrival slot back into Zurich, the very 
latest allowed.

Flying Naples to Zurich in 1 hour 30 
minutes would be a bit of a stretch. While 
Zurich’s airport does not officially close 

Every Flight is a Commercial 

Flight in Italy
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to general aviation traffic until 10 pm, the 
arrival procedure states that private aircraft 
over the STAR fix after 9:30 pm should not 
expect an approach clearance.  All planes 
are not treated equally however. Zurich 
airport is open for charter flights until 11 
pm, and airline traffic until midnight.  I sent 
emails to the Naples handler alerting him 
that we needed to turn quickly in order to 
make the closing of Zurich airport, and 
that fuel on arrival would be essential if the 
trip were to be successful.

A couple of hours before my planned 
departure from Zurich I called Naples 
Apron management. After another 
scolding (“Your handler should be calling 
us”) I was told suddenly that arriving in 
Naples at six pm was no problem. So 
I got a new departure slot from Zurich. 
Now my turn time did not much matter; 
I could fuel and be standing by whenever 
the passengers arrived.  I sent the lead 
passenger an email updating him that I 
would be ready earlier, and hustled down 
to Naples.

Arriving in Naples, I again was parked 
on the main commercial apron, this time 
in “stand 31.”  This spot is the kind that 
would normally get bus service from a 
regional jet to the commercial terminal.  
The fuel came quickly and I started to 
feel good about the schedule.  With 1.5 
hours to go before our planned departure 
time, I went to the handling office to pay 
the invoice and called the lead passenger.  
He informed me that a fatal motorcycle 
accident had closed their motorway and 
that they were at a stand-still in a traffic 
jam. Sigh.  I now could do nothing but 
wait.

With about 15 minutes to go before our 
planned departure, an email came in 
informing me that the pax were only 
10 minutes away. I signed a general 
declaration with my passengers’ names, 
which would allow them to be cleared 
through customs and leave the country.  
My passengers were met at the curb of 
the main commercial terminal by our 
handler and escorted to the same security 
line used by airline passengers.  Their 11 
bags were all scrutinized while they were 
each screened separately.

The passengers finally arrived at the 
airplane after more than 20 minutes of 
security screening.  I had already used 
the Blackberry to continually delay and 
keep alive my flight plan. In Europe only 
30 minutes is given before automatic flight 
plan cancellation. When specific slot times 
are assigned by ATC, the flight plan gets 
canceled just 10 minutes after assigned 

takeoff time. The stress of “missing your 
slot” is diametrically opposed to the 
spirit and benefits of private aviation, and 
certainly does not promote safety.

Ready to depart with nary a minute to 
spare if we were to arrive before 10:00 
pm in Zurich, we now only awaited the 
luggage. But the bags did not show up.  
As the minutes ticked by I could feel 
any chance we had of making Zurich 
slip away. After another 10 minutes had 
elapsed, some conversation on the 
radio brought us a report. “Your bags 
are through security now, but two of the 
bags are missing.”  Yes, folks, missing 
bags.  As if to prove that GA has no 
advantage over commercial travel, Italy 
has introduced lost luggage to the world 
of general aviation. I stood there in shock 
and let out a nervous laugh. After another 
five minutes of uncomfortable quiet the 
radio crackled with the news that the bags 
had been found. Finally we were getting 
somewhere. 

We loaded the bags from the van, boarded 
the plane, and called for permission to 
start engines, almost a full hour after my 
passengers had arrived at the airport.  
Between passenger security screening, 
luggage screening, and lost luggage, 
our landing time at Zurich would now be 
10:30 pm or later, well after closing time.  

Filing a new flight plan to a different 
airport was not an option: telephone filing 
does not exist in Europe and another slot 
would need to be requested at any new 
destination.  So we prepared to depart 
with our clearance to Zurich. But I fully 
expected to be rejected by Swiss ATC due 
to our late arrival at 10:30 pm.  I informed 
the passengers that they would not likely 
be going home, and that instead we 
would probably have to divert to Stuttgart 
for a short overnight with an early 
reposition to Zurich in the morning. We 
certainly were not going to stay in Naples 
and be exposed to another bureaucratic 
nightmare the next day.

The passengers were quiet and 
demoralized as we taxied out. Home 
was supposed to be next, not Germany, 
which was not on their itinerary. After 
takeoff, the familiar IFR flight routine set 
in.  An hour and some minutes later, the 
hand-off to Swiss Radar brought the 
first moment of suspense. ATC would 
surely inform us that we must divert to 
Germany. But no, instead, Swiss cleared 
us for the standard arrival route.  I was 
sent us over to approach control with a 
descent down to 13000.  I high-fived my 
right seat passenger. No rejection, at least 

not yet.  But approach control is the real 
gate keeper for the airport so we were 
not out of the woods. The arrival plate 
was unambiguously clear that approach 
clearance would not be granted after the 
listed time.

Zurich Arrival brought us to down to 6000 
feet and cleared us for the approach with 
nary a mention of anything but standard 
ATC instructions.  Still expecting trouble, 
I checked the fuel to make sure we were 
OK for the 80 mile flight to Stuttgart 
should we be waved off.  Tower cleared us 
to land.  Parking on the now nearly-empty 
ramp was completely normal, if not a bit 
eerily quiet.

I called our Zurich handler twice on VHF 
without reply, then shut down the aircraft.  
As we were unloading the 11 bags, lo 
and behold, the handler van started up 
and drove in our direction. Somehow 
after traffic jams, security, lost bags and 
a likely diversion to Stuttgart, the family 
had arrived home in time to sleep in their 
own beds.  My sense of accomplishment, 
though, was tinged with anxiety because 
I had just violated the curfew at an airport 
where the slightest deviation from any 
procedural minutia was met with fines 
and threatening letters. The previous year 
I had paid $300 for violating the 48 hour 
limit for car parking by just a few hours.

After 15 minutes spent buttoning up the 
aircraft and moving out my personal 
effects, I headed inside to the GA terminal 
with a hotel bed in my sights.  Upon 
entering the handler’s office to pay my 
bill, he said ominously, “You’re in trouble.” 
He went on to explain that Airport Ramp 
Management had called asking him for 
my details.

Sensing a problem that needed to be 
addressed immediately, I asked the 
handler to ring up Ramp Management for 
me.  The fellow there explained that he 
had been called by the tower when we 
joined the ILS.  Since he did not have any 
information on my flight and was unsure of 
my status as a charter, he had approved 
my landing.

I explained the situation from my side, 
noting that I had fully expected to be 
diverted to Stuttgart due to the delays and 
late arrival. He paused, and then said, 
“Well, I would have done the same thing 
if I was in your position.” This seemed 
so entirely un-Swiss that I was struck 
speechless. He continued, “I will note in 

cont. page 42►
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Views from a JetProp
(continued)

my report that you expected to divert to 
Stuttgart, and we cleared you to approach 
and land anyway.”  He informed that I 
would not be fined but to expect, in typical 
Swiss fashion, a letter warning me not to 
arrive again after 10 pm.

What would have been a simple 
uneventful general aviation flight in the 
United States was fraught with difficulty, 
time pressures, security hassles, and 
constant threats of failure despite good 
equipment and weather. The lead pax 

asked me how Spain compared with Italy 
for airport hassles.  After I informed him 
that only India and the Middle East were 
worse, he declared that Italy would not 
see him again and that their next holiday 
would be in Spain.

While the rewards of general aviation 
mostly outweigh airline-style hassles 
imposed by short sighted inflexible public 
officials, this trip would have been much 
easier on the airlines. The next time you 
drive your car directly to your aircraft, 

load your bags and takeoff without delay, 
please pause for a moment to reflect 
on the joys of flying in the U.S. National 
Airspace System. I think I’ll make a 
donation to the lobbying arm of AOPA.

