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FROM EXECUTIVE DIRECTOR

TOUCHPOINTS!
By Martin E. Doran

I

the brave new world of social media, we
em to know more and more about people
cause it is simply easier to communicate
th others than it was in days gone by.
n our family, I seem to be the last to know if my son or daughter
ting someone new at college. My brothers and sisters and their
dren learn about matters like this before me because they have
efriended my kids on Facebook. I guess I am just an old timer
thinks it is better to pick up the phone (or maybe even text)
communicate directly with my son or daughter.
t the recent MMOPA annual board meeting in Savannah, Ga., I
ke to the board about the eight “touchpoints” that MMOPA has
its members and just how important they are to our organizaIf we don’t stay it touch with you, we won’t know what you, our
mbers, need from MMOPA.
ere are the eight touchpoints I outlined for the board:

•
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MMOPA Websitee – This is our lifeline to members and home
to our forums, resource library, member list and increasingly
the way we communicate with our members. Shortly, you will
notice some upgrades including an improved search engine,
which many of our forum users have requested.

•

MMOPA Magazinee – Long a favorite of MMOPA members, our quarterly magazine is a welcome package in most
members’ mailbox. Although an electronic version of each
magazine is available on the website, members have told us
they continue to like the tactile feel of old-fashioned hard copy.

•

MMOPA Convention
n – Our annual fly-in convention is the
highlight of MMOPA’s year. Held at world-class resorts in the
U.S., the convention’s strong academic program and the opportunity to meet and share experiences with fellow members is
one of the few “in person” touchpoints we have with members.
This year’s convention in September in Coeur d’Alene, Idaho,
will also provide the opportunity to enjoy the natural beauty of
one of America’s most pristine regions.

•

Safety Seminars – Outstanding training programs sponsored
by MMOPA’s Safety Foundation. These two-day courses provide the opportunity for members to obtain ground and flight
instruction from well-recognized and dedicated PA-46 flight
instructors. It is an excellent opportunity to “touch” fellow
MMOPA members at a variety of regional locations.

•

Ombudsman
n – We are fortunate to have an outstanding
ombudsman in Jon Sisk. Jon is well-known to many MMOPA
members whom he has personally helped on matters like the
engine-mount issue, the angle-of-attack product, the Lycoming piston-ring survey and many other matters. One call to
Jon and you know the value of MMOPA membership and the
personal interest that every MMOPA board member takes in
your membership.
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•

Hotlines – Our hotlines are probably best known for the
services that Kevin Mead provides related to engine and
airframe matters. It is not unheard of for Kevin to personally go to meet a member in distress to resolve a matter.
Our hotline services also include avionics, legal, website
and MMOPA-related matters. If you are AOG, just call
the hotline. If you have one of those unfortunate situations where someone has given you a phone number to
call, just call the hotline first!

•

eBlasts – From time to time, we reach out to the membership on important matters or items that require immediate attention. We try not to overuse the eBlast and
overload your email. But when we do send a blast, there is
probably something worth reading.

•

Member Surveys – We use the member list to survey the
membership on matters of importance (like the recent
survey about the Lycoming piston-ring problem) and, every two-to-three years, we conduct a general survey to test
the satisfaction of the membership. You will have received
the member survey by the time you read this letter.

Each of these touchpoints is MMOPA’s chance to interact
with our members. We have no fancy office; for that matter,
we have no office! We are a virtual organization dedicated to
supporting the safety of flight for those in the PA-46 community. Like other type clubs, we strive to share information
through our touchpoints with you.
There are real people, MMOPA members and volunteers,
behind each and every one of these touchpoints. Often it may
seem we are a cold, new-age, virtual organization that simply
uses new technologies but doesn’t care about personal interaction. Nothing could be further from the truth.
We really are an organization that cares about our members’ safety first and foremost. And our organization exists
solely because we are a group of individuals with a common
interest in flying a sophisticated type of aircraft. It is the human interaction that drives MMOPA.
Our touchpoints with members don’t always allow for “in
person” meeting, but the same spirit, energy and dedication
is behind every one of our “touches” with you as a member.
The only opportunity we as an organization have to take
down the curtain and meet the wizards behind it is at our
annual convention. I hope you can attend the convention this
year to meet all the fine members who join together to drive
MMOPA.
All the best,

Marty
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FIRST LOOK

New airport rental car option
Go Rentals is a family-owned business founded by two brothers two decades
ago. What started as a small company with a niche in passenger vans quickly
grew into the only rental-car company catering to the private-jet industry. The
company’s mission is to “create deep, meaningful relationships with our clients
by going that extra mile in the form of unparalleled, customized one-on-one
service. By hiring the best people and fostering an environment for service
heroics, we are able to do this every day. Go Rentals currently operates out of
45 airport across the country, with more locations coming soon.”
Search its website at GoRentals.com.

Arsenal of
Democracy
y
WWII Flyover

New aviation
film debut
Brian Terwilliger fell in love the day he
soloed in a Cessna 150 at Van Nuys, Calif., Airport. For him it was so much more
than a deep, emotional attachment to
ﬂying that many pilots feel when learning to ﬂy. Terwilliger was entering into
a true romance with General Aviation.
No one was really surprised when the
young man announced he wanted to make a movie about what he’d discovered. The
result was the highly acclaimed “One Six Right” about the Van Nuys (VNY) Airport.
Now the cinema auteur brings “Living in the Age of Airplanes,” released by National
Geographic Studios to theaters, museums and iMAX screens across the country. The
new ﬁlm is a tribute to how airplanes have changed the world and was ﬁlmed in 18
different countries across all seven continents, at 95 locations across the globe. Narration is provided by Harrison Ford, and the music comes from Academy Award-winning
composer James Horner (Titanic, Avatar). The narrative weaves together the profound
ways that aviation has transformed our lives, connecting countries and cultures while
expanding horizons and minds.
For a full list of theaters or to view the trailer, visit AirplanesMovie.com.

8

M MO PA

M AG A Z I N E

p

S P R I N G

2 01 5

To honor the heroes who fought in
WWII and those on the home front
who produced the tanks, ships and
aircraft that enabled the United
States and its Allies to achieve victory, one of the most diverse arrays
of World War II aircraft ever assembled will ﬂy above the skies of
Washington, D.C. on Friday, May 8,
the 70th anniversary of Victory in
Europe Day, as part of the Arsenal
of Democracy World War II Victory
Capital Flyover.
The ﬂyover will include dozens
of World War II aircraft ﬂying in 15
historically sequenced Warbird
formations overhead. The formations will represent the war’s major
battles, from Pearl Harbor through
the ﬁnal air assault on Japan, and
concluding with a missing man
formation to Taps. Never before
has such a collection of WWII
aircraft been assembled at one
location to honor the large assemblage of veterans gathered at the
WWII Memorial for a ceremony.
On Saturday, May 9, a selection
of the planes will be featured at the
National Air and Space Museum’s
Steven F. Udvar-Hazy Center at
Washington Dulles International
Airport for a one-day exhibition.
The display will be open to the
public from 10 a.m. to 2:30 p.m. No
advance tickets are required.
Learn more at WW2Flyover.org

FIRST LOOK

Personal cabin
pressure
p
monitor
While aircraft operating in the ﬂight
levels have pressurization-failure
warning systems, pressurization accidents are still with us. The Carlsbad,
Calif., company Aviation Technology
has introduced the AltAlert, a new
portable cabin-pressure monitor with
both visual and aural warnings to
pilots of pressurization issues, well
before the onset of hypoxia. The device
clips onto a shirt pocket or can be
suction-cupped to a window and has
an 18-month battery life. The AltAlert
is based on a NASA patent with new
algorithms to customize the unit for aviation uses.
“I started researching the number of accidents, logged with the
NTSB, related to pressurization,” Stacy Sawaya, CEO of Aviation Technology, said. “The Payne Stewart accident is the most highly publicized, but the number is enormous.” A TBM 900 crashed last September off the coast of Jamaica, possibly because of hypoxia issues.
The device “chirps” and a red light ﬂashes every 15 seconds if
the cabin altitude rises to 10,000 feet. At 11,500 feet, the
AltAlert’s red light ﬂashes every ﬁve seconds and emits two
chirps. Cabin altitudes of 12,500 feet bring a ﬂash every second
along with a triple chirp.
See more at AviationTechnologyInc.com.

New Flight Gear collection
Technology has changed the way we ﬂy, and ﬂight bags need to
change too. Gone are the days of carrying heavy chart binders;
these have been replaced by iPads, ANR headsets and plenty of
charging cords. The all-new Flight Gear collection is designed
with these needs in mind, offering just the right amount of storage space in
a series of
streamlined,
modern
ﬂight bags.
Since
each one
has been
designed by
a team of
active General Aviation pilots with more than 20 years of experience in designing
ﬂight bags, every Flight Gear bag includes pilot-friendly details
you won’t ﬁnd anywhere else. They simply work better and last
longer. From student pilots to military aviators alike, Flight Gear
is the world standard for purpose-built ﬂight bags.
See the entire new line at Sportys.com.

The crash site of the
single-engine
Beechcraft Bonanza

But HOW
did the
music die??
On Feb. 3, 1959, a singleengine Beechcraft
Bonanza took off from a
Mason City, Iowa, airport
headed to Fargo, N.D.
On board were Richie
Valens, Jiles Richardson (aka
ka The
Big Bopper) and Buddy Holly. The aircraft crashed soon
after takeoff, killing all on board, including pilot Roger
Peterson. Songwriter Don McClean called it The Day the
Music Died.
The original investigation determined that pilot error
and snow caused the crash. Now the National Transportation Safety Board may be taking a second look. Responding to new questions raised by aviation enthusiast and
retired pilot L. J. Coon, the agency said, “You have gotten
our attention.”
Coon’s communication to the NTSB sited additional
contributing factors such as carb ice, issues with the Bonanza’s “ruddervators” and potential weight-and-balance
issues regarding luggage and the four souls on board.
The NTSB has two months to decide if it wants to revisit
the original investigation.
The memorial on the the
crash site which took the
lives of Richie Valens, Jiles
Richardson (aka The Big
Bopper) and Buddy Holly
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LADIES CORNER

Canon Powershot G1 X Marks II

Canon CameraWindow App

The all-new PowerShot ﬂagship, the PowerShot G1 X

Snap It, Share It! Download the free Canon CameraWin-

Mark II raises performance and quality to new heights in

dow app to your iOS or Android device to start getting the

a compact, brilliant design. The PowerShot G1 X Mark II

full beneﬁt of your PowerShot camera with built-in Wi-Fi.

delivers the outstanding image quality you would expect

The app makes transferring and viewing high-quality im-

with a digital SLR camera but in a portable, Wi-Fi and NFC

ages and videos on your camera fast and easy

enabled package. It has the power to handle most any

itunes.apple.com/us/app/canon-camerawindow

photographic situation it encounters. Canon.com

Use your
y
pictures!
Create personalized phone

Eyeﬁ
y
Memory
Card

skins and tablet skins using

Eyeﬁ Mobi auto-

your beautiful pictures – a

matically transfers

family photo, an airplane

your photos and

shot or a beautiful land-

videos from your camera to your smartphone or tablet,

scape give you the opportu-

no matter where you are. That’s because Mobi creates

nity to make your electronic

its own WiFi network. You take the pictures then watch

devices unique and one-of-

them appear on your mobile device to enjoy and share,

a-kind! Skinit.com

instantly. Eyeﬁ.com

Store It – Camera Bag
The BlackRapid SnapR 35 is great for the Micro
4/3 systems cameras. SnapR systems include
a sling, wrist strap and durable bag, providing a
complete system for your compact gear. SnapR Complete
System. The SnapR 35 combines the sling strap concept
with a durable, padded camera bag for Micro 4/3 systems
cameras. Your camera rests upside down, attached to the
strap, ready to slide into shooting position.BlackRapid.com
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THE POWER OF THREE
Welcome to the New Piper M-Class

