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TAKE 
CONTROL

LEGACY FLIGHT TRAINING PROVIDES:

3 Training in full-motion simulators for the Meridian,  
    Mirage, Malibu, and Matrix

3 Initial and recurrent training courses

3 In-aircraft training always available

3 Flexible schedules to meet your needs

3 Standardized and experienced instructors

3 Competitive pricing

3 Training in Vero Beach or your airport 

3 FAASTeam Approved Training Provider

3 Insurance approved 

Legacy Flight Training LLC 
3400 Cherokee Drive, Suite 105
Vero Beach, FL 32960 • 772-539-0420
www.legacyflighttraining.com  
EMAIL: bill.inglis@legacyflighttraining.com

P E R S O N A L I Z E D  A N D  P R O F E S S I O N A L  T R A I N I N G  I S  O U R  M I S S I O N

WE HAVE THE ONLY FULL-MOTION MERIDIAN & 
MIRAGE SIMULATORS IN THE WORLD

COME TRAIN IN OUR BEAUTIFUL TRAINING  
CENTER IN VERO BEACH, FL



AIRCRAFT SALES & SERVICE

www.tempusaircraft.com

Discover the benefits of truly 
outstanding sales and service

We're committed to meticulous attention to detail, whether it's a sale or service visit.

If you're looking for a trusted resource to assist you in buying or selling a new or used aircraft, 
or you need a Factory Authorized Service Center to maintain your late model Piper or Pilatus, 

you'll benefit from a relationship with our industry experts.

To see these benefits for yourself, contact Tempus Aircraft Sales & Service today.
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Th ese last few months following our annual con-
vention are always a “quiet” time for MMOPA. 
Between the recovery from all the work that goes 
into producing the convention and the busy holi-
day and year-end activities that follow,  MMOPA 
business tends to take the backseat.
 But with the new year upon us and the “cliff s” and other 
distractions hopefully behind us, we start back to work on our 
MMOPA activities. I have to admit that life has gotten in the 
way a bit for me. I’ve been remiss in getting to some things 
that we committed to, the biggest of which is the hiring an ex-
ecutive director for the association. Th is job/role was approved 
by the board last year. I am endeavoring to get this done before 
our Board of Directors meeting in April. We also have a few 
committee chairs (magazine, web site) and committee spots 
to fi ll as well. And we would like to add a new board member 
or two this year. Serving on a committee is a great way to get 
oriented and transition to the board if that is of interest to 
you. Please let me know if you would like to help or nominate 
candidates.

Convention highlights
All those attending would agree that we had a fabulous 
convention in Colorado Springs. Th at relatively central 
location combined with the return to the spectacular setting 
at the Broadmoor attracted many. Big thanks to Academic 
Chair Bart Bartlett and Convention Chair Jon Sisk, as well as 
Convention Manager Bill Alberts and Association Manager 
Russ Caauwe. I also want to acknowledge that several of our 
long-time MVPs (Travis Holland, Chad Menne and Ron Cox) 
answered the call to be away from much of the convention 
activities to be with our companions (no really, it’s not how it 
sounds!) conducting that critical training program. (Read the
complete convention review on Pages 40-46 of this issue.)

Association vitality
We welcomed a record number (187) of new members in 
2012. We now have a record number of 860 members from 
18 diff erent countries. Th e type breakdown is 33, Matrix; 131, 
Malibu; 186, Mirage; 169, Meridian; 123, JetProp; and 217, 
other.
 We accept this as a sign of the improving economy, the 
outstanding PA-46 platform, and the great community that 
MMOPA is.

My computer is flying
I’ve been thinking a lot about the computer gadgets we keep 
adding to airplanes and fl ying practices. Like many of us, 
computers and airplanes have always been conspirators in my 
life. In the beginning, it was one or the other. On my fi rst job, 
I started taking fl ying lessons in 1980. I soloed a few times, 
soiled a few instructors and was having fun. But I soon discov-
ered the same thing that makes airplanes fl y makes computers 
run – money. And I didn’t have enough to do both. So I made 
the fateful choice to park the log book and actually build an 
Apple II computer. Th at led to a 16-year hiatus from fl ying. 
Heck, I was got so distracted with computers that my wife got 
her pilot’s license before I did.  I digress…
 Unlike those olden days when they used to be one or the 
other, computers and airplanes are now forever conjoined. 
Speaking as an IT guy, I consider this a blessing and a curse. 
My experience is that computers can fail you when you need 
them most, and most insidiously, will “lie” to you. Th is puts 
a new burden on pilot training and judgment. In addition to 
being the last generation of pilots to learn steam gauges, we are 
the fi rst generation of pilots to get lulled into a false sense of 
security about computer and automation magic. Th e relative 
success and good fortune that enables us to buy/fl y these air-
planes also contributes to our advanced ability to buy — and 
depend on — the latest gadgetry, oft en way ahead of the more 
conservative wisdom of the crowd. And oft en ahead of what 
my fl ight instructor(s) have used before. We seem to spend 
a good part of any fl ight-training session now teaching our 
instructor how to use the latest panel/gadget.
 Information overload and automation complacency now 
have encroached on our last refuge in the cockpit. Th e good 
news is that we are starting to defend ourselves. We see this in 
the postings on the Forums and in the knowledge that tech-
nology was an integral part of many of the training sessions at 
recent conventions. 
 I think we can help each other by including technology 
judgment in the training that we promote and encouraging 
intermural learning about how to use all this stuff . Should 
we add a new web site Forum category or two? How about a 
Technology Forum? We could share the tips, tricks and traps. 
And how about a Forum focused on judgment and decision-
making? We could share and talk about trips (risks) we didn’t 
take. Please let me know your thoughts and ideas.   
 Make sure your gadget doesn’t get there before you do.

Tom Kieffer is CEO of Virteva, an IT services provider in Minneapolis and 
Phoenix. He can be reached at tkieffer@mmopa.com.

BACK TO BUSINESS
Tom Kieffer

FROM THE PRESIDENT
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FIRST LOOK

Cutter starts the year with new STC
PA-46 Meridians with steam gauges have a new option at Cutter. The Phoenix-based company has received FAA 

approval to retrofit your instruments with the new Garmin C950 integrated glass panel. Starting with a new, custom-

engineered panel and glare shield, the Garmin G950 STC package provides a much cleaner and more modern panel 

design than found on any existing Piper Meridian. The package features the large 12-inch Garmin GDU-1240A Primary 

Flight Display (PFD) and Multi-Function Display (MFD) units configured as either a two-display (single PFD/single 

MFD) or three display (dual PFD/single MFD) package. The Garmin G950 installation completely replaces existing 

Attitude and Heading Reference Systems (AHRS) with dual Garmin GRS 77 AHRS units and also replaces the OEM 

Engine and Airframe Interface Unit (EAU) with a new Garmin GEA 71 EAU that completely integrates into the system. 

Additionally, the G950 system fully incorporates the existing S-TEC IntelliFlight/Magic 1500 autopilot into the Merid-

ian package. Installed, the G950 modification provides a Model Year 2013 comparable instrument panel that is cleaner 

and more modern and provides significantly more glass surface area, safety features and navigational tools than 

other pre-G1000 models in the Meridian fleet. Meridian owners may also opt to include the additional installation of 

the approved Gross Weight Kit, which adds more than 242 pounds to the aircraft’s gross weight, bringing the finished 

aircraft to 2013 Model Year marketability levels. As an additional benefit, installation of this modification also includes 

a fresh annual. Get more from both Cutter and Garmin. Learn more at CutterAviation.com and Garmin.com.
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FIRST LOOK

Dual is the one
Th e portable Dual XGPS170 ADS-B in 
receiver provides ADS-B weather and 
traffi  c broadcasts to a variety of compatible 
EFB apps (sold separately) for display on 
an Apple iPad, Android tablet or any other 
Bluetooth-enabled device. Th e little box 
receives and displays the FAA’s Traffi  c In-
formation Service Broadcast, which is traf-
fi c information obtained from ATC radar 
and broadcast from ground radio stations. 
Th e XGPS170 can also receive ADS-B po-
sition reports directly from nearby aircraft  
operating on 978 MHz.  Even more, that 
new Dual XGPS170 off ers Flight Infor-
mation Service-Broadcast (FIS-B) which 
provides information from the National 
Weather Service, including NEXRAD ra-
dar, as well as winds aloft , pilot reports and 
other valuable weather services. FIS-B also 
includes information on temporary fl ight 
restrictions and special use airspace.  Find 
more at aviation retailers everywhere.

The pocket panel 
with some attitude
Dynon introduced one of the most talented 
attitude indicators in the business, the new D1 
Pocket Panel portable instrument. Th e 3.5-inch 
x 3.25-inch box truly does fi t in your pocket. 
And at a moment’s notice, the device will rely 
on its onboard EFIS, the same technology used 
in the rest of Dynon’s product inventory, to give 
you highly accurate attitude information. Ad-
ditionally, a built-in GPS receiver off ers ground 
speed and track (heading), GPS altitude and 
vertical speed, turn rate, slip/skid ball and a 
dimmable screen for night fl ight. With over four 
hours of lithium battery life, the D1 Pocket Panel 
also connects to the ship’s power via a DC elec-
trical adaptor.  Hard to beat this device’s many 
talents! Get all the information when you call or 
click on DynonAvionics.com or 425.402.0433.

The short 
wait is back!
You may have had a passing sigh of dis-
appointment in 2008 when the Polaroid 
camera bit the dust and went the way of 
the carrier pigeon. Something was just 
so cool about snapping a picture and 
then literally watching it appear on the 
film. Proof positive that analog photog-
raphy still has a place in the viewfinder, 
a company called Impossible manufac-
tures brand new film for your Polaroid! 
And if you no long have your “instant” 
camera, these folks will happily sell you 
a “new” (aka refurbished) Polaroid. The 
new film has rich, saturated colors and 
frankly looks better than the old stuff 
we miss. For a whole bunch of info and a 
shot at Polaroid-invented photography, 
log onto The-Impossible-Project.com or 
call 212.219.3254.

Break me 
if you can
Grab a rugged, waterproof, shockproof, 
freeze-proof COOLPIX AW100 with 5x 
Zoom-NIKKOR ED glass lens and 16-MP 
CMOS sensor to record action photos and 
Full HD (1080p) movies. Life on the road 
deserves GPS + Electronic compass, so the 
COOLPIX AW100 has these too. Is there 
really any reason not to step up to his new-
est compact digital camera from Nikon?  
Find the details at NikonUSA.com.Find the details at NikonUSA.com.

Get wired
The new BatteryMINder can get rid of a ton of trouble for the certified airplane 

pilot. The new wiring-solution trailer plug is an aviation-grade polarized connec-

tor. Second, it enables a legal, certified airworthy installation of a fused-wiring 

harness with a mating plug to access the ship’s battery. Third, the BatteryMINd-

er relocates the output-regulating temperature sensor, eliminating the need for 

its approval on the airframe. Hand the wiring kit to your A&P and, voila, you’ve 

got a quick disconnect/connect point that fully complements the product’s 

Plug-N-Play design. No FAA form 337 required. To order call 859-233-4599 or 

log onto AudioAuthority.com.

FIRST LOOK

The short 
i i b k!



BEST-IN-CLASS

PRIZE WINNERS
Piper celebrated its 75th anniversary in October. The company recognized best-in-class
aircraft that were flown in for the party, including a Meridian and Mirage from MMOPA!

The Meridian winne
r was N125DB, own

ed by Don Blackley
. It ’s a 2001 

model with gross-w
eight upgrade, beaut

iful new custom-de
sign leather 

interior and new pa
int design. Note th

e polished windshiel
d frame, an 

unusual touch for 
this class turboprop

. Blackley, a physi
cian from 

Charlotte, N.C., is 
getting ready to do 

a panel upgrade wit
h dual 

G500s replacing th
e original Meggitt P

FDs

The Mirage winner is N963MA, a gorgeous original 2008, owned 
by Larry and Mary Schmacher of West Chester, Ohio. It is an 
Avidyne Entegra all-glass-equipped aircraft. 
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AWAY CUT 
   THAT’S A CUT ABOVE 
                                           THE REST.

TO A PIPER MERIDIAN PANEL  

Cut away from the outdated Meggitt or Avidyne avionics panel in your Piper Meridian and transform 
it into the most modern panel available -- with the new Garmin G950 Retrofit from Cutter Aviation.  

