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FROM EXECUTIVE DIRECTOR

A

LOOKING
BACK
By Martin E. Doran
As fall continues and we rapidly approach the holiday season, it is a good time to look back
and see some of the good things we have accomplished over the past year. We conducted a
comprehensive member survey and had outstanding participation from our membership.
Key findings from the survey were reviewed by the board at a recent meeting, and an action plan is being developed to implement suggestions.
Perhaps the most interesting observation was the shift in our membership – with almost 50 percent of our membership joining within
the last three years! We extend a hardy welcome to these newer
members and encourage them get involved in our forum discussions, MMSTF Safety Seminars and Annual Convention.
Speaking of the convention, a convention recap is included in this
edition of MMOPA magazine, but the real story is one of shared
friendships, meeting the faces behind forum posts, our experts
at MMOPA’s hotline services and the fine people at our vendors
including our Gold Convention Sponsor – Piper Aircraft and its
network of dealers.
Coeur d’Alene received rave reviews from attendees, and Mary
Bryant once again worked her magic to bring us an outstanding
academic program. Mark your calendars for next year when, for
the first time, MMOPA visits the Big Easy – New Orleans! Details
will be posted on the website by the time you read this letter. Bill
Alberts, our longtime friend and convention coordinator promises
that this will be the best convention in MMOPA history – and Bill is
not known to disappoint.
Your Board of Directors continues to aggressively seek measures
to improve the safety record of our PA-46. The board is looking at
new ideas to provide you as the pilot-in-command of your aircraft
more tools and resources to make each and every flight safer. New
board members Chuck Ivestor, Dave Bennett and Joe Lechtanski
have brought new perspectives and ideas.
Fresh thoughts and viewpoints are always welcome, but you don’t
have to be a board member to share your ideas. Let us know what
we can do to make your membership more valuable and rewarding.
There is tremendous amount of knowledge among our members
brought from different professions – doctors, lawyers, entrepreneurs, educators, small business owners, artists, aviation professionals, corporate executives and many others.
The greatest strength of MMOPA has always been the willingness
of this diverse group to share openly with others. Encourage your
fellow members to post questions on the forums. Some of the best
threads have evolved from some of the most basic questions. Additionally, keep in mind that with over 50 percent of our members
joining within the last three years, don’t assume that you are repeating something that has already been addressed.
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It is also worth noting that our new “Google-like” search engine
now makes it easier than ever to search earlier posts for valuable
information. Give it a try and tell us what you think. We can only
make progress if we get continuous feedback from our members.
Enjoy the glorious fall weather and get yourself and your ships
prepared for the upcoming winter. And remember, as Dave McVinnie reminds us each year, the holiday season is one of the most
accident-prone times of the year for our fleet. Take extra precautions, seriously review your go/no-go decisions and implement
your own risk management strategy and stick to it. If you are on the
fence, speak with friends at MMOPA and get their views. We’re all
in this together and want to help each other!
On a sadder note, I lost “mi amigo” Carlos Berl, an MMOPA
member and co-owner of our aircraft in an accident in Colombia
Sept. 11. He was at home in his native country with a production
company filming the upcoming Tom Cruise movie “Mena” about
the life of the pilot for the notorious drug lord Pablo Escobar.
Ironically, Carlos and another experienced pilot were brought
onboard the production team because of their knowledge and
experience flying in the mountains of Venezuela and Colombia.
Although the cause of the accident is yet to be determined, two
risk-averse pilots, each with more than 10,000 hours and significant
mountain-flying experience were unable to control an aircraft on
departure from a deep mountain valley. It was a sobering reminder
to me of the risks inherent in the activity we each enjoy so dearly.
I want to thank all of the MMOPA members who have reached
out to me and offered both condolensces and support over the last
month. Your kindness and understanding are much appreciated.
All the best,

Marty
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FIRST LOOK

Bush Pilot Course

Being able to put your airplane down on a 400-foot gravel bar in the middle of a
river or on the meandering roller coaster of a back-country airstrip is truly an art.
So many components are at play — winds, altitude, animals and runway potholes
big enough to hide an elephant. Don Lee is a lifelong Alaskan bush pilot willing to
share his decades of experience in the wilds with you. Lee runs Alaska Floats and
Skis on Christiansen Lake just outside of Talkeetna, Alaska. Students come to
him from around the globe to master flying in the bush. They learn how to fly on
floats, skis or tundra tires, adding immeasurably to their flying skills.
Lee’s base of operations puts his airplanes within a few a minutes’ flight time
of Denali National Park, home to the 20,320-foot Mount Denali, the tallest
point in North America. He offers float-plane ratings, bush-pilot training and
ski flying. Park your PA-46 and learn to land skis on glaciers, to fly floats into
remote mountain lakes or, after installing Don’s 31-inch bush tires, to set
down safely in places you’d never imagine an airplane could go.
The fee for the Alaska Floats and Ski courses includes lodging, ground and
dual, a check ride and the examiner’s fee (to get your float rating), if required.
One thing is certain: You’ll learn more about flying than you could ever imagine.
For more info, go to Lee’s website at AlaskaFloats.com or call him at
907.733.4500.

Now Hear This
A new Voice Crew Alert System (VCAS)
has been designed specifically for
your Aircraft.
VCAS is a small 3-ounce module
that you can install in seconds between your headset and the headset
panel jack. Using a pressure sensor, it
will trigger a “don oxygen mask” voice
alert at an altitude you can set (between 7,000 and 14,900 feet) to alert
you of depressurizations long before
you are affected by hypoxia.
An optional cable can be wired to the
Master Warning and Master Caution
lights that will generate “check Master
Warning” and “check Master Caution”
messages. In addition, a connection to
the stall-warning system generates a
“Stall, Stall” message, eliminating any
confusion with the other tones.
Pressing a button on the VCAS
module will also annunciate the current cabin altitude as a check of the
sensor and all circuitry. A fail-safe
feature ensures that your headset will
always be connected to your radios.
More information including price
and photos, is available at
DonMask.com.
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FIRST LOOK

Now
I See!

Sporty’s is now offering the AV1 Aviator
Sunglasses, which
eliminate the need
to switch back and
forth from your corrected lenses to see charts or even details on your
glass screen. The AV1s come in three styles, all featuring a stainless-steel
frame with thin, flexible temples and an adjustable nose bridge. These
sunglasses provide maximum comfort for prolonged use in the cockpit.
Weighing in at a mere 1 ounce, it’s easy to forget you have them on. The
non-polarized nylon lenses are more resistant to scratches and offer
higher definition and outstanding optical clarity at a lighter weight. A
small portion at the bottom of the lenses is magnified to help with reading. The remainder of the lens is unmagnified. Lenses are available in
+1.5, +2.0, or +2.5 spot diopters. Just as important, these sunglasses offer
100 percent UV, UVB and UVC protection. See more about the AV1 Aviator
Sunglasses at Sportys.com.

Bring the
Luxury Along
With the popularity boom of coffee products over the last decade, plenty of us just aren’t
comfortable facing the day
without our espresso. Thank
heavens for the Handpresso
Wild Domepod. Add the ground
coffee of your choice, hold the unit
over your aircraft’s demitasse (!), and
you’re in business. Start your brew at
Handpresso.com or at 888.389.4123.

The Crystal Clear Kayak
Every now and then you stumble across something that pegs the fun
meter. This is a perfect example. Clear Blue Hawaii makes the world’s only
transparent, foldable kayak. It fits in a small backpack or in the back of
your plane, weighing in at a modest 26 pounds.
The Napali is supported by a high-tech, durable and corrosion-resistant
internal carbon kevlar frame system that comes equipped with a transparent military-grade urethane skin. Snap it together, sit in the seat, and
you’re the captain of your own glass-bottom boat ride!
The Napali’s overall design is so distinctive that it’s on permanent display
in New York City’s Museum of Modern Art. Learn more from the company’s
website, ClearBlueHawaii.com or call 707.202.8346.

Abingdon’s
Elise Watch
Sales to Support
Breast Cancer
Awareness
International aviation watch specialist Abingdon
has just released the newest version of its No. 1
travel watch, the elegant Elise. The model comes
in eight different looks, and a portion of the proceeds will go to the Susan G. Komen Foundation
to help focus attention on breast cancer.
The Elise has been the official watch for
the Air Race Classic, the oldest air race in the
country, for the past three years. The stylist
watch is made of surgical-grade stainless steel
and displays three time zones. Set one to Zulu
time, one to your local time zone and the third
for your destination. The Elise also features a
sapphire crystal face and a mother-of-pearl dial
and comes in rose gold, yellow gold, IP blue, IP
pink and IP brown plating.
Find out more at TheAbingdonCo.com.

M M O PA

M A G A Z I N E

p

FA L L

2 0 1 5

9

ANGLE OF ATTACK

ALPHABET
SOUP
AOA for the masses. BY SCOTT PURDUE

N

DB, VOR, GPS, WAAS, FAA, NTSB. After awhile it
seems as if you need a magic decoder ring to keep up
with all the abbreviations and terms used in aviation.
Today there is a lot of buzz about Angle of Attack, or AOA.
The FAA recently came out with a ruling that makes installation of AOA devices a minor alteration for the majority
of General Aviation airplanes. Just what is AOA and why
would it be a good thing for you to know in your aircraft?
10
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ANGLE OF ATTACK

Let’s start off by sorting out just what
AOA is in the first place. By definition,
Angle of Attack is the angle between the
chord line of the wing and the relative wind.
Fundamentally, Angle of Attack defines
whether we fly — or not. (See Image A)
In order to develop lift, a wing must
move through the air. When it does, the
free stream of air presents itself to the leading edge of the wing; some flows on top
of the wing, and some flows underneath
the wing. The path each parcel of air takes
along the wing follows the shape of the
wing. A line drawn between the leading
edge and trailing edge of the wing is called
the chord line. The amount of lift generated
by the wing is dependent on the angle between the chord line and the relative wind.
The lift required to maintain level
flight is determined by the weight of the
airplane. When you go more slowly, the
wing must develop more lift and can only
do that by increasing the Angle of Attack.
The faster you go, the lower the Angle of
Attack required to develop the lift to stay
in the air. Conversely, the higher the AOA,
the more drag is produced along with the
lift. (See Image B)
So, even if AOA has always been with
us, how have we gotten along without
AOA indicators for so long?
A

The simplest answer is that AOA is hard
to measure. We can measure airspeed
relatively easily and, therefore, we use that.
Virtually every airplane you see on the
ramp has a pitot tube mounted somewhere
on the wing or the fuselage. By subtracting the local static-air pressure from the
ram-air pressure in the pitot tube, we can
derive the speed of the airplane through
the air (with errors, of course).
With the widespread use of airspeed,
the FAA has seen fit to define the stall
speed of each aircraft. But it is important
to note that this specific defined stall
speed is dependent on aircraft weight and
acceleration. A wing experiencing highload factors stalls at a higher airspeed.
We use airspeed as an approximation for
AOA. In truth, the wing will always stall at
the critical angle of attack. It’s always the
same AOA, regardless of wing loading.
In other words, if we had AOA indicators, we would fly approaches based on
AOA rather than airspeed, and you as
the pilot wouldn’t have to worry about
winds, weights and gusts. You wouldn’t be
referencing the speed all the way around
the pattern. If you flew the optimum AOA,
the indicator would always tell you the
lift margin you had before stall, no matter
what the actual weight of the airplane.

For any wing, the production of lift
is proportional to drag but varies with
the angle of attack for a particular airfoil
shape. From the critical angle of attack
diagram, (See Image C on next page) we
can see that, at CLmax, drag goes way
up and lift drops way off. The wing stops
flying. An AOA indicator would keep you
well away from that point, regardless of
weight or accelerations.
After many, many accidents, the FAA
mandated the installation of technology
that warned pilots of large airplanes of an
impending stall, including stick shakers
and stick pushers to prevent inadvertent
stalls. To do this required the installation
of AOA probes on large aircraft. For the
most part, this AOA was not provided to
pilots. Instead, pilots used airspeed charts
based on gross weights to approximate the
approach angle of attack. For many years
the military, Navy and Air Force have used
AOA for approaches, first for supplemental information, and then replacing airspeed-gross weight calculations altogether.
With the current flat-panel screens used
in large civilian aircraft and airliners, AOA
is presented as supplemental information,
but still isn’t used as primary.
The safety implications of using AOA
for takeoff, approach and landing are
unmistakable. AOA works, providing a
dramatic improvement in safe operation
of aircraft in critical phases of flight. AOA
is also beneficial in cruise flight, as an easy
reference to show the most efficient cruise
or divert speed for any given aircraft configuration.
If AOA is so handy, we come back to the
reasons why it is so hard to measure. In
fact, AOA is so hard to measure on a wing,
that Boeing, which makes large airliners,
has refined the definition of AOA as the
angle between the relative wind and a
reference line on the aircraft. For Boeing,
that reference line is usually the centerline
of the fuselage. They can do that, for the
most part, because the wings and the fuselage remain attached in the same configuration.

