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FROM EXECUTIVE DIRECTOR

H

HAVE
YOU
NOTICED?
By Martin E. Doran
Have you noticed how news items these
days seem to come under the banner of
Breaking News, News Alert or some other
moniker indicating a major newsworthy
event? It’s all a means to catch your attention and keep you tuned to the network –
until you realize that the event is not major,
and sometimes not even newsworthy.
I recall the days when the networks interrupted their programming
with breaking news and it was major – remember Walter Cronkite
announcing the events in Dallas that horrific day in November,
1963, or the Eagle landing on the moon in 1969. These were truly
newsworthy events and deserved the immediate attention of the
television audience.
Sometimes we have seen the same sense of urgency created on
the MMOPA forums. When I first joined MMOPA several years
ago, there seemed to be a thread at least every month started by
a member begging for help with an AOG and no where to find a
part – or at least no where to get the part in a reasonable timeframe.
This was a continuing frustration of our membership, and our
members were right in posting their frustration on the forums in an
effort to get resolution to their parts problems.
Today, we still have some issues with timely access to parts for
our aircraft, but if the forums, and the phone calls I receive, are any
indication, the frequency of these problems and the frustration
levels of our members have diminished significantly.
I work under the simple assumption that problems like this just
don’t resolve themselves and “go away” for no reason. So why has
the access to parts become less of a problem for our membership.
Well, I think the first part of the answer is that the issue was wellidentified, publicized and documented through the postings on our
forums. Issue identification is fine, but there has to be something
more to the issue resolution.
Wes Norris, Director of Aftermarket Parts for Piper Aircraft, and
his team have made changes that have had a direct positive impact
on our membership. Wes has attended every board meeting,
convention and other MMOPA-sponsored event since I have been
around. He truly wanted to understand the issues and work to resolve the problems with Piper, Aviall, MMOPA and the Piper Dealer
Network.
In 2012, Aviall and Piper Aircraft began to collaborate on parts
distribution to support the Piper Dealer Network and Piper owners
with inventory in stocking locations around the world. In just a
few years, and with the direct support and expertise of the Dealer
Network, Aviall has increased available inventory in the field by
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more than 35 percent. Today, Aviall offers expanded AOG service
and around-the-clock support seven days a week, 365 days a year, to
address the urgency of any aircraft repairs.
Internally, Piper also has 12 employees who forecast, order,
expedite, pick, package and ship products to Piper Dealers and
Aviall and for special AOG orders. During my recent visit to Vero
Beach, Fla., to attend the unveiling of the Power of Three, including the new M600, Wes provided me with a personal factory tour
of the aftermarkets-parts operations. I had the pleasure of meeting
Jim Slaton, senior manager, Aftermarket Parts Department, an A&P
who runs the technical aspect of parts compliance (quality) and
configuration (aircraft usage), and Susan Groenwoldt, supervisor, of
parts administration, who runs the logistics part of the business to
ensure parts availability.
Both Jim and Susan understand the potential for customer
frustration with delays in receiving parts. They showed me one live
example when a member needed a new wing for a Mirage located
in Germany. In the past, the lead-time for a new wing was about six
months, which we all know means downtime! Wes and Jim, who
have offices on the production floor in the factory, have worked out
a program with the factory production team that provides immediate access to parts directly off the production floor when deemed
necessary.
The priority remains the airworthiness of the plane, getting the
customer back in the air as quickly as possible. In this case, a wing
was taken from the production line and underwent quality review
before packaging and distribution to the owner in Germany. Estimated downtime in this case was about five weeks, not perfect but a
far cry from the six months just a few short years ago.
Kudos to Wes and his Piper Aircraft team, the Piper Dealer Network and Aviall for their efforts to improve turnaround times and
deliver the parts we as consumers require. Sometimes the resolution of issues and good news doesn’t draw the headlines as Breaking
News. It just isn’t as sensational as the original problem.
But let’s not forget that the reason for the flashy news alerts or
forum posts is to draw attention to an issue. It isn’t as sexy to report
that a problem is not as significant as it was when the alerts/posts
were flashed, but it is more satisfying that someone who cares took
note of the issue and implemented steps to improve the situation.
Have you noticed?
If you have a parts problem, speak to your Piper Dealer and work
with Aviall. If you’re not getting the response you believe you as a
customer deserve, place a call to MMOPA or Wes Norris. We all
want to help!
All the best,

Marty
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FIRST LOOK

Wearable technology
Apple isn’t the only company putting its weight behind a watch that’s smarter
than the average bear. Sony just announced SmartWear 3, a sleek, stainlesssteel wristwatch designed to make your life just a little bit better. Sony’s new
wearable technology gives you useful information at a glance. It could be flight
information, tips based on your interests, alerts about your current location, or
even text messages. You can also load music onto the SmartWear3. The device
is happy to sync with your smartphone for extra capabilities, and new apps are
becoming available all the time. Sony says user input is seldom necessary, but
if you do need to interact with the device, you just talk to it. Like “open the pod
bay door, Hal.” Get all the information at SonyMobile.com.

iPad kneeboard

EOS 5DS

It’s really just amazing what’s happening to the quality of
digital photos. The new Canon EOS 5DS delivers your images in an astonishing 50.6 MP. The wizards at Canon have developed a new ultra-high
resolution full-frame chip that
now bests the rest in capturing
the most visual data. Sharpness and picture quality surpass
everything else out there.
This professional-grade digital
single-lens reflex camera comes
with a laundry list of features
and takes advantage of Canon’s
full compliment of lenses. But
50.6 MP? Holy cow, that impressive! See the EOS 5DS at your
local pro photo dealer or learn
more at USA.Canon.com.
8

M M O PA

M A G A Z I N E

p

S U M M E R

2 0 1 5

Tired of chasing your iPad around the
cockpit? Sporty’s comes to the rescue
with a collection of kneeboards that
are custom-made for Apple’s electronic wunderkind. With an ear tuned
to pilot feedback, the Batavia, Ohio,
company has fashioned a collection of
kneeboards to fit all iPad models. The
popular Bi-fold (folds over to protect
your iPad when not in use) also has an
organizer section with mesh pockets
and a zippered compartment to store
cables and screen cleaners. It can be
adjusted for either portrait or landscape views. The Slimline is an even
smaller solution for iPad use in the
cockpit and also features horizontal
and vertical viewing. Find out more
about these products at Sportys.com.

FIRST LOOK

Border-crossing app
Unless you cross the border regularly in your
aircraft, the rules, regs and procedures wrapped

The Breitling Emergency
Now this is a watch. The Breitling Emergency is equipped with a microtransmitter alternately operating on two separate frequencies. It transmits a first digital signal on the 406 MHz frequency intended for satellites and lasting 0.44 seconds every 50 seconds, plus a second analog
signal on 121.5 MHz for homing and
rescue. The Emergency features
a user-friendly antenna system
housed in the lower part of the
watch and is manually deployed
on each side of the case. The whole
concept of this watch required
Breitling’s collaboration with the
aerospace industry to create a new
circuit board talented enough to
broadcast on two frequencies, with
the challenge of being able to fit
it all into a wristwatch. The watch
is happy in any temperature rfrom
-20 degrees Celsius to +55 degrees
Celsius and weighs a remarkable
140g. If you travel the extremes,
learn more about the Emergency at
Breitling.com.

around our country’s eAPIS system can cause
consternation. The law says that all pilots must
use the Electronic Advance Passenger Information System to submit your manifest to U.S.
Customs, both coming and going.
FlashPass is a free app that makes the process
about as easy as it can be. Enter the required
information — pilot, crew, passengers, emergency
contact, aircraft, departure and destination info
— and hit Send. The whole process takes about
30 seconds. And because your data lives on the
cloud, it’s accessible from anywhere in the world.
You can try the app free for 30 days, then pay a
yearly subscription of $60 for unlimited use. If your
border crossings are infrequent, you can buy one trip
at a time for just $3.99 or a five pack of manifests for
$15.99. Learn more at FlashPass.net.

Kids Fire
Tired of getting things for the kids, only to have them break
in no time? Try the new Kids Fire from Amazon. If your kids
or grandkids can break this in the first two years, you get a
brand new one for free. Not a toy, this full-featured HD tablet
with Dolby audio and Gorilla Glass display will play curated,
kid-friendly content for your back-seaters. The Kids Fire plays
movies, video games and runs a variety of apps. It also features a 2 MP high-resolution still and 1080p video camera,
perfect for great snapshots, or live video calls. Buy it in blue,
green, black or pink with 8 GB or 16 GB of storage, and either
a 6- or 7-inch display. The Kids Fire has become a proven winner. See it on Amazon.com
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PIPER M600 NEW PANEL

Piper M600 Ge
The first turboprop equipped with
Garmin’s Touchscreen G3000.
BY JUSTIN LAZZERI
10
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ts a New Panel
As this article is being written, the three M600 test aircraft, working
towards certification, have now flown over 1,000 combined hours
including more than 600 spins. They are being put through their
paces and, by all accounts, are doing exceptionally well!
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PIPER M600 NEW PANEL

(ABOVE) The PFD in Normal Mode shows the soft keys across the bottom
and a wide viewing area allowing more synthetic-vision detail.

(ABOVE) A PFD in 60/40 Split Mode featuring geo-referenced charts
alongside a PFD display with synthetic vision.

(ABOVE) A PFD is shown in Reversionary Mode with a main primary navigation pane,
a secondary map, and a systems status pane

(ABOVE) This view of a split screen MFD shows how much information can be
displayed, thanks to the WXGA viewing format. In this version, two separate vertical
pages alongside an EIS strip display engine, system and fuel data
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As the M600 program continues to march along, let’s focus
in on some of the details that
will surely stand out to those
who experience the M600
for the first time. This applies
not only to current PA-46
pilots, but in some cases to
the entire industry. When the
all-new Piper M600 rolls off
the production line in Vero
Beach, Fla., it will be the
very first turboprop to bring
the exciting Garmin G3000
to market. As the latest and
greatest offering from Garmin,
you would expect a host of
whiz-bang features, and this
won’t disappoint.
The Garmin G3000 was
designed for Part 23 turbine
aircraft and, not surprisingly,
uses the popular G1000 as its
foundation. The first thing
you’ll notice upon settling in
the pilot’s seat is the overall
size of the screens. Equipped
with dual 12.1-inch PFDs and
a center 12.1-inch MFD, the
G3000’s screens are bigger
than the 10.4-inch ones of the
standard G1000. Not only are
the screens bigger, but they are
also presented in a landscape
view (16:9 aspect ratio),
which, as you’ll see, allows for
some really cool functionality
by allowing up to three panes
of distinct views on each
screen. Resolution is fantastic,
courtesy of WXGA 1280x100
displays.
The following Garmin product screen shots (although not

taken from an actual M600)
will give an overview of what
awaits future owners.
Garmin said that a goal of
the G3000 program was to
“be one of the simplest, most
intuitive electronic flight deck
systems ever designed.”
A large piece to completing that puzzle is building
what they term a “shallow”
menu structure. This means
giving flight crews access
to more data through fewer
keystrokes or pages. To accomplish this, Garmin equips
the G3000 with dual GTC
570 touchscreen controllers.
These controllers are the primary drivers of the system and
replace many of the knobs,
buttons and switches found on
the G1000. Soft keys still exist
along the bottom row of the
PFDs and MFD, but most manipulation of the system will
occur via these controllers.
An eight-position joystick
with rotary and push capability,
combined with a dual-concentric, separate rotary knob
with push-button capability,
allows users to navigate via
non-touchscreen methods if
preferred. These touchscreens
employ infrared rather than resistive technology so, when the
screen is touched, the finger is
registering by actually breaking
a series of beams rather than
applying pressure. This type of
architecture allows for smart
logic to be applied to abnormal
commands, such as some-

The first thing you’ll notice upon
settling in the pilot’s seat is the overall size of the screens. Equipped with
dual 12.1-inch PFDs and a center 12.1inch MFD, the G3000’s screens are
bigger than the 10.4-inch ones of the
standard G1000. Not only are the
screens bigger, but they are also
presented in a landscape view (16:9
aspect ratio), which, as you’ll see,
allows for some really cool functionality
by allowing up to three panes of
distinct views on each screen.