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. 
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Matrix
The Right Choice for Angel 

Flights

Martin Doran

Angel Flight NorthEast (AFNE) is a 
volunteer organization that for the past 
14 years has provided free rides to 
medical care patients as they face difficult 
treatments.  The patient histories are 
compelling. The AFNE website currently 
includes stories of two patients: Alexis 
“Lexie” an adorable six year old girl with 
esophageal atresia; and Joe, a seven 
year old boy suffering from a brain lesion 
that causes seizures.

I have had the pleasure of flying with the 
fine people of AFNE for the last several 
years. My day job prevents me from flying 
as many missions as I would like, but I 
always find the experience of meeting our 
passengers and their families, friends, 
and caregivers a rewarding and humbling 
experience.  I have been asked why I do 
Angel Flights and my usual response is 
that I would hope someone would do the 
same for me if I were ever in need.   

The Matrix is a wonderful aircraft for 
conducting Angel Flights.  The cabin-class 
entry provides easy access, essential 
for many patients.  The spacious cabin 
can accommodate the oxygen bottles 
and wheelchair that many passengers 
require. The capable airplane can fly in 
more weather than many piston singles, 
an important factor here in the northeast, 
with a sufficient payload to carry the 
patient’s escort (usually a parent or friend) 
as additional passengers.  The hourly 
operating cost of the Matrix is low enough 
to justify making most trips, even before 

considering the tax benefit of expense 
write-offs. 

Benefits
One recent weekend I was scheduled for 
a 5:00 pm departure for an Angel Flight 
from White Plains, NY, to Boston’s Logan 
Airport.  My passenger was a young 
mother who was returning to her home in 
Boston after receiving treatment at New 
York’s Sloan Kettering Cancer Center.  
The previous weekend she had driven for 
treatment round trip from Boston to New 
York with her husband and three young 
children.  Apparently the trip was not 
pretty.  Three toddlers in a car anytime 
would be a challenge, but with a sick 
mother and traffic for as far as the eye 
could see, this trip was particularly difficult 
for the young couple.

Anyone who has suffered on the I-95 
corridor during a summer weekend can 
attest to the shear torture of traffic delays, 
wondering vacationers from the Cape 
and the islands (Nantucket and Martha’s 
Vineyard) and untimely road repairs that 
seem to be a permanent fixture along the 
highway. What could in theory be a simple 
3.5 hour drive can easily turn into a six to 
seven hour ordeal.  This scenario made 
the Angel Flight ideally suited for the 58 
minute flight from KHPN to KBOS.  

Early Preflight
I arrived at the airport a little early to 
stage the plane, preflight and complete 
the AFNE paperwork, which includes 
documentation for tax purposes and 
waivers of liability.  On Angel Flights I 
do my preflight early to avoid the natural 
temptation to rush preparations once 
passengers arrive.  

With the airplane ready to go, I feel better 
equipped to cater to the passengers, 
helping to make their trip as safe and 
comfortable as possible.  I begin of 
course with introductions and get a sense 
of how my passenger is feeling. Did they 
just get off eight hours of chemo? Did 
they have anesthesia and surgery the day 
before? Will they require oxygen, even at 
sea level?  

There is a delicate balance between 

being too intrusive with questions and 
asking enough to learn about any medical 
factors that may be impacted by the flight.  
Notwithstanding their condition, every 
patient/passenger I have ever flown with 
has been thankful.  From my perspective, I 
admire them for the strength and fortitude 
with which they face their medical 
adversity. 

Oftentimes passengers require the use of 
oxygen and carry their own tanks.  Others 
do not require oxygen but get some 
comfort in knowing that we have bottles 
available on board should the need arise.  
We almost always fly in the 6,000 - 8,000 
range where O2 is obviously not required 
unless for medical reasons.

I also like to show passengers the 
Oxymeter we carry to measure oxygen 
saturation and heart rate.  Although one 
might think at first that this would scare 
a passenger, the opposite is true.  Most 
patients who have been undergoing 
treatment with sophisticated medical 
monitoring devices are comforted in 
knowing we have the meter on board.  

Team Effort
On this particular day my passengers 
arrived at the airport about 45 minutes 
early, beating the weekend crowds out of 
the city.  The plane was ready to go, so 
we were all soon in our seats and buckled 
up.  On all Angel Flights I am extremely 
conscious of providing my passengers 
the smoothest ride possible, knowing that 
most are weakened by the combination 
of their illness and intense treatment they 
receive.  But I am not alone.  I am always 
impressed by how many others lend a 
hand to help those in need.  The linemen 
at HPN’s Millionaire always go out of their 
way to help our passengers. With the 
Angel Flight designation ATC somehow 
finds a more direct route and gives a 
quicker response to requests.  Everyone 
seems to want to make the flight go as 
smoothly as possible.

The weather was CAVU and was 
scheduled to remain so all weekend 
throughout the northeast.  The weather 
briefing was short and to the point.  The 
only significant item of note was the 
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presidential TFR for Martha’s Vineyard 
during the Presidents week long summer 
vacation.  However, this would not be a 
problem since we would be flying IFR and 
well to the north over central Connecticut 
and just south of Hartford

After obtaining my IFR clearance and new 
style full-route taxi clearance we were 
off to Rwy 34 for run-up and departure.  
On Angel Flights I climb out at 600 FPM 
instead of my usual 800 FPM; more 
than enough for terrain clearance when 
departing from KHPN’s greater than 6,000 
foot runway. After the handoff from tower 
to departure and confirmation that I was 
an Angel Flight, I got an immediate direct 
clearance to CMK, then direct FOSTY 
intersection. When I asked for the spelling 
I was given the friendly “just like Frosty 
the Snowman without the R” rather than 
the typically efficient but gruff response so 
common to controllers in that part of the 
country.

Flying with George
The STEC 55X was performing well 
in GPSS mode, flying the course and 
maintaining my climb rate of 500 FPM 
to the preselected altitude.  After altitude 
capture at 7,000, I settled into my cruise 
settings of 30” MP, 2400 RPM and 21.5 
GPH; as expected that resulted in 70% 
power.  I have always used these “factory 
recommended” settings that also seem 
to have some consensus on the MMOPA 
website.  Aficionados out there will note 
that Lycoming recommends using the 
same settings with a 29” MP to yield 65% 
power.  Although “Lean Assist” is available 
on the Avidyne MFD, I like to start with my 
preferred settings, monitor CHT to keep 
them below 380 degrees and the TIT 
below 1625.  This is usually no problem 
in cooler weather at this altitude, but may 
require another gallon on the fuel flow in 
the heat of summer.  

Smooth Sailing
We had smooth sailing as we crossed 
central Connecticut with sweeping vistas 
of the state’s shoreline, the Long Island 
Sound and off in the distance the split fork 
of eastern Long Island, Gardiners Bay and 
Block Island sound.  I could not help but 
think of my passenger enjoying the views, 
comparing this ride to her seven hours in 
the car.  A quick peak over my shoulder 
revealed my previously timid passenger 
smiling as she peered out the window.  
I knew this moment was a welcomed 
respite from her treatments and the chaos 
of a home with three young children to 
care for.  She experienced what all pilots 

love, that feeling of floating above the 
earth as the ground slowly passes below, 
temporarily free of terrestrial concerns for 
that brief period we call flight time.  

Enthusiastic Reception
Back to reality as we were given expedited 
routing for a visual to Rwy 32, the 
southernmost runway at Logan and the 
one preferred for GA aircraft when winds 
are westerly (as usually they are).  The 
uneventful landing was followed by a long 
taxi from the “hotspot” at the departure 
end of runway 4L that took us two miles 

on taxiway Bravo to the Signature ramp for 
shut down.  After helping my passengers 
off we made the brief walk to the FBO.  
Before the sliding doors opened fully we 
were almost knocked over by the rush of 
three, four and five year old kids who could 
not wait to see Mom.  What a welcome; a 
few more moments to forget about herself 
and her illness to enjoy the innocence of 
youth.  Although this hectic moment was 
in noisy contrast with the tranquility of 
sweeping coastal views passing silently 
below the aircraft just a few minutes ago, 
both experiences represent the best of 
what we can cherish in life.  
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Issues and Answers

Mary Bryant

The format of this column will be a bit 
different this time. When Jeff Schweitzer, 
our MMOPA Magazine editor, sent out his 
usual one month reminder for magazine 
articles, he indicated that the upcoming 
issue would focus on the MMOPA 
convention at Amelia Island (KFHB).   Jeff 
suggested contributing authors consider 
MMOPA convention topics if they had not 
already picked other subject matter for 
their articles.  