Piper raised the curtain on three new airplanes, including the all-new M600

M

onday April 13 was a day of great pride and enthusiasm at the
Piper factory in Vero Beach, Fla. In front of a couple hundred
VIP MMOPA members, owners, prospects, local dignitaries,
press and dealers, the curtains dropped, and the next chapter
in the future of Piper was unveiled. The response of those in
attendance was overwhelmingly enthusiastic.
The theme of the invitation-only event was The Power of Three and, as the
name suggests, three main announcements were on tap – all of which involved the M-Class product line. The first two introduced us to the next step in
the Mirage and Meridian lineage – re-named to reflect not only the level of advancements made in 2015, but also the growing product line that was revealed
with announcement No. 3. And as far as excitement goes, that one is pegging the VSI!
STORY BY JUSTIN LAZZERI b PHOTOGRAPHY BY JIM BARRETT
M M O PA
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PIPER

M350 AND M500
Every year, improvements are made to
aircraft – some big, some small. That said,
some years provide substantially more to
chew on than others. In the case of the newly
announced M350 and recently announced
Meridian M500, a figurative feast is just waiting for you to pull up a chair and dig in.
Both the M350 and M500 are the most
sophisticated versions in a long, long line
of sophisticated aircraft. The hallmark of
both product lines has been offering the
marketplace what no other aircraft can — a
pressurized, known-ice certified, radarequipped, cabin-class aircraft at a price
point that is considerably lower than the
next comparable competitor, or in the case
of the Mirage, in a class of its own. So how
do you improve on this? How about making them significantly safer, easier to oper-

CLASS
M600
M6
0 b M5
M500
00 b M3
M350
50
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ate, and a portable extension of your office?
That is exactly what has happened with the
M350 and M500.
In 2015, the NTSB placed loss of control
at the top of its Top 10 Most Wanted list for
General Aviation. Coincidentally, Piper has
just hit the nail on the head by certifying
Garmin’s Enhanced Autopilot Flight Control System (AFCS).
Advancements in and the harnessing
of technology has long been a key driver
in creating a safer world for all to live in.
Take the automobile industry for example.

Automotive radars that foresee impending collisions and take corrective action by
automatically braking are becoming more
and more mainstream. Stray out of your
lane, and you may feel a rumble in your
seat or steering wheel, alerting you to the
transgression in progress. If you watched
this year’s Masters Tournament, you probably heard the fantastic tagline by Mercedes
Benz about using the “technology of today
to make accidents a thing of the past.”
Perfect. Your car can be smart enough
to know that something isn’t right, and
modern technology gives us the tools to do
something about it.
In its simplest form, think of Enhanced
AFCS in much in the same light — as a
digital co-pilot who is there to watch over
you, nudge you when you stray, and intervene if you fail to take appropriate action.
It really is that simple, and folks, it works!
Unmanned aerial vehicles have proven
this by amassing more than 3 million flight
hours, and the U.S. Navy recently landed an
unmanned aircraft on a carrier deck.

Every year, improvements are made to aircraft –
some big, some small. That said, some years provide
substantially more to chew on than others. In the
case of the newly announced M350 and recently
announced Meridian M500, a ﬁgurative feast is just
waiting for you to pull up a chair and dig in.
It’s just now that this technology is
working its way into General Aviation.
Make no mistake, the glass panels, trafficavoidance systems, and Vertical Profile
Radars that we use today all transitioned
from military and scheduled carriers. The
challenge is implementing and, furthermore, certifying these features into a
General Aviation aircraft.
Piper stepped to the plate, underwent
significant certification requirements, and
the end results are its safest aircraft to roll
through the factory doors to date. See the
Enhanced AFCS sidebar for more information on this incredible system and do
yourself a favor by scheduling a time to see

it in person. It really is a fantastic platform
with one goal: elevating the safety of your
flight. I think we can all agree that’s an
endeavor worthy of our attention.
The new features don’t stop there. One
of those is a GRS 56 Iridium Transceiver,
which allows for real-time text messaging,
emails and phone calls through Garmin’s
Connext Satellite Service. This is another
on the “you have to see this” list! Staying connected while travelling isn’t just
a wish-list item for many operators, it’s a
necessity.
And it’s now possible at a very compelling price point. Monthly subscriptions for
voice and text (SMS) are $40, and usage
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PIPER

M

fees are very reasonable as well. Incoming
text messages are free, and outgoing are $1
each. Voice calls are charged per-minute/
per month at $1.60 for the first one to 50
minutes and decrease in price through
several tiers as usage increases. Text messages and emails are sent and received
via the MFD’s AUX page. Phone calls are
placed using the AUX page and can be

CLASS
M600 b M500 b M350
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isolated to any combination of pilot, copilot and cabin as necessary, using the new
GMA-350 audio panel. The whole process
is seamless and call clarity is phenomenal.
Other notable new features on the M350
and M500 include:
• GTS-825 Traffic Advisory System:
Utilizing ADS-B In as well as active traffic,

this system displays the more accurate of
the two.
• GMA-350 Audio Panel: With features
such as 3D Audio for split feeds and Blue
Select entertainment distribution for fine
tuning XM music and phone interface.
• EFD-1000 Aspen Standby System:
Replaces the wet compass and provides a
very capable and reliable back-up system.

THE NEW AUTOPILOT
Garmin Enhanced AFCS
Features and Description

AUTOPILOT EXPANDED ENGAGEMENT RANGE The autopilot on the
M350, M500 and M600 has been designed and certiﬁed to engage up to
the limits prescribed by TSO-C9c for autopilots. This translates to banks
of up to +/- 75 degrees and pitch of up to +/- 50 degrees. This expanded
range allows the Enhanced AFCS system to perform well beyond the
normal ﬂight environment.
ELECTRONIC STABILITY PROTECTION (ESP) W. AUTO ENGAGE LVL MODE
ESP works independently of the autopilot and monitors the aircraft’s attitude while being hand-ﬂown. If a pilot banks past 45 degrees or pitches
beyond 17 degrees nose up or 15 degrees nose down, the system will
start to alert the pilot of his/her condition by initiating corrective control
forces opposite of the direction of bank or pitch. If a pilot ignores or counteracts these control forces and remains in the ESP active zone for 50
percent of the last 20 seconds, the Auto Engage LVL Mode will activate,
thus engaging the autopilot and returning the aircraft to a wings-level/
zero-vertical speed state. From there, the pilot can select appropriate
autopilot functions or disengage the autopilot and continue hand-ﬂying.
The ESP function can be disabled for training purposes, but will default
to the “On” condition for the next power up.
UNDER SPEED PROTECTION (USP) USP certiﬁcation allows the autopilot
to remain engaged during low airspeed maneuvers and actively prevent
the aircraft from stalling. The autopilot must be “On” for USP to activate. In
relation to differing ﬂight proﬁles, two different types of USP are available:
3 Non-Altitude Critical: In this mode, the autopilot will sense an impending stall and transition to a minimum airspeed for autopilot functions.
Altitude will be traded to maintain airspeed, and applying power for a
recovery will result in a level-off at whatever altitude the aircraft can
maintain.
3 Altitude Critical: In ﬂight proﬁles deemed altitude critical, such as ALT,
GP and TO/GA, the response from the autopilot will be more aggressive.
In these modes, USP activates through the stall warning. The aircraft’s
nose will be lowered to combat the impending stall, and the aircraft will
ﬂy 2 knots above where the stall warning silences. When power is applied, the aircraft will climb to correct any incurred altitude deviation.
COUPLED GO-AROUND A fantastic by-product of achieving USP certiﬁcation is the ability to perform go-around procedures completely on the
autopilot. Upon pushing the TO/GA button, the aircraft will pitch up
to follow the ﬂight director bars leaving the application of power and
clean-up procedures as the only manual duties left for the pilot. Once established in the go-around, the pilot can select the appropriate autopilot
function to complete the missed-approach procedure.
LVL BUTTON The blue “LVL” button located at the top of the panel is
available to pilots (or even a non-ﬂying passenger) to activate a wingslevel, zero-vertical speed attitude simply by pushing it. This feature is
available both while hand-ﬂying and on autopilot. Activating the level
mode cancels all armed and active modes of the autopilot that were
previously engaged, but all modes are available after activation.
EMERGENCY DESCENT MODE (M350 AND M600) System monitors pilot
interaction when cabin pressure is higher than 14,900 feet and autopilot
is engaged. If determined through a series of prompts that the pilot isn’t
alert, the aircraft will initiate a series of descents to lower altitudes. The
higher the cabin altitude, the shorter the activation time.
To see these features in action, visit YouTube.com/user/Skytechinc
and click on the M500 videos.

PIPER

M

This is a fantastic time to be a part of the Piper family.
Whether you are an employee, in the dealer network, or
most especially a current or prospective owner, these
announcements reﬂect tangible enhancements to the
ﬂeet, aimed at making already capable aircraft even more
so, and a future aircraft that sets the bar even higher.

CLASS
M600 b M500 b M350

• Digital Pressurization System: After
setting the destination airport elevation in
the timer reference window, the system is
automatically controlled. If no elevation is
entered, it will use the last setting.
• Weather Radar Map Overlay: Weather
radar can now be overlaid on the map of
the MFD.
• MFD Profile View: An MFD Profile
View shows winds and terrain/obstacles in a
cross section as they relate to your altitude.
• Alerts Integration: Gear position on
the MFD, “Stall” (aural), “Check gear”
(aural), “Engaging autopilot” (aural).
Relocated “Gear Test” and “Fire Test” buttons on the overhead panel.
• Technomark Electroluminescent
Placards: Provide fantastic and reliable
backlighting
• USB Charger ports: Two in cockpit and
four in cabin
• Pulse Oximeter (M350
only): Measures the pilot’s
blood oxygen, heart rate and
cockpit level of CO and is fully
integrated with the G1000.
• AMETEK Active Capacitance Fuel Probes (M350
only): Replaces resistive
float-type senders and integrates fully with G1000.
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THE ALL-NEW M600
Introduce yourself to the new flagship of
the Piper line: the M600, an aircraft that
quite literally redefines the value equation
for single-engine turboprops by marrying
industry-leading technology with the efficiency and performance of a clean-sheet
wing design. The original premise for the
M600 was straightforward. From significant customer input, a mandate was established for an airframe that can carry 800
pounds in the cabin at least 1,000 nautical
miles with reserves and a much higher
Vmo than 188 knots. In the end, that appeared to be simply a starting point!
To achieve the program’s goals, it became
evident that the wing needed to be changed.
What we are talking about isn’t a tweak here
and there. This is a new, clean-sheet, highspeed airfoil, slightly swept-wing design that’s
a far cry from current PA-46 models. The radar pod is integrated into the leading edge of
the right-hand wing, and winglets bookmark
each side of the 43-foot 2-inch span.
Using advanced tooling and machining processes,
Piper was able to
add substantial
strength while
reducing critical weight. This
translates into a