B
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ANGLE OF ATTACK

C

When a large airplane manufacturer
does flight testing on new airplanes, they
put test devices all over the airplane,
including the wing. This allows them
to see what is actually going on with
the air stream and relative wind. These
devices would get knocked off a working airplane on the ramp and are left off
production aircraft.
During testing, the airflows are determined, and AOA measurement probes
are located along the fuselage, calibrated
to be accurate with flight test data. Virtually every AOA device is located on
the fuselage for any large airplane from
fighters to Dreamliners. AOA probes
vary from simple vanes (that look like a
weather vane on its side) to cones with
slots that grab the relative wind. Each
probe is calibrated to read in units that are
then related to the actual critical Angle of
Attack of a particular wing design.
Locating an AOA probe on the nose
of a jet is an entirely different proposition than trying to find a place on a
propeller airplane. For jets, the location of the AOA probe is just a matter
of finding a place on either side of the
nose that maintains a steady flow of air
and matching the indications with the
critical Angle of Attack for the aircraft
wing. Most installations have probes on

12
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either side of the nose to prevent aircraft
side-slip from blanking the instrument
completely.
The flow of air along the fuselage of a
propeller airplane is heavily influenced
by the twisting flow of air generated by
the propeller. This renders most AOA
probes unusable for propeller applications. So, most General Aviation AOA
indicator manufacturers take another
approach. GA AOA probes, generally
take advantage of pressure differentials,
another aspect of the physics of airflow
across a wing, to approximate a direct
reading of Angle of Attack.
The center of pressure shifts along the
wing as a function of Angle of Attack.
Some areas of the wing, in particular the
underside of the leading edge, experience
a negative pressure and even stagnation of
flow. This allows the current generation of
GA probes to use these pressure differentials to map the approximate AOA and
present the information to the pilot.
The important point to remember is
that this is an approximation of AOA
and not a direct reading. Each installation needs to be calibrated for your
particular airplane.
Indicators vary from the traditional
green donut/red arrows to lift reserve
columns and even simple number

indications. Some AOA manufacturers
offer you a choice of displays. The folks
who make the Aspen display, capable
of being retrofitted in virtually any GA
aircraft, have just introduced a AOA
system that approximates AOA using
airspeed, attitude and GPS position and
speed. The good thing is that this system
requires no other installation considerations other than a software upgrade.
While vane-type AOA probes are the
most accurate, pressure devices and
software-based displays are good enough
to enhance safety significantly.
The FAA has reduced the hurdle for
introduction of AOA in General Aviation aircraft, and that is a step in the
right direction. The impact of AOA in
the marketplace depends on its accep-

When a large airplane
manufacturer does
flight testing on new
airplanes, they put test
devices all over the
airplane, including the
wing. This allows them
to see what is actually
going on with the air
stream and relative
wind. These devices
would get knocked off
a working airplane on
the ramp and are left off
production aircraft.
tance among pilots. Cost is not always
the driving factor in pilot acceptance.
Pilots need to see the benefits in person
and in action for the technology to make
a real impact.
The bottom line is that we fly as a
function of Angle of Attack and being
able to read the AOA and incorporate it
into our everyday flying would make us
all safer pilots. (Continued on next page)

save the date
october 5 - 9, 2016

the roosevelt hotel
new orleans, la

ANGLE OF ATTACK

PIPER’S NEW ANGLE-OF-ATTACK INDICATOR
Here are three important improvements
By Jonathan Sisk, MMOPA ombudsman
BACKGROUND
The FAA’s General Aviation
Joint Steering Committee has
identified loss-of-control (LoC)
inflight as the leading cause of
General Aviation fatalities and
scored angle-of-attack (AoA)
indication as the highest intervention strategy to prevent LoC
accidents. The FAA has provided
specific guidance to streamline
the installation of these devices,
encouraging installation as a
minor alteration, and clarifying
that it is the installing mechanic
who has the authority (not local
FSDO) to determine whether the
installation is a major or minor
alteration.

Differential pressure probe installed
at 50-degree tilt under left wing on
inspection panel forward and outboard
of the main landing gear door hinge.

In summer 2014, MMOPA
announced an aftermarket
installation of a supplemental
angle-of-attack indicator in
the Piper PA-46 Malibu series
aircraft, developed in cooperation with the FAA, Piper Aircraft
and Alpha Systems AoA. This
installation satisfied FAA installation concerns by avoiding
penetration of the pressure
vessel by converting AoA probe
differential pressure to electrical
signals in the wing, then using
the existing multi-pin bulkhead
connector at the wing root to
pass those into the fuselage.
Piper engineering was consulted
and provided a No Technical
Objection letter in support of
this installation scheme.

14
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One limitation of that system
was that it could only indicate
the Optimum Alpha Angle
(OAA) in one airframe configuration, requiring the operator to
decide whether to calibrate the
system for either clean or landing
configuration. OAA is the angleof-attack at the weight adjusted,
unaccelerated stall speed, plus a
30 percent safety margin, which
coincides with the peak of the
lift/drag curve, Vs or Vso x 1.3.
So, for example, if the system
was calibrated for OAA in the
landing configuration, then the
indication when the aircraft is
clean would be different – best
glide speed, for example. In the
PA-46, flight-testing has shown
that difference to be about 1 LED
segment, which is not a large
error, but still a compromise.
UPDATE 1: FLAP-POSITION
AWARENESS
Alpha Systems has now developed
an I/O option to allow external
inputs to their AoA system for
aircraft configuration options like
flap and gear position. This was
developed in cooperation with
the MU2 community. In May
2015, MMOPA began working to
determine if this upgrade might
be applicable to the PA-46 installation and still remain within the
constraints of a minor alteration.
Prior flight data has shown that it
would be sufficient in the PA-46
simply to know whether the
aircraft has flaps at 0-10 degrees
or 20-36. Conveniently, the ship’s
gear warning system incorporates a microswitch (S330) in the
flap mechanism for exactly this
purpose.
After consulting with Piper
engineering, it was agreed that
a relay could be used provide a
28V trigger to the AoA system
and facilitate calibration of the
system for both clean and landing configuration. After the relay
was installed and the gear warn-

2 0 1 5

ing system tested (both ground
and flight), a drawing was submitted to Piper documenting the
alteration. That drawing is now
incorporated into a No Technical Objection letter from Piper.
MMOPA considers this letter
a generous support of our (and
the FAA’s) safety initiatives. A
copy is available to all MMOPA
members at no charge.
MMOPA will once again be
providing installation details and
limited support to its members at
no charge for this enhancement.
We believe that it is in the best
interest of Piper, MMOPA and
the PA-46 fleet to encourage the
installation of this technology
because LoC accidents are still
too frequent in the PA-46.
UPDATE 2: PRE-CALIBRATED
FOR PA-46
Any AoA system is only as accurate and useful as its calibration.
Until now that involved test flights
at calculated, weight-adjusted Vspeeds. The procedure is not hard
to do, but it is unfamiliar and an
opportunity for error. With lots of
flight test data, MMOPA has now
provided calibrated units back
to Alpha Systems to retrieve the
calibration values, and those are
now programmed into the system
as PA-46 defaults. That means
the system can be installed and is
immediately functional, so long as

the AoA probe is installed at the
correct location and angle. The
former calibration flight becomes
one to simply verify proper operation. The default PA-46 calibration
values do not prevent pilots from
performing their own calibration
if they choose, but the defaults
are always stored for use again if
desired. For many owners and
installing shops, eliminating
the need to calibrate the system
will remove a major obstacle
for adopting this remarkable
technology.
UPDATE 3: PRICE
REDUCTION
FOR MMOPA MEMBERS
MMOPA has negotiated a 10-percent discount on the special
PA-46 configuration of the Alpha
Systems AoA. Members simply
need to order directly from the
manufacturer (DepotStar.com)
and identify themselves as an
MMOPA member to request the
discount at the time of the order.
AoA technology is an affordable, meaningful safety enhancement with many practical everyday benefits. It allows PA-46 pilots
to fly precision speeds for landing,
go-arounds, short-field maneuvers, early warning of airspeed decay, engine-out maximum glide,
etc. These three updates make it
even easier to take advantage of its
benefits.

It is important that the AoA indicator be located above the glareshield in the pilots’
outside view, not down on the panel. The center post provides an excellent location for
most PA46s, but there are alternate mounting methods too.

FLYING TO CUBA

THE

LAST BEST
CARIBBEAN

ISLAND
Flying your airplane to Cuba is closer to
becoming a reality. BY LYN FREEMAN

I

t’s always been easy-peasy to fly to Cuba. You’re on the
horn with ATC while in United States air space, and
then you’re handed over to Havana Center, a normal,
typical hand off. Cuban controllers are professional,
typically speak English very well, and direct traffic in exactly the same fashion you’d expect anywhere else in the
world. They will confirm that you have a landing permit for
Havana. If you do, you’re welcomed into the air space, and
if don’t, you have to go away. Simple as that.
Getting a landing permit for Cuba is also easy-peasy.
Under normal circumstances, expect to receive your
permit about three days after applying, though quicker
turn-around services are available with some begging.
Landing permits in Cuba are handled through the World
Air Ops and Civil Aviation in Havana. These permits are
REQUIRED for all flights into Cuba. Requests for landing
permits should be directed to permits@worldairops.com.
16
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FLYING TO CUBA

A special terminal (Terminal 5) at MUHA/
Havana Jose Marti is accustomed to handling General Aviation aircraft, and they are
efficient and friendly. You can also arrange
any necessary ground services like fuel.
Make those requests directly, before you arrive, via intops@worldairops.com.
What is NOT easy-peasy about flights
to and from Cuba is re-entering the United
States. Special permits for flights to Cuba are
issued by our own Department of Treasury,
Office of Foreign Assets Control (OFAC),
but those permits are for special circumstances and people with special skills or missions. Cuban vacations are not on the list.
Land back in the United States without one
of these special OFAC permits, and you’re
going to have a bad day/week/month/year.
You may hear pilots talk about ways to get
around these U.S. regulations, little tricks like
landing in Jamaica, then continuing low and
slow, under the radar on into Havana. Others
suggest side trips to the Bahamas to fool the
Feds, while still others will fly to Cuba from
places in Mexico. Guess what? The U.S. government — not always nice people like the
Department of Homeland Security — knows

18
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U.S. AIRPORTS
THAT NOW
ALLOW DIRECT
DEPARTURES
TO CUBA:
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Atlanta Hartsfield-Jackson (KATL)
Austin (KAUS)
Baltimore (KBWI)
Chicago O’Hare (KORD)
Dallas-Fort Worth (KDFW)
Fort Lauderdale (KFLL)
George Bush (KIAH)
John F. Kennedy (KJFK)
Los Angeles (KLAX)
Key West (KEYW)
Miami (KMIA)
New Orleans (KMSY)
Oakland (KOAK)
Orlando (KMCO)
Palm Beach (KPBI)
Pittsburgh (KPIT)
San Juan (TJSJ)
Ft. Myers (KRSW)
Tampa (KTPA)

