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HITTING THE MARK
By Martin E. Doran

FROM EXECUTIVE DIRECTOR

ATo accommodate my college-age children’s schedules, instead 
of traveling 100 NM from my Connecticut home, I ended 
up traveling 800 NM to Groton from my summer home in 
South Carolina. I almost cancelled and rescheduled for the 
November session at Amelia Island, Fla., only 100 NM from 
home base in South Carolina, but figured something else 
would come up – like the kids being on break and wanting to 
ski in Colorado at the start of the season.  What we do for our 
children. Go figure! 

I arrived at the safety seminar the evening before the pro-
gram began with my plane two hours out of annual and an ea-
gerness to learn from instructors I had not worked with before.  
I was scheduled to attend ground school the first day and fly 
with David McVinnie, who came in all the way from Albu-
querque for the session, on Saturday.  Dinner the first evening 
provided the opportunity to mix with people I was meeting for 
the first time, but I felt like I had met most of them from read-
ing their postings on a variety of issues on the forums.  
 A couple of observations from these first-time encounters: 
1) Nobody looks like their picture in the forum profile, 2) Few 
use a picture that was taken within the last 10 years, and 3) 
Several wear hats to disguise themselves.  On the other hand, 
every one was a dedicated pilot, an accomplished professional, 
serious about training and the safety of flight.  It was a fun 
evening, and I learned enough at dinner to justify the cost and 
travel time to the seminar – and it didn’t even start until the 
next day!
 The first morning included an outstanding presentation by 
Travis Holland on the risks and procedures for safe takeoff and 
landings.  At first this sounds like a topic that any experienced 
pilot has heard about over and over again.  But Travis knew 
each participant and the model they flew, tailored his presen-
tation specifically to risks in the PA-46 and integrated specific 
questions from the participants. McVinnie followed with an 

excellent presentation on recent accidents and incidents and 
let the participants discuss their views, what they might have 
done and opened the floor to a discussion of relevant SOPs.  
Finally, Lester Kyle shared his insight of the PA-46 from its 
development to today. He discussed parts of the aircraft that 
I didn’t know existed and other parts that I knew about but 
never really understood their proper operation and mainte-
nance. It was the finest day of ground school I have attended 
in more than 12 years as a pilot.
 The second day began with some pre-flight work with 
Dave in the FBO where he asked me if I would like to get an 
Instrument Proficiency Check or Flight Review. I didn’t know 
beforehand that I could get either of these as part of the safety 
seminar but I sure will take advantage of this opportunity at 
future programs. Once on the ramp, we performed a very 
serious pre-flight inspection of the aircraft.  A large blue stain 
on the left nose gear door had us call and send a picture to 
Kevin Mead on the MMOPA hotline to get his views. Kevin’s 
usual timely response was that it looked like a broken seal on 
the engine fuel-pump shaft.  We were grounded for the day, 
but I had learned more about flying and the value of MMOPA 
safety seminars in those 36 hours than I could have ever 
expected. 
 Dave generously offered for me to come to Albuquerque to 
make up the flying session. I’m hoping the kids will want to ski 
in Taos instead of Colorado so I can make that trip, but then 
again, maybe I should go to Amelia Island in November?

Marty Doran
Executive Director, MMOPA

As with any new position in life, establishing goals helps guide you and provides a path 
to success.  Such was the case when I started as the executive director in July 2013.  
MMOPA President Tom Kieffer and I sat down and developed a list of things we wanted 
to get done in the first year.  Among those goals was to understand the organization by 
meeting members and vendors at meetings, the MMOPA convention and other aviation 
events and making myself available online and on the phone to members.  

I also planned to attend a MMSTF Safety Foundation seminar in the first year to connect 
with members and flight instructors and get a little training in my logbook.  I promised my 
wife I would do the training as close to my home in Connecticut as possible.  After look-
ing at the MMSTF Schedule online, I found a seminar to be held in Groton, Conn., in July 
2014 – not quite within my first year, but close enough for government work.
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Quit Shooting  
Disturbing  
Videos
Take your regular video camera into 

the cockpit and all the images shot 

out the front of the airplane will have 

an extremely annoying distortion 

caused by the propeller. Now you can 

eliminate that disturbing effect with 

a brand new series of variable lens fil-

ters and kits from NFlight and Sporty’s.

This new technology is designed 

for specific use on both the Go-

Pro video cameras and the Apple 

iPhone. The filters can be combined 

with headset audio cables to make 

complete cockpit videos. With the 

new Variable ND Filter, pilots can 

adjust the light through the lens to 

suit different conditions and differ-

ent airplanes. The result is a clear 

and professional video every time.

 For the GoPro, the filter snaps onto 

the GoPro waterproof case or skeleton 

case and is removable for use outside 

the cockpit. For smartphone users, 

pilots simply attach the metal bracket 

to the outside of their phones and line 

up the filter over the camera lens. 

Finally, a new Telephoto Lens Kit 

is available for the iPhone 5/5S that 

makes it easy to record close up shots 

of the ground or other airplanes. Get 

all the information at Sportys.com.

Your Very Own  
Heads-Up Display
This device is not ready for your airplane but, in your car, it makes you the coolest guy  
going to or from the airport. Garmin’s heads-up display (HUD) gives you turn-by-turn 
directions to your destination for easy viewing while driving. The HUD receives navigation 
information from your smartphone and projects it onto a transparent film on your wind-
shield or an attached reflector lens. HUD automatically adjusts its brightness level, so its 
projections are clearly visible in direct sunlight or at night.  
 The unit provides estimated time of arrival and lane assist, as well as read-outs on 
speed, traffic and even “safety” camera alerts. It works wirelessly with your Bluetooth 
smartphone and uses Garmin StreetPilot for the iPhone or NAVIGON mobile apps.  
Get more at Garmin.com.

Make the World a Wee Bit Prettier
Cables can be ugly things, especially when they’re on the loose around the house, in 

your car or even in your suitcase. Now One Kings Lane has created a classy way to bring 

those serpents to bay. Witness the new Cordito, a stylish and simple way to wrap your 

USB cords, ear buds, plugs, and chargers. The Cordito holds three cables and two plugs. 

Each Cordito is made 

from premium leather 

and precisely mea-

sured to neatly hold 

your cords.  If you’re 

going to be mobile, do 

it with some style.  

See the Cordito at 

OneKingsLane.com
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With our experience successfully handling thousands of Piper transactions, acquiring 
a new Meridian from Tempus may be the easiest purchase you will make all year.

www.TempusAircraft.com 
sales@tempusaircraft.com

Authorized Piper Dealer 
and Service Center

Contact Your Piper Representative Today at 303.799.9999 to Learn More



Where Are You?
It’s the smallest and lightest on the 

market. As a personal locater beacon 

(PLB), the ResQLink weighs in at just 

4.6 ounces, less than a couple of energy 

bars. And topping just 3.9 inches, it’s 

smaller than the cell phone in your 

pocket. Small and mighty, the ResQLink™ 

PLB is a full-powered, GPS-enabled 

rescue beacon designed for anglers, 

pilots and back-country sportsmen.  The 

device can broadcast your exact location 

directly to rescue satellites overhead. 

 The ResQLink PLB is a distress radio 

beacon, which transmits location 

information directly to Search and 

Rescue forces letting them know you 

need immediate assistance. A unique 

identifier number is programmed 

into each ResQLink at the factory. The 

combination of 15 letters and numbers 

is then registered to you as the owner, 

assuring you the highest level of pro-

tection.  See more at Acrartex.com

Defunding of DUATS (Direct User 
Access Terminal Service) Imminent

The Federal Aviation Administration is attempt-

ing to defund the two companies (CSC and DTC) 

who provide the common safety program called 

DUAT Service. This free service to pilots, under 

contract to the FAA, is in danger of being de-

funded, placing the cost of running this service 

directly on the backs of pilots.  

    DUATS has been available to pilots as a free 

service since 1989, providing access over the internet, and even offers direct 

modem dial-in. DUATS has been the primary choice for pilots for pre-flight 

planning instead of voice-calling Flight Service. DUATS service is acces-

sible via common Web browsers and mobile devices, such as smartphones 

and tablets. In addition, both equipment manufacturers and third-party 

software vendors (such as WingX and iFlightPlanner) depend on all or part 

of the DUATS program to provide pre- and in-flight services to the pilot com-

munity.  Their interface to DUATS provides them and their users with assur-

ance of their quality interface to the FAA NAS (National Airspace Systems).

 Since DUATS is a program built to strict FAA requirements and an ap-

proved source for pilots to receive their required pre-flight briefings, doing 

away with this service presents a possible safety issue. The FAA does not 

certify or directly approve any other sites available to the public. Without 

DUATS, pilots will be required to evaluate other sources of weather to in-

sure that they meet the FAA’s requirement. The DUATS program is also the 

only online flight-planning service that provides complete recording of all 

pilot online session activities as well as the provided output. This informa-

tion is available to the FAA within seconds, providing critical information 

for Search-and-Rescue. 

 From a taxpayer’s standpoint, the FAA DUATS program is a transaction-

based competitive contract, which is one of the most innovative and cost-

effective programs in the FAA. Two vendors, in competition for market 

share, continuously innovate and update technology at no cost to the FAA 

— benefiting both taxpayers and pilots. 

 According to a FAA study in 2013, DUATS provides over 130 million 

weather and NOTAM briefings, flight-planner generated logs, and flight 

plans filed as well as other valuable services per year to the aviation com-

munity (at a cost of $0.08/activity). In contrast, the current Flight Service 

Station program, supporting only the lower 48 states, provides 4.6 million 

activities per year, at a cost of $140 million per year (cost of $30/activity). 

 By supporting our petition you will help get the message to the appro-

priate people who can influence what the FAA does next. Go to DUATS.

com/saveduats to sign the petition.

Water in Your Ears?
Nah, or at least not in your Sony headsets.  Amp up your workout in secure and 

cordless comfort, with this Bluetooth® sports headset with NFC2. It features 

a unique, behind-the-neck and water-resistant design powered by a 

rechargeable battery for up to nine hours of listening or chat time. 

Permission to hit the gym granted.

FIRST LOOK
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Cutter Aviation
800.234.5382 Toll-Free  |  602.273.1237 Direct
CUTTERAVIATION.COM

CALL US TODAY! 

2014 Piper Matrix

s/n: 4636533, Featuring G1000 Avionics 
300 Hours Total Time, Annual Completed 
12/2013 by Piper Service Center

2011 Piper Meridian

s/n: 4697442, 400 Hours, No Damage 
History, Complete Logs, Always 
Hangared, Fresh January 2014 Annual

2006 Piper Meridian

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

CONVENIENT TECHNICAL SERVICES IN THE SOUTHWEST

With full-service maintenance facilities positioned around 
the key areas in the Southwestern region, Cutter Aviation 
is the logical and convenient choice when selecting a 
service facility in Arizona, New Mexico or Texas. Plus, 
our facilities at ADS and SAT are fully accredited 

Factory-Authorized Service Centers for your Piper aircraft. Also, you can visit 
our Southern California Piper maintenance (ASC’s)  partners:  Jet Source (CRQ), American 
Aircraft Maintenance (SNA), Mather Aviation (VNY), Loyd’s Aircraft Maintenance (BFL).

n visit 
(CRQ), American 

ntenance (BFL).

PHX

ABQ

SAT

ADS

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.

THE MERIDIAN MAXUS
GARMIN G950

NEW EXTERIOR

GROSS WEIGHT KIT

NEW INTERIOR

YOUR MERIDIAN... MODERNIZED

Powered by Garmin

MERIDIANMAXUS.COM
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T
he myth is that jet fuel is one of the world’s simplest combustibles. It’s been com-
pared to kerosene many times but, in fact, jet fuel is a considerably more complex 
chemical compound that includes kerosene and dozens of other refined products. 
 One thing’s for sure, it has an odor all its own, not really kerosene, not AvGas, a 
smell of excitement, of exploration. No matter how many times pilots fly in turbine-

powered aircraft, we never quite get used to that aroma so frequently associated with the ulti-
mate aeronautical aphrodisiac: speed.  
 Many pilots of pure-jet aircraft take Jet A for granted. Though it is kerosene-based, it adds 
anti-freeze and a dozen other hydrocarbons to produce a more stable and slightly safer combus-
tible. On the North American Continent, Jet A is the standard fuel for turbine aircraft. Jet A-1 
is more readily available overseas, offering a greater concentration of anti-freeze additives and 
a mandatory anti-static component designed to help inhibit static electricity discharges, more 
common at the operating heights of turbine aircraft.
 Not surprisingly, the first jet fuel was produced by the Germans in World War II for use in the 
primitive, axial compressor Juno 004 engines employed on the Messerschmidt Me-262 fighter 
and Arado Ar-234B light bomber. The German fuel was a special synthetic known as J2 and, 
when that wasn’t available, automotive diesel oil was used as a substitute. Straight kerosene and 
kerosene/avgas mixtures also became common in the last year of the war when Allied bombing 
raids virtually eliminated the supply of J2 and diesel.

Learn more about what you’re putting in your tanks.
BY BUDD CORBIN

EVERYTHING YOU 
EVER WANTED TO 

KNOW ABOUT  

JET FUEL
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NO MATTER WHERE YOU FLY, 
YOU’RE ALWAYS IN THE SWEET SPOT.
In the Pilatus PC-12 NG, the right economics and right versatility converge most definitely  

with the perfect level of exhilaration. Higher cost twins just can’t deliver this optimal mix of range, 

speed, short-field dominance and single-pilot agility. Whether for business, pleasure or all 

points in between, the pure joy of high-performance flying doesn’t get any sweeter.