wing capable of holding 260 gallons of
fuel while being structurally approved
for a Vmo of 250 KCAS! It’s a marriage of
form, function and design. Simply put, it
looks really, really good and performs just
as well.
As the first turboprop to bring Garmin’s
touchscreen G3000 to market, the M600
is full of enough features to dedicate an
entire article all to itself. Specifically designed for light turbine aircraft, the G3000
comes equipped with three 16:9 aspect
ratio, 12.1 inch diagonal high-resolution
display units and two digital GTC 570
touchscreen controllers. Garmin’s Enhanced AFCS and Connext Satellite service, introduced in the M350 and M500,
is integrated – including the emergency
descent feature.
So is the latest and greatest in Garmin’s
weather radar, the GWX 70. This solidstate radar operates on reduced power
consumption, which results in extended
life. A new Altitude Compensated Tilt feature automatically adjusts tilt for changes
in altitude. Dual GDC 74 Air Data
computers as well as Dual
GRS 77 AHRS computers
provide redundancy,
and an Aspen
EFD 1000
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CLASS
M600 b M500 b M350

is a separate and very capable back-up.
A 60/40 split mode for both the PFDs
and MFD allow for customization of charts,
maps, engine instrumentation, weather radar,
etc. Traffic avoidance is accomplished using
the ADS-B IN compatible GTS 825 with an
option to upgrade to the GTS 855 for TCAS 1
range and alerts. Electroluminescent lighting
and an extremely well planned layout get
high marks for aesthetics and usability.
The interior of the M600 will turn some
heads. Redesigned and enhanced side
panels, seats and passenger components
all create a feeling of luxury that rivals the
nicest business jets. A Garmin app, com-

patible with Apple and Android devices,
called FlightStream 110 replaces a cabin
XM remote and allows users to control the
music from anywhere in the aircraft. From
larger cup holders to a new streamlined
main door handle, the attention to detail is
obvious throughout, and the end result is
an interior that is sure to please.
Yes, get used to saying it because the
M600 will open a lot of doors. It’s capable
of efficiently performing many missions
under a multitude of loading configurations,
making it just as much at home with an
owner-pilot as it is in a business pro-pilotflown application. Four adults and baggage
from Baltimore to Key West: Sure thing.
How about Boston to Key West with three
adults and bags? You got it. If you don’t need
to travel across an entire coast, you can trade
fuel for increased payload. There is a lot of
built-in flexibility. Take into consideration
the price point, and you have quite the value
proposition in today’s marketplace.
First flight of serial number 1 was accomplished on May 12, 2014. Now with

three test aircraft having flown (at the
time of this article) nearly 800 hours, this
program is more than just under way; it’s
nearing completion. Roughly 600 spins
have been performed to date. More than
1,300 wind-tunnel data runs have been
completed in the University of Washington’s test cell – the same used for many of
Boeing’s products. This includes power
effects tests (while the model is producing
thrust), a level of testing not usually seen
outside of military or high-level airframes.
All this translates into a product heading
full-steam towards certification. That is
expected to happen later this year, with
deliveries starting in Q4.
This is a fantastic time to be a part of the
Piper family. Whether you are an employee,
in the dealer network, or most especially
a current or prospective owner, these announcements reflect tangible enhancements to the fleet, aimed at making already
capable aircraft even more so, and a future
aircraft that sets the bar even higher. Get
your hands on a M350 or M500 today, and
I’ll see you when the line forms to fly the
M600. I can’t wait!

M600 SPECIFICATIONS
AND PERFORMANCE
ENGINE:
Pratt & Whitney Canada
Horsepower
Fuel capacity:

PT6A-42A
Flat Rated at 600 SHP
260 U.S. gallons

WEIGHTS:
Maximum Takeoff Weight:
Maximum Ramp Weight:
Standard Equipped Weight:
Standard Useful Load:
PERFORMANCE:
Maximum Cruise Speed:
Vmo:
Range (NBAA Turboprop Proﬁle)
Takeoff Distance (over 50 ft obs.)
Landing Distance (over 50 ft obs.)

6,000 pounds
6,050 pounds
3,650 pounds
2,400 pounds

260 KTAS
250 KCAS
1300 nm
2,350 feet
2,125 feet

PIPER EXTENDED WARRANTY PROGRAM:
Five years airframe/avionics/parts and labor
Seven years/2,500 hours on powerplant
Standard Equipped List Price:

$2,825,000

All performance and speciﬁcations are preliminary and
subject to change.
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IT’S AMAZING WHAT AN EXTRA
$2 MILLION DOESN’T BUY YOU.
Pay millions more for a comparable twin and what do you receive? Good question.
But know this: the Pilatus PC-12 NG delivers the most potent recipe of speed,
range, cabin size and single-pilot ease in business aviation. You’ll be able to do
everything you need for business, and everything you desire as a pilot. Can value
be exhilarating? That’s a definitive yes.
Pilatus Business Aircraft Ltd • +1.303.465.9099 • www.pilatus-aircraft.com
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BIRD WATCHING
I decided to apply that same logic to
MMOPA membership.
At last count, I identified 863 member-associated PA-46 aircraft in the fleet. MMOPA
membership is significantly higher than that.
I referenced MMOPA accident research from
1992 to the present and found that MMOPA
member aircraft were involved in about a
third of the events and 25 percent of the fatal
accidents. An optimist can easily convert the
data to show that a MMOPA member is less
likely to be involved in an accident.
Note: I don’t associate names with aircraft
because aircraft frequently change hands and
partnerships often have several individuals
associated with a single aircraft. Additionally, MMOPA membership is not limited to
PA-46 owners or aircraft owners at all for
that matter. The numbers are rough at best
because an aircraft may have been involve
in an accident/event before it was resold to a
current MMOPA member.
At the end of March, the database
contained 2,060 PA-46 airframes. Approximately 90 percent are still in service
after an estimated 4.5 million flying hours
over 31 years. Ninety-eight percent of the
aircraft built in the last 10 years are still in
service. Take that, Subaru!
I’ve documented 375 events, which
include accidents (160), fatal accidents (99),
incidents (39) and “other” events (77). For
accounting purposes, accidents and fatal
accidents are categorized by FAA guidelines. Foreign events are difficult to research
so the margin of error is probably about 5
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percent. Readers are encouraged to investigate on their own; however, don’t be overly
excited if our numbers don’t agree.
So what’s the point of all this research?
The goal is to identify risk factors and
trends and then emphasize, through training, ways to reduce these occurrences.
The TV commercial where the person
gets a note telling them they’re going to
have a heart attack relates to us as well. Most
pilots don’t go to the airport thinking it’s a
good day to die. We’re aware of the risks and,
if properly trained, we know how to evaluate
and manage them. Overconfidence, carelessness and a lack of proficiency can quickly get
us into trouble. More importantly, if we don’t
understand risk, we can’t manage it.
I personally believe that the decision to
fly may be just as or more important than
the ability to fly.
The widely respected Nall report lists
pilot error as the primary causal factor in
75 percent of accidents; weather comes in
second at 13 percent. The pilot makes a
decision to be in the weather so the pilot,
as a risk evaluator, contributes in 88 percent of those accidents.
Aircraft age/technology cannot be
ignored, and it provides some interesting
insight. Piper built half the fleet (1,045
aircraft) between 1983-2001. The remainder of the fleet (1,015) was built in 2002
or later. The last Malibu was built in 1988,
some 27-years ago. That’s not to say they’re
unsafe but they have been exposed to risk
decades longer. Construction, equipage and

especially training have come a long way
since. If you look at the fatal accident stats,
the new airframes are undeniably safer.
Of the 99 fatal accidents I documented,
81 involved aircraft built before 2002.
The newer airframes offer improved
situational awareness by integrating hazard
displays into the cockpit. These additional
tools give pilots the ability to evaluate
risk(s) at a whole new level and thus to
make better decisions.
Coincidentally, Garmin 530s became
standard in 2000 and XM Services started
in September 2001. I can’t make a direct
connection between these events and the
dramatic drop in accidents based on manufacture year, but you can’t ignore it either.
The more data you have to evaluate a
risk, the safer you’ll be. The Avidyne and
Garmin suites continued the tradition,
and today’s PA-46 integrated flight decks
rival anything in existence. These statistics
might help you justify upgrading your
older avionics to something more in line
with today’s advancements. Just saying….
A check of the PA-46 fatal accidents
shows 85 pilot-related events. Of those, well
over half (58) involved environmental conditions, which includes convection, icing
and visibility risks. The aircraft presented
some form of distraction or risk in 20 accidents, including everything from lost fuel
caps, no fuel or mechanical failure.
I recorded 54 engine failures over 31
years, which means you are twice as likely to
survive an engine failure as long as you “fly
the aircraft” all the way to touchdown. For
those who like to compare, failures included
30 Continentals and 16 Lycomings. On the
Pratt and Whitney side, four 42As, one 34
and three 35s. This is by no means absolute
because many loss-of-power events and
some engine failures go unreported.
One unexplained phenomena relates to
the 2001 Meridian. Of the estimated 93 built,
24 have been involved in some sort of event,
including seven fatal accidents. One could theorize it’s because the Meridian was the first production “owner-flown” single-engine turbine,
but the events didn’t happen early on. They are
spread almost evenly from 2001 to the present.
The exact reason for the year glitch is unclear.
The older aircraft are somewhat less expensive,
and that might explain it — because they appeal
to first-time turbine pilots. Strangely, of the two
dozen 2000 models, only one has been involved
in an accident (non-fatal).
Let’s get specific. Last year, 2014, was not
a good one. We had seven fatal accidents
that claimed 14 lives, tying the record for
the most fatal accidents in a single year
(2008). Piper added more than 500 aircraft

CONVENIENT TECHNICAL SERVICES IN THE SOUTHWEST
With full-service maintenance facilities positioned around
the key areas in the Southwestern region, Cutter Aviation
PHX
is the logical and convenient choice when selecting a
service facility in Arizona or Texas. Plus, our facilities at
ADS and SAT are fully accredited Factory-Authorized
Service Centers for your Piper aircraft. Also, you can visit our Southern
rican Aircraft
California Piper maintenance (ASC’s) partners: Jet Source (CRQ), American
ance (BFL).
Maintenance (SNA), Mather Aviation (VNY), and Loyd’s Aircraft Maintenance
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YOUR MERIDIAN... MODERNIZED