Even better, OFAC has now relaxed
the list of 12 existing travel categories — such as for educational
activities (including people-to-people travel), journalistic and religious
activities, professional meetings and
humanitarian projects — without
the need for case-by-case specific
licensing, while continuing not to
authorize travel for tourist activities,
which is prohibited by statute. See
the complete list in Sidebar No. 2

about every single one of these cute little
ways to circumvent the law, and they are not
typically sympathetic about tales as to why
the pilot had to divert here, then there and
ended up in Havana for a week. Don’t try it.
There’s lots of radar and people with guns.
President Obama recently announced
improved relations between our government
and Cuba, with each country re-opening
long-closed embassies and re-establishing
formal and economic relationships. Almost
all these changes are significant and are expected to pay benefits to both sides. However,
to date, there have been no changes in aviation regulations in the United States that allow U.S. pilots to merely point the nose south
and enjoy a holiday in Havana. While there is
considerable conversation in the pilot community that those changes are imminent, the
rules and regs concerning American pilots
flying in and out of Cuba have changed little
since the early days of the Castro regime(s).
But the thawing of relations between
the two countries has brought about some
significant changes. For example, it used to
be that aircraft departing for Cuba (with all
the necessary paper work) were required to
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FLYING TO CUBA

depart from just one of just three airports
— Miami, JFK or Los Angeles. Now there
are 19 airports that allow direct departures
to Cuba (see Sidebar No. 1 for the complete
list). There is also no requirement to leave/
return to the same airport.
Additional changes that would make Cuba
an easily accessible destination for General
Aviation aircraft are in the works, but moving along at a typical government pace. Don’t
expect any big changes before your birthday.
But, the times they are a-changin’.
CONTACT INFORMATION
National Civil Aviation Authority
Instituto de Aeronautica Civil de Cuba
Calle 23 No. 64, La Rampa, Vedado
La Habana 10400, Cuba
Tel: 53.334949 Fax: 53.334553
Email: iacc@avianet.cu
Website: CubaGob.cu

Colorful sunset in Havana

CURRENT CATEGORIES OF APPROVED U.S. TRAVEL TO CUBA
FAMILY TRAVEL: Americans are permitted
to visit close relatives, defined as any individual related “by blood, marriage or adoption, who is no more than three generations removed from that person or from a
common ancestor with that person.”
OFFICIAL GOVERNMENT BUSINESS:
Employees, contractors or grantees of the
United States government, any foreign
government or any intergovernmental organization (of which the U.S. is a member
or observer) can travel to Cuba on official
business on behalf of their government or
intergovernmental organization.
JOURNALISTIC ACTIVITY: Cuban travel
is open to full-time journalists, supporting broadcast or technical personnel or
freelance journalists with experience
PROFESSIONAL RESEARCH AND
MEETINGS: This is an opportunity for
people to conduct research in their fields
or attend professional meetings.
EDUCATIONAL ACTIVITIES: Under this
category, InsightCuba offers peopleto-people trips to those who register
for one of their Cuba tours. Staff and
students from academic institutions and
secondary schools also are allowed to
engage in certain educational activities
in Cuba under this classification.
RELIGIOUS ACTIVITIES: Religious organizations, members and staff are allowed
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to engage in programs and religious
activities. This category of travel to Cuba
must consist of a full-time schedule of
religious activities.

development that promote independent
activity; micro-financing projects with
some exceptions; and endeavors to meet
basic human needs).

PUBLIC PERFORMANCES, CLINICS,
WORKSHOPS, EXHIBITIONS AND
ATHLETIC COMPETITIONS: In general,
this category applies to athletes, performers and artists who plan to participate in amateur and semi-professional
sports, perform publicly, attend clinics or
workshops or exhibit their work.

ACTIVITIES OF PRIVATE
FOUNDATIONS OR RESEARCH FOR
EDUCATIONAL INSTITUTES:
People affiliated with private foundations or research or educational institutes may travel to Cuba for “an established interest in international relations
to collect information related to Cuba for
non-commercial purposes.”

SUPPORT FOR THE CUBAN PEOPLE: The
U.S. Treasury Department Office of Foreign
Assets Control (OFAC) defines “support
for the Cuban people” as “human rights
organizations; independent organizations
designed to promote a rapid, peaceful
transition to democracy or individuals
and non-governmental organizations that
promote independent activity intended to
strengthen civil society in Cuba.”
HUMANITARIAN PROJECTS: These
include medical and health-related
projects; certain beneficial construction
projects; environmental projects; and
undertakings involving educational training (in entrepreneurship and business,
civil education, journalism, advocacy and
organizing, adult literacy or vocational
skills; community-based grassroots
projects; projects suitable to the development of small-scale private enterprise;
projects related to agricultural and rural

EXPORTATION, IMPORTATION OR
TRANSMISSION OF INFORMATION OR
INFORMATIONAL MATERIALS: This
category allows a number of activities
related to the publishing, music and film
industries.
EXPORT: Travel to Cuba is permitted for
some authorized export transactions.
Additional changes in the law are worth
reading. For example, you can now use
your U.S. bank credit/debit cards in Cuba!
Find a good Q & A for all the Cuba changes
via a link from the United States Treasury
Department at Treasury.gov/resourcecenter/sanctions/Programs/Documents/
cuba_faqs_new.pdf. If you still have questions, don’t hesitate to give them a call or
consult your own legal counsel. Help from
Cuba is available from their National Civil
Aviation Authority.

NO MATTER WHERE YOU FLY,
YOU’RE ALWAYS IN THE SWEET SPOT.
In the Pilatus PC-12 NG, the right economics and right versatility converge most definitely
with the perfect level of exhilaration. Higher cost twins just can’t deliver this optimal mix of
range, speed, short-field dominance and single-pilot agility. Whether for business, pleasure
or all points in between, the pure joy of high-performance flying doesn’t get any sweeter.
Pilatus Business Aircraft Ltd • +1.303.465.9099 • www.pilatus-aircraft.com

MOS IS BOSS
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MOS IS

BOSS
A TAF-like forecast for more than 2,100 airports in the United
States and its territories. BY SCOTT DENNSTAEDT

A

s the old saying goes, what goes up must come down.
When the weather is challenging, the last thing you want
as you near the end of your flight on a long cross-country
trip are worries about how well you planned your fuel
reserves. That means, before you depart, you need to feel confident of
the expected weather at your destination and alternate airports at the
time you are expected to arrive. If there’s a terminal forecast (TAF)
available, then you are golden. However, in the absence of a TAF, what
aviation forecast are you going to use to help identify — with confidence — the wind, ceiling, visibility and weather at your destination?

You could use the area forecast (FA) along with AIRMET Sierra. The FA often refers to local regions such as
“far west” or “hill country” that tend to be unfamiliar to someone who doesn’t fly frequently in that region.
Center Weather Advisories (CWA) can also help when localized low IFR conditions exist. But CWAs are more
of an inflight advisory rather than one you’d use during preflight planning because of their short lead-time and
duration (two hours). Not to worry, there is a solution for many airports that don’t have the benefit of a TAF.
At the end last year, ForeFlight Mobile introduced a new forecasting tool to its flight-planning repertoire
called MOS or Model Output Statistics. MOS can fill this void. It offers a TAF-like forecast for more than 2,100
airports in the United States and its territories. MOS gets right to the point and provides the weather guidance
you need to minimize any surprises at your destination or alternate airports.
THE POINT FORECAST
Forecasters rely on weather prediction models from the National Oceanic and Atmospheric Administration
(NOAA) and other agencies to make their forecasts. These models provide forecasters with long- and shortterm guidance in the form of meteorologically significant variables like pressure, humidity, temperature and
wind. Meteorologists compile this information and other derived data and display it on standard charts and
diagrams to make a forecast. These models are certainly useful; however, they do not automatically produce a
point forecast for a specific town or airport as pilots would expect to see for preflight planning. This is the job of
MOS. (See Image A on next page)
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MOS IMPROVES THE FORECAST
MOS has actually been around for many
decades, but over the last few years it’s been
making its way into the aviator’s toolkit. In
fact, here’s a website that a fair number of
pilots use. It’s a MOS forecast: www.usairnet.
com/cgi-bin/launch/code.cgi.
Furthermore, MOS has been used, along with
other forecast guidance, to help meteorologists
produce point forecasts such as TAFs. MOS
combines the “raw” model forecast data mentioned above with geo-climatic data, removes
any known systematic model biases (quirks that
are known about the model) and attempts to
improve upon it, using a statistical method to
produce an objective site-specific forecast that
also attempts to quantify uncertainty. Clear as
mud? No? Then, let’s look at an example.
Let’s say the model produces a forecast
with a specific pressure pattern over my home
airport of Rock Hill, S.C., valid later this afternoon. We know that the pressure gradient
(the change of pressure over a given distance)
drives wind. MOS looks at this pressure pattern and effectively compares this to similar
patterns that have happened in the past
(several decades or longer, depending on the
observing station). Based on historical observations at Rock Hill that match this particular
pattern at this time of day and year, MOS can
spit out a wind forecast of 310 degrees at 8
knots, for example. In other words, it offers a
good grasp of the local effects at that airport,
given certain meteorological conditions, including knowledge of how mountains, valleys,
rivers, lakes and other local features can make
a difference in the weather at the airport.
MOS IS THE BOSS IN FOREFLIGHT
The real beauty of MOS is that it is designed

IMAGE B - On the left is a forecaster-issued TAF for Oshkosh, Wis., as shown in ForeFlight Mobile.
On the right is ForeFlight’s automated MOS forecast for Oshkosh. Both are show valid at 10 p.m. CDT.
There are definite differences at times between these two forecasts; notice the lack of a thunderstorm
forecast in MOS. In this case, MOS provided a better forecast given that thunderstorms never impacted
the Oshkosh terminal area during this time.

to provide a site-specific forecast for weather
details that are important to pilots that include
surface wind speed and direction as well as
sky cover, ceiling height, surface visibility, obstruction to visibility and a variety of elements
related to precipitation, including thunderstorm potential. Several flavors of MOS are
available, originating from different weather-

prediction models. ForeFlight has developed a
proprietary algorithm that takes the raw MOS
forecast from NOAA and improves upon it to
provide a TAF-like forecast that is simple and
obvious to use within the ForeFlight Mobile
app. It’s the same way you’d make use of a
TAF. (See Image B)
The other nice aspect about MOS is that

IMAGE A - Air Sports Net (USAirnet.com/cgi-bin/launch/code.cgi) is a popular website within the aviation community that provides a graphical
depiction of MOS from the GFS model. Most pilots don’t even know this is a MOS forecast.
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CONVENIENT TECHNICAL SERVICES IN THE SOUTHWEST
With full-service maintenance facilities positioned around
the key areas in the Southwestern region, Cutter Aviation
PHX
is the logical and convenient choice when selecting a
service facility in Arizona or Texas. Plus, our facilities at
ADS and SAT are fully accredited Factory-Authorized
Service Centers for your Piper aircraft. Also, you can visit our Southern
California Piper maintenance (ASC’s) partners: Jet Source (CRQ), American Aircraft
Maintenance (SNA), Mather Aviation (VNY), and Loyd’s Aircraft Maintenance (BFL).

ADS

SAT

THE MERIDIAN MAXUS
GARMIN G950

GROSS WEIGHT KIT

NEW EXTERIOR

NEW INTERIOR

YOUR MERIDIAN... MODERNIZED
Powered by Garmin

Powered by Garmin

MERIDIANMAXUS.COM
Upgrade the outdated Meggitt or Avidyne avionics panel in your Piper Meridian and transform it into
the most modern panel available -- with the Garmin G950 All-Glass Avionics Suite from Cutter Aviation.

2014 Piper Meridian - S/N: 4697538,
N293SF, Total Time: 190. 1 Owner
No Damage - $1,995,000

2014 Piper Mirage - S/N: 4636626,

N546C, Total Time: 69. Training for One
Pilot, 2-Year Piper Warranty. - $1,295,320

2001 Piper Meridian - S/N: 4697097,

N5329Q, Total Time: 1789.5. Complete Log
Books, Always Hangared - $835,000

Our Sales Specialists have a combined 300 years experience in helping 1st time as well as experienced aircraft owners analyze and
understand their needs, leading to a smooth transition to ownership and operation! Feel free to let us help answer your questions.

