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Important Changes at Piper
I think almost everyone was caught off guard by Piper Aircraft’s October 
announcements that it was suspending the development of the single-
engine jet and reorganizing its top management. My interview with new 
President & CEO, Simon Caldecott, is published separately in this issue. 
Hopefully, it will serve to introduce him to our members and provide some 
insight into these important changes. 
 Mr. Caldecott and I met in mid-December to discuss how Piper and 
MMOPA would work together going forward. He was very generous with his 
time and as our discussions progressed, did not hesitate to include other ex-
ecutives in our talks. I am happy to report that Piper is anxious to remain en-
gaged with MMOPA where our mutual interests overlap, and Mr. Caldecott 
recognizes the value of our association to Piper and their PA46 customers.
 Though recent events have been disruptive for Piper, my perception is 
that overall they are probably good for MMOPA and PA46 series aircraft 
owners. With the jet program shelved, Piper has adopted a strategy of 
product improvements within their existing line of PA46 aircraft. 

Safety & Training Survey
In November, after months of research into accident stats, recommenda-
tions from our Safety Committee for changes and improvements, and 
lively discussions at the convention and on the forums, MMOPA launched 
an online survey to solicit the input of our all members on a wide range 
of questions and preferences. This data will guide the Board in important 
decisions that will be made this year. Our survey drew 400 visits to the 
website, 300+ responses and 257 completions. 
 It is gratifying to have evidence that a large portion of our membership is 
committed to improving the safety of our fleet. A copy of the survey results 
is now posted on the mmopa.com website, in the Resources section. Hope-
fully, this data will provide insight beyond our individual preferences and 
help us better understand the perspective of the entire association. I hope 
everyone will read it to better inform our discussions.

Website Updates
The MMOPA website continues to grow in popularity and usage by our 
members. In addition to the popular forums and Resource Library, mem-
bership renewals/dues processing, event registration and payment, and 
member profile management are all done now on the Website. Please utilize 
these features to reduce the manual “back-office” burden on the association, 
and make sure we have your current contact information.  
 We recently added a Service Provider directory that makes it easy to find 
PA46-qualified service close to you. The Training provider listing has also 
been implemented in the same directory format, making it easier to identify 
training resource location, certifications and expertise.  A PA46-centric Prod-
ucts directory will be introduced in late January – this is the most ambitious of 
the directories and will greatly benefit from member and vendor submissions, 
which the website administrator will vet for completeness and categorization. 
 The upgraded website was launched in March and included a teaser 
about a “Coming Soon” weather feature.  This new Weather Dashboard is 
exclusive to MMOPA and will assemble all the best weather data from the 
web and present it in a user-customized format to make your trip planning 

a breeze. Tom Kieffer and his team are intent on refining this new feature 
and will appreciate your suggestions.

MMOPA Board Objectives for 2012
The slate of business for the Association is very full. Here are some of the 
major topics that the Board will be addressing:

• A Board committee will be formed to begin the hard work of establish-
ing our Voluntary Training Standards (VTS). Generally, this will involve 
reviewing other successful type-specific safety programs for relevant best 
practices, combined with ideas from our own expert instructor commu-
nity, as well as some expert outside resources. As the plan develops, others 
will be drawn into the process in review and advisory capacities. Our 
objective is to present draft standards by the September convention.

• With Russ Caauwe’s coming retirement, the Association will be reorga-
nizing our business structure. Even before Russ’s announcement, the Board 
had authorized investigating the strategy of separating out the office/
clerical responsibilities and defining a part-time position for an Executive 
Director, more along the lines of other non-profits. Frankly, MMOPA is 
now of a size and scope that it is no longer possible for volunteer officers 
and directors to see to all of the day-to-day functions of the Association. 
I will be drafting a job description for this position, and after the Board’s 
review, we will begin a search.

• Our Marketing Committee will be working on finding new and creative 
ways to expand our base of members. Currently, about 55% of US-based 
PA46 owners are also MMOPA members. We will be looking to expand 
that with cooperative programs with Piper, more aggressive promotion of 
MMOPA benefits to non-members, trial memberships, etc. A recent forum 
thread contained many good ideas on this topic and they will be incorpo-
rated into our work. 

• All the details of transitioning of our Safety & Training programs from a 
separate foundation to an internal operation of MMOPA are not complete. 
But, I think it is safe to say that we can make significant improvements to 
that program and lower its costs, thereby reducing the huge subsidy it has 
required for many years. 

• With a broader base of members, lower Safety & Training costs, we will be 
reviewing the cost of our membership dues, currently $250 per year. Even 
with funding an expanded role for our Executive Director, I am hopeful 
that the net budgeting will allow a significant reduction. While the current 
membership fee is a bargain, I also believe a lower admission price may help 
us attract more new members.

 As you can see, it will be a very busy year. You can help by staying en-
gaged, privately by communicating to our directors, and publically by your 
participation on our forums. 

Jonathan Sisk is an entrepreneur, the CEO of Audio Authority Corp in Lexington, Kentucky, an 
electronics manufacturing company that he founded in 1976. Jon became a Malibu owner and 
MMOPA member in 1998. He currently a flies a 2008 Meridian. “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! Jon can be reached at jsisk@mmopa.com or 859-351-5429.

FROM THE 
PRESIDENT
By Jon Sisk

FROM THE PRESIDENT
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Garmin’s 
Newest 
Portable GPS
After the movie Avatar, it seems everything is better in 

3D, including the GPS information displayed on the new 

Garmin Aera 796. The hot new handheld from aviation’s 

king of global positioning shows the surrounding terrain 

in multiple dimensions, a feature previously available only 

on top-line panel-mounted GPS displays. Slide your finger 

across the touchscreen and see what you’re about to fly 

over, including obstacles and runways. Garmin’s forward-

looking terrain-avoidance capability is displayed in 7-inch 

diagonal high-definition brilliance and is refreshed at a 

rate of five times per second.

 And equally important, the new 796 qualifies as either 

a Class 1 or Class II electronic flight bag, immensely reduc-

ing the need for paper, including charts. VFR sectional 

and IFR enroute charts come preloaded. Garmin Fli-

teCharts provide approach plates and airport diagrams 

for the U.S.  International pilots may prefer Jeppesen’s 

ChartView service for global geo-referenced charting 

capabilities.

 The Aera 796 also includes a document viewer which 

can pull up your aircraft’s POH and  weight-and-balance 

info as well as any custom electronically formatted materi-

als you’ve downloaded to the device.

 Rounding out the new handheld’s talents are SafeTaxi, 

NEXRAD and 170+ channels of XM digital music, news 

and other programming.

 See all the data at Garmin.com or call 913.397.8200.
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FIRST LOOK

Build the Best Bush 
Plane in the World  

Six years ago, Glasair Aviation unveiled Two Weeks to Taxi, a program that allows even a rookie to 
build a Sportsman 2+2 in just two weeks. The high tech Sportsman features a composite fuselage, 
a glass cockpit, leather seats and a choice of 180- or 210-hp Lycoming engine up front. The Sports-
man can easily be converted from a tail dragger to a nose dragger and is equally as happy on floats 
or skies as it is on wheels. Performance numbers resemble a Super Cub, but the Sportsman can 
move you and three more souls around at more than 145 knots TAS and is fully IFR capable.
 More than a 150 of these aircraft have been completed and are now in service. Most custom-
ers say that they’re a better pilot now that they’ve built their own airplane.  
 To avoid 2012 price increases, have Santa sign you up for Two Weeks to Taxi now and save as 
much as $10,000. Get the complete picture at TwoWeeksToTaxi.com or by calling 877.798.8988.
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FIRST LOOK

A
You Oughta 
Be in  
Pictures
Now it’s easy to relive 
your adventures, thanks 
to the new NFlightcam 
video camera systems.  
It’s a piece of cake to use. 
The ultra-wide 170-de-
gree lens provides sharp 
detail of your landing at 
an interesting location, 
your first solo flight or 
your latest aerobatic ac-
complishment. The GPS 
model logs your exact 
location as it records. 
Play back your video 
alongside speed, altitude 
and position readouts on 
Google Earth maps.
The NFlightcam weighs 
4.2 ounces and operates 
for up to two hours on a 
single charge. Easy trans-
fer makes great viewing 
on your computer or big 
screen TV for the ultimate 
ocular enjoyment!
Available at Sportys.
com or by calling 
800.776.7897.

If you missed the  
aerial combat of  
World War II,  
you’ve got a  
second chance to  
get real close and  
personal to all the action.  
Red Tails, the Lucasfilm feature highlight-
ing the story of the Tuskegee Airmen, will 
hit theatres right after the first of the year. 
The studio which brought you Star Wars 
now slips you into the cockpit of a P-51 
to take on Me-109s and Me-262s galore. 
Reality required the dogfights and air-to-air 
sequences to be digital, but the results are 
surely the closest we’ll come to seeing, hear-
ing and feeling the historical significance of 
America’s first black fighter pilots. See it at a 
theatre near you beginning Jan. 20.

Telex is All Ears
A new design in headsets for turbine pilots is drawing its share of 

attention. The Ascend from Telex has a five-pin XLR (Airbus type) 

connector for comfortable cockpit active noise reduction.  A quick 

swap-out, and the Ascend can connect to stereo entertainment, iPad 

or MP3 players for passengers in the cabin. The new headset can be 

powered off the microphone plug or a rechargeable battery, again, at 

the pilot’s choice. Use the Ascend to speak with ATC, then convert it 

to listen to music on a layover. Best may be the fact that the Ascend’s 

earcups pivot a full 180 degrees, enabling the headset to fold flat for 

compact storage. Learn more at Telex.com.

Point and Shoot cameras just keep getting more amazing, and that’s certainly the 

case in point for the new Canon Powershot G12. Canon’s Powershot G-series is a 

stalwart of the high-end compact camera market. Originally designed to offer film 

SLR users a (relatively) affordable ladder into enthusiast digital imaging, over the 

past 10 years G-series cameras have evolved to become what they are now aspi-

rational, high-quality compact cameras and attractive second bodies for existing 

DSLR users, fitting into the niche between “mainstream” compact offerings and 

small DSLRS. The G12 can shoot RAW + JPEG at the same time and has 720p hi-def 

video capabilities. See it at USA.Canon.com or dial 800.652.2666.

Table Top Classic  
Four Four years ago, the 

largest peacetime gather-
ing of P-51s since World 

War II took place in
Columbus, Ohio. 

Officially referred
to as The 

Gathering of 
Mustangs

and Legends, 
the event brought

together the lion’s share of 
the world’s remaining airworthy

North American Mustangs as well as many of 
the pilots who flew them in combat. The event also attracted the U.
S. Air Force ‘s Heritage Flight Program and included appearances 
by the F-22 Raptor, the Thunderbirds and more.  Now über artist 
Paul Bowen has edited some of the finest aviation photos from 
the event and produced a coffee table book par excellence. See an 
incredible collection of P-51 Mustang images as well as prized shots 
of modern Air Force firepower in The Gathering of Mustangs and 
Legends, The Final Roundup. Visit GatheringFoundation.org to 
order online. Orders outside of the United States must be placed by 
phone: +1 407.846.7251.

Canon’s New Powershot G12

Two 
Tickets  
to a 
Dogfight
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LADIES’ CORNER

PAPERLESS POST
Send custom, personalized invitations 
and announcements online! Remember 
the days when everyone communicated 
using paper and ink? Correspondence 
was personal and intentional. Now Paper-
less Post allows you to bring that personal 
touch back. 
PaperlessPost.com

MANHATTAN 2800 ACOUSTIC 
SERIES BLUETOOTH SPEAKERS
Maximize gaming, music and movie 
experiences with the Manhattan 2800 
Acoustic Series Bluetooth Bookshelf 
Speaker system. Easily paired with 
computers and other Bluetooth-enabled 
devices, these speakers provide clear, 
wireless reception and quality stereo 
audio enjoyment. Manhattan-Products.com

LONGCHAMP TOILETRY BAG
This great toiletry bag from Longchamp 
holds everything you need when you’re 
traveling around the world in your plane. 
Store your makeup, jewelry or toiletries in 
this convenient portable bag that comes 
in a multitude of colors. 
Longchamp.com

THE COMPLETE 
SWISS ARMY KNIFE
This is the largest Swiss Army knife in 
the world, holder of the Guinness World 
Record for the Most Multifunctional Pen-
knife, with 87 precision-engineered tools 
spanning 112 functions. A perfect tool to 
keep in the plane! 
Hammacher.com 

DOGBRELLA 
It’s time to 
eliminate the 
excuse “It’s 
too wet for a 
walk.” This 
inverted um-
brella forms 
a waterproof 
cocoon 
around a 
small dog, 
enabling 
canine and master to maintain a walking 
regimen in inclement weather, shedding 
rain, sleet and snow while allowing an 
unfettered view of your walking com-
panion. The tip of the umbrella hooks to 
your pet’s leash to keep it from straying 
beyond its protective canopy. 
Hammacher.com

PERFECTEA MAKER II
Teavana’s new PerfecTea Maker II has 
arrived! It makes four 8-ounce cups of 
tea at once as it steeps tea quickly and 
allows it to drain out the bottom, strain-
ing the used leaves. Works perfectly for 
making hot or iced teas! Teavana.com

COLORFUL PASSPORT COVERS
Perfect gifts, perfect for travel, and not 
out-of-place in the most elegant settings 
in the world, these genuine leather pass-
port covers, by Baekgaard, will make 
you the envy of the airport. 
TouchofEurope.net

ORANGE 
GOLD LOGO 
MEDALLION 
BELT
For your styl-
ish friends 
and family, this belt is sure to please! 
With different colors, leather styles and 
buckles to choose from, the options are 
endless! ToryBurch.com

HOT APPS Available at your AppStore.