I sat in on as many of the convention 
sessions as my limited two day attendance 
permitted.  The topics were well chosen, 
full of information and extremely relevant, 
as well as entertaining.  I certainly learned 
things I had not known previously.  
However, my most lingering memory from 
the convention was something I learned 
outside the seminars. 

Old Friend
The week prior to the convention I had 
been contacted by a local Mooney pilot 
who was in the process of purchasing 
a 1987 Malibu. He wanted to talk to me 
about working with him to complete 
his initial training.  The prospective 
aircraft was going through a pre-buy 
locally. If everything went as scheduled, 
the purchase would be completed the 
following week, just a day or two before I 
was scheduled to travel to Amelia Island. 
As the prospective owner was not able 

to attend the convention, we agreed to 
start his training when I returned.  The N 
number of the aircraft sounded familiar so 
I looked up the registration in the MMOPA 
directory. Sure enough, this aircraft had 
been owned by an individual I had trained 
many years earlier, before he moved on to 
an Eclipse Jet.  Working with the aircraft 
again would be like seeing an old friend.

Van Kesteren
I was scheduled to ride to Amelia Island 
with Henry Van Kesteren.  Van, as he 
is known to most of us in the PA46 
community, became a household name 
when he got his STC for the Continental 
550 engine and extended range fuel 
caps.  In his spare time Van also installed 
a turbine engine on a PA46 airframe long 
before Rocket Engineering or Piper ever 
marketed the JetProp or Meridian.  With 
his 39,000 hours, Van is a true joy to fly 
with.  Although we would be arriving in 
a Bonanza rather than a Mirage, flying 
with Van is always fun no matter what the 
airframe.  I would not have missed this 
opportunity.  

The day before Van and I were scheduled 
to leave for Amelia Island, I got a call saying 
that the Mooney owner was proceeding 
with the purchase of the Malibu.  The deal 
went through even though the aircraft 
would not fully pressurize when flown by a 
mechanic after the pre-buy.  The mechanic 
repeatedly assured us that all lines and 
hoses had been properly reattached 
and that pressurized air was entering the 
cabin. I suggested to Van that we could 
take the aircraft to the convention, trouble 
shoot the problem on the way up and 
possibly have the pressurization system 
fixed by the time we arrived.  If not we had 
the benefit of knowing that Kevin Mead 
would be at the convention, and that 
he might have some suggestions. I was 
pretty confident the problem would be 
something simple like the squat switch, an 
open dump switch, pulled pressurization 
knob or inappropriately-set pressurization 
controller.    

When Van and I first talked about taking 
the newly-purchased Malibu the airplane 
had no insurance, and the new owner was 

not available to accompany us to Florida.  
Prospects appeared dim for working out 
the situation before departing for Amelia 
Island.  By next morning, however, I had 
the astonishing message from Van that 
the airplane was insured, and that we had 
the owner’s permission to take the plane 
to the MMOPA meeting.  The message 
indicated I would fly the first leg.  We were 
scheduled to leave about an hour that call.

Instant PIC
I had quickly gone from a casual 
passenger in a Bonanza to PIC in a just-
purchased, less-than- fully functioning 
Malibu I had not seen for years.  I consulted 
the convention program, verified what 
airport we were landing at, quickly got a 
flight plan on file, grabbed some charts 
and headed to the airport.  On the way I 
realized that the usual high altitude flight 
plan I had just filed would not work too 
well if we were unable to get the aircraft to 
pressurize.  But I figured we could always 
amend the flight plan enroute if necessary.

After a thorough preflight, we were able to 
eliminate the really easy solutions to the 
pressurization problem. 

Cabin altitude selector 
 1,000 ft above field elevation
Cabin rate selector   
 9 o’clock position
Cabin pressurization controller  
 Closed
Cabin dump switch   
 Normal

We checked the squat switch to see if 
anything was obviously or grossly out of 
alignment and but nothing appear to be.  
We recognized a subtle misalignment 
would be impossible to see simply by 
looking at switch.  We decided to put a 
small blob of grease on the top of the 
switch so that when we landed we could 
determine if the squat switch actually 
closed on takeoff, allowing the plane to 
pressurize.  Remember that one of the 
functions of the squat switch is to make 
sure the cabin in not pressurized after 
landing.  In normal conditions a slow 
depressurization prior to touch down is 
accomplished by proper pilot technique 

Knowing Which Screw to Turn
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during the descent for landing.  As backup, 
the squat switch signals an electric 
solenoid to open upon landing allowing 
vacuum to flow to and open the safety 
outflow valve.  Any residual pressurization 
thereby escapes by “dumping” the cabin.  
However, if the squat switch does not 
properly contact after takeoff, the solenoid 
will not close and vacuum continues to be 
applied, keeping the outflow valve open 
in flight, which prevents the cabin from 
pressurizing.  

Troubleshooting
I completed an extended run-up and 
concluded that we did have pressurized 
air entering the aircraft.   This helped 
confirm that the problem was on the 
“back side” of the system, likely involving 
the outflow valves. The possibility of 
squat switch failure was becoming more 
probable.  Once airborne we pulled the 
circuit breaker labeled “Cabin Press” 
which takes the squat switch off line.  If 
the squat switch was the problem, the 
plane would pressurize once the breaker 
was pulled.  But alas that did not happen, 
so the squat switch was no longer a likely 
suspect.  We reset the circuit breaker.  Just 
for good measure we tried every other 
switch and circuit breaker we thought 

could be remotely associated with the 
system, with the same result.  

A 1987 Malibu typically has three functions 
on the squat switch.  One, as we have 
already discussed, is to dump the cabin 
on landing.  Another is to prevent gear 
retraction on the ground. The third is to 
limit stall warning heat to about one-third 
of the normal rate when on the ground.  
With the limited capabilities of the early 
Malibu volt/ammeter, we were unable to 
determine if current flow was normal or 
not when stall warning heat was selected.  
We were out of potential clues.  But in 
resetting the “Cabin Press” circuit breaker 
I made a mistake, forgetting an important 
aspect of the system.

Since we were not able to pressurize, 
we requested an altitude of 10,000 
feet to KFHB.  The rest of the flight was 
uneventful.  Upon arriving, luck was with 
us.  As we taxied to parking Kevin Mead 
was unloading his Malibu having just 
arrived from Hutchinson.  We took the 
parking space next to Kevin.  As soon as 
we got out of the Malibu we inspected the 
squat switch and, although impossible 
to tell for sure, it appeared that our blob 
of grease was disturbed. We concluded 

the squat switch probably closed after 
takeoff.  Kevin, gracious and helpful as 
always, not only took the time to discuss 
our pressurization problem but agreed to 
come back to the airport early the next 
day to trouble shoot.  

All About Rate
As wisps of ground fog rolled about the 
airfield early the next morning, Kevin 
removed the cowling to confirm that all 
hoses had been properly reattached 
after the pre-buy.  He inspected the 
outflow valves for proper movement and 
examined the rest of the pressurization 
system.  Since no one had brought tools 
all this was accomplished with little more 
than a Swiss Army knife.  After finding no 
other problems, Kevin concluded that the 
problem must indeed be the previously 
suspected squat switch, which he 
adjusted.  A short test flight conducted by 
Van with Kevin in the back ready to make 
further in-flight adjustments with the Swiss 
Army knife proved his first tweak solved 
the problem.