BETTER BY ALL MEASURES. 
Powered by the latest from Garmin, you’ll immediately 
enjoy the total situational awareness, expanded 
capabilities, and piece of mind that only a modern glass 
cockpit like the G950 can give you.  With a clean panel 
design containing up to three generous 12” PFD/MFD 
displays -- seven square inches more than brand new 
Meridian panels -- your eyes will enjoy the G950 too!

THE GARMIN G950 RETROFIT FOR PIPER MERIDIAN 
AVAILABLE EXCLUSIVELY FROM CUTTER AVIATION

ACT NOW TO SAVE! 

The Garmin G950 Retrofit Package is exclusively 

offered by Cutter Aviation with STC certification on track 
for August 2012.  Special Pre-Certification incentives for 
booking an installation at our Phoenix, Arizona facility 
for your Meridian are now available.  Don’t miss out on 
savings: contact us today for more information and 

installation pricing for your aircraft!

Cutter Aviation Avionics
Phoenix Sky Harbor International Airport (PHX) 
2802 E. Old Tower Road - Phoenix, AZ 85034

CALL 877-907-7999 OR VISIT CUTTERAVIATION.COM/MERIDIANG950
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As Piper Aircraft’s exclusively approved training provider for the Merid-

ian, Mirage, Malibu and Matrix, SimCom instructs hundreds of pilots 

every year for both initial and recurrent training on these aircraft. Since 

building the first of three PA-46 simulators in 2001, we have trained 

more than 1,500 PA-46 pilots.  

 The experience and background of the PA-46 pilots we train var-

ies greatly.  Some are new to the airplane, while others have years of 

experience in the type.  Regardless, all come to SimCom for the same 

reasons — to better understand their airplanes’ systems, to sharpen 

their PA-46 flying skills as well as to practice maneuvers and emergen-

cy procedures that can’t safely be duplicated in the aircraft.  

 Over the years, SimCom’s instructors have identified several trends 

exhibited by the pilots who visit us for training. Most of these behaviors 

are very favorable. Pilots coming to SimCom are conscientious and 

take safety and training seriously. However, our instructors have also 

detected some trends that could lead to an incident – or worse. While our 

instructors always address any such behaviors on a pilot-by-pilot basis 

in the course of instruction,  we want to share with you six common 

“gotchas” we have observed from pilots visiting SimCom so that you 

can recognize and avoid them in your own flying.

As Piper Aircraft’s exclusively approved training provider for the Merid-

ian, Mirage, Malibu and Matrix, SimCom instructs hundreds of pilots 

every year for both initial and recurrent training on these aircraft. Since 

building the first of three PA-46 simulators in 2001, we have trained

more than 1,500 PA-46 pilots.  

 The experience and background of the PA-46 pilots we train var-

ies greatly.  Some are new to the ai lane while others have f

experienc

reasons —

their PA-4

cy proced

 Over the
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take safety an

detected some trends that could lead to an incident – or worse. While r 

instructors always address any such behaviors on a pilot-by-pilot basis

in the course of instruction,  we want to share with you six common

“gotchas” we have observed from pilots visiting SimCom so that you 

can recognize and avoid them in your own flying.

THE 6 MOST 
COMMON 
PA-46 
GOTCHAS!
SIMCOM INSTRUCTORS SPEAK OUT 

By Bob Kromer,  VP Marketing, SimCom, former 
engineering test pilot, and John Warnk,  PA-46 
training program manager, SimCom Training Centers
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SIX TRENDS PA-46 PILOTS SHOULD AVOID
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To reduce this dependency on the  autopilot, 
we suggest our customers do more hand-
flying during routine flights, provided that 
the weather is good and the workload is low. 
Hand-flying is enjoyable and is still a critical 
part of the aircraft operator’s skill-set.

1 Degradation of 
“stick-and-rudder” skills

Over the past few years, we have seen a deg-
radation in pilot skills related to basic “stick-
and-rudder” fl ying across the airplane types 
we train, including the PA-46. We believe 
this trend is the result of increased reliance 
on the autopilot. Early in a training event, 
we discover there are pilots who engage the 
autopilot shortly aft er departure and don’t 
disengage it until reaching minimums on 
the approach. Th ese pilots do a fi ne job of 
aviating and navigating when managing 
the autofl ight control system. But when 
we fail the autopilot in the simulator, and 
hand-fl ying is required, we discover rusty 
hand-fl ying skills that are being masked by 
autopilot usage.          
 To reduce this dependency on the  autopi-
lot, we suggest our customers do more hand-
fl ying during routine fl ights, provided that 
the weather is good and the workload is low. 
Hand-fl ying is enjoyable and is still a critical 
part of the aircraft  operator’s skill-set. Being 
profi cient at hand-fl ying is not only person-
ally satisfying, it can also pay big dividends 
when the chips are down, the weather is low, 
and the autopilot stops working.  

2 Allowing distractions in the cockpit
Operating a PA-46 should be an “all 

in” mental exercise. Allowing distractions 
into the cockpit is never in the best interest 
of fl ight profi ciency or safety. For example, 
we’ve seen customers allow their training 
focus and simulator performance to degrade 
because they are preoccupied with events 
at the offi  ce or elsewhere. Unfortunately, 
similar tendencies are likely in real-world 
fl ight operations.    
 At SimCom, we emphasize that fl ight time 
should be free of all external distractions and 
activities, whether in the simulator or in the 
actual airplane. We fi nd our customers do a 
much better and safer job of fl ying when they 
are focused on the task at hand and when they 
leave life’s worries at the cockpit entrance.

3 Continuing education and 
proficiency

We occasionally ask our training customers 
what they do to maintain profi ciency be-
tween annual training sessions. Many times, 
the answer is “not much” or “I’m profi cient 
– I fl ew 20 hours last month.” When it comes 
to training, what many pilots overlook is 
that fl ying the same one-hour fl ight 20 times 

is not as eff ective as fl ying with a mindset 
that is consistently dedicated to maintaining 
profi ciency.  
 To maintain profi ciency, SimCom recom-
mends introducing “what if” scenarios 
to normal fl ight operations conducted in 
between SimCom visits. For example, using 
the Pilot Operating Handbook as a refer-
ence, ask yourself, “What if the engine quits 
right now?” Or “what if I noticed smoke in 
the cockpit at FL230?” Th en fi nd and review 
the appropriate checklist procedure. Drilling 
on how to respond quickly to a simulated 
emergency using the appropriate checklist 
can be very helpful if things actually go 
wrong and should be practiced on a regular 
basis — not just in your simulator sessions.  

4 Checklist discipline
We’ve also discovered some pilots who 

do not regularly use checklists even in nor-
mal operations. SimCom believes the regular 
use of checklists is of utmost importance 
for safe aircraft  operations. Engineering 
test pilots and fl ight test engineers develop 
procedures and checklists covering normal, 
abnormal and emergency procedures for 
specifi c aircraft  with the explicit goal of 





setting forth the best way for you, the pilot, 
to confi gure and operate that aircraft  in the 
most favorable manner possible related to 
safety of fl ight.      
 Not using checklists can result in forget-
ting small but very important items. For 
example, one of the items that our instructors 
frequently have to emphasize in simulator 
sessions for Meridian operators is the pilot’s 
verifi cation of “Yaw Damper (prior to land-
ing)…Disengage.”  Th e Piper manual is clear 
– the switch must be in the “Disengage” posi-
tion prior to landing and is included in the 
Before Landing checklist. Leaving it engaged 
could degrade directional steering authority 
on the runway. Without a checklist, this is an 
easy item to forget, but a very important one.
 Using the checklist in your PA-46 might 
add a few moments to pre-takeoff  and 
pre-landing routines, but failing to have the 
airplane confi gured correctly for safe fl ight 
is not worth any amount of time that may be 
saved in going through such routines. 

5 Forcing the nosewheel onto 
the runway during landing

During landing, some pilots of high-perfor-
mance singles have developed a tendency to 
drop or push the nosewheel onto the runway 
almost immediately following main wheel 
touchdown. Th is is incorrect technique in 
the PA-46 line. When we ask those who do 

it the reason why, the answers vary from “so 
I can get the prop into reverse sooner” to “it 
gives me better nosewheel steering authority.”  
 At SimCom, we teach a technique called 
“Land the mains; land the nosewheel” for pi-
lots of high-performance singles. Th is means 
to fl y the airplane to the runway, allow the 
main tires to touch and then use pitch control 
to lower the nosewheel smoothly onto the 
runway surface.   Certainly, if the runway is 
short, getting the nosewheel onto the runway 
surface in an expeditious manner may allow 
for quicker implementation of brakes and 
propeller reverse in the case of the Meridian. 
But for almost all other operations, it makes 
no sense to hurry the nosegear onto the 
runway, especially if there is plenty of runway.  
 SimCom emphasizes easing the nosewheel 
to the runway surface and keeping it lightly 
loaded during landing rollout as the best 
technique with almost any airplane, including 
the PA-46 series.  Doing so helps maintain 
directional control on the runway and elimi-
nates high loads on the nose gear assembly 
and surrounding airframe structure.   

6 Divided attention during 
landing rollout

During landing touchdown and rollout, at-
tention should be focused primarily outside 
on the runway, not inside the cockpit. We’ve 
noticed some pilots have developed a “busy 

hands habit” during the landing roll. Per-
forming aft er-landing checklists or changing 
frequencies during this time could be the 
fi rst link in an accident chain that ends in a 
runway excursion. Similarly, with the PA-46 
series, SimCom does not advocate raising 
the fl aps during the landing rollout to “get 
weight on the wheels.” Not only is there an 
increased risk of inadvertently retracting the 
landing gear, but our experience also shows 
little eff ect on braking action regardless of 
fl ap position during the landing rollout.  
 Aft er touchdown and during landing 
rollout is not the time for operating switches, 
raising fl aps or tuning avionics. Only aft er the 
aircraft  is clear of the runway and has passed 
the hold-short line should the pilot turn to 
accomplishing the aft er-landing checklist.      
  
Summary        
Th ose are six potential “gotchas” we frequently 
have to correct while conducting initial and 
recurrent training for PA-46 pilots who come 
to SimCom. Safe fl ight operations result when 
a profi cient pilot is matched with a capable air-
plane. Nothing is more important to profi cien-
cy and safety than regularly scheduled simula-
tor training as part of your PA-46 ownership 
experience.  With our career educators and 
realistic simulators, we’ll help you identify any 
unwanted trends you would want to change. 
We hope to see you soon.
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SIX TRENDS PA-46 PILOTS SHOULD AVOID

Using the checklist in your 
PA-46 might add a few 
moments to pre-takeoff 
and pre-landing routines, 
but failing to have the air-
plane configured correctly 
for safe flight is not worth 
any amount of time that 
may be saved in going 
through such routines. 
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GET SMARTER 
ABOUT  TRAFFIC 
INFORMATION
‘A COLLISION AT SEA CAN RUIN YOUR DAY. ANONYMOUS’  
By Paul K. Sanchez
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Something that all of us have is a fear of conflict. 
The conflict, of course, is where one or more aircraft 
have failed to “see-and-avoid,” and we end up with 
a “near-mid-air” or, unfortunately, a “not-so-near-
mid-air” collision.
 Admittedly such collisions do not happen very 
often, but it is not likely that many of the people 
involved walk away. So each time we are in the air, 
we have an equal responsibility to safely avoid oth-
er aircraft, but does that diminish our fears that the 
other pilot is keeping to his responsibilities? And 
can we recognize his/her (or our) mistake before it 
becomes both our permanent problem?

Instrument flight rules versus visually seeing others
An IFR clearance will never guarantee separation from all other aircraft . It 
will guarantee separation from another IFR aircraft  (usually three miles hori-
zontally or 1,000 feet in most TRACONs) but, when both IFR aircraft  are in 
visual conditions, the responsibility for both pilots is still to “see-and-avoid.” 
Now what happens if one aircraft  is in the clouds (on an IFR clearance) while 
the second aircraft  is 500 feet below the clouds. Is that suffi  cient for “see-
and-avoid” even though neither one can see the other? What happens if the 
IFR aircraft  is instructed to descend through the clouds to a lower altitude? 
Will the 15 seconds of visual conditions be enough to visually acquire the 
confl icting situation?