FOR THE TRAVELER:
Menu in Spanish? No prob-
lem. Point the app at it and 
watch Word Lens transform. 

The app is free; language packs are lim-
ited currently and available for $9.99. 

FOR THE PHOTOGRAPHER: Photo-
shop Express offers basic 
editing features, to make your 
pictures look even better! Best 
of all, it’s free. 

FOR THE SOCIAL
Tap your phone against another Bump-

enabled device and your infor-
mation (name, photo, email, 
phone numbers, Facebook, 
etc.) gets beamed over to the 
other contact list. 



Own the aircraft that’s ahead of its time
There’s only one company on the planet that has 100 years of continuous aircraft production. At DAHER-SOCATA,
this century of success is based on precision engineering, innovative design and a continuous passion for setting 
new standards.

Our milestones range from pioneering the high-wing airplane design and producing the world’s first business jet 
to developing the market-leading TBM family of very fast turboprop aircraft. Today, nothing comes close to the 
TBM 850’s combination of speed, efficiency, payload and reliability.

During DAHER-SOCATA’s centennial celebration, we’re offering the TBM 850 with its designed-in cruise speed of 
more than 320 knots, plus five years of comprehensive maintenance and a resale value that excels.

Isn’t it time to find out more about what the TBM 850 can do for you?

www.tbm850.com - Tel:  1 954 993-8477 (USA) - +33 5 62 41 73 00 (International)
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INTERVIEW

Q. How would you describe your manage-
ment style?

CALDECOTT: I tell people I’m firm, but I’m fair. 
In terms of leadership, I believe in having a clear 
vision, setting goals around that vision, and mak-
ing sure that everybody manages to that vision. 
And I believe in holding people accountable.

Q. What is it about your background that you 
think will have the most positive impact on 
Piper Aircraft?

CALDECOTT: I believe it’s my diverse experience 
in the aviation business, having been involved in 
everything from manufacturing and engineer-
ing to sales. In fact probably the biggest single 
thing is that I actually did a five-year engineering 
apprenticeship that had me working in every part 
of the business so that I understand all aspects of 
the aircraft business. I believe that will help im-
mensely here at Piper. 
 During my tenure at Raytheon Aircraft, I was 
responsible for assembly and testing of all prod-
ucts from the Bonanza and Baron piston family 
through the King Airs and all the way up to the 
Hawkers.

Q. MMOPA has seen a succession of leaders at 
Piper in the past few years – Chuck Suma, Jim 
Bass, Kevin Gould, Randy Groom, Geoffrey 

Berger and now you. Obviously, we have a 
strong self-interest in seeing Piper succeed. But 
to the outside observer, this turnover causes 
real concern for the stability of the company. 
How will you bring stability to Piper?

CALDECOTT: In terms of the CEOs and provid-
ing stability, I’ve been in this industry for 38 years. 
I’ve had responsibility covering nearly every 
aspect of the business. I’m very much a strategic 
person and believe in creating vision and goals 
and leading the team to that vision and goals. Our 
owner is looking for me to grow the business in 
terms of providing a better return on investment 
as well as increasing the revenue streams.  
 I started my career with the Hawker program 
and, under three different companies, stayed  with 
it for almost 35 years. I also was involved in a lot 
of other programs on my way. So I’m all for stick-
ing at something. I’m not one for jumping around 
from project to project. I’m here for the whole 
course.

Q. MMOPA and Piper have both benefit-
ted from use of the RACE system to improve 
customer service. But many of the suggestions 
were not able to get funding in the past, we as-
sume because of the resource demands of the jet 
program. Can we now expect a faster pace and 
better funding to address the RACE initiatives?

CALDECOTT: Actually, Jon, 80 percent of the 
occurrences of three or more have been ad-
dressed, and engineering changes implemented. 
We continue to work through RACE items. 
Typically, the pace has not been a resource issue; 
it’s actually been more on the development side to 
gather enough data to quantify the issue.

Q. With the transition to Aviall to manage your 
parts distribution, many of our members have 
experienced difficulties with parts availability, 
especially early in the program. What will you 
be doing to improve parts availability?

CALDECOTT: We have completed a thorough 
study this year covering the entire parts situation. 
As a result, we’ve hired experienced aftermarket 
professional Wes Norris, and one of his main 
focuses is to manage Aviall and ensure its service 
levels meet the requirements of our customers. As 
a result, in the past few months, we’ve been seeing 
better service levels out of Aviall than industry 
standards.

Q. How do you envision Piper and MMOPA 
strengthening ties in areas of mutual interest?

CALDECOTT: I see MMOPA as an important 
part of the Piper M-Class program in that you 
are an avenue that can provide feedback on our 
products. That’s important so that we, as a manu-
facturer, know what our customers want. And it’ll 
help us develop better products going forward. 
Generally speaking, we have many of the same 
goals and objectives that MMOPA does. We will 
continue the dialogue, and we continue to be in-
volved and engaged with MMOPA membership 
and encourage much more interaction between 
the two organizations.

Q. It would benefit MMOPA members for Piper 
management to use their own products to gain 

INTERVIEW WITH PIPER 
PRESIDENT AND CEO 
SIMON CALDECOTT 
BY JON SISK
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Aw
areness

Aw
areness

Now, more than ever, asset 
management is critical.

Pilots and owners flying thousands 
of hours throughout the world are 
already using our service  to avoid 
spending money unnecessarily.

Our trend monitoring program 
detects and diagnoses subtle 
changes in engine performance, 
often preventing secondary—
more costly—damage. 

Let us show you the many benefits 
of being vigilantly aware of your 
engine’s performance. 

Turbine Trend Analysis—
monitoring the most 
expensive component 
of your aircraft.

Monitor your engine.

P.O. Box 642 
Clovis, CA 93613

p  559.297.6490
800.297.6490
f  559.297.6499

thetrendgroup.com

Total Engine Awareness
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INTERVIEW

more insight into their customers’ ownership 
experience. Do you plan on using an M-Class 
aircraft for Piper corporate travel?

CALDECOTT: When appropriate and when 
available, my team and I use Piper products, 
including the M-Class aircraft, for our corporate 
travel requirements.

Q. The timing of the Altaire cancellation took 
many by surprise. Can you elaborate on what 
factors led to the decision to suspend develop-
ment of the Altaire program?

CALDECOTT: Jon, it really is pretty straight-
forward. The decision to suspend the pro-
gram indefinitely was made purely on market 
forecasts in that segment and current economic 
conditions in the industry.

Q. Can you explain the ownership structure 
of Piper now and how it ultimately relates to 
Brunei?

CALDECOTT: Piper has been an investment of 
the Government of Brunei since 2009. We are 
a stand-alone business, and I report directly to 
the Brunei Investment Agency, which is a divi-
sion of the Ministry of Finance. Previously, we 
reported through Imprimis, which is no longer 
involved in the decision-making process. The 
direct reporting relationship helps communica-
tions and contributes to greater accountability.

Q. What are the expectations of Piper owner-
ship for both the short and long term?

CALDECOTT: Basically, the Government of 
Brunei views Piper as an investment, both short 
and long term, and it is looking for a return 
on that investment. Piper is a valuable part of 
the government’s investment portfolio, and the 
government wants it to perform as  other invest-
ments perform.

Q. With Piper’s announcement to shelve 
the jet program and focus on improving its 
current line of aircraft, what sort of product 
improvements can current and future M-
Class owners look for in the near term, and 
long term?

CALDECOTT: You will see changes, but we are 
not going to provide advance details because 
of the competitive nature of those changes. We 
have met with and are listening to what our 
dealers and prospective new customers are 
telling us. We are building that input into both 
short-term and long-term product development 
plans.

Q. As a result of shelving the jet program, how 
many engineers brought in for the jet project 
have been laid off and how many are being 
retained?

CALDECOTT: Well, fortunately we let fewer go 
than we thought initially because we were able 
to keep some very talented individuals to work 
on M-Class improvements, our new engineer-
ing and manufacturing services initiatives, 
and on developing product improvements for 

our other aircraft lines, too. Of the 150 new 
engineers we brought aboard as employees 
originally for the jet program, we were able to 
find spots for about 30 of them.  
 Our new Piper Aircraft – Services business 
unit will perform manufacturing, engineering 
and technical services for other companies. 
Piper Aircraft – Manufacturing Services and 
Piper Aircraft – Engineering Services are pro-
viding such professional services to companies 
primarily involved in the aerospace sector. We 
are targeting other airframe manufacturers and 
component and aftermarket providers to supply 

those companies with a wide range of manufac-
turing, engineering and technical uplift.

Q. Do you expect any of the technology devel-
oped for the jet to filter down to improve the 
M-Class aircraft?

CALDECOTT: Absolutely, whether it’s im-
proved processes or even some of the design 
technology, we are looking at the things that we 
learned from the jet, and that’s one of the advan-
tages in retaining some of the engineering team 
from the jet and applying them to the M-Class 
aircraft line. 
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After more than a decade 
of production, the latest 
Piper has a great collection 
of new features.
BY JUSTIN LAZZERI

Now more than 11 years and 460 units into its production 
run, a comparison of the first Meridian to the latest-and-
greatest rolling off the assembly line shows fairly significant 
differences. A couple years back, Doug Pendleton did a 
comprehensive review of the changes made throughout the 
Meridian’s model years. With the release of new improvements 
for 2012, now is a good time to review where we’ve been and 
take an in-depth look at the next generation.

2001: Serial Number 4697003 
through 4697119
Starting with deliveries in late 2000, the standard 
Meridian came from the factory very well-
equipped. Highlights include Meggitt primary 
and navigation flight displays, dual Garmin 
GNS 530 GPS, Garmin GTX 327 transponder, 
STEC System 550 Autopilot with GPSS and an 
Allied Signal RDR2000 Vertical Profile Radar. 

Options included a Radar Altimeter, ADF and 
DME, BF Goodrich WX1000E and second 
GTX-327 transponder. Serial numbers 4697071 
and up had the option for the Situational Aware-
ness Package that included SkyWatch, WX500 
and an Avidyne 740 MFD. Other interior op-
tions included a five-seat entertainment system, 
video/multimedia equipment, pilot-side storage 
cabinet and optional paint detailing.  

2002:  Serial  
Number 4697120  
through 4697143
The major change 
this year was the introduction of the Hon-
eywell IHAS8000 Enhanced Situational 
Awareness Package using the KMD 850. This 
became available on Serial Number 4697137 
and up.   
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2003: Serial Number 4697144  
through 4697172
A combination of aerodynamic enhancements 
and structural improvements to the landing 
gear increased the maximum ramp weight by 
242 pounds to 5,134 pounds. An option for 
the KDR510 Datalink was available this year. 
Also introduced was the Magic 1500 AutoPilot 
(except on Serial Numbers 146,147 and 148) to 
replace the S-TEC System 550.   

2004:  Serial Number 4697173  
through 4697197
This year represented many changes to the 
Meridian:

• Reduced OAT operating temperatures 
through a fuel temperature probe and newly 
designed heated fuel system. The fuel was 
heated via a fuel/oil heater in the engine com-
partment and returns of engine-heated fuel to 
both fuel cells.  

• The crew seats were redesigned so the seat 
backs extend aft and above the spar to provide 
approximately three inches more head and 
legroom. The new seats also incorporate a 
tapered back for improve cockpit access.  

• Increased battery capacity, effective serial 
number 4697170. The battery increased to 38 
amp-hours from 29 amp-hours.  

• Reduced power-control lever sensitivity, ef-
fective serial number 174.

• An enhanced EPA tank design sends residual 
fuel into the engine to be burned during 
shutdown, eliminating the need to empty the 
EPA tank.

• The exhaust stacks received a ceramic 
coating to reduce/eliminate corrosion and 
discoloration.