After landing, Kevin provided the gentle 
reminder that although pulling the “Cabin 

cont. page 48►
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when she worked for the Piper Training Center. 
Subsequently, she was Eastern Region Sales 
Director and Malibu Mirage demonstration pilot 
for Piper Aircraft. Mary was also co-founder 
and owner of Attitudes International, Ins., The 
New Piper Aircraft’s exclusively approved train-
ing 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 Citation. She also has a BA from 
Northwestern University and an MBA from the 
University of Illinois.
Mary may be reached at 727.822.1611.

Press” circuit breaker was indeed the 
temporary solution and key diagnostic 
aid for the problem, the breaker has to be 
left pulled for an extended period for the 
cabin to re-pressurize.  I hit my forehead 
with the palm of my hand and said, “Geez, 
I know that, how did I forget?”  What I 
knew but did not bring to bear was that 
the cabin will re-pressurize at the rate 
at which the cabin altitude rate knob is 
set.  If the arrow is set to the nine o’clock 
position, the cabin will only pressurize 
at the rate of about 500 feet per minute.  
This is one of the few times the pilot may 
choose to crank the rate controller all the 
way clockwise.  This should yield about 
a 2,000 foot per minute rate of change.  
If this rate is too steep for sensitive ears, 
then choose a lower rate and just make 
sure either oxygen is used or the plane is 
at a low enough altitude that hypoxia is 
not an issue.

Issues and Answers
(continued)

Mary Bryant

Mary has been a pilot for over twenty-five years 
and has instructed in the Malibu since 1988 

Feeling rather stupid but pleased to 
share the good news with the anxious 
new owner in St. Petersburg, Van and I 
attended some more of the convention 
sessions and then happily departed for 
home.  The airplane pressurized perfectly.

Although I have been associated with 
MMOPA from the very first meeting held 
twenty years ago in Sarasota, and have 
known Kevin Mead even longer than 
that, I continue to be impressed with the 
resources available to our group and 
especially the knowledge and dedication 
of Kevin Mead.  Thanks again to MMOPA 
and Kevin.  
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One late warm April evening in Oconee 
County at the Clemson airport (KECU), 
I pulled up to the perimeter fence to 
punch in the security code for entry into 
the field, prepared for a routine flight 
home.  In passing I thought of my wife’s 
request that I wait until the next day to 
fly home, Saturday morning, rather than 
depart at night. But Saturday morning 
was forecasting to be ugly, with severe 
thunderstorms. Flying my Mirage on a 
clear night would be more relaxing than 
dodging embedded CBs, and better than 
a forced stay through Sunday. 

So my wife and 14 year old daughter 
drove me to the plane. Another pilot 
had just landed in a late model Cessna 
182.  After securing his aircraft he asked 
my wife for ride into town. The pilot was 
visiting colleges with his daughter, flying 
in from Charleston, SC, for a tour of 
Clemson the next morning. I untied my 
Mirage and put the family dog, Gesso, a 
West Highland white terrier (Westie), in his 
right mid-seat.  My wife made sure I had 
securely strapped Gesso in his harness 
while I quietly muttered about overkill to 
which my wife said, “You never know.”  
No, you sure do not, as I was about to find 
out.

Calm Evening
The airplane, N364ST, started normally. I 
adjusted the lights on the panel and waited 
for the Meggitt to warm up.  I loaded my 
flight plan and clicked the mike to turn on 
the KCEU taxiway and runway lights. To 
help illuminate the way I flipped on my taxi 
and landing lights, eased forward on the 
ramp, and took the mid-field taxiway.  With 
calm winds, I decided to turn left towards 
RWY 7, which would permit me to takeoff 
in the direction of my home airport at 
Winston-Salem (KINT) instead of using 
RWY 25, where I had earlier landed in 
stiffer winds. 

After performing a run-up, completing a 
mag check and cycling the prop at the 
end of RWY 7, I pulled onto the runway 
for departure, holding the brakes and 
pushing throttle and mixture forward. After 
hearing the turbos spin up, I released the 

brakes and began rolling, looking for the 
speed to come alive at 40 knots. 

Bump in the Night
After passing through 40 knots, I began 
looking for 81 knots, the rotation speed 
for N364ST.  But before I reached that 
milestone, I felt my left wing strike an 
object, which yielded to the blow as only 
living tissue does, and saw several brown 

heads bounding across the runway left to 
right.  One deer turned to look right at me, 
captured briefly in the bright nose gear 
landing light. 

I instinctively pulled the yoke back fast 
and hard. Had Scotty been on board 
he would have yelled, “Cap’n, I don’ 
thin’ she’s gonna fly.”  Instead, the stall 
warning horn was sounding as I relaxed 
backpressure.  Nearly simultaneously, 
the prop encountered some resistance 
ever so briefly. As I continued to release 
back pressure, the mains came back on 
the runway, but the nose continued to fall 
through the horizon.

Realizing that the infamously fragile Piper 
Mirage nose gear was a split second from 
impact, I pulled throttle, prop and mixture. 
Too late. Gesso and I were skidding down 
the runway as I applied brakes hoping 
not to exacerbate any damage to the 
plane. I hope never to hear again the 
awful sound that aircraft skin makes when 
skidding on a runway. After sliding 900 
feet, with the engine off, N364ST came 
to rest accompanied by the discordant 
symphony of all the warning horns and 
lights dutifully sounding off.  

On the runway were two dead female deer.  
A third injured deer was trying to crawl off 
the runway, her back broken by my wing. 
One of the dead had a severed head, the 
other a severed body. The collapsed nose 
gear had a deer’s severed hind quarter 
and leg trapped underneath.  The photos 
here show the prop strike, dead deer and 
collapsed nose gear. 

In my 33 years of flying, I have logged 
many night departures and arrivals. 
Because I have a satellite law office in 
Brunswick County, North Carolina, I often 
fly into or depart KSUT late at night. A 
regular subscriber to Aviation Safety, I 
certainly had read about planes colliding 
with wildlife, but never imagined I would 
experience a deer strike in my plane. 

Biology Lesson
Since that fateful day in April, I have 
learned considerably more about these 
creatures and their frequent encounters 
with airplanes. An AOPA article by Sandy 
Wright noted that since 1983 a total of 
245 deer-related accidents have been 
reported, most of which resulted in 
serious damage to the aircraft. The actual 
number is probably much higher because 
many accidents are not reported. These 
data comes from two sources, the FAA 
Bird Strike Database and the National 
Transportation Safety Board (NTSB) 
Aviation Accident Database. The first 
relies on voluntary reporting of strikes 
(of all kinds) by pilots and other aviation 
personnel; the second is information 
collected during investigations of 
accidents or incidents involving civil 
aircraft by the NTSB.

Deer and other wild ungulates (hoofed 
mammals) inhabit all 50 states. Species 
include the white-tailed deer, mule deer, 
moose, and elk. The white-tailed deer, 
which is primarily an eastern species, 
has been the most commonly struck 
ungulate.  An adult white-tailed deer 
weighs anywhere from 100 pounds to 
a record 511 pounds, with an average 
weight of around 125 pounds. Deer run 
at speeds up to 36 mph. Although deer 
prefer to crawl under fences, if disturbed 
they will easily jump a seven-foot fence 
from a standstill or an eight-foot fence 
with a running start.

Biologists tell us that deer often travel in 
family groups of does and fawns. Males 
generally stay to themselves and only 
associate with females during the fall 
breeding season, also known as the 
rut. Hence the reason all three deer I 
struck were females.  The American deer 

Look Out!
Randolph M James
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population has increased dramatically in 
recent years. By the turn of the century deer 
had been hunted almost to extinction with 
only a total of about 100,000 remaining. 
They now number greater than 24 million.