Pilatus Business Aircraft Ltd  •  +1.303.465.9099  •  www.pilatus-aircraft.com



Those early Luftwaffe jets could also burn 
conventional AvGas, but fuel consumption 
increased dramatically, and flight endurance 
was only about 30 minutes under the best 
of conditions, so that was a final alternative. 
With sorties limited to 30-45 minutes maxi-
mum, the German’s remarkable jets were 
strictly defensive weapons. 
 America produced its first jet fuel to pow-
er the  XP-59 Airacomet fighter prototype, 
flown initially in 1942. Unfortunately, unlike 
the Me-262 that had a 100-knot advantage 
over any WWII piston fighter in the sky, the 
Airacomet’s performance was so poor and 
fuel burn so high that the XP-59 was judged 
unsuitable for military service. The flight test 
article was consistently outperformed even 
by its chase planes, usually P-51 Mustangs. 
Jet-fuel development in the U.S. was not 
inhibited by bombing raids, however, so re-
search and development of kerosene power 
was uninterrupted.   
 After the war, both the U.S. and Great 
Britain began experiments to produce 
their own fuels. The U.S. formulated Jet A 
based on existing aviation gasoline, while 
the British derived a fuel based on Paraffin, 
basically lamp oil, and designated it Jet A-1. 
A-1 quickly became the standard for Europe 
and much of the rest of the world. Jet A was 
designed to operate at temperatures as cold 
as -40 degrees C. Jet A-1 extended the low 

temperature limit down to  -47 degrees C.
 Operating temperature becomes espe-
cially important on turbines because jet 
engines operate most efficiently at 35,000 
feet or higher where drag is minimum and 
outside air temperature typically averages 
-55 degrees C. Fuel heaters in many turbine 
aircraft raise the Centigrade count and 
allow engines to operate at the temperature 
extremes of high altitude. Military aircraft 
frequently fly higher than business or com-
mercial aviation, but OAT remains at about 
-57 degrees C between FL360 and FL660. 
 The litany of jet fuels over the last 65 years 
reads like a history of high-performance 
aircraft. JP-2 and -3 are obsolete types 
employed for experimental purposes during 
WWII. JP-4 was a 50/50 gasoline kerosene 
mix, with a lower flash point than JP-1, but it 
was preferred by the U.S. Air Force until the 
1990s. JP-5 was formulated with a high flash 
point (60 degrees C), designed specifically 
for aircraft stationed aboard carriers where 
any fire on board could cause loss of the 
ship. The flash point of a volatile liquid is the 
lowest temperature at which it can vaporize 
to form an ignitable mixture in air.  
 JP-6, -7 and -8 are military fuels specifi-
cally designed for aircraft such as the U2, the 
B-58 Hustler, the XB-70 Valkyrie and the 
Mach 3.0 SR-71 Blackbird. Little is known 
about these fuels except that they are prob-

ably among the most expensive jet propel-
lants in the world. JP-10 is rocket fuel. Your 
tax dollars at work. 
 Finally, Jet B is a naptha/kerosene for-
mula that’s renowned for its performance in 
extreme cold. Unfortunately, Jet B’s lighter 
composition makes it more dangerous to 
handle and, for that reason, the fuel is rarely 
used except in the polar regions. Jet B is a 
blend of roughly 30 percent kerosene and 70 
percent AvGas and has a very low freezing 
point of -60 degrees C. 
 As we’ve seen so often in video coverage 
of airline crashes, jet fuel is highly volatile. 
The FAA and NASA developed a special 
demisting version of Jet A in 1984 and tested 
it on a radio-controlled Boeing 720 airliner 
at Edwards AFB, Calif. The aircraft was 
deliberately crashed on a special test range 
in a remote section of Edwards in hopes 
that the demisting additive would inhibit 
combustion. No such luck. Several aspects of 
the test started to go wrong well before the 
aircraft was crashed into the desert, but the 
test article immediately burst into flames on 
ground contact and started a fire that took 
over an hour to extinguish. So much for 
demisting fuel. 
 Though the large population of piston and 
jet aircraft in North America has created a 
ready market for both AvGas and jet fuel 
and helped bring their prices to near parity, 

JET FUEL
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that’s not the situation overseas. Standard 
jet fuel in Europe, Africa, Asia, the South 
Pacific, Indonesia and the Far East is often 
less expensive than AvGas in many other 
parts of the world. 
 That’s one of jet fuels’ major attractions. 
The reduced price overseas may be partially 
a function of greater demand, but it’s also 
probably related to the fact that jet fuel is less 
efficient than AvGas. 
 A typical piston engine requires only 
about .38 to .42 pounds of AvGas to produce 
one horsepower/hour -known as specific fuel 
consumption or SFC. A turbine engine typi-
cally demands about .58 pounds of jet fuel 
to produce one shaft horsepower per hour.  
(The situation becomes even more confus-
ing because shaft and brake horsepower are 
defined differently. “Shaft” horsepower is the 
total power produced after all power drains, 
whereas “brake” horsepower refers to the 
rating at the crank and does not reflect any 
losses to generators, fuel pumps or other ac-
cessories. Jet engines have no crankshaft.)   
 One factor that makes it difficult to 
compare the efficiency of the two fuels is 
that turbine engines are typically designed to 
deliver a minimum of 400 shp, while that’s 
more often the maximum for piston engines. 
A standard turbine engine, such as the P&W 
PT6A-42A that develops 500 shp on the 
Piper Meridian turboprop, burns about 43 
gph, while a piston engine delivering the 
same hp (the Falconer V12 on the Thunder 

Mustang, for example) consumes 25 percent 
less fuel, about 33 gph. 
 Fortunately, misfueling problems are 
unusual between jets and piston aircraft, as 
airframe and wing configuration without 
propellors to worry about is far simpler, and 
the airplanes are rarely constructed in the 
same configuration. Mistakes are more com-
mon between look-alike turboprop versions 
of what were formerly exclusive piston mod-
els. Misfueling is less serious for pure turbine 
aircraft than for piston machines, primarily 
because the former will run on practically 
anything, while piston aircraft won’t run on 
jet fuel at all. 
 Stories are legend of pilots who had 
their piston aircraft mistaken for a similar 
turbine-powered model and misfueled with 
Jet A, often providing just enough fuel in the 
lines to taxi out and get into the air before 
the engine(s) quit cold. The Cessna 421 and 
Conquest 1 are frequent victims because the 
airplanes look very similar. Piper Malibus 
and Malibu Jetprop conversions are another 
pair that can be mistaken for one another, as 
are the piston and turbine Commanders and 
the Piper Navajos and Cheyennes, especially 
overseas where language problems can frus-
trate the best intentions.  
 The problem is less significant these days 
because most modern jet fuel nozzles have a 
duck-billed dispenser at the end, too large to 
fit into the standard, round, AvGas recepta-
cles fitted to the wings of most piston-pow-

ered, General Aviation singles and twins. 
 (Curiously, the new, diesel-powered 
Cessna Skylane JT-A continues to use 
the original circular filler neck, profusely 
marked with warnings not to fill with 
AvGas. Perhaps ironically, the Skylane JT-A 
features a French SMA diesel engine out 
front but is not approved to burn diesel fuel. 
Go figure.)   
 Pilots of jetprop aircraft take a second hit 
because turbine fuel is denser than AvGas 
and weighs about 13 percent more. Specifi-
cally, a gallon of AvGas weighs only 6.00 
pounds versus a gallon of jet fuel that weighs 
6.79 pounds. In contrast, a gallon of water 
weighs 8.10 pounds, but won’t power much 
of anything except perhaps a water gun. 
 In fact, however, heavy water can be 
one of the primary problems in jet fuel. In 
extremely cold conditions, the water may 
settle out in low spots in the fuel lines and 
induction system and freeze, possibly caus-
ing power interruptions or even total engine 
failure. For that reason, Fuel System Icing 
Inhibitors (inevitably, FSIIs) such as Prist are 
often used in extreme cold climates to assure 
continuous fuel flow.
 Despite (or perhaps because of) all the 
technical aspects of jet fuel, the smell is one 
of power and excitement. To paraphrase 
Robert Duvall in the movie, “Apocalypse 
Now,” I’m one of those strange humans who 
loves the smell of jet fuel in the morning, or 
the afternoon, or… 
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Why not both? With the Piper Meridian, it’s never strictly business. 
500 miles between your morning tee time and afternoon business 
meeting is easily attainable. With its advanced Garmin G1000 flight 
deck, pressurized cabin, ability to cruise up to 30,000 feet, and 
powerful PT6 turbine engine, you can do it all in a day for about a 
million and a half less than its closest competitor. Luxury is par for 
the course with room for six, and nearly 50% more cabin volume than 
any four-place aircraft. 

For business or pleasure?

piper.com or 1.866.FLY.PIPER

Equipped for your versatile lifestyle. 

© 2014 Piper Aircraft, Inc.



HIDDEN  
DANGER  
CONVECTIVE 
OUTFLOW 
BOUNDARIES 
BY SCOTT C. DENNSTAEDT
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W
hether you’re scanning the sky with your onboard radar or have the weather in your 
immediate view, many pilots flying turboprop aircraft have little difficulty maneuver-
ing around a convective threat while en route. It’s the terminal environment that can 
become really dicey and get the heart pumping, especially when the thunderstorms are 
embedded. Onboard radar can do a great job keeping you away from the worst part of 

the storm, but thunderstorms create significant hazards down low that are essentially invisible up to the 
moment you encounter them, especially when you are in IMC. One of these hidden threats is called a 
convective outflow boundary.  
 Convective outflow boundaries emanating from deep, moist convection or thunderstorms may be a 
precursor for an encounter with severe or extreme turbulence and dangerous low-level wind shear. But 
they may also quietly pass by without raising a single leaf on a tree. The pilot’s best defense is to recognize 
and characterize the outflow boundary using visible satellite and ground-based radar imagery before de-
parting in advance of deep, moist convection.  
 So what is a convective outflow boundary?  

SUMMER THUNDERSTORMS
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A GUST FRONT 
According to research meteorologist 
and thunderstorm expert, Dr. Charles 
Doswell, “cold, stable air is the ‘exhaust’ 
of deep, moist convection, descending in 
downdrafts and then spreading outward 
like pancake batter poured on a griddle.” 
As a thunderstorm reaches a point where 
its updraft can no longer support the 
load of precipitation it has accumulated 
inside, the precipitation load collapses 
down through the original updraft area. 
Evaporation of some of the precipitation 
cools the downdraft, often making it even 
denser when compared to the surround-
ing air. When the downdraft reaches the 
ground, it is deflected laterally and spreads 
out almost uniformly in all directions, 
further retarding the inflow of unstable air 
into what was left of the storm. This out-
ward flow away from the storm is called 
an outflow boundary.  

 Outflow boundaries are often seen mov-
ing away from weakening thunderstorm 
cores. They tend to have a very circular 
or crescent-shaped symmetry just like 
that pancake batter on the griddle. Such 
symmetry to the outflow is common in 
environments of very weak flow near 
the surface in the surrounding air mass. 
Otherwise, the shapes of the boundar-
ies would be more distorted.  An outflow 

boundary is essentially a mesoscale cold 
front; it is a boundary between the cooler, 
denser outflow air from the storm and the 
surrounding, warmer environmental air.

THE MICROBURST  
An outflow boundary is not the same crea-
ture as a microburst. While they are simi-
lar in many respects, microbursts occur on 
a much smaller scale and may persist for 
only five minutes or less. As defined by Dr. 
Theodore Fujita, a microburst is a small 
concentrated downburst with a spatial 
scale on the order of a runway length (four 
kilometers) and can be more violent than 
any outflow boundary.  
 In many cases, these microbursts are as-
sociated with moderate to heavy precipita-
tion that may be visible below the cloud 
base as a concentrated rain shaft. From 
a distance, you may see what appears to 
be an opaque globular mass of rain at 
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the bottom of the shaft that represents 
precipitation “piling up” in the downburst 
of rain-soaked air from storm. Many mi-
crobursts occur in what seem like rather 
benign conditions, such as a high-base 
convection inviting the pilot to fly under 
one of these.

THE SURFACE ANALYSIS CHART
Whenever a significant outflow boundary 
exists, it will be analyzed on the mean sea 
level (MSL) surface-analysis chart. Every 
three hours beginning at 0000 UTC the 
Weather Prediction Center (WPC) in 
College Park, Md., issues a new surface-
analysis chart. This chart depicts surface 
weather features such as an isobaric 
analysis (including high and low pres-
sure centers), surface observations, fronts, 
squall lines, dry lines, troughs and outflow 
boundaries. Outflow boundaries are de-
picted by a dashed tan line, two of which 
are shown here (Figure 1), and are labeled 
OUTFLOW BNDRY on the chart. Pres-
sure troughs are also depicted similarly, 
but do not carry any specific label.  
 While this chart is very useful to iden-
tify the location of outflow boundaries, 
it isn’t much help in real time since the 
surface-analysis chart is only issued every 
three hours and is not available for nearly 
90 minutes after the valid time. To identify 
outflow boundaries in near real time, 
you have to examine visible satellite and 
ground-based radar imagery.    

DETECTION ON THE  
VISIBLE SATELLITE
On the visible satellite image, an outflow 
boundary in southwest Missouri is the 
crescent-shaped area of clouds on the 
southern edge of the deep, moist convec-
tion (Figure 2). An important observa-
tion is to note the motion of the outflow 
boundary relative to the motion of the 
convection, using a satellite loop. If the 
outflow boundary is moving in advance 
of the convection, it likely represents a 
gust front and should strictly be avoided. 