On any given day, 87,000 flights take off
and land in the U.S. Maybe it’s time to
take more control of your own safety.
Right now there’s a lot going on in the skies over America. With Garmin Vantage ADS-B
you’ll have the opportunity to fly through it all safer. So you have the ability to take more
control of your safety and the safety of your passengers. Garmin Vantage offers more ADS-B
solutions than anyone in the business. In fact, Garmin played a significant role in developing
ADS-B, with exclusive features like TargetTrend™ that shows you the relative speed and
trajectory of aircraft around you, and TerminalTraffic™ technology that shows other ADS-B
equipped traffic in the airport environment. There’s even patented AutoSquawk technology
that lets you automatically communicate with any transponder, without a costly upgrade.
WIth Vantage from Garmin you’ll have the ability to know more. See more. Fly smarter.
Go with the leader in ADS-B technology.
See which solution is right for you at garmin.com/ADS-B.

©2015 Garmin Ltd. or its subsidiaries

PIPER M600 NEW PANEL
A

B

(ABOVE) Screenshot showing Under Speed Protection in action. The “USP ACTIVE” warning message has popped up in red in the lower right-hand corner, and the “V” bars are establishing a lower-pitch attitude for the autopilot to follow and prevent an impending stall.

(LEFT)
Replacing an
XM remote in
the M600 will
be Garmin’s
FlightStream
110, which
works through
the Garmin Pilot
app allowing
passengers
to use their
personal Apple
and select Android tablets or
phones. Shown
here are screen
shots of both
the mobile and
tablet displays.

C

A future option to add on the GTS 855 will give operators TCAS I for
increased range and additional alerts.
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thing falling on the screen, a
prolonged touch or even when
the screen detects commands
in two separate locations at the
same time.
Audio and Nav frequencies
are also manipulated via the
GTC 570 units.
A GSR 56 Iridium system
allows for both voice and data
(text and email) communications. It’s easily navigated on
the touchscreen display. Here
you see the telephone interface page. (See Figure A) This
feature allows the M600 to
behave as the M350 and M500
do today and provide a very
functional communication tool
to pilots and passengers alike.
The M600 is equipped with
Garmin’s Enhanced Autopilot
Flight Control System (AFCS)
and, as detailed in the last
MMOPA magazine, this system
harnesses the latest autopilot
technology in an effort to boost
the safety of flight. Electronic
Stability Protection (ESP)
with Auto Engage LVL (level)
Mode works to counteract loss
of control. A dedicated LVL
button on the panel allows occupants to “right” the attitude
by simply pushing a button,
should they feel disoriented.
Under Speed Protection (USP)
prevents stalls while flying on
the autopilot. A by-product of
USP is the ability to perform
coupled go-arounds without
having to disconnect and reengage the autopilot. Simply
push TO/GA, advance the
power, and (once established)
select the appropriate function to complete the missed
approach procedure.
Here is a screenshot showing Under Speed Protection
in action (See Figure B). The
“USP ACTIVE” warning message has popped up in red in
the lower right-hand corner,
and the “V” bars are establishing a lower-pitch attitude for
the autopilot to follow and
prevent an impending stall.
Replacing an XM remote
in the M600 will be Garmin’s
FlightStream 110 (See Figure
C), which works through the

Garmin Pilot app allowing
passengers to use their personal Apple and select Android
tablets or phones. Shown here
are screen shots of both the
mobile and tablet displays.
A G3000 in the M600 will
be equipped with the latest in
Garmin’s weather-radar arsenal. The GWX 70 is a solidstate weather radar, which
means reduced power consumption and extended unit
life. It also has the ability to
distinguish landscape, such as
bodies of water, by measuring
radar-return strength. A new
feature termed ACT (Altitude
Compensated Tilt) will automatically adjust for changes in
altitude once initially set.
Using the GTX 33 ES transponder, the M600 is in compliance with the ADS-B 2020
initiative, and the GTS 825
traffic option allows owners to
take advantage of ADS-B IN
information. For traffic, this
means seeing the flight trajectory of those targets around
your aircraft.
Garmin explains the benefits
of ADS-B this way: “Unlike
ATC radar, ADS-B is not affected by an aircraft’s altitude
from the tracking station. Plus,
with a typical once-per-second
update rate, active surveillance
with ADS-B refreshes the target
displays considerably faster than
traditional radar, which can take
as long as 12 seconds per sweep.”
A future option to add on
the GTS 855 will give operators TCAS I for increased
range and additional alerts.
The Garmin G3000 represents the latest home run from
a company that consistently
swings for the fences and delivers. Those lucky recipients
of future deliveries will both
figuratively and literally have
their fingers on the future. It’s
one more reason out of many
that the M600 will turn heads.
With incentive programs to
jump into current inventory
today and save on a future
M600 order, now is a great
time to visit with your local
Piper dealer.

A VISIT TO
THE NASA
ICE HOUSE
BY SCOTT C. DENNSTAEDT
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AIRFRAME ICING

When it comes to icing research, there’s no better place to be than the NASA Glenn Research Center
in Cleveland, Ohio. Recently I visited the Icing Research Tunnel (IRT) for a personalized tour and the
chance to talk to several experts in the field of airframe icing.
My tour was conducted by Andy Reehorst, who has worked at this location since becoming a college
intern for NASA in the early 1980s. My goal was to learn more about the science associated with airframe icing, but Andy also gave me a historical perspective of the tunnel that
was just as fascinating.
The IRT was built just before the United States entered World War II. The
United States Army Air Forces flew C-53 military transport aircraft (the military version of the DC-3) from India to China over the eastern end of the
Himalayas, appropriately nicknamed The Hump. They were losing planes to
airframe icing, so as you might expect, this became a national priority.
In 1939, Charles Lindbergh had returned from Europe and chaired a committee on aeronautical research facilities. With the Europeans making
significant improvement in their engine design, he recommended building
an engine-research laboratory in the United States. So on Jan. 23, 1941, the
National Advisory Committee for Aeronautics, NASA’s predecessor, began
to build the new Aircraft Engine Research Laboratory in Cleveland.
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AIRFRAME ICING
The laboratory had an altitude wind tunnel that could run an engine at simulated
altitudes, including low pressure and cold
temperatures, courtesy of a large refrigeration plant next door. So it was very
convenient to build an icing wind tunnel
here as well.
As you walk through the facility, you
can tell it’s been around for quite a while.
It’s as if you stumbled into a time machine
and found yourself back in the ‘40s and
‘50s. The facility has been upgraded several times, as Andy pointed out, but it still
gives you the feeling of a project that came
out of World War II.
WHAT’S AN ICING RESEARCH TUNNEL?
The IRT is a closed loop with a 5,000-hp fan
using wooden blades made of spruce that
can generate winds approaching 400 mph.
Air in the tunnel can also be chilled to a
frigid -40 degrees Celsius, which is plenty
cold enough to test all ranges of potential
icing temperatures. This is a benefit of that
refrigeration plant next door and huge
evaporator coils in the tunnel laid out in the
shape of a “W” to maximize surface area.
The “model” is the airfoil, or other aircraft
component, being tested in the IRT. A wing,
for example, is actually tilted on its side (up
and down) primarily for convenience to
work within the tight space of a portion of
the tunnel called the test section. The model
is brought in from the outside through a
huge bay door and lowered into the tunnel
with a crane built into the facility. Aircraft
manufacturers have used the tunnel extensively for a portion of their icing research
and certification-testing process.
Water, sent through spray bars positioned
ahead of the model, is de-ionized first so that
it is as pure as possible to keep it supercooled. Otherwise, the water would freeze
into a solid before it hit the surface that was
being tested.
I was surprised to learn that the IRT cannot
test freezing-drizzle or freezing-rain conditions. Even with high wind speeds in the tunnel, many of the larger drops would succumb
to gravity and fall out before reaching the
model in the test section. The largest median
volumetric drop (MVD) sizes that can be
used in the IRT are 50 microns, which is the
lower end of supercooled large-drop (SLD)
icing spectrum. So essentially the IRT is only
designed for icing certification standards
contained in FAR Part 25, Appendix C, also
known as small-drop icing.

(TOP) Here the author is standing in front of
the 5,000-hp fan, which can produce 390
mph winds within the Icing Research Tunnel.
The same key that is used to gain access to
this part of the tunnel behind the fan is also
the key used to start the fan from inside the
control room. (ABOVE) This view is looking
down on the test section (6 feet by 9 feet
by 20 feet) of the Icing Research Tunnel. A
built-in crane within the facility allows researchers to lower the model into the tunnel
where it is installed. (RIGHT) Given that the
test section of the Icing Research Tunnel is
relatively small compared to the size of the
actual airframe, the model is often a scale
version of the surface being tested.
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You can’t visit the NASA Glenn Research
Center without admiring the Twin Otter.
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For business or pleasure?
Why not both? With the Piper Meridian, it’s never strictly business.
500 miles between your morning tee time and afternoon business
meeting is easily attainable. With its advanced Garmin G1000 flight
deck, pressurized cabin, ability to cruise up to 30,000 feet, and
powerful PT6 turbine engine, you can do it all in a day for about a
million and a half less than its closest competitor. Luxury is par for
the course with room for six, and nearly 50% more cabin volume than
any four-place aircraft.

Equipped for your versatile lifestyle.
piper.com or 1.866.FLY.PIPER

© 2014 Piper Aircraft, Inc.

AIRFRAME ICING

The de Havilland DHC-6 Twin Otter research
aircraft after an encounter with freezing rain
over West Virginia. Photo courtesy of NASA.

The Twin Otter is one of several NASA aircraft instrumented to be flown in knownicing conditions for research purposes.
The flight pictured here was piloted by
Tom Ratvasky, a NASA research pilot, who
encountered freezing rain (on purpose)
over West Virginia on Feb. 4, 1998. This
picture was taken shortly after landing in
Parkersburg, W.V.
This freezing-rain encounter produced
a coating of ice about three-eighths of an
inch thick on the surface from the tip of
the nose all the way back to the windscreen. The wing itself had accreted ice
behind the boot to about the 50 percent
chord, with a ridge about an inch high
behind the protected surface. Normally,
you never worry about the weight of ice.
However, Tom estimated that he carried
about 1,000 pounds of ice on the airframe
that day!
ICE-CONTAMINATED TAILPLANE STALL
A few months after the tragic accident of
Colgan Air Flight 3407 near Buffalo, N.Y.,
in 2009, the NASA Glenn Research Center
coincidently posted a video to YouTube
(https://youtu.be/_ifKduc1hE8) discussing
ice-contaminated tailplane stalls (ICTS).
Unless you’ve had your head in the sand
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Most tailplane stalls are
usually induced when
the aircraft has accreted
ice on the horizontal
stabilizer and the pilot
changes speed and/
or configuration of the
airplane, such as raising
or extending flaps. It’s
usually on the high end
of the flap speed range
when the stall occurs.
or just recently became a pilot, you’ve
probably viewed this video once or twice.
That video went viral in the pilot community and seemed to become the de facto
standard for recovery when any type of
fixed-wing aircraft departed controlled
flight in icing conditions.
The video emphasized that the recovery from an ICTS is the exact opposite
of a normal wing stall —which is true. A
normal wing stall requires you to push
forward on the yoke or stick whereas an
ICTS requires the opposite response; you

must pull back hard on the controls. Very
few aircraft are susceptible to tailplane
stalls, but few pilots really understood this
from the video.
Most tailplane stalls are usually induced
when the aircraft has accreted ice on the
horizontal stabilizer and the pilot changes
speed and/or configuration of the airplane,
such as raising or extending flaps. It’s usually
on the high end of the flap speed range when
the stall occurs. So something as simple as
adding power can trigger the event, which
is exactly what you see in the NASA video.
The test pilot was experiencing some control
difficulty but, when full power was added, the
aircraft reached the top end of the flap speed,
and the tail stall occurred abruptly.
In talking with Kurt Blankenship who is
a research pilot and deputy of aircraft operations at the Glenn Research Center, the
Colgan Air accident had little to do with
icing. In fact, on March 25, 2009, NTSB
investigators indicated that icing probably
did not contribute greatly to the accident.
“The plane basically trimmed itself to a
stall,” Kurt said. “It had a stick pusher on
it which he (the captain) fought against
and pulled back and held it until the plane
finally went over, and it was too late.”
Could it be that the captain thought he
was experiencing an ICTS even though
he said nothing on the tape? Kurt thinks,
“The pilot simply panicked. He was low
to the ground and it (pulling back on the
controls) was a natural reaction.”
Other mistakes were made as well, such
as the co-pilot retracting flaps without it
being called and not having a sterile cockpit during the approach to land.
From Kurt’s view, this accident “was a lowspeed awareness issue and that should be the
focus of the training — recognizing where
you are at in the (power curve) regime. They
were slow; it was a wing stall, clearly.”
In response to some of the confusion that
was generated by the original 2009 video,
NASA is producing another video that is essentially an “icing wing stall video that emphasizes
wing stall over tail stall.” In the new video they
will discuss the characteristics of both flavors of
a stall in icing conditions, but Kurt emphasized
that pilots should be prepared to recover from
a normal wing stall. The new video is being
sponsored by the FAA. At the moment there’s
no definitive date when this will be finished and
released to the public.
Scott Dennstaedt is an FAA-certificated instrument flight instructor and former NWS meteorologist. He also founded AvWxWorkshops.com,
a subscription-based website designed to teach
pilots how to minimize their exposure to adverse
weather. He now also works for ForeFlight as its
Weather Scientist.