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.
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BIRD WATCHING

to the fleet from 2009-2014 so the accident
rate per 100,000 hours continues to decline,
but that’s of little comfort.
Two low-visibility takeoff loss-of-control
(LOC) accidents, two busted missed approaches, and two convective encounters place
weather and our ability to recognize and manage the risk high on the priorities list.
Low visibility takeoffs are legal, but I’ve
talked to pilots since those accidents and
few say they’d be comfortable doing them.
I even practiced them with a client in
February in VMC. I still feel the decision
to take off in very low visibility is an emotional one and something appropriate for
personal minimum/SOP consideration.
What are your takeoff minimums?
Missed approaches are something few
of us ever do in the real world. You might
get two or maybe three under the hood in
training every six months, but we usually
plan our trips so that missed approaches
are unlikely. During training, instructors
usually negotiate with ATC for follow-on
approaches and unknowingly provide advance notice to the pilot in training. Knowing you’re going “missed” is not the same
as having to decide when you get to DH/
MDA. Request the option when available.
The two convective accidents involved
early Malibus, and we can assume neither
was radar equipped. The accident in
Africa involved a non-FIKI equipped
aircraft, and icing may have added to a
bad situation. The delay with XM is well
known and could have played a part in the
JetProp Lubbock accident.
The decision to enter a convective situ26
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ation is very emotional, and something
that is again appropriate for personal
minimum/SOP consideration. We need to
decide in advance, how far we should stay
away or deviate and when we need to turn
around. The closer we get to a cell, the
harder it is to turn away.
The last fatal accident in 2013 — and two
of the three fatal accidents so far this year —
involved icing. AIRMETs had been issued
for moderate icing in the two U.S. cases, and
serious icing was reported in the European
accident. The forecasts were not exactly correct. Moderate icing ended up being heavy
icing in Georgia. PiReps mentioned moderate
icing in Lubbock, and the METAR reported
freezing drizzle about 20 minutes after the
accident. Scary stuff. I presented the Lubbock
TAF to some M-Class pilots, and a few said
they would have gone, based on the forecast. I
couldn’t point to anything in the forecast that
was a definite no-go, but I would have been
uncomfortable given the broader picture.
TAKEAWAY TIME
How come the airlines are so much safer?
The answer lies in understanding personal
minimums. Airline captains put their
pants on the same way we do. They fight
with their bosses and have teen-aged kids
who get into trouble. Like us, they are human. When they show up for work, they
are faced with the same weather, schedule
and equipment challenges we face.
The difference between you and the
airline captain is simple. The airline
captain’s susceptibility to bad judgment is
constrained by the operations specifica-

tions. The Ops Specs, company manuals
or whatever you want to call them, list
in excruciating detail what actions the
crew has authority to do in almost every
imaginable situation. Yes, they do fly in
bad weather, but their training, experience
and proficiency are all taken into account.
Emotion and all the poor decisions emotions can engender are all but eliminated.
In our world, we can refer to documents
like Standard Operating Procedures, Personal Minimums Checklists (PAVE) and so
on. A free PA-46-specific SOP is available
online. There are even online resources at
the AOPA Air Safety Institute that help us
make those go/no-go decisions. These are
tools you can use to enhance your safety,
but they’re only meaningful if you keep
them up-to-date and use them.
Those of you who are weather experts can go
about your business. For the rest of us, pretty
much everybody, it’s time to re-think how we
plan to respond to risk. Adverse weather is a
formidable foe. If you decide to challenge it,
don’t settle for just a reasonable chance of getting through. Have a plan B.
Dave McVinnie is a 19-year Master Flight Instructor, FAAST representative and a Designated Pilot
Examiner with more than 10,000 hours and 30
years of instructional experience. He was selected
as CFI of the Year in 1995, 2009 and 2014. Dave
currently serves on the MMOPA Safety Committee and has specialized
in the PA-46 for the past 15
years. McVinnie Aviation offers
insurance-accepted initial and
recurrent training, including
initial instrument training. For
more information, go to McVinnieAviation.com.
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FLYING
THE NORTH
PACIFIC

If you ﬂy a corporate turboprop or jet on a regular basis, you need a full understanding
of RVSM airspace and how it applies to you and your aircraft. BY BILL COX
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s one off those
h
pilots
il lucky/stupid
l k /
id enough to deliver aircraft across both the Atlantic and
Pacific oceans on a semi-regular basis, I’m often asked which is the more difficult and why.
I’ll often answer that the Atlantic is in many respects more risky because of the generally
hostile conditions. The good news is, legs are relatively short, and winds are normally on
the tail (if you’re flying east). Unfortunately, that’s the end of the good news.
The bad news — if you do have to ditch, the water is so cold that you may not survive for long unless
everything goes perfectly. Without a survival suit, hypothermia will become a problem in less than five
minutes. The weather is less clement over the Atlantic much of the time, with icing in the clouds on
practically a year-round basis.
The situation is reversed in the central Pacific. For much of the year, the water is comparatively warm,
giving you time to deploy a raft and haul yourself aboard should you have to ditch. The weather is almost universally better, with warm temperatures, minimum clouds with low tops, light winds and little
or no problems with icing. Unfortunately, the legs are often much too long for most General Aviation
turboprops and light jets.
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FLYING THE NORTH PACIFIC
The distance from Santa Barbara to
Honolulu is 2,160 nm and, even if you
depart from farther north (say Monterey
or Oakland) and aim for Hilo, the closest
point of land in Hawaii, the distance is still
just over 2,000 nm with not even a rock in
between. That’s well beyond the scope of
most corporate turboprops and light jets.
(I once spent 15.2 hours looking down at
nothing but ocean between SBA and HNL
in a Grand Caravan. Fortunately, I had
16.5 hours fuel aboard.)
The normal second leg, from Honolulu
to Majuro, Marshall Islands, is also 2,000
nm. If you’re headed for Japan or the
Philippines, the third leg to Guam is about
1,600 nm, though there are a few airports
along the route. If you’re destination is
Australia, you can route farther south
through Christmas Island, Kiribati and on
to Pago Pago, American Samoa. Each of
those legs is about 1,200 miles. It’s apparent that the Far East is pretty much out of
reach for most General Aviation aircraft
without ferry tanks.
Or is it? Another route farther north
is far more interesting, with shorter legs
that don’t demand tanking your airplane
with additional jet fuel. Many pilots don’t
even consider the northern route through
Alaska, the Aleutians and Kamchatka,
Russia, because of bad weather and, for

some of the year, that’s a valid argument.
During much of the late spring, summer
and early fall, however, you can often cross
the Pacific on the northern track with little
more difficulty than flying the Atlantic. If
you’re lucky with the weather, the positioning trip along the southeastern, coastal
islands of Alaska can be a rewarding experience, with spectacular scenery, good airports
and excellent service available every few
hundred miles. Even when the clouds are
down, weather is rarely below minimums at
places like Ketchikan and Sitka.
Pilots traveling in ice season often avoid
problems by flying low. I’ve seen everything
from Caravans to Bondurantes and TBMs
skimming along at 1,000-2,000 feet above
the water in Alaska’s Inside Passage, staying beneath the clouds rather than flying
in the middle of them where the ice gods
hold their parties. Visibility is frequently 20
miles or better beneath the clouds.
Turbines will usually choose to fly on
top. Overcasts rarely grow much taller
than 20,000 feet over the water, and good
approaches are available at airports only
200-300 nm apart. Rain can be frequent
and intense at low levels on that route, but
it’s unusual to find ceilings much below
1,500 feet. Seattle to Anchorage is only
1,250 nm with lots of airports along the
way should you need to refuel

If you’re departing from farther east in
the U.S., another popular route to Alaska is
along the Alaska Highway, from anywhere
to Calgary, Alberta, to Dawson Creek, then
on to Whitehorse to Alaska. Turbine aircraft will always be above the terrain – the
18,000-foot-tall St. Elias range is the tallest
in the area — but flying slightly inland may
allow you to skip temperamental weather
generated by cold fronts crossing the coast
and building tall, turbulent clouds.
A third route, known as The Trench,
also tracks slightly east of the mountains
along Canada’s Fraser River to Williams
Lake and Prince George. After that, you fly
northwest to Williston Lake and finally to
Watson Lake. From there, you can track
the Alaska Highway on to the 49th state if
you wish to stay near airports.
Alaska in general — and Anchorage
in particular — have more pilots and
airplanes per capita than any other place
in the world. Right outside town is Lake
Spenard, the world’s largest seaplane base,
and Merrill Field, practically in the heart
of downtown, has an amazing variety of
resident airplanes.
After Anchorage, the universal jumping
off spots on the Aleutian Chain for trips
across the northern Pacific are either Dutch
Harbor, 700 nm southwest of Anchorage,
or Adak, another 600 nm out in the Pacific.

Sendai, Japan, cityscape over Sendai Station
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FLYING THE NORTH PACIFIC

Fraser River in British Columbia, Canada

The Aleutian Islands stretch another 400
miles toward Russia, but the few strips
beyond Adak are unimproved and no
services are available, in any event. Attu,
on the very tip of the Aleutians, used to be
a Coast Guard LORAN station, resupplied
by C-130s, but that was shut down in 2010,
leaving the island totally uninhabited.
Departing from Dutch Harbor or Adak,
the overwater legs to Asia can be less than
half the distance you’d cover to fly West
Coast to Honolulu. Assuming you adopt
the shortest overwater leg from Adak to
Petropavlovsk, the distance is only 905
nm. From Petro on down to Sapporo,
Japan, it’s another 913 nm, well within the
province of single-engine turboprops and
the majority of light jets. A typical turbine
should manage each of those legs in under
four hours and, remember, in deep summer, there are 16-18 hours of daylight.
Keep in mind you will need flight clearances (to avoid the fate of Korean Air 007)
and a Russian visa to visit Petropavlovsk.
Be aware that it may take a while for your
passport to work its way through the Russian bureaucracy. A dozen years ago, I was
hired to accompany a dentist from Indiana
through Nome to Provideniya Bay, Russia,
250 nm across the Bering Sea to Siberia,
for a short, two-day, just-so-you-can-sayyou’ve-been-there visit. Our visas required
about two months to come through. For-

tunately, we started planning the trip four
months in advance.
You’ll also need a cold-weather “dry” immersion suit for each soul on board, a raft
that will accommodate everyone, and vests
for each person. What you carry beyond
that is up to you, but more is definitely better if you have the room and the payload.
As a highly experienced ferry pilot once
told me when I started in the business 35
years ago, “It’s all worth it if it only saves
your life once.” Depending upon your
route, you may be able to rent immersion
suits, raft, vests and other survival gear
from a number of companies. Telford Aviation in Bangor, Maine, is a good source.
Handling is mandatory in Petropavlovsk. Universal Weather and Aviation in
Houston, Texas, and Skyplan in Calgary,
Alberta, Canada, are two popular choices,
though a dozen good companies are available. Expect fees for pretty much everything in Japan, including airways use, so
be prepared. After Petropavlovsk, you’ll
need additional handling to coordinate
your landing and overnight at Sapporo.
Landing fees aren’t that significant, but
handling agents and airways fees can be.
One Japanese company that may be able
to help reduce costs is Petair of Hokkaido.
Peter F. Steeger is their representative
at AOPA@petair.us. Identifying specific
charges for airways, communications,

landing, parking and services varies
from model to model, and the prices also
change with time. For a better read on
those expenses, contact Petair.
Beyond Japan, all of Asia and Australia is available to you. You can fly south,
down the Indonesian chain to Singapore,
Jakarta, Bali and on to New Zealand and
Australia, the latter a continent about
the size of the U.S. but with the population of New York City. Or you can press
on around the world “backwards,” flying
west into the wind, perhaps visiting such
destinations as Seoul, Bangkok, Bangalore,
Dubai, Luxor, Athens, Rome, Paris, London, Reykjavik and on across the Atlantic
back to Canada and the U.S.
Using Los Angeles or Oakland as your
point of origination, and Sendai, Japan, as
your destination, the northern route is nearly
1,500 nm shorter than the southern trip, a
curious anomaly associated with a Great
Circle that avoids the fat part of the Earth.
Flying the north Pacific isn’t really any
different than operating anywhere else in
the world, and it doesn’t require special
talents or skills. Any pilot with a good
airplane and decent weather judgment
should have no problem negotiating the
northern Pacific route to Asia.
Just remember to maintain your sense
of humor, be patient and bring your wallet.
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FORECASTS
REPLACED BY
AUTOMATION
BY SCOTT C. DENNSTAEDT

W

ith tighter budgets and fewer human resources, more and more weather forecasts are becoming automated. You don’t have to struggle
to find automated forecasts. They are plastered
all over the Internet, and some may even show
up in your inbox or on your smartphone on a daily basis.
For years, pilots have relied on forecasts issued by highly trained
meteorologists, but that’s slowly changing. The Collaborative
Convective Forecast Product or CCFP is one of these forecasts
that on Nov. 1 was replaced with an automated version called
the Collaborative Decision-Making Convective Forecast Planning guidance (which is still, coincidently, abbreviated CCFP).