However, the motion of the outflow 
boundary isn’t always in the same direc-
tion as the general motion of the thun-
derstorms.     
 Outflow boundaries such as this one 
are still considered gust fronts even if 
they don’t move in advance of the con-
vection. However, they generally do not 
produce as strong straight line winds and 
equivalent severe turbulence and low-
level wind shear as a gust front that tracks 
ahead of the convection. The risk of 
significant turbulence and low-level wind 
shear decreases as the leading edge moves 
away from the convection that generated 
the outflow boundary.    After spreading 
outward, the leading edge of the bound-
ary often climbs and may produce dense 
cumuliform clouds on the boundary and 
may initiate other convection. This is seen 
quite often in southern Florida. As is the 
case of most cumuliform clouds, they can 
contain moderate or greater turbulence 
within the cloud boundary.  

A ROUGH RIDE
The inherent danger in flying through 
or near an outflow boundary is the wall 
of atmospheric mixing (turbulence) that 
occurs over a short distance. Let’s assume 
you are departing an airport and hit the 
outflow boundary head on while climbing 
out at 3,000 feet above the ground. You 
will first encounter a curtain of upward 
moving air. The average maximum 
upward vertical velocity of air in the gust 
front is on the order of 10 meters per 
second or about 2,000 feet per minute. 
Just when you think it may be over, in less 
than a minute this upward moving air is 
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FIGURE 2 -An outflow boundary is seen on this visible satellite image as a crescent-shaped line of clouds in 
extreme southwestern Missouri. The convection just to the north was moving from west to east. Given its close 
proximity to the thunderstorms, it would be advisable to wait for this outflow boundary to pass before departing 
Branson West Municipal Airport (KFWB) located at the southernmost edge of this outflow boundary.  FIGURE 
3 - The outflow boundary shown on the visible satellite image in Figure 2 is also visible on the Springfield, Mo., 
NEXRAD Doppler radar image. The outflow boundary is the crescent-shaped line of low reflectivity returns ori-
ented west to east in extreme southwestern Missouri.   

Figure 1-On the mean sea level surface analysis chart, outflow boundaries are depicted as a light brown dashed 
line labeled OUTFLOW BNDRY.

Figure 2

Figure 1

Figure 3

SUMMER THUNDERSTORMS



usually followed by a similar downward 
vertical velocity of air at the same mag-
nitude. For an aircraft in flight, these two 
events can happen nearly back-to-back, 
creating an extreme hazard.  
 There is a silver lining, however. The 
ascent and descent for an average outflow 
boundary is usually contained within 
6,000 feet above the surface.  So this is 
indeed a low-level event that is ordinarily 
encountered on approach or departure, 
not in the flight levels while en route.  

DETECTION ON NEXRAD
At night or when no clouds are associ-
ated with the outflow, a gust front may 
be detected on the NWS WSR-88D 
NEXRAD Doppler radar. Given that 
outflow boundaries are low-level events 

as discussed above, they do not neces-
sarily produce precipitation. Instead, the 
radar will detect the density disconti-
nuity of the boundary itself along with 
any dust, insects and other debris that 
might be carried along with the bound-
ary. In this particular case, the outflow 
boundary (Figure 3) shows up very well 
on the NWS radar image out of Spring-
field, Mo., as a bow-shaped line of low 
reflectivity returns. Keep in mind, as the 
outflow boundary moves away from the 
radar site, the boundary may appear to 
dissipate. When, in fact, it may be that 
the lowest elevation scan of the radar 
may be overshooting the boundary.
 The radar signature for outflow 
boundaries is ordinarily quite weak. 

Therefore, they are often filtered by 
satellite-delivered weather. The XM-
delivered radar broadcast, for example, 
does not include any returns that are less 
than 10 dBZ.  While this broadcast will 
keep you away from the worst part of 
the storm, don’t expect it to capture any 
outflow boundaries marching away from 
a line of convection.  
 What is particularly interesting is that 
outflow boundaries are often tracked by 
forecasters. Over time, outflow boundar-
ies can move hundreds of miles away 
from the convection that created them. In 

fact, they often persist much longer than 
the convection itself. Each day’s thunder-
storms lay down outflow boundaries that 
will almost certainly play a role in the 
next day’s convective activity. Therefore, 
by tracking these outflow boundaries, an 
astute forecaster can often get a heads-up 
on where those thunderstorms may erupt 
the next afternoon.

Scott C. Dennstaedt is a CFI and former NWS 
research meteorologist. He holds live aviation 
weather workshops throughout the U.S.  To learn 
more about aviation weather, visit his website at 
AvWxWorkshops.com.
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WHAT’S A STABILIZED APPROACH?
It’s not precisely clear what is meant by a 
“stabilized approach.” Most educational ma-
terials focus more on what is not “stabilized” 
than what is. The Flight Safety Foundation’s 
Approach and Landing Accident Reduction 
Briefing Note 7.1 — Stabilized Approach freely 
admits that “stabilized” means different things 
to different operators, saying, “An approach 
is stabilized only if all the criteria in company 
standard operating procedures are met before 
or when reaching the applicable minimum 
stabilization height.”
 FSF’s Briefing Note calls unstabilized ap-
proaches those “conducted either low/slow or 
high/fast.”  It provides a recommendation that 
the airplane be stabilized with 1,000 feet of 
the ground in IMC or 500 AGL in VMC. The 
somewhat-dated publication cites unstabilized 
approaches as being a “causal factor in 66 per-
cent of 76 approach-and-landing accidents and 
serious incidents worldwide 1984 through 1997.”
 To most pilots, a stabilized approach means 
something like this: The aircraft is put into 
landing configuration (gear down and flaps 
set) prior to reaching the let-down point (final 
approach fix or leaving the traffic pattern 
altitude), and airspeed is reduced to VREF 
or some target just above VREF.  When time 
comes to descend, the pilot adjusts attitude and 
power to establish a descent while maintaining 
airspeed.  The aircraft is flown in this configu-
ration and attitude all the way to touchdown.  

A BETTER APPROACH
The FAA’s Airplane Flying Handbook 
provides this definition of the stabilized 

approach: “A stabilized approach is one in 
which the pilot establishes and maintains a 
constant angle glide path towards a predeter-
mined point on the landing runway …, the 
point on the ground at which, if the airplane 
maintains a constant glide path, and was not 
flared for landing, it would strike the ground.” 
 The Airplane Flying Handbook is giving 
us a different concept of what it means to 
be “stabilized.” This is not a criticism of the 
airline-style stabilized approach concept 
— but it points out that the concept as com-
monly described does not apply directly to 
flying light airplanes.  

WHY EVERYONE TALKS ABOUT  
STABILIZED APPROACHES
Then why does everyone talk about stabi-
lized approaches? The concept evolved to 
meet these goals:

• Predicting aircraft performance by using 
the same technique every time

• Increasing situational awareness, allowing 
the pilot to focus on instrument or outside 
references, as appropriate to conditions, 
instead of diverting attention to changing 
trim, power and flap/gear configuration 
settings during final approach 

• More easily detecting and correcting for 
glide path deviations

• Increased ability to establish crosswind 
corrections

• Landing in the touchdown zone at the 
proper speed to ensure landing performance

Common accidents where a stabilized ap-
proach is not flown include controlled flight 
into terrain, landing short, landing long and 
running off the far end of the runway, and stalls 
on final or during a missed approach. Notice 
that these scenarios are related to distraction 
and improper airspeed control, two things a 
stabilized approach is designed to avoid.  

STABILIZED APPROACHES  
IN LIGHT AIRPLANES
So how can we gain the benefits of the stabi-
lized approach concept while flying with the 
characteristics of light airplanes? First, consider 
that the goal is to arrive at a known position, 
relative to the touchdown zone, at a known 
configuration and airspeed. We want to be 
established in the known configuration and on 
that known airspeed in time to reach that final, 
known position where the flare begins.  

Instrument approaches: On an instru-
ment approach, fly in a stabilized condition 
from just inside the final approach fix to 
the missed approach point. Remain in that 
known configuration as you descend down 
glide path until you either break out to land 
visually or power up to miss the approach.
 When “going visual” out of the approach, 
you’ll be in a known configuration at a 
known speed as well as a known position, 
relative to the runway. Some pilots like to 
maintain the flap configuration used for the 
approach all the way to landing (not use full 
flaps) to minimize pitch and trim changes 
before beginning the flare. That’s fine and 
may even be the best way to go if you break 
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STABILIZED APPROACHES

out right at minimums. Remember, you’ll 
probably use more runway than in a visual 
landing if you use this technique.

Visual arrivals and VFR traffic patterns:  
When arriving visually, whether as part of an 
instrument arrival or by flying a VFR traffic 
pattern, aim to be stabilized on configuration 
and at final approach speed within about 400-
500 feet of the ground. This is the usual height 
when rolling out onto final approach, unless 
a tower directs a wide pattern or a straight-in 
approach. This is the point where I’ll usually 
extend the last notch of flaps, confirm my 
gear is down (in RG airplanes), and aim for 
the “book” final approach speed.

THE ULTIMATE UNSTABILIZED  
APPROACH
Step-down instrument approaches fly in the 
face of the stabilized approach concept because 
they require a power change and interrupt 
the constant-angle-of-descent-to-touchdown 
precept by leveling off at a minimum descent 
altitude. The whole idea of GPS WAAS glide 
paths is to do away with “dive and drive” 
approach profiles in the hope this will reduce 
CFIT accidents in all classes of airplane.

 You can still think of the step-down ap-
proach as being stabilized, however, in the 
manner addressed in the Airplane Flying 
Handbook. The airplane is placed in configu-
ration and on speed prior to reaching the FAF.  
A fairly big power reduction is necessary to 
descend to MDA, and power must be added 
to level off at MDA. The airplane is still on 
speed and in configuration, with power as the 
only variable. At the missed approach point, 
the pilot must reduce power if the runway 
environment is in sight, and a landing can be 
made using “normal” descent technique, or 
miss the approach if either of those criteria are 
not satisfied.  However, if arriving visually, the 
airplane is in a predictable position, relative to 
the runway, while at a predictable airspeed and 
configuration that allows a stabilized descent 
from there to the point where the flair begins. 
It’s not as “unstabilized” as it seems.
 Even a circling instrument approach should 
be flown “stabilized” if we define stable as be-
ing on speed and configuration to the missed 
approach point, and then again within 400-500 
feet of the ground when on final approach.  

BACK TO THE CRASH
So what may have happened? Of course, we’ll 

never know what the private-rated pilot or 
the ATP-certificated right-seat passenger did 
or did not do during the approach because 
they (and a third person aboard) died in 
the crash. It appears, however, that the pilot 
flew a wildly varying path to MDA, allowed 
the airplane to descend below MDA at too 
low an airspeed, and stalled in the process of 
leveling off or beginning a missed approach.  
 A pilot, adhering to the stabilized ap-
proach, concept might have avoided any or 
all of those conditions. 

SEMANTICS — OR SAFETY?
Are we concentrating too much on a buzz 
word or is a stabilized approach, as defined for 
light-plane flying, a better way to go? Flying 
on speed and configuration from the final 
approach fix to the missed approach point in 
IMC makes it far less likely you’ll deviate from 
the approach course or bust altitude.  Once go-
ing visual, a stable approach makes it far easier 
to touch down where you want at a speed that 
permits easily stopping on the runway. If you 
find you are unstabilized inbound from the 
FAF or within a few hundred feet of the ground 
when visual, miss the approach or go around 
and set up for a stable approach next time.  
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Maintenance
BY KEVIN MEAD

Exporting an American Plane

O
ver the last two or three years, I have seen a dramatic upswing in the number of 
buyers from outside the U.S. purchasing U.S. registered aircraft to import into 
their home countries. Although requirements to import such aircraft vary from 
country to country, many of the same questions or problems seem to come up 
repeatedly. In this article, I would like to address a few points that might help 

foreign buyers move through the process or, at least, help them know what to expect. 

MAINTENANCE
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The process may begin with a pre-purchase 
inspection. While it is true that a plane leav-
ing the U.S. will require an annual inspec-
tion before it goes (unless one has been 
completed within the last 30 days), a buyer 
might not want to commit to this greater 
expense until he or she decides to purchase. 
Remember that an annual inspection can 
act as a pre-purchase inspection, but not 
vice versa. If a regularly scheduled annual is 
due, of course, this is usually the responsibil-
ity of the current owner. But if an annual is 
not due, you have to decide which type of 
inspection to do. An approach many buyers 
take, especially if an annual is not due, is to 
have a pre-purchase inspection completed 
first. If they decide to buy, the annual can 
then be completed.  
 As always, when attempting a compli-
cated transaction involving the govern-
ments of two countries, the most important 
thing is to do your homework. Find out 

well in advance what your country requires 
in order to import an aircraft. This varies 
from country to country, so you will have 
to check with your regulatory agency. 
Examples of things you might need are a 
POH in a language other than English, or 
you may find that the required placards in 
the plane must be replaced with ones in a 
language other than English. 
 Another useful resource is the U.S. FAA 
Advisory Circular AC21-2, which attempts 
to provide information about what might be 
required by each importing country and is 
available at the FAA’s website. It’s particularly 
important to find out if a PA-46 has been 
imported into your country in the past. If 
not, special requirements or extra steps may 
be involved in being the first. Your aviation 
regulatory agency may require you to sup-
ply technical data that may take some time 
to locate. Finding out what they need and 
getting that material together ahead of time 

may prevent frustrating delays later. 
 Bear in mind that in order to issue an 
Export Certificate of Airworthiness for a 
plane leaving the U.S., the FAA requires that 
an annual inspection has been done within 
the last 30 days. If the plane you are buying 
will require inspection, make sure you allow 
time for the annual and subsequent repairs. 
In most cases, the plane will also require yet 

another inspection in order to be registered 
in its new country. The Export C of A pa-
perwork can be completed by the FAA, but 
I prefer to use a DAR (Designated Airwor-
thiness Representative) for this service. I’ve 
always found it to be quicker and easier. The 
local FAA FSDO can provide a list of DARs 
in the area. 
 It’s a rare PA-46 that has not had some 
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allow time for the annual 
and subsequent repairs.
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sort or repair or alteration that requires ad-
ditional paperwork, such as a field repair 
or an STC. And you cannot assume that 
what is an acceptable repair or alteration 
in the U.S. will be acceptable to your local 
technicians or regulatory bodies. But, 
in general, most countries would much 
rather see an STC for an alteration than a 
U.S. field repair. Whether an alteration or 
repair was done under an STC or a field 
repair, make sure you have documentation 
to support it. I’ve found that, by far, the 
most problematic repairs or alterations are 
antennae. It is doubly important to make 
sure you have as much documentation as 
possible for these.  

