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TALKING SAFETY
By Martin E. Doran

News in General Aviation continues to come fast and furious (at least as things
go in the aviation world) and contains a mixed bag of messages. User Fee proposals are a staple of the news from Washington. OEMs seem to come and go with
greater regularity. The unleaded fuel replacement seems to be making some headway, and advances in avionics continue to delight most pilots – especially now that
we are seeing some increased competition and, hopefully, price pressure.
And there is other news related to revamping the Practical Test Standards which
are being developed by a Working Group of experts/specialists as the FAA moves
to integrate flight proficiency, knowledge and risk-management skills into the new
Airman Certification Standards, the long awaited replacement for the PTS.
The PA-46 platform has now been with us for 30 years! It is
a well-tested and proven airframe with a wealth of technical
resources available to help work through the most complex
problems. At MMOPA, we are fortunate to have experienced
members who are willing to share their knowledge and
experiences on most any topic – from relatively simple doorcable issues to the most complex matters related to problems
with our different power plants or electrical systems. Our
hotline services provide immediate access to some of these
leading experts in airframe, engine, avionics, legal and other
matters. According to John Foster, a founding MMOPA
board member, principal at Piper Dealer Skytech, Inc. and a
guest at our recent Annual Board meeting, “MMOPA is the
envy of other owners-and-pilots associations and should be
extremely proud of what we have accomplished and offer to
our members.”
John is right, we have a great association because we have
members who care and share, all for the benefit of fellow
members. It is the hallmark of this group, and one that we
should be proud of.
As we continue our mission to improve the safety record of
our PA-46 fleet, I am delighted to see that our non-members
are beginning to recognize the value MMOPA offers. We are
seeing record increases in new membership through the first
quarter of 2014 and only nominal attrition. We are offering
special programs to draw new members to MMOPA, providing promotional codes to non-members to allow them to
“test drive” our website and access our member benefits, and
we continue to ask our existing members to spread the good
word about membership in MMOPA. Our altruistic goal is to
have every owner or pilot of a PA-46 aircraft become an active
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participant in MMOPA. Everyone has some experience to
contribute and the more we share, the better prepared we, as
pilots, will be to deal with the next issue with our aircraft.
In this Spring 2014 edition of the MMOPA Magazine, we
cover a variety of topics including Meridian maintenance,
stalls in the PA-46, pilot fatigue, tips from the pros on takeoffs
and how to use the MMOPA Forums. Our MMSTF Safety
Seminars are focusing this year on what our Safety Committee
has determined to be the highest risk areas of flight – takeoffs
and landings. If you would like to see other topics addressed
in MMOPA Magazine, at our Safety Seminars or elsewhere
(convention, website, forums, etc.), simply drop me a line.
Look for more great safety information to continue to flow
from MMOPA. As I announced in a video pre-viewing 2014,
we will be using new media to distribute this safety information. But more important than any other factor is that we
need participation from all members, and we need to bring
more PA-46 pilots and owners on board to share their wealth
of experiences and expertise. Through your efforts and the
efforts of those who continue to join, we will continue to be
the “envy of the OPAs.”
As always, thanks for all you do to make MMOPA the fine
organization that it is today.
All the best,

Martin E. Doran
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FIRST LOOK

Technology for Your Wrist
Take a gander at the new Pebble, a wearable smart watch that talks to your smart
phone, iPhone or Android, via a Bluetooth connection. Currently, there are more than
1,000 apps for the new device, including Pebble Canvas, which allows you to customize incoming info and design the look of your watch face with everything from
weather to stock prices. You can even get notifications about incoming emails, calls
and text messages on the device.
The Pebble is water-resistant down to 50 meters and, because of its lithium-ion
polymer battery, you only need to charge your smart watch every five to seven days.
The display is a 1.26-inch, 144-by-168-pixel Sharp memory LCD with an LED backlight.
An onboard 3D accelerometer, a magnetometer and an ambient light sensor round out
the device’s talents. It weighs only 38 grams. Get more information at GetPebble.com.

Garmin’s New
Action Cam

Rock Your Hangar
Flying stories can be entertainment
enough, but nothing compares to adding a little music to the scene. Enter the
new Marshall Stanmore, a compact Active
Wireless Stereo Speaker that yields clean
and precise sound throughout the audio
spectrum. Its classic design is a throwback
to the golden days of Rock’n’Roll!
With multiple connection sources, there are loads of ways to connect to your speaker.
With multiple music options, you can connect to the Stanmore wirelessly via Bluetooth
with APTX, or through of the three audio inputs (3.5mm, RCA, or Optical).
Inside the box are two 20W and one 40W speaker, as well as a ¾-inch tweeter and a 5¼inch woofer.
The Marshall Stanmore comes with two standby modes, PowerSave and Standard, to
minimize your speaker’s environmental impact when not actively in use. See the speakers
in all their great colors at MarshallHeadphones.com/product/Stanmore.
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Garmin had the huevos to take on
the then-mighty BendixKing more
than 20 years ago, and now they’ve
got plenty of steam to take on
GoPro with the Virb. Among the
top features of the new camera
is a battery that lasts up to three
hours and an included color viewfinder. Pilots can see exactly what
the camera is seeing before hopping into the cockpit and creating
aviation. The Garmin Virb can also
go just about anywhere because of
the rock-solid mount that comes
with the camera. And because it
doesn’t come in a housing, the
Virb is not susceptible to fogging
like the GoPro. Image quality (at
1080P) in ultra high definition.
Picture yourself with a new Virb by
visiting Garmin.com.

Discover the benefits of truly
outstanding sales and service
We're committed to meticulous attention to detail, whether it's a sale or service visit.
If you're looking for a trusted resource to assist you in buying or selling a new or used aircraft,
or you need a Factory Authorized Service Center to maintain your late model Piper or Pilatus,
you'll benefit from a relationship with our industry experts.
To see these benefits for yourself, contact Tempus Aircraft Sales & Service today.

AIRCRAFT SALES & SERVICE

www.tempusaircraft.com
Denver’s Centennial Airport • 12260 E. Control Tower Road • Englewood, CO 80112 • 303.799.9999
2018 Palomar Airport Road • Suite 1 • Carlsbad, CA 92011 • 760.931.9993

PROOF THAT YOU HAVE NOTHING TO PROVE.
Performance can’t be denied. You’ll feel it at the first push on the throttle. The Pilatus
PC-12 NG gives you the speed, range, short-field versatility and single-pilot ease required
for business or pleasure – and all the interesting areas in between. Of course, this powerful
turbine also delivers a healthy dose of exhilaration. And that’s all the proof you’ll need.
Pilatus Business Aircraft Ltd • +1.303.465.9099 • www.pilatus-aircraft.com

FIRST LOOK

Binoculars
and Then
Some

The rugged Celestron
Cavalry 7 x 50 binoculars may be the most
useful piece of equipment you
can find. Engineered to withstand the elements,
Cavalry is fully waterproof and nitrogen-purged to
prevent internal fogging. The housing is protected by
durable rubber armor, making the binoculars easy to grip while protecting
them from hard use. The olive drab color offers concealment in the field.
As an optical instrument, Cavalry offers professional features including high-grade BaK-4 prisms and fully multi-coated optics for superb light
transmission. Besides providing a sharp, bright view, this pair of binoculars
features an LCD screen that shows GPS coordinates, compass information,
elevation, date and time. Click Celestron.com to view the entire line.

Best Hydrogen
Reactor You Can Get

You would undoubtedly be the coolest guy
at your airport, charging your phone or other
devices with hydrogen! You can do it with Brunton’s Hydrogen Reactor. A platinum catalyst in
the fuel cell separates negatively charged electrons from positively charged hydrogen ions,
and voila, there is a resulting electrical current.
And because the hydrogen cells are solid-state,
there’s no discharge, no chance for your own
Three Mile Island. The device comes with two
cores, each one good for six charges. Additional
cores are $20 a piece from Brunton.com.

Eyewear
for Pilots

Sunglasses can make or break the
experience of flying. That’s why the Pilot Collection from Serengeti is remarkable. Made with
world-class borosilicate optical glass from Corning, the eight models in this collection feature precision space-age hinges and adjustable silicone nose
pads for the ultimate in long-wear comfort, designed specifically for aviation.
The Pilot Collection sunglasses are equipped with two distinct technologies to optimize common interactions with light, reduce eye strain and improve visual acuity: Photochromic (pioneered by Serengeti) which allows
the lenses to adjust their tint to compensate for changing light conditions
such as climbs and descents in and out of cloud cover, and Spectral Control,
which manages specific colors to sharpen contrasts.
Serengeti is a member of Bushnell Eyewear headquartered in Suresnes,
France. Find out more about the Pilot Collection at Serengeti-Eyewear.com.

Smartphone
Wind Meter

This wind meter turns your smart
phone into a high-tech meteorological
tool. Simply download the free Vaavud
app and plug the wind meter into your
ear phone jack. The app gives you a
clear overview of average, actual and
maximum wind speed, as well as a
real time graph. The unit of measure
can be changed on the fly by simply
tapping the screen. (Available units:
m/s, Kmh, mph, Kts and Bft.)
The one piece, molded rotor and the
low friction Teflon bearing makes this
wind meter extremely durable. If sand
or dirt gets inside the wind meter, it can
easily be cleaned out with water. Works
with all iPhones from 4 and up, and all
iPads from 2 and up, running on iOS 6 or
7, and the Samsung Galaxy S2, S3 and
S4. Find the wind meter at Sportys.com.
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PRO TIPS
FOR
TAKEOFFS
“It’s always better to be down on the
ground wishing you were up in the air
than up in the air wishingyou were down
on the ground.”— Unknown Pilot

BY KEVIN GARRISON

Y

ou can fly without landing properly but you can’t fly without performing a successful takeoff. The art of leaving the ground in one
piece is often overlooked by pilots, but it is the most important and
one of the most stressful things you and your aircraft do.
Aircraft taking off use maximum power, very close to the ground
and in an environment rife with the potential of foreign object damage. Once airborne, you are flying at a speed much closer to stall than you are flying at cruise;
you are in a crowded environment with other aircraft; and you have to make quite
a few important decisions in a very short time.
Here are six hard-earned tips I can give you to make your takeoffs equal your landings.

1

YOU DON’T HAVE TO GO!
Landings are mandatory; takeoffs are not. The 2010 Nall Report (named for Joseph T. Nall, an avid
air safety investigator and NTSB member who died in an aircraft accident in Venezuela in 1989), a
safety summary published by the AOPA Air Safety Foundation, recorded 153 takeoff accidents for
the year. While this number has been dropping in recent times, I think you will agree with me that
there would have been no takeoff accidents at all if each and every one of those 153 pilots had elected to
cancel his or her takeoff.
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Of course, airplanes are made to takeoff
and fly. Ultimately there is no way to guess
which ones will go smoothly and which
ones will become a notation in a yearly air
safety report, but you can improve your odds
significantly.
When in doubt about the weather, your
aircraft’s performance or your ability to
handle the flight, there is no shame in backing down and flying another day. Some of
the very best takeoffs in your life will be the
ones you don’t attempt.