A LITTLE REVIEW
Convective weather is undoubtedly the single most disruptive force affecting the National Airspace System (NAS), and these disruptions can quickly cause major delays in
the system. So the best the FAA and NWS can do is pinpoint where those disruptions
will likely be located in the near future and then develop a master plan for coping with
the inevitable loss of this precious and busy airspace. Developing such a plan required
a collaborative effort among the NWS, FAA and commercial air carriers. The Collaborative Convective Forecast Product was born in 2000 as the primary convectiveweather forecast product used as input to develop this strategic plan.

Weather Channel Studios
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The legacy CCFP was made available on
the Aviation Digital Data Service (ADDS)
website. You may have been tempted to use
it on an occasional basis. The CCFP was a
seasonal product that began in early March
and ran through the end of October. During
this time it provided a single convective forecast for strategic planning of en route aircraft
operations within the NAS. It is not intended
to be used for traffic-flow control in the
airport-terminal environment, nor for tactical
traffic-flow decisions.
As the name suggests, this was a collaborative forecast effort involving meteorologists
for the Aviation Weather Center, commercial air carriers, Center Weather Service
Units, Air Traffic Control Command Center
and Environment Canada. Their ultimate
goal was to produce a short-range forecast
that aids in air-traffic flow management to
reduce delays, rerouting and cancellations
due to convective weather for the U.S. and
its coastal waters as well as southern-most
portions of Ontario and Quebec, Canada.
CCFP CRITERIA
Deep, moist convection (for the purposes
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of the CCFP forecast) uses criteria that
are quite different than the criteria used
for issuing convective SIGMETs. To be
included in the CCFP, the area of convection must meet the following minimum
forecast criteria:
3A coverage of at least 25 percent with
echoes of at least 40 dBZ composite
reflectivity; and
3A coverage of at least 25 percent with
echo tops of FL250, or greater; and
3A confidence of at least 25 percent.
Note that all three of these threshold criteria combined are required for any area of
convection of 3,000 square miles or greater
to be included in a CCFP forecast. Besides
areas, lines of convection can also be identified in the forecast. Lines can stand alone
or be included within an area. Note that
these lines or areas are instantaneous forecasts. That is, they describe the convective
coverage at a particular point in time (e.g.,
2100 UTC), not over a period of time.

THE NEW KID ON THE BLOCK
The automated version of the CCFP introduced last year is still considered experimental. Similar to its earlier counterpart, this
new guidance is a graphical representation
of convection meeting specific criteria of
coverage, intensity, echo height and confidence mentioned above. The experimental
CCFP guidance graphics are produced every
two hours and valid at two, four, six and
eight hours after issuance time. This is done
24 hours a day, seven days a week, all year
long (certainly a distinct improvement to the
legacy CCFP).
NOT A FORECAST FOR
THUNDERSTORMS
General Aviation pilots must be careful
when using the CCFP for preflight weather
analysis. Most are unaware that the CCFP
is not a thunderstorm forecast. It is created
to provide forecast guidance to air-traffic
managers and may not always take into
consideration areas or lines of convection
that may or may not meet convective SIGMET criteria. Unlike the criteria used for
convective SIGMETs, the CCFP threshold

Coverage

Isolated

Widely scattered

Scattered

Broken

Percentage

< 10 percent

10 – 24 percent

25 – 39 percent

40 – 74 percent

Tops (feet MSL)

40,000 +

35,000 – 39,000

30,000 – 34,000

25,000 – 29,000
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criteria do not consider lightning, precipitation or severity (i.e., tornadoes, large hail
or damaging winds). It’s really all about
describing convection that is disrupting
busy airspace.
Another unique aspect of the CCFP that
continues to confuse some pilots is the echo
tops forecast; the echo tops provided in the
CCFP are not a forecast for maximum tops
as they are in a convective SIGMET. The
best way to understand this aspect is to use
an example.
Assume that an area of convection
meeting the CCFP criteria has been
identified as a polygon on the graphics.
Using the table below, the automated tool
believes that, with this area of convection,
isolated coverage of echo tops will exceed
40,000 feet. On the opposite extreme, broken coverage is expected with echo tops
anticipated to be between 25,000 feet and
29,000 feet. Even though widely scattered
or isolated echo tops are expected to occur above 35,000 feet, the CCFP graphic
will show scattered (sparse) coverage at
34,000 feet since most of the echo tops
will be located at or below 34,000 feet in
the example at the bottom of page 24.
CCFP GRAPHICS
The automated CCFP graphics can be
viewed online at AviationWeather.gov/
ccfp/. Each of the four forecasts for two,
four, six and eight hours will largely
consist of one or more hatched or filled
polygons describing areas of convection
(if any) that are expected to meet the
CCFP criteria. The color of the polygons
describes the confidence, and the hatching or fill denotes the expected convective coverage. Note that areas of higher
convective coverage or lines of convection
can be included within other polygons of
lower convective coverage. Each polygon
will also include a categorical echo tops
forecast as described earlier.

tions defined by the minimum CCFP
criteria will occur in the forecast polygon at
the specified time and place. It is identified
in one of two possible categories:
3 Low confidence – 25-49 percent
(border and fill gray)
3 High confidence – 50-100 percent
(border and fill slate blue)
Echo tops within each area of convection are forecast in one of four possible
categories:
•
•
•
•

25,000-29,000 feet MSL
30,000-34,000 feet MSL
35,000-39,000 feet MSL
At or above 40,000 feet MSL

HUMAN IN THE LOOP
Despite the fact that the new CCFP guidance is totally automated, there is still a
human element. As of March 3, the NWS
will implement the experimental Collaborative Aviation Weather Statement (CAWS).
The CAWS is a new product collaborated
by NWS meteorologists, airline meteorologists and other airline and FAA personnel. Sounds vaguely like the legacy CCFP
guidance, right? Well, yes and no. CAWS
is event-driven and focuses on specific,
convective impacts to the Core 29 airports
and high traffic en-route corridors. So it’s
not a product that you will see issued in
northern Montana, ever.
When the automated product isn’t
aligned with reality, forecasters can issue
one of these statements. This could be
due to convection that developed but was
not properly depicted by the automated
tool or perhaps it could be the opposite
situation — convection that was expected
and did not form or have a great enough
impact. You can find the CAWS product
here: AviationWeather.gov/caws.

This legend depicts the symbology used in the CCFP
graphics to include categories for convective
coverage, conﬁdence and echo tops.

Coverage is identified within each area
of convection, in one of three possible
categories:
• Sparse 25-39 percent (sparse fill)
• Medium 40-74 percent (medium fill)
• Solid 75-100 percent (solid fill)
The confidence is an estimate that condi-

EXTENDED CONVECTIVE
FORECAST PRODUCT (ECFP)
The automated CCFP is only valid out to
eight hours. However, to provide traffic
planners and collaborators with a quicklook forecast of the greatest probability of
thunderstorms (not just convection) beyond
this period, the AWC issues an Extended
Convective Forecast Product (ECFP) valid
in six-hour time periods out to three and a
half days (84 hours) in the future. The ECFP
is updated four times a day and can be
viewed online at AviationWeather.gov/ecfp.

The Collaborative Aviation Weather Statement
(CAWS) will include a graphic such as the one shown
here as well as a textual description of the situation.

The Extended Convective Forecast Product
(ECFP) uses similar CCFP-style shading. Contours
are drawn at 40 percent, 60 percent and 80
percent and represent the probability of thunderstorms. Hashed areas represent 40-59 percent
probability; solid lined areas represent 60-79-percent probability; and solid blue-ﬁlled areas represent greater than 80 percent probability.

The ECFP planning tool is a graphical
representation of the forecast probability of thunderstorms. The product will
identify graphically where in the U.S.
thunderstorms are the most likely based
solely on the calibrated thunderstormprobability forecast from the Short Range
Ensemble Forecast (SREF) model. While
this graphical product will use CCFPstyle graphics, it is automatically generated and does not use the same CCFP criteria since this is a thunderstorm forecast.
This is to facilitate ease of interpretation
and use by those already familiar with the
operational CCFP and is intended to support the long-range planning for CCFPtype of constraints in the NAS.
In the end, the CCFP can provide some useful forecast guidance concerning convective
weather along your proposed route of flight,
assuming you are aware that it is not a forecast
for thunderstorms. Be sure always to integrate
this forecast with other official guidance (especially convective SIGMETs) provided by the
NWS before making any preflight decisions
using this new automated guidance.
Scott C. Dennstaedt is a CFI and former NWS
research meteorologist now working as a weather
scientist at ForeFlight. To learn more about
aviation weather, please visit his website at
http://avwxworkshops.com or on
Twitter @AvWxWorkshops.
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Communication Breakdown
During Landing - Erie, Colo.
BY DICK ROCHFORT, ATP, CFII, MASTER INSTRUCTOR

NTSB Preliminary Report
14 CFR Part 91: General Aviation
Accident occurred Sunday, Aug. 31, 2014, in Erie, Colo.
Aircraft: PIPER PA-46 350P, registration: N228LL
Injuries: Five fatal.
This is preliminary information, subject to change, and may contain errors. Any
errors in this report will be corrected when the ﬁnal report has been completed.
NTSB investigators either traveled in support of this investigation or conducted
a signiﬁcant amount of investigative work, without any travel, and used data
obtained from various sources to prepare this aircraft accident report.