Sectors of responsibility
Let’s start off  with some understanding of right-of-way rules in aviation. Like 
everything else in aviation, the rules we have today were used on the water fi rst 
for many hundreds of years beforehand. What is diff erent in aviation is the clo-
sure rate. On the port-side of an aircraft  is the red navigation light which has a 
viewable area of 120 degrees from the nose to the rear. Inconveniently, that is 
where the pilot-in-command sits most of the time in airplanes. Any airplane 
in that is in that 120-degree red sector and can see your red navigation light 
has to yield to you because he literally has a red light looking at him. Th e pilot 
can’t stop in the air but he can certainly alter his track or altitude so that he can 
maintain a safe distance from you. In fact under FAR 91.113 (b) says:

“…When a rule of this section gives another aircraft  the right-of-way, 
the pilot shall give way to that aircraft  and may not pass over, under, or 
ahead of it unless well clear.”

 So it appears that most airplane pilots are sitting on the side of the air-
craft  (port-side 120-degree red sector) that they do not have to yield, and 
unfortunately they are not sitting on the side of the aircraft  to see what they 
should yield to. Better keep your eyes open as much as you can on the right 
(starboard) side. So 120 degrees to the right of your nose in the area where 
you have to yield to all airplanes except those overtaking you. If someone 
sees your green starboard aspect, he does not have to yield and is expecting 
that you can see him and thus yield yourself.
 And of course that leaves the 120-degree sector behind you, meaning any 
aircraft  that can see your white tail sector is overtaking you and thus has to 
yield to you. And you hope that the other pilot sees you because you have 
zero chance of seeing him overtaking you.

TRAFFIC INFORMATION
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Expanding your horizons 
of observation
Now that we’ve established the concept 
of who is supposed to yield to whom in 
converging or overtaking situations, how do 
both pilots keep aware of what the burdened 
aircraft  has to do? In fact, how does the pilot 
see what is going on with aircraft  on his 
starboard side (his own yield-side) and even 
the ones behind him?
 Average human visual acuity is about 1.76 
feet/nm. Which means on a very good day 
a pilot should be able to tell the contrasting 
diff erence of black/white lines 1.76 feet apart 
from each other at one nautical mile. If the 
object is not black and white (such as a white 
airplane against Santiago blue sky), then the 
visual acuity is even less. Also compound-
ing the problem is that seeing the aircraft  is 
not the same as being able to recognize the 
threat. You have to discern whether it is a 
port/starboard/aft  aspect you are looking at, 
and what the relative motion is.
 So herein lies our unfortunately not-so-
obvious problem. How do we look at the 
right place in the sky for something we do 
not know is there? And how do we deter-
mine how much of a threat this aircraft  is?
 Well, in this case, this is where technology 
perhaps does not deliver the day, but cer-
tainly gets us closer to the calendar. Traffi  c-
advisory systems (TAS) have been with us in 
one form or the other for 25 years now. Th e 
idea is simple enough but the equipment 
requirements (and price) were the biggest 
barrier. Th e equipment on your aircraft  
simply interrogates (two times a second) 
other transponders within a 30 nm radius, 

gets replies (thus knows the range/bear-
ing) and displays the replies on your screen. 
Be it your multi-function display, Garmin 
GNS480/GNS530/GTN750 or whatever, the 
soft ware on the TAS shows the location on 
your moving map or traffi  c page, calculates 
the threat if it will be <500 feet/nm within 35 
seconds. Th at’s a lot of information.
 Well, information like that certainly helps 
in pointing out where the other aircraft  are 
(360-degree interrogation area) but whether 
we have to yield or not is still our decision. 
How much can that help? In spite of the 
green/red/white lights we talked about ear-
lier, let’s say we are fl ying during the daytime 
in clear weather (the kind that draws out the 
most number of aircraft ). Now how far away 
can we see another aircraft  and recognize 
the aspect (port/starboard/aft ) to determine 
whether we are meeting/overtaking?
 With a traffi  c-advisory system (L-3 
Avionics Skywatch, Avidyne TAS600 series, 
Garmin GTS800, or Honeywell KTA870), 
the aircraft  around you (some systems off er 
up to 60 aircraft  at <60 nm) are tracked and 
then displayed. Usually only the eight most 
threatening are displayed so the pilot is not 
overloaded with traffi  c hordes. To 
make things even simpler, all target 
positions are updated two times a 
second so you can see the relative 
motion of each aircraft .

Relatively speaking 
about meeting others
Now comes the assessment part. 
Your traffi  c-advisory system has 
told you about another aircraft  

that does not yet fi t the warning profi le 
(<500 feet/1 nm in <35 seconds) but you 
are concerned that it does not seem to be 
moving very much on the screen (little 
bearing change). Th e aircraft  is more than 
three miles from you so you can’t see it yet 
nor determine aspect. Well,  anytime there 
is a target on your TAS display that shows 
little bearing change but decreasing range, 
the only thing in doubt is how much longer 
before the warning is annunciated.
 We need to determine the relative motion 
(if any), and we can’t see the target outside 
yet. Let’s use the soft ware to do so then. On 
the GNS530 or GNS430 NAV page 2, push-
in the small knob on the right to bring up a 
cursor. Move the cursor to the target on the 
screen and “tag” it. On the screen, the target’s 
distance/altitude delta is shown. But more 
importantly in the upper left  corner of the 
screen is the target’s bearing/distance and 
how it is changing two times a  second.
 Th is is where we have to trust the “math” 
a bit. If the bearing is decreasing (045°M, 
043°M, 040°M, etc) the closest point the 
aircraft  will be to you is on your port (left ) 
side. If bearing is increasing (045°M, 048°M, 
050°M) then the aircraft  will pass you on 
the starboard (right) side. How much longer 
until it happens? Look at the distance. If 
the range is decreasing .1 nm/second the 
closure rate is 360 knots and each nautical 
mile separation will be gone in 10 seconds. 
If there is no bearing change, there will be 
no distance remaining between you and the 
other aircraft . Believe me there is not much 
future in that kind of confl ict.

Evading the question?
No doubt we should be looking for the air-
craft  as much as possible, but shall we do 
nothing and continue on our merry way 
knowing that the other aircraft  is converg-
ing on the port (left ) side and therefore 
has to yield any way? Are we going to have 
faith that the other pilot can see us (when 
we can’t see him) and realize that he has to 
alter his track/altitude to pass “well clear” 
of us? My suggestion is that having the 
right-of-way does not have to mean being 
an NTSB report. If the separation distance 
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is going to be gone in 60 seconds, then 
let’s make sure that the closest point of ap-
proach is as far way as we can.
 If the other aircraft  is on the port (left ) 
side converging toward you, you make 
a 45-degree turn (with ATC clearance if 
on an IFR clearance) to the left . Lo and 
behold, the separation distance is now 
getting larger. Th e reason is that with 
your 45-degree turn toward the aircraft , 
you changed the time for “closest-point-
of-approach” to right now. Once the 
aircraft  has crossed your nose you could 
turn back on course and you’d never close 
in on him again.
 Th is method would also hold true 
for converging aircraft  that are on your 
starboard (right) side. Since you would 
rather not wait till at 1 nm before seeing 
the aircraft  and then taking action to keep 
clear, you have the opportunity to assess 
the situation beforehand, using your TAS 
for additional information.

Controlling your destiny 
at uncontrolled airports
Now comes the reality most of us would not 
like to admit. Th ere is a greater risk of air/
ground confl icts at airports (towered or non-
towered) than on an airway. Th e reason, of 
course, is more aircraft  are concentrated in a 
smaller area (less than three nm and less than 
1,000 feet AGL). So what we do then is use the 
same tool even though we are on the ground. 
Aft er leaving the FBO, we self-announce on the 
common frequency that we are on the taxiway. 
At the same time as we listen to the CTAF, we 
are looking on the screen for other transponder 
aircraft  and determine what the traffi  c situation 
is. How many aircraft  are on the downwind 
already? Which aircraft  are more than three 
nm away but inbound? And, of course, are 
there any aircraft  in the pattern that are not 
self-announcing on the CTAF (no radio or 
wrong frequency, etc). We can count up the 
number of aircraft  with transponders and look 
for them outside when we are on the taxiway. 

In fact, we can even confer with the aircraft  
on downwind to see about leaving before they 
turn their to their base-leg. Remember aircraft  
on the ground have to yield to aircraft  that are 
landing so it behooves us to know who is out 
there and what their plan of action is.
 Alternatively, when we are landing, we 
can see other aircraft  on the ground (if their 
transponder is replying), ones on the taxiway 
near the runway, and those that are on fi nal 
that we would have to yield to ourselves. We 
can be even more cautious about the ones we 
see on the ground who aren’t using the CTAF 
to announce their intentions.
 Th e same technique can be used at 
towered airports as runway collisions have 
occurred there as well. In most cases, the 
controller had cleared both aircraft  on the 
same runway at the same time. Th e traffi  c-
advisory system is the tool that can point 
out the controller’s mistake.
Paul K. Sanchez is CFII-MEI based in Florida.  
Contact him at sanchezpaulk@mac.com.

Malibu • Mirage
Meridian • Jetprop

Training
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Training at your location or ours
cell (727) 515-1638

Email: mary.bryant1@verizon.net • Website: www.marybryanttraining.com

Mary Bryant
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PIPER MERIDIAN: 
COMPARE 
YOUR RIDE 
PIPER’S MERIDIAN PROVIDES AN EXCELLENT ENTRY-LEVEL PROPJET FOR EVERYMAN.   By Bill Cox

COMPARE Y
Are you flying the right airplane?  BY BUD CORBIN

COMPARE YOUR RIDE
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I
f single-engine turboprops seem all the rage these days, it’s not hard to understand why. 
The price of admission may not always be that much less than for an entry-level twin jet, but 
performance can be nearly as impressive and operating economics make eminently more sense.
    Twin turboprops are viable alternatives to single-engine turbines, but the economics don’t 
necessarily add up, and there are few performance advantages. The new wave of single turbines 
flies as fast as the twins and can offer the same size cabins and comparable or better range. 
    The usual rationalization for a twin is the safety margin of the second engine, but that may 

be a questionable advantage when even a single-engine Pratt & Whitney PT-6A typically offers a 
3,600-hour TBO and reliability that’s practically legend. Some single-turbine advocates also argue that 
an engine failure in a twin subjects a pilot to asymmetric control problems he won’t have in a single 
that may actually exacerbate the problem. 

YOUR RIDE
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 Not so many years ago, everyone believed 
Very Light Jets would be the wave of the fu-
ture. It hasn’t turned out that way. What was 
proposed as a class of at least 10 VLJs at the 
dawn of the new millennium has diminished 
to one certifi ed model, the Total Eclipse 500 
(recently reintroduced as the Eclipse 550). 
Th e Piper Altaire, Adam A700, Viper, Mav-
erick and a handful of others have all fallen 
by the wayside. A few of the smaller jets that 
have been certifi ed – the Cessna Mustang and 
Embraer 100 Phenom – are more accurately 
light jets, still too large and too expensive to 
be categorized as very light anything. 
 Several models remain to be certifi ed. Th e 
Honda Jet, scheduled for production later 
this year, will sell for well over $4.5 million, 
hardly in the VLJ class. Only the upcoming 

Cirrus Vision and the Diamond D-Jet are 
promised at prices below $2.5 million. 
  Single-engine turboprops may more cor-
rectly be the coming thing. Compare fuel 
burn and maintenance of one turboprop 
engine to that of two pure turbines and you 
can appreciate why some folks gravitate 
toward a turbine-powered, propeller-driven 
single. It’s also important to consider that 
modern, single turboprops can off er nearly 
the same cruise performance as many older 
twin turboprops. 
 Today, basically three single-engine, busi-
ness jetprops are certifi ed and available: the 
French Daher-SOCATA TBM-850, the Swiss 
Pilatus PC-12/NG and the Piper Merid-
ian. (Actually, there’s one more, but it’s not 
normally regarded as a corporate airplane. 