2

REMEMBER THE SIX Ps —
PRIOR PLANNING
PREVENTS
PATHETICALLY POOR
PERFORMANCE
Right after takeoff is the wrong time to find
out you did your weight-and-balance wrong
or miscalculated your bird’s takeoff performance. After takeoff climb, performance can
also be a worry for you if are leaving a mountain airport or are operating at a high-density
altitude. Many DPs (departure procedures)
specify minimum-climb rates and have alti14
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tude restrictions at various waypoints. Make
sure you can achieve them or tell ATC you
can’t before you accept the clearance.
Other performance issues that should be
on your mind are precipitation, ice and snow
and possible runway contamination. Takeoff
numbers in your POH are predicated on a
clean runway and a standard day.

3

YOU CAN’T TAKE OFF IF
YOU DON’T GET TO THE
RUNWAY SAFELY.
Taxi charts are always more
useful to you if you can see
them when you need them. If you are told
by Ground Control to “taxi two-seven left
via the inner, wedge, cargo. Hold short of
two-seven right at Tango Three and contact
tower,” (old Chicago O’Hare taxi clearance)
it is nice to have the chart in front of you.
Controllers working in busy airports
always say they would be happy to give you a
progressive taxi, but I don’t think they mean
it. There’s no excuse in today’s environment,
with all the publications and electronic toys
available, for not knowing where you are

going on the airport.
Very few fatal collisions between aircraft
happen during taxi, but a whole lot of expensive non-lethal ones do. Aircraft-to-aircraft
or aircraft-to-ground service equipment accidents are more frequent than the statistics
show because many of them go unreported.
When you do have the taxi chart on your
knee or on some sort of electronic screen at
the ready, please remember to stop taxiing
before you spend a lot of time with your
head down reading it. On two-person flight
crews, the non-taxiing pilot reads the chart.
Even though you may be flying single-pilot,
your right-seater may be of some value. On
a single-pilot aircraft, reading a taxi chart
while moving is as dangerous as a 16-yearold texting and singing while driving.

4

BELTS, SEATS AND PEDALS
I got in the habit a long time ago
of jiggling in my seat just before
takeoff so I could be sure my seat
wasn’t going to make a run for
the aft end of the airplane when I applied the
power. This has happened to me once in a Car-

PRO TIPS

Of course, airplanes are
made to takeoff and fly.
Ultimately there is no
way to guess which ones
will go smoothly and
which ones will become
a notation in a yearly air
safety report, but you
can improve your odds
significantly.
dinal RG and once in a DC-9. Both times I was
lucky. Somebody was sitting in the right seat
ready to take over the controls and save the day.
I am sure I have looked silly to various
co-pilots, engineers and passengers over the
years as I give my seat a hard wiggle, but
pilots flying backwards away from flight controls during takeoffs aren’t having any fun.
Quite a few pilots like to be casual and
keep their seats far enough back that, if they
needed to use full throw on their rudder
pedals or full braking, they wouldn’t be able
16
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to. Don’t be shy. Make sure you can reach
and use those pedals.
Seatbelts and shoulder-harness use ought
to be routine for everybody by now, but you’d
be surprised how many pilots don’t use the
harnesses. A rough aborted takeoff is easier
for you personally to recover from if your face
isn’t broken. Make shoulder harnesses part
of your pre-takeoff and pre-approach checks,
and your adoring public will thank you.

5

DON’T BE THE
“WEATHER SHIP.”
There are days when you wonder
if you should be flying at all.
Weather can be terrible; wind
can be harsh; and light rain can turn into
light freezing rain a few hundred feet up.
If you are worried at all about the conditions for your takeoff, and there are those in
the takeoff line more eager than you to try
things out, let them. Professional pilots call
the aircraft carrying these intrepid pilots the
“weather ship.” When worried about the ride
around a bunch of thunderstorms in the terminal area why not let them try it first, and if
they can, report back to you and ATC?

Many times you will feel foolish and
cowardly, but on other occasions you’ll feel
vindicated when you hear, “Tower, don’t send
anybody else through here – severe turbulence, lightning and very heavy rain…argh!”

6

ENJOY THE RIDE
With all this talk of safety hazards, pitfalls and pilots wiggling
their butts, we should not miss
the point that almost every takeoff goes flawlessly. The power does not falter;
the winds don’t blow in and smite you; wake
turbulence is successfully avoided; and your
aircraft performs like a homesick angel.
Enjoy the fact that you are living in an age
in which flight is not only possible but is fairly
easy. You are one of the few people living on
earth able to combine a beautiful piece of
machinery, a strip of pavement, grass or water
along with some air — and go flying.
Any aircraft, from the oldest Cessna 150 to the
newest Boeing 787, begins to make the magic
happen only when a savvy pilot like you rolls it
onto the active and pushes the power up.

Kevin Garrison is a retired airline captain from a major carrier.

THE TRUTH ABOUT STALLS

THE
TRUTH
ABOUT
STALLS
BY THOMAS P. TURNER
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“

escribe the most common scenario for stall-related crashes.” When
I ask this in presentations, invariably the first response is “the baseto-final turn.” When I ask pilots to list stall scenarios, takeoff, balked
landing, missed approach, and circling instrument approach all
make the list—but the audience always says a power-off stall during the base-to-final turn is the most common type of accidental stall. Always one to
base my educational message on data, I went to the mishap record to find out what
actually causes stalls that have led to crashes. In the case of the PA-46 series, what I
found — the truth about stalls — is somewhat surprising.
S P R I N G
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THE TRUTH ABOUT STALLS

Illustration A

CRITICAL ANGLE OF ATTACK
We are taught that stalling is a function
of flying a particular speed. Intellectually
we know that stalls are “truly” a function
of angle of attack (AoA). The disconnect
stems from the way stalls are presented in
the aircraft handbook and training, almost
universally in terms of indicated airspeed.
Another reason we commonly misunderstand stalls is that the diagrams in most
training materials look as though stalls
20
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always occur at a very nose-high attitude.
This is the diagram from the Federal
Aviation Administration’s Airplane Flying
Handbook: (See Illustration A) This illustrates that in most General Aviation airfoil
designs the stall begins at about a 17-degree
angle of attack—the so-called critical angleof-attack. But the picture makes it seem
like the airplane must be very nose-high to
achieve this critical angle. Yet, when stalls
truly occur, they often do so at lower pitch

attitudes. If a stall occurs during the baseto-final turn or on final approach, it seems
very unlikely the nose would be above the
horizon at all.
To better understand how an airplane
pointed downward can reach the critical
angle-of-attack, I tilted the FAA diagram
to correspond to a final approach descent.
I then superimposed a stylized airplane
around the wing pictures. My modified
diagram clearly shows how an airplane may

THE TRUTH ABOUT STALLS
stall during final approach or the beginning of a balked landing/missed approach,
with the nose pointed far further downward than the FAA diagram suggests.
(See Illustration B on next page)
This is what happens when the pilot
attempts to “stretch” the glide instead of
adding power when landing short of the
runway. The illustration also shows what
happens to AoA if the pilot begins a goaround or missed approach by pulling up
before adding power. In either case, critical angle-of-attack may be reached while
the airplane’s nose is still pointed below
the horizon.
Similarly, an aggressive pitch-up on
takeoff can result in a high AoA without
attaining the unrealistically high pitch
attitudes we see in power-on stalls in the
manner we usually practice. If the airplane
is heavy and/or the density altitude is
high, reduced thrust-to-weight ratio
makes the airplane even less spritely in
climb so a little more pitch up means even
greater AoA. If the airplane isn’t climbing

When I ask pilots to list
stall scenarios, takeoff,
balked landing, missed
approach, and circling
instrument approach all
make the list—but the
audience always says a
power-off stall during the
base-to-final turn is the
most common type of
accidental stall.
as well as it does under more “normal”
circumstances, the pilot’s reaction may
be to try to force it to climb by raising the
nose even higher. I modified the diagram
a second way to show takeoff and initial
climb. It illustrates that the nose does not
need to be radically nose-up to reach the
critical angle-of-attack, even at full power.
(See Illustration C on next page)
With a better understanding of how
stalls can occur, let’s look at what’s actually
happened in the Malibu/Mirage/Meridian
series of aircraft. In each case I’ve reviewed
accidents investigated by the U.S. National
Transportation Safety Board (NTSB) for the
model’s entire history of the PA-46 and 46T.
MMM STALLS
There have been 18 crashes of Malibu/
Mirage/Meridian (MMM) series airplanes
attributed to aerodynamic stalls. Eight of

REPRESENTATIVE PA-46
STALL-RELATED CRASHES
The pilot reported that, after descending from cruise flight, the airframe began picking up
moderate to severe mixed ice. The pilot cycled the de-icing boots and turned on the windshield
heat. After climbing back to a higher altitude, most of the ice cleared. The pilot was then cleared
for the ILS approach. The pilot stated that the aircraft broke out of the clouds at about 400 feet
and 1/4 mile from the runway. When the aircraft was over the runway numbers and about 10 feet
above the runway, the aircraft unexpectedly stalled. The pilot added full power. However, the
right main landing gear touched down hard, and the right wing tip contacted the runway surface.
The landing was completed and the pilot taxied the airplane to the hangar. After exiting the
aircraft, the pilot noted that most of the airframe was moderately to severely covered with ice, to
include the leading edges of the vertical and horizontal stabilizers and the propeller spinner.
The National Transportation Safety Board determines the probable cause(s) of this accident
to be: Icing conditions and the pilot’s failure to maintain adequate airspeed during the landing.
An inadvertent stall was a factor.
While on an instrument approach, the tower controller observed on radar that the airplane
passed the outer marker 600 feet below the permissible crossing altitude. The controller issued
a low-altitude alert to the pilot and cleared him to land. The controller also reminded the pilot
that the minimum descent altitude for the Localizer Directional Aid (LDA) approach was 440 feet
and provided instructions for the missed approach. At that point the pilot reported that he had
the airport in sight and acknowledged the landing instructions. The controller again cleared the
pilot to land, and the pilot acknowledged the landing clearance.
Shortly thereafter, the controller instructed the pilot to execute the missed approach as the radar
track showed that the airplane was off course. The pilot was instructed to initiate a climbing left
turn to the VOR. The pilot said he had the airport in sight and that he saw one of the cross runways
and wanted to land. The controller told the pilot that circling to that runway was not an authorized
procedure for the LDA approach and again instructed the pilot to perform the missed approach.
A witness stated that he was working on a storage container, about 50 feet in height, when the
airplane passed overhead. He estimated the airplane to be about 50 feet higher than the storage
container. The airplane made a turn westbound, and the witness looked away for a second. When
he looked back, the airplane was in a nose and left wing down attitude and then it impacted the
ground. Another witness also observed the airplane flying toward the airport. He reported simultaneously hearing the engine power up and observed the left wing stall prior to it impacting the
ground. Both witnesses reported that they did not hear anything wrong with the engine. Internal
damage signatures in the engine and propeller were consistent with the production of significant
power at the time of impact. A review of the weather in the area revealed that while light rain and
mist were occurring near the accident site, no meteorological phenomena existed that would
have adversely affected the flight.
The National Transportation Safety Board determines the probable cause(s) of this accident
to be: Failure of the pilot to follow the prescribed instrument approach procedures and to maintain an adequate airspeed while maneuvering in the airport environment that led to a stall.
The pilot had been taught to fly a “high and hot final” approach. He made his final approach at
85 KIAS with two notches of flap deployed. When the airplane was about a mile from the runway, the engine “barked.” The pilot enriched the mixture slightly, and the engine ran smoothly.
When the airplane was about 150 yards from the runway threshold, it “fell” or began to sink
excessively in a nose-high attitude. The pilot attributed this sudden descent to wind shear. The
airplane “landed hard and bounced.” The pilot retracted the landing gear (because there was
a ditch ahead and he thought it would be better to hit the ditch with the landing gear up) and
added power to abort the landing. The airplane touched down again, swerved 90 degrees and
skidded to a halt on the dirt. Post-accident examination revealed no airplane or engine discrepancies. The wind was from 240 degrees at 11 knots, gusting to 15 knots.
The National Transportation Safety Board determined the probable cause(s) of this accident
to be: The pilot’s failure to maintain airspeed, resulting in an inadvertent stall and impact with
terrain during a power-on landing. Contributing factors were the pilot’s improper recovery from
a bounced landing, and wind shear.
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THE TRUTH ABOUT STALLS
the engine’s P3 line, which appears to have
resulted in a rapid rollback of engine power
immediately after takeoff.
THE TRUTH ABOUT STALLS
What can we learn from the Malibu/Mirage/
Meridian stall-related crash record?
• Power-ON stall crashes are more common
than power-OFF crashes.
• 56 percent of all stalls happened on takeoff,
go around or missed approach.
• One-third of MMM stall crashes involved
engine failure.
• Nearly one in five stall crashes had airframe ice as a factor.
Illustration B