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

WHAT IS YOUR
AIRPLANE REALLY
WORTH?
I
What do you do when the bank, the
buyer and the seller all come up with
different values? BY JEFF BUSH

recently decided to buy a jet. After nearly 30 years in the financial industry, I tend to be data-driven.
I did lots of homework before I selected an airplane, balancing all the usual considerations of speed,
efficiency and operating costs with my own personal mission profiles. I ultimately selected the Jet-

Prop, but the process I went through can be applied to any aircraft purchase. I assumed that the rigorous research I’d done to determine the proper aircraft would be the hard part. Boy, was I wrong.
Once I’d picked the aircraft model I
wanted to buy, I then needed to determine
what to pay.
I consulted every reference we’ve all used
in valuing aircraft, VRef, market comparisons, two direct banks and two financing
brokers. All were very nice, helpful and confident in their unique methodology. Between
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you and me, at least two of the approaches
weren’t even logical. To my great surprise,
the valuation of one particular aircraft varied
slightly more than 30 percent among these
sources — the exact same airplane.
In another instance, two sides of the
same organization, working off the exact
same data sheets, gave two different evalu-

ations for the same plane. The seller had
been given a $922,000 value, but I was
told (again, by the same organization) it
was worth no more than $675,000. Not
surprisingly that deal fell apart. Though this
organization assured me both sides of their
house were now on the same page, this issue kept coming up and ultimately cost me

AIRCRAFT APPRAISALS

three planes over an eight-month period.
Finally, I found a fourth aircraft, and the
valuations were close enough that I was
confident in negotiating a deal. Less than a
week before closing, the bank came back and
randomly lowered the value of the aircraft by
$50,000! I was incensed. The valuation came
from their broker, I had an acceptance letter
from them, and now they wanted me to pull
$50,000 more out of my pocket
Enter a solution: The bank and I both
agreed to get an appraisal and live by its
results. We contacted a mutually agreed
upon aircraft appraiser and engaged him to
determine the value of this aircraft.
Here are some thoughts from Cliff
Magee, the senior aircraft appraiser that we
agreed upon:
“Jeff and the financing bank hired me
to perform a basic appraisal in an effort to
determine the true fair market value (FMV)
of the plane under consideration. FMV is
defined as the value a knowledgeable buyer
and a knowledgeable seller agree on as a
purchase price for an item. It is as much an
art as it is a science.
“The PA-46 JetProp conversion is an
interesting aircraft because of its major
modifications. Evaluating the FMV of a
standard PA-46 or the PA-46T Meridian each
have their unique aspects, but a modification
costing more than the FMV of the remaining airframe is a wholly different matter. I
accepted this challenge because I have always
been intrigued by this modification.

AIRCRAFT APPRAISALS

“A little background in aircraft appraisals seems to be in order. The goal of any
appraisal, be it basic (less formal) or certified
(full blown, on-site, detailed), is to determine
the actual FMV of the aircraft. FMV is a very
specific term and needs to be differentiated
from asking price.
“Side note: Aircraft appraisals are generally
unregulated by the federal or state governments. Herein lies the value of working with
a certified, credentialed appraiser. In transactions where banks are requiring a certified
appraisal (generally for larger jet aircraft), a
certified appraiser must be engaged to provide this service. Only one aircraft-specific
certifying appraiser association exists, the
National Aircraft Appraiser Association
(Plane-Values.com).
“The NAAA is a professional organization
that has proprietary databases of industry
information. It has high standards and qualification for its members. The NAAA requires
its members to attend recurrent training in
its own policies and procedures as well as
the only appraisal standard for chattels such
as aircraft. That standard is the Uniform
Standards of Appraisal Practice, (USPAP.
org). Members that pass testing on NAAA
policies, procedures and USPAP standards
are certified by NAAA as aircraft appraisers.
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Buying my airplane has
absolutely reinvigorated
my business. Knowing
that I will not be fighting
TSA and commercial
airline hassles more than
200 times next year is
a life-changer for my
career.—Jeff Bush
Recurrent testing is required for continued
certification. The majority of aircraft lenders
require the NAAA certification before they
will approve an appraiser. A lender must
approve an appraiser before they will accept
that appraiser’s work.
“Most buyers assume, incorrectly, that
the dawn of transparency brought about
by the mass publications and the internet
(VRef, Trade-A-Plane, ASO, Global Plane
Search, etc.) has brought market efficiency to
the aviation marketplace. After all, the best
sanitizer is sunlight, right?
“Contrast that premise with an actual situation I litigated. An individual calling himself
an expert had just signed an affidavit testifying to the value of a specific turbine engine.
Coincidently, his testified value matched the

price the vendor was advertising online.
“In search of evidence to dispute this
valuation, I tapped resources available to me
within the appraiser’s world. Some of these
resources are proprietary resources; others
are personal relationships built over time. In
this case, I connected with one of my personal relationships. It so happened that he had
just purchased the very engine in question
for 50 percent of the asking price. The ‘expert’
had provided testimony that the engine was
worth twice the sales price. Now, what was
the appraised value? What was the FMV? It
is a myth that there is market efficiency in
aviation. It is still the wild, wild west as Jeff
found. Asking prices are not necessarily, and
most often not, FMV.
“In the context of property such as aircraft,
FMV is of interest to many parties — sellers,
buyers, financiers and insurance companies.
The only person interested in an inflated
FMV is the seller, for obvious reasons. The
other parties mentioned are on the same side
of the equation. They all want to know what
the market is actually paying for the aircraft
in question. Buyers don’t want to overpay.
Banks don’t want to lend above FMV in case
the aircraft needs to be sold at some point,
and insurance companies don’t want to overinsure in case of loss.

CONVENIENT TECHNICAL SERVICES IN THE SOUTHWEST
With full-service maintenance facilities positioned around
the key areas in the Southwestern region, Cutter Aviation
PHX
is the logical and convenient choice when selecting a
service facility in Arizona or Texas. Plus, our facilities at
ADS and SAT are fully accredited Factory-Authorized
Service Centers for your Piper aircraft. Also, you can visit our Southern
California Piper maintenance (ASC’s) partners: Jet Source (CRQ), American Aircraft
Maintenance (SNA), Mather Aviation (VNY), and Loyd’s Aircraft Maintenance (BFL).
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2014 Piper Meridian - S/N: 4697538,
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2014 Piper Mirage - S/N: 4636626,
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Pilot, 2-Year Piper Warranty. - $1,295,320

2001 Piper Meridian - S/N: 4697097,

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

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

CALL US TODAY!
Cutter Aviation

800.234.5382 Toll-Free | 602.273.1237 Direct
CUTTERAVIATION.COM

AIRCRAFT APPRAISALS
“The appraisal process takes many steps
that ultimately creates a written report of
current FMV. The process of determining
FMV does vary depending on particular
aircraft. The PA-46 JetProp conversion is
unique. While the valuation process for
most aircraft begins by looking at the make
and model, this is not true for the JetProp
converted PA-46.
“The JetProp requires a ground-up
approach. As this is only an article about
appraisals and not the multi-day courses
for certification, I will give an abbreviated
overview of the unique valuation of converted aircraft such as the PA46 JetProp.
This is also not to say that a straight P-46
or P-46T Meridian can be accurately
assessed using simple online tools. Each
airframe is unique and, in a negotiating
situation, the more knowledgeable person
usually prevails. This is the power of an
actual appraisal.
“We start by appraising the aircraft as if it
were a straight PA-46 that has not undergone the conversion. Factors such as year of
manufacturer, total time in service, avionics,
paint, interior, maintenance history, logbooks
and avionics are all factors. Evaluating these
factors then allows for a basic value. The
engine and propeller on the PA-46 must be
deducted from the basic value. That difference is a new basic value.
“The current cost of conversion must
then be added to the new basic value. This
provides a new converted value. Finally, the
turbine hourly engine and prop reserves
must be deducted from the new converted
value, and values added for any specialized
avionics or equipment. The calculated value
that results is now the FMV of the aircraft.
“This provides a basic overview of how
the appraised value of the converted aircraft
is generated; however, there are other factors
that an experienced aircraft appraiser must
apply that will be reflected in the ultimate
current appraised value reported. This is
the art of the appraiser’s work. But that
‘art’ aspect of the appraisal is honed by the
cumulative experience of the entire NAAA
organization.”
Thanks, Cliff!
While initially angry with the financing
bank, I quickly realized there was a “win/
win” opportunity presented by this situation.
At the end of the day, and after splitting the
very reasonably priced appraisal fee, the bank
and I both penned a deal more confidently
because now we had an aircraft value determined by an expert.
What often holds us back from enjoying
the freedoms provided by private aviation is simply lacking confidence in the
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transaction. If you do your homework
on operational costs and engage the right
kind of help up front, you can confidently
take that leap of faith in stepping up to
an aircraft purchase. Had I followed this
simple advice, I would have been flying 10
months earlier.
Buying my airplane has absolutely
reinvigorated my business. Knowing that
I will not be fighting TSA and commercial
airline hassles more than 200 times next year
is a life-changer for my career. If buying an
airplane can make that kind of difference in
your life or business, then I recommend doing it. Just do it right the first time.

Jeff Bush is an integral part of The Washington
Update, the non-partisan thought leader that guides
domestic clients through the complex and everchanging political and tax environment while helping
international audiences understand U.S. politics.
The Washington Update is known as Wall Street’s
Washington D.C. insider and can be contacted at
Jeff@jeffbush.net.
Cliff Magee is an attorney and Senior Certified Aircraft
Appraiser/USPAP endorsed by the National Aircraft
Appraisers Association. He is currently studying at
Pepperdine University for an LL.M. in dispute resolution
and continues to provide expert witness services in aviation-related litigation and aircraft appraisal services A
graduate of Embry-Riddle Aeronautical University and
Spartan College of Aeronautics, he holds numerous FAA
certificates and jet warbird experimental type certificates. Contact him at cliff@magee.lawyer.

What often holds us back from enjoying the
freedoms provided by private aviation is simply
lacking confidence in the transaction. If you
do your homework on operational costs and
engage the right kind of help up front, you can
confidently take that leap of faith in stepping up
to an aircraft purchase.
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PREVENTING ICING FATALITIES

Taking on Icing

Are you flying with all the available information?
BY DAVID MCVINNIE, MCFI

I

’ve been spending some time reviewing recent accidents, specifically the
last two icing fatalities. In the process,
I’ve discovered a briefing weakness
whereby a pilot could arrive at a “go”
decision when, in fact, a “no-go” decision
is appropriate. Some of my favorite briefing
comments are: “Seventy-five percent of
accidents are pilot-decision related,” and
“Thirteen percent involve weather.” I would
add that pilots actually decide to be in the
weather so the number is really around 88
percent. It now seems that in some cases,
the pilot’s decision to accept a particular
weather risk could be based on incomplete
information, even though the pilot thought
he or she had done a good job.