CALL US TODAY!
Cutter Aviation

800.234.5382 Toll-Free | 602.273.1237 Direct
CUTTERAVIATION.COM
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it’s available for so many airports in the
U.S. At the moment, the NWS only issues
TAFs for 666 airports in this same region.
So if your destination or alternate airport
does not have a TAF, MOS provides some
useful guidance about the expected meteorological conditions at those airports
at the time of your departure or arrival.
Moreover, it provides guidance out to
three days in the future, which helps with
planning beyond the reach of a TAF or
area forecast.
The MOS guidance you see in ForeFlight
is updated every hour for most airports. At
the moment, there are about 300 airports
that only update once every six hours. With
an hourly update, MOS can pick up on and
adjust to rapidly changing weather conditions much better than any other forecast.
Of course, TAFs and the FA are issued by
a forecaster and can be amended when
Mother Nature has a different plan. But
you can also rely on MOS to keep up with
Mother Nature’s new plan.
MIND THE LIMITATIONS
While ForeFlight’s MOS does an excellent
job most of the time, but remember it’s an
automated forecast. There’s no human in
the loop like a TAF. In ForeFlight, the fact
that it resembles a TAF’s decoded forecast
shouldn’t sway you to use it as a wholesale
replacement for a forecaster-issued TAF. In
other words, it should never be used to re-

IMAGE C - MOS can be found in ForeFlight in the
same way you’d look at a TAF. It’s located in the
airport popover under the Forecast tab. Also, you can
find MOS in the Weather tab within the Airports view.
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place a TAF from a legal perspective. If the
airport has a TAF, that forecast needs to be
used to decide if an alternate is required
and for determining alternate minimums.
Similarly, the area forecast needs to be
used as well if the airport doesn’t have a
TAF. MOS guidance is best used as way to
fill in the blanks when the official forecasts
don’t provide the details necessary.
MOS cannot forecast multiple cloud
layers as you see in a TAF. Except for when
the forecast is shown as clear, a single fixed
cloud layer is the best MOS can do. It cannot directly forecast showers in the vicinity
(VCSH) or fog in the vicinity (VCFG), nor
can it forecast precipitation intensity. Additionally, MOS cannot forecast non-convective LLWS and no significant weather,
both of which can appear in a TAF. MOS is
also unable to predict a variable wind.
Finally, MOS does not distinguish
between rain and drizzle. In ForeFlight,
any precipitation will be shown as rain or
snow. While MOS can distinguish between
snow and rain, it can’t specifically forecast
freezing rain, freezing drizzle or ice pellets.
In ForeFlight, “freezing precipitation” is
shown. (See Image C)
FINDING MOS IN FOREFLIGHT
The MOS forecast option is available to all
subscribers with at least ForeFlight Mobile
6.6 or newer. To find it in the app, go to the
Map view and turn on any airport layer
such as Flight Category. Then simply tap
on any colored airport marker shown. This
will trigger a popover window to appear
for that airport. Then tap the Forecast tab
at the bottom, and you’ll see a MOS (or
Nearest MOS) button near the top of the
popover. Tap the MOS button to reveal this
new forecast product.
Strictly for convenience, if there isn’t a
MOS forecast for the airport, ForeFlight
will show the MOS forecast nearest this airport instead. Keep in mind that the conditions forecast by the nearest MOS forecast
(or nearest TAF, for that matter) may not
be representative of the weather conditions
at that airport. Similarly, you can view the
MOS forecast from the weather tab in the
Airports view.
A WIDER PERSPECTIVE
MOS guidance can be displayed in ForeFlight for specific airports, as mentioned
above. That’s perfect for drilling down for
your departure, destination and alternate
airports. However, to determine the widespread nature of an IFR event, MOS guidance can also be graphically contoured

IMAGE D - MOS can be displayed on an airportby-airport basis, but to assess the widespread
nature of the event, use the graphical depiction of MOS that’s available in the ForeFlight
imagery. This is a categorical representation of
ceiling, based on flight categories. A categorical
forecast of visibility is also available.

over a geographic area the size of the
United States. Displaying the categorical
ceiling height and/or visibility graphically
in this way is perhaps the best approach to
use MOS, especially for extended guidance
beyond 24 hours. (See Image D)
This graphical MOS depiction added
to ForeFlight Mobile 7.1 comes from the
Global Forecast System (GFS) model
and is a close cousin of the other MOS
forecast available in ForeFlight. Unlike
the FA and TAFs that offer an absolute
ceiling and prevailing ground-visibility
forecast, the GFS MOS guidance uses a
categorical approach. It uses familiar flight
categories to include VFR, Marginal VFR,
IFR, Low IFR and Very Low IFR (VLIFR).
The color-coded legend that depicts these
categories for the ceiling or visibility contours on the map is located at the bottom
of each forecast. Areas depicted in black
on the map are expected to be clear below
12,000 feet AGL for ceiling and greater
than six statute miles for visibility.
You can find the GFS MOS ceiling and
visibility forecast hidden in the ForeFlight
imagery below the CONUS weather in
the USA collections. These forecasts are
updated every six hours. Perhaps the most
refreshing aspect is that GFS MOS forecasts are available at three-hour intervals
through the next three days.
If you haven’t used MOS before, give it a
try when you are contemplating your next
flight. You’ll find that it does a remarkable job
providing you with useful aviation-weather
guidance for some airports that doesn’t exist
with any other forecast available.
Scott C. Dennstaedt is a CFI and former NWS
research meteorologist. He is also the Weather
Scientist at ForeFlight. You can learn more
about aviation weather by visiting his website
AvWxWorkshops.com.
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THE LEGACY
OF FLIGHT
TRAINING
What’s old is new again. BY LYN FREEMAN

W

hen Bill Piper began building the first of 20,000 Piper Cubs, he realized how important it was to offer flight training. For free. Almost 80 years later, some things haven’t
changed. Buy one of Piper’s shiny new M Class airplanes — the Meridian, Matrix,
Mirage or the head-turning new M600 — and the legacy continues. The initial train-

ing program is on them. But starting this month that legacy becomes Legacy — Legacy Flight Training. The world-class training specialists for the PA-46 will open their doors inside the international
Piper headquarters in Vero Beach, Fla., providing a seamless experience for current and future owners.
Legacy Flight Training is the brainchild of husband-and-wife
team Bill and Diane Inglis, but it is hardly a new gig. Bill worked
for SimCom, starting in 2004 as an instructor, and was eventually
promoted to the director of its Training Center. But when that
company decided to move its entire facility
to Orlando, Bill and Diane had an important decision to make: Move to Orlando
or start their own flight-training operation
in Vero Beach? Legacy Flight Training was
born in 2010, and the Inglises have never
looked back.
Many industry insiders consider Legacy
the premiere PA-46 training facility in the
world, and a lot of the admiration comes
from Bill’s remarkable attention to detail.
“I’m picky on being specific,” is the way he
puts it. Though much of the training experience at Legacy takes places in the classroom, and sometimes in the cockpit of your
airplane, the epicenter of where they shine is
their full-motion Redbird simulators.
And Legacy’s simulators are unique.
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While the remarkable machines are now almost ubiquitous, none
are identical to ones Inglis operates on a daily basis. Bill has a
very personal relationship with Redbird, and it’s not uncommon for him to work personally with the company’s engineers
exploring improvements to the already
remarkable simulators. His goal is to make
sure that Legacy’s sims are exactly like the
real airplane — not real darned close, but
exactly like sitting in the real airplane. That
dedication to the slightest detail is one of
the things that makes Legacy’s training
remarkably valuable.
Climb into the left seat of one of Legacy’s
state-of-the-art sims and immediately you
notice the upgrades. Lockheed Martin has
improved the graphics to near real-world
resolution. Every button, every knob,
every buss and breaker is exactly where
it’s supposed to be. The view out over the
nose shows you perched on the centerline
Bill (right) and Diane Inglis (left) are the owners of
Legacy Flight Training in Vero Beach, Fla.

LEGACY FLIGHT TRAINING

and ATC conversation is already
streaming from the cockpit speaker.
The view on the panoramic array of
video screens is so detailed you can
see a tiny image of a LearJet taxiing
what appears to be half a mile away.
Nevertheless, you hear ATC
handing out taxi instructions to
that other aircraft, and you need
to pay attention because Legacy’s
simulators are so real that the situation provides the opportunity for
a ground collision, which is not
the way to begin your day. Ground
control will give you taxi instructions and, when the tower finally
clears you to go, you pull back on
the yoke and the full-motion simulator gives you the most realistic
experience of a takeoff you can
have short of the real deal.
Legacy’s sims aren’t just good
ones, they’re great ones. And
much of that comes from Bill and Diane
Inglis’s super-close relationship with
Redbird and both companies’ passion
to make Legacy’s simulators better and
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better and better. For example, you may
have a PA-46 with an Avidyne panel
as opposed to newer Garmin G1000
version. Instead of having to muddle
through the Garmin screens and look

for overlapping functionality, Legacy can
make you comfortable in less than three
minutes. The simulator’s panel is held in
place by a small series of knurled screws
that allows the old panel to slide out and

LEGACY FLIGHT TRAINING

new to slide in. Voila! You now have an
M Class Piper with an Avidyne Entegra
panel. And remember Bill Inglis’s attention (okay, maybe it’s an obsession) to
detail. That Avidyne panel will be exactly
correct, even down to the function of the
circuit breakers.
Customers come to Legacy from
all points on the compass. Their testimonials list the reasons they often fly
thousands of miles just to revisit Bill
and Diane’s operation, and they come
for any number of training needs. Some
have come to Vero Beach to buy a new
M Class airplane and then walk right
through Legacy’s front door to begin
their initiation training provided by
Piper. Owners of the Mirage, Malibu or
Matrix can complete their initial training in four days — 16 hours of ground
school and eight hours in the simula-

a Meridian full-motion simulator. For
more information about the new facility call them directly at 480-248-8500.
Bill and Diane are not eliminating the
possibility of additional Legacy Training
locations in the future.
The new Legacy Flight Training facility inside Piper has been custom designed

to be the best of the best. Drawing from
the Inglises’ remarkable background
with the M-class aircraft, the new school
is expected to transform the experience
of learning to fly a Piper.
“Insurance companies require training,” Bill Inglis said. “So why not train
where your airplane was born?”

tor and/or their own airplane. Initial
Meridian training adds another day and
consists of 20 hours of ground and 10
hours in the sim or customer aircraft.
Discretely mounted video cameras in the
sims display four separate views of the
training on a nearby video screen, allowing students and other instructors the
opportunity to watch, learn and listen.
Recurrent training courses are also available for all aircraft, varying from one to
three days. Customized instruction is
offered as well. And you can maintain
your instrument currency, all from the
left seat of the Redbird.
The success of Legacy’s Vero Beach
operation has demanded the opening
of a second location. Its new training
facility is now operational at Scottsdale
airport (KSDL) at the Air Commerce
Center. The Arizona location features
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MERIDIAN
Airplanes are sort of the final frontier
when it comes to staying connected with
the world you’re cruising over. Taking flight
usually means leaving your connections with
those on the ground behind until you reach
your destination. Unless you are properly
equipped! Over the years, cabin-connectivity
technology has steadily migrated down the
availability/price ladder but, for the most
part, has remained cost-prohibitive for many
owners in our segment of the industry. With
the exception of some portable solutions, it
can be costly to retrofit your aircraft with a
built-in onboard system. And typically usage
rates and plans can be costly.
If only there was a factory solution connected
to your aircraft’s avionics platform that didn’t
involve aftermarket retrofits or exceedingly high
usage fees. What’s that, you say? There is? Tell
me more. The new M350, M500 and soon-to-be
available M600 are bringing the latest communication technology from Garmin to their
cockpits and cabins, and the results are tangible,
usable and very affordable to use.

We now live in a world
where you can easily
reach whomever you
want, almost whenever
you want. Phones
stowaway in pockets,
hide in purses and have
become just as essential
as our wallets and keys
when we leave the house.

Can You Hear/Text/
Email Me Now?

Access to on-demand global weather information, position tracking
and text/voice communications through the Iridium
satellite network. BY JUSTIN LAZZERI

T

here was a point in our not-toodistant past when making a successful phone call on the road
was anything but a sure thing.
First, you needed change in your
pocket. Second, you had to find a payphone.
And finally, you had to hope the person you
were trying to reach was within earshot of
the phone you called or it was all for naught.
Remember those days (or maybe you
don’t)? We now live in a world where you
can easily reach whomever you want, almost
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whenever you want. Phones stowaway in
pockets, hide in purses and have become just
as essential as our wallets and keys when we
leave the house. One may argue which period in time is more desirable, but one thing
is certain: The world isn’t slowing down, and
to keep up, you almost universally need to be
capable of staying in touch. In most areas of
the country (and the world for that matter),
this isn’t hard to do. If you have a cell signal,
you’re in business. Phone calls, emails and
texts are at your fingertips.