Airports often are situated in outlying 
areas where land is more affordable – and 
where these multitudes of deer prefer 
to live. The areas surrounding runways 
provide prime locations for grazing 
because the open areas are planted 
with grasses and other flora that attract 
deer.  Combine this attractive habitat 
with a population explosion and with no 
surprise we learn that 83% of aircraft-
mammal strikes involve deer. In the case 
of KCEU, a collision had occurred almost 
a year before to the day with a Beech Jet 
400 carrying Coach Bobby Bowden.  The 
event was not widely reported but is well 
known to nearly everyone in Clemson.  

We know that deer are most active when 
feeding in the twilight hours and at night. 
As you might guess, therefore, deer 
strikes with aircraft occur most often at 
dusk and at night when deer are most 
active and most difficult to see. That does 
not mean however you can let your guard 
down during the day.  

Most strikes happen during landing 
roll (57%) followed by take-off (30%). 
Only 9% occur on climb and approach 
combined. Somewhere between 53% 
and 79% of all deer encounters have an 
effect on the flight, from aborted take-off 
to engines shut down to precautionary 
landings. Although only 1% of strikes 
occur during taxiing, they can be just as 

serious as other strikes at higher speeds. 
In December 1994, the pilot of a Cessna 
172 lost directional control of his aircraft 
during taxi when seven deer crossed in 
front of the plane. He hit four deer and 
then hit trees on the west side of the taxi 
way. The plane was totaled. 

Odds of a deer strike are much higher 
when flying in the east.  Deer populations 
vary considerably from state to state, as 
do the corresponding number of deer-
related incidents. Based on reporting and 
the AOPA article, eastern states seem 
to have the greatest problem. The state 
having the most reported deer strikes is 
Pennsylvania (13% of the national total) 
followed closely by West Virginia (11%) 
and Michigan (9%). In all, 39 states have 
reported deer strikes or deer-related 
accidents with aircraft.

Good Company
According to the AOPA article, one 
unfortunate pilot noticed a vague shape 
off the right side of the aircraft during 
take-off on a dark night, which is similar 
to my experience. He continued down the 
runway until his Piper PA-32R collided with 
a 180-pound deer.  Another pilot reported 
that a deer ran in front of his Cessna 172 
during the flare for a night landing. The 
prop hit and killed the deer. The nose gear 
and bottom of the engine compartment 
were damaged, and the pilot smelled fuel 
fumes. As the plane started sliding on the 
runway a fire developed and eventually 
destroyed the aircraft.

Another incident occurred at dusk when a 
Cessna 421 struck two deer. Although the 
pilot was not injured, the plane received 
substantial damage. The landing gear 
strut collapsed causing both props to hit 
the runway. The Cessna came to a stop 
on its main landing gear and the bottom 
of the fuselage just aft of the nose. The 
airport was closed for two and a half hours 
to clear the runway. 

Near Miss…and Then a Hit
Rather than actually colliding with a deer 
some accidents are caused by pilots 
trying to avoid the animal on the runway,. 
These accidents occurred most often 
during the day (47%) when the pilot was 
able to see the deer.  Nevertheless 89% 
of the aircraft involved sustaining some 
degree of damage.  Of course one’s 
credibility might be questioned after 
suffering a runway excursion caused by a 
phantom deer seen by nobody else. One 
such incident occurred in Georgia when 
a pilot reported that he was landing the 

airplane in a strong left crosswind. As the 
airplane touched down, a deer darted 
across the runway. The pilot swerved 
abruptly to avoid the deer and was 
unable to recover directional control. The 
left wing dragged the ground and the 
airplane nosed over when it rolled into a 
shallow, wide ditch.  Although no injuries 
were suffered by the pilot, the plane was 
damaged substantially. 

Economics Lesson:  
Aftermath and Prevention
The extensive damage sustained by my 
Mirage included a collapsed nose gear, 
broken engine mount, destroyed prop, 
and crushed radar dome.  Sadly this is 
typical in about 81% of all reported deer 
strikes. Based on the numbers from 
the strike reports providing damage 
estimates, the average deer strike cost 
was $96,800.  The estimated cost to 
repair my plane exceeded $200,000.  The 
most expensive strike reported was to a 
Hawker-Siddeley worth $1.4 million. The 
100 mph-impact tore one of the engines 
loose.

What can and should be done to prevent 
future deer strikes? Airport managers 
must request help from professional 
wildlife biologists.  These experts can 
assess each airport’s particular situation 
and provide recommendations to solve 
their unique problem. In many cases, 
habitat modification to remove nearby 
wooded or brushy areas is all that is 
necessary. Sometimes the problem 
and solution are glaringly obvious.  For 
example there is no perimeter fencing on 
the north side of KCEU, which is parallel 
to the runway and adjacent to a 60 acre 
forest owned by Clemson University.  The 
primary attraction here for the deer was 
the clover growing unabated next to the 
runway on both sides.

Incredibly, chasing deer off runways with 
a vehicle before take-offs and landings 
is the most widely used method today. 

cont. page 52►
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Noise makers are only effective for short 
periods because deer grow accustomed 
to the disturbance. Harassment and 
pyrotechnics are used at some airports, 
but have proven to be only partially 
successful: the method is not practical 24 
hours a day and not all deer respond to 
these deterrents.

Fencing has been an effective but 
expensive management tool for excluding 
deer.  But expensive is relative.  The 
damage to my Mirage would likely equal 
the cost of installing a perimeter fence at 
KECU.  Fences must either be between 
eight and 10 feet tall or, if shorter, electrified. 
All fences should be maintained so that 
deer cannot crawl underneath.  

Wildlife managers, according to the 
AOPA article, generally concur that the 
only practical, humane way to remove 
a herd inhabiting an airport may be to 
cull the population using hunters or 
sharpshooters. Several U.S. airports have 
had to resort to this method of control in 
recent years because of a large population 
on airport property.  For many fields deer 
strikes have become the number one 
safety issue.

Avoidance
To avoid an animal strike, first know 

which of the airports you frequently 
use are most likely to have deer. Check 
with the appropriate FAA Airport/Facility 
Directory (A/FD) for warnings about deer 
populations. KCEU had no such warning, 
although the folks in the FBO if asked 
would have disclosed the prior incident 
with Coach Bobby Bowden -- if they had 
been asked.  AOPA’s Aviation USA also 
has specific warnings for deer at airports, 
but again none at KCEU, even after 
my incident.  When possible fly during 
daylight hours 
as most strikes 
occur at night 
and at twilight, 
particularly during 
autumn.  

Paperwork
If you are involved 
in a deer or other 
wildlife strike 
accident, be sure 
to fill out the FAA 
Form 5200-7.  The 
form is available 
on the web in a 
format that can 
be completed on-
line. Reporting 
all wildlife strikes 
will eventually re-
sult in a strong 
database that can 
be used to assist 
wildlife biologists 
and airport man-
agers to prevent, 
or at least greatly 
reduce, future 
strikes. And al-
though I have 
fussed about my 

insurance premiums since purchasing my 
2005 Mirage, I will never do so again.  

One final note:  for me the worst part 
of the whole experience in many ways 
was the delay in getting back in the air.  
Repairs on my plane were not completed 
until mid August. With the poor economy, 
manufacturers simply did not have all the 
necessary parts in stock.
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Malibu Maintenance
Installing Salvage and Surplus Parts on Your Aircraft

Kevin Mead

Installing salvage (used) or surplus 
(new, but sold through a surplus dealer) 
parts on your aircraft has become 
controversial. Fearful of liability, some 
shops will not install such parts under 
any circumstances. Others will insist 
that a part be certified by others before 
installing it. My opinion is that using these 
parts can be a viable option to keep your 
plane flying when factory new parts are no 
longer available or not readily available, to 
save expense, or to get you going in an 
emergency, 

You Want What?  By When?
While I would always prefer to use new 
factory parts, this option is not always 
viable. This does not only affect the oldest 
members of the fleet, but can include 
parts for aircraft fewer than ten years old. 
Some replacement parts are simply not 
available from Piper at all and never will 
be again. Examples include windshield 
hotplates and Gar Kenyon gear parts. 
Others parts are available in theory but not 
really in practice. These fall into the “Quote 
to Order” category: parts that Piper no 
longer routinely provides. In theory, upon 
request, Piper will go out, find a vendor to 
make the part, and get back to you with 
a lead time and price, at which time you 
can decide if you would like to initiate an 
order. In practice, this process takes many 
months at a minimum; well over half of the 
parts I have ever tried to get this way have 
never resulted in a quote. 