 Copies of the STC and any flight manual 
supplements are important. For field re-
pairs, it may pay to have documentation 
from an FAA Designated Engineering 
Representative approve the work. While 
STC’d alterations are the least objectionable 
to many agencies, they are not foolproof. 
For instance, a few years ago, I saw a plane 
equipped with a very common STC’d taxi 
light exported to France. In spite of the 
STC, the officials there would not allow the 
lamp and insisted it be removed and re-
placed with the original equipment before 
the plane could be imported. 
 So even if you have done your home-
work, be prepared for the possibility that 

local technicians or officials may not share 
your or my views about what is accept-
able. Unfortunately, you are at their mercy 
— another reason to reach out to them 
well ahead of time to develop a cordial 
relationship. 
 Let’s say you have found a plane you 
like and, based on the results of the pre-
purchase inspection, you decide to buy. 
Whether the plane needs to continue on 
to annual inspection or not, very likely 
squawks will need to be corrected before 
you take possession. This is where you 
may need to do some additional research. 
Whenever I do a pre-purchase on a plane 
that is going to stay in the U.S., some items 
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Most sales of U.S. aircraft to foreign 
parties go pretty smoothly, but you 
have a better chance of a trouble-free 
transaction if you do your homework 
ahead of time. My No. 1 tip is to be 
realistic about how much time the 
process will take, remembering that 
the time is dependent on the plane 
and the circumstances.
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usually need to be addressed immediately, 
and others that can wait. In these cases 
the aircraft is staying within the U.S., so I 
sometimes advise the buyer that certain 
squawks can wait until the next annual 
inspection, when it might be more conve-
nient and less expensive to repair them. 
 However, waiting may not be a good 
idea if the plane will be leaving the U.S. 
Sometimes parts can be difficult to obtain 
in foreign countries and can be very ex-
pensive to ship in. And. depending on the 
country, the duties and taxes on incoming 
parts can be exorbitant. All these problems 
are compounded if the parts are exchange 
parts that require cores to be shipped back 
to the U.S. or if components have to be 
shipped back and forth for repair. 
 In my opinion, it is better to have as much 
work as possible done before you take pos-
session of the plane or before it leaves U.S. 
soil. And this applies not just to repairs but 
also to certain modifications. The policy of 
getting things done before exporting the 
plane applies especially to avionics repairs 
or upgrades, which may require several trips 
back to the shop or to manufacturers in 
order to address problems or make adjust-
ments. Allow plenty of time to test and fly 
with newly installed or repaired equipment 
before you leave the U.S. 
 Sometimes special circumstances arise 
when a buyer decides to paint a newly 
acquired aircraft before removing it from 
the U.S. It can get tricky if the decision 
is made to paint the new registration num-
bers on at the same time. Bear in mind 
that the aircraft will have to retain its U.S. 
registration numbers while it is leaving the 
U.S. under the U.S. Export C of A. This is 
not a big problem. In the past, I have had 
temporary stickers made to be applied 
over the new registration numbers until 
the plane is in its new home. You just have 
to allow time to have this done and don’t 
forget to have stickers made to cover any 
under-wing numbers as well. 
 Finally, if you need a ferry pilot, locate 
and engage this person well ahead of time. 
Do not assume you will be able to find 
someone available immediately. The rela-
tively few pilots who do this type of work 
are usually booked well in advance. If you 
plan to fly the plane over the Atlantic, 
do thorough research well ahead of time 
about the useful load of the aircraft you 
are considering. Depending on the plane, 
some useful loads are shockingly low.
 Most sales of U.S. aircraft to foreign 
parties go pretty smoothly, but you have a 
better chance of a trouble-free transaction 
if you do your homework ahead of time. 

My No. 1 tip is to be realistic about how 
much time the process will take, remem-
bering that the time is dependent on the 
plane and the circumstances. The only 
sure thing is that the process will probably 
take longer than you expect. 

 Remember that several different com-
panies or agencies may be involved and 
don’t schedule things like repairs, inspec-
tions and flight instruction too closely. Be 
patient and build some flexibility into your 
plans.  
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ACCIDENT REVIEW

O
n June 13, 2014, at 
0808 EDT, a Piper 
PA-46-500TP, 
N5335R, oper-
ated by a private 

individual, was destroyed when 
it collided with trees and ter-
rain shortly after takeoff from 
Westchester County Airport 
(HPN), White Plains, N.Y. The 

private pilot was fatally injured. 
Instrument meteorological 
conditions prevailed and an in-
strument flight rules flight plan 
was filed for the personal flight, 
which was destined for Portland 
International Jetport (PWM), 
Portland, Maine. The flight was 
conducted under the provi-
sions of Title 14 Code of Federal 

Regulations Part 91.
 The pilot had flown from 
PWM to HPN the previous day. 
The fixed base operator at HPN 
serviced the airplane with 60 
gallons of Jet-A fuel, which filled 
the tanks, and FBO personnel 
were advised to expect the pilot 
at 0900 on the following day. 
The pilot subsequently arrived at 
the FBO at 0745 and requested 
his airplane be brought outside 
and prepared for an immediate 
departure.
 Preliminary information 
from the Federal Aviation 
Administration revealed that 
the flight departed HPN at 0806 
and that the Air Traffic Control 
tower was contacted shortly 
thereafter by the New York Ter-
minal Radar Approach Control 
facility inquiring if the flight had 
departed. The local controller 
responded that the flight should 
have departed but that “visibility 
was so low he couldn’t tell.”
 Review of recorded radar data 
indicates five radar targets iden-
tified as the accident airplane 
were captured, and all were 

over HPN airport property. The 
first three radar targets began 
about mid-point of the 6,500-
foot runway, and each were at 
500 feet mean sea level (msl). 
The airport elevation was 439 
feet msl. The final two targets 
depicted a shallow right turn 
and were at 600 and 700 feet msl 
respectively, before radar contact 
was lost. The final radar target 
was observed about half a mile 
from the accident site, and the 
final track roughly aligned with 
the wreckage path.
 Examination of the accident 
site indicated that the airplane 
collided with trees and terrain 
behind a house and in front 
of horse stables on residential 
property. Two witnesses at the 
stables were interviewed, and 
their statements were consistent 
throughout. They each stated 
that the weather was “dark, rainy 
and foggy,” and their attention 
was drawn to the airplane when 
it appeared out of the clouds 
immediately above the trees. 
One stated that he heard the 
airplane engine before he saw 

NTSB Identification: ERA14FA288

14 CFR Part 91: General Aviation

Accident occurred Friday, June 13, 2014 in 

White Plains, N.Y.

Aircraft: PIPER PA46 500TP, registration: 

N5335R

Injuries: 1 Fatal

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

errors. Any errors in this report will be corrected when the final 

report has been completed. NTSB investigators either traveled in 

support of this investigation or conducted a significant amount of 

investigative work without any travel, and used data obtained from 

various sources to prepare this aircraft accident report.
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June 13, 2014
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ACCIDENT REVIEW

the airplane. The airplane was 
wings-level when the outboard 
section of the left wing struck 
the first tree, the inboard section 
of the left wing struck the sec-
ond tree, and then the airplane 
broke apart in a large cloud of 
blue “smoke” that smelled like 
“diesel” fuel.
 The pilot held a private 
pilot certificate with ratings for 
airplane single-engine land and 
instrument airplane. His most 
recent FAA third-class medical 
certificate was issued on Nov. 25, 
2013, and was not valid for any 
class after July 31, 2014. There 
were restrictions that required 
the pilot to wear corrective 
lenses for distant vision and 
possess glasses for near vision. 
The pilot reported 5,100 hours 
of flight experience on his last 
medical application.
 According to FAA and main-
tenance records, the airplane 
was manufactured in 2001. Ac-
cording to a trip log recovered 
at the accident site, the airplane 
had accrued 1,931 total hours of 
flight time. The most recent an-
nual inspection was completed 
June 3, 2014, at 1,927 total 
aircraft hours.
 At 0815, the weather reported 
at HPN, located one nautical 
mile north of the accident site, 
included an overcast ceiling 
at 200 feet and quarter-mile 
visibility in fog. The wind was 
from 090 degrees at 6 knots. The 
temperature was 17 degrees C; 
the dew point was 17 degrees 
C; and the altimeter setting was 
29.85 inches of mercury. 
 Examination of the accident 
site revealed a strong odor of 
fuel and that all major com-
ponents of the airplane were 
accounted for. No evidence of an 
in-flight or post-impact fire was 
observed on any of the airframe 
components. The wreckage path 
was oriented about a magnetic 
heading of 270 degrees and was 
approximately 360 feet in length. 
The initial impact point was 
in a tree approximately 60 feet 
above the ground. Other trees 

were struck before the initial 
ground scar, which was about 
205 feet beyond the first tree 
strike. One tree, about 24 inches 
in diameter, had a 10-foot length 
of trunk sectioned and carried 
50 feet down the wreckage path. 
Several pieces of angularly cut 
wood were found along the 
length of the debris field.
 The airplane was fragmented 
and scattered along the length 
of the wreckage path. Control 
continuity was traced through 
multiple breaks in the control 
cables and bellcranks to the 
relevant flight controls, and 
each separation of the cables 
exhibited signatures consistent 
with tensile overload. Control 
continuity was confirmed from 
the cockpit to the rudder and 
elevator. The fuselage came to 
rest on its left side against a tree, 
280 feet down the wreckage 
path. The instrument panel and 
cockpit were destroyed by im-
pact. The cabin and empennage 
were largely intact. The engine 
and propeller were both about 
290 feet down the wreckage path 
and separated by approximately 
20 feet. All four propeller blades 
exhibited similar twisting, 
bending, leading and trailing 
edge gouging and chord-wise 
scratching. One propeller blade 
was fractured near its root and 
on its outboard tip, but the as-
sociated pieces were located at 
the accident site.
 The engine was separated 
from the airplane and found 
upright. The accessory gearbox 
and inlet case were fractured 
at numerous locations. The 
accessory gearbox spur gears 
and fractured sections of the 
accessory gearbox were recov-
ered at the site. The first-stage 
compressor blade tips were all 
bent opposite the direction of 
rotation. The exhaust duct and 
gas generator were compressed 
from impact. The gas generator 
case was sectioned between the 
“C” flange and the fuel nozzle 
bosses to access the hot section 
components. The upstream side 

of the first-stage power-turbine 
blades and disc exhibited rota-
tional scoring from contact with 
the downstream side of the first-
stage power turbine vane and 
baffle. The power turbine reten-
tion nut exhibited rotational 
scoring consistent with contact 
with the downstream side of 
the first-stage power turbine 
baffle. The downstream side 
of the compressor turbine disc 
and blades exhibited rotational 
scoring from contact with the 
upstream side of the first-stage 
power turbine vane and baffle.
 An engine data acquisition 
unit and a tablet computer were 
recovered from the accident site 
and sent to the NTSB record-
ers laboratory for subsequent 
examination.

TALKING POINTS:
The NTSB will likely label this 
accident as “pilot error” – loss 
of control. It is not possible 
to know, at this point exactly 
what happened on the morning 
of June 13, 2014, and I do not 
wish to speculate or criti-
cize the pilot no matter how 
egregious his errors, if any, may 
have been. I want to focus on 
common causal factors for this 
type of accident and give you a 
few “take-away” ideas regard-
ing disciplined procedure and 
training in general that you 
might readily implement to 
make yourself a better, safer, 
more confident pilot.
 There are two aspects to every 
single-pilot procedure no matter 
how simple or complicated it 
may seem, and IFR departures 
are no exception. First, the pilot 
must be aware of the aircraft 
status (airspeed, pitch/power/
configuration) and position at 
all times. This task should be 
simpler in the glass panel cock-
pit but there is evidence, which 
suggests otherwise1. Second, 
the pilot must know the one 
best way to make the aircraft 
go where it is supposed to go 
with or without the autopilot. It 
could be said that this second 

aspect is the bandwidth hog, 
but the truth is, both can use up 
significant bandwidth creating 
a ripe environment for errors of 
omission.
 Staying on the thick black 
line of the procedure — that is, 
keeping the aircraft in compli-
ance with a well-understood 
ATC clearance — is arguably 
the most important critical 
task. One common error, which 
can cause confusion and lead 
to this type of accident, is a 
failure of the pilot to correctly 
program the flight director/
autopilot (FD/AP). Often more 
than one error of omission is 
involved, and frequently errors 
of omission are precipitated by 
noble distractions. The usual 
suspects include radio com-
munications or an unexpected 
result from an FD/AP input 
caused by turbulent air, “fat 
finger syndrome” (bumping 
the buttons without knowledge 
that you did so) and unfamil-
iarity with the automation, 
which leads to the “What’s it 
doing now?” line of question-
ing. Proper procedure dictates 
that the single-pilot’s focus 
must remain with the primary 
instruments until the FD/AP is 
properly engaged and verified 
to be complying with the ATC 
clearance. Failure to accomplish 
this can lead to a subtle but 
entirely predictable series of 
events that, in turn, can lead 
to a major loss of situational 
awareness and worse.
 Bandwidth management is the 
ability to prevent noble distrac-
tions from interfering with time-
ly critical task completion. This 
is not a problem to be solved; it 
is a condition to be managed. 
I encourage each pilot to seek 
the one best way to accomplish 
each task by operating the same 
way each and every time, using 
a well-vetted set of checklists, 
flows, memory items and SOP 
(standard operating procedures).
 While it is well understood 
that too much information can 
be a bad thing, it is also true that 

 1 Retrieved from the NTSB Website (https://www.ntsb.gov/safety/safetystudies/SS1001.html) 29 June 2014: “The results of this study suggest that the introduction of glass cockpits has not resulted in a measurable improve-
ment in safety when compared to similar aircraft with conventional instruments.”



not enough time to sort through 
the information can be just as 
bad or worse. 
 The best way to consistently 
get it right is to use a well-vetted 
series of checklists, flows and 
memory items. By definition, a 
flow is a series of actions, which 
must be considered by the pilot, 
not a checklist of tasks to be 
completed. The flow must be 
well vetted so it is appropriate 
in every departure scenario. I 
recommend this six-step flow 
for every departure followed by 
three simple questions:

1. Airspeed alive (on the 
backup analog instrument) 

2. Gauges green (engine 
instruments) 

3. Annunciators clear 

4. 60 Knots (on the analog 
backup Airspeed indicator) 
— crosscheck (with the 
primary airspeed indicator) 

5. 85 Knots — Set the friction 
lock and rotate 8 degrees 
up with both hands on the 
yoke 

6. Positive rate of climb, gear 
up, flaps up, trim for the di-
rector bars, verify, autopilot 
on and verify the autopilot 
is properly coupled and 
doing as commanded.