2004 also introduced the 20th Anniversary 
package and the associated Special Option 
Package that included the IHAS8000, KDR510 
and 2nd GTX330 Transponder.  

2005:  Serial Number 4697198  
through 4697215
No additional options noted.  

2006:  Serial Number 4697216  
through 4697283
The Avidyne FlightMax Entegra Flat Panel 
Display System was introduced in 2006. This 

system replaced the Meggitt of years past and 
included pilot and co-pilot Primary Flight 
Displays (PFD) and a center Multi-Function 
Display (MFD). Dual Garmin 430s power the 
system. Options include IHAS8000, Avidyne 
MultiLink System (XM Weather) and C-Max 
Approach Charts.  

2007:  Serial Number 4697284  
through 4697323
No additional options noted.  

2008:  Serial Number 4697324  
through 4697380
No additional options noted; however, Merid-
ian serial number 4697340 was the initial 
airplane used for Garmin G1000 certification 
and thus the first Meridian to receive this 
system.    

2009:  Serial Number 4697381  
through 4697415
Buyers of Meridians this year were faced with 
a choice, as the G1000 
avionics system was 
introduced. Consisting 
of a pilot and 



co-pilot PFD, large center MFD and console-
mounted keyboard, the G1000 application 
also introduced Synthetic Vision Technology 
to the Meridian. The Avidyne Entegra system 
was considered standard equipment, with the 
G1000 as an option.   

2010: Serial Number 4697416  
through 4697442
This year offered the Avidyne Entegra as stan-
dard equipment and the G1000 as an option.

2011: Serial Number 4697443  
through 4697457
For this year, the Garmin G1000 system be-
came standard equipment with the Avidyne no 
longer being offered.  

2012: Starting Serial Number 4697458 
Staring with Meridian serial number 4697458, 
a list of improvements has been made for both 
passengers and pilots. Enhancements were 
introduced across the entire Piper M-Class 
family of aircraft, but the following breakdown 
highlights those applicable to the Meridian.          

Exterior Lighting: Navigation, taxi and land-
ing lights have been upgraded to LED which 
offer substantial benefits over standard bulbs. 
LED lights are far more efficient than tradi-
tional incandescent bulbs that waste in excess 
of 98 percent of their energy through heat 
transfer instead of light. LED bulbs also enjoy 
a life span of at least five to 10 times longer. 
Overall the efficiency of LED lights equates to 
lower power consumption, longer battery life 
and less drain on the electrical system.

Interior Lighting: Continuing the trend of 
moving to longer-life and less maintenance, 
the interior lights have been upgraded to LED 
bulbs as well. An ancillary benefit of this move, 

the typical “buzzing” sound associated with the 
incandescent fixtures is greatly mitigated.   

Headsets: New aircraft are now being deliv-
ered with two Bose A20 headsets.  Addition-
ally, Bose “hardwire” jacks have been added to 
provide power for noise-canceling function, 
eliminating the need for batteries. This jack, 
along with the standard mic and headphone 
jacks, has been relocated to the cockpit lower 
sidewall, outboard of the seat back.  

Cockpit Side Panels: The lower sidewall has 
been re-sculpted to allow for more elbow and 
hip room. This redesign is intended to give 
both the pilot and co-pilot more room and 
comfort. A by-product of having more room is 
the ability to expand the map pocket.  With the 

explosion of iPad use in cockpits, this pocket 
should be an ideal place for storage during 
flight.  

Folding Seats: Both of the aft-facing seats 
and the co-pilot seat are now capable of folding 
virtually flat. The back of the folded co-pilot 
seat offers two cup-holders and a molded seat 
back tray. The biggest benefit of the folded seats 
is improved ease of access to the cockpit. Hip 
room for moving to and from the cockpit is 
tremendously increased.  

Power Outlets: The Meridian received two 
110-volt power outlets. One is located in the 
forward portion of the spar; the other is in the 
aft section below the forward facing passenger 
seats. The system is designed with integral 
ground fault protection and supports numer-
ous international plug configurations.  

Breather Hose: A breather hose was added to 
the Meridian to divert oil from the belly to the 
exhaust stack.  

POH Revision: Meridian performance charts 
have been updated to offer aircraft perfor-
mance in 1,000-foot intervals.

Cockpit Assist Handle: To further enhance 
cockpit access, a handle has been added on 
the structure between the pilot and co-pilot 
windshield.  

As evidenced by these improvements through-
out the years, Piper is committed to enhancing 
its flagship model and making what is already 
good, better. The most recent list of improve-
ments will surely be welcomed by pilots and 
passengers alike, making the 2012 Meridian 
the most sought-after yet.  

1ST LOOK AT THE 2012 MERIDIAN
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What’s the twist? It’s not the quietly luxurious interior or the state-of-the-art 
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THINGS THEY 
DON’T  TELL 
YOU IN THE 
MATRIX POH 
Pilots are tasked to learn far more information 
than commonly meets the eye.
BY MARTIN E. DORAN

BEYOND THE POH PART II
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Europe is currently a travel bargain. Here’s a 
unique way to see the sights, including 
waterfront properties visited by Julius Caesar!
BY LYN FREEMAN   PHOTOS BY JAMES LAWRENCE

Alternate Induction Air
We know that piston-engine airplanes operate on a fuel/air mixture 
that is ignited by spark plugs. Accident reports are legion about 
those who have starved the engine of fuel. We read less about those 
who have starved the engine of air. Is that because air is cheaper? I 
assure you it has nothing to do with the price.
 The main source of ram air for our engine is through the forward-
facing ram air louvers on the lower cowl just below the propeller. Air 
enters through these louvers and flows through an air filter immediately 
behind them. The filter is used to remove foreign matter such as dust 
and dirt from the induction air. If the filter becomes clogged, the pilot 
must recognize a degradation of engine performance and quickly provide 
an alternative source of air to the engine.
 The alternate air control is located just below the power quadrant. It’s a 
black manual lever with a détente that controls the alternate induction air. 
If the lever is up, filtered air is being drawn through the forward-facing ram 
air louvers. If the lever is down, or in the alternate air position, unfiltered 
air is being drawn through the rear-facing louvers immediately behind the 
forward-facing louvers with the filter.
 The POH states that alternate air should be used any time before you 
encounter visible moisture and potentially freezing conditions. This is because 
the primary source of air for your engine comes through a filter which could 
freeze if it becomes moisture-bound. This can occur even in above-freezing 
temperatures. The ice formed on the filter would prevent induction air from 



entering your engine. If the icing is significant 
enough, it could cause the engine to seize. An 
alternate source of air is provided to avoid this 
situation. Most pilots believe that the use of 
alternate air will reduce engine performance and 
are somewhat hesitant to use it for fear of allow-
ing unfiltered air to enter the engine. Although 
this may be a fair concern when operating on a 
dirt runway, it is far less a worry when operat-
ing from well-maintained paved strips. And it 
becomes almost a non-issue above the first few 
thousand feet where air pollution may provide 
some microscopic particulate matter.
 Moving the lever on the ground is a bit 
awkward and requires some effort, but trying to 
do it in the air can be much more difficult due 
to ram air pressure on the gate which the lever 
controls. I realized this for the first time when 
I tried to use alternate air as I was descending 
from altitude through a cloud deck 3,000 feet 
below. I made the mistake of waiting until I was 
in descent to push the alternate-air door handle 
down. The force of the ram air against the door 
required all my strength. It would have been a 
lot easier if I had just engaged alt air while in 
cruise. In fact, I know of some pilots who make 
it standard practice to use alternate air as soon as 
practical after initial climb. Some will even en-
gage alt air before takeoff if they expect to enter 
IMC shortly after being airborne. This technique 
should take into consideration any reduction in 
maximum power (however minor) that might 
occur from using unfiltered air. 

Seat adjustment   
Since there is no pilot-seat access except through 
the cabin, it is difficult for larger pilots to get 
seated in the PA46. Once seated, though, the pi-
lot and co-pilot seats provide very good comfort 
and visibility for the most part. The one excep-
tion might be legroom available to taller pilots 
who may require a little more space to avoid the 
aches that afflict most of us aging Baby Boomers 
who fly planes like the Matrix. There isn’t much 
that can be done to add significant legroom be-
cause of the location of the main wing spar that 
runs behind the pilot/co-pilot seats and houses 
the relief tube.
 A relatively simple seat modification can be 
made which will give both pilot and co-pilot an 
extra two inches of leg room. It involves the seat 

track rails that are used to secure the seat to the 
aircraft and allow it to move forward and back. 
Each seat is set on two rails with front and rear 
stops which limit the seat’s forward and aft travel 
along the rails.  Look at the aft portion of your 
seat rails, and you will see the stops. If the rear 
track stop on each rail is reversed, it will allow an 
additional two inches of movement for the seat. 
To do this, simply have your A&P remove the 
two screws which hold the stops onto the seat 
track, remove the stops, rotate them 180 degrees, 
and then re-secure the stops with the two screws. 
 At first, two inches of additional legroom 
might not seem like it’s worth the effort. But if 
you consider that two to three inches is the dif-
ference in legroom in the economy cabins of the 
deep discount airlines and the more comfortable 
cabins on some major carriers, it does make a 
difference, especially if you’re over 6 feet tall!

ICEX on boots
Most all Matrixes have been equipped for flight 
into known icing with a complete array of equip-
ment to meet FAA requirements: pitot heat, ice 
light, heated prop, heated windshield and, of 
course, the “boots.” The boots are a well-proven 
means of removing ice from the leading edge of 
the wings, elevator and tail fin. Obviously, the 
best deterrent to icing is to avoid icing situations 
entirely. But if you fly in places like the Northeast, 
avoiding every forecast for potential icing might 
ground your plane for the better part of the win-
ter. So, when you do encounter icing, your first 
plan should be to exit the icing. Your next reac-
tion should be to use the tools available to you on 
your plane as you attempt to exit icing conditions.
 With respect to pneumatic boots, the POH 
recommends they be cycled when ice accretions 
are ¼ inch to ½ inch. What most pilots don’t 
know, and it is not discussed in the POH, is that 
ice has a tendency to adhere to the rubber boots, 
and it can be particularly hard to shed rime ice. 
To aid in the removal of ice, there seems to be 
consistent agreement among MMOPA mem-
bers in the forums that some form of ice-adhe-
sion inhibitor should be applied to the boots. 
Don’t confuse an inhibitor with some products 
which are simply intended to shine the boots 
(like ShineMaster) or help them last longer by 
not drying out (like AgeMaster). A silicone-
based ice-adhesion inhibitor helps de-icers shed 

ice at peak efficiency when applied during the 
icing season. These products enhance pneu-
matic boot performance by lowering adhesion 
strength between ice and rubber boot surface. 
The most popular product on the market today 
seems to be Icex II by Goodrich.
 Let me add a few words of caution about the 
use of these products. First, they are expensive, as 
much as $300/quart. The good news is that each 
application uses a small amount of the product so 
the quart should last for several years. Manufac-
turers recommend application every 50 hours. 
However, since rain tends to reduce the effective-
ness of the silicon, pilots who expect to encounter 
potential icing will apply the product on a more 
regular basis. Some apply it before any flight in 
which they see the potential for icing. 
 The second caution is to prevent overspray 
onto the metal wing portions of the aircraft to 
avoid potential long-term corrosion. To do this, 
take a piece of cardboard and place one edge of 
the board along the seam where the boot meets 
the airframe. Then be careful when wiping the 
sprayed-on product so you don’t wipe it onto 
the airframe. The third caution is to read the 
manufacturer’s instructions for maximum per-
formance of the inhibitor, even though this may 
be at odds with your alpha male personality.