N87NF
In December 2013, JetProp N87NF broke
up in-flight after descending into an area
of icing. The pilot reported an engine
vibration which could have been related to
uneven prop-ice shedding but that has not
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been confirmed. An AIRMET of moderate
icing was in effect at the time, which I’ve
plotted below. (See Figure 1)
I called a friend at the National Weather
Service who was nice enough to prepare this
graphic of the Current Icing Product (CIP)
at the time of the accident. (See Figure 2)
The image shows an area of “heavy” icing at
9,000 feet, which clearly exceeded the PA-46’s
Flight Into Known Icing (FIKI) certification.
At the time, I accepted it as just bad luck
that the AIRMET for “moderate icing” underestimated the icing severity. Note: The terms
“heavy icing” and “severe icing” are used loosely and mean the same thing – avoid/escape.
N301D
The next accident occurred in early February 2015. The Meridian was vectored for an
approach to runway 35 at Lubbock, Texas,
(KLBB) when it struck television tower
guywires south of town and crashed. The
accident occurred on Feb. 5 at 01:30Z (7:30
p.m. local in full darkness)

Before the accident, a Pilot Report
(PIREP) for moderate rime ice came in at
5,200 feet MSL/1,918 feet AGL about 10
miles south of the airport and close to the
accident site. The accident pilot acknowledged receipt of this report.
Additional reports indicate the pilot lost
radio contact just before the accident, a
situation not uncommon in severe icing
events, due to antenna ice. The weather
forecast was ugly, to say the least, but nothing that would be a definite no-go for a
proficient pilot in a FIKI-certified aircraft.
An AIRMET for moderate icing was issued that day, but more on that in a moment.
The KLBB Terminal Area Forecast (TAF)
looked like this.
“TAF amended 4 February, beginning at
21:30 (4-hours before the accident)
Wind 020@30G38KT, Plus 6SM visibility
Overcast 011.”
The METAR near the time of the accident
provides a critical piece of information:
“KLBB 050153Z 03017G24KT 6SM -FZDZ
BR OVC006 M02/M04 A3027 RMK AO2
PK WND 03031/0100 FZDZB51 (Light
freezing drizzle began at 51 past the hour.)”

PREVENTING ICING FATALITIES
A terminal area forecast is not configured
to include forecast icing.
AIRMET Zulu alerts us to areas of moderate icing but does NOT report areas of
heavy or SLD icing that are forecast within
the same area.
Let me repeat: AIRMET Z does not
report anything above moderate icing, even
though heavy/severe or SLD icing conditions exist within the area.
AIRMETs are only issued if the area
equals or is larger than 3,000 square miles.
There is also a product called the Center
Weather Advisory (CWA) which reports
the following:
• Conditions meeting convective SIGMET
criteria
• Icing conditions “moderate or greater”
other than convection
• Turbulence – moderate or greater
• Heavy precipitation
• Freezing precipitation

If we examine the previous METARs that
day, this is the first one containing any mention of freezing drizzle. The surface temperatures dropped below freezing during the late
afternoon and were within two degrees of

the dewpoint by the time of the accident.
WEATHER FORECASTS:
The area forecast refers to AIRMET Sierra
(IFR and mountain obscurations)

The problem is the CWA is only issued as
required and only valid for two hours. It
may not reflect forecast conditions at your
destination. They are triggered by Pilot
Reports. No PIREP, no CWA.
There was a PIREP for moderate icing
near the time of the accident, but to my
knowledge, a CWA had not been issued.
14 CFR 91.103 requires a pilot be familiar with “all available information” concerning the flight and that includes weather reports and forecasts. It doesn’t specify what
weather reports, which is why I’ve called
Flight Service for most of my 31 years of
flying. When you do call, the briefer checks
for adverse conditions, which include active
and forecast AIRMETs, SIGMETs, and current CWAs, but they aren’t requied to check
the “other” icing products.
Aviation weather professionals have the
information we really need and will provide
it if we request they check the Forecast
Icing Product (FIP) or the Current Icing
Product (CIP). Each product contains a
probability map, a severity map and an SLD
probability map. These products are not
components of a standard weather briefing
so if you’re getting a telephone briefing,
you’ll have to ask.
Consider how hard it would be to explain a FIP/CIP over the phone. It’s a 3-D
product, and that’s why deciphering FIP/
CIP is best suited for a graphics environment. Another program on the Aviation
Weather Center (AWC) site is called the
ADDS Flight Path Tool. It allows you to
look at the icing products in a 3-D view
while modifying altitudes and time. Cool
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PREVENTING ICING FATALITIES
A typical Internet self-brief might go something like this:
1. Enter the flight details, i.e., departure
airport, destination and any routing,
departure procedures or SIDs you might
expect.
2. Review the METAR, TAF and NOTAMs
for the departure airport.
3. Review the TAF, METARs, STARS, approaches and NOTAMs for the destination airport.
4. Look at the radar to see if diversions are
likely.
5. Review the G-AIRMETs/AIRMETS and
PIREPs for icing, visibility and turbulence.
6. Check for TFRs.
7. File and go!

to look at, but it requires Java, and it’s not
Apple-friendly at the moment.
The NTSB preliminary report for
N301D said that Lockheed Martin had
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no record of any weather briefing. So
we can assume the pilot self-briefed the
flight. It’s only an hour flight. How hard
could it be?

The scenario seems thorough at first, but
definitely inadequate in the icing world. It’s
vital that pilots who fly in potential icing conditions check the FIP/CIP. A METAR review
that looks at temperature/dewpoint conditions
for the route can also tip you off to situations
where icing could be a problem. A check of
Skew-T graphs (produced by those weather
balloon launches) will alert you to areas where
the temperature and dewpoint are close and
where they’re below freezing.
Hats off to ForeFlight in their latest release,
7.1. They make accessing the FIP/CIP much
easier. Still, the shades of blue poorly differentiate the severity scale, and I’ve heard pilots remark, “If I never flew in the blue, I’d never fly.”
I understand and agree. Toward that end, I’m
working with the weather folks to generate a
product that will show only icing in the heavy/
severe/SLD categories.
Many Internet briefing providers will email/
download your briefing for reference. There are
a number of other standard briefing elements
such as NOTAMs, Center Weather Advisories
(CWA) and the Area Forecast (FA), but we’re
probably going to fly over it all and we might
not bother to look. It’s not decoded, and sometimes drilling through the abbreviations can be
mind-numbing. You don’t need to raise your
hand, but how many of us actually decipher it?
In the PA-46, we frequently traverse areas
of moderate icing. We tap/click through the
maps, pulling up altitudes and effective times
but our aircraft are FIKI-certified so it’s not
uncommon for a pilot to discard the information as not worrisome.

PREVENTING ICING FATALITIES
Lets look at May 13, 2015.
Here’s the G-AIRMET (See Figure 3 on
page 29)
There’s nothing depicted that exceeds the
capabilities of a FIKI-certified aircraft.
The G-AIRMET shows several icing
areas, specifically New Mexico and south
Texas, but they’re only reported as moderate. In contrast, the Icing Severity graphic
shows a large area of heavy icing running
north/south through Texas and areas of
SLD icing in Oklahoma and New Mexico.
Here’s the Icing Severity Graphic (See
Figure 4)
There’s a lot to avoid here and further research, using altitude filtering, is appropriate.
Center Weather Advisories (See Figure 5)
The CWAs are only reporting IFR in Texas
and New Mexico and a couple of moderate
icing Pilot Reports up north. There’s nothing
about heavy or SLD conditions in the CWA,
even though you’d think there would be.
ForeFlight AIRMET screen (See Figure 6)
ForeFlight repeats the moderate icing
AIRMET with no mention of heavy or SLD
conditions.
Skew-T Chart for LCH on June 9, 2015
(See Figure 7)
The temperature (red line) and dewpoint
(green line) are close together through the
freezing level at 15,338 feet, but separate rapidly above it. This indicates the top of a cloud
layer. Icing would be unlikely/manageable in
the descent.
The point of all this: AIRMET Z serves the
purpose for Suzanne and me, flying a non-FIKI
aircraft. It’s clearly a no-go if it applies to our
intended altitudes. The forecast parameters/limitations do not serve the smaller FIKI-certified
community and may actually mislead pilots into
a false sense of security because reports don’t
appear to challenge our aircraft capabilities.
I’ve presented these accident reports at a
couple seminars. I asked the attendees if they
would have conducted the flight, based on
the weather data, specifically the TAF and
AIRMETs. About half said it was challenging
but doable. Given the rest of the story, I suspect they would have changed their minds.
This article is based on my own observations, which may not be supported in the final
NTSB accident reports. It’s hard to say if the
two accident pilots researched the CIP/FIP.
Odds are they didn’t and, frankly, digging into
the AWC website takes effort and time.
Know what a complete briefing should
include and make sure you get the stuff that
matters. Not doing so could put you in a
weather emergency situation or worse.
There’s nowhere you need to be and nothing you need to do that’s more important
than safety!

Dave McVinnie is a 19-year Master Flight Instructor, FAAST representative and a
Designated Pilot Examiner with more than 10,000 hours and 30 years of instructional experience. He was selected as CFI of the Year in 1995, 2009 and 2014. Dave
currently serves on the MMOPA Safety Committee and has specialized in the PA-46
for the past 15 years. McVinnie Aviation offers insurance-accepted initial and recurrent training, including initial instrument training. For more information, go to
McVinnieAviation.com.
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TAX TALK

Who owns your plane?
BY HARRY DANIELS, CPA, CFP, PFS, CVA

O

wnership of your plane is
indicated by the titling or registration of the plane. Ownership can be in your personal,
individual name or it can be
in a business name such as a partnership,
corporation, a limited-liability company
(LLC) or limited-liability partnership
(LLP). Does it really matter? Absolutely!
Legal issues and federal and state income
taxes come into play. They vary depending
on how you use your plane and the type of
ownership you select.
INDIVIDUAL OWNERSHIP
For some, a plane is just a pure joy and a
great way to relax. These people have little
to no intent to use the plane for business.
If they do, they are probably going to get
reimbursed for the cost of the fuel burned
to make the occasional business flight. So
99 percent of their flying is done for pure
personal and pleasure purposes.
The classic example involves employees
who use their personal plane occasionally
to fly to their business location instead of
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driving. As such, the employee will generally treat the expense for fuel (less any
reimbursement) on Form 2106 and take
it as an employee business expense on a
personal income tax return.
The plane is probably insured against
loss from damage, and the owner carries
liability insurance to cover accidents. In reality, hardly any business purpose is associated with the plane. Therefore, there are
few income tax issues even though there
could be some limited cases and some
limited amounts, which are negligible.
So, is there any need for owning the
plane in one of the business entities? For
income tax purposes, probably not. But
always remember this advice: Never let
income tax override a better decision.
If your attorney says your exposure is
too great to own the plane in your name,
then get it out of your name. Better yet, ask
before you buy. Your attorney may advise
you to take title in another entity from
the first day of ownership. That would be
good to know since many states will nail
you with a second sales tax, even on a

transfer from yourself to a business entity
that is wholly owned by you. Think about
the sales tax on a $100,000 plane at say 5
percent. That could cost an extra $5,000 in
sales tax to make the second transfer. That’s
a good reason to ask before you buy.
CORPORATE OWNERSHIP
When it comes to filing a corporate tax
return, what does General Motors, Apple,
Proctor & Gamble and Bob’s Local Retail
Outlet, Inc., have in common? They all file
the same tax return – Form 1120. Admittedly, Bob’s corporate tax return may
have substantially less volume and fewer
attachments but Bob’s Form 1120 will have
the exact same five basic pages as General
Motors’ Form 1120. A corporation is a
corporation.
Any business activity, conducted by the
corporation, belongs to the corporation.
None of the income, expenses, profits or
losses goes to the individual stockholders
of the corporation. Airplanes generally
have a tax life for depreciation of five years.
It doesn’t matter if the plane is coming
right off of the assembly line or is 47 years
old. Depreciation is taken over five years.
As such, it is highly probable that for the
first five years you own the plane, the tax