Officially a part of Garmin’s Connext
category, the optional GSR 56 transceiver,
coupled with the G1000 in the M350 and
M500 or G3000 in the M600, “gives you access
to on-demand global weather information,
position tracking and text/voice communications through the Iridium satellite network.” A
subscription to the service activates an aircraftunique phone number and email address.
The text/email component allows for
two-way text messaging to/from your
aircraft via SMS to any compatible phone
or email address. The phone component
allows for you to both send and receive
phone calls while in flight, all while controlling the delivery throughout the cockpit and cabin, using the GMA-350 audio
panel. You can broadcast the phone call
throughout the aircraft or isolate the call
to any combination of the pilot, co-pilot or
cabin. The AUX page in the G1000 is the
user interface for the system and operation
is seamless. Incoming communications

MERIDIAN

will notify you similar to an MSG with an
accompanying chime or ring.
Monthly subscriptions for voice and
text (SMS) are $40, and usage fees are very
reasonable. Incoming text messages (including email) are free, and outgoing are $1 per
message. Voice services charges are based
on the amount used in a month. The following is the breakdown, per Garmin’s website:
•
•
•
•
•
•

1-50 minutes: $1.60/min
51-100 minutes: $1.55/min
101-250 minutes: $1.50/min
251-500 minutes: $1.40/min
501-1,000 minutes: $1.30/min
Each minute over 1,000: $1.20/min

You don’t have to buy a monthly package of
minutes; you pay for what you use. It’s not free
by any means, but it is very, very do-able.
No matter your mission, the uses for this
equipment are limitless: Provide an update
to a client you’re traveling to meet or receive
an update from your company or family.
Say goodnight to your kids or tell your
significant other when to expect you home.
Or how about speaking with your mechanic
when troubleshooting a problem in flight?
You get the picture. This isn’t a piece of “oh,
that’s nice” equipment. It’s extremely useful
and will become part of your routine when
you have it. Fly an equipped M350 or M500
for yourself and see how easy it is.
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Coeur d’Alene Resort in Coeur d’Alene, Idaho

25th Anniversary MMOPA
Fly-In Convention
MMOPA comes to the Pacific Northwest!

M

ore than 80 aircraft flew
in to Pappy Boyington
Field (KCOE) against the
backdrop of the Bitterroot
Mountains for the 25th
Anniversary MMOPA Fly-In Convention.
The convention was held for the first time in
the Pacific Northwest at the beautiful Coeur
d’Alene Resort in Coeur d’Alene, Idaho. Close
to 300 participated in three and a half days
of fun, camaraderie and academic programs.
Early arrivals were treated either to a
tour of the historic mining town of Wallace, known as the Silver Capital of the
World, in northern Idaho’s beautiful Silver
Valley or to a round of golf on the shores
of Lake Coeur d’Alene with the resort’s
famous island green.
Festivities started on Wednesday
evening with a lively welcome reception
offering a chance to renew acquaintances
and enjoy outstanding food and drink.
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BYMARTIN DORAN

The MMOPA Board also hosted a special
“champagne” reception for first-time convention attendees.
MMOPA President Manny Casiano
opened the convention on Thursday morning with a very thoughtful presentation
detailing the history of MMOPA and the
24 previous conventions.
Simon Caldecott, president of Piper
and our Gold Sponsor for the anniversary
convention, provided the Piper Update
including an overview of the new M-Class
and soon-to-be-certified M600. A mockup
of the M600 including its G3000 avionics
and stylish new interior were on display in
the vendor hall for all to climb aboard and
enjoy. Simon devoted a good bit of time
to taking member questions and providing frank and straightforward responses,
which were appreciated by the attendees.
The Fred Hyman Memorial Lecture was
presented by Fred Soucie, a former mem-

ber of the FAA and author of “Why Planes
Crash: An Accident Investigator Fights for
Safe Skies.” Fred challenged attendees to
renew their innate capability to see into
what has become clouded by complacency
and recognize threats and opportunities
that are hidden from plain view.
MMOPA Board member Dr. Chuck Ivester
then talked about sleep apnea and gave us
cause to think about our own sleep habits.
The Thursday afternoon session began
with a presentation from Garmin followed
by our own Jerry Trachtman’s always
interesting FAA Enforcement Survival
Guide. The simple takeaway here is always
contact Jerry on the MMOPA hotline
before speaking to the FAA! As the afternoon progressed, we heard about maintenance issues from two of our most valued
member resources: Kevin Mead on piston
PA-46s and Chad Menne on turbines.
Then we boarded our own private two-

MMOPA 2015 CONVENTION
story boat for the MMOPA 25th Anniversary Dinner after a cruise on the lake. The
evening was highlighted by outstanding
food and a celebratory fireworks display.
Marginal VFR conditions prevailed over
the lake and provided just enough ceiling
for a full view of the fireworks from our
lakeshore dinner location!
Friday morning’s academic program
consisted of an outstanding presentation
by Erik Eliel, president of Radar Training
International, in which he covered not
only the effective use of our radar, but also
highlighted some of the misinterpretations
and risks in radar. Erik’s talk sparked lively
discussion and Q&A and continues to be
the topic of a long-running thread on the
MMOPA forums. Anecdotal evidence indicates that most attendees experimented
with their radar on the trip home and had

One of the most
interesting and lively
presentations came on
Friday afternoon when
former FAA Controller
Alan Gorski talked
about How to Play Nice
with ATC? Gorski, a
seasoned professional,
took on all questions
and humanized the
role of ATC controller,
explaining that they are
subject to a complex
set of rules in the
controllers’ handbook.
a plethora of questions, which continue to
be discussed on the forums.
One of the most interesting and lively
presentations came on Friday afternoon
when former FAA Controller Alan Gorski
talked about How to Play Nice with ATC?
Gorski, a seasoned professional, took on all
questions and humanized the role of ATC
controller, explaining that they are subject
to a complex set of rules in the controllers’
handbook. But he added that they want to
make the system work and are there for us.
I personally got the sense that this is one
place that the government really is at work
for us! Gorski was joined by a local ATC
controller from Spokane to address issues
of local interest to those departing on what
was to be a busy Sunday morning.
Friday afternoon also provided one of

CONVENTION RE-CAP BY DORENDA DOYLE

I’m finally catching up on a few emails and loose ends since returning from MMOPA
in Idaho. I wanted to thank you and commend you ALL for a wonderful, worthwhile
conference. My husband and I both thought our brains would explode, there was so
much priceless information imparted; he especially benefited from the radar seminars!
An educator for 30 years, I have attended my share of conventions.
Although I honestly believe you can learn something from almost ANY presentation, I’m
afraid I have been subjected to far too many which wasted my time. Not so with MMOPA!
The 2014 convention was my first participation with MMOPA since my husband had just
become a new owner of a JetProp; we felt like old hands at this 2015 conference. One of
the things we most enjoyed last year was gaining new friends and talking
with like-minded people. This year was even better as we renewed friendships with
those we met last year and added to our circle of friends with this year’s participants.
Again, he enrolled me in the Flying Companion course and ground school. I
was surprised to learn there were basic and advanced courses this year. First, let me say
that the ground school course taught last year by Travis Holland was absolutely
stupendous — I learned so much that I didn’t even know I was missing! I flew with
Joe Casey and instantly became a Casey Fan for Life!
This year, the ground school was taught by Caitlin at Legacy, and I hate to admit
that I was prepared to be “less than impressed” — not because it was being taught
by a woman, but because Travis’s instruction last year was just so great! I couldn’t
see how it could be matched, let alone improved upon. However, I was so wrong!
Caitlin approached the two classes from a different viewpoint that I hadn’t thought
about before — to make us “empowered passengers.” It was exacly what I needed.
I have to admit, the advanced class (with the engine diagrams and pressurization
explanations) was a good bit above my understanding, but it only inspired me to
become that much more informed about my husband’s plane and its operation.
No, I still don’t think I want to get my pilot’s license, but I most definitely have
become a more active participant while flying with my husband. I always trusted
his judgment and abilities while flying; however, I’ve come to realize that
blind faith will not save our lives in case of an emergency. Because of the ground
school classes, as well as the very encouraging, confidence-building flying/
landing instruction done by Jon Haron of VisionAir (I’m now a Jon Fan for Life!), I
am a much more “empowered” passenger.
All the special touches you, Mona, and the rest of the crew did to make this conference
so very special are much appreciated. The Coeur d’Alene Resort was awesome
both in atmosphere and in customer service. The food was some of the best
I’ve ever had, and I think you will have a very hard time topping all the surprises
(fireworks, boat ride, huckleberry ice cream!) at next year’s convention in New
Orleans. As before, Peter Stratton’s photos and videos each night were icing on the
cake — so enjoyable to see oneself or new friends on the “big screen.”
Finally, I want to say a word or two about the pre-convention tour to Wallace,
hosted by Prime Minister Richard Shaffer. It was one of the most enjoyable trips
my husband and I have done in a very long time — it was educational, entertaining
and full of surprises. We enjoyed the company, the camaraderie and the opportunity
to learn and experience a part of our country’s history of which I previously had
no knowledge. (And Lenny, the miner tour guide was a hoot!) I took a number of
photos of the participants, and Richard asked that I share those with you so that
you could pass them on to him. I will be doing so in the next few weeks, once I stop
long enough to download them!
See you all in New Orleans!
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Sandpoint, Idaho

the most enjoyable presentations of the
convention when Col. Mark Tillman, the
nation’s 12th presidential pilot, spoke about
his eight years as pilot of Air Force One for
President George W. Bush. Tillman talked
about keeping the President out of harm’s
way on Sept. 11 and effectively making his
aircraft into a flying White House during
these tragic days. The colonel also discussed
the preparation and secrecy behind Bush’s
surprise Thanksgiving trip to the Middle
East, including the teamwork and coordination required to transport the world’s most
important leader. Thanks to the colonel for
his service and for sharing his experiences.
Friday evening was a time for fun! It was the
annual MMOPA Dinner and Live Auction to
support the Safety Foundation. Before the mike
was turned over to Bill Alberts, our convention
coordinator and auctioneer, Manny Casiano
took a moment to thank all of the attendees.
Manny also made the presentation of the
President’s Award, given annually to a volunteer MMOPA member who has provided
outstanding service to the membership.
This years’ recipient was Tom Kieffer, former president and longtime member. Tom
single handedly developed the MMOPA
website and made it the most important
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MMOPA asset and lifeline to its members.
Tom’s IT background and his willingness to share his expertise along with his
firm’s resources has enhanced the MMOPA
experience and made our organization the
envy of other OPAs. Tom’s three-year run as
president brought about significant change
which will allow MMOPA to continue to
progress for years to come. Tom was unable
to accept the award in person because of
recent surgery but, as you might expect, he
joined us through the use of Skype technology. Congratulations to Tom on this well
deserved recognition of his service.
Bill Alberts then got the mike, and it was
time to hold onto our wallets! Once again,
Bill did an outstanding auctioneering job
and raised a record amount in support of
the Safety Foundation. He was also able to
persuade a record number of vendors to
attend the convention, and their products/
services were on display in the vendor hall
during all breakfast and lunches. Members
always appreciate the large vendor turnout
as they “shop” the hall for those products
to keep their planes flying safely.
Saturday started with the Member Meeting hosted by Manny Casiano. At the meeting, reports were provided by various board

committees, as well as a financial report
from Executive Director Marty Doran, and
questions were taken from the membership.
Two new board members, Dave Bennett
and Joe Lechtanski, were proposed and
unanimously approved by the membership.
Dave McVinnie presented the 2015 Accident and Safety Review, which provided
a stark reminder of risks inherent in
flying and how much we need to focus on
improving the PA-46 safety record. It is
no secret that the last two years have been
challenging for the fleet, and we need learn
and improve on past performance.
A grand gala dinner concluded the festivities on Saturday evening, and it was time to
pack up and get in line for departure early
Sunday morning. A departure primer from
our local friends at ATC and Erik Eliel, along
with some good weather, helped make for an
orderly leave-taking for all 80 aircraft.
Another gala convention in a new neck
of the woods was in the history books.
Next year, we are going to try another new
location in the Big Easy – New Orleans.
So mark your calendars and save the
dates Oct. 5 -9, 2016, for the 26th Annual
MMOPA Fly-In Convention.