New is No Guarantee
Note that exclusive use of factory new 
parts does not eliminate risk. I always 
have a stack of warranty claims (for 
all manufacturers) on parts that were 
faulty out of the box or failed soon after 
installation. For example, last year on 
two different factory reman engines, we 
had exhaust pieces that developed holes 
within 70 hours of operation. And close 
examination of your airframe logbook 
may reveal that Piper replaced parts on 
your new aircraft before the airplane ever 
left the factory or immediately following 
the delivery flight to the dealer.

So why not just use overhauled parts 
when new ones are not available? Unlike 
many other aircraft with larger fleets, the 
PA46 is not serviced by a huge network of 
overhaulers. If you condemn the landing 
gear on a Citation, you will likely have a 
Rolodex full of shops that will recondition 
that gear. You may be surprised to 
learn that no overhauler exists for PA46 
gear; replacement with a new part after 
considerable waiting time is the only 
option. 

Weighing the Options
In cases where the part is still 
manufactured by Piper but has a long 
lead-time, the cost of aircraft down time 
must be weighed against the risk of using 
a salvage or surplus part. 
Anyone who has serviced the PA46 for 
long knows that certain parts, including 
some parts in high demand, can routinely 
have factory lead times of 120 days 
or more. I have waited as long as eight 
months for some parts. Sometimes, 
you just have to wait, but other times 
alternatives exist. For example, we got 
tired of enduring wait times of several 
months for throttle brackets, so I acquired 
some salvage units, had them tested and 
certified, and have them on hand to keep 
planes flying. 

Sometimes, factory new parts are 
prohibitively expensive. This can be 
especially true for cosmetic pieces; I 
personally have no qualms about using 
salvaged or surplus parts such as light 
bezels, window shades or armrests. I 
have also relied on used cowlings and 
panels over the years. These can easily 

be evaluated for damage and can often 
be obtained for a fraction of the cost of 
new. 

I also believe it can be appropriate to install 
used parts on aircraft that are stranded 
and need to get home. Most owners do 
not have the luxury of waiting a week or 
more for parts to arrive at a remote airport.  
If I can install a used part to get someone 
home or to a qualified maintenance facility 
where a new one can be installed later, it 
makes sense to do so. 

Common Sense
Of course I do not advocate installing just 
any old part. Common sense, familiarity 
with the aircraft and experience must be 
used to evaluate whether a given part is 
suitable for a given circumstance. I never 
hesitate to use a new surplus part as long 
as that part is not rubber or some other 
material with a shelf life.  

The use of used parts always requires a 
little more thought than using new. Is the 
part one that seldom fails? If so, a salvage 
part is worth considering. Does the part 
have a poor longevity record on the 
Malibu? Then a salvage part is likely to be 
in equally bad shape as the one you want 
to replace. How long will the part have to 
remain in service? Sometimes this is only 
a few hours, as in an emergency when 
you just need to get a stranded plane 
to a repair facility. Can the part be sent 
for testing and certification? Is the part 
cosmetic? 

The bottom line is that sometimes using 
factory new parts is not an option. 
Grounding a plane for an extended time 
for lack of a new part makes little sense 
when adequate used or surplus new parts 
are available.

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.
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cont. page 56►

Egypt in a Mirage: 
Meet the Pharaohs

Thierry Pouille

Jeffrey Ying and his wife Rene joined 
Air Journey’s second Around the World 
voyage for 11 weeks of flying adventure 
across the globe, ultimately visiting 
27 countries. This is the tale of their 
adventures in Egypt in Mirage N9258QC, 
in their own words. 

The Arab Republic of Egypt is located 
in Africa, but has always been a 
transcontinental nation, with Israel, Sudan 
and Libya as neighbors. The population is 
now over 79 million.  The country is best 
known for its ancient civilization, boasting 
some of the world’s most famous 
monuments including the Giza pyramid 
complex, the Great Sphinx, Karnak, and 
the Valley of the Kings. All of the above are 
visited during the Air Journey adventure. 

Switching Destinations
Initially when the Journey left Quebec 
City, our first point of interest in Egypt 
was supposed to be Alexandria to visit 
the famous library; and of course we 
planned a side trip to the pyramids. 
However, en route Air Journey switched 
the Alexandria stop to Cairo because the 
airport arrangements in Alexandria were 
not satisfactory. The authorization to land 
in Cairo was no problem. 

Our first encounter with Egypt was in 
Istanbul during a detailed briefing of the 
800-plus mile flight to Cairo International 

Airport. The route offered nothing special, 
with the exception of the unusual pilot 
request for entry into Cypress air space 
because Turkey does not provide a 
handoff. That request had to be made 
about five to ten minutes prior to entering 
Cypress air space. While a non-event, 
forgetting the request will attract a 
rather dear conversation with a Cypress 
controller. 

The endless vista of sand when flying into 
Egypt from the Mediterranean is stunning, 
with the dark blue of the sea contrasting 
sharply against the uniform beige of the 
coastline. Beauty aside, we soon got 
plenty busy with the arrival.  Cairo is a 
big international airport with a long arrival 
procedure that took us nearly over the 
airport before sending us back over the 
sand to line up for the ILS to runway 23.  
Due to the high temperature the runway is 
over 11,000 feet long. In the turmoil of a 
noon arrival we had a bumpy approach.  
While we flew the ILS for procedural 
purposes, the weather was clear, if a little 
hazy. We arrived with a firm touchdown. 

We first had to find where to park. A follow 
me car fortunately came along, but the 
taxi was a long ride traversing most of 
the airport crossing the east/west runway. 
After parking and shut down, we opened 

the doors to experience temperatures 
registering 120 degrees. We hid under 
the wing waiting for avgas fuel, which 
was pre-arranged by Air Journey. Fueling 
went fairly quickly. We were whisked to 
the general aviation terminal at other end 
of the airport to process our paperwork.  
All went smoothly because Air Journey 
had secured all of the authorization visas 
prior to our arrival. In addition the process 
was facilitated by our clothing: while 
flying through the Middle East Air Journey 
recommend for the crew to wear uniforms 
consisting of white shirts, epaulets, black 
pants, polished shoes and a hat.

The drive to the hotel was uneventful on 
the busy streets across the Nile to the 
Mena House Oberoi hotel.  Imagine a 
group of tourists walking into the lobby of 
the hotel dressed up like airline crew. We 
were met at the hotel by an Air Journey 
escort who had arrived a bit earlier, which 
in fact was the case at every stop. Our 
room faced the pyramids. 

We were soon ready for our 7:30 pm 
dinner, which included a Light and Sound 
Show in front of the pyramids and Sphinx 
on the Giza Plateau. What a great way to 
experience these ancient wonders. Our 
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stay in Cairo also included a visit to the 
British Museum of Egyptian Antiquities; 
and a little encounter with shopping in the 
Souks. 

Valley of the Kings
With Cairo behind us we prepared to 
depart for Luxor and the Valley of the 
Kings. Air Journey provided us with a 
detailed briefing the night before the 
flight.  Shockingly, no snow, rain, fog or 
thunderstorms were predicted along the 
route. The flight plans were filed for us 
so we simply had to show up for the ride 
to the airport.  Our time at the field was 
minimal: the usual pit stop and a transfer 
to the plane.  We loaded up, did our pre-
flight and requested our clearance. 