Then immediately ask yourself 
three questions:

1. Which way? Which way 
should I be going and is 
the flight director/autopi-
lot making the aircraft go 
where I want it to go. 

2. How high? What altitude 
should I be at and is the au-
topilot correctly configured 
to make that happen. 

3. What’s next? What is the 
next step-up, turn or deci-
sion point?

Resist the temptation to simply 
recite what you expect to hap-

pen. The answer to the three 
questions lies on the panel in 
the FD/AP setup. Look at the 
relevant information on the 
panel to confirm everything is 
set correctly. Have an experi-
enced and knowledgeable flight 
instructor show you where to 
look. This CPT session should 
be video-recorded so you can 
review it whenever you want. 
Study these procedures until 
you have a setup that will in-
stantly answer these questions 
in every scenario with the least 
amount of button-pushing.
 It is important to guard 
against doing things that are 
not particularly important at 
these critical times, like reach-
ing for fuel pumps and lights, 
and making radio calls. I call 
these “noble distractions.” The 
old theory is that “a busy pilot 
is a safe pilot.” Nothing could 
be further from the truth. 
Ensure that the aircraft is con-
figured for the second segment 
climb and verify it is properly 
coupled to the autopilot. When 
performed promptly (without 
rushing), this sequence can be 
accomplished within 500 feet 
agl.
 The expected outcome can 
only consistently occur if you 
insist on the procedural disci-
pline to operate the same way 
each and every time. You can 
view a two-minute YouTube 
demonstration video on this 
topic at: YouTube.com/watch?
v=WsfWtT2yJJE&feature=play
er_embedded
 More information on this 
subject is available on my web-
site at RWRPilotTraining.com 
in the Pilot Reference Library 
under IFR Operations.
 Since pilots are all human, 
we can only do one thing at a 
time. Excellent pilots do exactly 
the right thing at the right time 
and in the correct sequence, 
utilizing the least amount of 
bandwidth. Experience makes 
this easier, and this is particu-
larly true when you have had 
excellent experience. Excellent 
experience is derived from 
training in your own aircraft 
with a qualified type-specific 

instructor on the ground in 
cockpit procedures training 
(CPT) and on the routes you 
normally fly. This compelling 
concept is most important to 
the pilots who fly the least; so 
if you are flying less than 200 
hours a year, please take note. 
CPT is the preferred industry 
method for achieving long-
lasting positive results.
 In general, I believe the PA-
46 community does a good job 
of risk management. We train 
regularly; we are aware of our 
preflight and flight planning 
duties; and we have more expe-
rience than the average owner/
pilot. It is also true that proper 
training is a moving target, one 
for which you are primarily 
responsible. 
 Consider training twice a 
year and ask your instructor 
to help you construct a set of 
checklists, flows and memory 
items, which will guide you 
through each phase of flight, 
including the approach. Use 
these items the same way each 
and every time. Have and use 
well-vetted Standard Operating 
Procedures. It is within the SOP 
that you will find a fast and 
accurate way to improve upon 
your aeronautical decision-
making.
 “Do the same thing the same 
way, to a high professional 
standard, every time. Set your 
standard, stick with it, don’t 
violate it and let no outside 
pressure change it. Discipline 
is going to keep you alive,” 
said Fred Kaiser, FAASTeam 
program manager.
 Good pilots are not thrill-
seeking risk-takers. Good pilots 
are well-trained risk managers 
who endeavor to possess ATP 
level skills and knowledge. 
Always strive to improve your 
risk-management capabilities 
by insisting on excellent train-
ing. Excellent training does 
not cost any more or take any 
longer, and excellent training 
can help prevent accidents. 
Change is difficult, but when 
you commit to this process 
you will become a safer, more 
confident pilot. You owe it to 

yourself, your family, and the 
entire General Aviation com-
munity. 
 If you are flying any PA-46, 
you should consider your-
self lucky. In my opinion it 
represents the very best aircraft 
available to the General Avia-
tion community today. The PA-
46 is an excellent value, and it 
gets better every year.

Author’s note: This article is based 
solely on the official NTSB report of the 
accident and is intended to bring read-
ers’ attention to the issues raised in that 
report. It is not intended to judge or 
draw any conclusion about the aircraft 
or the skills, training, actions or inac-
tions of any person, living or dead.

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 Piper PA-46 Matrix, 
Malibu, Mirage and Meridian 
instructors, owners and pilots 
worldwide through his company, 
RWR Pilot Training and the 
Professional Association of Pilot 
Instructors (PAPI) of which he is a 
founding member. He is a director 
emeritus of MMOPA and a member 
of the Wings Industry Advisory 
Committee, the Baltimore FAA 
FSDO FASTeam, NAFI, NBAA, 
AOPA, and he is a National 
Industry Member of the FAA Safety 
Team (FAASTeam). He is the author 
of hundreds of insightful articles and 
video demonstrations dedicated to 
the Piper PA-46 aircraft.
 If you would like more informa-
tion on this or other strategies for 
improving the safety of your flying, 
or if you have comments or ques-
tions, you may contact Dick directly 
at mail@rwrpilottraining.com or 
410.435.3333.
 Additional information on this 
and other important topics is avail-
able at the PA-46 Pilot Reference 
Library at: RWRPilotTraining.com
 This article is available for 
reprint upon request.
 Fly Safely – Train Often
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• Utilizing differential pressure  
sensor (instead of a mechanical vane) 
to measure AOA 

• FAA initiative to streamline AOA  
indicator installations 

Measuring AOA by differential pressure is 
done with a special probe in the airstream that 

has two openings offset at approximately 
90 degrees so that their relative pressures 
vary with the relative wind. Those pres-
sures are fed to an electronic processor that 
measures each port and determines AOA by 
calculating the difference, correlating that 
value to calibrated set points, then display-
ing a graphical representation of the AOA 
in the cockpit. This technology is relatively 

inexpensive, has no moving parts, is easily 
adapted to existing airframes, and totally 
independent of primary aircraft indicators or 
other systems, such as stall warning or stick 
shakers/pushers.
 Differential pressure and digital signal 
processing leaps the technological hurdle, 
but to install it legally in a certified aircraft 
is yet another obstacle as product certifi-
cation and installation approvals (STCs) 
would drive up the cost and complexity 
dramatically. However, in this case the FAA 
has determined that the potential safety 
benefits of having AOA-indication in the 
cockpit are significant and justify a simplified 
installation-approval process. Therefore, the 
FAA has provided installation criteria for 
AOA systems, which describe the conditions 
under which they can be installed as a minor 
alteration and the aircraft returned to service 
with log entry only. 

ANGLE-OF-ATTACK  
INDICATION FOR  
THE PA-46 
BY JONATHAN SISK, MMOPA OMBUDSMAN

Among the aerodynamic fundamentals that pilots live by is “stalling 
speed … is not a fixed value, but a given aircraft always stalls at the 
same angle-of-attack regardless of airspeed, weight, load factor, 
bank angle or density altitude.” 
  In larger aircraft, instrumentation to indicate angle-of-attack 

(AOA) is common, but in lighter aircraft the airspeed indicator is usually the pri-
mary and only instrument for the pilot to maintain adequate lift reserves. However, 
AOA instrumentation is now filtering down to GA aircraft like the PA-46 through 
the convergence of two events – one technological and one administrative:
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MINOR ALTERATION  
BOUNDARIES AND THE PA-46
Unfortunately for Malibu drivers, 
the FAA installation criteria issued 
to AOA manufacturers specifically 
excludes aircraft with pressur-
ized cabins because of concerns 
about unrestricted penetrations of 
the pressure vessel. For pressur-
ized aircraft, eligibility as a minor 
alteration must be determined on 
a case-by-case basis. Generally, 
penetration of the pressure vessel is 
outside the boundaries of a minor 
alteration, and major alterations 
require field approvals or STCs. 
Therefore, the goal was specifically 
to stay within the boundaries of 
a minor alteration, so this is one 
case where “outside-the-box” is not 
desirable.

MMOPA AOA PROJECT
I recommended to the MMOPA 
board that the association autho-
rize me to work with the FAA and 
Piper Aircraft to further define 
installation criteria for a PA-46 
AOA installation that could allow 
fleet-wide eligibility as a minor 
alteration. This member benefit 
will avoid “reinventing the wheel” 
for each aircraft installation and 
approval uncertainties from one 
FSDO office/inspector to another. 
It will also keep the installation-ap-
proval authority in the hands of the 
installing mechanic. I volunteered 
my Mirage for the project since I 
had already determined to do this 
for my own use.

I selected Alpha Systems AOA 
of Ramsey, Minn., as the equip-
ment manufacturer for this project, 
primarily because they offer a 
clever off-the-shelf solution for 
pressurized aircraft that completely 
eliminates the need to penetrate the 
pressure vessel. They also they offer 
the option of a heated probe, which 
is obviously more appropriate for 
aircraft approved for flight into 
known icing. 

I visited the Alpha Systems fac-
tory to assess its capabilities, see 
its production facilities, and learn 
more about AOA indication. It has 
been developing AOA systems for 
General Aviation aircraft for 18 
years, and owner Mark Korin is a 
GA pilot who is passionate about 
the safety benefits that AOA can 

offer. I found Alpha Systems easy 
to work with and very customer-
centric in facilitating our project.

SPECIFICS
• The Alpha Systems AOA for my 
Mirage generally consists of four 
major components:

• Heated AOA probe, mounted to 
the inspection panel forward and 
outboard of the left main landing 
gear – in undisturbed air, well clear 
of the prop arc. The probe heat is 
activated by a relay tied to the stall 
warning heat switch.

• Signal processor to convert air 
data to electrical signals, mounted 
to the next inboard inspection panel 
on left wing. 

• Control module mounted to an 
interior inspection panel below 
pilot’s feet. 

• AOA indicator located in the 
pilot’s primary view. 

AOA INDICATORS AND PLACE-
MENT OPTIONS
Alpha Systems offers a variety of 
AOA indicators and mounting op-
tions, but Korin stresses that a pri-
mary consideration is to have the 
indicator within the pilot’s primary 
view, looking out the windshield. 
He prefers indicators above the 
glare shield rather than down 
on the instrument panel. Alpha 
Systems offers a heads up display 
(HUD) adapter for their rectan-
gular indicators, and I was excited 
at the possibility of using it in my 
Mirage. However, when positioned 
on the Mirage glare shield, forward 
of the instrument panel, interfer-
ence with the windshield prevented 
it from opening far enough to 
reflect the display to the pilot’s view. 
So the HUD adapter will not work 
in the PA-46. 
     I ended up selecting the Eagle 
rectangular display, which fea-
tures chevrons, triangles, other 
intuitive shapes and colors to 
positively indicate where you are 
on the lift/drag curve. To put the 
display in my view above the glare 
shield, I mounted it to the left 
of the magnetic compass. A test 
was performed to verify that it 

ANGLE OF ATTACK

Rotating Mechanical AOA Vane on bizjet fuselage

Fixed AOA Pressure Probe on wing inspection panel

Eagle AOA Indicator Display, Green Cruise LED illuminated
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does not induce any magnetic interfer-
ence. A video of this test is available at 
YouTube.com/watch?feature=player_
embedded&v=Jwf80e42JGg. 
     I also like the Merlin and Dragon 
display models, which can be mounted 
above the glare shield. Alpha also offers round 
indicators that fit standard 2¼-inch and 3⅛-
inch instrument holes. The installation criteria 
developed for the MMOPA AOA project do 
not limit the your choice of AOA indicator.