Full Fuel Weight and Balance Anomaly
Most Matrix pilots know their approximate 
useful load when the plane is fully loaded with 
fuel. On my aircraft that’s about 550 pounds. 
Most Matrix are somewhat close to this number, 
depending on the configuration, and there aren’t 
too many variants. So when I call my brother on 
a beautiful Sunday afternoon in the late fall to 
take a flight to enjoy the New England colors, one 
would think there is no reason to run a weight-
and-balance calculation. That is certainly true 
with respect to total weight. However, since the 
Matrix center of gravity is quite forward with full 
fuel, putting 400 pounds or so in the pilot/co-
pilot seats will actually cause you to be outside the 
CG envelope. I have even tried to use 100 pounds 
of baggage in the rear compartment, with its high 
arm, to move the CG, but even that doesn’t seem 
to be enough to get back inside the envelope. 
 I have two solutions to this problem. First, 
I buy my more ample brother the New York 
Times and let him sit in the rear seat and enjoy 
his paper and coffee for the early part of the 
flight until enough fuel has burned off. Then he 
can move forward and enjoy the comforts and 
excitement of being my co-pilot upfront. The 
other alternative is to never top off my tanks 
when I put the bird away in the hangar. I usually 
leave it to rest with 40 per side, which is enough 
to eliminate the problem and allow all but the 
beefiest passengers to sit upfront. The obvious 
trade-off is in range and reserves.
 So the moral of this story is to always, always 
run a W&B calculation. There are plenty of 
good programs available on the MMOPA web-
site forums. Use these resources, and none of us 
should ever be outside the envelope.
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Since there is no pilot-seat access except 
through the cabin, it is difficult for larger pilots to 
get seated in the PA46. Once seated, though, the 
pilot and co-pilot seats provide very good comfort 
and visibility for the most part. The one exception 
might be legroom available to taller pilots who 
may require a little more space to avoid the aches 
that afflict most of us aging Baby Boomers who 
fly planes like the Matrix. 
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sensors which feed into an electrical circuit 
in the gauge to average the fuel readings into 
something that doesn’t bounce around in 
turbulence. The calibration process is accurate 
down to a half-needle width at the “empty” 
mark. It involves totally draining the fuel, 
adding one gallon for unusable fuel, calibrat-
ing the empty mark, filling the tanks, and then 
carefully draining out specific amounts of fuel 
to verify the readings on the gauge. They are 
very reliable but after time, the repeated mo-
tion of the floats on the resistors can sometimes 
create dead spots in the measurements. This is 
evidenced by the fuel reading going crazy when 
the actual fuel level is around mid-range. After 
a period of time, the correct indication returns 
as the float/resistor reaches a conductive area 
of the resistor. If that’s happening to you, new 
senders are in order.  Wiring problems can 
also degrade the system, especially in older 
airplanes. If circuit voltage is lost, the gauge 
will drop to zero (same as if you turned off 
the Master Switch or pulled the breaker); if it 
shorts, it goes to maximum. 
 The newer Matrix/Mirage ships come with 

drilled or slotted 
tabs in the filler 
ports (see photo 
#2)  The very 
bottom of the 
tab is 25 gallons. 
The slots from 
the bottom up are 30, 40 and 50 gallons.  (see il-
lustration #3)  Field reports from some owners 
added two gallons to each mark – 27/32/42/52. 
Chad Menne at Malibu Airspace has placards 
you can put next to the filler port, and he will 
send them to you on request. The slotted filler 
neck also comes as part of the fuel sender up-
grade covered in Piper Service Letter 1030 for 
specific serial numbers (1996 and subsequent). 
The fuel-gauging system in the earlier aircraft 
is reliable and accurate enough that it was not 
included in the service letter. Those who have 
the new tabs may have had trouble finding 
information about them.
 From Piper Tech Support: “The tabs were 
never meant as a method for calculating your 
fuel for flight or as a cross reference for verifying 
the instrumentation on the aircraft. Always fol-

FUEL MEASURING

BY DAVID McVINNIE, MCFI DPE

IIt’s been said, “There’s nothing more useless than the runway 
behind you or air in the tanks.” Sometimes we have difficulty 
determining just how much air we have in our tanks because the 
science of measuring air leaves much to be desired.
In this offering we’ll discuss the different fuel-measuring sys-
tems unique to the PA-46, and we’ll cover the basics of each. 
We’ll also review the fuel flow/totalizer subject as it pertains to 
systems commonly found in the PA-46. I hope you’ll under-
stand why you see the differences you do.
 We’ll begin by looking at the different fuel-quantity measuring systems in the piston line which 
present themselves on gauges or screens as “fuel in the tanks.” I know that your first instructor or 
your mechanic told you that a fuel-quantity gauge for each tank was 
a “required item,” but they probably added that it only has to be accu-
rate when it reads “empty.” According to the Nall Report, 71 General 
Aviation fixed-wing aircraft unsuccessfully challenged that statement 
in 2010, either through flight-planning deficiencies or fuel misman-
agement. When the noise level dropped, those pilots had plenty of 
quiet time to ponder their Pilot-in-Command responsibilities.

In the Malibu and Mirage, the fuel-
quantity system is no more than a 
resistor connected to a float arm, 
much like a common toilet tank 
float (see photo and illustration #1) 
Each tank has two resistive float 

FUEL FOR 
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low the instructions in the 
most current POH (Pilot’s 
Operating Handbook) for 
the aircraft model and 
serial number to calculate 
fuel quantity and fuel burn. 
If the instrumentation is in 
question, test and trouble-
shoot the system per the current 
Maintenance Manual. You will not 
find a reference to these tabs in the 
current POH as they are strictly a 
visual tool and not a requirement. 
In fact we have since removed these 
tabs in production and on aircraft 
in the field when the improved 
thick film fuel senders are installed, 
in order to make room for the fuel 
sender guard that is added as part 
of the new sender system.” 
 There is another visual way 
to loosely verify the fuel gauges 
in the piston/converted aircraft. 
It’s the common dipstick, and it’s 
available from most aviation sup-
ply companies at around $15 to  
$20. There is not one specifically 
calibrated for the PA-46, so I use 
the Fuel Hawk Universal model. 
(see photo #4)  When the fuel be-
low the filler port is just enough 

to measure, it’s about 17 to 18 
gallons. You need to be careful to 
make sure the measuring device 
is all the way inboard and all the 
way down in the tank and not 
riding on a rib. My biggest fear is 
dropping the darn thing into the 
tank, and I saw one creative per-
son put a tennis ball on the stick 
to prevent that.  The good news is 
that one of our brethren created 
a ruler/universal calibration card, 
and the info is available in the 
Resources section of the MMOPA 
website.  Regarding the Piper 
note above, readings obtained 
using this method are unofficial 
and should not be relied upon for 
planning purposes. 
   The Meridian has a totally 
different and very accurate fuel-
quantity measuring system. Each 
fuel tank contains five capacitive 
sensors which feed into a Data 
Acquisition Unit (DAU). The 
DAU processes the signals and 
sends them to the Engine Display 
Unit (EDU) for the Meggit system 
or the Multi-Function-Display 
(MFD) in the Avidyne units. The 
information goes to the GEA-71 

in the G-1000 suite. The capacitors control a 
frequency, and the frequency is converted to 
quantity readings. The beauty of this system 
is that there are no moving parts. The Meggit 
installation does not have a method to enter 
the “fuel on board” as other systems do. 
   Calibration is more complicated and time-
consuming. If you replace one probe, you only 
have to calibrate one wing. If you replace the 
DAU,you have to do both sides. At 85 gallons a 
side, it can take a while. 

One of these things is not like the others!
This brings us to the other half of our discus-
sion. If we know the fuel quantity, why do we 
have to enter it into the fuel flow computer(s)? 
It would seem logical that, if we have the fuel 
quantity in digital form, it should be easy to 
transfer it electronically to the fuel-flow system. 
In the G-1000 system, there is actually a fuel-
on-board sync button that will do just that (FOB 
SYNC).   (see illustration #5, next page)  It’s not 
automatic because the gauges are only accurate 
if the aircraft is within one degree of level and 
occasionally it’s not. The ramp has to be level, 
and the strut inflation and tire pressures have to 
be exact. That makes entering the fuel quantity 
from the fuel receipt much more accurate. 
 Most Malibus left the factory fitted with 
some sort of aftermarket fuel-flow totalizer 
which in turn can be interfaced with a naviga-

FUEL MEASURING
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tion system. This gives you an extremely accu-
rate measure of how much fuel you’ve used; the 
fuel reserve in gallons/time and, if interfaced 
with a GPS, fuel to a destination or waypoint. 
Fuel to destination can change dramatically 
throughout a flight due to wind speed or direc-
tion changes affecting the ground speed. I once 
got caught up in a strong mountain wave and 
watch the estimated time of arrival cycle up 
and down plus-or-minus 40 minutes. 
 Fuel-flow systems, which are significantly 
different from fuel-pressure systems, operate 
by passing fuel across an impeller, kind of like 
a paddle wheel. Flow is sensed when notches 
in the rotor interrupt an infrared light beam 
between an LED and phototransistor. This 
generates a stream of pulses. The number of 
pulses generated by one gallon of fuel is called 
the K-Factor.
 Fuel-flow transducers are sized by the 
amount of fuel per hour, and typically generate 
anywhere from 20,000-85,000 pulses per gal-
lon. Accuracies to plus-or-minus 0.1 gallon are 
common.  
 Now that we have a stream of pulses, what 
do we do with them? In a pure 
factory aircraft, the pulses go the 
fuel flow gauge, and that’s about it. 
If there are errors, the sender or the 
gauge is replaced. In 1998, Tran-
sicoil upgraded the digital display 
to three lines and added the fuel to 
destination function.
 If you have a third-party system 
(Shadin, Insight, Electronics 
International (EI) or JPI), it comes 
with its own transducer which gets 
mounted at a different location in 
the fuel system. The third party 
system feeds its display where a 
K-Factor correction can be applied. 
Most aftermarket systems can also 
be configured to communicate 
with a GPS. The connection with 
the GPS includes the fuel-flow data 

and the GPS will display that same 
amount assuming the correct 
protocol is selected. Note: Not all 
navigation systems are interfaced 
to the fuel-flow sender.  When 
some Garmin navigators power 
up, they offer a page that asks for 
fuel quantity on board and asks 
you to input a fuel flow. From that 
page, it’s just a math calculation 
of fuel on board, divided by the 
manual flow per hour you entered 
and, unless it’s connected to a GPS, 
it’s only a guesstimate.  
   The G-1000 and Avidyne R8 
systems are installed at the factory 
and include a matched transducer 
and the ability to adjust the K-
Factor.
   The K-Factor is set/verified 
during the installation and nor-

mally doesn’t need to be tweaked.  Transducer 
failures have been reported in as little as 1,000 
hours but most last much longer. If it hap-
pens, the fuel flows will start to run lower than 
normal. If you want to check it, make four or 
five flights of a couple hours each. Keep close 
track of the fuel consumed as read on the fuel 
totalizer and compare it to the fuel quantity 
you actually saw pumped into the aircraft.

Calculate the New K Factor as follows:

New K Factor = (Fuel used as indicated on the 
units’ fuel flow readout) x (Current K factor)
(Actual fuel used as determined by your 
meticulous record keeping)

 As a matter of course, be sure to write down 
any value before you change it and study the 
equipment manual thoroughly. If you’re not 
comfortable, collect the data and let a tech 
make the changes. This is an appropriate place 
to say, “Your mileage may vary.”  
 Adding Fuel:  With the exception of 
Avidyne and Garmin, entering fuel quantities 
into the fuel-flow system(s) is a pain. We don’t 

always top the tanks or fill to the tabs, and I 
would estimate that 75 percent of the pilots 
I fly with simply punch off the “FILL” button 
just to silence the alarms you get if you ignore 
the prompt. I admit it’s not a big deal when 
you have 90 gallons of fuel for a two-hour 
flight, but if you’re planning a long one, it’s 
certainly worth the time to make an accurate 
entry. Make note of your fuel situation before 
shutdown. That will help you decide how much 
you have and where the new fuel goes when 
the truck shows up. 
 The Garmin and Avidyne MFDs present 
an ADD option on boot up. I see some pilots 
adjusting the fuel based on the fuel quantity 
readings, not on the actual fuel added.  (see 
illustration #6) It’s important to remember 
that the fuel-quantity calibration is based on 
the aircraft being level. If you’re going to rely 
on the fuel used and fuel remaining displays, 
update the fuel quantity using your fuel 
tickets, not the tabs, dipstick or fuel-quantity 
readings. It’s also worth mentioning that in 
the Avidyne, the fuel quantity on fuel-add 
page is not updated for consumption in flight. 
 The majority of pilots carry more fuel 
than they need and don’t worry about a 
three-to-five gallon disparity. Others are 
more demanding and, because of that, they 
get quite frustrated with the accuracy of the 
system. I still remember my first few hours 
in an early Meridian. The mentor pilot 
joked about how the aircraft “made fuel” in 
the descent. Power at minimum, airspeed at 
the high end and, sure enough, the fuel at 
destination went way up. Real cool until the 
low-fuel warning lit up on the taxi in (100 
pounds or less than 15 gallons remaining). 
That may be more than 30 minutes for a 
piston but it’s less than 20 in a turbine at 
full power. Toss in some traffic or weather, 
and we would have been in some serious 
trouble. We all have personal minimums. 
I insist on at least a one-hour fuel reserve, 
and by that time I’m ready to stretch and 
catch a bite anyway. If you’re worried about 

having enough fuel, you’ve prob-
ably already made the decision to 
add a stop.
   A note of thanks to Kevin Mead of 
Mead Aircraft, Garmin Technical Sup-
port, Terry at Electronics Internation-
al, and Mark Coleman from Depot 
Avionics in Alamosa for their help in 
preparing this article.
Dave McVinnie is a 14-year Master Flight 
Instructor, FAAST Representative and 
a Designated Pilot Examiner with over 
9600 hours of experience; 7000 hours as 
a CFI.  He served on the National Associa-
tion of Flight Instructors Professional 
Standards Committee and is a charter 
member of the Society of Aviation and 
Flight Educators organization. He offers 
underwriter-approved initial and recur-
rent training in the PA-46, including initial 
instrument training. For more informa-
tion, go to www.albuquerquedpe.com. 
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JETPROP

JETPROP 
DIAGNOSTICS

Although as JetProp pilots we can study writ-
ten materials and undertake recurrent ground 
training to enhance our understanding of air-
craft systems, the actual thought process when 
presented with an abnormal in-flight condition 
can be quite different. The symptoms must be 
reconciled with systems knowledge and a plan 
of action decided, all usually without leaving 
the pilot seat. Diversion, emergency declara-

tion, systems deactivation are all options, but 
what are the best options? What follows is a 
sampling of in-flight scenarios experienced 
by my clients and others that will hopefully be 
helpful to the JetProp and PA46 community.  