Luxor is located about 275 nm directly 
south of Cairo, roughly a 1.5 hour flight 
in the Malibu. But what a memorable 
275 miles, passing along the deep-blue 
Nile, banks green with planted fields, 
arid desert pushing in relentlessly on 
both sides. We were flying over an azure 
highway with green borders embraced by 
desolation. Landing was again uneventful 
on a long runway, followed by a taxi ride 
to general aviation.  As Luxor offers no 
avgas, we proceeded directly to the hotel. 

As a side point, entertaining the idea of 
flying Around the World in an avgas-
powered aircraft required much advanced 
planning and strategy. A supply of avgas 
is not guaranteed in many places and in 
others is simply not available. In Luxor, 
we fueled upon departure with 40 gallons 
using our turtle pack folding bladder in 
the cabin, allowing us to fly to and refuel 
in Sharm el Sheikh en route to Dubai. 

Our next three nights in Luxor allowed us 
to discover intriguing cultural elements of 

ancient Egyptian society and the way of 
life during the time of the pharaohs. We 
first visited the temple of Luxor and Karnak, 
followed by a refreshing cruise on the Nile.  
That in turn led us to the extraordinarily 
hot Valley of the Kings where most of the 
pharaohs were entombed. 

Big Dreams
The rich and long history of the region is 
fascinating, but not the focus of this article.  
I urge you though to pick up a book when 
you have a moment and just glance at 
the region’s amazing contributions to 
human history.  In addition to the obvious 
attraction of millennia of history was for 
us the challenge of flying beyond our 
normal comfort zone.  What better way 
to create that challenge than by flying in 
the Middle East, and around the globe, 
back to our home base in California?  But 
if you are not thoroughly familiar with all 
the rules you had better join forces with 
someone who is knowledgeable in the 
ways of global aviation.  For us that was 
Air Journey, who helped us prove that big 
dreams can and do happen in the Malibu 
Mirage. 

Preparation
Flying around the world requires extensive 
preparation. Air Journey decided a week 
before departure to provide each crew with 
an iPad for sharing briefing documents, 
approach plates, flight plans and enroute 
charts. That certainly removed the clutter 
of the cockpit, provided us with up-to-date 
information and rather easily accessible 
documents in the flight. 

Prior to the journey we all secured the 
required databases for our various 
panel-mounted GPS units and electronic 
charts. As a backup we carried, as highly 

recommended, a backup handheld GPS, 
in our case the Garmin 696. We decided 
against carrying paper charts for the 
whole program because of their bulk and 
difficulty in updating along the way. 

Flight Planning

Air Journey used the Euro flight plan 
website to validate and file each one of the 
legs of the journey up to Egypt. The beauty 
of the program is simplicity, one result of 
Travis Holland’s signature contribution 
to the website’s development. Travis 
simplified tremendously the workload of 
the pilot and any organization supporting 
the pilot. What we file is usually what we 
get. 

ATC

The language of aviation everywhere is 
English. Even considering accents, the 
adjustment along the way was easy. The 
most difficult for us were Pakistan and 
India, but more to be said on that in a later 
article. 

Customs

Nowhere during the journey did we 
have remove luggage from the plane to 
clear Customs. That experience would 
be considerably different in the absence 
of detailed planning like that done by 
Air Journey. Regarding landing fees 
and parking, usually two choices were 
available.  One possibility was making 
a local payment with a credit card.  But 
an easier way was for our international 
handler to dispatch payment from the 
deposit we had provided them prior to 
departure.
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Currency

Air Journey handled all tips so we had 
no need for local currency on arrival and 
departure.  Converting currency during 
our various stays if necessary was easily 
done at our hotels or local banks.

Accommodations

Cairo and Luxor offer a large choice of 
accommodations ranging from the large 
familiar international properties to local 
boutique hotels. Air Journey reviews them 

all; location is important. If you return 
on your own, we highly recommend the 
Mena House Oberoi in Cairo and the 
Winter Palace hotel in Luxor. 

Next Up
As we voyaged eastward the number of 
tales to be told continued to grow.  We 
look forward to sharing them with you 
in subsequent issues of the MMOPA 
Magazine.  Stay tuned for adventures in 
Dubai, Oman and India.

Thierry (Terry) Pouille is president of, and the 
leading force behind, Air Journey LLC.  He 
personally organizes every excursion, and 
always looks for new ideas, new places to visit 
and new destinations.  Thierry has accumulated 
34 years of flying, in which time he has flown 
to most of the Caribbean Islands, all of the 
countrieds 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
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New Members 
From M•MOPA Headquarters

Russ Caauwe, Executive Director

Mark Elwood
N465ME

Birmingham, AL
Mark has a Meridian.  He is self-

employed.

Timothy Ray
Stockton, CA

Timothy is a retired Police officer.  He 
holds SEL, rotocraft, and Instrument 

ratings.  He has over 1200 hours.

Howard Wolvington
N60PB

Issaquah, WA
Howard is a Corporate pilot.  He holds 
ATP/CFI-CFII-MEI ratings.  He has over 

10,000 hours.

Howard A. Hermel
N221PP

St Peter, MN
Howard rejoins us after a couple years 

hiatus.  He has a Malibu and has 
over 4800 hours. When I was young, 
my favorite candy bar was made by 

Howard’s company.  I think it was called 
“Cherry Mash”.  Right Howard?

Randy Morgan
N536SB

Kennett, MO
Randy is Chief Pilot for MACO 

Companies.  They have a Mirage.

Keith Courts
N30983

Midland, TX
Keith has a Meridian.  He has over 560 
hours and holds an Instrument rating.

Moazzam Ali
Union City, NJ

Moazzam is a Systems Analyst.  He 
has over 1000 hours and holds ASEL 
AMEL Instrument ratings and holds a 

Commercial license.

Chuck Piluso
N323MA

Manhasset, NY
Chuck has a Mirage.  He is CEO of Data 
Storage Corporation.  He has over 690 

hours.

Art Fritzson
N22CX

Fairfax Station, VA
Art has a JetProp.  He has over 550 

hours and holds ASELS and Instrument 
ratings.  He is Sr. Vice President of Booz 

Allen Hamilton.

Ron Davis
N113WB

Lenexa, KS
Ron has a Mirage.  He has over 1650 
hours and holds SEL and Instrument 

ratings.

Ed Hasler
Northville, MI

Ed is a business executive with Cooper 
Standard.  He has over 3600 hours and 

holds an ATR.

John George
VH-NGG

Adelaide, Australia
John has a Meridian.  He has over 1700 
hours and holds a Private license with 

and instrument rating.

Richard Friesen
Abbotsford, BC, Canada

Richard is a farmer.  His company is 
Friesen Group of Companies.

Kent Jackson
N526JM

Shawnee, KS
Kent is chief pilot for Blue Feather 
Charter, LLC.  He flies a Meridian.

 

George Mulligan
Friday Harbor, WA

George is a charter pilot.  He holds ATP 
and has over 8000 hours.

Jim Mlinar
Hudson, WI

Jim’s company is Metals Marketing, Inc.  
He has over 3500 hours and holds an 

ATP rating.

Bill Forbes
Scottsdale, AZ

Bill is Avionics Manager for Executive 
Aircraft Maintenance.

David Wheaton
N9268R

Tulsa, OK 74132
David holds a Commercial licenese 

with Inst, Multi and NB25 ratings.  His 
occupation is investments.

Walter Villaume
Irvine, CA

Walter is a Consultant.  He has over 1400 
hours and holds Commercial, IFR and 

Multi.

Greg Coleman
Cedar Park, TX

Greg is an Attorney with Yetter Coleman 
LLP.

Douglas Desjardins
College Park, MD

Douglas is an Attorney at Clapp, 
Desjardins & Ely.

Jason Perkins
N4190W

Edmond, OK
Jason is an Engineer.  His company is 

Raptor Petroleum.  He has a Mirage and 
has over 350 hours.