TAX TALK
calculations will show a tax loss for these
years. Once you get through these initial
years, generally starting in Year 6 of ownership, there will start to be profits.
For a corporation, the tax losses that
are incurred during the first five years of
ownership are held inside the corporation. Initially, they do nobody any good.
But when the operations turn positive in
Year 6, the corporation can begin to use
the “suspended” losses to offset the income
of the current year. So in Years 1 through
5, the losses just accumulate. In Years 6
through 10, the profits in these years are
wiped out with the carryover of the losses.
In Year 11 and later, it’s time to pay the
IRS. With a corporation, all the income tax
attributes or benefits of plane ownership
stay inside the corporation.
The attorneys love corporations. Liability is limited to just the corporate
entity. The attorneys have many years of
corporate case law on the books and pretty
much know how they need to protect
and defend you against claims. I am a
strong advocate of isolating liability, and
airplanes are high on my list for liability
isolation. Planes don’t always return to
land on a runway. As such, a high degree
of exposure exists, and being able to limit
that exposure to just the corporate assets
and not expose your other business or
personal assets to potential claims gives a
lot of weight to having a corporation own
your airplane.
S CORPORATION
Before I set the corporate world aside,
there is a way you can possibly sweeten
the deal, income-tax wise, for corporate
ownership. Owners don’t like being told
that airplane losses have to sit in limbo
until sometime in the future. They want
their losses now, not years later. It just may
be possible to get these losses immediately
if the corporation can meet the requirements of an “S Corporation” and make an
election to be taxed in a special way.
In essence, assuming you meet the rules,
you make a deal with the IRS that the IRS
must accept. By making this agreement,
the tax attributes that would normally
remain within the corporation are handed
over to the shareholders of the corporation, and the shareholders deal with the tax
attributes on their personal returns. This
is reported on a modified corporate tax
return known as Form 1120-S.
This means that the losses in the first
five years can possibly be claimed by the
shareholders on their personal returns
immediately. Then in Year 6 and later,

when the depreciation has run out and the
corporation shows a profit, the shareholders need to duck because they now have
the obligation to report profits on their
personal return. It can be upsetting to
shareholders to report profits which come
from the corporation, especially if the corporation is unable to make distributions to
the shareholders. From the legal side, there
is probably little to no difference. Both the
C Corp and the S Corp are corporations.
The only difference is the manner in which
they are being taxed by the government.
LET’S TAKE A SHORT BREAK
S Corps have a major tax problem.
Financing the purchase of a plane is very
common, and that presents a problem to
S Corps when it comes to allowing their
shareholders to take personal deductions
for the annual tax losses for operations
and depreciation. The problem comes with
the debt.
For example, you buy a $500,000 plane
by making a down payment of $25,000
and financing $475,000. You have invested
$25,000. Next, you pay down the debt
by $5,000 generated from either airplane
income or additional personal investment. So now you have $30,000 of skin
in the game. If your tax loss for the year,
including depreciation, is $80,000, you are
allowed to deduct only the amount of your
investment (skin in the game) which is
$30,000. The remaining $50,000 of loss is
held back until you have more investment
or skin in the game.
If debt is going to be a factor in your
plane ownership, an S Corp, while solving
the income and expense issue, still may not
solve your ability to take a personal income
tax deduction for excess operating and
depreciation deductions. These are known
as the basis limitation rules, and they are
not a lot of fun.
PARTNERSHIPS
If you and a few of your buddies want to
go in together and buy a plane, then odds
are that the plane will be in the name of
the partnership and not in the name of the
individuals who came together to buy the
plane. For tax purposes, a partnership exists when two or more individuals and/or
tax entities come together to form a single
business entity.
The partnership will file Form 1065 and
will report its income, expenses, profits
and losses to the government and provide
each partner with information for reporting the partnership business operations
on his/her personal income tax return. In

essence, partnerships are treated and taxed
almost identically to that of an S Corp.
The partnership has one big advantage
over an S Corp in that it avoids the basis
limitation rules when it comes to taking
a deduction when the losses exceed the
amount of your personal investment. Debt
or financing is not held against you.
From the liability side, a general partnership absolutely scares me to death.
Unless you modify a general partnership to become a limited partnership or
an LLC or LLP, generally all assets are
exposed for claims including the personal
assets of the partners. Claims against a
general partnership can extend to the
personal assets of the partners. Even
though I love partnerships for tax reporting and operating purposes, because they
are so flexible, I absolutely avoid general
partnerships like the plague. I suggest
that you do the same.
So where do I turn? What is left for me
to do?
LLCS AND LLPS
Our prayers are answered. The love of
the businessman’s life is a business entity
known as a limited-liability company or a
limited-liability partnership. I love them.
These are hybrids that combine the asset
protection of a corporation with the passthrough tax attributes of a S Corp and a
partnership while avoiding the debt or
financing restrictions of the S Corp.
The personal assets of the owner are
not exposed unless the business owner is
totally at fault and has acted crazily. Attorneys frequently don’t like these entities.
LLCs have been around since the early
1980s but many states were slow in allowing this type of business entity. As such,
there’s not a lot of case law on the books
for LLCs when you compare them to good
old corporate law. Even though they are
my general overall business entity choice,
it will be your attorney who will be with
you in the courtroom. You better know
where he or she stands on this before you
go to court.
Legal issues, tax issues — both definitely
have an impact on your ownership. Think over
who owns your plane very carefully.
O. H. “Harry” Daniels Jr. is a CPA, a CFP certificant, and a
certified valuation analyst. He is a partner with the firm
of Duggan, Joiner & Co., Certified
Public Accountants, and can be
reached at 334 N.W. 3rd Ave., Ocala
FL 34479, telephone 352.732.0171,
fax 352.816.1370, email OHD@
DJCoCPA.com. He has held his
license as a private pilot since 1991.
This article is available for reprint
upon request.
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Maintenance Tips From
Lycoming Engines:

The importance of oil and filter changes in your aircraft

O

il and filter changes are important elements of aircraftengine maintenance. Here are
some oil-related tips provided
by the Lycoming Engines
Technical Support team.
OIL’S MANY JOBS IN YOUR ENGINE
Before we get into maintenance tips related
to oil and oil filter changes, we want to share
some background on important jobs that oil
handles in keeping your engine operating
efficiently.
1. Lubrication – It is no secret that oil is the
main source of lubrication and wear-prevention
in an engine. A pressurized oil film is used on
many major engine parts to reduce wear and extend the useful TBO of an engine. Oil lubricates
almost every part in an engine. Here are some
examples in the Piper Malibu TIO-540-AE2A:
• Crankshaft bearings – The engine’s main
bearings and connecting-rod bearing are
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fed with a constant flow of pressurized
oil. This creates a film or cushion of oil
between the metal surfaces. This is how engines can operate 2,000 hours and still have
minimal wear to those important surfaces.
• Camshaft and tappets – The camshaft is
lubricated using two different methods.
The camshaft itself, like the crankshaft,
is pressure-lubricated on its bearing
surfaces. However, the camshaft lobes
(where the tappets ride) are oiled by
what is known as “splash lubrication,”
which means these surfaces get their
lubrication from oil that is being thrown
from other moving parts inside the
engine.
• Turbochargers – The TIO-540-AE2A
incorporates a plain bearing-style turbocharger, where the turbocharger wheel
“floats” on the coating of oil. Turbochargers
are constantly supplied with a high volume
of engine oil to keep them spinning.

• Piston Rings – A healthy engine requires
properly functioning piston rings. The
piston rings rely on a fine film of oil to
prevent them from scuffing the cylinder
barrel wall. The piston rings hydroplane
on the light film of oil and prevent damage to the cylinder and piston rings. The
oil that gets past the piston is burned
during the power stroke. This is why you
should expect your piston engine to burn
a little bit of oil each flight.
2. Cooling — Unlike engines in today’s
cars, your Malibu engine is air-cooled. It
doesn’t have a heavy radiator or coolant
system; it makes use of all that fast moving
air to cool the engine. Oil plays a role in
engine cooling because it carries some of
the heat to the oil cooler, where it’s picked
up by the air flowing through your cowling.
As with lubrication, this feature is mostly
universal throughout the engine. Some
areas that the TIO-540-AE2A relies specifically on oil for cooling include:
• Pistons – The TIO-540-AE2A has
piston-cooling jets that spray oil on the
undersides of the pistons. The primary
purpose of the jet is to cool the piston to
improve durability and reliability. It also
reduces the chance of detonation because
the piston is cooler. As the oil works its

MAINTENANCE TIPS
way back to the crankcase, it has the opportunity to remove some heat from the
cylinder barrels as well.

ing off during operation and some getting
trapped in the oil for removal when the oil
is drained.

• Turbochargers – Turbochargers are extremely hot. They are in the hot-exhaust
stream and produce heat by compressing
air. Generally, as in the Malibu installation, turbochargers are not in the direct
flow of cooling air. By design, we rely almost exclusively on the constant flow of
oil to cool the turbochargers. This is one
reason why a cool-down after landing is
so important. If the engine is shut down
before the turbocharger cools to a stable
temperature, the oil in the turbocharger
could burn or coke. Lack of a proper
cool-down is a fast way to destroy your
turbochargers.

5. Turbocharger system control – Unlike
a turbocharged sports car, the Lycoming
TIO-540-AE2A does not like to rely on
electronics for turbocharger control. Its
design is entirely mechanical, incorporating springs, valves and diaphragms to

control the boost of the turbocharger. The
system uses engine oil pressure to operate the wastegate valve, which controls the
turbocharger speed. Even in the event of
a complete electrical system failure, your
Lycoming engine will continue to operate
normally. The simple diagram provided
shows how the turbocharger system works
in the Lycoming TIO-540-AE2A.
(See Figure A on next page)

3. Inhibiting corrosion – Corrosion happens to nearly every metal and is a result
of metal reacting with water or other
contaminants in the environment. The
best way to prevent corrosion is to put
something on the metal to protect it from
direct contact with the environment. Most
often it’s done with a coat of paint, like
on the outside of your airplane or engine.
Paint cannot be used on the inside of the
engine and especially not on moving parts.
Instead, we protect the parts with a light
coat of oil, which is enough to prevent
corrosion for some time. This slowly goes
away when an engine is not operated.
Note that we recommend that you fly your
aircraft to apply new coats of oil to prevent
corrosion damage and expensive repairs.
Getting your oil up to temperature also
ensures that moisture is removed. If you
do not run your engine within a period of
30 days, we recommend preserving your
engine; reference Service Letter L180 (Engine Preservation for Active and Stored
Aircraft) for details.
4. Cleaning – Modern oils are light years
ahead of the oils of early aviation. Modern
oils are formulated with cleaning properties to help pick up debris and move it to
your filter. Once dirt is in the filter, your
mechanic removes it on the next oil change.
You may ask, “How much ‘dirt’ is there to
remove from my engine?” Actually quite
a lot because the combustion process has
many byproducts that may be harmful to
your engine. Small pieces of carbon or lead
are easily picked up and washed to the filter. In addition, chemical byproducts of the
combustion cycle combine with water to
make an acidic compound. This compound
is picked up by the oil, with some evaporat-
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tion. Should the oil you choose meet the
proper specification, it is okay to use.
• All turbocharged Lycoming engines
should operate on ashless-dispersant oil,
even during break-in. Using mineral oil
for break-in may shorten the life of your
turbocharger’s bearings.
• LW-16702 is an anti-scuffing additive that
helps prevent damage to the camshaft and
other parts. Many mainstream oils already
have the additive in them. Be sure to check
the bottle or with your oil company to find
out. It’s not required to be used in the TIO540-AE2A; however, it is recommended.
OIL ANALYSIS
Oil analysis is a process that allows us to
discover the properties of contamination
that can be left behind in your old oil. It’s a
great tool for trending your engine’s health
throughout the life of the engine. Here are
some points to remember when considering an oil-analysis program.
OIL CHANGES AND INTERVALS
Oil changes are essential to engine operational efficiency. Lycoming’s Service Bulletin
480 (Oil and Filter Change and Screen
Cleaning; Oil Filter/Screen Content Inspection) provides aircraft owners with Lycoming
Engines’ recommendations for oil changes.
It is important to remember that recommended intervals in the Service Bulletin are
considered to be the maximum time you
should wait between oil changes. If you operate your engine in dusty areas or airports
where it may encounter salt spray, you
should complete oil changes earlier than
what is prescribed in the Service Bulletin.
In addition, refer to Special Service Publication 400 (Operating Recommendations
for TIO-540-AE2A Engine in Piper Aircraft
Malibu Mirage) for additional information,
specific to your aircraft. Lycoming recommends a 50-hour oil-change interval for the
TIO-540-AE2A engine. Because of differences in operating techniques and engine service
life, the operator may need to reduce the
oil-change interval to fewer than 50 hours.
The calendar time recommendation on
oil changes is often overlooked, and it may
even be more important. As mentioned in
the cleaning section above, oil picks up some
of the acidic combustion byproducts. If you
reach the calendar oil-change interval, it’s
a good idea to complete the oil change to
remove water and acidic material from the
engine. Clean, fresh oil is a low-cost way to
keep other maintenance costs low.
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DON’T FORGET TO CHECK YOUR OIL
FILTER AND SCREEN
Inspecting the oil filtering elements is
crucial. Content in the filter is the best way
to tell how your engine is “feeling.” A small
amount of particulate is normal; however,
higher concentrations of metal or large
pieces of metal are concerning. Although
Service Instruction 1492 is about Piston Pin
Plug Wear, it includes a section that explains
what amount of debris is acceptable and
when to start investigating for a problem.
You should ensure that your mechanic
checks both the filter element and the suction screen during every oil change. The
filter must be cut open with a special cutter
to reveal the filter element. Once cut, the
element can be unfolded and inspected. (See
Figure B) The suction screen is just as important as filter elements. It is often missed
or forgotten because of its location on the
engine. Make sure your mechanic is removing and cleaning the suction screen during
every oil change. Large pieces of carbon
tend to build up in the suction screen, and
regular cleanings will minimize problems. If
it’s never cleaned, the screen could clog. and
you could lose oil pressure. (See Figure C)
CHOOSING YOUR OIL
• Lycoming Engines does not recommend
a specific brand of oil, as many reputable
companies produce quality oil. Service
Instruction 1014 gives the requirements for
oil in the form of a MIL or SAE specifica-