THEORY OF OPERATION
As far back as 1907, Wilbur Wright 
expressed the need for an angle-of-attack 
indicator, so this concept is nothing new; it 
has just taken a while for it to come around 
to pilots of lighter aircraft. Angle-of-attack 
is defined as the difference between the 
chord line of the wing and the relative 
wind. For any given AOA, predictable lift 
and drag co-efficients will be produced, 
making AOA a fundamental parameter of 
flight. The chart below shows the relation-
ships between lift, drag and AOA. 
 An in-depth discussion is beyond the 
scope of this article, but the primary goal 
of AOA indication is to know where the 
aircraft is on the Lift/Drag curve with the 
goal of maintaining the aircraft at or above 
the L/D max, also known as Optimum 
Alpha Angle (OAA), during normal 
maneuvers. Flying at L/D max, such as on 
final approach, balances the need for mini-
mum airspeed with adequate stall margins, 
regardless of aircraft weight, instrument 
errors, bank angle, static source variations, 
etc. L/D max also indicates best glide ratio 
which is particularly beneficial in a single-
engine aircraft.

INSTALLATION AND BUDGET
Alpha Systems publishes basic installation 
kit prices on its website. A basic kit with your 
choice of indicator is generally about $2,000. 
This does not include some options that will 
be needed for the PA-46. Add $600 for the 
pressurized version that splits out the elec-
tronics into a wing-mounted processor and 
a fuselage-mounted controller. Add another 
$200 for the 24-volt DC heated probe. If you 
need any mounting accessories, such as their 
swivel mount, those are optional and will 
vary with your installation preferences. There 
are also minor items like circuit breakers, wir-
ing and a power relay for de-icing. So figure 
about $2,900 for equipment costs.
 The installation is not particularly difficult, 
but it has many steps and requires removal 
of the LH interior side panel, which is time 
consuming. The AOA system also requires 
wiring its output to the audio system for lift 
status and warnings. My installation took 
about 25 hours by a shop that had some prior 
installation experience. So total rough budget 
for the PA-46 installation would be in the $5-
$6K range. 

CALIBRATION AND FLIGHT TESTING
Installation also requires calibration of 
three set points. One of these is on the 
ground, but the other two are done in 
flight – one at calculated, weight-adjusted 
stall speed in clean configuration (Vs) 
times 1.3, and the other at weight-adjusted 
maneuvering speed. If the flight tests indi-
cate the probe angle needs to be changed, 
then additional flights will be neces-
sary. For my installation, the initial test 
revealed that the default probe angle of 
45-degrees was out of range, so we landed 
and changed it to 50-degrees. The next 
test flight allowed a successful calibration 
at approximately 89 and 130 KIAS for 
our weight. Once the flight calibration is 
completed, the system is functional and 
ready to use. 
 Pilots new to AOA indicating will need 
to do some practicing, slow flight and in 
the pattern, to become familiar with the 
various indications and how they vary 
with flap settings. For example, on my 
aircraft, after OAA was initially calibrated 
in the clean configuration, it indicated L/D 

ANGLE OF ATTACK

This chart shows how angle of attack affects lift and drag.  
Data from Aerodynamics for Naval Aviators. AOA heated probe mounted to inspection panel on PA46 left wing

Several of the 14 different progressive AOA indications for the Eagle display
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max with the blue “donut” at 83 knots in 
landing configuration (instead of 76 knots, 
Vso x 1.3), which is high and conserva-
tive. While the manual recommends this 
conservative approach, I found calibrat-
ing OAA in the landing configuration to 
be more helpful. Because AOA is not a 
required system, you can make your own 
judgments about these calibration options 
and trade offs.

BENEFITS OF FLYING WITH  
AOA INDICATION
Although this installation is advisory 
only, AOA is the best direct indicator of 
lift reserve (or stall margin) and optimum 
alpha angle (L/D max). Having those 
easily interpreted visual cues in the pilot’s 
primary view during low and slow maneu-
vers is unquestionably an enhancement 
to safety. It is particularly helpful during 
pattern maneuvers such as the turn-to-
final where higher bank angle, slow speed, 
traffic and outside distractions all conspire 
to erode our margin of safety. Accident 
statistics confirm this. Once again, having 
unmistakable visual cues in the pilot’s view 
provides an early warning of decaying lift 
reserves. If somehow, the visual cues from 
the AOA system are missed, the voice 
warnings call the pilot’s attention back to 
flying the aircraft and to his instrument 
scan. I agree with others who have stated 
that this is perhaps the greatest safety 
feature of the system.
 Visual indication of OAA or L/D max, 
via the blue “donut” on the Eagle display, is 
also useful for other phases of flight such 
as initial climb out. L/D max is also where 
best glide ratio is obtained, so in an emer-
gency having this indication of best range 
would be a welcome friend in the cockpit.
 Finally, I am going to address the PA-46 
elephant in the room. Our aircraft are very 
capable, but many have limited full-fuel 
payload. It is obvious that many PA-46s 
are flown overloaded at times. While 
AOA should not be used as a tool for fly-
ing illegally overweight, AOA indication 
can help the pilot maintain adequate lift 
reserves better than the airspeed indicator 
alone, regardless of the aircraft weight and 
balance. Also remember that having AOA 
indication does nothing to change the haz-
ards of overloading and the risks of flying 
outside the certification envelope. There, I 
said it.

MORE INFORMATION
The FAA Small Airplane Directorate 
has provided MMOPA with much more 
technical guidance on installation of AOA 

as a minor alteration in general and for 
our PA-46 installation in particular. This 
information will be posted in the Resource 
Library on MMOPA.com and is free to 
our members. I would also like to thank 
Piper Aircraft for its support of this effort. 
The installation materials include a letter 
of from Piper engineering confirming 
no technical objections to the electrical 

pass-through from the wing into the pres-
sure vessel, which is a corner stone of this 
installation and minor-alteration status.
 Section 6 of the Alpha Systems manual 
contains a lot of helpful information on 
using AOA indication to enhance your 
flying and safety. Here is the link: Alpha-
SystemsAOA.com/assets/PDFs/Eagle%20
Installation%20Manual%20revA.pdf

ANGLE OF ATTACK



I know today what the 2014 depreciation 
laws are. And this is what I say to those who 
ask.  No. 1) There is no bonus depreciation 
on NEW assets.  No. 2) The Section 179 
depreciation amount is at $25,000 for 2014.  
Yes, these are radical changes compared to 
prior years.

Then I am asked if I believe these rules will 
change before the end of 2014. In my opin-
ion, the answer is YES. I believe we will see 
changes in the depreciation rules. The real 
question is what will these changes be?
 Congress told us they would address the 
“extenders” that expired on Dec. 31, 2013, 

early in the spring of 2014. It is now mid-
summer of 2014, and they are telling us that 
it will likely be after the November 2014 
election before they take up the expired ex-
tenders and start to deal with them again for 
2014. The House and the Senate continue to 
talk and pass bills, but they are not coming 
together to work out the differences. And the 
White House is threatening to veto what is 
being done. That’s where we stand today.
 So what should business be doing today? 
Will we have a change in the depreciation 
rules? What date will the new rules, if there 
are any new rules, be effective? These are 
valid questions?
 Over my 35 years of tax preparation, I 
have seen tax laws passed with an effective 
date retroactive back to the beginning of a 
calendaryear (Jan. 1). I have seen tax laws 

TAX TALK
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Run Your Business
BY HARRY DANIELS, CPA, CFP®, PFS, CVA

A
t the time of this writing, it is mid-year 2014. I have been 
asked for my opinion about what the tax laws will be for 2014 
and what should people do about their business operating 
decisions as 2014 continues to march on.  Beyond any debate, 
most of these questions center around the depreciation rules.



passed with an effective date being the date 
the bill is signed into law by the President. I 
have seen tax laws passed with an effective 
date some time in the future (i.e., the follow-
ing year beginning Jan.1).  And more often 
than not, the specific tax bill will incorporate 
all three effective dates into the law. So you 
may win on one item but lose on another 
item with a different effective date even 
though it is part of the same tax bill.
 Let me ask you again: What should we be 
doing today?  My best answer is “run your 
business.”  Income tax often has a sizeable 
impact on your bottom line, and you want 
to take advantage of every tax provision that 
you can. But we are half way through the 
year. How much longer can you delay in 
making business decisions?
 I am mainly talking about depreciation 
but there are numerous other provisions that 
have expired and are up for review, one of 
which is using your IRA to make charitable 
donations if you are over age 70½ years old.  
Except for making the charity wait and the 
fluctuating market value of your account, 
I see no reason to make a decision on that 
today. This can wait until the last week of 
December 2014.
 But what if you need a new piece of equip-
ment? Do you delay the purchase in hopes 

of making a decision that may help you 
with taxes this year? How long do you suffer 
without that piece of equipment or with an 
ineffective and, more often than not, inop-
erative piece of equipment?   Forget taxes; 
“run your business.” That is the best advise I 
can give you.  Just “run your business.” 
 The beauty of depreciation is that sooner 
or later you will get the deduction. Changing 
tax laws may shift deductions from one year 
to the next, but at the end of the day, you will 

get the deduction.
 A client asked me recently if he should go 
ahead and buy a piece of equipment or wait 
until we knew what the tax laws were going 
tobe. I told him that Congress was saying it 
would be after the November 2014 elections 
before the passage of any tax law.  I then 
asked him just how important that piece of 
equipment was to his business operations. 
He replied, “What I am using today is just 
not suitable.”  I told him, “Forget taxes; run 
your business.”
 It is frustrating to be half way through the 
year and not know how your business deci-
sions will benefit or hurt your tax position. 
But when it comes down to wanting to make 
the best possible business decision, I can see 
the best business decision is: “Forget taxes; 
run your business.”
 Bottom line – if you need that airplane, 
buy it!

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 Avenue, Ocala FL 34479, 
telephone 352.732.0171, fax 

352.816.1370, email OHD@DJCoCPA.COM.  Harry has 
held his license as a private pilot since 1991.  This 
article is available for reprint upon request.

TAX TALK

It is frustrating to be  
half way through the 
year and not know how 
your business decisions 
will benefit or hurt  
your tax position. But 
when it comes down to 
wanting to make the 
best possible business  
decision, I can see the 
best business decision 
is: “Forget taxes; run 
your business.”

NEW AIRCRAFT SALES     l     SERVICE     l     BROKERAGE     l     AVIONICS & PARTS
877.359.7473

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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The Broadmoor

That said, FAA charts are what 
you’ll find on most electronic 
chart viewing apps – largely 
because, as government 
documents, they’re available 
without paying a license fee. 
Until 2009, the only way to get 
electronic Jeppesen charts was 
an application called JeppView 

for Notebook and Tablet PCs. 
There was no way to get Jeppe-
sen instrument charts (particu-
larly approach plates) on other 
portable devices.
 Two years ago, Jeppesen 
began offering approach plates 
and airport diagrams on an 
e-book viewer, and last year 

the same capability arrived 
on the iPad through Jepp TC. 
This quickly caught on because 
it saves a lot of weight – pa-
per IFR charts for the lower 
48 states weigh a whopping 
22 pounds, not counting the 
binders! Jepp TC also greatly 
simplifies revisions. Tradition-
ally, Jeppesen subscribers got 
individual pages with changes 
every 28 days and spent time 
replacing old pages in their 
binders. Electronic revisions 
are much faster. And electronic 
subscriptions are cheaper than 
getting all those pages in the 
mail – a full year of electronic 
coverage for the lower 48 costs 
$787 vs. $1,241 for paper.
 Needless to say, given all 
those advantages – and the 
runaway popularity of the iPad 
among pilots – Jepp TC quickly 
became a hit, and that brought 
recognition by none other than 
the FAA. The combination of 
an iPad and Jepp TC was the 
first off-the-shelf commercially 
available electronic charting 

solution authorized as a com-
plete replacement for paper 
approach plates for airline use 
— after the iPad passed a rapid 
decompression test.
 However, Jepp TC didn’t 
quite replace the paper airway 
manual – it did not provide 
en-route and area charts. Those 
still came on paper. This year, 
that changed: A new app, 
Jepp FD, provides a complete 
replacement for all the paper 
in a Jeppesen Airway manual: 
Plates, diagrams, charts and 
even the airway manual text 
(which is provided in PDF 
format for viewing in iBooks).
 On startup, Jepp FD de-
faults to a page that includes 
an en-route chart and allows 
you to enter your origin and 
destination airports and 
specify a route using way-
points. Pressing an “apply” 
tab will generate the route 
and scale the chart to show 
it. You can then zoom in on 
any route segment. An on-
screen button, shaped like an 

MiPAD

Professional Charts  
for the iPad
Jepp TC and FD
BY JOHN D. RULEY

E
ver noticed the square black cases airline 
pilots carry? Open any of those cases and 
I guarantee that you’ll find at least one 
Jeppesen airway manual: A loose-leaf 
binder with text, terminal arrival/ap-

proach/departure plates and airport diagrams on very 
thin paper, and pockets for en-route charts. While 
FAA AeroNav (formerly NACO) charts are common 
among private pilots, when you get to the big leagues, 
Jeppesen (a division of Boeing) is the world standard.  
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airplane, lists airports on the route. Tap 
on one and you’ll get a list of available 
terminal charts. Tap on a chart and it will 
come up. By default it’s scaled to fit on 
the screen, but there is an option to have 
it fit to the width of the screen instead. If 
you have an iPad2 or external GPS, your 
airplane position can optionally be shown 
on airport diagrams. Tapping an on-
screen route button takes you back to the 
en-route chart.
 While all the information from paper 
en-route charts is available in Jepp FD, it’s 
not always immediately obvious. Some 
details (waypoints and airway numbers, 
for example) only show up when you 
zoom in. Other details are available only 
by request. For example, tap-and-hold 
on an airport icon, and a pop-up window 
will appear offering runway and commu-
nications information.
 With a GPS and ship’s position enabled 
(using an on-screen button that looks like 
a stylized arrowhead), you can choose 
“north-up” or “track-up” orientation. The 
latter is the closest thing I’ve seen to a 
moving-map display on the iPad, with la-
bels always oriented properly, in contrast 
to ForeFlight and other apps that display 
scanned charts, which often have the text 
upside-down or sideways depending on 
what direction you’re flying. 
 I tested Jepp FD on a four-hour leg fly-
ing home to California from a vacation in 
Jackson Hole and Yellowstone earlier this 
year. I had generally good results once 
I got used to the app, though I quickly 
realized that it’s not a true moving map 
– even in “track-up” mode. If you make 
a turn, the on-screen airplane symbol 
will start moving off at an angle. An easy 
work-around is to switch momentarily 
to “north-up” mode and then back to 
“track-up” mode. And I didn’t figure out 
how to look up Center frequencies until 
after I got home. Turns out, it’s in the 
comms section of the pop-up page for 
any airport.
 Jepp FD isn’t perfect. At this point, it’s 
just a chart viewing and GPS mapping 
application, without the advanced flight 
planning, weather and other features 
offered by JeppView. But over time that’s 
going to change. Jeff Buhl, senior product 
manager for mobile solutions, told me 
that on-screen “rubber band” flight-plan 
editing is due in the next major release, 
and other features, including weather, are 
planned beginning next year.
 Once or twice a year, I fly on a charity 
mission to Mexico with a group called 
Liga International (The Flying Doctors of 

Mercy). Until now, that always involved 
getting a Mexico trip kit so that I’d have 
en-route charts and approach plates for my 
route south of the border. The next time I 
make one of those flights, my trip kit will be 
electronic, downloaded to Jepp FD on my 
iPad. It will save weight, money and time!