O

n Aug. 31, 2014, about 1150
MDT, a Piper Malibu PA-46,
N228LL, was substantially
damaged when the airplane
impacted terrain near Erie
Municipal Airport (EIK), Erie, Colo. The
36
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airplane was owned and operated by the
Real Estate School, LLC, Erie. The private
pilot and four passengers on board were
fatally injured. Visual meteorological conditions prevailed, and no flight plan had
been filed. The personal flight was con-

ducted under the provisions of 14 Code of
Federal Regulations Part 91.
In statements provided to the National
Transportation Safety Board investigatorin-charge, witnesses saw the accident
airplane on final approach to Runway
33 while another airplane was departing Runway 15. Witnesses stated the two
airplanes crossed in “close proximity.” The
airplane continued down Runway 33, and
power was applied “as if to go-around.” A
witness in the FBO’s building described the
airplane at low altitude with full power, in
a left bank with a nose-high attitude. Witnesses said it appeared the “airplane did
not want to fly. It appeared to be in a stall,”
and “it did not accelerate or climb.” The
airplane continued in a “rapid descent”
until impacting terrain.
At 1135, the EIK automated weatherreporting facility reported wind from 160
degrees at 6 knots, visibility 10 miles, temperature 21 degrees Celsius (C), dew point
10 degrees C, and an altimeter reading of
29.95 inches of mercury.
The main wreckage contained all primary

ACCIDENT REVIEW
structural components and flight control
surfaces. The wreckage was retained by the
NTSB for further examination.
This accident was quite likely precipitated
by a traffic conflict with a last-minute
overly aggressive pull-up, ending with a
stall-spin. The accident pilot was lining up
for a landing with a light tailwind while a
second aircraft was taking off in the opposite direction. It is also entirely possible
that he was not hearing the other pilot’s
transmissions and/or was not being heard
during his approach.
These are relatively common occurrences at non-towered airports, but they almost
never present a problem, let alone lead to a
fatal accident. It would be easy to find fault
with the accident pilot for his actions, but
all human beings are capable of error, even
experienced pilots.
We know that managing safety is mostly
not about probabilities; it is mostly about
consequences. So let’s discuss some procedural items which may be of help.

The most common error
in non-towered airport
communication is the
expectation that if no
one is talking, no one
is there. Searching for
other aircraft requires
the discipline to believe
that another aircraft
might be present, even
though there is no radio
communication.
COMMUNICATION
According to the Pilot’s Handbook of
Aeronautical Knowledge Chapter 13, Section 2: “Two-way radio communications
are not required (at non-towered airports)
although it is a good operating practice for
pilots to transmit their intentions on the
specified frequency for the benefit of other
traffic in the area. The key to communicating at an airport without an operating
control tower is selection of the correct
common frequency.”
One way this system could be improved
in the U.S is to program the CTAF to
respond to each pilot broadcast with a
recorded voice stating the airport name.
This practice is already in use in some
locations outside the U.S. (Australia, for
example), and it works quite well. It would

help confirm the airport name and, in
the absence of an auto response, the pilot
would be aware that the wrong frequency
may be in use.
It is also important to keep the transmission short. Say your model/tail number, distance and cardinal direction from
the airport and your intentions (Ipswitch
Airport: “Meridian 3232 Bravo 5 South

landing 36 Ipswitch”). Avoid referencing
local landmarks or using IFR terminology,
which may be unrecognizable to rookie or
itinerant pilots. Avoid carrying out a conversation on the CTAF because it may tie
up communications at nearby airports using the same frequency. Position updates
are appreciated, but don’t get carried away.
The most common error in non-tow-
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• Pulse lights shall be used at all times
in the runway environment below 10,000
feet. This is important in order to make
yourself visible to other pilots and wildlife.
• A landing light shall be used with a
clearance to takeoff or to land.

ered airport communication is the expectation that if no one is talking, no one is
there. Searching for other aircraft requires
the discipline to believe that another aircraft might be present, even though there
is no radio communication.
USE OF AIRCRAFT LIGHTS
I recommend that each PA-46 pilot adopt
procedures for operation of aircraft lighting
systems, in accordance with AIM 4-3-23
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and best professional practice, as follows:
• Nav lights shall be ON whenever power is
applied to the aircraft battery bus. This essentially means: Turn that switch on and leave it
on. The lights will then go out only with the
master switch or by removing external power.
• Taxi lights shall be used whenever the
aircraft is moving on the ground or for
landing at night.

• Anti-collision lights shall be used at all
times, except when they interfere with the
pilot’s vision or the vision of other pilots or
ground crew. This means the red beacon (if
the aircraft is so equipped) should be used
whenever the engine is running, and strobes
should be used except in clouds at night, but
never on taxiways or ramps.
THE DECISION-MAKING PROCESS
DURING TAKEOFF AND LANDING
Good decisions are timely, and limited
options are well rehearsed. Anything else
leads to guesswork and the use of fasttwitch muscles. When this sequence of

ACCIDENT REVIEW
events is not done well, it is frequently
implicated in serious accidents. The use of
call-outs (memory items) during take-off
and landing are a time-honored way to
get the tasks done in proper sequence and
without distraction. Consider the following:
Normal take-off: “Airspeed alive, gauges
green, annunciation clear, 60 knots, crosscheck, 85 knots – rotate, positive rate – gear
up, flaps up, trim for the director bars,
autopilot on, D bars in the blue, aircraft
performing as commanded, cockpit flow.”
Normal landing: “Runway in sight
(within five miles), autopilot off, flaps 20,
verify three green, verify the runway is
clear and a clearance is received (landing light on).” Say, “I recommend we
continue.” (There is no commitment to
land, yet.) Runway is clear, full flaps, 90
over the numbers, 85 in the flare, run the
trim to assist the flare, once the mains
have touched or when a go around is not
possible, idle the power and remove your
hand from the power lever, beta (if you
have it), back pressure and brakes. Get to

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. If you would
like more information on this or other strategies
for improving the safety of your ﬂying, or if you
have comments or questions, you may contact Dick
directly at mail@rwrpilottraining.com. This article is
available for reprint upon request.

Good decisions are
timely, and limited
options are well
rehearsed. Anything
else leads to guesswork
and the use of fasttwitch muscles. When
this sequence of events
is not done well, it is
frequently implicated in
serious accidents.
taxi speed before clean up. Start the flow
with pump(s) and do it in order, only
when stopped or taxiing slowly straight
ahead.
If these techniques seem familiar, thank
you. It is nice working with you. If not, consider learning more. Here is a link to the
PA-46 Pilot Reference Library: RWRPilotTraining.com/training-library.html
Each PA-46 owner/pilot is his or her
own aviation safety management team,
and no safety management system will
be policy unless you decide to make it
so. I encourage each of you to make it a
policy to make proper use of checklists,
flows, memory items and SOP.
If you are flying a PA-46, you should
consider yourself lucky. In my opinion it
is the most capable GA aircraft available
today, and it is getting better every year.
Fly safely — train often
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Maintenance
Save yourself some
time and money by
paying attention
to some nuts and
bolts — literally!
BY KEVIN MEAD

S

ome wear and tear on your plane is inevitable, but
some is easy to prevent with a little attention — and
a wrench. Extensive damage can occur if certain
components are allowed to loosen, so in this article I
will point out selected nuts and bolts that should be
checked and tightened at every annual, or even more frequently,
if you rack up a lot hours throughout the year.

TIGHTEN THIS: WING FUEL-LINE
HOSE-COUPLING CLAMPS
What happens if you don’t: You might see
fuel leaking from the inboard wing section
after fueling the aircraft in cold weather
or after it has been sitting with empty
tanks in the shop. About eight rubber hose
couplings in each wing connect two metal
tubes. Materials can shrink with time and
temperature, leaving the attaching hose
clamps very loose.
HOW: At every annual, each of the access
panels will be open, allowing the shop to
see and tighten the loose clamps. It takes
very little time at this point, and it’s much
easier than finding someone to tighten the
clamps on an extremely cold day.
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TIGHTEN THIS: WING AND
EMPENNAGE ATTACH BOLTS
AND NUTS
What happens if you don’t: I have found
many attach bolts so loose that I could
turn them with my fingers. I have also
found the empennage attach bolts so loose
that there was noticeable movement in the
horizontal stabilizer. The aft and forward
wing spars, vertical fin and horizontal
stabilizer are attached to the fuselage with
bolts and nuts that become loose, despite
the fact that the nuts are a steel-locking
style. I believe the flexing of the wings and
surfaces may cause the loosening. I even
know of one aircraft where the aft wingspar bolt holes were elongated from flying
for an extended period with loose bolts.

HOW: The tightness of these bolts should
be checked at every annual, using a
wrench or socket.
One complicating factor is that most aft
wing-spar attach bolts are not standardlooking fasteners, but a Hi-Lock unit that
will not have any wrench flats on the nut.
For that style, you should attempt turning
the head of the bolt with vise grips. If this
bolt is loose, you must replace both parts
(pin and collar).
TIGHTEN THIS: NOSE-GEAR ATTACH/
PIVOT BOLTS
What happens if you don’t: The nosegear assembly is attached to the engine
mount using two bolts and lock nuts.
They do get loose in a short time and
will cause the expensive mount bushings
to break.
HOW: This is simplest while the aircraft
is already off the ground for some other
reason. If the bolts are loose, tighten
them. Shops have been known to overtorque these bolts, affecting the ability of
the nose gear to free-fall. Make sure your
shop consults the service manual for correct figures.

MAINTENANCE
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TIGHTEN THIS: NOSE AND MAIN
GEAR ACTUATOR ATTACH BOLTS
What happens if you don’t: It’s critical
to check the attach bolts on both ends of
each landing gear actuator. If the enginemount actuator attach bolt falls out, a nose
gear collapse is inevitable. Loose bolts can
also damage the mount by elongating the
mounting hole. Checking this bolt is especially important if your plane is a PA-46310P, any Jetprop or any Mirage or Matrix
still equipped with the old-style engine
mount. Bolts on the new-style mount
should also be checked periodically but do
not loosen as easily as the others.
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It’s critical to check the
attach bolts on both ends
of each landing gear
actuator. If the enginemount actuator attach
bolt falls out, a nose gear
collapse is inevitable.
Loose bolts can also damage the mount
by elongating the
mounting hole.

HOW: Simply check and tighten the bolts
at every annual. Make sure that only
0.041-inch lock wire is used on the lower
attach bolts of all three gears.
TIGHTEN THIS: MAIN AND NOSE
GEAR-DOOR ACTUATOR-BRACKET
ATTACH SCREWS:
What happens if you don’t: Loose screws
can cause the mounting holes to become
elongated. A black trail behind the screws
on the gear door is an indicator that the
screws are loose.
HOW: Use a Phillips screwdriver to check

MAINTENANCE
the screws attaching the retract brackets
on each gear door.
TIGHTEN THIS: BRAKE TORQUEPLATE GEAR-LEG ATTACH BOLTS
What happens if you don’t: The ¼-inch
brake torque-plate attach bolts on both
main gear are often overlooked and should
be checked every annual while the tire is
off. Loose bolts will cause elongation of
the holes and heavy wear on the bolts.

to oil leaks. Furthermore, screws that fall
out may sit on the intercooler, beating the
thin metal fins down.
HOW: An excellent method of preventing the loss of the screws and subsequent
damage to the intercoolers is to place a neat
drop of silicone sealant on the edge of every
valve cover screw. Always tighten the loose

screws first and replace any leaking cork
cover gaskets with the rubber-style gaskets.
All the above are simple to check, especially
during annual or other routine maintenance, yet are frequently missed. So ask
your mechanic to devote a few extra minutes to help prevent premature component
wear and serious damage.

HOW: If you can turn the bolts with a
wrench, they are too loose.
TIGHTEN THIS: CENTER AND
OUTBOARD FLAP BELL-CRANK
ATTACH BOLTS
What happens if you don’t: Loose bolts will
elongate the mounting holes in the bracket.
HOW: Checking the rear-spar attach bolts
for the center and outboard flap bellcranks is easy, especially if done at annual,
when the access panel will already be off.
TIGHTEN THIS: FLAP-ACTUATOR
BRACKETS
What happens if you don’t: There are two
flap-actuator attach brackets on the skin of
each flap. The three attach screws are held
in place with self-locking nut plates. They
can loosen and may elongate the mounting
holes on each bracket. I have found that, for
some reason, the inboard bracket is more
susceptible to loosening.
HOW: Simply tighten.
TIGHTEN THIS: LYCOMING
ROCKER-BOX COVER SCREWS
What happens if you don’t: Because the
engine vibrates, the valve cover (rocker
cover) attach screws tend to loosen with
time. I also believe the factory-supplied
cork gaskets may shrink, allowing the
screws to back out. It’s not uncommon to
find some of the screws missing completely. A missing or loose screw can lead
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Weathering the Weather
Weather data all comes from the same place, but there are big differences in
how it’s presented and in what else the app does.
BY WAYNE RASH JR.