• Fresh engines will have much higher
results as parts break in. Metals will taper
off and stabilize on average within the first
100 hours of operation.
B
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• Consistency is key. Take
samples at consistent intervals
for best results.
• If you complete an oil analysis and receive a high result,
don’t panic. Inspect the filter
element and suction screen for
debris. If no debris is found,
continue operation and recheck everything again at your
next oil change.
• The Lycoming Engines Technical Support team can help you

analyze your results. Contact us
with your statistics, and we will
be able to help you determine
the contamination source.
• Service Letter L171 (General Aspects of Spectrometric
Oil Analysis) gives you some
guidance in reading your oilanalysis results.
Contact the Lycoming Engines
Technical Support team at
570.327.7222 or technicalsupport@lycoming.com.
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Maintenance
Piston engine changes —
making the most
of downtime
BY KEVIN MEAD

I

f you have owned your PA-46 for any significant length of
time, it is likely that you have faced an engine change. Your
engine may require a major repair or replacement as a result
of damage or time, or it may have to be removed and reinstalled to facilitate an engine-mount replacement. Whether
it is just a few days spent waiting for the installation of a new engine or several weeks waiting for an engine to return from overhaul, downtime can be frustrating. But with a little planning, this
time can be turned into an opportunity that may help you avoid
future expense and delay. In this article, I will make suggestions on
maximizing this opportunity.

First, I’d like to talk about overhauls or replacements that will eventually need to be done and
are less expensive to accomplish with the engine
off. If your existing engine will be sent out for
repair or overhaul, you have the luxury of sending accessories out for overhaul as well. But if
you are exchanging your engine or just replacing the mount, you will have a relatively short
downtime so you may need to order exchange
units for any accessories that need replacement.
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WHILE THE ENGINE IS OFF, CONSIDER
OVERHAULING OR EXCHANGING:
• Vacuum pumps (overhauled or new)
• Oil cooler (Mirage or Matrix)
• Propeller
• Prop governor
• Turbochargers
• Wastegate and controller
• Alternators (if not supplied with engine)
• Exhaust (A special note about exhaust:

Send out all exhaust components, not
just the ones that are obviously in need
of repair. Components must often be fit
together by the exhaust shop after repair
or overhaul. If you overlook this, you
may have to scramble to find someone
to expand a pipe while you are re-assembling things.)
IN ADDITION, IT MAY BE A
GOOD TIME TO REPLACE:
• Flexible fuel, oil and air hoses
• Engine mount
• Baffle seals (I recommend the Gee Bee
precut kit for both Lycoming and Continental installations.)
• Engine shock mounts
With the engine off, it’s also a good time
to take care of improvements or repairs you
may have been considering but putting off
until the time was right. Below is a list of
some improvements that are more economically accomplished at an engine change.

• Install engine preheater
• Install engine-monitor system
• Install remote oil filter (Continental
owners)
• Install light-weight starter for Lycoming
(allow time to modify baffles)
• Paint or touch-up cowlings
• Repair baffles
• Perform annual inspection
• Clean firewall and cowlings
• Add chafe tape where baffle seals contact top cowling. (This is not optional;
not doing this can damage cowlings
beyond repair)
• Apply anti-squeak
• Clean and inspect firewall and wiring
• Consider overhauling the nose-gear
actuator if it is high time
• Complete the 400-hour de-ice control
valve cleaning
• Check accuracy of the TIT and CHT
systems

GENERAL TIPS:
• Make sure the shop removing the
engine keeps pieces organized and
properly capped off while waiting to go
back on the plane.
• Be very specific about what repairs
or overhauls you want to have done
beforehand and make sure the shop
understands.
• Make sure your shop communicates
your expectations with the engine shop.
It’s frustrating to get everything back
and find that something you wanted to
be replaced wasn’t.
• Be sure to have the shop specify on
purchase orders the date components
are expected back. Nothing is more
frustrating than letting an overhauled
engine sit there, waiting on a component to arrive back from an overhauler.
• For Lycoming owners, make sure you
tell your engine installer to use ashlessdispersant oil for break in, per Lycoming’s instructions.

GENERAL ENGINE-CHANGE
HOUSEKEEPING:
• Clean the firewall cowlings and environmental ducting with a strong soap.
• Clean the interior of cowlings with
strong soap and place 2-inch clear 3M
abrasion tape in the areas where the
baffle seal makes contact.
• Re-wrap electrical wire harnesses with
reflective heat tape after cleaning and
inspecting the wires
• Repair any cracked or damaged metal
baffles. I prefer to repaint the metal
baffles with a silver polyurethane paint.
It makes the inevitable future patches
less visible.
• Replace any worn cowling chafe-strip
material (anti-squeak)
• Replace baffle-attach screws and other
hardware as needed
• If you make the most of the downtime provided by an engine change, you’ll have the
satisfaction of knowing you are starting fresh
with the least amount of expense.
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Making timely decisions:
Dubuque, Iowa.
BY DICK ROCHFORT, ATP, CFII, MASTER INSTRUCTOR

NTSB Preliminary Report
NTSB Identification: CEN15FA008
14 CFR Part 91: General Aviation
Accident occurred Monday, Oct. 13, 2014, in Dubuque, Iowa
Aircraft: PIPER PA 46-310P, registration: N9126V
Injuries: One 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 com
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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n Oct. 13, 2014, at approximately 2305 CDT, a Piper PA46 airplane, N9126V, collided
with trees and impacted the
ground near a residential area
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following a missed approach to Runway 36
at the Dubuque Regional Airport (DBQ),
Dubuque, Iowa. The private pilot, who was
the sole occupant, sustained fatal injuries.
Dark-night Instrument Meteorological

Conditions (IMC) prevailed throughout
the area and during the approach. An
Instrument Flight Rules flight plan was
filed for the flight, which was conducted
under the provisions of Federal Code of
Regulations Part 91. The flight originated
from the Ankeny Regional Airport (IKV),
Ankeny, Iowa, at about 2200 CDT, and its
destination was DBQ.
AUTHOR’S COMMENTS:
The following comments are not intended
to provide comprehensive training on safe
instrument flight. However, I do want to
address some common causal factors for this
type of accident and provide a few procedural ideas that you might readily implement to
make yourself a safer, more confident pilot.
This article is based solely on the official
NTSB report of the accident and is intended
to bring the your attention to the events
depicted in that report. It is not intended
to judge or draw any conclusion about the
aircraft or the skills, training, actions or inactions of any person, living or dead.

ACCIDENT REVIEW
The PA-46 community has had some
low-accident periods from time to time,
but the average number of fatalities over
the last five years is more or less the same
as the five prior years and each five-year
period before that. While it fluctuates from
year to year, it remains roughly twice as
high as the rest of General Aviation. The
vast majority of these is adjudicated to be
the result of pilot error. This is not good.
We should do better.
FAA Safety Team Manager Eric Minnis
says that 15 percent of day VMC General
Aviation accidents involve a fatal injury.
Night VMC doubles the rate to 30 percent,
and IMC doubles it again to 60 percent.
This trend leads to a compelling observation: The aircraft cannot see. It will
gladly hit (or not hit) whatever you point it
toward (or not). Let us then consider why
the accidents continue.

statistically it is not.
Preparing for a low-altitude engine
failure is an important part of your training. It should be completed in your aircraft
within FAA standards for the commercial
pilot with a qualified instructor, but it

should not dominate your training program. If you spend more than five minutes
of a two-day recurrent training program
discussing and practicing engine failure
you are, figuratively speaking, “watching
the wrong hand.” The most likely scenario

Engine failure accounts
for 1.5 percent of General
Aviation fatalities. If
we discount the ones
that are pilot-induced
(mostly fuel starvation),
this number drops to .75
percent. If we discount
aircraft that are known
by the pilot to be nonairworthy, the number
drops again to .375
percent.
As of this writing, I see only three real
possibilities with respect to the cause of
this particular accident:
1) Engine failure: The pilot suffered a
complete or partial loss of power during
the missed approach.
Engine failure accounts for 1.5 percent of
General Aviation fatalities. If we discount
the ones that are pilot-induced (mostly
fuel starvation), this number drops to .75
percent. If we discount aircraft that are
known by the pilot to be non-airworthy,
the number drops again to .375 percent.
While not relevant in this particular case,
the PT-6 engine is 100 times more reliable
than a piston engine, which brings the
number down to something like .00375
percent for turbine-equipped aircraft.
While most pilots believe engine failure to
be the 500-pound gorilla in the cockpit,
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for loss of power is fuel starvation; after
that, mismanagement of power application
or mismanagement of alternate induction
air tend to be the main culprits.
I offer the following suggestions for
managing the risk of a low-altitude engine
failure or a perceived engine failure:
a) Get regular maintenance from an experienced type-specific mechanic whom you trust.
b) Use a well-vetted SOP to manage all
aspects of flight, including fuel supply. You
can use mine if you like: RWRPilotTraining.com/pa46-sop.html
c) Use alternate induction air properly.
Please visit my website for an in-flight
demonstration on this important topic:
RWRPilotTraining.com/aircraft-systems.html
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If you are flying any PA46, you should consider
yourself lucky. In my
opinion, it is the most
capable GA aircraft
available today, and it
is getting better every
year. The M350, M500
and M600 are proof of
this concept.
d) Use proper technique (“open hand”). Push
the power up along with propeller and mixture when adding power above 75 percent.
2) Spatial disorientation leading to loss of
control

Press the “GA” button if you have one; if
not, use the red autopilot-disconnect button, pitch 8½ degrees up straight ahead,
while adding full power. Verify positive rate
of climb. Retract gear and flaps promptly
but without rushing. Trim for the flight director bars. Verify airspeed rising above 110
knots and engage the autopilot. If you are
significantly past the missed-approach point
and an ODP exists, you should be using
it, regardless of weather. Climb at the rate
required for the ODP. After that, consider
130 knots in the climb for ice penetration and Va. If you have a FLC (flight level
change - FILCH) button, use it. Do not talk
to ATC except to say “stand by” until you
are verified cleaned up, on the autopilot and
established in the climb.
The key to benefiting from pitch-powerconfiguration is to know the resulting

ACCIDENT REVIEW
airspeed for a particular pitch/power/configuration.
There aren’t too many left, but if you
fly an older Malibu with Gar Kenyon hydraulics, there are some exceptions to the
aforementioned procedures. Check with
your flight instructor for the modifications
to these procedures.

today, and it is getting better every year. The M350,
M500 and M600 are proof
of this concept.
Fly Safely - Train Often
Dick Rochfort is an airline
transport pilot and Master
Certified Flight Instructor and has been a fulltime flight instructor for more than 20 years. He

provides excellent training and related services
exclusively to PA-46 instructors, owners and
pilots worldwide through his company, RWR
Pilot Training and the Professional Association
of Pilot Instructors of which he is a founding
member. If you would like more information on
this or other strategies for improving the safety
of your flying, or if you have comments or questions, you may contact Dick directly at mail@
rwrpilottraining.com. This article is available for
reprint upon request.