James Talen
N924T

Rochester, MN
James has a Mirage.  He is a banker.  He 

has over 1400 hours.

Brian Comstock
N4421R

Louisville, KY
Brian’s company is Comstock Brothers 

Electric.  He has a Malibu and has a 
Comercial license  with Mult and IFR 

ratings.
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Kevin Mulheron
N994MA

Fredericksburg, VA
Kevin is a masonry contractor.  He has a 

Meridian and has over 1352 hours.

Barry Dueck
Maynards, Barbados

Barry is President of CEO Wealth 
Management Inc.

Ray Steinhauser
Ashland, OH

Ray is a Physician.

Peter Boeck
Santa Rosa, CA

Peter rejoins us after a year hiatus.  His 
company is Redwood Development.  He 

has a JetProp.

Ben Stevens
N85PG

Huntsville, AL
Ben rejoins us after a 5 yr hiatus.  

Welcome back Ben!  Ben is a Real Estate 
Developer.  He has a Malibu.

Chris Carlson
Cincinnati, OH

Chris has over 750 hours.  His company 
is Ohio National.

Pantelis Vassiliou
Tucson, AZ

Pentelis is CEO of ReliaSoft Corp.  He 
has a Meridian.

Leo Lee
N1868W

South El Monte, CA
Leo has a Meridian.  He is President of 

JetWorld, Inc.  

Mark Onyett
N926AD

Nottingham, UK
Mark has a JetProp.  He is CEO of TDX 

Group.  He has over 500 hours and holds 
PPL and IR ratings.

Clarence McAllister
Phoenix, AZ

Clarence’s business is Fortis Networks.  
He has a Mirage.

Mike Higgins
N1052L

St Paul, MN
Mike has a Meridian.  His company is 

Exclusive Aviation.

Craig Schutte
N213JP

Jesup, IA
Craig has a Malibu.  His partner is Kent 
Schutte.   Their company is Educators 

Financial Services.

Russell Stankiewicz
Lewisburg, PA

Russell is a Physician.  His company is 
OB/GYN Associates of Lewisburg, P.C.
He has over 2200 hours and holds SEL 

and Instrument ratings.

Daniel Moore
N4375P

Elizabethton, TN
Daniel holds ATP and IFR ratings.  He 

has over 6000 hours.  His company is the 
Watauga Flight Service.

Sean Harding
Whitchurch, U.K.

Sean is CEO of SpliceCom Ltd.  He holds 
JAA and PPL/IR ratings.

Edward Fiscella
Newport News, VA

Edward is a Contractor.  His company is 
VEI Homes.

Keith Bradshaw
N58VJ

North Miami, FL
Keith holds a Commercial license with 

an instrument rating.  He has over 2780 
hours.  He is in the Insurance business.

Roger Domres
N311JF

Minot, ND
Roger has a Mirage.  He is Self 

Employed.  He has over 1000 hours and 
holds a Private license.

Richard Wheeler
Oak Hill, VA

Richard’s company is WAS Inc.  He is 
an engineer.  He has over 700 hours 

and holds a Commercial license with an 
Instrument rating.

Greg LaPoint
N595SM

Holland, OH
Greg’s business is LaPoint Discount.  He 

has a Mirage.  

Mark Wolper
Los Angeles, CA

Mark is a Film Producer.  His company is 
The Wolper Organization.

George F. Cudahy
N5YG

Anthony, NM
George is manager of  American Eagle 
Brick Company.  He has a Mirage, and 

has over 3800 hours.

Brett Woods
Boise, ID

Brett’s company, Western Aircraft is a 
Piper Dealer.

Richard Visscher 
Kelowna, BC Canada 

Richard is a Structural Engineer.  He 
has a 550 Malibu.  His company is ROV 

Consulting, Inc.

Timothy Griffin
N3117S

Boise, ID
Timothy’s company is Jetstream Aviation, 
Inc.  He has over 6000 hours and holds 

ATP, CFI, CFII, MEI and A&P ratings.

Stephen Honczarenko
Ringwood, NJ

Stephen’s company is Progressive 
Ruesch.  He is an Engineer/CEO. His 
ratings are: Helicopter, Inst, Comm, 

Airplane SEL.

Don Vogt
Omaha, NE

Don is Manager of Skyware.

Russ got his Private license in Norfolk, Nebraska 
at the age of 17.  At 19 he joined the USAF and 
was a Radar mechanic for 2 years until being 
accepted into the Aviation Cadet class 53-F.  He 
served as a pilot, flying F-94’s and F-89’s in the 
82nd FIS and 76th FIS in Iceland and Presque Isle 
Maine. Upon return to civilian life he was an IBM 
Customer Engineer for 10 years, then started 
his own data processing company, doing billing 
for Independent telephone companies.  In the 
late 90’s he sold his company to his partner and 
remained active flying the company ’84 Malibu 
and later the ’89 Mirage.  In 1998 he became 
Executive Director of MMOPA.
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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
For 25 years, Spruce Creek Fly-In Realty has 
proudly served the Spruce Creek community. 
As we celebrate this important milestone, all 
of us wish to say “Thank you” for helping to 
make our business such a success. We look 
forward to meeting and serving new neighbors 
and friends, and to continuing our support of 
the Spruce Creek Fly-In Community.  Spruce 
Creek Fly-In Realty Celebrating its 25th 
Anniversary Servicing The Spruce Creek 
Community.

America’s Premier #1 Fly-in and Country Club Gated 
Community with its 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
Email: sales@fly-in.com
800-932-4437 or Evening 386-761-8804
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Training Companies  ...

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.

Aircraft Training Services, LLC.
Shawnee, KS
(913) 908-7752

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

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

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

Travis Holland
Holland Aero
www.holland.areo
360-734-8417
JetProp initial and recurrent training and ferry and 
pre-purchase services offered in USA, Europe, Asia, 
or South America at your location.

21th Annual Convention
Sept. 14-17, 2011
Homestead Resort
Hot Springs, VA

Helpline ...
620-728-8634

Events Calendar
MALIBU/MIRAGE SAFETY & TRAINING FOUNDATION  SESSIONS

SAFETY SYSTEMS / MAINTENANCE SESSIONS:

March 11 – 12
Horseshoe Bay, TX 
Horseshoe Bay Resort Airport (DZB)
Marriott Horseshoe Bay Resort 

April 29 – 30
North Myrtle Beach, SC
Grand Strand Airport (CRE)
Marriott Resort and Spa at Grande Dunes

July 15 – 16 
Santa Rosa, CA (NAPA Valley Area)
Charles M. Schultz - Sonoma County 
Airport (STS)
Hilton Garden Inn Sonoma County 
Airport 

August 12 – 13
Olathe, KS
Johnson County Executive Airport (OJC)
Marriott Kansas City Overland Park

February 17 – 18 – 19
Henderson, NV
Henderson Executive Airport (HND)
Hampton Inn & Suites 

November 10 – 11 – 12 
Vero Beach, FL
Vero Beach Airport (VRB)
Vero Beach Resort & Spa 



62 WINTER 2010

Advertisers’ Index ...

Disclaimer
The comments, articles, stories, letters and information contained in this 
magazine are the personal opinions of  the writers and are not to be construed 
to be-official policy or commentary of the Malibu-Mirage Owners and Pilots 
Association.

Neither the Association nor its directors, officers nor the Publisher give any 
official sanction to any articles, stories, letters or information contained 
herein.

THE PILOT-IN-COMMAND IS RESPONSIBLE FOR THE SAFE AND PROPER 
OPERATION OF HIS/HER AIRCRAFT AND IT IS THE RESPONSIBLILITY OF THE 
PILOT-IN-COMMAND TO OPERATE THAT AIRCRAFT IN COMPLIANCE WITH 
THAT AIRCRAFT’S PILOT’S OPERATING HANDBOOK AND OTHER OFFICIAL 
MANUALS AND DIRECTIVES.
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