T

he early months of 2015 saw some of the worst
weather to hit the northeastern U.S. in decades.
In some places, the primary weather worry wasn’t
whether you could fly, but whether you could even
find your airplane under all that snow.

Because the weather was so extreme
and changed so quickly, weather planning took on a whole new dimension.
In addition to the normal weather
concerns such as visibility, wind speed
and precipitation, you had to figure the
chances of your destination airport being
open when you got there. Making sure
you had the right weather data — and
the means to display it in a way that was
useful to you — became more important
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than usual.
Fortunately, plenty of weather applications are available for the iPad. Of
course, not all of them are useful to pilots because they’re designed for people
with a casual interest in the weather. But
some provide exactly the information
pilots will want. Some offer very limited
details and display it so that you can see
it all at a glance. Other apps provide a
wealth of information, but they’re likely

more useful in flight planning than in
use in the cockpit halfway to your destination.
STORM
This new app by the Weather Underground replaces a longtime favorite,
Intellicast HD, for the iPad. It includes
the features of its predecessor and adds
a number of improvements. Again, this
isn’t specifically designed for aviation,
but it’s a very capable weather radar app
that uses high-resolution Dopplar radar
data available from NOAA. In addition,
this app can use data from non-airport
weather sources including personal
weather stations. I’ve found this app
and its predecessor to be very useful
for determining the timing of severe
weather. So if you’re sitting at the FBO
waiting for the current storm to blow
over, this will tell you when to expect it.
The animated images of weather systems
are very nicely done. Storm gives you a
lot of additional features as well as the
ability to display visual information in
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several ways with charts and tables. This
is a very flexible app.
AEROPLUS
This app aims to provide weather information for Europe as well as for airports
in the U.S. and elsewhere worldwide.
Compatible with both the iPad and
iPhone, it supports in-app purchases of
data from a variety of sources. The data
in AeroPlus is presented in a unique way.
Airports are shown as circles on a map
of the area you’re flying in and can be
colored to show general conditions. Tap
on the circle, and you’ll get the name of
the airport. Tap on the information icon
with the name of the airport, and you’ll
get the detailed weather information.
One interesting feature is an animated
clouds diagram that shows cloud development over time at varying flight levels.
Dark Sky showing speciﬁc local information

be what its developers say is “hyperlocal.” This means it will tell you exactly
what the weather is at a specific location,
and exactly what it’s expected to be on
a minute-by-minute basis. The primary
screen shows, at a glance, the current
temperature, whether it’s rising or falling, and what to expect in the next hour.
It also forecasts weather for the remainder of the day and for the next week.
Dark Sky has an animated map, which
displays nice animations of the current
weather, that’s fun to play with.

World Aviation Weather primary screen

WORLD AVIATION WEATHER
This app exists for both the iPad and
iPhone in slightly different forms. The
iPad version displays the METARs and
TAF for any airport you wish to see, and
that means pretty much any airport out
there. The publisher says that it draws
from a database of more than 7,000
airports. The primary screen is simply a
display of the translated METAR and the
TAF, for two times of day, translated and
shown in graphical form. An iPhone version includes a link to Google Maps.
DARK SKY
This isn’t exactly an aviation app, but
it’s still useful because it’s designed to
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WEATHERMAP + AND WUNDERMAP
Both these apps give you weather maps
and both show you the current and forecast weather over a large area. WeatherMap + offers minimum coverage over a
fairly large region. When I was looking at
the weather for IAD, for example, I also
saw most of Virginia, Maryland, Delaware, Pennsylvania and part of New Jersey. Considering that weather is a regional
phenomenon this makes sense but, if
what you want is local weather, it’s not as
useful as WunderMap. The WunderMap
app from the Weather Underground folks
gives you a local display by default, but
you can expand it as far as you like. Both
apps let you select what sort of weather
information you wish to see.
I’m sure that many of you are wondering
why I didn’t include the AirWX app that’s
probably the most complete app out there.
In fact, AirWX has been so complete that
it has even included approach plates and
sectional charts. Right now, though, this
app’s developers say they’re rewriting it and
aren’t providing any more updates to the
app currently available. This means that a
new version of AirWX is coming, and I’ll
take a look at it when it does.
This is by no means an exhaustive look
at all weather apps that pilots are going to
find useful, so I’ll revisit this again, perhaps when AirWX arrives. Meanwhile,
perhaps as a reward for spending so much
time studying the weather, the conditions
around Washington suddenly climbed
above freezing and the snow stopped.
This can’t be a coincidence.

TAKEOFF HD
This could best be described as the Swiss
Wayne Rash is based near
Army Knife of weather apps. Takeoff HD foWashington, D.C., where he
cuses on the airports near you, wherever you
works as bureau chief and
senior columnist for eWEEK.
happen to be at the moment. This app makes
He has been a pilot since 1968.
it easy to see current and forecast weather
He can be reached at wayne@
conditions while you’re on the ground, but
waynerash.com
it will also show you the same thing while
you’re flying. You can also
look at airports along your
route. This app will show
you METAR reports and, for
favorite airports, you can see
details about your preferred
runways. You can see TAFs
for every airport that has
them, NOTAMs, winds aloft,
AIRMETs, SIGMETs and
PIREPs. This app will even
show you satellite photos of
the airports. Oh, and while
you’re at it, Takeoff HD
will sync your settings with
other devices, including your
iPhone.
Takeoff HD showing airport weather details

When it comes to Piper PA-46 support,
it’s all about Experience!
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Des Moines Flying Service, Inc.
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I Love to Fly, Regardless
BY HARRY DANIELS, CPA, CFP®, PFS, CVA

W

hat is your justification (if there is one) for the capital
investment in owning your personal airplane? The
income-tax savings for the business use of the plane will
not absorb 100 percent of the investment and operating
expenses. Flying the airlines will always be financially
cheaper. But what about being able to get your job done and returning
home in time to have dinner with your family? What is that worth? And
doesn’t that count as justification?

The drawback to commercial flying is that
there are only 424 airports with a runway of
more than 8,000 feet in the United States. This
opens up 8.5 percent of the 5,054 U.S. airports
with paved runways. This limits how close you
can get to you ultimate destination.
Compare that to traveling by private plane.
These planes are almost always smaller, meaning they can handle shorter runways. There are
2,249 paved runways in the U.S. with runways
of 3,000 to 5,000 feet. That’s 44 percent of the
airports with paved runways in the U.S. Plus,
there are an additional 903 airports with paved
runways of less than 3,000 feet. Just make sure
the runway is dry and you can hit the numbers. The odds are definitely in favor of getting
closer to your destination by using a shorter
runway. There are often smaller adjacent
airports around major airports. Keep reading,
and we will talk about that intangible.
An airplane is a business asset and a capital
investment. How far is your usual distance?
How many souls are usually on board? How
fast do you need to get there? Once you have
this figured out and have identified which
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airplanes will fill your needs, then comes the
question of your budget and how deep your
pockets are.
Several ownership options exist. There
is a pure personal ownership. However, the
personal liability issues of personal ownership make me extremely nervous. There are
partnerships, limited liability companies and
corporations. All four of these ownership options have tax advantages and disadvantages.
In your private plane, you will have traveled to your destination in probably a lot less
total time, compared to commercial travel,
especially if you are flying in one of the higher
performance models. I call these the “go
somewhere fast” planes. That has freed up
several hours of your time and has made your
day more productive. You have gained yourself
a couple of extra hours off for personal time.
Time and productivity gained is a nice intangible and a justification.
With ownership, you gain the advantage of
travel entirely on your own terms. You arrive
at the airport, start your airplane, taxi out and
off you go to your job or work-site destination.

And when you are finished, head home and
arrive in time for dinner. That keeps the family
happy. Another justification.
The downside for this level of convenience is
the capital investment required for ownership.
Another downside is that you are responsible
for all of the carrying costs of airplane ownership. This includes hangar and storage, insurance and maintenance. With ownership, these
costs show up every month. They are fixed.
They are incurred regardless of how much or
how little your plane is in the air.
Travel by private plane for business will
also generate tax savings. But so will commercial flying. Business travel is tax deductible. I guarantee you there is no way the tax
savings will offset 100 percent of the cost
of ownership. The highest federal and state
income tax rates right now will probably top
out between 45 percent and 50 percent. That’s
the most you could save in taxes. So who
do you think covers the other 50 percent to
55 percent of the investment and operating
expenses? That’s right – you do.
Aviation was saved by the bell in 2014 with
the reinstatement of bonus depreciation and a
very generous Section 179 depreciation deduction. At this time, these deductions are off the
table or severely limited. We are back to a waitand-see game to see how these deductions will
play out for 2015.
Aviation has been a BIG winner as far as
maintenance costs go, thanks to the changes
and revisions to the tangible-property incometax regulations. These revised regulations allow
a lot of costs we previously had to capitalize
now to be immediately tax deductible as a
repair, maintenance or supply. These tax laws
are here to stay for 2015 and going forward.
Can you say justification?
Go back to the intangible of time and
convenience. If you are able to save a significant sum of money in taxes over the life of the
plane and if you are able to gain efficiencies in
productivity and additional profits, travel by
private airplane may be a very wise use of your
financial resources. I hear justification.
I have a saying that has always been good to
me. Don’t let income taxes dictate a business
decision. Run your business first and then, if
there is any tax windfall, well, that’s icing on
the cake. However, if there are tax dollars on
the table, grab every one of them.
Frankly, I just love to fly, regardless. And
that is the biggest justification.
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 & Co., 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. Daniels
has held his license as a private pilot since 1991. This
article is available for reprint upon request.