the reported crashes — 44 percent of the
total — occurred on takeoff or initial climb.
Two stalls took place in cruise flight, two
during a missed approach or balked landing
(go-around) and one during a circle-to-land
maneuver out of an instrument approach.

More than half of all PA-46 stalls occur in
power-ON flight regimes.

Here’s how you can mitigate the risks of a
stall in your PA-46:
• With a qualified instructor, practice stalls
regularly to maintain a “feel” for stalls and
to be more likely to detect impending stalls
during distracting situations like engine failures. This includes realistic presentation of
stalls from power-off glides and in aggressive
pitch-ups with power, to simulate the situations that historically lead to PA-46 stalls —
not the way stalls are usually presented.
• If you find yourself low on glide-path, add
power to reduce the rate of descent, instead of
raising the nose to try to “stretch” your glide.

Only a little more than one-quarter were the
type of stall we generally expect, during landing. Three of those were on final inbound on
an instrument approach in IMC, the other two
on short final just prior to or over the runway.
In other words, the base-to-final stall crash, the
type we all think about and (hopefully) guard
against, has never yet occurred in a PA-46.
CONTRIBUTING FACTORS
Frequently there are contributing factors that
conspire to bring a flight to grief. This is certainly true in the MMM stall record. Three
of the stalls were airframe icing-related, one
of the “cruise/maneuvering” stalls and two
of the stalls on landing. Six of the stalls —
one-third of the total — followed a reported
engine failure, five on takeoff and one en
route. This is a reminder that engine failures
don’t kill people; it’s a pilot-induced stall that
follows engine failure that proves fatal.
Take the engine failures out of the record,
and the result is (at least to me) surprising:
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TURBOPROPS
Three of the PA-46 stalls involved turboprop
variants. A JetProp DLX’s pilot fatally stalled
his airplane while maneuvering in IMC
on vectors for a non-precision approach.
Another DLX stalled on short final after
encountering blast from a departing jet
airliner. Two aboard a Meridian died while
attempting an “impossible turn” return to
the runway following fatigue cracking in

• Respect the icing limitations of even
“known-ice” certified airplanes. Exercise
your in-flight escape plan at the first sign
of ice accumulation, so you can remove all
airframe ice before landing the airplane.
• Add power before raising the nose during a
balked landing or missed approach.
• In all procedures, employ precise power
and pitch attitude control to avoid high
angle-of-attack conditions.
• Use slightly lower pitch-attitude targets at
high airplane weights and/or high density
altitudes.
Illustration C

CONVENIENT TECHNICAL SERVICES IN THE SOUTHWEST
With full-service maintenance facilities positioned around
ABQ
the key areas in the Southwestern region, Cutter Aviation
PHX
is the logical and convenient choice when selecting a
service facility in Arizona, New Mexico 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), Loyd’s Aircraft Maintenance (BFL).

ADS

SAT

THE MERIDIAN MAXUS
Illustration E

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 Matrix

2011 Piper Meridian

s/n: 4636533, Featuring G1000 Avionics s/n: 4697442, 400 Hours, No Damage
300 Hours Total Time, Annual Completed History, Complete Logs, Always
12/2013 by Piper Service Center
Hangared, Fresh January 2014 Annual

CALL US TODAY!
Cutter Aviation
800.234.5382 Toll-Free | 602.273.1237 Direct
CUTTERAVIATION.COM

2006 Piper Meridian

s/n: 4697252, 355 hrs, this is the lowest
time Avidyne equipped Meridian on the
market. Only One Owner since new.

MMOPA WEBSITE
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GETTING
STARTED
WITH THE
MMOPA
WEBSITE
Don’t miss out on the value
BY RYAN KIEFFER

A

primary benefit of MMOPA is the high level of
activity from its members in the online forums,
as well as the many valuable resources in the online library. A primary goal of the organization is
to continue fostering and promoting the website
as an invaluable resource to all its members. We would all appreciate and benefit from more of you becoming active on the
site, thus creating an even greater resource by leveraging an
even greater wealth of knowledge and experience.
With this in mind, we thought it would be helpful to give
those not familiar with the site a general overview and a few
how-to tips. If any of your questions are not answered here or
you need any additional help getting started, please drop a line
to me, Ryan Kieffer, MMOPA’s website administrator, at admin@mmopa.com, or check out the website’s FAQ page (listed
at the end of this tutorial).
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MMOPA WEBSITE
1. LOGGING ONTO THE SITE
Even if you’ve never logged into the site
before, chances are you have an account
waiting for you and ready to go. If you
are unsure of how to get logged in, send a
quick email to admin@mmopa.com and
we will get you squared away promptly.
Once you have your login credentials
handy, simply go to MMOPA.com and
click the Login button from the menu.
Enter your username and password, and
you’re in.
2. USING AND MONITORING THE FORUMS
The forums are where most of the action
takes place on the site. Once logged in,
simply click the Forums menu tab to see
all MMOPA forums and posts (which
are listed chronologically). Additionally,
the Community tab lists the 10 most recent posts. Clicking on either will bring
you to the forums.
Web forums are broken down into
sections, threads and posts. For example, a section would be Avionics. The
thread would be a subject such as G1000
subscriptions and cards, and the posts
any number of contributions to that
subject by individual members. Threads
can be started with a post by any member at any time and can be questions,
comments, advisories, or anything else
considered of general worth or interest. Remember, this is the Internet so it
doesn’t necessarily have to be brimming
with profundity!
3. FORUM SUBSCRIPTIONS
AND DAILY DIGESTS
Subscriptions and digests are handy ways
to keep tabs on activity on the site without
having to login and actively seek it out.
They allow you to receive forum posts and
other updates through email, based on
predefined criteria.
Subscriptions are individual emails
delivered to your inbox moments after a
post is created.
Daily digests are once-daily summaries
of all the activity for that day.
In either case, you can select which
section(s) you want to receive emails from.
Simply checkmark the sections you are
interested in and leave the others blank.
In the case of the daily digests, you can
also choose when you want to receive
the summaries each day by entering the
preferred Delivery Time. Also note that
the email address you have listed on your
Profile page will be the default sending
address, unless you choose to specify an
alternative email address in the space
provided.
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MMOPA WEBSITE

4

A primary goal of the
organization is to
continue fostering and
promoting the website as
an invaluable resource to
all its members.
4. CONTRIBUTING TO THE FORUMS
Lack of knowledge or experience online
should not stop you from submitting
questions or contributing knowledge and
experiences gained in the real world! We
are all here to help each other.
Starting a Thread: Go to the Forums menu
item tab and click one of the section links. In
the example here, we’ve clicked the Forums tab
from the Home page and are seeing the main
Forums page. Say we want to start a thread under the Avionics tab, we simply click Avionics.
We then click the “New Topic” button…
It’s then a simple matter of entering the
desired subject and content into the text
boxes and clicking Submit.

5

5. ACCESSING THE FAQS FOR THE SITE
If you have questions about something website-related, chances are you can find the answer in the FAQ section of the site. However,
please don’t hesitate to reach out to the website
administrator at admin@mmopa.com.
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More of your questions answered BY KEVIN MEAD

Meridian Hotline FAQ

T

his is the fourth in my series of
articles based on the questions
I receive most frequently on the
MMOPA technical hotline. In the
Summer issue, I concentrated on the
PA-46-310P, in the Fall, the PA-46-350P, and in
the Winter, the JetProp topics I encounter most
often. This article will focus on the Meridian.
QUESTION: The engine will not

start.

A: Obviously, this can be caused by
lots of different things, but normally,
it is because the engine is not getting
ignition. Most commonly, this occurs
when the pilot has forgotten to turn
on the ignition before attempting the
start, resulting in flooded ignitors. If
it is warm out, simply walk away for
a half an hour or so, let things dry
out, and then try again. However,
if it is cold out, things may not dry
out on their own for many hours. In
that case, someone may have to have
remove both ignitors, rinse, dry them
to remove the kerosene and then reinstall before trying again.
If the start was properly attempted
and the ignitors have not been flooded, the problem may be a bad excitor
box. (It is very rare for both ignitors to
simultaneously go bad and one good
ignitor is sufficient to start the plane.)
Turn on the battery master, turn the
ignition switch to manual, then listen
for a very loud snapping or ticking
coming from the engine. If you hear
the ticking but the engine won’t start,
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more trouble-shooting is required. If
you don’t hear anything, the excitor
box is probably the culprit.
Note: Keep in mind that the Meridian has no provision for draining the
accumulated unused fuel that remains
in its engine after unsuccessful starts.
If you have attempted multiples starts
with the introduction of fuel, and the
engine still failed to start, you must have
the fuel drained after repairs and before
retrying the start. Otherwise, you may
have a very explosive start and damage
the engine.
QUESTION: Starter disengages
after pilot removes finger from
start switch.

A: This is probably a bad starter-control
module. A new module is the fix. The
new modules now available from Piper
are far superior to the old ones and have
greatly helped this issue.
QUESTION: My plane is going
through an altimeter and
static-system certification. The avionics
shop says my standby altimeter vibrator
is inoperative.

Keep in mind that
the Meridian has no
provision for draining
the accumulated
unused fuel that
remains in its engine
after unsuccessful
starts.