Things that Go Bump in the Night
The pressurization system of the PA46 airframe 
is a critical safety component that we rely on 
to keep us safe and comfortable while flying 
in regimes that are non survivable without the 
pressure vessel and associated systems intact. 
Whether 300 miles out over open water, or di-

rectly over a 10,000 foot runway, pressurization 
malfunctions must be addressed and mitigated 
immediately.

SCENARIO 1: In level flight, the cabin 
abruptly begins dumping with no apparent 
structural failure of the airframe.  The cabin 
rate indicator is pegged limit up, and the cabin 
altitude is rising 1000 feet every six seconds, 
while the PSI is unwinding rapidly. The symp-
toms seem identical to those experienced when 
the “CABIN DUMP” switch was activated at 
high altitude in training.

Oxygen should be donned and activated, and 

Analyzing problems can lead to 
more than one solution.
BY TRAVIS HOLLAND



an emergency descent should be considered 
(depending on terrain/weather/water beneath).

Probable Cause: The weight on wheels dump 
switch has failed and the Cabin Dump feature 
has been activated.

Mitigation: Pull the CABIN PRES circuit 
breaker, which will disable the cabin dump after 
25-35 seconds. If this mitigation works, the 
cabin will stop dumping during the descent, and 
will start to re-pressurize with adequate (500 
lb+ TQ) engine power.  Flight can be continued 
with the breaker out. In this scenario the Hobbs 
meter will not function and the prop heat will 
require the Ground Test button to be continu-
ously depressed in order to function.

Alternate Probable Cause: The hose clamps 
on the vent-defog blower fan (in-line with the 
pressurization system) have released and bleed 
air and cabin pressurization is dumping into 
the nose baggage compartment. 
Alternate Mitigation: This in not possible to 
solve from the cockpit and requires supple-
mental oxygen or a descent to oxygen-safe 
altitudes.

SCENARIO 2: In level flight, the CABIN ALT 
red warning light is observed without any 
noticeable cabin pressurization change.  The 
cabin rate indicator is indicating 2000 fpm 
climb rate, and the cabin altitude is slowly but 
steadily climbing.
 If the engine has failed, the scenario will be the 
same, but the below mitigations do not apply!

Probable Cause: The pressurization supply 
air is not being delivered to the cabin, which is 
leaking out at a rate consistent with the PA46 
airframe, or a pressurization leak has devel-
oped from one of the normal pressure vessel 
exit points.

Troubleshooting: A determination must be 
made if the problem is supply related or leak 
related.  Uncage and pull out the CABIN 
PRESS PULL OFF knob, disabling the flow of 
bleed air into the cabin.  Observe if the cabin 
altitude indicator climbs at the same speed or 
accelerates.  
 If the cabin climb rate increases when the 
bleed air supply is blocked, then there is likely a 

cabin air leak that is overwhelming the incom-
ing supply air.  

Mitigation: A higher power setting (obtained by 
extending the landing gear or simply increas-
ing power if speed is below red-line) may help 
overcome the cabin leak.  It may also be possible 
to maintain a pressurization differential lower 
than 5.3 and higher than zero, as the leak will 
attenuate at lower PSI differential levels.
 If the cabin climb rate does not change 
when the bleed air supply is blocked, then 
there is likely a break in the pressurization 
supply pathway. The vent-defog blower hose 
clamps are a prime suspect in this situa-
tion, perhaps partially released leading to a 
slower cabin leak rate than the Scenario 1. 
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FltPlan FREE on your iPad
and any other device you may have.

Now get your navlog, approach plates and FAA-approved weather 
on your mobile device. We also have graphical flight plan routes 

overlaid onto IFR enroute charts 
and seamless integration with 
your FltPlan.com account. So 
no matter what device you are 
on – smartphone, laptop, FBO 
computer, or iPad – you can 
plan and file with ease.

D O W N L O A D  O U R  F R E E  A P P  T O D A Y !

JETPROP

Vent/defog blower with hose clamps failed

Reduced pressurization due to failure
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It is very important to turn OFF the AUX 
CABIN HEAT, which will very quickly burn 
up (creating smoke in the cockpit) if airflow 
is not maintained across the heating element. 
Normally disabled when the Vent-Defog 
blower is not turned on, in this scenario the 
vent defog blower will not be pushing air 
across the heating element, leading to failure 
within moments.

Mitigation: A lower PSI between 1 and 3 
may be possible to maintain depending on 
the severity of the opening in the bleed air 
supply.  If pressurization above 1 PSI can be 
maintained, then flight can be continued to 
destination at an oxygen-safe altitude (13,000 
– 19,000 depending on PSI maintained).  If 
no PSI is obtainable, you have a very large 
supply very hot bleed air dumping  into the 
engine compartment or nose baggage, which 
can cause related problems, and a diversion to 
the nearest suitable airport with safe weather 
should be commenced.
 
SCENARIO 3: A large POP sound is 
observed, but cabin pressurization does not 
show any rate of climb or loss of PSI.

Troubleshooting: Has a bag of chips or 
snacks popped open from the higher cabin 
altitude? This is the most common. How-
ever more seriously, cracks can form in the 
windows with the same symptom. Inspect 
windows, especially pilot storm window, for 
new cracks and try to determine cause of the 
POP sound.

Mitigation: If any window cracks or cabin 
rate climb is observed, descend immediately 
to oxygen-safe altitudes and depressurize cab-
in with CABIN DUMP feature after oxygen is 

donned. Pressurized flight 
must not be conducted un-
til the window is repaired.

The Landing Gear
An excerpt from a foreign 
aircraft manufacturer 
AFM says it best.  “The 
landing gear system 
provides ground-rolling 
capability.”  And there is 
no substitute for the good 
feeling that three green lights 
give us. But there are several 
substitutes for the indications 
that the gear down lights normally 
provide. 
 Upon normal gear operation in 
PA46s, the hydraulic pump will cycle for 
approximately 10 seconds and then stop. 
During transition, a noise and electrical load 
will be observed, and the GEAR WARN and  
HYD PUMP lights will illuminate. At the 
end of the gear cycle the pump and lights 
will extinguish. If gear was selected down, 
the three gear down lights will illuminate.

SCENARIO 1: The HYD PUMP runs for 25 
seconds or longer

Probable Cause: Inadequate fluid level in 
the hydraulic system, normally from fluid 
being pumped overboard via a burst hose or 
loose fitting.

Mitigation: The HYD PUMP (25 amp) circuit 
breaker should be pulled immediately.  Hydrau-
lic pump overrun is unprotected in all but the 
earliest (Gar Kenyon) PA46s, so only the pilot can 
prevent destruction of the pump in a low fluid 
condition. Proceed with emergency gear exten-
sion procedure per the checklist.

SCENARIO 2 : The gear seems normal 
during selection and operation, but after the 
hydraulic pump stopped no gear down lights 
are visible at all.

Probable Cause: The DAY/NIGHT 
dimming switch may be activated. 

For verification, when the ANNUN 
TEST button is depressed, no gear 

down lights or other warning 
lights are visible.

Mitigation: This can be cured 
by selecting DAY mode via 
the DAY/NIGHT rocker 
switch.

SCENARIO 3: The gear 
seems normal during selec-
tion and operation, but after 
the hydraulic pump stopped 

only two gear down lights were 
visible, with the left or right 

light not lit. GEAR WARN annunciation stays 
visible, but HYD PUMP light goes out.

Possible Cause:  Burnt out light bulbs in the 
indicator. A quick press of ANNUN TEST 
will allow check the lights for function. Since 
there are two light bulbs in every gear down 
indicator, dual bulb failure is not common 
unless the plane has been flying with one 
burnt out bulb for a long time. (Dark area in 
top or bottom indicator).

Mitigation: If there is a suspected failed 
light in the gear down indication system, the 
auditory gear warning system (gear horn) 
is an independent backup to the gear lights 
and can be tested. Momentarily reduce the 
throttle to idle **OR** extend flaps to the 20 
degree point. Either of these actions will ac-
tuate the gear horn if the gear are not down 
and locked.  No horn means no problem.  
The lack of a GEAR WARN annunciation is 
an additional confirmation that you are safe 
to land. 

Alternate Probable Cause: Cold weather 
has caused a micro-switch to hang in the 
main landing gear actuator. 

Alternate Mitigation: Ensure speed below 
129 KIAS, and retract landing gear. Allow 
complete cycle, then extend landing gear 
again. A third cycle can be attempted if the 
second cycle does not rectify the problem. 

No matter what troubles a pilot may be hav-
ing with the landing gear system, landing 
gear problems are not emergencies until all 
options have been exhausted. Get out of the 
approach environment, VMC if possible, 
autopilot on, and checklist out. 
 Fly safe everyone!

JETPROP

(BELOW) Gear down proper indication

(ABOVE) Stuck microswitch from cold weather
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On Dec. 30, 2010, at 0958 Cen-
tral Standard Time, a Piper PA-
46-310P, N9103N, collided with 
the terrain in Milaca, Minn., 
after the pilot reported that he 
had lost the autopilot and was 
trying to recover from an un-
usual attitude. The private pilot, 
the sole passenger, and a dog on 
board were fatally injured. The 
airplane was substantially dam-

aged. The 14 Code of Federal 
Regulations Part 91 personal 
flight was operating in instru-
ment meteorological conditions. 
The pilot had filed and activated 
an instrument-flight-rules flight 
plan. The flight departed from 
the Aitkin Municipal Airport 
(AIT), Aitkin, Minn., about 
0930, en route to Beaumont, 
Texas. The pilot was cleared to 

climb to 17,000 feet. Shortly 
thereafter, the pilot reported 
to the controller that he had 
lost the autopilot and that he 
was trying to recover from an 
unusual attitude. There were no 
eyewitnesses to the accident. 
Ear-witnesses reported hearing 
the airplane engine sounds 
varying. One witness, who 
holds a pilot certificate, stated 
he heard the airplane engine 
“winding up which I assumed 
(meant) it was in a spiral.” He 
stated that he heard the airplane 
for three to five minutes during 
which time the engine sounds 
varied as did the direction 
of travel of the airplane. The 
sound of the engine revved and 
stopped so he went out looking 
for the airplane. He located the 
airplane in a field approximately 
a mile from his location.

Updated on Jan. 10, 2011, at 2:20 p.m.

No  one wants to consider the 
possibility of a loss-of-

control accident but the odds 
are that this will happen more 
often than an engine stoppage 
or just about any other acci-
dent causal factor. How do we 
manage this risk?

 First, get some primary 
upset training from a qualified 
aerobatic instructor. The train-
ing should realistically simulate 
loss of control. I recommend 
Rich “Boss” Perkins of Attitude 
Aviation (925.456.2276) at 
Livermore Municipal Airport, 
Calif., (KLVK) because practice 
makes permanent, and he is, in 
my opinion, the best. I recom-
mend you receive this training 
every two years.
 Second, learn your aircraft 
instruments in terms of which 
system is driving which instru-
ment. Use breaker caps and 
placards to keep it straight in 
the heat of battle. Ask your 
flight trainer to provide you 
with systems failure scenarios 
that accurately mimic these 
conditions. Know when and 
why your autopilot will dis-
engage un-commanded and 
practice getting back on the 
autopilot.
 Third, know the pitch-power 
configuration for Va (maneu-
vering speed) in your aircraft. 
Consider 20 inches manifold 
pressure or 500 pounds torque 
(piston PA46 or turbine P46T) 
for clean configuration and 
level flight as a starting point.
 According to the AOPA 
Nall Report, loss of control is 
still responsible for the vast 
majority (about 75 percent) 
of General Aviation accidents. 
FAA Safety Team (FAAS-
Team) Manager Eric Minnis 
reports, and it should come as 
no surprise, that fatal acci-
dents rise with restrictions to 
visibility; that is, less than 15 
percent of VFR accidents are 
fatal. If the accident happens 
at night, the rate doubles to 30 
percent. Throw in instrument 
conditions, and fatalities will 
occur 60 percent of the time. 
He goes on to say that it is a 
simple matter of physics, but 
that it would be unrealistic to 
stop flying all together. Instead, 
we need to learn to identify 
and manage these risks. I agree 
with this notion, and it puts us 
smack-dab in the middle of the 
currency vs. proficiency debate. 
 FAASTeam Manager Fred 
Kaiser suggests operating to 
the highest professional stan-
dard, the same way every time. 