Cessna’s Caravan has been on the market 
since 1985, but that model is more typically 
employed in the utility market.) 
 A number of projects are in various stages 
of development — Alan Klapmeier’s Kestrel, 
the homebuilt Epic LT and Ken Keith’s Extra 
500 (already certifi ed overseas) — and sev-
eral others. Th e three airplanes listed above 
make up the primary corporate competition, 
however.  
 For pilots entering the single turboprop 
market, the Piper Meridian has a signifi -
cant advantage over the other two jetprops 
for a couple of reasons. First, it’s a familiar 
machine, essentially a Piper Mirage with a 
turbine out front. In fact, the diff erences are 
more exotic, but the esthetics are remarkably 
similar. And Piper has done an excellent job 
of adapting the PA-46 airframe and wing to a 
turbine engine and serving up an extra 40-50 
knots cruise in the process. 
 Second, the purchase price is the lowest of 
any other airplane in the class, not by a few 
hundred thousand dollars but by a million or 
two. More specifi cally, you’ll pay almost $2.3 
million less for a Meridian than for a PC-12. 
 You wouldn’t necessarily know that from 
examining the Meridian’s interior. It’s true the 
King-Kong PC-12 features by far the largest 
cabin in the class, with seating for up to 11, 
but the Meridian’s people space is nevertheless 
comfortable and luxurious, 48 inches wide at 
the elbows, roughly the same cross-dimension 
as the Piper Chieft ain twins. Furnishings are 
fi rst class in every area, with perfectly fi tted 
rosewood trim surrounded by more fi nely 
stitched leather than a rock star’s closet.
 Step forward into the front offi  ce, and 
you’re greeted by a large, three-screen 
Garmin G1000 avionics suite, with a 10-inch 
PFD for each pilot and a huge, 15-inch MFD 
at center panel. Just as with the Honeywell 
Apex system on the Pilatus and the compa-
rable G1000 suite on the TBM-850, the Me-
ridian’s avionics package allows monitoring 
of practically every navigation and engine 
management function through the MFD.  
 Th e Meridian installation also includes 
Synthetic Vision Technology (inevitably 
SVT) as standard. SVT may seem like a 
frill but it’s better than you can imagine, 
highlighting every physical feature ahead 
with a database that off ers terrain data points 
every nine arc seconds. Th at works out to 
570 billion (yes, with a “b”) data points in the 
contiguous U.S. Billions and billions served. 
 (Once, a few years ago, while fl ying a 
Meridian above a large lake east of Lakeland, 
Fla., in CAVU conditions, I looked down 
at the shoreline and compared what I was 
seeing out the window to the SVT depiction 
on the PFD. Th e only diff erence between the 
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BASE PRICE

PC-12

TBM

MERIDIAN

$1M $2M $3M $4M

$3.368M

$4.465M

$2.133M

MAX CRUISE

PC-12

TBM

MERIDIAN

200 KNOTS 300 KNOTS 400 KNOTS

320 KNOTS

280 KNOTS

260 KNOTS

USEFUL LOAD

PC-12

TBM

MERIDIAN

1500 LBS. 3000 LBS. 4500 LBS.

2805 LBS.

4264 LBS.

1659 LBS.

RANGE

PC-12

TBM

MERIDIAN

750 NM 1750 NM 2500 NM

1520 NM

2261 NM

1000 NM



real image and the SVT was that the real one 
had boat wakes.)   
   Out front, Piper adopts a minimalist 
approach to turbine power. Th e company 
installs a P&W PT6A-42A, rated for only 500 
shp, compared to 850 and 1,200 shp for the 
two other airplanes in the class. Th e Meridian 
weighs in at a light 5,092 pounds gross, how-
ever. Th at’s a ton lighter than the TBM and 
two-and-a-half tons lighter than the PC-12.  
 One result of the comparatively light load 
is spirited climb in the same class as the other 
two competitors. Th e Meridian’s initial ascent 
is about the same as that of the PC-12, 1,500 
fpm. A pilot can loft  into the fl ight levels 
in only about 15 minutes, and the airplane 
can reach its maximum approved height of 
FL300 in 30 minutes.  
 Like all turbine-powered aircraft , the Me-
ridian does its best work at medium high al-
titude, so most pilots select heights of 17,500 
feet or more for cruise. Optimum altitude is 
26,000 feet, but the Meridian cruises most 
effi  ciently at its maximum altitude of FL300. 
 While the diff erence in cruise speeds be-
tween the Meridian and PC-12/TBM850 isn’t 
insignifi cant, it may not be as big as it seems. 
On a typical 800 nm stage length, blocking the 
Meridian at 240 knots, the PC-12 at 260 knots 
and the TBM850 at 290 knots, the fl ight times 
would be 3 + 20, 3 + 5 and 2 + 45 respectively. 
In other words, you’ll arrive about 15 minutes 
behind the PC-12 and 35 minutes aft er the 
TBM850. Each buyer has to make his or her 
own decision as to whether those are signifi -
cant diff erences. If you’re fl ying a two-leg trip 
in one day, however, you could make the two 
hops in only 6 + 40 in a Meridian. Th at’s a 
fairly easy day to cover 1,600 nm.    
 One obvious benefi t of the Meridian’s lower 
horsepower is reduced fuel burn. Piper’s 
luxury turboprop model can get by on as little 
as 35 gph compared to half again that much 
for the other two aircraft  in the class. Th at 
means the Meridian can stage out four hours 
at max cruise, longer at economy settings. 
Th at’s more than 1,000 nm between fuel stops.
 While landing performance is roughly the 
same for all three models, Meridian pilots 
enjoy a slight advantage over operators of the 
other two types in takeoff  mode. Takeoff  per-
formance is always the more critical concern, 
as the vast majority of aircraft  can sneak 
into airports they may not be able to fl y out 
of. Turboprops are especially susceptible to 
this problem, as reverse thrust can greatly 
reduce landing run on dry, smooth runways. 
Unfortunately, there’s no way to boost takeoff  
performance with a complementary feature. 
 More specifi cally, the comparatively light-
weight Meridian can top the ever-present 
50-foot obstacle in a little over 2,400 feet. Th is 

means the Meridian can use the vast majority 
of hard-surface runways to provide access to 
cities with sporadic or no airline service. 
 Th e remaining question marks in the 
single turboprop and VLJ market are the 
status and performance of the two remain-
ing jet candidates, Diamond’s D-Jet and the 
V-tailed Cirrus Vision. Both are fl ying in 
prototype form with one Williams FJ33 tur-
bofan engine apiece, rated for 1,800 pounds 
of thrust. At this writing, those two pure-jet 
models are nearing certifi cation. Th ey’re 
projected to cruise around 320 knots and 

have maximum operating altitudes of 
FL280. Apparently, neither company will 
seek certifi cation in RVSM airspace above 
29,000 feet. It’s unlikely the FAA would 
certify any single-engine business jet above 
29,000 feet, anyway.  
 VLJs may be coming, but only one has 
arrived so far. No one can say if they’ll ever 
crowd the airways above 29,000 feet, as 
some folks predicted back in 2000. Mean-
time, Piper’s Meridian continues to off er 
near-jet performance for near-piston twin 
operating costs.
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SPECIFICATIONS AND PERFORMANCE 
PIPER MERIDIAN PA-46-500TP VS THE COMPETITION

All specifications and performance figures are drawn from official sources, often the aircraft flight manual 
or the manufacturer’s web site. Another reliable source of information is Jane’s All-the-World’s Aircraft.

PIPER MERIDIAN 
PA-46-500TP

DAHER SOCATA 
TBM-850                 

PILATUS PC-12/
47E/NG

AVG EQPD 
PRC-2012 (US$)

2.133M 3.368M 4.465M

ENGINE-MAKE P&W P&W                            P&W

ENGINE-MODEL PT6A-42A PT6A-66D PT6A-67P

SHAFT HP- TO 500 700 1200

SHAFT HP-MAX 500 850 1200

FUEL TYPE JET JET JET

LANDING GEAR TYPE TRI/RETR TRI/RETR TRI/RETR

RAMP WEIGHT (LBS) 5134 7430 10,494

MAX TO WEIGHT (LBS) 5092 7394 10,450

MAX LDG WEIGHT (LBS) 5092 7024 9920

EMPTY WEIGHT (LBS) 3433 4589 6186

USEFUL LOAD–(LBS) 1659 2805 4264

USABLE FUEL–(GAL/LBS) 170/1139 291/1950 402/2693

PAYLOAD–FULL FUEL (LBS) 520 855 1571

WINGSPAN 43’ 41’ 7” 53’ 5”

OVERALL LENGTH 29’ 7” 34’ 11” 47’ 3”

HEIGHT 11’ 4” 14’ 3” 14’

WING ASPECT RATIO 10.3 8.9 10.6

WING AREA (SQ FT) 183 193.75 277.8

WING LDG (LBS/SQ FT) 27.82 38.16 37.6

POWER LDG (LBS/HP)        10.2 9.48 8.92

PRESS DIFF (PSI)                 5.5 6.2 5.8

SEATING CAPACITY 6 6/7 11

CABIN DOORS 1 1 2

CABIN WIDTH (IN)               48.5 48 60

CABIN HEIGHT (IN) 45 48 58

PERFORMANCE

MAX CRUISE SPEED (KTS) 260 320* 280

BEST ROC, SL (FPM) 1556 2380 1575

MAX ALTITUDE (FT) FL300 FL310 FL300

STALL (VSO – KTS) 69 65 67

TO OVER 50 FT (FT) 2440 2845 2650

LDG OVER 50 FT (FT)         2110 2435 1830

*@FL260
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SLOW-
ONSET  
HYPOXIA

A most dangerous scenario.  BY DR. PAUL W. BUZA

SLOW-ONSET HYPOXIA
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Scenario-based principles which have been integrated into a high-altitude chamber program, 
using flight-training devices with simulated ATC, represents the “gold standard” in teaching 
aviation physiology for Technically Advanced Aircraft (TAA) training. Such training is particularly 
useful in teaching pilots about slow-onset hypoxia.
 In the Helios Airways accident in Greece in 2005, it is now certain that the crew failed to notice 
that the cabin of its 737 was not pressurizing on ascent. The slow onset of hypoxia (defined as 
oxygen deprivation that occurs over a period longer than 10 minutes) while the pilots were 
attempting to resolve an alarm issue soon after takeoff led to pilot incapacitation and resulted 
in 121 deaths. A similar event occurred in 1999 when a Lear Jet carrying golfer Paine Stewart also 
failed to pressurize on ascent, incapacitating the pilot within 15 minutes of takeoff. 
 Further emphasis in TAA training is needed to understand the insidious nature of slow-onset 
hypoxia because the symptoms are difficult, if not impossible, for the crew to recognize. This 
represents the most dangerous hypoxia scenario in single-pilot TAA today.
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Traditional altitude-chamber and reduced-
oxygen breathing programs emphasize 
rapid-onset hypoxia at 25,000 feet when the 
time of useful consciousness is two-four 
minutes.  Th e signs and symptoms occur 
rapidly and are easily noticed. 
 Th e protocol developed at Southern 
AeroMedical Institute models the slow onset 
of hypoxia by ascending from 5,000 feet to 
25,000 feet over a 10-15 minute period. Here 
the signs and symptoms are more diffi  cult 
to identify as the pilot multi-tasks through 
various ascent procedures during simulated 
fl ight. Th e fl ight profi le matches the probable 
cabin ascent pattern experienced by the crew 
of the Helios and Paine Stewart accidents. 
To date, more than 1,800 pilots have fl own 
this model for training where the primary 
observation is that slow-onset hypoxia, taking 
more than 10-15 minutes, leads to the loss 
of situational awareness when compared to 
explosive or rapid decompression. Hence, we 

see the need to provide realistic and scenario-
based training for pilots and passengers.
 Th e integration of fl ight-training devices 
within the SAMI high-altitude chamber, 
with real ATC communications added, cre-
ates a more realistic cabin scenario for the 
pilot in a safe and controlled environment. 
Pilots assemble on the fl ight deck and check 
in with ATC for instructions. Simulated 
fl ight plans installed in the onboard comput-
ers closely match the chamber ascent profi le 
to create a model that realistically matches 
true cabin-depressurized altitudes. 
 As the pilot is busy with ascent-related pro-
cedures, the signs and symptoms of hypoxia 
as well as subtle neurocognitive impairments 
begin to occur. Th e fl ight deck is closely 
monitored by ATC (who is also trained in 
aviation physiology) on a computer system 
that displays their images and cockpit instru-
mentation oft en showing signifi cant mistakes 
in the pilot’s ability to fl y the aircraft . 
 Th e pilot’s performance (or lack of per-
formance) is captured on multi-screen video 
for post-fl ight analysis showing a signifi cant 
array of neurological impairments includ-
ing   speech, memory, fi ne motor skills and 
changes in personality. When suffi  cient signs 
and symptoms have been accomplished, the 
crew demonstrates emergency procedures by 
donning masks and launching an immediate 
descent while communicating with ATC for 
new vectors. Th e rapid recovery provided by 
supplemental oxygen as they follow emergen-
cy descent procedures further emphasizes the 
importance of early identifi cation of hypoxia. 