3) Loss of situational awareness leading to
CFIT (controlled flight into terrain)
The best way to stay ahead of the airplane is
to “not get behind.” This is easier done than
said. Have in mind two things at all times
— those things that you prefer, and those
things that you will accept. Everything else
is, by default, responded to with “unable.”
Each task inside the final approach fix
should be considered in its simplest form.
For example, runway in sight – consider
landing. Runway not in sight – go around.
Good decisions are timely and are made
from limited options, which are wellrehearsed. Anything else leads to guesswork and the use of fast-twitch muscles.
When this sequence of events is not done
well, it is sometimes implicated in serious
accidents. The use of call-outs (memory
items) during the go-around is a timehonored way to get the task done in proper
sequence — and without distraction — in
the single-pilot environment.
The go-around is exactly like a takeoff:
Pitch/power, cleanup, trim up, autopilot
on. Procedural discipline will greatly assist
the pilot with consistent results. Proper
training is the key.
Insist on excellent training. It doesn’t
take any longer or cost any more. Excellent
training is aircraft-serial-number specific,
and it is based on the procedural discipline
associated with the proper use of checklists,
flows, memory items and standard-operating procedures (SOP). When you commit
to this process, you will become and remain
a more confident, competent and safe pilot.
Each PA-46 owner/pilot is his or her own
aviation safety management team, and no
safety-management system will be policy
unless you decide to make it so. I encourage each of you to make it a policy to make
proper use of checklists, flows, memory
items and SOP. If these techniques seem
familiar, thank you. It is nice working with
you. If not, consider learning more.
Here is a link to the PA-46 Pilot Reference Library: RWRPilotTraining.com/
training-library.html
If you are flying any PA-46, you should
consider yourself lucky. In my opinion, it
is the most capable GA aircraft available

Your Time. Y
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For
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Ken Dono
800-575-5001
cell 617-834-5217
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Gordon Ramsey
800-575-5001
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MiPAD

The problem was obscure,
to say the least. Turns
out the chart database
contained a duplicate file
with a duplicate name for
Washington, D.C.,’s National Airport (DCA), and
the existence of those duplicate names caused the
software to crash. Some
pilots had listed this chart
as a favorite, and it was
those pilots who had
the problem.

Don’t let your iPad ground
your flight

A

BY WAYNE RASH JR.

minor and fairly obscure glitch in iPad data kept
several American Airlines flights on the ground
in April, but a little planning can keep that from
happening to you.

April 28 wasn’t a very good day for some
American Airlines pilots. After they pushed
back and begin taxiing for their takeoff
position, many of the iPads that they used
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suddenly stopped working. Making things
even more confusing, only some of the iPads
crashed, and they didn’t necessarily crash at
the same time.

Then came reports that some of the pilots
were able to get things going after taxiing
close enough to the terminal to use the
airport’s wi-fi signals, while others weren’t so
lucky. A number of flights were delayed and
some were canceled because the electronic
flight bag (EFB) being used by the airline,
Jeppesen FliteDeck Pro, had crashed. The
only way to restore the app was to remove
and reinstall it, which explains the need for
the wi-fi signal.
Fortunately, the folks at Jeppesen figured
out what was going on and provided a quick
fix immediately, followed by a permanent fix
in a few days. “We knew what had happened
within an hour or an hour and a half,” said
Jeppesen Senior Communications Manager
Mike Pound. “It was actually a problem with
the database.”
The problem was obscure, to say the least.
Turns out the chart database contained
a duplicate file with a duplicate name for
Washington, D.C.,’s National Airport (DCA),
and the existence of those duplicate names
caused the software to crash. Some pilots
had listed this chart as a favorite, and it was
those pilots who had the problem.
AA solved the problem by sending out
digital images of the correct airport data for
pilots flying into DCA. Pound said the same
thing can be accomplished by having paper
charts handy in the cockpit. The lesson here:
“The No. 1 suggestion is to always preflight
your charts,” Pound said, and always have a
backup plan in case something bad happens.
But let’s say that you’re not American
Airlines, and you’re responsible for your own
navigation software and your own EFB, or
that you work for a smaller operation that
doesn’t have thousands of people using your
custom software. If you’re using an EFB or
some other type of electronic navigation
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Get A Tax Receipt
Donate Any Airplane
So do a digital preflight

MiPAD

your flight are listed, then accept the downsoftware on your iPad, a problem like this
load if the update is pending. Once you’ve
can still happen. The difference is that you
Contact:
before you ever leave
done that, give the app a test to confirm that
might not hear about it so quickly.
www.BuildAPlane.org
it works properly, and also to determine what
So do a digital preflight before you ever
your office. As Pound
changes may have come along with the upleave your office. As Pound suggested, check
suggested, check the
date. Trying to figure out what happened to a
the charts and other airport and en route
charts and other airport
commonly
menu item
that was changed
data for your next flight while you’re still in a
Help kids learn
science,used
technology,
engineering
and
math
by
building
or
restoring
real
airplanes.
in
the
most
recent
update,
while
position to fix something if it’s not working
and en route data for Your contributions are tax deductible. you’re flying
the airplane, is likely to be problematic.
right. In addition, check every app that you
your next flight while
If there’s also been an update to iOS, then
use in the cockpit after every update to that
you’re still in a position
it’s time to test all of the apps you depend
app and after every Apple update to iOS.
Finding which of your apps has been
to fix something if it’s not on. Incompatibilities due to iOS updates are
updated recently is as simple as looking at the
and they can make an app you
working right. In addition, common,
Notifications screen on your iPad. Those nodepend on impossible to use until it’s fixed.
check every app that you
tifications show up on the lock screen before
And finally, give mission critical apps
you enter your pass code or have your fingera test before every flight. Jeppesen’s EFB
use
in
the
cockpit
after
www.BuildAPlane.org
print read on Contact:
newer iPads.
But if you didn’t
crash didn’t appear until 24 hours before
every update to that app
see those items, you can check Notifications
its effective date, and while you won’t see
and after every Apple
from any of the main screens on the iPad.
that problem from that specific app again,
To see those
just flick
the
something like that could happen just as
HelpNotifications,
kids learn science,
technology,
engineering
update
to
iOS.
and math
byand
building
or restoring
top of the screen
down
you’ll see
a black real airplanes.
easily and unpredictably to software critical
Your
contributions
tax deductible.
screen with white
writing.
It may giveare
current
into the AppStore and look for the Updates
to your next flight.
meetings and conditions, and in that case,
icon in the lower right corner of the screen
Wayne Rash is based near
touch the Notifications button at the top of
(it looks like a square with a downwardWashington, D.C., where he
the screen. There you’ll see all of your notifipointing arrow). Press that, and you’ll see a
works as bureau chief and
senior columnist for eWEEK.
cations, including the apps that were updated.
list of pending and completed updates to the
He has been a pilot since 1968.
There’s also a more thorough listing availapps on your iPad.
He can be reached at wayne@
If any of the apps you think you’ll use on
able from the AppStore, however. Just go
waynerash.com
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When it comes to Piper PA-46 support,
it’s all about Experience!

LESTER KYLE’S
AIRCRAFT TRAINING
32 YEARS IN PA-46 TRAINING
We Are The PA-46 Series Professionals
Des Moines Flying Service, Inc.
1-800-622-8311
or

515-256-5300
www.dmfs.com

CHECK THIS OUT:

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

INITIAL AND REFRESHER COURSES
MERIDAN JETPROP H MALIBU H MIRAGE H MATRIX

Traveling to your location or ours,
here in sunny Florida
Instructors In WV/MD, MO, CA, IN

772.538.4624

Lester Kyle

http://www.fly4kyle.com H email: fly4kyle@aol.com
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MERIDIAN JETPROP& MALIBU
MIRAGEServices
MATRIX
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14 Years CFII/MEI
22 Years GA Experience
ATP/CFII/A&P Mechanic
Flexibility in Scheduling
Your Location or Ours

Insurance Approved

423-647-4359

WWW.FlightTrainOnline.com
References Available
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SOE INSURANCE
APPROVED
in the advanced aviation training
Syllabusbusiness.
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• Systems

• Avionics
PA-46 TRAINING
• Autopilot SPECIALIST

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

All courses taught by Ron Cox who has over
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in the Autopilot,
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aviationTraining
Syllabus
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System, Avionics,
Emergency
training business.

Locations: KVRB, Mobile Onsite, Anywhere USA

Locations:
KVRB/KAVL
MOBILE ONSITE
ANYWHERE USA

eTRAINING

NOW
AVAILABLE

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

www.roncoxaviation.com
E-mail: info@roncoxaviation.com
Mobile: (772) 538-1965
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NEW PRODUCT

Piper and Raymond Weil
It’s a matter of timing
BY JACKIE CARLON

W

hen a man finds his passion, he will often stop at nothing to pursue it. If he is a good man, he will feel compelled to share that passion with the rest of the world.

Raymond Weil and William T. Piper never
knew each other, but both men shared an
audacious passion for aviation. As honorable
men, they also held in common the unwavering desire to manufacture a remarkable
product, readily accessible to the rest of the
world. With interesting parallels and inexplicable similarities, Weil and Piper pursued their
lifelong passions, within the workplace and in
interests well beyond their professions.
Raymond Weil established his Genevabased watchmaking company in 1976. His
life and career were defined by visionary and
independent thinking. Progressive in business,
he demonstrated dedication and determination in a competitive industry that earned him
exemplary acclaim from his professional peers.
Weil committed himself to watchmaking
excellence, applying his expertise to meet the
rigors of the much sought-after Swiss-made label. As a result, the brand became an esteemed
name, and the company was propelled to
extraordinary success.
In addition to being an ambitious businessman, Raymond Weil was an enthusiastic pilot,
earning his license in 1982. That same year,
he purchased his first plane, a Piper Dakota,
and an undeniable affection for the aircraft
company was formed. No one could have
predicted this was foreshadowing a unique
relationship to come years later, one that would
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resonate within both companies and throughout family bloodlines.
Weil delighted in mountain flying in his Piper
Dakota during his travels throughout Switzerland. He would often seek solace and serenity
from the sweeping aerial views above the Swiss
Alps. Flying was a passion that afforded Weil an
escape from the regular routine and, as some
have observed, provided additional inspiration
for his watchmaking work. The same characteristics that compelled him in business
translated into his aptitude for aviation.
It didn’t take long for Weil to master
his new “machine,” and a lifelong
love for Piper products began.
This same entrepreneurial
spirit and dedication to a
dream defined the life of
William T. Piper. Tradition,
quality, value and precision were stitched into
the fabric of Piper Aircraft
from its conception, along
with the desire to share the
freedom of flight and increase
interest in private aviation. Piper
believed that everyone should
have access to aircraft and the
opportunity to experience air travel.
With this mission as the cogwheel
of the company, the Piper Cub was

introduced in 1937 and private aviation was
forever revolutionized.
Years have passed since Piper Aircraft first
began production and since the inception of
the Raymond Weil brand. Both Weil and Piper
left indelible marks in their fields after tirelessly
working to carve a lasting legacy for generations
to come. In the fall of 2014, Weil’s grandsons
first approached Piper Aircraft with an idea for
an exclusive timepiece collaboration.
As a tribute to their late grandfather, they
wanted to create a distinctive watch that would
honor his life and passions. Cultivating an affiliation with a company that their grandfather
loved, one that shared the same values upon
which the Weil company was built, seemed the
obvious choice. Piper Aircraft agreed. The collaboration was under way almost immediately,
and the Freelancer Piper watch was designed.
Thoughtfully handcrafted with the intention of
honoring the passions of Raymond Weil, the
timepiece emphasizes the founder’s admiration for aviation and his appreciation for the
spectacular Swiss Alps.
The 45mm inaugural pilot watch is made
of titanium and stainless steel, featuring a mechanical self-winding chronograph movement
with date and GMT functions. The minute and
hour hands are crafted in blue, mimicking the
rotor blades of an aircraft, while the red GMT
hand references a compass. Each feature of the
Freelancer Piper was inspired by a devotion to
aviation, including the small seconds sub-dial
that reflects an attitude indicator, as well as the
openwork black leather strap of the timepiece.
Aviation and watch enthusiasts alike will
appreciate the freelancer’s tachometric bezel,
100-meter water resistance, and 46-hour power
reserve. Each special edition Freelancer Piper
watch is offered in a special box, outfitted with
a customized model of a Raymond Weilbranded Piper M500 Aircraft.
As a result of this unique relationship
between the kindred companies and
the meticulous attention to craftsmanship, the special edition
Freelancer Piper has been
widely well received. The
latest elegant workmanship of Raymond Weil
celebrates aviation, but
also represents the dreams
and successes of the aviators
who so deeply desired to
share their passions with the
world. Piper Aircraft clearly relishes
the opportunity to showcase its
new Meridian M500 with an equally
distinguished company’s product. The
Freelancer Piper will be made available
to the public late this summer.