MAINTENANCE
A: (This answer applies only if
you have the original, small, factory-supplied Aerosonics unit.)
Unfortunately, this is a common
finding during a routine IFR
certification. Although you may
not have noticed a problem,
it must be addressed because
without a source of vibration, the altimeter needle may
stick in spots during changes
in altitude. Both repaired and
overhauled exchanges are
available. I advise you to get
quotes for both. You might also
consider replacing the standby
altimeter, the airspeed indicator,
and the attitude indicator with
the new Mid-Continent Instruments all-in-one replacement
unit. This may be worth the cost
in the long run, considering
all the maintenance costs and
headaches associated with the
original equipment.
QUESTION: Propeller
de-ice fail annunciator
light is illuminated

A: This can be caused by an
indication problem, usually
the control module causing
an erroneous indication. (The
newest style of control module
has proven to be a big improvement over the originals.) But it
can also indicate a real failure
of the system, so some troubleshooting is in order. Just make
sure the investigating shop
knows that indication problems
are common before they start
replacing parts.
Note: Never try to test the

system on battery power. The
prop-heat module will sense
low amps and show a fail due
to low system voltage. Always
check the system with the engine running or with a 28-volt
power supply.
Note: To prevent arcs and burning of the prop de-ice slip ring,
always spin the propeller slowly
when doing any prop-heat checks
on the ground with an APU.

QUESTION:A caller

reports that instrument
panel lighting (volt amp lights
in day mode, pilot’s overhead
switch label lighting, etc.) is
inoperative.
A: The overhead switches, volt
amp indicator and environmental mode selector label
lighting units are built by
Moritz. There are essential
three choices for repair.
1) Replacement with exchange
units from Piper.
2) Repair of existing units by
Moritz
3) Or a field repair by an
instrument shop. Once everything is back in working order,
remember that the default
position for these lamps is full
bright. In an effort to extend
their life, many owners dim
them automatically after they
start the engine.

S P R I N G

QUESTION: Environmental air begins to flow
with mode selector off and
when bleed air is pushed in.

A: I get this call a lot. This
symptom means that the massflow valve is not closed, but is
actually stuck in high mode.
Usually, replacement or repair
of the mass-flow valve and the
valve controller is the fix. Exchange and improved parts are
available through Piper. If time
allows, units can be sent to the
manufacturer, Enviro Systems,
for a more economical repair.
QUESTION: My cabin
pressure fluctuates (cabin
VSI moves up and down) in
climb. I notice it most at around
11,000 feet or 12,000 feet.

A: The problem is normally the
mass-low sensor system, which
includes a matched probe and
controller. In an effort to correct
this problem, Piper issued Piper
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SL1104 to upgrade the mass-flow sensor
system, the mass-flow valve and computer,
and the bleed-air balance tube. If downtime
is available, the mass-flow sensor system can
be sent to the manufacturer, Enviro Systems,
for modification.
QUESTION: I am in the process of
buying a Meridian, but the pre-buy
results show that the windshield is only
drawing 18 amps in high. The seller says
they won’t fix it because it’s working.

A: This issue has been the subject of so
much conversation for so long that I
almost hesitate to weigh in at all. But I will.
Does the windshield in question work?
According to the Meridian Maintenance
Manual, the windshield does in fact “work”
and in a way, the seller is justified in not
repairing it. However, the manual sets a very
low bar for what constitutes an operational
windshield. According to the manual, it
need only “show an increase in amperage”
when turned on to low and “an additional
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increase” in amperage over low when turned
to high. If you follow this through to its logical conclusion, a windshield that draws two
amps when turned on high is operating per
the manual.
This is in marked contrast to the Mirage
POH, which clearly spells out that the windshield should draw approximately 13 amps
in low with an additional 10 amps in high.
It is worth noting that every component of
the Mirage and Meridian systems (except
the switch) is the same, so in effect, Piper has
two different standards for what constitutes
a working windshield in the two planes. If
that same 18 amp windshield were installed
in a Mirage, it would not be working to the
POH specs.
So lacking any meaningful guidance from
the Meridian POH or Maintenance Manual,
maybe we should change the question from
“Is the windshield working?” to “Is the windshield drawing the amperage it was intended
to draw — approximately 23 amps in high
and approximately 13 amps in low?” Clearly,
the 18-amp windshield is not working as

it was when it left the factory. Ultimately, it
is up to the buyer to decide how important
that is to him or her.
QUESTION: Cabin temperature is hot
and won’t cool down with the environmental control in auto position.

A: In a case like this, I ask the owner to
turn on the battery master, then listen for a
fan noise and feel for airflow coming from
the small louvers in the armrest behind the
pilot’s seat. If they don’t hear or feel anything,
the problem is most likely that the sensor is
unplugged. Alternately, the sensor may be
broken, but this is far less common. Finding
the sensor unplugged commonly occurs
after a radio installation or some other event
that necessitates the removal of the sidewalls.
This concludes my mini-series on hotline
FAQs. But don’t worry. I’ll keep collecting
these, keeping track of the trends and report
when I get a new batch. As always, feel free
to call me at 620-728-8634, whether your
question is frequently asked or one of a kind.

ACCIDENT REVIEW

Accident Review
Spring 2014
Truckee, California • BY DICK ROCHFORT
NTSB Identification: WPR14FA127
14 CFR Part 91: General Aviation
Accident occurred Monday, March 03, 2014,
in Truckee, Calif.
Aircraft: PIPER PA-46 350P,
registration: N9281F
Injuries: One fatal, one serious.
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.

On March 3, 2014, at 1032
Pacific Standard Time, a Piper
PA-46 350P, N9281F, collided
with terrain approximately five
miles east of the Truckee-Tahoe
Airport, Truckee, Calif. The
commercial pilot was seriously
injured, and the single passenger was fatally injured. The
airplane was registered to, and
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operated by, the commercial
pilot under the provisions of 14
Code of Federal Regulations,
Part 91. The airplane’s left wing
was separated from the fuselage,
resulting in substantial damage
to the airframe. Marginal visual
flight rules conditions prevailed
for the flight, which operated
on an instrument flight rules
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flight plan. The flight originated
at John Wayne-Orange County
Airport, Santa Ana, Calif., at
about 0800.
The pilot was in communications with Oakland Center while
on the GPS-A approach into
Truckee-Tahoe Airport. Upon
completion of the instrument
approach, the pilot executed a
missed approach and proceeded
to fly in an easterly direction, not consistent with the
published missed-approach
procedures. Oakland Center lost
radar contact and radio communications with the airplane and
pilot. The airplane wreckage was
located about an hour later in
the mountain range east of the
airport at an elevation of 8,000
feet mean sea level.
The Truckee-Tahoe Airport
Automated Weather Observation System (AWOS-3) reported
at 0950 that the wind was from
180 degrees at 7 knots; visibility
was nine statute miles; and an
overcast cloud layer was at 3,000
feet above ground level. At 1050,
the reported weather conditions

were wind from 300 degrees at 5
knots; six miles visibility in light
rain; and an overcast cloud layer
at 2,200 feet agl.
The published minimum
descent altitude for the TruckeeTahoe GPS-A approach is 8,200
feet mean sea level (2,300 feet agl).
TALKING POINTS:
There are two aspects to every
procedure no matter how simple
or complicated it may seem.
First, the pilot must be aware of
the aircraft’s position at all times.
This task should be simpler in the
glass-panel cockpit but evidence
suggests otherwise. Second, the
pilot must know the one best way
to make the aircraft go where it is
supposed to go with or without
the autopilot. It could be said
that this second aspect is the
bandwidth hog, but the truth
is, both can chew up significant
bandwidth creating a ripe environment for errors of omission.
Bandwidth management is
the ability to not allow distractions to interfere with time-critical task completion. This is not

ACCIDENT REVIEW
a problem to be solved; it is a condition to be
managed. I encourage each pilot to seek the
one best way to accomplish these tasks by
operating the same way each and every time,
using a well-vetted set of checklists, flows,
memory items and SOP (standard operating
experience).
1

“SUSP” (suspend in “Garminology”) means
that sequencing will not occur; therefore
tapping the button will initiate a manual
sequence. The remedy is be vigilant for the occurrence of a failure to sequence and to simply
tap the OBS button to remove the “Suspend”
feature or to reactivate the correct leg of the
approach, using the time-honored “directdirect-enter” sequence. If Garmin sees the

aircraft in the correct location, auto sequencing will resume. Note that the current aircraft
location in this case (fig–2) is over IPODY, five
miles outside of MARDR. It is easy to get busy,
get distracted and miss the “SUSP” annunciator at this point because IPODY is the final
approach fix and, typically, gear and flaps are
introduced here with a power reduction and
possible a desire to talk on the radio.

The red line in Figure 1 represents the
Flight Aware radar track superimposed over
the GPS-A at Truckee Airport. As of this
writing, we don’t know what clearance was
received, and the track is only an approximation, but it suggests that a non-standard procedure turn was flown and that the missed
approach was not flown in a timely manner
or in the correct direction.
Staying on the thick black line of the
procedure is arguably the most important
critical task. One common error which can
cause confusion leading to this type of accident is a failure of the GPS to automatically
sequence during the approach. This subtle
but entirely predictable event can lead to a
major loss of situational awareness and/or a
serious distraction.

2
Forva variety of reasons, Garmin will not
sequence when expected, and the logic of this
behavior is consistent throughout the GPS
Navigator community. The give-away is the
green “SUSP” above the OBS button (fig-2).
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ACCIDENT REVIEW
Note also the importance of having cumulative distance (CUM as opposed to DIS)
displayed on the flight plan page so there
is no confusion about total distance from a
particular fix.

3
While it is well understood that too much
information can be a bad thing, it is also true
that not enough information can be worse.
Note that the map page in Figure 3 shows
the aircraft five and a quarter miles past
MARDR. MARDR is the Missed Approach
point. The best way to maintain situational
awareness is to use the No. 1 navigator in
Map mode (Figure 3) and the No. 2 navigator on the flight plan page with a CUM
distance displayed. Both units should be set
to auto cross-fill to ensure that both units are
giving proper information.

4
The Flight plan page in Figure 4 is very misleading if the pilot is not trained to “see” the
subtle hint: Garmin is not sequencing. The
aircraft in this simulation is significantly past
the missed approach point.
The best way to consistently get it right is to
use a “flow.” By definition, a flow is a series of
actions, which must be considered by the pilot
— not a checklist of tasks to be completed.
The flow must be well-vetted to be appropriate in every approach scenario. I recommend
a six-step flow followed by three questions:
1 – Activate (the approach correctly on Garmin): There are essentially three ways to accomplish this, depending on the circumstances.
2 - Flip the correct VOR/LOC frequency
into the active frequency box on both VHF
Nav radios (obviously not necessary on and
RNAV or GPS approach except for crossing
radials and backup information).
3 - Flop to verify that the CDI (course deviation indicator) is set to the proper source
(VLOC or GPS as needed).
4 - Set the course on the HSI or verify that it
is set if you have an EHSI (electronic horizontal situation indicator).
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5 – ID the approach using the briefing strip
on the approach plate and the blue banner
on the Garmin navigator.
6 – Arm the approach on the autopilot.
Then immediately ask yourself three questions:
Which way? Which way should I be going
and is the autopilot making the aircraft go
where I want it to go?
How low? What altitude should I be at
and is the autopilot correctly configured to
make that happen?
What’s next? How long until the next stepdown, turn or decision point?
Resist the temptation to simply recite what
you expect to happen. The answer to the three
questions lies on the panel in the approach
setup. Look at the relevant information on the
panel to confirm everything is set correctly.
Study this procedure in training until you
have a setup that will instantly answer these
questions in every scenario with little or no
button pushing. The expected outcome can
only occur consistently if you insist on the
procedural discipline to operate the same way
each and every time.
This video is also hosted on my website at
RWRPilotTraining.com in the Pilot Reference Library under IFR Operations.
Figure 5 illustrates the guidance provided
by Garmin after the OBS button is tapped to
remove the SUSP annunciator.