ACCIDENT REVIEW

ACCIDENT REVIEW
Avoiding Loss of Control  

BY DICK ROCHFORT, ATP, CFII –  
MASTER INSTRUCTOR

National Transportation Safety Board
PRELIMINARY REPORT

Occurrence Type: Fatal

Narrative
Brief narrative statement of facts, 
conditions and circumstances pertinent  
to the accident/incident:

Printed on: Nov. 21, 2011, at 8:15:27 a.m.
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ACCIDENT REVIEW

He goes on to admonish us to 
not let any outside influences 
interfere with this concept. I 
believe this to be an easy prob-
lem to love, but a hard one to 
manage because of its complex-
ity. One time-honored method 
is to look around and see how 
other groups with similar chal-
lenges have managed.
 In 2009, Cape Air flew 
65,000 accident-free single-
pilot hours in complex aircraft 
on “all weather” short-haul 
routes. According to Training 
Director Mike Gorassi, they 
accomplished this by careful 
and consistent use of advanced 
training techniques such as 
pre-training assessment, use 
of cockpit procedures training, 
training in the aircraft one-
on-one with an experienced 
instructor, using checklists, 
flows, memory items and strict 
adherence to well-vetted stan-
dard operating procedures.
 MMOPA can and should 
encourage a higher level of 

proficiency and improved 
aeronautical decision-making 
through the implementation of 
standard operating procedures 
and standardized training. It 
is working for the Mitsubishi 
MU2 community through the 
SFAR (Special FAR) program 
and for Cirrus with their 
certified Cirrus Instructor Pilot 
program. AOPA will be provid-
ing its own incentive to the 
flight-training community very 
soon. In fact, the program will 
most likely have been formally 
announced by the time you 
read this article.
If we were to make use of key 
elements of these success-
ful models, PA46 single-pilot 
operator training should be 
provided twice per year at a 
minimum and should be fo-
cused on three key areas:

1. Knowledge: As a full-time 
PA46 flight instructor, I ob-
serve that the PA46 pilot com-
munity has significant gaps in 

operational knowledge, which 
can lay dormant and uncor-
rected and could potentially 
lead to an aviation accident. 

2. Skills: Skills are perishable 
and need to be constantly and 
precisely iterated on a regular 
basis. PA46 pilots should train 
twice per year with an expe-
rienced PA46 specific flight 
instructor using well-vetted 
checklists, flows and memory 
items.

3. Procedure: PA46 pilots 
should develop the discipline 
to fly procedurally. PA46 
pilots should have and use 
well-vetted standard operating 
procedures (SOP). They should 
receive effective scenario-based 
training emphasizing SOP, 
checklists, flows and memory 
items.

My goal is to reduce the num-
ber and severity of PA46 ac-
cidents by encouraging a shift 

to the pilot-training paradigm 
that closely mirrors other suc-
cessful programs. I encourage 
each single-pilot operator to 
make a commitment to train to 
a higher standard and to have 
and use a standard operating 
procedure. Each pilot should 
seek tactical, practical training 
that will improve competence 
and confidence. Please join me. 
I welcome your comments and 
suggestions.

Fly Safely – Train Often
Dick Rochfort, ATP, CFII
Master Instructor
mail@rwrpilottraining.com

About the Author: A former cor-
porate pilot and primary instruc-
tor, Rochfort is a full-time Master 
Instructor providing insurance 
industry and FAA-approved initial 
and recurrent training, pre-pur-

chase consultation, 
relocation and ex-
pert witness services 
to the PA46 (Matrix, 
Malibu, Mirage and 
Meridian) commu-
nity worldwide
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COMPLAINT
Owner reports toe brake flat after landing. The 
problem continues after the next flight even 
after bleeding air from the brake system. 

Diagnosis
Pressurized cabin air is being forced past the 
seals of one of the master cylinders or the 
parking-brake valve shaft in flight. 

Remedy
Reseal and bleed. There are four master cyl-
inders so I always recommend that the failing 
side pilot’s master cylinder be resealed and 
bled first. If the problem returns, reseal the 
parking brake valve. The parts manual has a 
good diagram of the parts involved. If you have 
a Gar-Kenyon system, Piper does not make a 
seal kit but the o-rings involved are simple, MS 
o-rings. Those with a Parker system can buy a 
complete reseal kit. 

Mechanic’s Notes
Don’t remove the whole master cylinder from 
the aircraft when resealing. It’s a lot faster 
to place a drip pan below the cylinder and 
remove the internal components only.
 It’s important to sand as many of the 
scratches as possible from the master cylinder 
shaft before reassembling it. 
 Bleed the brake system down by pumping 
at the pedal and bleeding out from the wheel 
cylinder. Don’t try to bleed the system up with 
a pressure pot, as it won’t clear all the air.
If you find the parking-brake lever loose on 
the shaft, you should either weld or replace the 
shaft assembly before flying again.
 A special note about the parking-brake le-
ver: If this lever is found damaged, the damage 
has most likely been caused by operating the 
parking-brake handle without pushing down 
and holding both brake pedals first. Failure to 
operate the parking brake properly can cause 

the park valve lever to separate from the valve 
shaft, resulting in both brakes locking up. 
This always seems to happen at the end of the 
runway before take-off.

COMPLAINT
Owner reports his Mirage or Matrix is very 
difficult to start. Sometimes I don’t get this call 
until the starter has already burned up. 

Diagnosis #1
If the engine had roughness or elevated TIT 
indications on the last flight, it’s safe to say that 
the left (starting) magneto has failed. 

Remedy
For most owners, the best option is to install a 
new or rebuilt magneto because the unit may be 
destroyed internally. Be aware that many shops ei-
ther don’t have the parts necessary to repair a mag 
or are just unwilling to work on Slick magnetos.

Diagnosis #2
If the engine had no operational problems or 
if the engine fires just as you release the starter 
button, then you may have a problem with the 
starter vibrator or its connection at the magneto. 

Remedy
In this case, a 28-volt APU can supply enough 

MAINTENANCE

Analyzing common complaints can make you a better pilot 
when it comes to maintaining your airplane.   BY KEVIN MEAD

It’s been a busy fall on the MMOPA hotline, with calls running 
the gamut from routine preventive maintenance questions all 
the way to rattled-sounding pilots calling in fresh from a scary 
incident. Every now and then, I like to report on some of the 
recent calls I’ve fielded, especially when the same problems seem 
to crop up repeatedly. So that will be the focus of this article. 

HOTLINE TOPICS  
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RPM to get the engine running to allow a safe 
flight home for repairs. Just observe the crank-
ing time to avoid burning up the starter. Many 
times the starter vibrator points can be filed and 
reset to restore normal operations.

Mechanic’s note
It’s not foolproof, but the only chance to prevent 
this problem is to inspect the magnetos inter-
nally at each annual inspection.

COMPLAINT
A Meridian owner reports the prop-heat fail 
light is illuminated with the switch on.  

Diagnosis
This is likely to be caused by a defective control 
module, particularly if the module is an old one. 
A broken wire, bad prop de-ice brush or defec-
tive boot can also cause the light to illuminate. 
In fact, if the prop-heat module installed is a 
newer style one, the second scenario may be 
more likely.

Remedy
Repair wiring or replace components as needed.

Mechanic’s Notes:
Before replacing the very expensive control mod-
ule, always check boot operations first to eliminate 
the possibility of another failure in the system.

 Battery voltage alone is not high enough 
to keep the fail light from illuminating even if 
everything is working. For best results, always 
check the system operations with the engine 
running or with a 28-volt power supply attached 
to the aircraft.

COMPLAINT
Owner reports a Mirage or Meridian depressur-
ized suddenly in flight. 

Diagnosis
As common as this problem is and has been 
historically, I’m surprised more flight instruc-
tors don’t mention this in their training. In my 
experience, the most common cause of this un-
settling problem is a defective squat switch. The 
switch fails because the dump-valve contacts 
are burned or have high resistance build-up. It’s 
worth checking the squat switch rigging if the 
gear warning horn is sounding. 

MAINTENANCE
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Remedy
Replace the switch.

Mechanic’s Notes:
How do you know a squat switch is causing 
the problem? One clue is that the hour meter 
stops advancing. Also, some traffic and tran-
sponders will go into ground mode. If you 

pull the cabin pressure dump circuit breaker 
on a number of flights and the problem 
doesn’t come back, you can feel pretty sure 
that it is the switch.

COMPLAINT
An owner reports his nose gear has been 
oversteered.

Remedy
If you see evidence of an oversteer, it’s always a 
good idea to have a shop inspect the nose gear 
before the next flight. From there, the remedy 
depends on the severity of the damage and can 
range from replacement of the trunnion and 
strut tube to replacement the engine mount in 
extreme cases. 

Prevention
You can’t be with your airplane every time it is 
moved, but you can make sure the tow limits are 
visible. You can also educate line crew personnel 
about safe towing before they move the aircraft.

Mechanic’s Notes
New parts availability has been sporadic, but 
repaired exchange parts are sometimes avail-
able. If you have time, you can have damaged 
units repaired. If painting of replacement parts 
is needed, it’s a good time to repaint the other 
nose gear parts, too.

COMPLAINT
An owner reports his surface de-ice boots 
inflate partially in flight even though surface 
de-ice has not been selected.

Diagnosis
The de-ice boots have lost the vacuum that is 
necessary to hold the boots flat against the wing. 

MAINTENANCE
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This loss of vacuum can be caused by holes 
in the surface de-ice boots or the air supply 
plumbing. Alternatively, vacuum can be lost due 
to a sticking de-ice sequence valve. 

Remedy
Find the leak either in plumbing or the valve 
and correct. 

Mechanic’s Notes:
First, perform functional and pressure checks 
of the surface de-ice system to look for leaks 
on the boot surfaces. Listen for hissing coming 
from holes or a loose connection. Even small 
pin holes can cause a loss of vacuum. Check 
the plumbing also. Prime leaking spots are the 
fittings under the sidewalls. 
 If no leakage is found, the issue is likely to 
be a sticking de-ice sequence valve. Normally, 
removing and cleaning the valve will solve the 
problem. Removal of all three valves is required 
to do the job, so you might as well clean all 
three while you’re at it. Don’t be surprised if a 
valve is corroded beyond repair and requires 
replacement. 
 To help prevent leaks, it is a good idea to 
perform leak checks and tighten all pneumatic 
fittings any time the sidewalls are removed. The 
plastic hose naturally tends to shrink over time, 
pulling the hose fittings apart. 

COMPLAINT
A mechanic calls to report signs of fluid leaking 
from main and nose-gear actuators, nose-gear 
sequence valve or nose-gear door actuator.

Diagnosis
This type of leakage is normal and occurs on all 
models.

Remedy
Leaking components should be resealed. 

Mechanic’s Notes:
If you have a Gar-Kenyon system on an early 
Malibu, you’re in luck. All the parts, with the 
exception of the plastic shaft o-ring, are standard 
MS o-rings.  
 If you have a Parker Hannifin system on a 
later Malibu or a Mirage, repairs of the nose-gear 
sequence valve and nose-gear door actuator 
cylinder can be done in the shop. In the interest 
of saving a phone call, the Parker door actuator 
o-ring part number is MS28775-212. If Parker 
actuators need to be repaired, they may be sent 

to Arizona Aircraft.
 If you have a Triumph/Frisbee system on a 
later Meridian, Matrix or later Mirage, things 
get more complicated. Factory exchange parts 
are hard to find. Repair kits from Piper are 
sometimes available, but only Piper distribu-

tors have been supplied with instructions to use 
them. This means many shops are unable or 
unwilling to install the kits for liability reasons.
 Don’t hesitate to call me on the MMOPA 
hotline at 620.728.8634 with your problems or 
questions. 