KI 300

SOLID STATE REPLACEMENT FOR KI 256 & KI 258
ELECTRONIC ATTITUDE INDICATOR WITH FLIGHT DIRECTOR

Finally, a simple way to install a replacement
for your KI 256 which does not require a
backup attitude source!
Internal battery backup and BendixKing
autopilot compatibility, combined with low
cost of ownership, make the KI 300 the
logical choice for your aircraft.

Visit www.http://bendixking.com/V4/KI-300 to learn more
or contact your local BendixKing dealer.

The First and Only... Personal Cabin Pressure Monitor!
AltAlert™ was developed under exclusive license from NASA and is the
ﬁrst portable device that provides an alerting system for aircraft cabin
pressurization.

REDUCE YOUR RISK OF SLOW ONSET HYPOXIA
“Even the best trained pilots and OEM-supplied
warning systems have suﬀered a lapse in cabin
altitude awareness. The AltAlert closes this gap
and can save lives.”
TBM Owner/Pilot

Order Now
(858) 735-7943
www.altalert.com

MAINTENANCE
• 1,000-hour starter-generator overhaul or
500-hour brush replacement
• 1,000-hour tach-generator overhaul
(propeller and gas generator units)
• Alternator overhaul or replacement
• Overhaul or at least flush the engine-oil
cooler
• Six-year bearing inspection or 12-year
overhaul of FCU if you’re doing a repair.
The FCU will be automatically overhauled
as part of an engine overhaul.
• Overhaul prop governor and over-speed
governor
In addition, it may be a good time to replace:
• Engine-fuel and oil hoses if they have
not previously been replaced. (Most will
be the D type Teflon units, which have no
recommended replacement times)
• Nose gear flexible hydraulic hoses.
(JetProp uses the D-type Teflon units and
the Meridian uses the standard rubber
hoses with an eight-year recommended
replacement)
And finally, you may want to consider taking care of the following improvements or
repairs, which may be more economically
accomplished at an engine change:
• Overhaul nose-gear actuator
• Paint nose cowling

Turbine Engine Changes

• Strip, inspect and repaint nose-gear
assembly

Making the most of downtime

• Refinish/polish exhaust stacks

L

BY KEVIN MEAD

et’s talk about how to make
the most of the downtime that
comes with a turbine-engine
replacement.
Even though engine R&R
is much less common in a Meridian or
JetProp than in the piston PA-46, the
need sometimes arises. So far, few in the
turbine fleet have reached their 3,5004,000 hour recommended overhaul time,
but many have required engine removal
as a result of prop strike, over temp or
compressor FOD. As in piston-powered
aircraft, the prolonged downtime involved with these events presents an ideal
opportunity to take care of maintenance
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tasks with as little inconvenience and
expense as possible.
The most obvious opportunity is for
overhauls or replacements that, even if not
pressing now, will eventually need to be
done, and in some cases, are less expensive to accomplish with the engine off.
Of course, you always have the option to
order exchange units for any accessories
that need to be replaced.
While the engine is off, consider doing
the following:
• Exchange or overhaul the vacuum pump
(JetProp only)

• Check accuracy of ITT and torque-indication systems
• Perform 10-year vacuum or pressurecheck valve replacement or overhaul
• Clean the surface of de-ice control valve
(JetProp only)
• Comply with Piper and JetProp Service
Bulletins, Letters and Service Information
Letters.
• Consider Piper SSL438-Breather relocation
• Consider overhaul of engine mount.

MAINTENANCE
Even though problems with Meridian and
JetProp mounts are rare, it makes sense
to take the opportunity to overhaul them
since you have to pay to R&R them anyway.
It is very difficult to thoroughly inspect a
mount without stripping all of its paint.
A mount overhauler can easily apply an
original-type powder-coat finish when the
work is complete. At reinstallation, I always
use new mounting hardware.

• Be very specific about what repairs or
overhauls you want to have done beforehand and make sure the shop understands.
• Make sure your shop communicates
your expectations with the engine shop.
It’s frustrating to get everything back
and find that something you wanted to

be replaced wasn’t.
• Be sure to have the shop specify on
purchase orders the date components are
expected back. Nothing is more frustrating than letting an overhauled engine sit
there, waiting on a component to arrive
from an overhauler.

• Check for damage and replace P seals
(flexible rubber seals) on the engine fire
seals and compressor-inlet box as needed.
• Check case screws on JetProp oil-cooler
valve and manual fuel-control motors
• Check torque on all engine-mount airframe attach bolts

Even though problems
with Meridian and
JetProp mounts are
rare, it makes sense to
take the opportunity to
overhaul them since you
have to pay to R&R them
anyway. It is very difficult
to thoroughly inspect a
mount without stripping
all of its paint. A mount
overhauler can easily
apply an original-type
powder-coat finish when
the work is complete. At
reinstallation, I always
use new mounting
hardware.
• Clean, inspect and repair enginecompartment electrical harness. Re-wrap
electrical harness if fire sleeve material is
deteriorated.

Your Time. Y
our Mission.

For

35 years
and counting

has you covered

• Wash, wash, wash everything: Firewall,
cowlings and engine mount. It will never
be this easy again.

Ken Dono
800-575-5001
cell 617-834-5217
kdono@columbiaaircraftsales.com

Gordon Ramsey
800-575-5001
cell 828-315-0044
gramsey@columbiaaircraftsales.com

General tips:
• Make sure the shop removing the engine keeps pieces organized and properly
capped off while waiting to go back on
the plane.

Our Passion.

SALES AND SUPPORT OF BUSINESS
AND PERSONAL AIRCRAFT

W W W. C O L U M B I A A I R C R A F T S A L E S . C O M
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ACCIDENT REVIEW

PA-46 Mishap in Lubbock, Texas
IMC flight ends in tragedy BY DICK ROCHFORT, ATP, CFII, MASTER INSTRUCTOR
NTSB Identification: CEN15FA135
14 CFR Part 91: General Aviation
Accident occurred Wednesday, February 04, 2015
in Lubbock, TX
Aircraft: PIPER PA46 500TP, registration: N301D
Injuries: 1 Fatal.
This is preliminary information, subject to change, and may contain errors. Any
errors in this report will be corrected when the final report has been completed.
NTSB investigators either traveled in support of this investigation or conducted
a significant amount of investigative work without any travel and used data obtained from various sources to prepare this aircraft accident report.

O

n Feb. 4, at 1930 CST, a
Piper PA-46-500TP airplane, N301D, collided with
a television-tower guy wire
while on approach to Lubbock Preston Smith International Airport
(LBB), Lubbock, Texas. The pilot, who was
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the sole occupant, was fatally injured, and
the airplane was destroyed. The airplane
was registered to Daedalus Air LLC and
operated by a private individual under the
provisions of 14 Code of Federal Regulations Part 91 as a business flight. Instrument meteorological conditions prevailed

at the time of the accident, and an Instrument Flight Rules flight plan was filed en
route. The flight departed the Cavern City
Air Terminal (CNM), Carlsbad, N.M., and
was en route to LBB.
According to the Air Traffic Control recording, the pilot was executing the RNAV
Y instrument approach to Runway 35L.
The controller vectored the airplane off the
first approach for re-sequencing. While the
airplane was being vectored for a second
approach, contact with the pilot was lost,
and the airplane was no longer visible on
the radar display. Attempts to contact the
pilot were unsuccessful.
According to a witness who was in
the parking lot next to the TV tower, he
heard the accident airplane overhead, and
it sounded as if the airplane’s engine was
operating. He looked up and saw a large
flash of light that filled his field of view. He
observed the TV tower’s red beacon lights
turn off and then the tower collapsed on
itself. He described the weather as cold with
very low clouds and no precipitation.

ACCIDENT REVIEW
According to surveillance video, recorded 1.6 miles northeast of the accident site,
the airplane was observed in a 30-degree
nose-low descent near the tower. There
were multiple bright flashes of light, and
the airplane was not observed again.
At 1853 CST, the weather observation
for LBB, which was 10 miles north of the
accident site, reported wind from 30 degrees
at 21 knots gusting to 31 knots, eight miles
visibility, overcast cloud layer at 800 feet,
temperature 28 degrees F, dew point 25
degrees F, and altimeter 30.24 inches of mercury. Remarks: peak wind from 20 degrees
at 34 knots and occasional blowing dust.
At 1947 CST, the special weather observation for LBB reported wind from 40 degrees at 18 knots gusting to 27 knots, seven
miles visibility, overcast cloud layer at 700
feet, temperature 28 degrees F, dew point
25 degrees F, and altimeter 30.28 inches

CIP/FIP (Current Icing Potential/Forecast
Icing Potential)? Did the pilot have a Standard Operating Procedure? I think not because I know of no SOP which would allow
for entry into an area of known moderate
ice. Did he understand the implications of

moderate ice? Here is the AIM discussion
regarding airframe ice pilot reports:
7–1–21 PIREPS RELATING
TO AIRFRAME ICING
The effects of ice on aircraft are cumula-

If my assessment is
correct, this accident
pilot was experiencing
tail plane ice. I believe
this is true because he
took his aircraft twice
through an area of
known moderate ice and
the crash occurred in a
manner consistent with
this phenomenon.
of mercury. Remarks: peak wind from 30
degrees at 31 knots.
Before the accident, a pilot report was
issued for moderate rime ice at 5,200 feet
mean sea level/1,918 feet above ground level
about 10 miles south of the airport. The
pilot acknowledged receipt of this report.
Lockheed Martin Flight Services had
no contact information with the accident
airplane on Feb. 4.
The wreckage has been retained for
further examination.
AUTHOR’S COMMENTS:
If my assessment is correct, this accident
pilot was experiencing tail plane ice. I believe this is true because he took his aircraft
twice through an area of known moderate
ice and the crash occurred in a manner
consistent with this phenomenon.
I am curious why the accident pilot entered this area in the first place, then inexplicably accepted a vector off the approach
and back into the same area again. Did the
pilot get a weather briefing to include the
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tive. Thrust is reduced, drag increases, lift
lessens and weight increases. The results are an
increase in stall speed and a deterioration of
aircraft performance. In extreme cases, two to
three inches of ice can form on the leading edge
of the airfoil in less than five minutes. It takes
but a half-inch of ice to reduce the lifting power
of some aircraft by 50 percent and increases the
frictional drag by an equal percentage.
A pilot can expect icing when flying in
visible precipitation, such as rain or cloud
droplets, and the temperature is between
+02 and -10 degrees Celsius. When icing is
detected, a pilot should do one of two things,
particularly if the aircraft is not equipped
with de-icing equipment: Get out of the area
of precipitation or go to an altitude where the
temperature is above freezing. This “warmer”
altitude may not always be a lower altitude.
Proper preflight action includes obtaining information on the freezing level and the above
freezing levels in precipitation areas. Report
icing to ATC, and if operating IFR, request
new routing or altitude if icing will be a
hazard. Be sure to give the type of aircraft to
ATC when reporting icing. The following
describes how to report icing conditions.
Trace: Ice becomes perceptible. Rate of
accumulation slightly greater than sublimation. De-icing/anti-icing equipment is not
utilized unless encountered for an extended
period of time (over an hour).
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Light: The rate of accumulation may create
a problem if flight is prolonged in this environment (over an hour). Occasional use
of de-icing/anti-icing equipment removes/
prevents accumulation. It does not present
a problem if the de-icing/anti-icing equipment is used.
Moderate: The rate of accumulation is
such that even short encounters become
potentially hazardous and use of de-icing/
anti-icing equipment or flight diversion is
necessary.
Severe: The rate of accumulation is such
that de-icing/anti-icing equipment fails to
reduce or control the hazard. Immediate
flight diversion is necessary.
The reasons for the vector for a second
attempt are of interest as well. Could it be
the pilot was having problems with wind
and ice on the first attempt? Did the pilot
consider the limitations of his abilities and
those of the aircraft? I believe that pilots
fear airframe ice more than they respect it.
A lot more respect is needed because fear
leads to hopelessness and hope (or lack
thereof) is not a weather avoidance strategy.
The problem, of course, is that pilots are
human beings subject to confirmation bias
errors (“get-there-itis”). It is sometimes
difficult to think clearly when the wind is

gusting over 30 knots. Humans will make
mistakes. As single-pilot operators, we
need to develop methods to discover the
mistakes in a timely fashion. It is likely that
this type of accident will happen again.
Now, the $64 question: How can you
avoid such a circumstance? I recommend
the following:
• Use a well-vetted set of checklists, flows,
memory items and SOP.
• Train to ATP standards with an approved
and standardized PA-46 Instructor Pilot at
least twice per year until you reach those
standards.
Fly Safely - Train Often
Dick Rochfort is an Airline Transport Pilot and
Master Certified Flight Instructor and has been a
full-time flight instructor for more than 20 years.
He is focused on providing excellent training and
related services exclusively to PA-46 instructors,
owners and pilots worldwide through his company,
RWR Pilot Training and the Professional Association of Pilot Instructors, of which he is a founding
member. If you would like more information on this
or other strategies for improving
the safety of your flying, or if you
have comments or questions,
you may contact Dick directly
at mail@rwrpilottraining.com or
visit the PA-46 Pilot Reference
Library: RWRPilotTraining.com.
This article is available for reprint
upon request.