5

Knowing the location of a proper visual
descent point (VDP) will definitely help you
find the runway or know in a timely fashion
when a circle or a missed approach is likely.
I compute the VDP using a ratio of 300 feet
per nautical mile; that is, for every 300 feet I
am above the threshold, I know I will need
one mile to effect a normal 3-degree descent.
(Pythagoras knew that and he wasn’t even a
pilot!) As an example, many non-precision
approaches bring us to 600 feet AGL. An
MDH of 600 feet tells me that if I don’t see
the runway from two miles away, I may be
in for a circle or a missed approach. This

very concept renders a straight-in, one-mile
visibility minimum useless is most cases.
The Truckee-Tahoe GPS-A approach
requires a rate of over 1,000 feet per nautical
mile to get to the minimum descent altitude
(MDA) by the VDP. This rate of descent is
not recommended, and the fact that there is
no published straight-in minimum is a huge
hint. You should be looking for the runway
at the VDP, not the MDA or the MAP. Looking for the runway in front of you when you
get to MDA is probably a bad idea because
it’s most likely underneath the aircraft.
Since pilots are all human, we can only
do one thing at a time. Excellent pilots do
exactly the right thing at the right time and
in the correct sequence, utilizing the least
amount of bandwidth. Experience makes
this easier, but this is only true when you
have had excellent experience. Excellent experience is derived from excellent training.
This compelling concept is most important
to the pilots who fly the least. So if you are
flying fewer than 200 hours a year, get busy.
Consider training twice per year and ask
your instructor to help you construct a set of
checklists, flows and memory items, which will
guide you through each phase of flight, including the approach. Use these items the same way
each and every time. Have and use well-vetted
Standard Operating Procedures. It is within the
SOP that you will find a fast and accurate way
to improve your aeronautical decision-making.
Good pilots are not thrill-seeking risk-takers. Good pilots are well-trained risk managers who endeavor to possess ATP-level skills
and knowledge. Always strive to improve your
risk-management capabilities by insisting on
excellent training. Excellent training does not
cost any more or take any longer, and excellent
training can help prevent accidents. Change is
difficult, but when you commit to this process
you will become a safer, more confident pilot.
You owe it to yourself, your family, and the
entire General Aviation community.
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 provides 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. Contact Dick
directly at mail@rwrpilottraining.com. Additional
information on this and other important topics is
available at the PA-46 Pilot Reference Library at
RWRPilotTraining.com This article is available
for reprint upon request. Fly Safely – Train Often
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MONTANA SKI TRIP

MONTANA
SKI TRIP
MMOPA members really use their airplanes!
BY JERRY BLANK

Many members of MMOPA enjoyed a wonderful
trip to the Bozeman/Big Sky, Mont., area for skiing, sharing interesting airplane stories and lies, and
general fun and folderol from Jan. 27 - 31. Yes, Elie,
we had wine and toasted you. We all hope everything is going well in Switzerland.
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Chad Menne, well known to many as a
superb PA-46 wizard, arranged an amazing day of snowmobiling in Yellowstone
National Park. It was both cold and wonderful. The OAT in the car hit minus 25 degrees
F on the hours’ drive over, but the full-body
suits, boots, heated seats and hand-holds and
other goodies provided by the snowmobile
rental agency — once we found it — made
for a terrific day.
Chad sure knows how to handle those
machines, and some that fly, too. He left the
large home we called the “lodge” (which I
was able to arrange) early to fly commercially to Orange County, California, pick up
a Meridian for another MMOPA member
and take it to Minnesota for a pre-purchase
inspection. (It passed, and all is well.)
 	 You ain’t seen or heard nothing yet until
you’ve encountered a bunch of MMOPA
members with their drinks in an indoor

 	 Then came a few days of great skiing at
Big Sky, Mont. What a mountain! What a
ski area! We had a great time. By the way, be
sure to rent a good four-wheel-drive vehicle
if you want to go skiing. The lodge was very
well heated, as was the vehicle.
Yes, it continued to snow, and do they
know cold! It was 6 degrees F when we
departed for home from nearby Boze-

man. Heated hangars were the norm with
snow, snow and more snow. But a towercontrolled field, full ATC services, and fine
handling all around made for an easy trip.
 	 Arlins Aircraft Services, the FBO at Bozeman, kicked in nice big MMOPA discounts
on hangars, car rentals, and fuel for all as
well as good flying tips. Fuel those planes
before putting them in heated hangars as

Late in the afternoon
some MMOPA members
were hosted at the home
of Warren Miller of ski
film fame, one of the
Yellowstone Club
founders. He was there
and chatted up a storm
with some great
stories about helicopter
operations. It was the
icing on the cake, as it
snowed hard outside.
pool and hot tub at the “lodge” at night, telling lies about their flying abilities and planes.
“Music” Mary Barranger, of the San Diego
Symphony, played the grand piano and sang,
“I want to talk about planes and flying.” The
hoopla was hard to beat.
 	 Jeff Jobe, another MMOPA member, arranged for the group to be hosted at a private
ski area and boarded all day with us along
the way. What a wonderful day. Few people
were on the very private, super-groomed
slopes with powder conditions. Warming
huts with good food were everywhere, and
weather bubbles were installed on the lifts.
Late in the afternoon some MMOPA
members were hosted at the home of Warren Miller of ski film fame, one of the Yellowstone Club founders. He was there and
chatted up a storm with some great stories
about helicopter operations. It was the icing
on the cake, as it snowed hard outside.
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Get A Tax Receipt
Donate Any Airplane
Contact: www.BuildAPlane.org

| 505.980.5915

Help kids learn science, technology, engineering
and math by building or restoring real airplanes.
Your contributions are tax deductible.

www.buildaplane.org
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they will lose their heat as soon as they’re
moved outside for startup, and a pilot has
to be ready to fire it up as soon as possible. You don’t want to be fueling in that
weather on departure. If you aren’t in a
heated hangar, get all of the ice and snow
off of the airframe before takeoff. De-ice
trucks and facilities are all over the field in
winter. Watch the cylinder and oil temps,
if you have cylinders. Oil pressure will
be quite high until temperatures normalize. Watch the freezing level and be aware
that if it is near freezing on the ground,
one of the more common escape routes is
not available. Plan ahead.
 	 MMOPA members present for all or
part of the trip were Chad Menne,

MMOPA is now hoping
to have a similar ski bum
and “bummette” gathering hosted by Vanier in
Switzerland in 2015.
MMOPA’s European
members have already
started responding.
Dave Laughton and Rae Percival from
Australia (who went on to tour the U.S.,

Spain, and other parts unknown), Jeff Jobe,
and others. Some who planned to be there
could not attend at the last minute. We really
missed Elie Vanier, Rich Pickett, Jason Talley
(with his 1.8 mach plane), Patrick Kane and
others. The “lodge” was big enough for all —
and some non-MMOPA members, too.
MMOPA is now hoping to have a
similar ski bum and “bummette” gathering hosted by Vanier in Switzerland in
2015. MMOPA’s European members have
already started responding. A number of
U.S.-based MMOPA members will also be
going. Right, Elie?
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MiPAD

The Broadmoor

Garmin Pilot 6.1 on iPad Air

Upgrades and Travels
The Best iPad Apps (and Accessories), Spring 2014
BY JOHN D. RULEY

P

ilots tend to be
conservative – and
I’m no exception.
I didn’t try an iPad
until they’d been
available for quite awhile, and I
wasn’t the first pilot in my area to
use one. That also made me slow
to upgrade the operating system
that controls all iPad functions.
Since iOS 6.x was working, I
wasn’t in a hurry to try out iOS
7.0. Based on what I’d heard from
other pilots and read on the web,
that may have been a good thing.
The 7.0 version of iOS had a
reputation for flattening batteries
quickly and for being less than
stable in some situations.
Fortunately, Apple hasn’t
been standing still, and successive patches and upgrades
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have pretty much cured the
early problems. So I finally got
around to upgrading just recently, and I’m pleased to report
that, so far, what’s now iOS 7.1
has been completely stable and
a bit faster than the old version
on my trusty iPad 2. Be aware of
a couple things if, like me, you
haven’t upgraded until now.
First, I highly recommend
backing up before any upgrade.
You can do this by syncing with
a desktop or laptop computer
(either a Mac or Windows
PC) or using Apple’s iCloud
service. I did the former. With
that complete, open the iPad’s
Settings app, select the General
tab, and tap Software Update.
You will need an internet connection (wi-fi or cellular).
2 0 1 4

During the update, you’ll hit
the first possible gotcha – you’ll
be asked if you want to enable
automatic updates for apps. I
strongly advise not enabling
this feature. If you do, any time
your iPad has a live internet
connection and detects an
upgrade for one of your apps
is available, it will download
it. That’s convenient for people
who mostly use the iPad in
an office environment but, for
pilots, it could mean that upgrades will be downloaded at
inconvenient times and places
– like while driving a crew car
or at the desk at an FBO – leaving you with less than the full
battery charge you want before
departing on a long leg. If you
decide later on that you want
to try this feature out, you can
find it in the iTunes and App
Store settings.
The update takes several
minutes to finish. When it’s
complete, you’ll be introduced
to the new home screen and
the “flat” look that received
so much attention when iOS
7 was first introduced. I am
happy to report that all apps,
including a wide variety of
aviation applications, survived
the upgrade with their settings
intact.
I’d held off upgrading iTunes
on my PC and had to upgrade it
(to version 11.1) before I could
sync after upgrading my iPad.
That took a few more minutes.
Aside from the new look
and the auto-update feature, a
Apple IOS7 App Select screen

few changes in the way things
work may come as a surprise.
Switching between apps – and
closing those not in use – is
still done by pressing the home
button twice. In the new version, you won’t see the Ribbon
Bar of icons for all running
apps. Instead, you’ll see small
versions of the app windows.
Scroll left or right to find the
one you want. Tap to bring it
to full screen or swipe up with
two fingers to close it.
Other operational changes
– mostly small — take some
getting used to. I highly
recommend spending at least
a couple of hours playing
with an iPad after upgrading
before taking it on a busy trip.
The iOS 7.1 upgrade is free.
For more information browse
Apple.com/ios/.
GARMIN PILOT 6.1 OFFERS
SYNTHETIC VISION
In our Winter 2013 issue, I
discussed apps (and other
techniques) for emergency use
and highlighted Xavion, which
provides GPS-based synthetic
vision with automatic guidance to the nearest runway.
Garmin is now offering a
synthetic vision feature in the
latest version of their Garmin
Pilot app. It provides a display
basically comparable to what
you’d see on the primary flight
display (PFD) of an aircraft
with a G1000 glass panel. In
addition to synthetic vision and
typical glass panel PFD features,
Garmin Pilot can provide

MiPAD
weather and traffic displays when used with
Garmin’s GDL-39 3D portable ADS-B data
link receiver. Garmin sells the Pilot app on
a subscription basis for $74.99 per year. A
one-month free trial is available. The GDL39 3D has a suggested retail price of $849.
You can find the Garmin Pilot app at the
iPad AppStore. For more on the GDL-39,
browse Buy.Garmin.com

charge. (In fact, as I write, the AirStash is
still partly charged almost a month later!)
The AirStash A02 sells for around $70.
(I got mine from Amazon.com.) For more
information, browse AirStash.com.
I hope your travels are safe and fun!