RJ Tutt
Aviation

L46 ULTRA HIGH INTENSITY LED LIGHTING

D E S I G N E D S P E C I F I C A L LY F O R T H E PA 4 6

Matrix-Malibu-Mirage-Meridian
Initial/Recurrent Flight Training
Stockton, CA (KSCK)
Serving the West Coast
Since 2000
209.478.6075 209.482.7433
rjtuttaviation@comcast.net
www.rjtuttaviation.com

CHECK OUT ALL
OF OUR STC’S ON
OUR WEBSITE!
THE BRIGHTEST LED TAXI LIGHTS ON THE MARKET!
Malibu Aerospace has developed an LED Taxi Light system for
the Matrix, Malibu, Mirage and Meridian. This system utilizes
ultra high intensity LEDs that output over 100 lumens per
watt for bright light and high efficiency.
TO ORDER CONTACT:
BRAD LUDLOW
Office & Client Relations Manager
Phone: 877-662-5428
E-Mail: bludlow@malibuaerospace.com
www.malibuaerospace.com
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Wyoming’s
‘Place of Magic
Waters’ delivers
on its promise

S

BY MICHELLE CARTER

ometimes
you just
need to
settle in
and relax,
and Wyoming, America’s
least populated state,
is just the ticket. The
Saratoga Spa and Resort
in the Platte River Basin
will provide the natural
mineral hot springs,
called “the place of
magic waters” by the
original Native American tribes of the region,
as well as comfortable
accommodations, entertainment and great food
and drink.
Best of all, you can fly
into nearby Shively Field
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(KSAA) and call for a
free shuttle to bring you
back to The Saratoga for
your stay in the pristine
shadow of the magnifi
magnificent Snowy Range and
Sierra Madre Mountains.
You can spend your days
backpacking in the Platte
River Wilderness, white
water rafting, fly fishing,
kayaking, bicycling,
canoeing, boating,
swimming and fishing
but in the end it’s the hot
springs that will bring
you back.
The Saratoga has
created intimate teepeecovered pools as well as a
70-foot swimming pool
filled with the “waters,”
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which feature par
particularly high mineral
content and almost none
of the typical sulphur
smell of hot springs. The
water temperature in
the small pools hovers
between 100 and 106
degrees, but the big pool
is more temperate. The
hot spring gurgles up
through the native rock
in the resort’s backyard.
Toss in the luxury of
treatments at the Heal
Healing Waters Spa, and
your relaxation will be
complete.
The Saratoga Resort
and Spa, an inn built in
the 1950’s that still has
a middle-of-the-last-

2 0 1 5

century ambiance,
takes full advantage of
the area’s geothermal
goings-on. Each of the
50 guest rooms and
suites is outfitted with
featherbeds, Pendleton
blankets, locally
crafted lodge pole
beds and Western
prints by Charles
Russell and Fred
Frederick Remington.
Dining options
at The Saratoga
start with the Silver
Saddle Restaurant
with a menu built
around the offerings
of the Platte River Basin
that include bison, elk
and whole Colorado
striped bass. Many of the
entrees are paired with
beers from the Snowy
Mountain Brewery, the
resort’s anchor brewpub.
The microbrewery
boasts eight to 10 different flavors with names
such as High Altitude
Hellas, Lone Ranger
Red, Chocolate Porter
Meltdown and Honey
Badger. The brew master,
Steve Simpson, was an
avid home-brewer for
10 years until he turned
his hobby professional
in 2008 at the Library

Brewery in
Laramie. His years of
experience and “taste
tests” have helped make
the Snowy Mountain
Brewery known in the
microbrew market. If
your relaxation demands
some nightlife, Snowy
Mountain will provide,
with emphasis on coun
country rock, blues, rock,
bluegrass and jazz.
When your stay is
over, the shuttle will
be waiting to take you
back to Shively Field
and its 8,800-foot
paved runway. AvGas
and Jet A are available,
and car rental agencies
are onsite if you decide
you need to explore
Carbon County further.
But there is one caveat
to flying in Wyoming.
As the AOPA site
warns, “Be alert! There
may be antelope on the
runway!”
IF YOU GO…
THE SARATOGA SPA AND
RESORT
601 E. Pic Pike Road
Saratoga WY 82331
800.594.0178
SaratogaResortandSpa.com
SHIVELY FIELD (KSAA)
Saratoga WY 82331
307.326.8335

Head for L.A. for an aviation
but Endeavour’s final
junkie’s paradise
payload, a configuration

I

BY MICHELLE CARTER

school buses, Endeavor’s
relocation from Cape
Canaveral, Fla., was no
simple task. First, it was
hoisted onto the back of a
Boeing 747 and ferried to
Edwards Air Force Base
in California’s high des
desert. After a celebratory
fly-over of some of Cali
California’s landmarks and
a landing at Los Angeles
International Airport,
the biggest adventure was
yet to come, transport
transporting Endeavour through
the heart of urban Los
Angeles to its new home.
More than 100 techni
technicians were required on
the 12-mile and 68-hour
journey to lift power
lines, remove traffic lights
and even cut down trees
to finish the task.
Now it sits in flight
position on the floor of
the center,

t’s unlikely that
many of us think
of Los Angeles
for a weekend
getaway, but aerospace buffs may be missing a bet if they haven’t
punched their California
Science Center ticket.
Tucked into a corner of
Exposition Park near the
University of Southern
California, the center
is the new home of the
Space Shuttle Endeavour,
and the Samuel Oschin
Air and Space Center is
growing up around it. By
2018, the Oschin Center
expects to have Endeavor
sitting erect in launch
position with its flightqualified external tank in
position next to it.
At 78 feet wide, 57 feet
high and 122 feet long
— longer than two

52

M M O PA

M A G A Z I N E

p

S U M M E R

2 0 1 5

similar to the STS-118
mission, consisting of a
flown SPACEHAB and
other equipment, sit
around her. The payload
doors are made of very
lightweight composite
material and were not
designed to be operated
under the gravitational
pull of Earth. A special
support system had to be
created so they could re
remain open at the exhibit.
For those who can’t pass
up a chance to ogle some
of the more basic aviation
thrills, don’t miss the
exhibits of the A-12 Black
Blackbird, the F-20 Tigershark,
the Northrop T-38 Talon,
the 1902 Wright Glide, the
Lilienthal Glider and the
Velie Monocoupe.
The best General Aviation access to Exposition
Park

uses Hawthorne Municipal Field
(KHHR)
just a tad southsouth
east of the massive LAX
complex. To pass through
the Class B space at LAX,
ask SoCal ATC for the
Mini Route, and you’ll
be over Hawthorne’s
Jack Northrop Field in a
minute or so. All the necessary amenities are available, including car rentals,
but a cab will drop you at
the Science Center or the
Radisson across the street
in 12-15 minutes. From
there, everything is accessible by foot.
While you’re in the
neighborhood, the
Western Museum of
Flight is just a quick hop
to Torrance (KTOA) and
Louis Zamperini Field.
(You may recognize the
name if you saw the movie
“Unbroken.”) The mu
museum is a non-profit,
educational institution
dedicated to preserv
preserving and displaying
aircraft history and
artifacts of Southern
California’s aviation
heritage. The Air
Museum offers
an inside look at
completed and inprogress aircraft

restoration projects. The
collection includes numer
numerous warbirds, aircraft and
target drones, piston and
jet aircraft engines and
components, World War
II instruments and an
extensive model aircraft
collection.
This getaway weekend
may turn into more of
a “get into” weekend,
but it won’t be short on
goosebumps.
IF YOU GO…
CALIFORNIA SCIENCE CENTER
700 Exposition Park Drive
Los Angeles CA 90037
323.724.3623
CaliforniaScienceCenter.org
HAWTHORNE MUNICIPAL
AIRPORT (KHHR)
12101 S. Crenshaw Blvd.
Hawthorne CA 90250
310.349.1635
CityofHawthorne.org/airport
TORRANCE AIRPORT (KTOA)
3315 Airport Drive, Red Baron #3
Torrance CA 90505
Telephone: 310.326.9544
TorranceCA.gov/airport
WESTERN MUSEUM OF FLIGHT
3315 Airport Drive, Red Baron #3
Torrance CA 90505
310.326.9544
WMOF.com
RADISSON HOTEL USC
3540 S Figueroa St, Los Angeles,
CA 90007
213.748.4141
Radisson.com

A i r To A i r
LIMITED EDITION
BOXED SETS

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

316 263 5537

www.airtoair.net

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

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

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

Want to get away from it all?
Here the getting’s good.
BY MICHELLE CARTER

T

Each of the forts has
retained historic details
and authentic touches
of the past: Adobe walls,
cottonwood beams and
period antiques, with
the subtle addition of
modern amenities.
El Fortin is unique
in that it doesn’t have
electricity. Guests must
rely on oil lamps for light,
cool breezes in place of
air conditioning, a gaslog stove that provides
heat, and a gas-burning
water heater, so a stay
there epitomizes the
notion of “getting away
from it all.”
What to do while
you’re “getting away”?
How about a guided
Hum-vee ride to see
more than a few species
of wildlife, including
the American buffalo,
Carmen mountains
white-tailed deer, mule
deer, elk, aoudad,
coyotes, black bears,

hree unique
forts, each
more than a
century old
and each
reflecting the unique
history of the Big Bend
region of west Texas,
provide the accommodations at Cibolo Creek
Ranch, nestled in the
Chinati and Ciénega
Mountains along the Rio
Grande.
Constructed in 1857,
the first fort at Cíbolo
Creek – El Fortin del
Cíbolo – initially served
as a defensive measure
for the trade enterprise
of Milton Faver. As his
business began to flourish from one cart into
a ranching empire that
boasted cattle, sheep,
goats and agricultural
goods, he added two
additional structures – El
Fortin de la Ciénega and
El Fortin de la Morita.
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javelinas, mountain
lions and bobcats/ring
bobcats/ring-tail cats. Or head for
the waterfalls or even
the University of Texas
McDonald Observa
Observatory for world-class
stargazing unspoiled by
the lights of a big city.
Smaller 12-inch Meade
telescopes are set up
at Cibolo and Ciénega
forts for personal night
viewing.
No one can come to
Texas without getting on
the back of a horse for a
ride through the moun
mountains, mesas and canyons
of the ranch’s 30,000
acres. Most guided rides
originate from El Cibolo
and can be arranged for
one-to-three hours. For
the complete experience,
throw in an authentic
campfire with stories,
songs and good food.
The lake at the ranch
is stocked to make its
catch-and-release fishing

well worth the journey,
but if you’d prefer just to
float and watch, more
than 500 species of birds,
from golden eagles and
peregrine falcons to
roadrunners and turkeys, as well as 18 known
species of bats are out
there to see.
Cibolo’s remote setting
can make it a difficult
destination for the
land-locked, but aviators
have access to the ranch’s
private airstrip (TS15),
which offers a 5,300-foot
runway with a surface of
crushed rock and asphalt
with an emulsion coating
and a paved tie-down
area. The elevation is
4,400 feet above sea level.
Ranch staff will be waiting when you arrive and

will take you the four
miles to the main office.
However, note that
there’s no fuel available,
but several nearby air
airports (Marfa Municipal,
Alpine-Casparis and Pre
Presidio Lely International
offer self-service fuel.
Everything about Cibolo Creek Ranch seems
to be largely untouched
by push and pull of
most of our daily lives.
If you really want to “get
away,” this is where the
getting’s good.
IF YOU GO…
CIBOLO CREEK RANCH
HCR 67, Box 44
Marfa, Texas 78943
432.229.3737
CibiloCreekRanch.com
CIBOLO CREEK RANCH AIR
AIRSTRIP (TS15)
Call 432.229.3737 several days
before you plan to arrive.

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

FLY-IN CONVENTION

The Coeur d’Alene Resort

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

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

Exclusive Factory Authorized
Simulator Training Provider
SimCom is proud to be the Exclusive Factory
Authorized training provider for the Piper
Meridian fleet and has been since 1999.
SimCom also provides simulator training for
the Piper Malibu/Mirage. Nothing sharpens
your flying skills and prepares you for the
unexpected like simulator training.
Visit www.simulator.com to see a video describing
why SIMCOM’s instructors, simulators and training
locations will make your training experience special.
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...Nothing Prepares You Like Simulator Training.
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866.692.1994
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