 For more information, browse ww1.
Jeppesen.com/index.jsp.
John D. Ruley is an instrument-rated pilot, freelance 
writer and recent graduate of the University of North 
Dakota Space Studies graduate program (Space.
edu). He is also a volunteer pilot with LigaInterna-
tional.org, and a member of the board of directors 
of Mission Doctors Association (MissionDoctors.org). 
You can reach him by email to jruley@ainet.com.

MiPAD
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UNFIT FOR PUBLICATION

USA Today splashed across its 
June 18, 2014, front page the 
breathless headline, “Unfit 
for Flight,” to dramatize the 
deadly enterprise of flying 

General Aviation aircraft (small airplanes). 
We learn in bold print there have been 
45,000 deaths attributed to small aircraft and 
dozens of multimillion-dollar verdicts that 
reveal lies and cover-ups.
 There is only one problem: Nearly every 
inference about aviation in the article is 
wrong. Let’s put this in perspective statisti-
cally. If a private pilot flew 10 hours per 
week, 52 weeks per year, for 30 years, it 
would take over five lifetimes to be involved 
in a fatal accident.
 The real story here is media bias and edi-
torial malpractice, not the dangers of avia-
tion or manufacturing defects. The article 
insinuates that huge numbers of people are 
dying in small airplanes and that the cause is 
largely manufacturing defects. Both conclu-
sions are untrue. Deaths in General Aviation 
are actually few relative to comparable activi-
ties and, when an accident occurs, manufac-
turing defects rarely play any role. 
 The writing in the USA Today article is so 
transparently biased that the author draws 
conclusions obviously inconsistent with his 
own presentation. An example is a chart 
showing a significant decline in General Avi-
ation accidents with the headline “General 
Aviation accident crash rate remains steady.” 
In spite of that absurd claim, the chart clearly 
shows the death rate since 1983 has declined 
from 107 per million flight hours to 65, and 
the total number of accidents declined from 
1,068 to 444 over that same period. 
 And those 45,000 deaths so boldly pre-
sented? Sure, over a period of 50 years. That’s 
right, 50 years, or an average of 900 deaths per 
year (and declining to 444 in 2011). I guess 450 
deaths per year are just not sexy enough for 
headline space. Compare 450 General Aviation 

deaths to the 35,000 killed each year on our 
highways. If this author were writing about the 
dangers of driving, the headline would scream 
that driving has caused 1,750,000 deaths (and 
then, in small print, we’d learn that the number 
is the total over five decades). 
 The author also failed to mention that the 
non-commercial helicopter accident rate has 
dropped 30 percent, another statistic that is 
not amenable to headline hyperbole. 
 The innuendo in mentioning the high-
dollar verdicts in the headline is also terribly 
misleading, and the worst kind of journalism. 
In the absence of facts, smear with insinuation. 
This is an age of multimillion-dollar settle-
ments from hot coffee spills. Settling is often 
all a manufacturer can do without implying 
any guilt at all, in order to cap potential dam-
age no matter how meritless a suit may be.
 Let me pause here to present my aviation 
credentials. I am an active pilot with more 
than 5,000 hours total time. I hold an Airline 
Transport Pilot rating, own and operate a 
single engine jet, and have been actively 
involved with General Aviation for nearly 30 
years. I have no financial interest or any con-
nection to any aircraft manufacturer. I have 
often enough been an adversary to aircraft 
manufacturers and have no love for them. But 
this article is a smear campaign against an 
entire and rather noble industry that distorts 
and twists the truth to reach a preconceived 
conclusion independent of the facts. 
 Few industries are more highly regulated 
or more closely scrutinized than aircraft man-
ufacturers. Have some acted badly, covered 
up defective parts, or made short-sighted 
decisions that compromised safety? Abso-
lutely. And those cases should be prosecuted 
fully and the companies punished severely. 
The USA Today article rightfully points 
out these horrible cases, with their terrible 
human cost of pain and suffering, but then 
makes the critical mistake of drawing broad 
conclusions that do not follow the facts.

 Cases of malfeasance, no matter how 
horrible, are no reason to broadly condemn 
an entire enterprise. Airplanes are beauti-
ful, complex machines with hundreds of 
intricate parts moving in perfect harmony, 
subject to severe mechanical stress, wild 
swings in extreme temperatures and harsh 
rain, wind and turbulence. Airplanes operate 
in an unforgiving and ever-changing envi-
ronment that leaves little room for error. 
 With this burden, and under the scrutiny 
of heavy regulation, manufacturers do a 
superb job of producing safe, durable, reli-
able machines that can function dependably 
over decades in these tough and challenging 
conditions. My beefs with them have always 
been in the area of customer service, not 
the safety of their product. What makes a 
small airplane accident so newsworthy is 
rather rare nature of a crash compared to the 
overall reliability of personal aircraft.

BOATING KILLS
The USA Today author demonstrates a terri-
ble ignorance of aviation. Here is a typical ca-
nard: “While the airline crash rate has plum-
meted to near zero, the General Aviation rate 
is unchanged from 15 years ago, and roughly 
40 times higher than for airlines.” But the 
comparison is absurd; the statistic measures a 
population of professional pilots who undergo 
mandatory recurrent training twice per year, 
who fly highly sophisticated machines with 
triple redundancies and multiple jet engines, 
with two pilots in the cockpit, supported by 
an army of mechanics and a massive ground 
crew feeding them information on weather, 
routing, and airport conditions. 
 General Aviation should be compared to 
driving, not commercial flying. GA pilots 
are by definition amateurs who do not make 
a living from flying. We often fly alone in 
simple machines with little or no redundan-
cy, usually with one piston engine, and are 
responsible for gathering our own informa-

UNFIT FOR  
PUBLICATION 
How USA Today got everything wrong
BY JEFF SCHWEITZER
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tion on weather, flight conditions, and the 
health of the airplane. Yet even with that 
awesome disadvantage, with wild differences 
in pilot skill and experience, with a fleet mix 
of old and new equipment, we still see rela-
tively few deaths from flying. Hell, 50 people 
die each year snow skiing. SCUBA diving 
kills about 150 per year. Recreation boating 
claims about 750 people each year, signifi-
cantly more than General Aviation. Nothing 
about General Aviation is out of line with any 
other sport that entails inherent risk. There 
is no grand conspiracy or systematic flaws in 
manufacturing. Instead, what we see is sim-
ply the unreliable element of human nature.

STUPID PILOT TRICKS
Formal accident investigations claim that 
pilot error is responsible for 86 percent of 
all accidents. We in the aviation community 
know that this number is low; pilot error is 
a bigger contributor than that. The accidents 
included in the 86 percent usually involve 
some obvious mistake like low-altitude 
aerobatics (“Hey, mom, watch this!”), flying 
into severe weather, flying when ill or tired, 
or taking off with more weight than the 
airplane is designed to handle. 
 But pilot error is deeper than that. Aircraft 
are complex machines that require careful, 
constant and expensive maintenance. If time 
or money are constraints, and they often are, 
and anything about maintenance is ne-
glected, that too is pilot error. So too we see 
pilot error when, in the face of a mechanical 
failure, a pilot fails to land safely as a conse-
quence of poor training. Yes, some failures 
are catastrophic and unrecoverable, but 
many can be survived if a pilot is properly 
equipped to handle the emergency. Failure to 
do so in a recoverable situation is pilot error.

HELMET ON THE COUCH
USA Today makes a common mistake in this 
article, based on a fundamental misunder-
standing of risk. Flying 300 mph at 27,000 
feet in an aluminum tube is not equivalent to 
sitting a home on the couch wearing a hel-
met. Yes, we will continue to strive to reduce 
the risk of flying through proper pilot train-
ing, vigilant aircraft maintenance and good 
manufacturing practices, but the risk will 
never be zero. People will die flying, as they 
will when driving, skiing, mountain climb-
ing, boating, diving and walking to work. 
 And here we get to the essence of the 
misunderstanding. Inadequate pilot training, 
faulty parts and other such factors con-
tribute to bad outcomes, but that is not the 
whole story. To put manufacturing defects 
into perspective, and to see why the USA 
Today article was so far off the mark about 

how General Aviation is horribly unsafe, we 
need to grasp some essentials in the art and 
science of risk management.

RISK IS NOT JUST RISK
We can start by breaking down the concept 
of risk into two main categories, inherent and 
operational. Then we’ll see how that distinc-
tion is necessary to refute absurd ideas like the 
one splashed across the USA Today headlines.
 Flying creates an inherent risk. Going fur-
ther, we can say that flying is inherently dan-
gerous. Think of the guy in a helmet watching 
TV in his living room as a comparison. Defy-
ing gravity at high speed will always entail risk 
inherent to the activity. But we’re sold on the 
inverse of this reality; we’re told that flying is 
inherently safe. It is not; we only create that 
illusion by successfully minimizing the risk 
with appropriate diligence. This inverse reality 
impacts how we perceive aircraft accidents. 
 Even when we attribute the cause to pilot 
error, the assumption is usually that the pilot 
was doing something inherently safe, and 
then crashed by taking an unsafe action. But 
that is not true. Instead, the pilot was doing 
something inherently risky and failed to 
manage the risk properly. Those two expla-
nations of the accident are not equivalent — 
which brings us now to operational risk.
 Operational risk is that caused by our own 
decisions and actions in pursuit of a goal or 
objective. We willingly take on operational 
risks by measuring the anticipated conse-
quences of our actions against potential 
gains. We can choose to take an action that is 
more dangerous than not taking that action. 
I might risk a slip on ice if I were walking to 
an important meeting but avoid that risk if I 
had simply intended to go snag a cup of Joe. 
We have a much greater degree of control 
over operational risks. Unlike with inherent 
risk, here our decisions and actions are the 
direct cause of any grief we may experience.
 Operational risks represent the greatest 
threat to safety in aviation, not defective 
manufacturing. We face these threats on 
every flight in every condition at every 
airport. Our decision-making itself is what 
creates the risk. 
 As an aside, I should note too that General 
Aviation pilots are exposed to a greater degree 
of operational risks than commercial pilots. 
For example, we have no duty-cycle limita-
tions. That freedom places on us a greater 
potential for higher operational risk because 
we are allowed to make dumb choices not 
available to airline pilots. The most obvious 
operational risk is weather avoidance, but 
also included in this are our decisions about 
proper maintenance, currency, quality of 
training and a host of other factors. 

 USA Today wants us to believe there is 
a crisis of manufacturing defects in aircraft 
causing airplanes and people to fall from the 
sky; it is simply untrue. The author exagger-
ates the numbers (you know, by a factor of 
50), and then incorrectly attributes cause. 
Other than that...
 Managing does not mean eliminating
Another significant point missed completely 
in USA Today: risk management does not 
mean in the real world eliminating risk al-
though the two are commonly confused. 
Rather the idea is to recognize risk, reduce 
potential risk to the greatest extent reasonably 
possible, and mitigate that which cannot be 
avoided. We have an obligation to make fly-
ing as safe as humanly possible. But “as safe as 
humanly possible” does not mean risk-free.
 Flying is inherently dangerous. We cannot 
eliminate all aspects of operational risk, 
and no form of risk management is perfect. 
What does that mean? People are going to 
die flying airplanes. An accident does not 
automatically mean someone did some-
thing wrong. An accident can simply be the 
manifestation of flying’s inherent risk, even if 
everybody did everything right. 
 You do not believe me? A large bird 
strikes and severely damages the propeller 
of a single-engine airplane flying between 
Greenland and Iceland. No matter the level 
of training, maintenance, planning and 
pilot skill that brought the aircraft to this 
moment, the fatal outcome of that strike is 
inevitable. And nobody is to blame — only 
the inherent risk of flying.
 “Stuff” happens. Let us never confuse risk 
management with risk elimination; the two 
are entirely different animals. Let us do ev-
erything within our power to improve safety. 
But we must acknowledge that in spite of 
those efforts, we will never eradicate the dan-
gers inherent in flying. From every accident, 
we must learn all that is possible. But not 
every accident is an indictment of aviation’s 
training, safety and maintenance programs, 
nor necessarily reflective of poor pilot skill or 
judgment, nor indicative of a conspiracy of 
manufacturers to sell us faulty parts. 
 The sensationalism of the article in USA 
Today does no one any service. They got it 
wrong completely. Flying is relatively safe 
because we have made it so by managing 
inherent risk and minimizing operational 
risk. Piling on manufacturers with exagger-
ated claims, bloated numbers and inaccurate 
conclusions does not help us advance toward 
a better record of safety.
 USA Today made itself part of the problem 
rather than contributing to the solution.
Follow Jeff Schweitzer at  
Twitter.com/JeffSchweitzer

UNFIT FOR PUBLICATION
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  Extensive “Hands-On” 
        Service Center Support.
  Huge Piper Parts Inventory.