John D. Ruley is an instrument-rated pilot, freelance
writer, and recent graduate of the University of
North Dakota Space Studies graduate program
(Space.edu). He’s also a volunteer pilot with Liga
International, which operates medical missions in
northwest Mexico, and Angel Flight West (AngelFlight.org), which offers free air transportation to
medical patients. You can reach him by email at
jruley@ainet.com.

AIRSTASH: PORTABLE IPAD BACKUP
Backup can be an issue for iPad users –
something I’m especially sensitive to as
a pilot, writer and photographer. In the
cockpit, we mostly worry about an iPad
not working at all, so I use (and recommend) paper back-up charts. Other pilots
I know carry more than one iPad so one
will always be available. But another kind
of backup can be an issue if you travel
and use an iPad as your only computer.
This became apparent to me as I prepared
to spend a week in the Mexican state of
Campeche, assisting in a medical mission
with Liga International (The Flying Doctors of Mercy). WiFi access isn’t available
there outside of major hotels and, while
cellular access was available in some locations, it was a less than ideal option. Apple
sells an iPad camera connection kit that
includes a reader for Secure Digital (SD)
data cards, but it will only read from the
cards, not write to them. What I wanted
was something that would let me both read
from and write to an external data device.
The AirStash A02 solved my problem.
It’s a black and green gizmo slightly
larger than a cigarette lighter, with a USB
connector (used to charge its internal
battery) at one end and an SD card slot
on the other. Insert an SD card in the slot,
turn AirStash on and the iPad will see it
as a wi-fi access point. The companion
AirStash app lets you copy photos and
documents from the iPad to the SD
card and back. It worked perfectly
for me, backing up more than
1 gigabyte of photos and documents during the week – all on one

AirStash A02
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TAX TALK

Where will the 2014
tax laws take aviation?

Despite some ambiguities, now is the time to start planning
BY HARRY DANIELS, CPA, CFP, PFS, CVA

W

here we and our tax positions are heading in 2014 is still
anybody’s guess at this point.
Congress has promised hearings on the tax extenders
in April. Congress has submitted a tax package, and the
White House has prepared its budget. Surprisingly there
are a lot of similarities but some major differences as well.

The Senate Finance Committee wants
to make the extenders permanent tax law
instead of revisiting these same issues every
year or two. Let’s take a look at a couple of the
tax extenders that are significant to aviation.
Sales tax is a big issue for aviation both at
42
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the federal and state tax levels. I can’t think
of a state that does not have a personal or
corporate income tax and sales tax tied to
this. All 50 states have sales tax issues. For
federal tax purposes, the sales tax deduction
for individuals as an itemized deduction

(Schedule A) expired at the end of 2013 and
is presently off the books – unless extended
by Congress. Without being extended, the
loss of this deduction could have a negative
impact on aviators who fly for the love of
flying and have no tax-deductible business
reason for spending their money to fly.
The 50 percent bonus depreciation on
new equipment expired at the end of 2013
unless you had made a qualifying deposit
to purchase a new aircraft to be delivered
in 2014. Since the addition of the bonus
depreciation sometime around 2002, we
have seen various percentages ranging from
30 percent all the way up to 100 percent with
the last couple of years being 50 percent.
This provision has been a strong economic
incentive for business to expand and replace
their aging equipment. Hopefully this will be
reinstated and made a permanent part of the
tax code.
Section 179 is still alive and almost well

TAX TALK
but it has taken a severe blow. For years 2010
through 2013, the maximum Section 179
deduction was $500,000 assuming you had
income to absorb that much of a deduction.
Now for 2014, the maximum deduction for
Section 179 has been reduced to $25,000.
Personally, I will go out on a limb and say
that I expect this amount will be raised but I
am not willing to make a prediction on the
amount. I will tell you that this is one of the
extenders under consideration to be made
permanent. Also, some of the dollar limits
I have seen discussed are higher than any
prior amount we have seen. This could be a
strong incentive to aviation and allow a rapid
tax write-off for equipment assuming you
have the income to take the deduction.
For 2014, the tangible property depreciation and repair regulations will be a factor
to deal with. We are expecting brand new
elections will need to be made each year on
business returns and schedules regarding the
deduction for repair expenses and supplies.
Also, you will need to be spot-on in selecting
the proper depreciation life and method.
You may find yourself becoming very well
acquainted with Form 3115 (Change In
Accounting Method) in dealing with these
new regulation requirements. Make sure
you have your written business capitaliza-

Congress is looking
at changing the depreciable life of a non-commercial plane from five
years to seven years.
That seems to have
everybody in an uproar.
But when you think
about it, it is really not
the end of the world.
tion policy in place. Aviation got a big boost
from these regulations on deducting annual
inspections and TBOs.
Congress has kicked the depreciation life
of an airplane around for several years. An
aircraft not used commercially generally has
a tax life of five years. It doesn’t matter if the
plane is 23 years old when you buy it; you
assign it a five-year depreciable life for tax
purposes. So at the end of five years (technically six years), you have fully depreciated
the plane. Congress is looking at changing
the depreciable life of a non-commercial
plane from five years to seven years. That
seems to have everybody in an uproar. But

when you think about it, it is really not the
end of the world. When you compare the
two, almost 87 percent of the plane would be
depreciated after five years using the sevenyear rule when compared to fully depreciating the plane after the current five-year rule.
So there is only just over 13 percent that is
hanging out there for the last two years.
Pay close attention to the Section 274
documentation rules for the business use of
your plane. This is mandatory – who, what,
where, when and, most importantly, why.
Without this required information about
the use of your plane, the IRS can totally
disallow all your aviation travel expense
including the depreciation. Don’t go to sleep
on this.
Be sure to stay in touch with your tax
preparer. These changes could have a major
impact on your 2014 tax return.
O. H. “Harry” Daniels Jr. is a CPA,
a CFP certificant, and a certified
valuation analyst. He is a partner
with the firm of Duggan, Joiner
& Company, Certified Public
Accountants and can be reached
at 334 N.W. 3rd Ave., Ocala, FL
34479, telephone 352.732.0171,
fax 352.816.1370, email OHD@DJCoCPA.COM. He
has held his license as a private pilot since 1991. This
article is available for reprint upon request.
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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 MERIDIAN

PIPER OPERATIONS VP
LAYS OUT FACTORY
PLAN FOR THE FUTURE
CEO imports key new executive

P

iper President and CEO Simon Caldecott brought in Jim Funk to fill the position of
vice president of operations that Caldecott vacated after the company promoted him
to president and CEO. MMOPA recently caught up with Funk to talk about some of
the manufacturing changes occurring at the Piper factory in Vero Beach, Fla.
Funk’s responsibilities include aircraft manufacturing operations, production engineering, logistics and quality, and he brought 30 years of operations management,
manufacturing engineering and program leadership experience to Piper’s senior leadership team.
Before joining Piper, Funk held many leadership positions in electronics and the aerospace industry.
He previously served as Bombardier Learjet’s general manager of operations for a major developmental program and before that was vice president of operations for Hawker Beechcraft Corp.
and its predecessor, Raytheon Aircraft, responsible for turboprop and piston programs. He holds a
Bachelor of Science degree in Industrial Engineering from Trenton State College in New Jersey and
has completed advanced courses in leadership, quality and manufacturing disciplines.
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MMOPA: In the past there have been a
number of senior level changes at Piper, including bringing you in and the promotion
of Simon Caldecott to CEO. How long have
you worked with him, how is the company
navigating the changes, and where is the
company headed today?
FUNK: I’ve known Simon for about 20 years
and worked with him about 14 of the years
that I was with Raytheon and Beech Aircraft.
He has a very methodical and controlled approach toward the organization here and did
some very good things when he was in my
role, mainly focused on stabilizing the operation and on the types of product that Piper
Aircraft specializes in: mainly small business
aircraft and the trainer market.
He set the stage for a straightforward and
continuous improvement program that concentrated on stabilizing operations, improving operations, and then growing the business. I think,
if you walked through Piper today, everybody
has a clear understanding of what this vision is.
We’re focused right now on the mid-stream of
the improvement phase of that journey. We’re
looking at every aspect of the business and improving it every day as we go along. Certainly,
one of the things that people were concerned
about was, you know, the consistency of leadership here, and those concerns have dissipated
with Simon and the leadership team.
MMOPA: Okay, let’s just start from the beginning. Specifically, what kind of changes
are the company making in facilities and
equipment?
FUNK: One of the integral things that we’ve
done recently was to really strengthen the

quality of every product rolling out of our
hangar doors. The way we described it in our
five-year plan was to strengthen manufacturing quality, energize the workplace, and build
the product better, cheaper and faster, which
is an old cliché in the manufacturing operations, but we’ve done it with a very deliberate
chain of events that we launched last year.
We put in place a new concept, called the
Advanced Manufacturing Projects area. We
gave it the term Piperworks, basically kind of
a skunkworks operational excellence area, and
we’re using that to drive innovation and continuous improvement across the operation.
Part of that is, obviously, to grow and improve
the existing manufacturing operations and
leverage equipment upgrades and process
changes to improve the overall quality and
producability of the aircraft. I hate to use too
many buzzwords, but we are interested in the
flow of the factory, the equipment that we’re
using, and then the methods and training that
we’re initiating to help our employees build
the aircraft. It results in improved quality.
MMOPA: Who gets to see the Piperworks
area in action?
FUNK: When I bring dealers into the factory,
I’ve taken a number of them through the area
that we’ve created, basically a laboratory that
we use to experiment and develop some of
these processes. Then we bring the employees
in to get their input and, eventually, to get
their “buy in” to some of the process changes
that we want to make. I tell the dealers that
we are going to use this process to drive
improvement across the organization. Then
the improvements will in turn drive efficiencies and improve quality, but will also allow us
to take some of those efficiencies
and reinvest them back into the
company and make a stronger
company. And in the long run, it

gets our dealers and customers better quality
and a more innovative product.
MMOPA: What kind of investments are you
making as a result of this process, as far as
actual improvements?
FUNK: We are using the Piperworks area to
continuously drive improvement. Some of the
improvements that we’ve invested in during
this past year have been some re-layout and rearrangement of the shop floor to improve flow
and improve quality. As we started to invest
in new technology equipment, we recently
brought on-line a precision water jet cutter and
new pneumatic tool-bending equipment. In
addition, and this may sound rather mundane,
but for a manufacturing operation we rely on
the power to run all the equipment and the systems in the factory, so we’re doing a complete
upgrade of the electrical system in the factory.
Some of that targets lighting and cost reduction
through energy savings.
MMOPA: What kinds of things are you doing in the energy area?
FUNK: We have brought in some new, lowcost LED lighting systems, and we’re starting a
very methodical, phased retrofit of the factory
as we can afford it and as we refurbish certain
areas. It improves the brightness of the areas,
and it also reduces the energy costs pretty
significantly. We’ve also looked at a number of
the different infrastructure systems, from air
compressors to cooling and heating systems
because one of our key projects in Piperworks
is energy-cost reduction. We are basically on a
green mission.
We’ve targeted about $1 million in savings
over a five-year period on energy costs. This
past year alone, we targeted about a $250,000
reduction, and we were able to achieve that.
A lot of different energy initiatives went into
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For business or pleasure?
Why not both? With the Piper Meridian, it’s never strictly business.
500 miles between your morning tee time and afternoon business
meeting is easily attainable. With its advanced Garmin G1000 flight
deck, pressurized cabin, ability to cruise up to 30,000 feet, and
powerful PT6 turbine engine, you can do it all in a day for about a
million and a half less than its closest competitor. Luxury is par for
the course with room for six, and nearly 50% more cabin volume than
any four-place aircraft.