877.359.7473
NEW AIRCRAFT SALES

l

SERVICE

l

BROKERAGE

l

AVIONICS & PARTS

Your journey starts here.
You know better than anyone - owning an aircraft is a journey. And
on your journey, it pays to have an experienced travel guide at your
side. Consider Flightline Group just that. We’re a one-stop shop for all
things Piper in the Southeast, dedicated to making your journey the
adventure you want it to be.
Call today to learn how we can best serve you.

Authorized
Piper Dealer for:
FL, GA, TN, AL,
MS, LA

Visit our new website!

www.ﬂightlinegroup.com

PIPER M600

The Story of the M600
Piper’s next success story BY JACKIE CARLON

T

here has been much speculation about Piper’s pending MClass aircraft, the M600. The
eager anticipation over M600 is
associated with the solution it
will provide to customer demand for more
capability from the PA-46 plane, but part of
the elevated interest in this aircraft can be
attributed to its happenstance beginnings.
The not-yet-certified airplane will claim its
Piper pedigree by virtue of the decisions
made while the company was shifting gears.
As is the case with many projects, M600
might initially be considered a consolation prize. In late 2011, when the Piper Jet
program was suspended, developers were
forced to alter their course. Engineers leading
the Jet program were effectively redirected
to an entirely different, equally gratifying,
project. With fresh direction under a new
CEO and an enormous appetite for change,
the company took a discerning look at the
future of Piper Aircraft. Through this analysis
and introspection, Piper earnestly evaluated
priorities. One objective identified was to
further develop the PA-46 line, and talk of the
next generation of Piper M-Class ensued.
The need to upgrade and update aircraft
was determined to be of utmost importance.
Renovating the Mirage to today’s proficient
M350 made sense, as did regenerating the
Meridian into the intelligent M500 it has become. It was clear there were improvements
that needed to be made within the existing
M-Class line, but there was also need for additional evolution, which led to discussion of
developing a new airframe.
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In response to customer requests, it was decided that critical factors had to be addressed in
the manufacturing of a new product entirely.
These factors formed the genesis of the M600
program’s charter: Take the PA-46 design and
develop a plane that provides greater payload,
additional range and maximum operating
speed, without compromising cruise speed.
Planning commenced in early 2012. Engineers
looked at the most crucial components of payload and range: the amount of fuel the airplane
can carry and the structure required to carry it
at increased speeds.
They took components of the existing airframe and applied proposed new elements to
fashion an adjusted fuselage with wondrous
wings. Its body became slightly larger than
previous PA-46 models, with adjustments
in the aft fuselage and in the nose to ensure
a more robust frame. These changes were
necessary to accommodate a more ample
wing and allow for additional fuel retention
on a more capable aircraft.
The larger wing would provide for an
improved fuel tank design, greatly increasing
fuel volume and structurally designed for increased airspeeds not capable with the legacy
Malibu family wing. The 600shp Pratt &
Whitney engine provides the power this
substantial single-engine turboprop requires.
It has been said the M600 has the heart and
soul of a Meridian, but with G3000 avionics,
it has predominantly more powerful guts. As
for performance, M600 boasts a maximum
payload of 1,200 pounds with a maximum
range of 1,200 nm. Its capacity for an additional 90 gallons of fuel sets it apart from its

It has been said the
M600 has the heart and
soul of a Meridian, but
with G3000 avionics,
it has predominantly
more powerful guts. As
for performance, M600
boasts a maximum
payload of 1,200 pounds
with a maximum range of
1,200 nm. Its capacity for
an additional 90 gallons
of fuel sets it apart from
its predecessors. This
ability to travel further is
both a luxury and matter
of increased safety.
predecessors. This ability to travel further is
both a luxury and matter of increased safety.
The aircraft’s enhanced endurance is not only
convenient but it considerably optimizes
options available to the pilot, allowing him or
her the leisure of additional time to make the
soundest choices in flight.
The case for M600 certification continues
to move forward with great dedication and
momentum. Three test articles comprise the
program; the fourth’s avionics have just been
completed. The aircraft has logged more than
737 flights, and its total flight hours exceed
1,241. With 885 spins performed, M600 was
repeatedly tested at high altitude and low, at
all four corners of the weight/center-of-gravity
envelope, in all gear and flap configurations
with wings level, turning and accelerated.
Presently, more than 115 Piper employees are
dedicated to the project daily, working more
than the typical 9-5 workday and often more
than five days a week.
It might be argued that Piper Aircraft is
best known as a company with the intrinsic
ability to keep reinventing itself. A humble
yellow Cub started the story, and this powerful turbine is hardly the end of the Piper
line. The latest PA-46 is part of a continuum.
Piper isn’t sitting still. The competitive,
quality products with exceptionally intuitive,
intelligent systems that have always defined
Piper Aircraft, continue with the M600.
From the disappointing suspension of the Jet
came a promising new turboprop. The M600
is Piper’s next success story, an accomplishment by way of the aircraft before it, and it’s
already suggesting it just might be nothing
short of serendipitous.
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MiPAD

(From front) iPad Mini, iPad Air 2 and the new IPad Pro

Coming Soon to a Cockpit
Near You, the iPad Pro
Apple’s new iPad Pro could give you the screen real estate you
need to make flying with a tablet more productive, but on the
other hand, it’s pretty big. BY WAYNE RASH JR.

I

magine having enough space on
your iPad screen so that you can
have both your en route weather
and your navigation open at the
same time. Or perhaps you could
have your charts and your approach plates
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open on the screen at the same time.
Then imagine that both images were large
enough for you to see and read clearly.
That’s what you’re going to get when
Apple starts selling its new iPad Pro in
November.

The iPad Pro has a screen that measures the same distance across as the iPad
Air does high. This means that you can
display a full iPad-sized image on the
screen when it’s held horizontally, and still
have enough room to display another fullsized iPad image next to it. Fortunately,
the new iPad will support multi-tasking,
which is the ability to run multiple programs simultaneously. This is what makes
it possible to display two sets of images on
the screen simultaneously.
To accomplish this, Apple created an
iPad with a 12.9-inch display that supports 5.6 million pixels. Apple executives
said during the introduction of the iPad
Pro on Sept. 9 that its engineers used
some of the same hardware used on the
Macintosh 5K display because the new
iPad has similar resolution on its smaller
display of 2732 x 2048 pixels. The new
iPad Pro will have an anti-reflective coating, which could make use in the cockpit
somewhat easier.
However, it’s worth noting that the
iPad Pro is about 70 percent larger than
an iPad Air 2, which means it’ll take
up a lot more space in your cockpit. In
addition, if you plan to use apps running side by side, the iPad Pro will need
to be oriented in the landscape position, which means it’ll be pretty wide in
your lap. Of course you can use it in the
portrait orientation, which will display
your charts the way you’re used to seeing
them, except larger.
The iPad Pro comes in three colors
— white, gold and Space Gray — and in
only three versions. There’s a WiFi-only
version with 32 GB of memory, another
with 128 GB and a WiFi and Cellular
model with 128 GB of memory. Only
the WiFi and Cellular model has built-in
navigation, which can use both GPS and
GLONASS. The version with cellular
radios will work anywhere in the world
(depending on the carrier you choose)
and supports communications on 20 different LTE bands as well as most analog
and digital cellular systems worldwide.
Apple has significantly amped up the
performance of the iPad Pro. It uses a
new processor that gives this tablet performance that Apple says is equivalent
to what you’d expect in a good desktop
computer. It’s intended to be used in a
work environment in addition to the
normal entertainment functions that
you probably already use on your iPad.
To accomplish this, Apple has designed
a new keyboard that attaches to the long
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MiPAD

(From left) IPad Pro, Space Gray,
Gold and Silver

edge of the tablet and which provides
a typing experience that’s apparently
similar to that on some laptop computers. Apple is also offering a stylus, called
the Apple Pencil, which can be used for
detail work such as drawing lines that
need to be precise.
In the press conference, Apple showed
users drawing precise lines on existing
images. Whether you can accomplish
this while planning a flight remains
to be seen. That capability is up to the
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companies that make the applications
you plan to use. Apple’s demo also
featured users creating documents and
making sketches. Whether this will work
with the apps you’re using for your flight
planning remains to be seen because
the designer of the app needs to make
it possible. But at least, in this case, the
hardware isn’t preventing it.
During the press conference, Apple
executives said that the new A9X
processor chip in the iPad Pro is faster

than the hardware in 80 percent of the
portable computers on the market today.
The company used a number of novel
approaches to reduce energy demands,
including a variable refresh rate on the
screen, so that the screen is only refreshed when there’s something happening in a region of the screen. The result
is a 10-hour battery life under normal
circumstances.
The iPad Pro has four speakers engineered to produce significantly more volume than current iPad models. It’s slightly
thicker than the current iPad Air 2, and it
weighs about the same as the original version of the iPad. The new iPad will ship
with iOS 9, which is due out from Apple
by the time you read this. The chances are
pretty good that you’ll have the new version of iOS on your existing iPad before
the Pro comes out.
The availability of iOS 9 is important
because that version will support the
multi-tasking that’s coming on the iPad
Pro. That means that app makers will have
had plenty of time to update their software
to work with the new operating system.
So your favorite apps for the cockpit will
probably work fine, but you’ll need to
confirm that before you depend on them.
The ultimate question then becomes, how
will all of this work while you’re trying to
fly? Will the iPad Pro be unwieldy because
of its size? Will tracking multiple applications on the screen become a distraction?
Both of those are important questions, and
right now we don’t know the answers.
When the iPad Pro ships in November
those answers should become clearer. I
think that the folks who make accessories
for pilots will make yoke mounts and
kneeboards designed to accommodate the
larger size. Perhaps they will make devices
that will allow the iPad Pro to switch from
portrait to landscape orientation so, if you
want to change things, you can.
Until then, perhaps the best way to tell
if the size will be a problem is to borrow
a Microsoft Surface Pro 3 and see how
everything fits. As it happens, the Surface
Pro 3 is nearly identical to the iPad Pro
in most ways that matter including
multi-tasking, screen resolution, size and
weight. You should be able to tell in short
order if this is a fit for you.
Wayne Rash is based near
Washington, D.C., where he
works as bureau chief and
senior columnist for eWEEK.
He has been a pilot since 1968.
He can be reached at wayne@
waynerash.com

RJ Tutt
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Malibu Aerospace offers High Quality – Detailed Maintenance service for your PA46!

We also offer some fantastic STC upgrades for you PA46 as well!
L46 ULTRA HIGH INTENSITY
LED LIGHTING
Brightest LED Taxi Lights on the
market.
AMSAFE SEATBELT AIRBAGS
Protect yourself with AmSafe
Airbags.
MALIBU M-1 COOLING
MODIFICATION
Decrease cylinder head temps as
much as 40 degrees.
MALIBU M-5
3 Blade Prop, Cooling Mod and
the Continental 550 engine.