1-800-622-8311
or 

515-256-5300
www.dmfs.com
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RJ Tutt  
Aviation

Matrix-Malibu-Mirage-Meridian

Initial/Recurrent Flight Training

Stockton, CA (KSCK)
Serving the West Coast  

for 15 Years

209.478.6075  209.482.7433

rjtuttaviation@comcast.net
www.rjtuttaviation.com

GetATaxReceipt
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.

www.buildaplane.org



can be viewed from almost 
any night-time perch from 
late August through early 
April — “solar activity, 
weather/clouds, and luck 
permitting,” the resort 
website says. The resort 
suggests a nap after dinner 
so visitors can stay awake 
from 10 p.m. to 3 a.m. to 
watch the show. Just walk 
outside and look up! 
 But if the winter (or 
summer) chill is a bit 
much, you can also book 
a ride on the Aurora 

degrees F inside. Some-
thing called an absorption 
chiller keeps the museum 
chilly enough, even in the 
summer, to provide a gal-
lery for ice sculptures such 
as a life-sized polar bear 
and medieval jousters on 
horseback.
 But about those lights, 
the ones that keep the 
visitors trekking to Chena 
Hot Springs year-round. 
They are the celebrated 
aurora borealis, the 
Northern Lights, which 

Looking for the night light? 
Go north, way, way north
BY MICHELLE CARTER

C
razy about the brilliant lights and bright nights? Does your day begin 
when the sun goes down? Is dark your least favorite color?
   Then set your Garmin for the private 3,000-foot airstrip at Chena Hot 
Springs, Alaska, about 60 super-scenic miles from Fairbanks. If uncon-
trolled gravel strips aren’t your cup of tea, fly into Fairbanks International 

(FIA) and catch the shuttle to the Chena Hot Springs Resort. You’ll know you’re there 
when you pull up to a super-sized ice blue igloo made, appropriately, of ice! 
 The luminescent ice building houses the Aurora Ice Museum and Gallery, the largest 
year-round ice environment in the world. More than 1,000 tons of ice and snow (all 
harvested at the resort) went into the creation of the museum, which remains a cool 25 
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help socialize!
 Chena offers seasonal 
four-day, three-night 
packages that celebrate 
the Northern Lights or 
dog-sledding with lots of 
time for relaxing soaks, 
horseback riding and 
those naps in your suite at 
Moose Lodge. 
 Be sure to call ahead 
about 48 hours before you 
plan to fly in to their air-
strip so they can update 
you and know when to 

expect you.

IF YOU GO…

CHENA HOT  
SPRINGS RESORT
P.O.Box 58740
Fairbanks AK 99711
907.451.8104

CHENA HOT  
SPRINGS AIRSTRIP
N65°3.11’ / W146°2.85’
Elevation 1195 feet MSL
Runway 3,000 feet
907.451.8104

FAIRBANKS  
INTERNATIONAL AIRPORT
6450 Airport Way
Fairbanks AK 99709
907.474.2500

kennel of 100 Alaskan 
huskies acquired from 
sled-dog rescue orga-
nizations and animal 
shelters and, within two 
hours, instructors will 
have you running a sled 
with six mushers. You 
can work with the dogs 
even in summer when 
carts replace the sleds. As 
an added bonus, in the 
spring months, the kennel 
often has puppies whom 
they are hoping you will 

or three times a day (and 
gets a power-wash once a 
week), the state of Alaska 
doesn’t allow children 
in untreated waters. But 
it’s the waters in their 
untreated state that draw 
throngs of visitors each 
year who believe in the 
healing powers of the 
sulphur hot springs. 
 And for excitement, how 
about dog-sled racing? 

Chena maintains a 

F by those hot springs. 
“The waters are time-
less, but the resort began 
when weary gold miners 
discovered that soaking in 
the ‘oh-so-warm’ waters 
helped their aching bod-
ies,” the website says.
 Today Rock Lake is re-
served for adults because 
it is not chlorinated. Al-
though it naturally drains 
and replenishes itself two 

Coach — a heated van 
that will take you to some 
of the best viewing sites 
that benefit from the 
absence of light pollution 
in this remote corner of 
the 49th state.

While you’re spending 
your nights looking up, 
your days are open for 
long soaks in the natural 
Rock Lake, which is heat-
ed to a toasty 107 degrees 
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Best of all, you can fly 
into one of two General 
Aviation airports, East 
Gull Lake (9Y2), with its 
2,600-foot grass airstrip, 
or Brainerd Lakes 
Regional (KBRD), with 
its 7,100-foot concrete 
runway. Madden’s will 
pick you up at either one 
after you’ve experienced 
some of the most beau-
tiful lake country flying 
in the world. Check in 
ahead of time with Ben 
Thuringer, Madden’s 

man-in-the-know on 
flying in; he can be 
reached at 800.642.5363 
or ben@maddens.com.
 While you’re there, 
you can pick up your 
seaplane certification at 
Wings Over Water and 
check that particular 
item off your bucket list. 
You will train with Mary 
Alverson, one of the top 
seaplane pilots in the 
Upper Midwest, a com-
mercial pilot and a flight 
instructor in both sin-

gle- and multi-engine 
land and single-engine 
seaplanes. Wings Over 
Water will provide you 
with the opportunity to 
earn your certification 
in a Super Cub 160, and 
six hours of flying time 
is included, the average 
time necessary to com-
plete the program.
 Views of the golf 
courses, lush gardens or 
Gull Lake are promised 
in all the guest rooms at 
Madden’s, whether you 
choose a cabin or hotel 
accommodation. And 
if personal rejuvenation 
is part of the vacation 
plan, don’t miss The 
Spa at Madden’s. After 
an individual water ski 
school or trap-shooting 

session, 
you can relax while 
you watch the sun set 
over Wilson Bay on 
Gull Lake and indulge 
yourself with a hot stone 
massage. 
 For at least one meal, 
make reservations at the 
Dining Room at Mad-
den Lodge, an upscale 
restaurant that sits on 
Mission Point at the 
entrance to Steamboat 
Bay. Surrounded by 
water on three sides, 
you aren’t like to miss 
out on a view of the 
lake. For casual dining, 
head for the Classic 
Grill on the Classic Golf 
Course where you can 
sit outside under broad 
umbrellas while you 

watch the action across 
the green.
 Be sure to scan the 
upcoming events on the 
Madden’s website for 
special events like the 
Food and Wine Weekend 
when the resort hosts 
celebrity guest chefs 
to work with its own 
chefs to offer activities, 
demonstrations and edu-
cational sessions — as 
well as delights for your 
palette such as Smoke It! 
(which has nothing to do 
with tobacco), Jamaican 
food Stations and the 
Whole Animal Bash on 
the Beach.
 One of the last events 
on the calendar each 
year is the Orvis Muskie 
School in the fall where 
guests learn to fly fish 
for the muskellunge, the 
ultimate predator that 
swims in North Ameri-
can freshwater.
 Since this is the north 
woods and snow comes 
early and often, Mad-
den’s throws a Closing 
Party in October when 
the season comes to an 
end, and the resort shuts 
down until the first 
week in April. Because 
so much is packed into 
seven months, reser-
vations for 2015 are 
already in order.

IF YOU GO…

EAST GULL LAKE AIRPORT 
(9Y2)
10790 Squaw Point Road
East Gull Lake MN 56401
218.828.9279

BRAINERD LAKES REGIONAL 
AIRPORT KBRD
16384 Airport Road, Suite 5
Brainerd, MN 56401
218.825.2166

MADDEN’S AT GULL LAKE
11266 Pine Beach Peninsula
Brainerd MN 56401
800.642.5363
Maddens.com

WINGS OVER WATER
800.642.5363
WingsOverWaterSeaplanes.com

ORVIS MUSKIE SCHOOL
866.531.6213
Orvis.com
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Y
earning for the perfect $100 ham-
burger? Consider Madden’s on Gull 
Lake — one of Minnesota’s 10,000 
lakes with more than 9,000 acres of 
water — which offers every possible 

water sport as well as four highly rated golf courses 
carved through the north woods.

Two airports to pick 
from at Madden’s  
in Minnesota’s 
north woods  
BY MICHELLE CARTER

gle- and multi-engine session, 

on
yea
Sch
gu
for
ult
sw
can

wo
ear
de
Pa
the
en
do
weg

o
y
S
g
f
u
s
c

w
e
d
P
t
e
d
wg0 ham- gle- and multg



S U M M E R  2 0 1 4    p   M M O P A  M A G A Z I N E   5 3  

PA-46 TRAINING SPECIALIST
MERIDIAN  JETPROP  MALIBU  MIRAGE  MATRIX
INITIAL/REFRESHER COURSES • S.O.E. INSURANCE APPROVED

Syllabus Includes: System, Avionics, Autopilot, Emergency Training

Locations: KVRB, Mobile Onsite, Anywhere USA

eTRAINING
FOR ADDITIONAL INFORMATION VISIT:

www.roncoxaviation.com
E-mail: info@roncoxaviation.com

Mobile: (772) 538-1965

All courses are taught by Ron Cox. 
Ron has over 25 years experience 
in the advanced aviation training 
business.

NOW
AVAILABLE

Expert Flight Instruction 
& Consultation Services
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the southern tip of Cat 
Island, offers 450 acres 
of island-style accom-
modations, fine dining, 
a marina, scuba diving 
and bicycling. Watch the 
sun set into the Exuma 
Sound. Meander down 
Hawk’s Nest Creek in 
complimentary kayaks 
to a secluded beach 
and hunt for shells. Go 
caving or visit histori-
cal settlements. Or fill a 
hammock all day long.
 Relaxation’s ter-
rific, but sport fishing 
and diving are the big 
draws. The pristine 
waters surrounding 
Cat Island abound with 

blue and white marlin, 
yellow fin tuna, wahoo, 
sailfish, dolphin and king 
mackerel. Hawk’s Nest’s 
Capt. Randy reports 
that many a Bahamian 
record has been captured 
by his angling guests on 
his 43-foot fishing boat 
Cat Tales. A full day of 
sport fishing for hotel 
guests runs $800 with a 
half-day for $600, and 
the crew promises to do 
all the heavy lifting (and 
cleaning and preparing 
your catch for the trip 
home.)
 Dive Cat Island is 
Hawk’s Nest’s full-service 
dive operation approved 

by the Pro-
fessional 
Association 
of Diving 
Instructors. The dive 
shop is only a quarter 
of a mile south of the 
clubhouse, and the dive 
sites (with names like 
Rum Reef, Tartar Bank, 
Hole in the Wall and The 
Oz) are a stone’s throw 
from the shore. 
 Excursions take off 
around 10 a.m. for a 
two-tank dive every day, 
and Hawk’s Nest packs 
a lunch for you to enjoy 
anchored in pristine 
Exuma Sound or mak-
ing your way to another 
marine adventure. The 
resort’s location on the 
southern tip of the island 
makes for just handful of 
days in which the boat 
does not leave the dock. 
With no major tourism 
on the island, Hawk’s 
Nest’s boat will often be 
the only one in these un-
touched dive locations.

 If diving is more 
than you bargained for, 
consider snorkeling 
in those same waters. 
Snorkel adventures start 
with a brief orientation 
of the aquatic marine life 
that inhabits the shallow 
reefs of Cat Island and 
then you’re off in the 
dive boat, with all gear 
included, for $35 each.
 Among the palms, 
casuarinas and hibiscus 
are newly remodeled 
beachfront rooms with 
all the amenities. Or you 
can rent the Blue Marlin 
or the Sailfish, three-bed-
room homes, by the week.
 Hawk’s Nest re-opens 
Nov. 1 after a six-week 
hiatus each year. 

IF YOU GO…

HAWKS’ NEST RESORT  
AND MARINA
Cat Island, Bahamas
Hawks-Nest.com
242.342.7050

Hawk’s Nest in the Bahamas  
sets the bait to pull you in
BY MICHELLE CARTER

For your flight 
over water, Bahamian 
authorities require that 
you have a Coast Guard-
approved life vest and 
proper IDs for each 
soul on board. Hawk’s 
Nest recommends that 
you carry an aircraft 
insurance policy with 
Bahamas endorsement, 
life raft(s) large enough 
to accommodate all 
persons on board, an 
emergency survival kit 
including food and an 
emergency locator bea-
con as well as a tie-down 
kit and engine oil.

Hawk’s Nest, a tropical 
beachfront paradise on 

T
hat oft-heard refrain from private pilots — “I’ve always wanted to try 
the Bahamas, but …” — doesn’t fly if you know about Hawk’s Nest 
Resort on Cat Island, The Bahamas.
    Located 130 miles southeast of Nassau and 300 miles from Ft. Lauder-
dale, Fla., Cat Island stretches 48 miles from north to south and boasts 

its own newly resurfaced 3,100-foot private airstrip. Your airport of entry is the New 
Bight Airstrip (MYCB), just 13 miles to the north, which will be your first stop when 
you arrive from the mainland. Customs at New Bight closes at official sunset. 
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SAVE THE DATE
MMOPA 24th Annual Convention

October 15-18, 2014
Hyatt Regency Coconut Point

Bonita Springs, Florida

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