Solo-based physiological training (SBPT)
Each fl ight consists of three participants and 
lasts about an hour. Th e pilots are seated 
inside the chamber at their fl ight-training 
devices and orientation to the masks and 
fl ight computers is provided. Various ear-
equalization techniques such as swallowing, 
jaw movement and the valsalva technique 
are reviewed and practiced while they have 
their masks on. Management of trapped gas 
phenomenon is essential to avoid debilitat-
ing distractions during fl ight. 
 Next, audio checks are performed with 
headsets on to insure high audio quality 
since changes in speech patterns is an early 
sign of hypoxia. Th is also allows pilots to 
become accustomed to how ATC will sound 
and what they are expected to do once they 
begin their fl ight. At this point, the trainees 
learn the fl ight simulator instrumentation 
including foot and hand controls. 
 Once the staff  feels that the trainees are 
suffi  ciently acquainted with the chamber 
and simulator, the doors are closed and the 
trainees don their oxygen masks for the ear 
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and sinus check. Th e chamber ascends to 
5,000 feet and descends to 1,000 feet with 
close observation to insure there is no dif-
fi culty with middle-ear clearance. Under the 
guidance of the supervising fl ight physician, 
the chamber then ascends to 5,000 feet and 
the trainees remove their masks, put on their 
headsets and establish contact with ATC. 
Th is also allows the pilots’ blood-oxygen 
saturation to match “real world” cabin 
parameters where typical commercial cabin 
altitudes range from 5,000-8,000 feet.
 When ATC is ready, the pilots begin fl ying 
following ATC-guided instructions. Soon 
aft er, the chamber also begins to ascend with-
out the pilots’ knowledge. During the ascent 
from 5,000 feet to 18,000 feet, the fl ight plan 
is going as expected, “a normal day in the sky,” 
until they pass 18,000 feet and ATC begins to 
change their original fl ight plan. Sudden traf-
fi c and unexpected weather requires complex 
decision-making and frequent ATC com-
munications, which become more diffi  cult 
to handle during slow-onset hypoxia. As the 
pilots reach higher altitudes, the numerous 
signs and symptoms of hypoxia as well as 
neurological impairments are easily captured 
on video. Once suffi  cient signs and symptoms 
have developed, the pilots are instructed to 
don masks and begin emergency procedures 
in which the dramatic and rapid recovery 
provided by supplemental oxygen is easily 

demonstrated. Th e pilots remain on oxygen 
during descent until 10,000 feet when the 
masks can be safely removed. Th e fi nal 10,000 
feet of descent is closely observed to insure 
no diffi  culties with middle-ear clearance. Th e 
entire chamber/simulator session including 
the pre-fl ight orientation lasts about an hour.
 Th e sessions are conducted so that all 
chamber-training objectives can be achieved 
in one day. While three pilots are fl ying, 
the remainder of the group observes ATC 
conducting the fl ight operations. On a large 
monitor outside of the chamber, nine dif-
ferent screens show a close facial view of the 

pilot, his or her cockpit instrumentation, air-
craft  position on ATC radar and true altitude 
readings. As the pilots fl y their missions, the 
training staff  highlights key teaching points. 
As soon as the pilots exit the chamber, their 
fl ight performance is immediately reviewed 
as a group, which oft en generates spirited 
discussion among the trainees and faculty. 
 Th is process is repeated two or three more 
times throughout the day so that by the end of 
the day the key teaching points about hypoxia 
are fi rmly secured. Aft er the last group is done, 
the trainers discuss actual events and present 
diff erent scenarios for further discussion. Dur-
ing this time, individual hypoxia profi les are 
determined for each pilot by recording his or 
her signs and symptoms in the order of occur-
rence on a laminated wallet-sized card for easy 
review. Based on the profi les, it is possible to 
predict who is most and least likely to respond 
early to cabin depressurization. Th ey also 
watch videos on other hypoxia situations. At 
the end, the pilots are issued their certifi cates 
and receive personal CDs of their fl ight session.
 Experiencing the scenario improves 
long-term memory and gives the pilots a 
greater ability to recognize the subtle onset 
of such a potentially dangerous situation. 
Even the most experienced pilots can 
succumb to the insidious onset of hy-
poxia which can result in loss of situational 
awareness and incapacitation.

SLOW-ONSET HYPOXIA

The best things in 
life are FREE!
Over 130,000 Pilots agree!

Try it today on any computer, tablet or phone!

W I N T E R  2 0 1 3   p   M M O P A  M A G A Z I N E   2 9  



3 0   M M O P A  M A G A Z I N E   p   W I N T E R  2 0 1 3



W I N T E R  2 0 1 3   p   M M O P A  M A G A Z I N E   3 1  

MERIDIAN

SINGLE 
OR 
TWIN?
Further confirmation of a proven concept. 
BY JUSTIN LAZZERI
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The single-engine turboprop aircraft that we fly are ex-

tremely capable, efficient and safe.

 They’ve not only passed the rigors of modern-day FAA 

certification but also have proven themselves over years 

of in-service operation. That said, no matter the technical 

or statistical reasoning behind a solid concept, accep-

tance of a new design in the aviation community is never 

accomplished overnight. Some see the future while others 

choose to hold on to the past, and the single-engine tur-

boprop story is no different.  

 Twenty years ago, a single-engine turboprop was a new 

sight for many at the airports they’d visit, the exception 

to a world dominated by twin-engine turboprops. But 

after years of successful operation, largely by the FedEx 

Cessna Caravan fleet, a milestone was reached in the 

United States in 1997 allowing the commercial carriage 

of passengers in single-engine airplanes in instrument 

conditions. Support for the concept was overwhelming as 

only two of the 207 comments made to the FAA’s Notice 

of Proposed Rulemaking (NPRM) were negative.
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As a result of the rule change, a look at 
the General Aviation Manufacturers Assn. 
numbers today paints a remarkably diff erent 
picture. “For-hire” hours fl own in single-en-
gine turboprops today are almost identical to 
those fl own in twin-engine turboprops, and 
the number of single versus twin turboprops 
operated to generate those “for-hire” hours 
is nearing an even split. And this number is 
sure to widen in favor of single-engines if the 
shipments of new aircraft  are any predictor. 
In 2011, there were 255 new single-engine 
turboprops delivered compared to 69 new 
twin-engine models. Th at means single-
engine aircraft  accounted for a whopping 
73 percent of the new turboprop fl eet! Talk 
about a paradigm shift .  
 Hawker Beechcraft  has long been one of 
the staunchest opponents to the single-en-

gine concept, at least in the civilian market, 
in support of their deeply rooted King Air 
product line. If you want the fi nal validation 
of the single-engine turboprop concept, you 
need not look any further than last Octo-
ber’s NBAA convention. Hawker Beechcraft  
made many announcements that garnered 
media coverage at the event, ranging from 
updates on their bankruptcy proceedings to 
their decision to disregard factory mainte-
nance plans to their decision to vacate the jet 
business altogether. Looking to the future, 
it announced a focus on their piston and 
turboprop models as well as pursuit of some 
new products. Th e fi rst conceptual design 
they fl oated across the industry’s bow? You 
guessed it: a single-engine turboprop! 

Now we all know there’s a wide gap from 
computer drawings and press releases to 

an FAA-conforming aircraft  and deliver-
ies, but the irony of this announcement 
can’t be overlooked. Arguably the industry’s 
strongest supporter of twin-turboprops and, 
in essence, one of the biggest opponents of 
singles, Beechcraft  has reached a crossroad 
in its history. When faced with bankruptcy 
and the task of identifying a path to future 
prosperity, the fi rst new product announced 
is in the very confi guration they’ve long com-
peted against. Th e fact is, the numbers are 
just too clear to overlook and the package of 
economy, safety, versatility and performance 
off ered by single-engine turboprops just got 
its fi nal endorsement. 
 And the greater irony? Th e two negative 
comments made to the 1997 single-engine 
IFR NPRM were submitted by the Airline 
and Pilots Association and Beechcraft . 

Among other things, Beechcraft  wrote, “Th e 
rule will also encourage operators to change 
from their twin-engine airplanes currently in 
service to less safe, single-engine airplanes.” 
 So it seems they were half right, any way. 
 What does this mean for us?  Simply put, 
it’s yet another validation that the type of 
aircraft  we’re fl ying is breaking through the 
few remaining barriers left  in the “old world” 
of the industry. Th at’s great news. 
 It also means that it is incumbent upon 
us to do our part in ensuring that our safety 
record is improved. No matter how solid 
the design, how redundant the systems or 
how docile the characteristics, the pilot is 
still there to provide the fi nal say and make 
sound decisions. Th at is true regardless of 
the airplane you fl y. Know your limits, leave 
proper margins, train well and enjoy your 
single-engine turbine. It’s really a remarkable 
airplane, and one of the last holdouts to the 
concept just changed its vote.

Now we all know there’s 
a wide gap from computer 
drawings and press 
releases to an FAA-
conforming aircraft and 
deliveries, but the irony of 
this announcement can’t 
be overlooked. Arguably 
the industry’s strongest 
supporter of twin-turbo-
props and, in essence, one 
of the biggest opponents 
of singles, Beechcraft 
has reached a crossroad 
in its history.
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CORROSION:
PART  THREE
Landing Gear and Miscellaneous 
BY KEVIN MEAD 
As I pointed out in the earlier articles in this 
series, PA-46 aircraft  are vulnerable to surface 
corrosion because of their aluminum construc-
tion. Th is includes the landing gear, which will 
be discussed in this, the third article in the 
series. Obviously, landing gear is exposed to 
even more of the corrosion-causing moisture, 
salt and grime than the other aluminum parts 
of the aircraft , making it of special concern. 
In this article, I will also discuss miscellaneous 
corrosion hot-spots which don’t neatly fall
into previously discussed categories.
 Th e PA-46 landing gear is a real area of concern for corrosion, 
both on the aluminum castings and the steel attach parts. Because 
of their increased exposure, landing gear components must be 
regularly monitored and treated for corrosion. 
 Moderate corrosion is common, but I have also seen severe 
cases. I once inspected a Malibu whose gear was so severely cor-
roded that the main gear could not leave the wheel wells during an 
emergency extension. It was extremely diffi  cult just to disassemble 
the gear pieces for cleaning and inspection. Th is particular aircraft  
had been stored outside for 10 years. 
 On other occasions, I have found seized and broken main gear 
scissor attach bolts. But the concerns are not confi ned to the alu-
minum parts. Th e steel parts of the nose-gear steering can also get 
very rusty, requiring bead blasting to remove the corrosion, and 
then repainting with poly paint. – 
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 For these reasons, I have become con-
vinced that the PA-46 could benefi t from 
the kind of periodic gear overhaul that 
is routine on some turboprops and jets. 
Complete stripping, inspection and paint-
ing with polyurethane paint is the normal 
procedure. Of course, any worn parts, 
seals and mounting hardware should be 
replaced at the same time. One reason 
for complete disassembly is to get at areas 
like the un-lubricated spot between the 
nose-strut trunnion and the nose-strut 
tube. Corrosion in this spot can cause 
an aircraft  to be diffi  cult to steer on the 
ground or lead to rejection of the parts if 
the casting ever needs repair.  As always, 
I recommend S&B industries for repair of 
the aluminum gear parts. 
 One part of the PA-46 that doesn’t 
fi t neatly into the categories I’ve already 
discussed is the lower cabin-door hinge, 
which is corrosion-prone even in the best 
environmental conditions. I always inspect 
for signs of rust on the hinge material and 
blisters in the paint around the edges of the 
hinge. Treatment is usually possible, but I 
have had to replace entire hinges that have 

gone too far. Th is steel hinge is riveted to 
the aluminum door assembly, making it 
vulnerable to dissimilar metal corrosion, 
which becomes worse with the addition of 
water. It’s not uncommon to fi nd residual 
water in the lower door aft er rain or wash-