TAIL ICE LIGHT
Bright light when you really need it.
JPI ENGINE DATA
MANAGEMENT SYSTEM
Malibu’s JPI STC for Mirage owners.
SEAT MODIFICATION
Malibu can give you more room in
the cockpit.
TURBINE COMPRESSOR WASH
SYSTEMS
Easy to use and portable, 3 and 5
Gallon systems.
WHEEL WELL FAIRINGS
Malibu will be offering this product
later in 2015.

Please visit our website to learn more about our STC’s or call Brad Ludlow at Malibu Aerospace.
BRAD LUDLOW Office & Client Relations Manager Phone: 877-662-5428
E-Mail: bludlow@malibuaerospace.com • www.malibuaerospace.com
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Cozy Cooperstown is
more than the Hall

B

BY MICHELLE CARTER

aseball season is over
(or not
yet begun,
depending
on your hometown perspective), but you can get
your Boys of Summer fix
in Cooperstown, N.Y.,
a delightful small town
with big attractions.
Of course, the biggest
is the Baseball Hall of
Fame and Museum.
Dedicated in 1939, the
red brick building is
aptly called the “home of
baseball.” All the legends,
tales and myths of
America’s game are the
stuff of Cooperstown,
including the ugly ones
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we’d prefer to forget. The
hall spotlights the Negro
League players and the
roles of the AfricanAmericans, Latinos and
women who’ve played
the professional game.
You can follow Hank
Aaron’s climb to baseball’s
pinnacle as Home Run
king or dig into the rere
cords and stats that define
the
t sport. The Autumn
Glory exhibit, with its
video highlights of each
postseason, changes evev
ery year after the World
Series
ends, but the rings
S
of every championship
team in recent history are
on display.
The Hall of Fame
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Plaque
Gallery seems to de
demand a hushed tone. It’s
aakin to stepping into the
throne room of America’s
royalty. More than 300
Hall of Famers are recog
recognized there, and the most
rrecent class (Rollie Fingers, Tom Glavine, Phil
N
Niekro, Tony Perez, Ozzie
Smith and Robin Yount)
gets front-and-center
treatment for a year.
Because baseball
changes just as all living
things do, a visitor has to
wonder how the direc
directors of the Hall handle
all the memorabilia
like the baseball from
every perfect game or

longest home run or the
base touched to set the
record for steals. For each
record, there’s a recordbreaker to supersede it,
but the Hall is ready. Its
archives (mostly in the
warrens underneath or
behind the Hall) cradle
tens of thousands of
physical items as well as
3 million documents
that preserve the history of the game.
But the tiny village
of Cooperstown itself
is worth the trip, even if
you don’t like baseball. It
sits on picturesque Lake
Otsego, the source of
the Susquehanna River.
Founded in 1786 by
William Cooper, its most
famous native son is
James Fenimore Cooper
of Last of the Mohicans
fame and son of the
founding Cooper. The
graves of both men and
their families lie in the
Christ Church cemetery
in town.
Saltbox houses and
400-year-old buildings of
native stone sit atilt amid
the lush landscape of upstate New York. Cooperstown brims with lodging
opportunities. Historic
B&Bs compete with the

posh Otesaga Hotel
and Resort on the lake
Leatherstock
with its Leatherstocking Golf Course. Dining
are a bit more
o
options
limited.
The General Aviation
gateway to Cooperstown
is Oneonta Municipal
Airport (N66) about 21
miles away. Call or email
manager Dennis Finn,
and he’ll send a packet of
information about on-site
resources (both AvGas
and Jet A) and ramp fees.
Hangars can be rented
to provide protection
from the winter weather.
Enterprise is available
for car rentals, and no
fewer than four limousine
services and three taxis
stand ready to carry you
to Cooperstown.
IF YOU GO…
ONEONTA MUNICIPAL
AIRPORT (N66)
391 Airport Road
Oneonta, NY 13820
dennis@df1photography.com
607.431.1076
BASEBALL HALL OF FAME
25 Main St.
Cooperstown, NY 13326
888.425.5633
Baseball.org
OTESAGA RESORT HOTEL
60 Lake St.
Cooperstown, NY 13326
607.547.9931
OtesagaHotel@Otesaga.com
Otesaga.com

At Grand Targhee, snow’s
just the icing on the cake
BY MICHELLE CARTER

N

estled
in the
shadow
of the
razorback
peaks of the Tetons in
far western Wyoming is
Grand Targhee Resort,
another of those hidden
gems that must be designed with the General
Aviation pilot in mind.
Grand Targhee in
Alta, Wyo., is accessible
only through the Teton
Valley of Idaho. So plan
to fly into Driggs, Idaho,
(KDIJ) where Teton
Aviation is a destination
all by itself, and pick up a
shuttle for the 45-minute
ride to the resort with
titanic views of Grand
Teton and her sisters
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along the way.
Most mountain
resorts aspire to yearround status, but Grand
Targhee seems to believe
it has earned the title.
Winter is a gimme with
an abundance of light
powder snow (more than
500 inches annually) and
a mind-blowing absence
of lines at the five lifts for
skiers and snowboard
snowboarders. The winter village
ffeatures ski-to-the-door
lodging with ski racks
and electric boot-driers
in every room. Throw in
a sleigh ride, drawn by a
team of Belgian horses,
to a cozy high-alpine yurt
in the Targhee-Caribou
National Forest for a
star-lit (possibly private)
dinner, and
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you’ve got the snowy
season covered.
What really sets Grand
Targhee apart is the attenatten
tion they’ve put into sumsum
mer and the shoulder seasea
sons. Those long, wide ski
runs
r are converted as soon
as the snow melts into
miles of hiking, running
and biking trails, accessed
by lifts. The four-person
Dreamcatcher lift, that
climbs up Fred’s Mountain
from the middle of the
village, has hefty hooks
on the chairs that carry
mountain bikes up the
mountain along with the
bikers. And these lifts are
marvelously engineered to
slow at the top to let hikers
saunter off without getting
hit in

the backside.
In the summer, visitors
can capture the views of
more than 2,200 vertical
feet of mountain bike,
horseback riding and
hiking trails that extend
for 47 miles in remarkably comfortable weather
conditions. The Grand
Targhee Bike Park offers
every style of riding for
every level of mountain bike rider: Gentle,
banked cruisers, tight
and twisty single-track
cross country as well as
gnarly and rock-strewn
downhills. And when
the snow falls, “fat” snow
biking season begins!
Call Grand Targhee a
couple days before
you arrive in
Driggs to arrange

for the shuttle. But be sure
to allow some time for
some neck-craning views
airof the dozen vintage air
craft that Teton Aviation
Center has assembled
C
in its Warbirds Museum
at the FBO. The display
includes the N3N, the
last biplane to see service
with the U.S. military;
two Soviet MIG fighters; a
Grumman Albatross; and
an FJ-4 Fury.
Teton’s flight school
also features a mountain
flying checkout that
includes a 90-minute
ground school and a
mountain cross-country
mounflight with two moun
tain range crossings and
landings at two different
mountain airports.
KDIJ itself offers a
very civilized 7,000foot runway in the
wide-open Teton Valley
(elevation 6,200 feet)
so you can perfect your
mountain flying skills
after you arrive.
If you’re headed for
Grand Targhee, you
don’t have to brave the
winter weather to expe
experience the Tetons. Any
season will do.
IF YOU GO…
GRAND TARGHEE RESORT
3300 Ski Hill Road
Alta, WY 83414
307.353.2300
GrandTarghee.com
TETON AVIATION
CENTER (KDIJ)
253 Warbird Lane
Driggs, ID 83422
208.354.3100
800.472.6382
info@tetonaviation.com
TetonAviation.com
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PHOTOS BY MIKE KELLEY / AIR HOLLYWOOD

Hollywood puts glamour back in ‘flying’

R

GALLEY PHOTO BY MIKE KELLEY / AIR HOLLYWOOD, DRINK PHOTO BY DANNY LIAO / AIR HOLLYWOOD

BY MICHELLE CARTER

emember
what it
was like to
fly commercially
in the Golden Era of
flight? When men wore
suits and women wore
heels? Well, even if you
don’t remember, you
can experience it today
(minus actually flying, of
course).
For years, Air Hollywood was known as Los
Angeles-based motion
picture studio specializing in aviation-themed
content for movies and
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television. About 10 years
ago, one of the brains
behind Air Hollywood
and an aviation prop
propmaster of the first order,
A
Anthony Toth, acquired
a Pan Am 747 with all
the period-perfect seats,
carpeting and that iconic
circular staircase between
First Class and the Clip
Clipper Class lounge on the
u
upper deck.
Toth, who admits
to collecting Pan Am
memoramemora bilia since
he
he was a
child, used
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his collectibles and lots of
Pan Am photos to create
what he calls the Pan Am
Experience at the Air
Hollywood studio in Los
Angeles which is ticketing
their first “passengers”
this fall on two Saturday
evenings a month.
Guests make “air”
reservations at the Pan
Am Experience website
(AirHollywood.com/
panamexp/). At checkin, they will receive their
‘70s era boarding passes
and will be greeted
at the door of the
Clipper Juan T.
Trippe by stewstew
ardesses (forget
“flight attendants”)
in original Pan
Am uniforms
(complete with the
pill-box hats).
They
Th will be invited
to tour the plane and
listen to the crew
perform an in-flight
safety demonstration

(‘70s style), followed by a
brief welcoming message
from the flight deck. Toth
has been known to don
a captain’s uniform and
mingle with the guests.
Depending on their
ticketing, guests will then
be escorted either to the
First Class cabin on the
main deck ($295 each) or
the Clipper Class Lounge
dining room on the upper deck ($355 each).
The mock travelers
will be served an elegant
dinner with cocktails or
champagne on authentic
Pan Am china, linen and
stemware. (They’ll probably even get real knives!)
“In classic Pan Am
style, you will be served
a delightful, gourmet
four-course meal,
starting with choices
like shrimp cocktail or
tomato and mozzarella
drizzled with a pesto
glaze,” Toth promises.
“For the main course,

we offer a choice of chacha
teaubriand carved from
the
t trolley, or roasted
chicken with peppercorn
sauce. For vegetarians,
we offer a pasta entree
that is sure to please.
Each meal comes with
garden fresh vegetables
and roasted potatoes.
Our third course is a fine
selection of fruit, cheese
and biscuits accompanied
by port wine, and finally a
dessert cart. Tea and cof
coffee completes the meal.”
The evening ends for
all passengers with an op
optional tour of the various
production sets at Air
p
Hollywood, including the
original cockpit from cult
classic “Airplane!” as well
as sets and props used in
major motion pictures
such as “Bridesmaids,”
“The Wolf of Wall Street”
and the television show
“Lost.”
This probably stretches
the notion of the $100
hamburger, but you don’t
have to through Security!
IF YOU GO…
PAN AM EXPERIENCE
AIR HOLLYWOOD
13240 Weidner St.
Los Angeles CA 91331
818.890.0444
AirHollywood.com/panamexp/

Traffic can’t hide from you.
You’re in congested airspace with aircraft all around you. Which planes do you pay attention to?
“Traffic: 10 o’clock high, 2 miles.” You’ll hear the information in your headset and with
TargetTrend™ on your display, you can see air traffic relative to your speed and position which
helps take the guesswork out of your decision making. You’ll see other ADS-B-equipped aircraft
descending, climbing and cruising in your vicinity. So you can quickly figure out if one of those
aircraft is trending in your direction. No surprises.
The safety of Vantage ADS-B is available now.
See which solution is right for you at garmin.com/ADS-B.
Or contact our ADS-B HelpLine at 1-844-GET-ADSB or ADSB@garmin.com.

TargetTrend™
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CALL NOW ABOUT OUR NEW
“EXPRESS RECURRENT”
DESIGNED BY PILOTS FOR PILOTS
TAILORED TO YOUR
SPECIFIC NEEDS

Exclusive Factory Authorized
Simulator Training Provider
SimCom is proud to be the Exclusive Factory
Authorized training provider for the Piper
Meridian fleet and has been since 1999.
SimCom also provides simulator training for
the Piper Malibu/Mirage. Nothing sharpens
your flying skills and prepares you for the
unexpected like simulator training.
Visit www.simulator.com to see a video describing
why SIMCOM’s instructors, simulators and training
locations will make your training experience special.
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