Equipped for your versatile lifestyle.
piper.com
or 1.866.FLY.PIPER
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that, including lowering electrical costs, the
costs of fuels and things as simple as some
improvement that we’ve done to the factory
that stopped the air conditioned airflow from
going out of the building.

the ability to see much more clearly than
they could see before. It’s worked out well.

MMOPA: What other kinds of facilities
changes are you making?

FUNK: It improves quality because it improves the mechanics’ ability to accomplish
the task that they’re assigned without the use
of manual flashlights and some other tools
that were cumbersome in the performance
of their jobs. It really allows them to see the
aircraft in much greater detail and accomplish
their jobs faster and more efficiently.

FUNK: We’ve upgraded the chiller system
here, which is a fairly major investment. We
use a water chiller system that’s on the roof,
and we invested in an upgrade to that system
which is much more energy efficient. Improved
capabilities now allow us to shut off some of the
other chillers and operate off a single chiller in
the factory on the days that aren’t quite as hot.
MMOPA: How have the employees reacted
to these changes?
FUNK: From an employee satisfaction
perspective, their ability to do their jobs
has increased greatly because they can see
the production aircraft better. We replaced
the lighting in our flight area, which is
exterior to the building, outside where we
do our final flight preparation and avionics
load, engine run and the flight operations.
We replaced the lighting there because a
lot of the employees start work out there
at 5 a.m. and we have a second shift there
working through the night until 2:30 am.
So, lighting was a very big factor outside.
We replaced some of the light there, and the
people are thrilled with the operation, and

MMOPA: We assume that also impacts
quality, doesn’t it?

MMOPA: What is Piper doing with the cost
savings?
FUNK: Clearly, an overall cost reduction
allows us to then reinvest in new equipment
and new technology and ultimately future
aircraft improvements that are good for our
loyal customers.
When I talk to the dealers, the first thing
they think is, oh, we’re going to reduce the
cost of the aircraft. Well, not necessarily,
because we’re reinvesting that money into the
manufacturing operations and the development of new and future designs.
MMOPA: What would you like to say that
we haven’t covered to this point?
FUNK: We have a very defined and deliberate
program of focusing on improving the manufacturing operations and obviously it’s focused

(ABOVE) Piper’s equipment upgrades and layout
improvements are vetted using a 3-D factory model
with moveable aircraft and equipment replicas. It
allows the company and employees to test the
changes. It becomes a collaborative effort to determine what is the best production flow for the factory.

on improving product and parts quality and
cost and cycle times. I think over the next
couple or three years here, as money permits,
we’ll have the ability to revitalize the factory.
Our focus is to really work on finding ways
to improve the processes, enhance the training
for our team here, and build a better product.
We did one interesting thing in the Piperworks
room. When we looked at the factory flow, we
found that it was not necessarily laid out in
an efficient manner. One reason for that was
that when the facility got hit by a hurricane the
company had to do some very quick rearrangements and move some of the operations into
some buildings that weren’t damaged.
MMOPA: What do all these changes mean
for existing Piper customers?
FUNK: Our goal is to make the company as
strong as possible so we can continue to invest
in R&D, product development programs and
quality improvements to new airplanes and
parts provisioning. As we develop improvements for our customers in the future, the
aviators that fly our airplanes today can rely on
a stronger company that manufactures quality
airplanes and reliable and available spare parts,
while incorporating the most advanced avionics,
for example the recent conversion to Garmin
G1000 for all M-Class aircraft.

S P R I N G

2 0 1 4

p

M M O PA

M A G A Z I N E

47

TRAVEL
its former use, the runway is appropriately more than 9,000 feet long, with even
creatively loaded PA-46s having no difficulty
getting airborne.
The airport itself has struggled a bit in
civilian hands, and the CAT traffic using it is
sporadic and seasonal. The weather there is
among the best in the UK, but summer is really the only time the area is busy. Low-cost
carriers are the sole users of the airfield. In
many ways this is surprising as road links
to this part of the UK are poor, and aviation
is a great way to turn a five-plus hour road
trip into a 40-minute flight. Nonetheless, the
airport’s future is by no means guaranteed.
We were hosted by the very friendly
people at FlyNQY – a local flying school
which also handles light General Aviation.
And with their support and an ATC team
that apparently rarely sees quite so many
inbounds from the flight levels, the arrivals
went without a hitch.
Well, that is not altogether true as England
put on its best weather — with fog, low
clouds and rain across the South and London being among the worst hit. As several
aircraft were based at VFR-only fields, this
created a real risk of not getting back that
day. The METAR at London Heathrow on
the morning of the fly-in was:
METAR COR EGLL 171050Z 07005KT
9000 FEW007 BKN009 BKN029 09/08
Q1025 TEMPO SCT009=

MMOPA members gather in the UK
The first get-together was a huge success

I

BY JERRY BLANK

n September last year, Paul Sherry (MMOPA member) and I thought
we might organize a meet-up at a UK airfield for lunch – he in his
JetProp and I in the Meridian. We could then spend lunch discussing his climb rate versus my TAS, each steadfast in the view that his
aircraft was superior.

We settled on Nov. 17 (a somewhat courageous decision given the vagaries of UK
weather) and thought we might see if any
other UK-based PA-46 pilots would like to
join us. It is often the case with these sorts of
things that many people show initial interest
but few actually attend. In this instance,
however, we were pleasantly surprised.
We sent out an initial invitation to an
informal list of PA-46 owners and had a good
reply with three-to-four aircraft planning to
come but reserving the right to cancel. Over
the subsequent two months we ended up with
12 aircraft confirmed (11 of them PA-46, the
48
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12th a TBM owned by a PA-46 co-owner)
bringing 35 guests for lunch. While not exactly
MMOPA Convention numbers, for UK-based
aircraft this was a strong contingent and probably the largest single gathering of PA-46 in the
UK. To put this in perspective, we probably
had the majority of the UK PA-46 community
planning to attend, a strong showing percentage-wise independent of the limited number.
The fly-in was planned to Newquay Airport (ICAO: EGHQ) in Cornwall in the far
southwest of the UK. This was formerly RAF
St Mawgan, which was, among other things,
a USAF tactical nuclear bomber base. Given

One aircraft (Steven Turley in JetProp
N111BP) was not able to make it for this
reason. Another Mirage G-GREY owned
by MMOPA member Steven Day, was faced
with even worse weather in Gloucestershire,
and he had to unload the family and have
lunch locally. His METAR read:
METAR EGBJ 171050Z 00000KT 1500
BR OVC003 08/07 Q1025=
While the weather made the trip an adventure for almost everyone, the most impressive arrival had to be Gael de Boissard who
arrived in his Meridian with its very nice
new panel almost straight from Iceland. The
Atlantic crossing itself was no small achievement at that time of year.
So out of the 11 PA-46s, nine made it to
Cornwall (as did Paul Trevor’s TBM850
N97RN), and we were treated to lunch at the
Watergate Bay Hotel before each made its way
back into the descending gloom of an English
winter. I hope this is the start of more regular
UK (and European) meetings for the PA-46
fleet here.
Thanks to everyone who was able to join us.

When it comes to Piper PA-46 support,
it’s all about Experience!

We Are The PA-46 Series Professionals
Des Moines Flying Service, Inc.
1-800-622-8311
or

515-256-5300
www.dmfs.com

CheCk This OuT:

• More Than Seven Decades of
Piper Sales/Service Experience.
• Extensive Piper Parts Knowledge
& Research Capability.
• Our Parts Staff Averages
25 Years Expertise.
• Extensive “Hands-On”
Service Center Support.
• Huge Piper Parts Inventory.

Expert SPECIALIST
Flight Instruction
PA-46 TRAINING

Consultation
MERIDIAN JETPROP& MALIBU
MIRAGEServices
MATRIX

All courses are taught by Ron Cox.
INITIAL/REFRESHER
Ron has
over 25COURSES
years experience
SOE INSURANCE
APPROVED
in the advanced aviation training
Syllabusbusiness.
includes:
• Systems

• Avionics
PA-46 TRAINING
• Autopilot SPECIALIST

• Emergency
Training
MERIDIAN JETPROP
MALIBU
MIRAGE MATRIX
INITIAL/REFRESHER COURSES • S.O.E. INSURANCE APPROVED

All courses taught by Ron Cox who has over

25 years
experience
in the Autopilot,
advanced
aviationTraining
Syllabus
Includes:
System, Avionics,
Emergency
training business.

Locations: KVRB, Mobile Onsite, Anywhere USA

Locations:
KVRB/KAVL
MOBILE ONSITE
ANYWHERE USA

eTRAINING

NOW
AVAILABLE

Mobile:
(772) 538-1965 INFORMATION
E-Mail: rcoxpilot@msn.com
FOR
ADDITIONAL
VISIT:

www.roncoxaviation.com
E-mail: info@roncoxaviation.com
Mobile: (772) 538-1965
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Santa Catalina remains
the Island of Romance
BY MICHELLE CARTER

I

f a 26-mile hop over the Pacific holds any appeal for you, Santa Catalina,
the Island of Romance in the Four Preps poster song of the ‘50s, awaits.
Catalina, the southernmost of the Channel Islands that stretch along the
California coast from Los Angeles to Santa Barbara, has been inhabited (on
and off) for the past 7,000 years. Pleasure-seekers from the mainland have
followed a parade of explorers, smugglers, gold diggers, pirates, hunters, Union
soldiers, missionaries and entrepreneurs who knew a gem when they found it.
In the mid-19th Century, California’s richest man, James Lick, bought the island
and became the first to try to establish a resort there. Chewing-gum magnate William Wrigley finally succeeded at the task in 1919. He built a casino and brought
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his Chicago Cubs to the
island for spring training
until the mid-‘50s.
During the ‘30s, ‘40s
and ‘50s, Catalina was the
playground of the Hollywood set and prominently featured in many
films made during the period. Wrigley heirs gave
88 percent of the island
to the Catalina Island
Conservancy in 1975;
the rest is still owned and
operated by the Santa
Catalina Island Company.