ing the aircraft . Of course, it’s better to 
prevent this problem than to treat it aft er 
the fact.  Try to catch cabin door leaks early. 
If you suspect a leak, try watching for leaks 
from inside the cabin while someone runs 
water from a hose outside the plane. 
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 Th e engine compartment may seem to 
be an area relatively safe from corrosion, 
but isn’t. Corrosion can form quite quickly 
in areas of the steel engine-mount tubing 
that are missing paint. Cable ties can rub 
paint from the tubing. In addition, areas of 
the mount close to the exhaust system or 
near an exhaust leak are also vulnerable to 
heavy rust.  It is imperative to clean, treat 
and repaint the aff ected areas. Corro-
sion let go too far can require removal of 
the mount for outside repairs. Th e most 
convenient time to treat and paint large 
areas of the mount is during an engine 
replacement, using a high-temperature 
aluminum-based paint in the areas near 
the exhaust system. But unfortunately, 
even vigilant inspection cannot reveal 
corrosion on the interior surface of 
engine-mount tubes. For this reason, some 
owners choose to replace or overhaul the 
engine-mount assembly in conjunction 
with an engine overhaul. In addition to the 
engine mount, steel gussets on the fuselage 
are vulnerable to rust. Th is is easy to ac-
cess and treat like any other rust. 
 Just as engine-mount tubing can hide 
internal corrosion, propellers are also 
vulnerable to unseen corrosion problems. 
Th is is part of the reason for recommend-
ed overhaul intervals. I’ve had many pro-
peller hubs rejected at overhaul because of 
unacceptable hub corrosion. Replacing a 
corroded hub can really add to the cost of 
an overhaul so always budget more than 
the standard fl at rate. Th e culprit for hub 
corrosion usually comes down to tem-
perature changes causing condensation in 
the grease inside the propeller hub. Th is 
moisture is more obvious on some aircraft  
than on others. I was always surprised by 
how much moisture would come out while 
greasing the hubs on the old series Hartz-
ell propellers used on Cheyenne and King 
Air aircraft . Sadly, there really isn’t any 
way to prevent hub corrosion other than 
scheduled overhauls to allow treatment 
before the parts become so corroded that 
they are rejected. 
 Since Meridian compressor-inlet cor-
rosion has been the subject of almost 
non-stop discussion for the last fi ve years, 
I’ll just give a short overview here. Th e 
magnesium inlet on the Meridian was 
found to react to moisture and pollutants 
in the environment, causing corrosion. 
Close inspections, Procyon treatments 
and frequent washes are the best way to 
prevent problems. 
 It is also worth noting that the Merid-
ian is not the only PA-46 to have inlet 
corrosion issues. Although much more 

rare, corrosion of the JetProp’s aluminum 
inlet and compressor blades is possible. 
I’ve even seen severe inlet corrosion in a 
JetProp from a coastal area. Th is type of 
corrosion doesn’t pose any threat to nor-
mal engine operations but can be a very 
costly issue at engine overhaul.
 Last but not least, aluminum skin 
material can corrode under antennas 

and static-wick bases, and top-mounted 
antennas, causing extreme static-bonding 
issues. It’s not uncommon to see a loss of 
the coms aft er penetration by snow and 
ice. Normally, removal of the antennas or 
static-wick bases is required for treatment. 
It’s important to maintain a good seal 
around the antenna base in order to help 
prevent formation of corrosion.
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On Dec. 2, about 1819 Eastern 
Standard Time (EST), a Piper 
PA-46-350P, N92315, collided 
with the terrain while perform-
ing the RNAV (GPS) Rwy 36 
approach to the Greensburg 
Municipal Airport (I34), 
Greensburg, Ind. Th e instru-
ment-rated private pilot and 
three passengers were fatally 
injured. Th e airplane was regis-

tered to an individual and 
operated under the provisions 
of 14 Code of Federal Regula-
tions Part 91 as a personal fl ight. 
Instrument meteorological 
conditions (IMC) existed at the 
time of the accident, which was 
operated on an instrument-
fl ight-rules fl ight plan. Th e 
fl ight originated at Destin-Fort 
Walton Beach Airport (KDSI), 

Destin, Fla., at 1416 Central 
Standard Time. 
 Prior to the arrival of the 
accident airplane, a friend of the 
pilot fl ew the same fl ight in a 
similarly equipped airplane. Th e 
friend arrived approximately 30 
minutes prior to the accident 
airplane, and then stated that he 
performed the same approach to 
its termination point. Th e friend 
never broke out of the clouds, 
performed a missed approach 
and diverted to an alternate 
airport. At 1806:36, ATC cleared 
the accident pilot to perform the 
RNAV (GPS) RWY 36 approach. 
Th e last communication with 
the accident pilot was that the 
airplane was four miles from the 
no-procedure turn (NoPT) ini-
tial approach fi x (IAF), PULIC, 
and that the accident pilot could 
change the airport advisory fre-
quency. Weather at the time of 
the approach was reported as in-
strument fl ight rules (IFR) with 
ceilings estimated by witnesses at 
approximately 300 feet with fog 
and mist. A witness subsequent-
ly saw the airplane descend out 
of the clouds with no perceived 
pitch change or change in engine 
noise prior to impacting terrain. 
Th at witness contacted 911 at 
1819 and informed them of the 
accident. At 1829, Indianapolis 
Approach Control contacted the 
Greensburg Police Department 
911 dispatch and informed them 
that the accident pilot had not 
closed his fl ight plan. At 1836, 
911 dispatch called Indianapolis 
Approach Control and requested 
additional information on the 
accident airplane. Th e airplane 
was found by searchers at 2305. 

Th e airplane initially impacted 
a plowed fi eld and traveled 328 
feet on a heading of 115 degrees. 
Approach minimums required 
700 feet and 1-mile visibility for 
a straight-in approach and 800 
feet and 1-mile visibility for the 
circling approach. An eyewitness 
near the airport reported seeing 
a very low-fl ying airplane with 
landing lights on at the approxi-
mate time of the accident occur-
rence in a slight left  bank, fl ying 
directly over his house 750 feet 
east of the approach end of Run-
way 18. Other witnesses stated 
that the pilot-controlled runway 
lighting was not illuminated at 
the time of the accident. Th e 
runway lights were operationally 
checked following the accident, 
and no anomalies were found. 
 A detailed examination of 
the airplane and it engine was 
completed aft er its recovery, 
and no anomalies were found. 
Non-volatile memory (NVM) 
recovered from the aircraft  in-
cluded two panel-mounted GPS 

ACCIDENT REVIEW

BEHIND THE 
AIRPLANE
BY DICK ROCHFORT, ATP, 
CFII – MASTER INSTRUCTOR

NTSB Identifi cation: CEN13FA085

14 CFR Part 91: General Aviation

Accident occurred Sunday, Dec. 02, 2012, in 

Greensburg, Ind.

Aircraft: PIPER PA 46-350P, registration: N92315

Injuries: Four Fatal.

This is preliminary information, subject to change, and may contain 

errors. Any errors in this report will be corrected when the fi nal 

report has been completed. NTSB investigators either traveled in 

support of this investigation or conducted a signifi cant amount of 

investigative work without any travel, and used data obtained from 

various sources to prepare this aircraft accident report.
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navigation devices, and an associated multi-
function display. Additionally, three personal 
data devices with NVM were also recovered. 
All devices were sent to the NTSB Recorder 
Lab in Washington, DC, for examination. 
Th e remainder of the aircraft  was released to 
the aircraft  owner’s representative.
 No pilot believes that his/her aircraft  
could end up in an accident report, yet 
PA-46 fatal accidents continue to happen 
with disturbing regularity. When asked 
confi dentially “what types of accidents do 
you fear,” the overwhelming response from 
PA-46 pilots is engine fi re, forced landing 
at night ... in the mountains etc. In other 
words, pilots tend to fear that which is not 
within their control. Th is is human nature, 
and the thinking pilot should carefully guard 
against this bias. We sometimes even spend 
the limited training time we have discussing 
these topics ad nauseum and, in the process, 
miss out on the training that is needed most.
 I encourage each pilot always to operate 
procedurally with well-vetted checklists, 
fl ows, memory items and SOP the same way 
every time. Furthermore, do not let anyone 
or anything interfere with this process. 
 Most pilots are appreciative and enthusiastic 
about their new-found competence when they 
receive and benefi t from excellent training. 
However, some believe they don’t need training 
on fi ll-in-the-blank scenarios because they will 
never fl y in fi ll-in-the-blank conditions. Th is 
last comment is, of course, a set-up for what 
the psychologists call a hyper-focus-related 
accident or pilot-induced loss of situational 
awareness. I call it “watching the wrong hand.”  
It is true that the aircraft  cannot know if you 
can see or not, but it is also true that the aircraft  

will not, in most cases, complain if you are not 
established on the three-dimensional thick, 
black line depicted on the approach procedure.
 Consider the following fl ow when inside 
the TAA or MSA ring:

• ACTIVATE (the approach on the   
 GPS navigator).
• FLIP (the correct frequency from standby  
 to active). Remember now, a fl ow item is  
 a consideration not a “to do” so we leave it  
 alone on the RNAV approach

• FLOP (the CDI) from GPS to VLOC ...  
 But not for RNAV right?
• SET (the course needle or verify that it is set).
• ID (the approach).
• ARM (the approach on the coupled   
 autopilot).
• Now ask yourself three questions: Which  
 way? How low? What’s next?

If you cannot answer these questions immedi-
ately and correctly, you are offi  cially “behind 
(Continued on page 51) 



MMOPA 2012 
CONVENTION 
REVIEW
Th e return to Colorado Springs and the Broadmoor did not 
disappoint. Th e September 2012 Fly-In Convention in Colorado 
Springs was a great success. Near record levels were achieved 
with more than 300 attendees, 34 vendors and 103 aircraft ! Th e 
Broadmoor, Cutter FBO and weather conditions were world-
class. Th e consensus of all was “when are we coming back?”

r did not
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 Th e convention took the runway with the 
traditional cocktail reception on Wednesday 
evening. Th e crisp mountain air and pleas-
ant evening set the standard for the next 
three days. All the way through to Sunday’s 
load-out and departure, the only IMC en-
countered was in the classroom.  
 A great event: New friends were made, 
old acquaintances renewed and the PA-46 
community got stronger and safer. Many 
fi rst-timers remarked on what a fantastic 
group we have the privilege of being part of. 
Th anks to all who made it happen. 

Attendees’ comments:

• “Th is was my fi rst trip to any owners’   
 convention. It was better than expected.  
 Th e Broadmoor was exceptional… It was  
 like work, but good work.”
• “It was our fi rst MMOPA convention. It will  
 not be our last. Th e setting was amazing  
 on all counts. It was beautiful; the service  
 and food were great.”
• “Th e quality of presentations was excellent.  
 Almost all speakers were of very high   
 quality and I learned a lot.”
• “Th e companions’ class and fl ying sessions  
 were excellent…”

Opening Remarks
MMOPA President Tom Kieff er opened the 
convention by thanking the event organizers 
and volunteers as well as the volunteer Board 
of Directors. Tom remarked that the benefi ts 
of this volunteer work are the great people you 
meet. He then recognized outgoing President 
Jon Sisk and highlighted the great work that 
Jon has done for the association and continues 
to do as Piper liaison and the association’s om-
budsman. Also recognized were the other past 
presidents in attendance this year including 
Mark Swatek, Doug Leet and Jim Yankaskas. 
Th e opening remarks concluded with a quick 
recounting of old and new membership 
benefi ts and redoubling of MMOPA’s primary 
focus — safety and training. 

Piper Update
Piper President and CEO Simon Caldecote 
introduced himself to the group and pro-
vided a report on the progress being made 
at Piper. Simon provided a brief update 
on Piper’s business health and prospects, 
highlighting continued investments in the 
PA-46 product line. Piper is also investing 
in improved customer support including its 
parts and service network. Th e Piper sup-
port of MMOPA and the participation at the 
2012 Convention was very strong. Simon’s 
remarks generated some spirited discussion 

aft erwards in the hallways and on the web 
site Forum. Th at dialog demonstrated that 
Simon and the team at Piper are responsive 
and committed to a strong partnership of 
safety and positive ownership experiences 
for the MMOPA community.

Education highlights
Th e education sessions were outstanding, 
judged by many veteran attendees as the best 
ever. Note that the presentations reviewed 
here can be found in Resource Library on 
the MMOPA website.
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Breaking the Error Chain 
Th e Keynote Hyman Lecture was given 
this year by Pat Cannon. Pat’s career as an 
Army aviator, FBO operator, demo pilot, 
test pilot and instructor give him the quali-
fi cations to discuss pilot safety. Pat’s discus-
sion of the various operational and human 
errors that contribute to unsafe situations 
and ultimately accidents was very insight-
ful. Th e room got very quiet many times as 
those attending “saw” themselves in many 
of the examples. Pat’s expertise provided a 
very good backdrop for the safety discus-
sions that dominated throughout the 
conference.  

Icing from a test pilots view point 
Pat Cannon was in the house for a second 
session in which he shared his expertise 
about icing. Pat was a test pilot for the MU-2 
Icing Certifi cation Testing program. Th is 
session presented further evidence that icing 
should be treated with the highest respect 
and avoided if at all possible.