RJ Tutt
Aviation

Matrix-Malibu-Mirage-Meridian

Get A Tax Receipt
Donate Any Airplane
Contact: www.BuildAPlane.org

505.980.9515

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

Initial/Recurrent Flight Training
Stockton, CA (KSCK)
Serving the West Coast
Since 2000
209.478.6075 209.482.7433
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Looking
g for a lake to love?
Don’t miss Big Cedar Lodge
BY MICHELLE CARTER

T

1958 to carve out the
443,000-acre Table Rock
Lake. Johnny Morris,
L
tthe founder of Bass Pro
SShops, took notice in
1988, and Big Cedar
Lodge was born.
L
Two of the original
homes, the Worman
h
House and Devil’s
H
Pool, now house the
P
upscale restaurants of
u
Big Cedar that feature
B
hand-wrought metal
h
cchandeliers, antique
ffurnishings, stone
fireplaces and a centuryfi
old mahogany bar. You
o
ccan expect the best of
mid-South cuisine:
m
hickory-smoked prime
h
rrib, smoked trout and
ffresh fish from the lake.

ucked into
the woods
on the edge
of Table
Rock Lake,
Big Cedar Lodge is eight
miles south of Branson,
Mo., and light years
from the bright lights
and rubber tomahawk
vendors of the celebrated entertainment venue.
Spread across 800 acres
in southwest Missouri’s
Ozark Mountains, its
roots stretch back to
the wilderness retreat
created for two business
magnates in the early
‘20s and then a private
guest ranch. Everything
changed when the White
River was dammed in

50

M M O PA

M A G A Z I N E

p

S P R I N G

2 01 5

Or you could opt for
a private sunset cocktail
ccruise aboard the Lady
Liberty, a custom-built
L
662-foot luxury yacht, as
iit glides around Table
Rock Lake. If that’s a
R
bit posh for your taste,
b
cconsider an hour-long
llake tour on Goin’ Jessi,
aan exact replica of a 1934
Chris Craft, everything
C
ffrom polished walnut
aand teak to the 353 Ford
Marine V8 motor.
M
The lodges, cottages
aand log cabins with
breathtaking lake and
b
fforest views combine to
offer 244 guest rooms,
o
many with balconies,
m
fireplaces and kitchens.
fi
The big news today

2 0 1 5

is the grand
g
opening
p
g
of Cedar Creek Spa, an
18,000-square-foot immersion into total luxury
with its indoor grotto
pool and 11 unique
treatment rooms promising sweet surrender.
Yikes, did I mention the
candles lining the rustic
stone walls and something called the Ozarks
Rain Experience?
Bent Hook Marina
serves as the activity
center for fishing and
water sports, including slalom, kneeboard
and wakeboard skiing.
And you can bet that
the fishing is extraordinary if the owner of
Bass Pro Shops made
camp here. The lake is
ranked nationally for the
number and sizes of bass
and crappie, and veteran
guides can be booked for
early-morning boat rides
to their favorite spots.
Should you prefer to
look at the lake rather
than go out on it, Big
Cedar can offer three golf
venues, trail rides and
carriage rides from the
stables and the wonders
of Dogwood Canyon Nature Park, which stretches

a
across
the MissouriArkansas border.
A
Private pilots have
ttheir choice of several
llocal airports, but M.
Graham Clark DownG
ttown Airport (PLK) at
Hollister, Mo., with its
H
33,700-foot runway is
tthe closest. Just a little
ffarther from the lodge
iis the Branson Airport
((BKG) with its 7,140ffoot runway and the
Branson Jet Center with
B
AvGas and Jet A, heated
A
hangars and rental cars.
h
Big Cedar Lodge will
pick you up at either airp
port for a fee and, once
p
yyou’ve checked into your
rroom, free shuttles will
ttake you anywhere you
want to go on the resort.
w
IF YOU GO…
B CEDAR LODGE
BIG
612 Devil’s Pool Road
6
Ridgedale, MO 65739
R
800.225.6343
8
Big-Cedar.com
B
B
BRANSON
JETCENTER
1130 Wright Brothers Road
Hollister, MO 65672
H
417.334.8234
4
417.336.0414
4
BransonJetCenter.com
B
M GRAHAM CLARK
M.
DOWNTOWN AIRPORT (PLK)
D
491 Blue Sky Lane
4
Hollister, MO 65672
H
417.332.1847
4
FlyPLK.com
F

Callaway
y Gardens offers
antidote to winter blahs
BY MICHELLE CARTER

A

ffter a
winter of
historic
proportions,
most of us are ready to
embrace the first daffodil
poking through the snow
as evidence of spring. But
if spring is what you long
for, head south, head to
Georgia, head to Callaway Gardens.
A brilliant array
of 20,000 native and
cultivated azalea plants
awaits (and the Callaway
Gardens website offers
an evolving view of the
state of the blossoms so
you can plan your trip
accordingly). But those
celebrated azaleas are just
the icing on the cake that
the 2,500-acre garden
offers in the way of a
Weekender destination.
Fly into Harris
County Airport (KPIM)
in Pine Mountain,
Ga., with its 5,000-foot
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r
runway
and AvGas and
JJet A fuel available. Calllaway Gardens will send
a shuttle (for a fee if you
ccall ahead) and take you
tto Mountain Creek Inn
where you can rent your
w
own electric golf cart
o
or bicycle to scout the
o
ggarden trails, head to
tthe beach at Robin Lake
or schedule tee times at
o
tthe two golf courses.
Callaway Gardens
differs from the usual vad
ccation destination in that
iit’s a public, educational,
horticultural and charih
ttable trust, owned and
ooperated by a non-profit
ffoundation. It was created
iin 1950 from the private
rretreat developed by Casson Callaway, a Georgia
ttextiles magnate, and his
wife Virginia Hand Callaw
way. A separate subsidiary
w
rruns the recreational,
llodging and retail faccilities, and those include
ccondos (and hideaways

p
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s
such
as the Mountain
View Golf Cottage) as
V
well as the inn.
w
Foodies flock to Callaway Gardens for an entire
w
ccalendar full of special
eevents such as the Spring
Wine Tour, an afternoon
W
oof discovering new wines,
which begins at the Calw
llaway Discovery Center.
A complimentary shuttle
delivers guests to the other
d
ttasting sites, including
tthe Horticultural Center,
Butterfly Center and the
B
Overlook Azalea Garden.
O
Memorial Day
tthrough Labor Day, 650aacre Robin Lake is not to
bbe missed. Every kind of
water sport from boating
w
tto tubing and watersskiing is offered (with
iinstructors available to
ggo out with you on your
bboat). But stretching out
under an umbrella or in
u
a private cabana on the
white-sand beach may be
w
jjust the ticket after that

nasty winter.
As an added treat
treat,
Florida State University’s
Flying High Circus sets
up tents by the lake, and
you can test your circus
smarts in a Trapeze
Adventure. Or you can
enjoy the Symphony on
the Sand, which brings
the Atlanta Symphony to
Robin Lake to perform
under the stars as a
benefit for the Ida Cason
Callaway Foundation.
One of the most
delightful offerings
of Callaway Gardens
is geocaching, sort of
treasure hunting on steroids. Grab your handheld GPS when you
leave your plane so the
whole family can plug in
cache-site coordinates.

R
Read
cclues from the geogeo
ccache site to find the
eexact treasure spot and
tthen follow the instructtions found there. You’ll
ssign in on the logbook
tto record your find, and
yyou may have to solve a
puzzle or trade a small
p
prize. The search will
p
gget you out on the trails
tto get a close-up look at
tthe wonders of Callaway
Gardens.
G
IIF YOU GO…
C
CALLAWAY
GARDENS
P.O. Box 2000
P
Pine Mountain GA 31822-2000
P
7706.663.6881
CallawayGardens.com
C
H
HARRIS
COUNTY AIRPORT
((KPIM)
7789 Skymeadow Drive
Pine Mountain GA 31822
P
7706.663.2083
PineMountainAirport.com
P

877.359.7473
NEW AIRCRAFT SALES

<RXUMRXUQH\VWDUWVKHUH
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.
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Flyy the Big
g Skyy to the Nine
Quarter Circle Ranch
BY MICHELLE CARTER

I

h
hosts.
Perhaps it’s time
tto replace the “9” with a
ccapital “K.”
The ranch, comprisiing several homesteads,
was settled in the early
w
1900s. The Butler family
ffrom Chicago purchased
tthe ranch and started
tthe Nine Quarter Circle
Ranch, which welcomed
R
iits first guests in 1912.
Howard Kelsey purH
cchased the ranch in 1945,
aand the Kelsey family has
been inviting people into
b
ttheir home with western
hospitality ever since.
h
The private strip,
which is 4,000 feet long
w
with border markers,
w
aappears on the Great
Falls sectional. It’s at
F

n the backyard
of Yellowstone
National Park,
about 90 minutes
southwest of Bozeman, Mont., you’ll find
the well-maintained grass
airstrip of Nine Quarter
Circle Ranch, which has
been welcoming guests
for more than a century.
With that kind of history, you can understand
why they’re sticking
with the logo of the
number “9” rocking on
a quarter-circle. But for
half of that century, the
Kelsey family — which
now includes Kim,
Kelly, Konnor, Kameron,
Kyleen and Kowboy, the
dog — have been the
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7
7,000-foot
elevattion, and one of th
he
Kelsey sons flies
K
his Cessna 172 in
h
rregularly. If your
mountain flying
m
sskills are sharp, email
Kim Kelsey at info@
K
ninequartercircle.com
n
ffor approach details.
Otherwise, Bozeman
O
Yellowstone InternaY
ttional (BZN) or West
Yellowstone (WYS), 40
Y
miles east, are seriously
m
ccivilized airports, and the
rranch will pick you up.
The Lodge is the social
ccenter of the ranch where
yyou’ll gather around the
natural stone fireplace
n
aand take your meals,
bbut the cabins are your
private refuge. They were
p
bbuilt long ago from timbber cut on the ranch, with
ggenuine log construction
ooutside and log or knotty
pine paneling inside.
p
They’re comfortably furTh
nished with handmade
n
quilts and furniture also
q
made on the ranch.
m

Your stay includes homehome
cooked meals served
family-style. The ranch
focuses on fresh, local
ingredients with western
flair and signals each
meal with a clang of the
dinner bell. Breakfast is
family time or sit-whereyou-like. Dinner is served
earlier to the children so
the adults can relax and
enjoy happy hour before
finding their own places
at the table. (Childcare
for children up to age 9
is one of the amazing,
all-inclusive perks of Nine
Quarter Circle.)
Working up an appetite for hearty meals is
what brought you to the
ranch in the first place,
and horses are a big part
of that. The Kelsey family
raises and trains their 120
Appaloosas personally,
so they know each horse’s

tem
mperament
an
nd stamina
in
n the mountaains. You
caan expect
tw
wo twohour rides
h
a day for all
a levels of
rriders and two all-day
rrides during the week
ffor the intermediate to
aadvanced.
For the anglers in your
ggroup, fly-fishing on a
private trout pond on the
p
rranch, nearby streams
or the Gallatin, Madison
o
aand Yellowstone Rivers
aawaits. The ranch’s flyfishing guide will offer
fi
fly-casting lessons at the
fl
pond for the newbies.
p
Nine Quarter Circle
Ranch is open mid-June
R
tthrough mid-September,
aand the minimum stay
iis three nights. And the
Kelseys prefer that you
K
plan your trip within
p
a Monday-to-Sunday
window.
w
IF YOU GO…
N
NINE
QUARTER CIRCLE RANCH
NineQuarterCircle.com
N
406-995-4276
4
iinfo@ninequartercircle.com

SAVE THE DATE
SEPTEMBER 16-20, 2015
Coeur d’Alene, Idaho
25TH ANNIVERSARY

FLY-IN CONVENTION

The Coeur d’Alene Resort

Coeur d’Alene Airport - Pappy Boyington Field (KCOE)

CALL NOW ABOUT OUR NEW
“EXPRESS RECURRENT”
DESIGNED BY PILOTS FOR PILOTS
TAILORED TO YOUR
SPECIFIC NEEDS
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SimCom also provides simulator training forr
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V
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al.

VALUE. PERSONALIZED. FRIENDLY.

S

PRES
EX

simulator.com

E

R

Visit SIMCOM’s website at

CALL

CU

NOW

T

...Nothing Prepares You Like Simulator Training.

RRE

N

866.692.1994
© 2015
2
20
SIMCOM Training Centers. All rights reserved.