Perched on a manmade 1,600-foot mesa in
the center of the 22-mile
long island is Catalina’s Airport in the Sky
(KAVX), which is run
by the Conservancy. It
features a 3,000-foot runway (in fair condition,
according to AirNav)
and offers tie-downs but
no fuel — so top off before you leave the mainland. An island shuttle
will carry you to Avalon,
the easternmost and

most densely populated
town, or the unincorporated Two Harbors at the
“waist” of the hour-glass
shaped island.
Campgrounds and
hiking trails criss-cross
Catalina, but most of the
visitors are heading for
the beaches and coves
of the east end or Two
Harbors. Water and land
expeditions are available year-round to take
you to the rugged west
end and on around the
island, but you won’t
want to miss the iconic
casino right on the

harbor in Avalon. Wrigley’s circular Art Deco
wonder now houses a
movie house, museum
and ballroom, which
once showcased all the
Big Band greats.
For the full resort
treatment, you may want
to settle in at the Hotel
Atwater or the Pavillion
Hotel near the beach in
Avalon. But for a genteel
step back in time, consider a stay at Banning
House Lodge near Two
Harbors. This 12-room
bed-and-breakfast has

given new life to the
Craftsman-style lodge
that the Banning brothers built as their summer
home in 1910 when they
owned the island. You
can settle into the trellised courtyard for a glass
of wine and spectacular
views of the coastline at
Two Harbors and the
California mainland.
An overflight of the
island before you land will
orient you to Catalina, but
you’ll need to stay at least
500 feet above the terrain

on the west end January
through July to protect
the nesting Bald Eagles
which have just been
reintroduced to the island.
Prominently mentioned
in diaries through the
mid-20th Century, DDT
contamination from
mainland industry wiped
them out in the ‘70s.
Conservation efforts have
restored Bald Eagles to
the island, and 25 nesting
birds are now raising
families on Santa Catalina.
Guess it’s still the
Island of Romance.
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IF YOU GO…
AIRPORT IN THE SKY (KAVX)
P.O. Box 2739
Avalon, CA 90704
310.510.0143
CatalinaConservancy.org
BANNING HOUSE LODGE
1 Banning House Road
Two Harbors, CA 90704
800.626.1496
VisitCatalinaIsland.com
PAVILLION HOTEL
513 Crescent Ave.
Avalon, CA 90704
877.778.8322
VisitCatalinaIsland.com
HOTEL ATWATER
120 Sumner Ave.
Avalon, CA 90704
877.778.8322
VisitCatalinaIsland.com
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Chattanooga
will anchor
your Civil War
pilgrimage

C

BY MICHELLE CARTER

hickamauga, Lookout Mountain, Missionary Ridge — They’re all
elite battle sites on any Civil War buff ’s Top 10 and all accessible
from a home base in Chattanooga, Tenn. A glance at a map of Tennessee explains it all.
Chattanooga sits in the southeastern corner of the state just over
the border from the nexus of Alabama and Georgia with North Carolina just
150 miles east over the Great Smoky Mountains.
Because of its strategic location and viable river and rail systems, Chattanooga
served as gatekeeper to the Deep South, and both the Union and the Confederate armies sought to control the region. Some of the bloodiest and most complex
battles of the Civil War were fought during the fall of 1863 on Lookout Mountain
and Missionary Ridge above the Tennessee River and the Chattanooga Valley.
Union Gen. William
Tecumseh Sherman, as
commander of the Army
of the Tennessee, used
victories around Chattanooga to launch his
March to the Sea through
Atlanta, 100 miles southeast of Chattanooga.
Those fights are replayed
at the Battles for Chattanooga, a dynamic museum in a theater setting
on Lookout Mountain.
The Chickamauga
and Chattanooga National Military spans the
borders of Georgia and
Tennessee, with major
52
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units at Chickamauga,
Lookout Mountain, Missionary Ridge, Orchard
Knob and Signal Point.
The park is headquartered at Chickamauga
Battlefield, where the
meadows and woods
of northwest Georgia
witnessed the last major
Confederate victory of
the Civil War.
Should you prefer a
stylized interpretation of
Chattanooga’s role in the
War Between the States,
drop by the Buttonwillow
Civil War Dinner Theater
in the antebellum hall
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of the Buttonwillow
Church in Whitwell,
Tenn., where the chance
meeting between a
Union brother and his
Confederate sister during
the war is re-enacted.
Besides the Civil War
trivia and relics, you’ll
be treated to Southern
cuisine based on authentic 19th Century recipes
with desserts borrowed
from the Confederate
White House.
The highlight of your
stay in the Scenic City
will be a ride on the
Incline Railway. Built in

1895, it’s the world’s steepest passenger train powered by two 100-horsepower engines and a
pulley system. Two cars
operating simultaneously
pull each other up and
down the mountain on a
single track (except for a
few yards in the middle
where they double-track
to pass each other).
To reach the wonders
of Chattanooga, you
will fly into Lovell Field
(KCHA), a mere five
miles from downtown.
The airport offers two
long runways
(5,575 feet and
7,400 feet) with
AvGas and JetA
available. The
FBO, Wilson Air
Center, promises
a courtesy van
and a Hertz Renta-Car agency.
Pick one of
Chattanooga’s
bed-and-breakfasts
or boutique hotels for
your base of operations. The city’s website,
ChattanoogaFun.com,
can set up reservations
for scores of lodgings,

but pay close attention
to the Garden Walk
B&B Inn on Lookout
Mountain or the Bluff
View Inn in the downtown historical district,
which features the Bluff
View Art District and
the 12-mile RiverWalk
pathway.
They both promise
wi-fi so you could stream
Gone With the Wind or
Lincoln to frame your
battlefield visits.
IF YOU GO…
LOVELL FIELD (KCHA)
1001 Airport Road
Chattanooga TN 37421
423.855.2200
ChattAirport.com
WILSON AIR CENTER FBO
932 Jubilee Drive
Chattanooga TN 37421
423.855.2299
WilsonAir.com
GARDEN WALK B&B INN
1206 Lula Lake Road
Lookout Mountain GA 30750
706.820.4127
GardenWalkInn.com
BLUFF VIEW INN
411 E. Second St.
Chattanooga TN 37403
423.265.5033
BluffViewInn.com
BUTTONWILLOW CIVIL WAR
DINNER THEATER
1060 Main St.
Whitwell TN 37397
423.658.7478
ButtonwillowChurch.com

14 Years Flying PA46 Corporately
14 Years CFII/MEI
22 Years GA Experience
ATP/CFII/A&P Mechanic
Flexibility in Scheduling
Your Location or Ours

Insurance Approved

423-647-4359

WWW.FlightTrainOnline.com

RJ Tutt
Aviation

Matrix-Malibu-Mirage-Meridian
Initial/Recurrent Flight Training
Stockton, CA (KSCK)
Serving the West Coast
for 15 Years
209.478.6075 209.482.7433
rjtuttaviation@comcast.net
www.rjtuttaviation.com

References Available

A i r To A i r
LIMITED EDITION
BOXED SETS

Regular edition 4-book boxed set
$320 + S&H
Leatherette edition - individual books
$90 + S&H

316 263 5537

www.airtoair.net
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Overflying the Grand Canyon?
Set up your base camp in Kanab!
BY MICHELLE CARTER

I

s a Grand Canyon fly-over still on your bucket list?
No need for you to stand firmly planted on the rim and check out the wonders
before you. Pilots are blessed to be able to take in perhaps the most incredible
geography on the planet — from the sky where it’s ALL spread out before you.
And while you’re there, Zion National Park is just off to the west and Bryce
Canyon National Park a bit to the north, not to mention five national monuments,
two state parks and two national forests with stunning vistas in every direction.
The geologic history of this remarkable red-rock region was carved out by earthquakes and volcanoes, the erosion of lakes, rivers and wind — and eons of time.

So if you’ve got the
time, set your GPS for
Kanab, Utah, perhaps
the most accessible
hub and base camp for
your exploration of the
area. Kanab’s Municipal
Airport (KKNB) with its
6,200-foot runway, offers
all the necessary amenities including AvGas and
JetA as well as an Xpress
Rental Car Agency.
You may need that car
if you want to do some
earthbound exploring
— and you will! This
area of Southern Utah is
famous for its numer54
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ous slot canyons – long
narrow slits cut through
sandstone, with towering walls so close that
you can barely squeeze
through in some areas.
Formed by water over
thousands of years,
these hairline cracks in
the earth’s surface are a
hiker’s and a photographer’s paradise of tightquartered caverns.
For all things Kanab,
head to VisitSouthernUtah.com where you’ll
find an expansive list of
lodgings from a mountain retreat overlooking
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Lake Powell to motor
courts reminiscent of
the ‘50s. If you’re in the
mood for retro, consider
the Quail Park Lodge
where they’ve taken the
roadside motel upscale
with just enough of the
kitsch preserved. (And
they’ll pick you up at the
airport!) B&Bs abound
in the small towns of the
region, but in Kanab,
you’ll want the Victorian Inn with its most
celebrated hot breakfasts.
Native Americans
have roamed this fourcorners region of the

American Southwest for
thousands of years. Spanish missionaries were the
first Europeans in the late
18th Century, followed
not long after by Mormon pioneers who came,
left and returned again
to stay. But the regulars
we probably know the
best are the Hollywood
actors of the ‘40s and ‘50s
who filmed hundreds of
westerns in and around
Kanab. In fact, if you
walk around town,
you’ll see hitching posts
with photos of movie
stars who took down
gunslingers or brawled in
bars along the main drag.
To overfly the Grand
Canyon, get a copy of
the Grand Canyon VFR
Aeronautical Chart to
acquaint yourself with
the flight corridors in this
Special Flight Rules Area
that will offer magnificent

vistas without infringing on the five flight-free
zones. Take careful notice
of the unique corridor altitude limitations: 11,500
or 13,500 feet northbound
and 10,500 or 12,500 feet
southbound. And don’t
hesitate to contact Los
Angeles Center; they’re
happy to help.
If your Kanab
approach or departure takes you to the
southeast, don’t miss
Monument Valley on the
Colorado Plateau. Your
flight will take you over
the Navajos’ Valley of the
Rocks, the vast cluster of
sandstone buttes and columns reaching 1,000 feet
above the valley floor.
Breathtaking!
IF YOU GO…
QUAIL PARK LODGE
125 N 300 West
Kanab UT 84741
435.215.1447
QuailParkLodge.com
VICTORIAN INN
190 North 300 West
Kanab UT 84741
435.644.8660
KanabVictorianInn.com
KANAB MUNICIPAL AIRPORT
(KKNB)
2378 U.S. 89A
Kanab UT 84741
435.644.2299
AirNav.com/airport/KKNB
XPRESS RENTAL CARS
1530 South Hwy 89A
Kanab UT 84741
435.644.3408
XpressRentalCarofKanab.com

SAVE THE DATE
MMOPA 24th Annual Convention
October 15-18, 2014
Hyatt Regency Coconut Point
Bonita Springs, Florida

A resort like no other awaits you at the Hyatt Regency Coconut Point Resort & Spa. Sitting on 26
breathtaking acres overlooking Estero Bay Aquatic Preserve, you will feel your cares melting away as
soon as you arrive at our Bonita Springs resort. Soak up the Florida sun poolside or play like a kid
again on the 140-foot water slide and private beach. Want to work up a sweat? Play a round at our
world-class class Raptor Bay Golf Club, then recharge with luxurious treatments at Stillwater Spa.

S P R I N G

2 0 1 4

p

M M O PA

M A G A Z I N E

55

WHEN THE
UNEXPECTED
HAPPENS...

...NOTHING PREPARES YOU
LIKE SIMULATOR TRAINING
It takes you beyond the realm of checklists
and procedures and delivers the confidence of
knowing you’ve mastered the unexpected.
Visit www.simulator.com to see a video
describing why SIMCOM’s instructors,
simulators and training locations will make
your training experience special.

Visit SIMCOM’s website at

simulator.com
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