Accident Review
Th e accident review and analysis was once 
again presented by Manny Casiano. Manny 
did his standard excellent job preparing and 
delivering this accident analysis. He was 
proud to report that the fl eet had its best 
convention-to-convention year since 1997 
with six NTSB-listed accidents and no PA-46 
fatalities in the NTSB logbook. Th is was 
particularly good news since his report the 
previous year included the highest number 
on record.   
 Manny then segued into an update on 
MMOPA’s safety initiatives including the 
Voluntary Training Standards program and 
the eff orts of the Type Club Coalition that 
MMOPA is part of. He summarized his ses-
sion by drawing analogies from his medical 
profession experience and suggested that we 
adopt a “target zero” goal for accidents that 
will mandate a culture change from “aviation 
accidents happen” to “accidents should not 
be tolerated.”

Advanced Weather and Flight Planning
Dr. David Strahle spoke for the third con-
secutive convention and proved once again 
why he is invited back. He started with a 
quick review of previous sessions and then 
provided a great update on the appropriate 
interpretation and use of onboard radar and 
the safety margins required when operating 
anywhere near convective activity. He also 
summarized his weather-modeling process 
and the weather-forecasting tools and web 
sites that he uses.

Sled Driver
Brian Shul delivered the highlight session 
of the week. Th ere wasn’t a dry eye in the 
house as Brian recounted his heroic story of 
being shot down in Vietnam, his endur-
ing recovery and eventual ascendance to 
piloting the SR-71. Truly an American hero. 
Brian signed copies of his book Sled Driver, 
and the response and the line that formed to 
get a copy was overwhelming. Copies were 
shipped to the many attendees aft er the sup-
ply on hand ran out. 

Accident Review

Adva
Dr. D
secut

anced Weather and Flight PlanningAdva
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Fatigue
Dr. Mark Rosekind, NTSB board member, 
gave the “surprise” session of the week. His 
engaging and entertaining presentation style 
made everyone in attendance glad they made 
it to “Managing Fatigue in Aviation Ops.” 
Th e facts and wisdom off ered in the session 
made everyone very much aware, and better 
equipped, to handle this insidious danger. 

iPad Flight Planning
Andrew Knott provided an outstanding 
review of the regulations and practicalities 
of eliminating paper charts in the cockpit, 
followed by a review of various iPad models 
and features with recommendations. Th e 
session concluded with a very good summa-
ry of the features, strengths and weaknesses 
of the top four iPad fl ight apps: Fltplan.com, 
Jeppesen FD, Forefl ight and Garmin Pilot.

Companion Training and Activities
It was another great year of participation 

for the companion-training program. Th e 
2.5-hour classroom session, conducting by 
Travis Holland with assistance from Andrew 
Gallagher, focused on the basics of piloting 
and the essentials of taking control of the 
aircraft  including use of the autopilot. Th ose 
who registered for the in-fl ight training por-
tion set off  on two-hour fl ights throughout 
the convention to practice pattern fl ying and 
landings. Travis, Ron Cox, Chad Menne and 
Joe Casey conducted the fl ying sessions. Th e 
slots for in-fl ight training were completely 
fi lled again this year. Th is has established 
itself as one of the most popular benefi ts in 
attending the convention. Be sure to book 
your slot early next year.

The Business End
Th e convention always includes the associa-
tion’s annual business meeting. Association 
President Tom Kieff er presided and began 
with an introduction of the Board of Direc-
tors and committee chairs. It was noted that 
Jim Yankaskas, past president and long-time 

board member will be transitioning off  the 
board this year, creating an opening. Anyone 
interested in serving on a committee and/or 
as a director was encouraged to talk with any 
board member. Th e president then provided a 
recap of the April 14 Board of Directors meet-
ing and the resulting initiatives. Among them 
is the proposed hiring of a part-time executive 
director for the association. Next was a quick 
recap of the member services including the 
web site and magazine, followed by a review 
of the budget for 2013. Th en came committee 
reports from Ombudsman Jon Sisk, Safety 
Committee Chair Manny Casiano, Treasurer 
Jack Campbell and Marketing Committee 
Chair John Hunt. A full copy of the minutes 
from this meeting is available on the web site. 

Celebration and Fun
Th e MMOPA motorcycle gang made an 
appearance and disrupted the airplane dis-
cussions with some pretty tough Harley talk. 
Six members had rented Harleys and biked 

for the companion-training program. Th e 
b ill b i i i ff hboard mb d bFFatigueFatigue
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from Pueblo through the mountains to 
the Broadmoor.

Th ursday evening’s dinner at the Cheyenne 
Mountain Lodge featured a commanding view 
of the Colorado Springs area and some rather 
distracting tattoos applied to those so inclined. 

Friday Evening Dinner
Th e “open” Friday aft ernoon schedule, 
intended for relaxation and local activities, 
put everyone in the mood for a great evening 
with old and new friends. Dinner started 
with the traditional MMOPA landings mov-
ie, which boasted not only a large number of 
aircraft  but an equally large number of good 
landings.  (For those reading this who have 
not attended, two words for you: “Grease It.” 
Th e video of the arrival landings is always a 
highlight — or not so much.)

President’s Award
It was truly a special moment during Friday 
evening as MMOPA honored Henry Van 
Kesteren with this year’s President Award. Van 
has been a member of the MMOPA and a 

signifi cant contributor to the 
PA-46 community for more 
than 20 years. He is still 
fl ying at age 91 and adding 
to his nearly 40,000 hours 
(but who’s counting!). Van’s 
contributions include nu-
merous STCs for the PA-46 
including: Extended range 
Fuel Caps, 550 Engine and 
the 4-Blade MT Propeller. 
Van also helped pioneer the 
fi rst prototype turbine on the 
PA-46. He and his team have 
been longtime sponsors at 
many MMOPA events.
 Friday night concluded with a very suc-
cessful live auction featuring Convention 
Manager Bill Alberts as auctioneer. (He 
hasn’t quit his day job — yet)  Th e evening’s 
auction produced near-record proceeds of 
more than $50,000, which will benefi t the 
MMOPA Safety and Training Foundation. 

Th anks to all who contrib-
uted! 

Preview of the 2013 
Convention in Scotts-
dale, Ariz.
Th e MMOPA Fly-in 
Convention returns to the 
JW Marriott in Scottsdale, 
Ariz., in 2013 – Oct. 30-
Nov. 2. Th e JW Marriott 
Desert Ridge Resort and 
Spa is an outstanding 
venue. Th e reviews from 

our 2009 Conference there were very good. It 
off ers world-class shopping, art galleries and 
outdoor activities within minutes of the resort. 
Scottsdale is a golfer’s paradise so you may 
want to stay an extra day or two. Th e weather 
in October is perfect: 75-80 degrees during the 
day and pleasant 60-degree evenings. KDVT 
and Cutter will be the host FBO.

w
signifi cant contributor to the 
PA 46 it f

from Pueblo through the mountains tof
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I
n my 20 years at 
Piper, through some 
admittedly challeng-
ing times, there have 
fortunately been a 
number of constants. 
Foremost among 
the values sustaining 
the company is the 
strong commitment 

from aviators like you who take 
pride in fl ying the Piper brand. 
 Th is devotion to the Piper 
brand has helped carry the 

company and the employees in 
Vero Beach through complex 
times. And it benefi ts the com-
pany today as we emerge from 
the great recession and become 
a much stronger company with 
a larger global presence. For 
that, we thank you.
 One other constant for the 
aviators that choose Pipers is 
the value of the Piper pedigree. 
It is no secret that a Piper in 
warranty is more valuable when 
resold than a Piper out of war-

ranty, because it’s newer and 
also because it has been main-
tained at an Approved Service 
Center.
 Even out of warranty, your 
PA-46 is more valuable to the 
next buyer when it has been 
maintained at a Piper Service 
Center and when replacement 
parts came from the factory – 
ensuring protection of the Piper 
pedigree. Th at’s a consistent 
reality throughout the aviation 
industry, no matter the brand.
 And that’s why the Piper 
team takes special pride in 
creating a customer support 
network with the best possible 
facilities and technical product 
support personnel.
 Piper has many highly quali-
fi ed service centers throughout 
the country, and Skytech Inc., 
with full-service sales, main-

tenance, FBO and aircraft  
management facilities at Mary-
land’s Carroll County Regional 
Airport and South Carolina’s 
York County Airport, exempli-
fi es the deep expertise available 
to Piper aviators. 
 Skytech has been closely in-
volved with Piper for more than 
30 years. Th e company is totally 
committed to supporting the 
fl iers that own our airplanes in 
the Mid-Atlantic region, which 
stretches from Pennsylvania 
through South Carolina, includ-
ing Maryland, Virginia, North 
Carolina and West Virginia.
 Each Skytech location has 
about 35 dedicated employees, 
including maintenance and 
avionics staff s of highly trained 
and experienced A&Ps and IAs 
that perform 100 or so annual 
PA-46 inspections each year, in 

PIPER SUPPORT 

PROTECTING THE 
PIPER PEDIGREE
BY LISA GIESSERT
Head of Sales Administration and 
Customer Support Piper Aircraft, Inc.

PA46 Service Hangar
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addition to any other mainte-
nance or installations required. 
 Uniquely, Skytech picks up 
customer airplanes for mainte-
nance and delivers them as part 
of its Piper warranty service, 
with a small fuel surcharge for 
the valet service for out-of-war-
ranty aircraft . Th e company has 
dedicated service airplanes at 
each location, both 1987 Mali-
bus, and committed pilots who 
help customers bring airplanes 
in for maintenance and return 
them aft erward. Airplanes are 
routinely given a thorough post-
maintenance test fl ight prior to 
returning them to the owner.
 Th at is one way that Skytech 
goes above and beyond the 
normal in satisfying its Piper 
customers. Because Skytech puts 
about 400 hours a year on each 

of its Malibus, not much happens 
in an older Malibu that Skytech 
doesn’t know how to handle. 
 Skytech sells a lot of M-Class 
Piper airplanes. Th e last tally of 
PA-46 sales was well over 250 
and counting. In addition, it 
actively takes trades in addition 
to buying and refurbishing 
PA-46s for resale. Th e company 
also is equipped with special 
jigs to repair PA-46s that have 
been damaged, and Piper has 
sold a number of wings to the 
company for such work. In fact, 
Skytech was the fi rst dealer 
to perform a complete wing 
change on a Malibu in the fi eld. 
 Skytech carries about 
$150,000 in Piper maintenance-
related parts at each of its two 
locations and makes sure parts 
for scheduled maintenance 
events are stocked ahead of 
time. As part of its commitment 
to Piper owners and opera-
tors, it has been involved in a 
recent Exaero STC to develop 
a PA-46 luggage rack designed 
to accommodate 100 pounds 
of cargo, from golf clubs to 
suitcases to hunting equipment 
and even a portable potty. 
 In addition to Piper, Skytech 
represents Pilatus and carries 
an inventory of both aircraft  
types. In addition to new Piper 
sales, Skytech is active in the 

pre-owned market and will 
routinely inventory used PA-46 
models. It has about 150 recent-
model PA-46s in its territory 
and is dedicated to supporting 
an important part of the Piper 
fl eet in the United States. 
 Skytech’s Executive Vice Presi-
dent Mike Fitzgerald said, “We 
know as much if not more about 
Piper airplanes than anyone else, 
and we have a direct line into 
and talk to the factory constantly. 
It would be very rare for you to 
come into either of our shops 
and fi nd anything but a Piper 
product or a Pilatus. We stick to 
what we know how to do and do 
well, and we do it on time.”
 Skytech is one of Piper’s 
global network of 90 approved 
service locations, including 43 fa-
cilities in 26 states and more than 

50 locations in the Americas. 
Piper is committed to supporting 
our dealers and approved service 
centers so that all of them can in 
turn help you protect your valu-
able Piper pedigree. 
ABOUT LISA GIESSERT
Lisa Giessert began her aviation 
career at Piper nearly 20 years ago 
and has risen steadily through the 
ranks to become a member of senior 
management. She served in a variety 
of management roles, including 
executive assistant, executive office 
manager, contracts coordinator, war-
ranty manager, parts administration 
director, dealer development manager 
and sales/contracts administration 
director. In December 2011, Lisa was 
named head of sales administration 
and customer support, responsible 
for sales administration, marketing, 
customer support and aftermarket 
business. Giessert received a master of 
business administration and a bach-
elor of science in business professional 
management from Nova Southeast-
ern University in Fort Lauderdale, Fla.