MAINTENANCE
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2011 CONVENTION REVIEW

Introduction
Last year’s 20th anniversary convention will be a tough act to follow. The Hot Springs, 
Va., mountain location and relative distance to commercial air service was out-
weighed by the historical and quaint charm of the Homestead. The small mountain-
top airport was at its capacity but was able to handle the PA46 invasion.  
 The convention got warmed up with a cocktail reception on Wednesday evening. 
Once again, this provided the perfect venue to get reacquainted, 
meet new soon-to-be friends, and put a face to that name 
you’ve seen on the website. The party then migrated to the 
onsite bowling alley at the Homestead and the first (and likely 
last, since most hotels don’t have bowling alleys) bowling 
match between the MMOPA Board of Directors and the Piper 
team. The teams had fun and those not bowling watched and 
counted their good fortune (or judgment) while the welcome 
reception/party continued unabated in the cheering section. We 
understand that one of the teams did in fact win. 

MMOPA 2011 
CONVENTION 
REVIEW If you haven’t marked the 2012 convention 

on your calendar yet, here are some great 
reasons why you should! BY TOM KIEFFER
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Opening Remarks
MMOPA President Jonathan Sisk opened the convention with reference to 
last year’s theme of Freedom and Flight, continuing with comments on how 
safety underpins our enjoyment and use of general aviation. He discussed 
the impact of GA accidents on public policy and within our own PA46 
community. He also touched on the role that MMOPA has historically 
played in safety and that, after two decades, we still wrestle with how best 
to leverage our resources to bring down the accident rate and save lives. All 
this background served to focus the convention’s academic program on 
what Sisk called “the MMOPA Safety Ethic – a body of right principals or 
values that pervade our culture, define our attitudes, govern our decision-
making, and inform our actions.” 
 “The MMOPA Safety Ethic,” he said, “is a contagious idea that values, 
respects, encourages and holds us accountable for excellence 
in the three areas that determine the safe operation of our 
aircraft: Knowledge, skill and judgment.”
You can read Sisk’s full remarks in the website’s Resource Library.

Down to Business
Besides academics, entertainment and socializing, our convention 
always includes the association’s annual business meeting. Sisk pre-
sided and reports were given by the various directors and committee 
chairs, including the president’s recap of board business, accomplish-
ments, ombudsman on product support and owner-advocacy issues, 
MMOPA financial reports, membership trends from the executive direc-
tor, and recommendations from the nominating committee for directors 
and officers for 2012 — all ordinary and necessary business. 
 The members voted to confirm the following nominations as new 
volunteer directors in 2012: Mary Bryant, John Hunt, Jack Campbell and 
Randy James. Our thanks to them for accepting this role and welcome!
 Out of the ordinary this year was a lively discussion about the 
future of MMOPA’s regional safety and training events, their impact 
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on safety and their subjective value 
to individual members. A cadre of 
instructors was front-and-center with 
questions about how the development 
of Voluntary Training Standards would 
impact their interaction with the as-
sociation. It was a wide-ranging and lively 
discussion that concluded with the realiza-
tion that more member-input was needed 
and Sisk’s commitment to survey the 
membership at-large to get more guidance 
for the board. This has since taken place, and 
a thank you goes out to all who took time to complete the 
survey. Your input will be invaluable as we continue to move 
forward with the association’s primary directive of safety. 

All About Academics
The educational sessions were exceptional again this year. We 
tried something new with the use of electronic evaluation feedback, 
with every attendee being issued a little wireless fob they used to 
answer questions anonymously at the end of each session. However, 
the elimination of the paper evaluation forms missed the write-in 
comments so we’ll find a way to facilitate that useful feedback element 
next year. Our proudest moment with the fobs was the fact we got 
them all back at the end of the conference — truly a responsible group!   

Note that several of the presentations can be found in Resource Library 
on the MMOPA website.

The keynote Hyman Lecture was given this year by Greg Feith. He 
recently retired from the NTSB after 20 years as a senior investigator 
and now instructs at Embry-Riddle and consults on aviation and safety 
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matters. His discussion of human factors related to accidents and how we 
behave as pilots was very insightful, filled with interesting behind-the-scenes 
perspectives and wisdom. His expertise provided a very good backdrop for the 
safety discussions that dominated the conference.  
 The accident review and analysis was once again presented by Manny Ca-
siano. He did his standard excellent job preparing and delivering this accident 
analysis, an always sobering but insightful experience. Casiano also delivered 
the summary report from the safety committee of the Board of Directors 
regarding fleet safety and our association’s efforts to improve. The number 
of accidents in the fleet this past year was the highest ever, and this fact 
supported the committee’s conclusion that we must do better. Among the 
actions presented for consideration was the implementation of an MMOPA-
led Voluntary Training Standard.  
 Dr. David Strahle returned by popular demand. 
This year we gave him an extended time slot due to 
the popularity of his NexRAD presentation last year. 
He started off by giving us a quick overview of last 
year’s session. The key take-away was that composite 
NexRAD is the tool you want to use for aviation pur-
poses. He provided numerous examples where looking 
only at base images provided a false sense of security 
to pilots who flew into much more developed systems 
than the base images led one to expect. Luckily Garmin 
is using composite NexRAD, so many of us have access to 
composite NexRAD information already. WSI is still using 
base images, but Strahle has been working with them to 
change this one day.  
 Even with an extended session, Strahle ran out of time. 
He did provide handouts and demonstrated the weather-
modeling process that he uses to plan flights in his King 
Air. New online models allow pilots to take a look at 
forecast NexRAD images in advance of a flight. We 
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hope to have Strahle back for a 
future seminar focused specifically on 
advanced flight-planning techniques 
for the altitudes that the PA-46 com-
monly flies at.
 John Mariani was back in action at 
the convention after a few years’ absence. 
His deep knowledge of the PA-46 air-
frame was obvious as he discussed stall/
spin avoidance and icing. His insightful 
and sincere encouragement for all to be 
better pilots is always appreciated, no 
matter how many times some veterans 
have heard him speak. 
 The iPad undoubtedly has claimed its 
place in the cockpit. This year’s iPad session 
was well-attended despite the early Friday 
morning time slot. The presentation did 
a good job of covering some of the most 
popular programs such as Foreflight, 

WingX, Pilot My-Cast, as well as discuss-
ing where the evolution of the iPad in the 
cockpit is headed (think integrated XM 
weather, ADARS, etc.). The rapid evolution 
of iPad and tablet-based tools is amazing. 
Based upon a show of hands, the vast ma-
jority of members in attendance are now 
iPad aficionados. This topic will require 
more “air-time” at future conventions. 
 Andrew Knott followed up last year’s 
WAAS presentation with an outstanding 
program on traffic systems. He covered 
the evolution of the NextGEN system 
while explaining the equipment and 
upgrades coming to market that are of 
specific interest to PA-46 pilots. He did an 
excellent job of explaining the minimum 
equipment required to comply with the 
upcoming ADS-B (Hint: You can upgrade 

your Garmin 330 Transponder for $1,200.) 
as well as the evolving options in hybrid 
traffic systems.
 Mountain flying was an appropriate 
topic given the location of this year and 
next year’s conventions. Joe Lechtanski 
and his Meridian are based at KAPA 
(Colorado); thus he is an experienced 
mountain flyer who did a great job shar-
ing his insights on summer and winter 
weather mountain flying, as well as tips for 
IFR conditions and approaches.
 A topic near and dear to all PA-46 own-
ers, aircraft value, was a new session topic 
this year. This analysis and presentation 
was done by the panel of experts includ-
ing Mike Fitzgerald from Skytech, Larry 
Johnson from Cutter Aviation, Derek 
Windle from Skytech and John Hunt from 
Southeast Piper. The panelists offered 
insightful information on the art and 
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science of aircraft valuations, how the PA-46 compares with other airframes, 
and asset valuation trends. 

Companion Training and Activities
It was another great year of participation for the companion-training program. 
Companions were again offered a two-and-a-half hour classroom session 
focused on the essential need-to-knows of taking control of the aircraft, par-
ticularly regarding the use of the autopilot. In addition, those who registered 
for the in-flight training portion set off on two-hour sessions throughout the 
convention, practicing pattern flying and emergency landings. The time-slots 
for in-flight training were completely filled again this year, and after only three 
years, in-flight training has established itself as one of the most popular activi-
ties in the entire program. Be sure to book your slot early next year.
 Other companion activities included a guided tour of the 
waterfalls of the beautiful Cascades Gorge, a tour of the Homestead 
grounds and its rich 200-plus year history, the companions’ cook-
ing class, and a number of other on-site activities provided by the 
Homestead, including horseback riding and simply relaxing in the 
naturally fed hot spring pools. 

Vendor Exhibits
The vendor exhibits were highlighted by the full motion 
simulator brought to the show by Bill Inglis and Legacy Flight 
Training. Attendees got the chance to try out this brand new 
simulator. It was very cool and well done by Bill and his part-
ners at RedBird Flight Simulations. Garmin showed off its 
new 796 Tablet and demonstrated why it’s a different breed 
than the non-aviation-specific tablets like the iPad.

Closing Ceremonies
Saturday night’s dinner continued the exceptional 
food and dining service provided by the Homestead 
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throughout the convention. This final chance to count our blessings 
and celebrate our friendships was not lost on those attending. Jon Sisk 
announced that Russ Caauwe was resigning as MMOPA’s executive 
director after 13 years of service. Sisk awarded him this year’s President 
Award in recognition of the great friend and partner that Caauwe has 
been to all of us in MMOPA.

Airport day after all
The Allegheny Mountains did get the last word. All those trying to leave 
Sunday morning found the airport socked in with heavy fog on the 
top of the mountain where the airport is situated. By 10 a.m., the small 
FBO facility was filled with more than 25 pilots and “crews” waiting 
for the fog to lift. So the convention was extended until approximately 
1200 EDT at which time food and rations were running short. For-
tunately, planes were then able to begin departing IFR. Our PA-46 
brethren all cooperated with each other on the ramp, taking turns 
getting clearances with the spotty radio coverage from departure 
control. Washington Center did a great job coordinating. 

Preview of the 2012 Convention 
in Colorado Springs
The MMOPA Fly-in Convention returns Sept. 19-22 to the Broadmoor in 
Colorado Springs, Colo., in 2012. We are expecting a big turnout for this, the 
22nd annual MMOPA gathering. The central location and the draw of the 
Rocky Mountains contributed to a capacity crowd last time we were here. 
 The Broadmoor boasts a record 52 consecutive years of five-star acclaim. 
Year-round outdoor activities include fly-fishing, horseback riding, rock 
climbing, ballooning and much more. There are also a number of museums 
and tours to enjoy, as well as art and cooking classes. Plenty of children’s 
activities are also offered, so don’t hesitate to bring the whole family! Enjoy 
fall in the mountains while you protect one of your most important assets, 
improve your pilot skills and relax with old and new friends.

2011 CONVENTION REVIEW
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The 60th anniversary of the 
establishment of China’s aviation 
industry was celebrated this past 
April in Beijing. Since its incep-
tion, the industry has produced 
more than 16,000 aircraft and 
helicopters and more than 60,000 
engines — and things are just 
getting started. The Chinese avia-
tion industry, the world’s fastest 
growing, is poised to be the larg-
est — though not without a few 
requisite growing pains.
 In recent years, China’s 
aviation industry has diligently 
focused on dispelling its previous 
reputation for sub-par workman-
ship and a lack of innovative 
achievements. It has industrious-
ly worked toward meeting world 
aviation standards. It has slowly 
formed a high-tech industrial 
system represented by aircraft 
and helicopters with complete 

supporting aero-engine airborne 
systems, aviation weapons and 
a relatively complete techni-
cal basis with strong army and 
civilian integration. State-owned 
Aviation Industry Corp. of China 
has stakes in more than 200 
factories in places you’ve never 
heard of, 60 offices in 29 coun-
tries around the world, and is a 
Fortune Global 500 company the 
same size as Google ($21 billion 
in revenues).
  China is in the game for the 
long haul and is no longer satis-
fied with just being a supplier. 
They’ve recently built the ARJ-21 
Soaring Phoenix, the first pas-
senger jet to be developed and 
indigenously produced by China. 
Seating 78-105 passengers, 
depending on configuration, the 
ARJ-21 will compete head-to-
head with regional jets made by 
dominant players Boeing and 
Airbus, as well as offerings from 
Brazil’s Embraer, Bombardier 
from Canada and Russia’s Suk-
hoi. Deliveries are scheduled to 
begin at the end of this year with 
nearly 250 orders in the pipeline. 
 While the program itself 
represents a hodge-podge of 19 
foreign suppliers and subcon-
tractors like General Electric 
(engines), Rockwell Collins (avi-
onics), Honeywell (fly-by-wire 
system) and Parker Aerospace 
(flight controls), China’s next big 
thing, the home-grown C919, 
promises to be 100 percent made 
in China. The C919 will be a 168-
190 seat narrow-body airliner, 
and Beijing plans on selling 2,000 
of them over the next 20 years.
  Things are buzzing on the 
private front, too, with tales of 
China being the new Ground 
Zero for fast and furious busi-
ness aircraft sales. Bombardier, 
Embraer, France’s Dassault 
Aviation and U.S. manufacturers 
Gulfstream Aerospace Corp., 
Cessna Aircraft Co. and Hawker 
Beechcraft, are all clamoring to 
win the business of the rap-
idly expanding Chinese elite. 
Although only about 150 private 
jets are registered in a country 
with a humming economy and 
more than 1.3 billion inhabitants, 
the growth of the market is out-
standing. With the construction 
of 15 new airports a year and 
delivery of 75 business aircraft 

this year alone, it’s no wonder 
Boeing’s 2011 Pilot and Techni-
cian Outlook predicts China will 
need 72,700 new commercial 
airline pilots by the year 2030.
  A challenge for original 
equipment manufacturers will 
be the inevitable need to set up 
production in China, especially 
for large-cabin aircraft like Bom-
bardier’s Global line and Gulf-
stream’s G650. That challenge 
cuts to the core of old issues 
with China’s aviation industry: 
Manufacturers are hesitant to set 
up branch plants and dissemi-
nate technological know-how 
and intellectual property they are 
fearful will only serve as founda-
tions for China’s own industry.
  But perhaps the protectionism 
is already a moot issue, as China’s 
recent moves point to long-term 
strategic goals and even greater 
ambitions. After the recent 
Chinese purchase of legendary 
U.S. Cirrus Aircraft, rumors that 
Chinese interests are poised to 
swallow venerable and iconic 
(but struggling) U.S. Cessna Air-
craft have shifted into overdrive. 
 With such unparalleled 
growth in all sectors, these are 
exciting times for aviation in 
China and for investors who 
want to benefit from this im-
mense growth. Investing in 
branded technology is the one of 
the easiest and most reliable ways 
to benefit from China’s growth. 
Brands matter in China. Strategic 
technology that isn’t easily trans-
ferable and brand equity are the 
key factors to consider and are 
unfortunately often overlooked 
in favor of flashy (and all-too-
often disingenuous) financial 
statements. 
 Investing in a well-known 
brand name might not be as 
glamorous and thrilling as 
investing in small-cap Chinese 
names that could double or triple 
in a matter of weeks, but invest-
ing in branded companies which 
are leaders in their respective 
industries, including Chinese 
and stateside ones operating in 
China, is your surest and safest 
way to benefit from the world’s 
fastest growing market. 
John Bremner is the founder of Ivest Private 
Equity, a boutique investment firm specializ-
ing in fast growing China-based companies. 
He can be reached at j@ivestequity.com or 
604.685.7303.

CHINA SKIES 
The Chinese aviation industry is alive and well. It could 
be a great time for American investors. 

BY JOHN BREMNER
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Ever noticed the square black 
cases airline pilots carry? Open 
any of those cases and I guarantee 
that you’ll find at least one Jeppe-
sen airway manual: A loose-leaf 
binder with text, terminal arrival/
approach/departure plates and 
airport diagrams on very thin 
paper, and pockets for en-route 
charts. While FAA AeroNav 

(formerly NACO) charts are 
common among private pilots, 
when you get to the big leagues, 
Jeppesen (a division of Boeing) is 
the world standard. 
 That said, FAA charts are what 
you’ll find on most electronic 
chart viewing apps – largely be-
cause, as government documents, 
they’re available without paying 

a license fee. Until 2009, the only 
way to get electronic Jeppesen 
charts was an application called 
JeppView for Notebook and 
Tablet PCs. There was no way to 
get Jeppesen instrument charts 
(particularly approach plates) on 
other portable devices.
 Two years ago, Jeppesen began 
offering approach plates and air-

port diagrams on an e-book viewer, 
and last year the same capability 
arrived on the iPad through Jepp 
TC. This quickly caught on because 
it saves a lot of weight – paper 
IFR charts for the lower 48 states 
weigh a whopping 22 pounds, not 
counting the binders! Jepp TC 
also greatly simplifies revisions. 
Traditionally, Jeppesen subscribers 
got individual pages with changes 
every 28 days and spent time 
replacing old pages in their bind-
ers. Electronic revisions are much 
faster. And electronic subscriptions 
are cheaper than getting all those 
pages in the mail – a full year of 
electronic coverage for the lower 48 
costs $787 vs. $1,241 for paper.
 Needless to say, given all those 
advantages – and the runaway 
popularity of the iPad among 
pilots – Jepp TC quickly became 
a hit, and that brought recogni-
tion by none other than the FAA. 
The combination of an iPad and 
Jepp TC was the first off-the-shelf 
commercially available electronic 
charting solution authorized as a 
complete replacement for paper ap-
proach plates for airline use — after 
the iPad passed a rapid decompres-
sion test.
 However, Jepp TC didn’t quite 
replace the paper airway manual – it 
did not provide en-route and area 
charts. Those still came on paper. 
This year, that changed: A new 
app, Jepp FD, provides a complete 
replacement for all the paper in a 
Jeppesen Airway manual: Plates, di-
agrams, charts and even the airway 
manual text (which is provided in 
PDF format for viewing in iBooks).
 On startup, Jepp FD defaults to 
a page that includes an en-route 
chart and allows you to enter your 
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Pilots have been relying on the Bahamas & Caribbean Pilot's Guide for over 30 years
as the one complete  resource for aviation travel in the islands. The Pilot's Guide has
400 pages packed full of color aerial  photos, phone numbers, frequencies, fuel avail-
ability, forms, and so much more to help you plan, prepare for and enjoy your trip.

What more could you ask for than a playground of  airports, friendly people, unlimited
turquoise water abundant with fish, lots of sunshine . . . and plenty of rum and Kalik, the
local beer.

BAHAMAS & CARIBBEAN 
PILOT’S GUIDE

2012
New!

(800) 521-2120 
flythe .comislands

Pilot Publishing, Inc.   /   e-mail: admin@pilotpub.com

AVAILABLE NOWFOR THE IPAD!
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origin and destination airports and 
specify a route using waypoints. 
Pressing an “apply” tab will gener-
ate the route and scale the chart to 
show it. You can then zoom in on 
any route segment. An on-screen 
button, shaped like an airplane, 
lists airports on the route. Tap on 
one and you’ll get a list of available 
terminal charts. Tap on a chart 

and it will come up. By 
default it’s scaled to fit on 
the screen, but there is an 
option to have it fit to the 
width of the screen instead. 
If you have an iPad2 or 
external GPS, your airplane 
position can optionally be 
shown on airport diagrams. 
Tapping an on-screen route 
button takes you back to the 
en-route chart.
 While all the informa-
tion from paper en-route 
charts is available in Jepp 
FD, it’s not always immedi-
ately obvious. Some details 
(waypoints and airway 
numbers, for example) only 
show up when you zoom 
in. Other details are avail-

able only by request. For example, 
tap-and-hold on an airport icon, 
and a pop-up window will appear 
offering runway and communica-
tions information.
 With a GPS and ship’s position 
enabled (using an on-screen button 
that looks like a stylized arrow-
head), you can choose “north-up” 
or “track-up” orientation. The 

latter is the closest thing I’ve seen 
to a moving-map display on the 
iPad, with labels always oriented 
properly, in contrast to ForeFlight 
and other apps that display scanned 
charts, which often have the text 
upside-down or sideways depend-
ing on what direction you’re flying. 
 I tested Jepp FD on a four-hour 
leg flying home to California from 
a vacation in Jackson Hole and 
Yellowstone earlier this year. I had 
generally good results once I got 
used to the app, though I quickly 
realized that it’s not a true moving 
map – even in “track-up” mode. 
If you make a turn, the on-screen 
airplane symbol will start moving 
off at an angle. An easy work-
around is to switch momentarily 
to “north-up” mode and then back 
to “track-up” mode. And I didn’t 
figure out how to look up Center 
frequencies until after I got home. 
Turns out, it’s in the comms section 
of the pop-up page for any airport.
 Jepp FD isn’t perfect. At this 
point, it’s just a chart viewing and 
GPS mapping application, without 
the advanced flight planning, 
weather and other features offered 

by JeppView. But over time that’s 
going to change. Jeff Buhl, senior 
product manager for mobile 
solutions, told me that on-screen 
“rubber band” flight-plan editing is 
due in the next major release, and 
other features, including weather, 
are planned beginning next year.
 Once or twice a year, I fly on a 
charity mission to Mexico with a 
group called Liga International (The 
Flying Doctors of Mercy). Until 
now, that always involved getting 
a Mexico trip kit so that I’d have 
en-route charts and approach plates 
for my route south of the border. 
The next time I make one of those 
flights, my trip kit will be electronic, 
downloaded to Jepp FD on my iPad. 
It will save weight, money and time!
 For more information, 
browse ww1.Jeppesen.com/in-
dex.jsp.

John D. Ruley is an instrument-rated pilot, 
freelance writer and recent graduate of 
the University of North Dakota Space 
Studies graduate program (Space.edu). 
He is also a volunteer pilot with LigaInter-
national.org, and a member of the board 
of directors of Mission Doctors Associa-
tion (MissionDoctors.org). You can reach 
him by email to jruley@ainet.com.
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VIETNAMESE-STYLE 
POOR BOYS
(Recipe courtesy Emeril Lagasse, courtesy 
Martha Stewart Living Omnimedia, Inc.)

Ingredients

•  5-lb. bone-in pork shoulder

•  Salt

•  Freshly ground black pepper

•  1 large egg

•  2 tbsp. fresh lime juice

•  1 tbsp. Creole or other whole 
 grain mustard

•  1 tbsp. chile paste

•  2 tbsp. sesame oil

•  1 cup vegetable oil

•  1 loaf French bread 
 (about 24 inches long)

•  2 cups julienne carrots

•  2 cups julienne cucumbers, (peeled   
 and seeded)

•  1 cup chopped scallions 
 (green onions)

•  1 cup loosely packed fresh 
 cilantro leaves

•  1 medium fresh jalapeno, thinly sliced

PREPARATION
Preheat the oven to 400 degrees F.

Season the shoulder with salt and pepper. 
Place on a baking sheet and roast for one 
hour. Reduce the temperature to 300 degrees 
F and continue to cook for three hours, or 
until the meat falls off the bones. Remove 
from the heat and cool completely. 
 In the cup of a food processor, combine 
the egg, lime juice, mustard, chile paste and 
sesame oil. Season with salt and pepper and 
process until smooth. With the blender run-
ning, slowly drizzle in the oil and blend. The 
mixture will be thick. Season with salt and 
pepper. Remove, cover and refrigerate for at 
least one hour. The mixture will keep for up 
to two days. 
  To assemble, slice the roast pork and cut 
the bread in half. Spread the chile mayo over 
both halves of bread. Layer the pork over one 
half the bread and set the other half aside. 
Continue layering with the carrots, cucum-
bers, scallions, cilantro and jalapeno. Place 
the remaining bread half on top and press 
slightly. Slice the sandwich into individual 
pieces and serve.
  Makes eight servings. 

EMERIL LAGASSE
The man who taught us to ‘kick it up a notch’ offers a great 
gourmet finger food to take along on your next adventure!

Chef Emeril Lagasse appears on the 
Food Network and reaches more than 
85 million homes daily. He is the host 
of the Essence of Emeril and Emeril 
Live which is now in syndication. The 
former has been nominated for nu-
merous Emmy Awards and was voted 
by Time magazine as one of the Top 
10 TV Shows. Chef Emeril is also the food correspondent 
for ABC’s Good Morning America.
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MAKE IT AND TAKE IT



Entegra Release 9
for your Piper PA-46 aircraft

The Very Best Flight Deck in Aviation

For more information and to find out where you can 
take a demo flight, Contact Reid Antonacchio at 239-249-0414.

www.avidyne.com/PA-46

®

Introducing the Entegra Release 9 retrofit for your PA-46 Aircraft.

Designed from the ground up for simplicity, redundancy, and serviceability, 
Entegra Release 9 is ideally suited for the PA-46 aircraft and single-pilot IFR 
operations.

With Entegra Release 9, you’ll have two or three identical high-res IFD5000 XGA
glass displays, dual ADAHRS sensors, dual WAAS/RNP-capable GPS sensors and
the easiest-to-use Flight Management Systems (FMS) in the industry.

Check out your options for an Entegra Release 9 retrofit, and increase the value,
safety and utility of your PA-46 aircraft.
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Call 1.800.272.0211 for more information 
or visit our website at www.simulator.com

V A L U E  •  P E R S O N A L I Z E D  •  F R I E N D L Y

Over 3,800 Meridian, Malibu, Mirage 
and Matrix Pilots Trained

...and Counting

SimCom is the Factory Authorized Provider of  
Simulator Training for All PA-46 Models 

MERIDIAN G1000 PANEL NOW AVAILABLE
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