PIPER SUPPORT 

Skytech carries 
about $150,000 in 
Piper maintenance-
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(Continued from Page 39) the airplane” and 
need delaying vectors or a missed approach.
 At GS or GP intercept, go down, gear down, 
one notch of fl aps, set power for 120 knots.
 Keep things as simple as possible, no 
simpler (Albert Einstein). Be quick, but 
don’t rush (UCLA basketball coach John 
Wooden). Be sure you’re right, then go 
ahead (Fes Parker as Davey Crockett). Do 
the same thing the same way to a high 
professional standard every time. Set your 
standard, stick with it, don’t violate it and let 
no outside pressure change it. Discipline is 
going to keep you alive. (Fred Kaiser, FAAS-
Team program manager).
 Since pilots are all human, we can only do 
one thing at a time. Excellent pilots do ex-
actly the right thing at the right time and in 
the correct sequence. Experience makes this 
easier, but only when you have had excellent 
experience. Excellent experience is derived 
from excellent training.
 In 1991, the FAA initiated a Special 
Certifi cation Review (SCR) in an attempt 
to discover why there were so many fatal 
PA-46 accidents occurring. Many of you, 
I am sure, remember it. Some of you we’re 
probably even aff ected by it. Th e reason 
for this thorough re-examination was to 

try to fi nd the alleged problem with the 
PA-46 aircraft . 
 Th e B24 went through a similar process 
during World War II. Gen. James Doo-
little (in 1942) and the NTSB/FAA/Piper/
AOPA (in 1991) fi gured out that it wasn’t 
the aircraft  that was causing the problem. In 
the case of the B24, the fi x turned out to be 
additional mentoring of pilots on combat 
fl ights by increasing the number of missions. 
Th is was not a popular decision at the time, 
but it saved many lives. 
 In the case of the PA-46, additional 
training was mandated and implemented. 
However, no real safety improvement was 
realized. Over the 27 years of production, 
there has been an average of three fatal PA-
46 accidents per year. Over the immediate 
past fi ve-year period an average of four 
fatal PA-46 accidents occurred per year. 
Unfortunately, the concept of a standard-
ized, procedural approach to training has 
not taken root as it has in similar pilot com-
munities (Bonanza and Cirrus are two such 
examples). I encourage you to take charge 
of your own aviation training by choosing 
to make the paradigm shift  and seek excel-
lent training.
 Th e next time you train, ask your instruc-
tor to help you construct a set of checklists, 
fl ows and memory items which will guide 

you through the approach. Use these items 
— same way each and every time. Have and 
use well-vetted Standard Operating Proce-
dures. It is within your own SOP that you 
will fi nd a fast and accurate way to improve 
your aeronautical decision-making.
 Excellent training is aircraft -serial-num-
ber-specifi c training based on the proper 
use of checklists, fl ows, memory items and 
SOP. Insist on excellent training; it doesn’t 
take any longer or cost any more. When 
you commit to this process, you will be-
come and remain a confi dent, competent 
and safe pilot. You owe it to yourself, your 
family, and the entire General Aviation 
community. Additional information on 
this and other important topics is available 
at the PA-46 Pilot Reference Library at 
http://www.rwrpilottraining.com/refer-
ence-library.html
 I welcome your comments and sugges-
tions.

Fly Safely - Train Oft en
Dick Rochfort, ATP, CFII
Master Instructor
mail@rwrpilottraining.com
About the author: Dick Rochfort 
is a former corporate pilot and 
primary flight instructor who has 
been providing excellent training 

and related services to PA-46 owners and pilots 
worldwide for more than 20 years.

ACCIDENT REVIEW
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Feeling the urge to fl avor your fl ying with 
great theater? Set your GPS for Ashland, 
Ore., (KS03) where the 79th season of 
the Oregon Shakespeare Festival is set to 
launch in March. 
 Over 2013’s nine-month season, three 
diff erent stages will off er Shakespeare’s 
Taming of the Shrew and three other Bard 
favorites as well the world premieres of 
two new works and timeless plays like A 
Streetcar Named Desire and My Fair Lady 

— 11 productions in all.
 Th ree stages are needed because the 
festival is a destination theatre company. 
Visitors come from long distances and 
want to see more than one play when 
they come. Each stage is a “machine” for 
presenting plays and can be turned, in a 
few hours, from a balcony in Verona, Italy, 
to a dacha in 19th Century Russia.
 Th e festival has a college English teacher 
to thank for its birth. In 1935, Angus 

Bowmer went to Ashland businessmen 
with the idea of off ering Shakespeare for 
everyone. Th ey were skeptical but they 
gave him $500 with the understanding 
that they would schedule boxing matches 
before each performance “just in case.” 
Th e boxing fell away, and the plays went 
on and on. Now it takes a budget of $26 
million to fund the 780 performances for 
400,000 playgoers every year. 
 Over the years, the small community of 
Ashland has built itself around the festival 
with a plan that practically demands that 
you walk. Th e town square is lined with 
great restaurants and shops, and the walk 
along rushing Ashland Creek has been de-
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THE BARD BECKONS!
Live theatre without the pomp at Oregon Shakespeare Festival 
BY MICHELLE CARTER 
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already using our service  to avoid 

spending money unnecessarily.
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often preventing secondary—
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Total Engine Awareness

veloped with an eye to the spectacular scen-
ery of Lithia Park, local art and good food. 
Because Ashland is a one-industry town, 
every hotelkeeper and restaurateur arranges 
services to enhance the festival experience.
 Backstage tours led by actors in the 
company add a special dimension to the 
Ashland experience, and they can be 
scheduled when you order tickets. Th e tours 
provide answers to all sorts of questions: 

What happens on the outdoor stages when 
it rains? “Well, you’re likely to see actors 
in ponchos performing for an audience in 
garbage bags.”  
 Did I mention the casual attire? Leave 
your tie at home but do bring a jacket. It can 
get chilly at night. 
 Th e festival web site off ers pages of B&Bs 
and inns, most within walking distance of 
the stages, and its trip planner allows you to 

work in a bus trip to historic Jacksonville or 
a raft  trip on the Rogue River or skiing on 
Mt. Ashland. 

Small wonder the uncontrolled Ashland 
Municipal Airport (with a 3,600-foot run-
way) off ers acres of tie-down space and a web 
cam at AshlandOregonAirport.com so pilots 
can check the weather on the ground. Th ey’re 
ready for a group fl y-in or the solo theater 
enthusiast with a weekend to spare.

IF YOU GO
OREGON SHAKESPEARE FESTIVAL 
5 S. Pioneer St.
Ashland OR 97520
800.219.8161
OSFAshland.org

ASHLAND MUNICIPAL 
AIRPORT KS03
403 Dead Indian Memorial Road
Ashland OR 97520 
541.482.7675
AshlandOregonAirport.com

WINCHESTER INN
35 S. Second St.
Ashland OR 97520
800.972.4991
WinchesterInn.com

ASHLAND SPRINGS HOTEL
212 E. Main St.
Ashland OR 97520
888.795.4545
AshlandSpringsHotel.com
 
AMUSE RESTAURANT
15 N. First St.
Ashland OR 97520
541.488.9000
AmuseRestaurant.com

PEERLESS RESTAURANT
265 Fourth St.
Ashland OR 97520
541.488.6067
PeerlessRestaurant.com
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of the U.S. Th e Loreto 
Airport (MMLT) is a 
towered, international 
facility, but the 20-min-
ute fl ight to Laguna San 
Ignacio will take you to 
a private, packed-sand 
airstrip 4,333 feet long 
that can be diffi  cult to 
recognize since it blends 
in with the surround-
ing area. Call (52) 
615.107.9593 to let them 
know you’re coming.
 If you’d rather not test 
your soft -fi eld landing 
and take-off  skills, buses 
or taxis are available. 

IF YOU GO
LA MISION HOTEL
Phone: (52) 613.134.0350, 
ext. 617
LaMisionLoreto.com

BAJA EXPEDITIONS DE 
MÉXICO 
La Paz, Baja California Sur, 
Mexico
Outside Mexico Toll Free: 
800.843.6967
BajaEx.com

LAGUNA SAN IGNACIO 
AIRSTRIP
26°50°55° N 113°08°26°W 
(52) 615.107.9593
AridaWhaleWatchingBaja.
com/airstrip.htm

 “Th ese are eco-
adventures that sup-
port local fi shermen 
and families through 
low impact tourism 
activities,” said Stepha-
nie Rousso, a wildlife 
biologist and guide, at 
Laguna San Ignacio.  
 “However, we 
don’t like to use the 
term ‘petting.’ Pet-
ting sounds like a 
circus, aquarium or 
Sea World. Th is is a 
natural area and we 
respect the whales, 
the mothers and their 
calves and the local 
families that provide 
the service. 
 “Th e whales come 
up to the boats be-
cause they are as curi-
ous about us as we are 
of them and only then 
do they encourage us 
to touch and interact 
with them — not the 
other way around. 
We don’t go out there 

to touch them unless 
the whales show they 
want it by coming up 
to the boat.”
 Come prepared 
with water shoes, 
pants that you can roll 
up, sunscreen, a hat 
and layered cloth-
ing since it can be 
downright cold in the 
morning and hot in 
the aft ernoon. And 
a camera, oh, yes, a 
camera! Th e photos 
that accompany this 
article were all taken 
by visitors on their 
fi rst Laguna San Igna-
cio adventure. 
 If you’re fl ying south 
of the border for the 
fi rst time, be sure to 
acquaint yourself with 
ADIZ requirements 
and how to fi le for 
eAPIS, the Electronic 
Advance Passenger 
Information System, 
for international travel 
both into and out 

Th e lagoon, which 
extends 16 miles into 
the desert, is the jewel 
in the El Vizcaino Bio-
sphere Reserve and is 
recognized as the last 
undeveloped nursery 
and breeding ground 
for these whales. 
 During the heyday 
of whaling in the 
mid-19th Century, 
the treacherous sand 
bar shoals and shal-
low passages of the 
lagoon kept all but the 
boldest captains out 
and created a natural 
sanctuary for the gray 
whales which were 
approaching extinc-
tion. Now the benefi ts 
of eco-tourism (and 
a World Heritage Site 
designation) provide 
more stable protection 
for the whales and the 
community of 100 or so 
who co-exist comfort-
ably with the lagoon’s 
winter inhabitants. 

Ready to get face-to-
face with gray whales 
in the Laguna San 
Ignacio sanctuary in 
Baja California and 
then head back to four-
star spa comfort for the 
night? Th en schedule 
a personal fl y-in to Lo-
reto, Mexico, settle into 
La Mision Boutique 
Hotel and then fl y or 
bus to Laguna San 
Ignacio for a pango 
(skiff ) ride out in the 
lagoon for a two-and-
a-half hour meet-and-
greet with the whales.
 From December 
through March, the 
once-endangered gray 
whales return to the 
warm, shallow waters 
of the lagoon on the 
west coast of the Baja 
Peninsula to give birth 
and prepare their 
calves for the 10,000-
mile trek back to 
summer feeding sites 
in the Arctic Circle. 

BAJA EXPEDITIONS DE

LAGUNA SAN IGNACIO

ECO-WHALING IN BAJA WATERS
Grays come right up to the boats at Laguna San Ignacio  BY MICHELLE CARTER 
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The Easy Choice.

Introducing the

IFD540 & IFD440

FMS/GPS/NAV/COMs

Featuring ‘Hybrid-Touch’

Avidyne has established itself as the brand 
of choice for pilots who want innovative, 
easy-to-use avionics.  

The new IFD540 and IFD440
FMS/GPS/NAV/COMs set a new standard
for user-interface simplicity in 
communication and LPV navigation.  

Not only that, but they are true plug & play
replacements for existing 530 & 430-Series
navigators, requiring no wiring changes,
keeping installation easy and affordable.

Leveraging the award-winning Page & Tab
user interface of our Entegra Release 9
system along with highly-intuitive ‘Hybrid-
Touch’ user interface, the IFD540 and
IFD440 make it much easier to access the 
information you want when you want it,
whether you prefer touch-screen or
knob/button controls. 

Now you have a choice. 
And the choice is easy. Avidyne.

Contact Avidyne at 877-AVIDYNE and mention this ad for
special pricing to reserve your IFD440.

You may also register at www.avidyne.com/mmopa www.IFD540.com
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It takes you beyond the realm of checklists 

and procedures and delivers the confidence of 

knowing you’ve mastered the unexpected.wing you’ve mastered the unexpected.

Check out our new FAA-approved full-motion 
Level D Avio IFMS equipped Piper Meridian 
simulator in action. Visit simulator.com/avio
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