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SO, HOW ARE WE DOING?
By Martin E. Doran

FROM EXECUTIVE DIRECTOR

Twed by Michael Bloomberg, the tech billionTT -
he fight. He also improved the New York City TTg financial service companies and technology TTmy favorite mayor of the last several decadesTTall, lanky, single gentleman who loved the city TTing his constituents, in his best New York acTT -
oing?”  TThe retired, I was at a business lunch at one of TTthe city’s infamous steakhouses and saw Koch sitting at a cornerTT

table with some city politicians. New York restaurants tend to be
loud, especially during lunch. But this didn’t stop Koch from stand-
ing up in the middle of his meal and yelling, “So, how am I doing?” 

A hush fell over the room. The crowd was shocked and fell 
silent for a moment. Then, after a pregnant pause, one brave soul
responded, “Ed, you’re retired. You don’t have to worry.” The former
mayor went on to explain that he always wanted to know how he
was doing (even before he was mayor), but what he really wanted
was constructive feedback from his constituents. He felt that the 
thoughts and ideas of those who elected him were valuable. He 
knew some of the 8 million New Yorkers had ideas that would help 
him to improve the city and move it forward.

This little story got me to thinking about how we are doing at 
MMOPA. My initial reaction was that things are going fairly well. 
We had almost 200 new members join in 2014, and the annual 
fly-in convention in Bonita Springs, Fla., was a rousing success with
more than 80 PA-46s on the field in Fort Myers. The website has 
more traffic than ever, and the quality of information in various
threads has been excellent. 

Our hotlines are well-respected and used often by our members. 
Our relationship with Piper and its dealer network is as strong as it
has been in years, and we have been blessed with strong leadership 
from our board and presidents, including Tom Kieffer, who, after 
four outstanding years at the helm, handed the MMOPA presidency 
to our longtime board member and safety committee chair, Manny 
Casiano, at the convention.

Lots of good things are happening at MMOPA! But then I 
got to thinking critically and began asking the question, “How is 
MMOPA doing with respect to our mission?”  Keeping in mind that
MMOPA’s primary mission is to promote the safety of its members
and the PA-46 community, I took a moment to pause. 

All the things that MMOPA has been doing are wonderful, in and 
of themselves, but are they really contributing to our mission of pro-
moting safety?  It is no secret that the first nine months of 2014 was

one of the worst periods in PA-46 history if we measure by accidents 
and fatalities. If this were the only measure of our performance for
the year, we may not have a passing grade – notwithstanding all of 
the “successes” we can point to throughout 2014.

Somehow we need to ask ourselves how the tasks we are under-
taking are impacting our mission of improving the safety of our 
fleet and our members. Correlating MMOPA activities with our
mission is not and never will be a purely quantitative exercise. For 
example, many informative posts on the forums clearly help each of 
us become better, safer pilots. But it would be folly to try to correlate
the impact of an extremely informative thread to overall fleet safety. 

At the same time, we would be foolish to ignore that with all the
positive safety information MMOPA provides through the forums,
hotlines, magazine articles and MMSTF training seminars, we are 
simply not improving the safety record of the fleet.

In early 2015, we will be asking all MMOPA members to com-
plete an online member survey to tell us, “How are we doing?” We
now have more than 1,000 members who collectively have hun-
dreds of thousands of hours flying the PA-46 and more experiences
to learn from than any other group. Quite simply, there is no better 
source of information on how to fly a PA-46 safely than among our
membership. 

As Ed Koch did with his constituents, we seek your thoughts and
suggestions based on those experiences so that we can share them
with the PA-46 community to achieve our mission – safety.  We 
don’t have 8 million people to ask, but we do have an enthusiastic,
dedicated, highly intelligent community with thoughts and experi-
ences directly relevant to our mission, and we respectfully request 
your participation.

I encourage you to take a few moments to complete the survey 
and give us your honest feedback on how we are doing.  Perhaps,
more importantly, tell us what we can do to help you and your
fellow members fly more safely. This is our mission, and we need
your unabashed, constructive suggestions to continue to pursue our
collective goals.

All the best in 2015,

Marty

ts of New York City’s mayoral residence, Gracie Mansion, have been col

TT
-

metimes surreal characters. In recent years, however, we have had some

TT
ayors, like Rudy Giuliani, who used his experience as a U.S. district attor

TT
-

organized crime, to reduce street crime and clean up the city streets.TThe city through the aftermath of the horror of 9/11 and helped it recover to TTcome the vibrant and flourishing hub of American business and culTT ture.  
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FIRST LOOK

Put a Washing
Machine in 
Your Cockpit
Weighing less than 5 ounces, the 

Scrubba wash is the most compact

washing machine in the world. While 

originally designed for backpack-

ers, the Scrubba wash bag has 

also become the best way to clean

clothes for people on vacation,

business travelers, students living

dorm rooms or small apartments,

campers, hunters, cyclists, kayakers 

or people going on cruises. Whether 

it is so you can pack light, avoid

hotel laundry costs, avoid searching

for Laundromats, avoid potential

hygiene issues washing in a sink,

use less water or simply to have the

freedom to wash clothes wherever 

you want, there is an aspect of the

Scrubba wash bag that will appeal 

to all travelers. Keep it in the cockpit 

and always have an easy way to keep 

your traveling duds in order. Get more

information at TheScrubba.com or 

by email, info@thescrubba.com  

2015 Warbird Calendar
The aviation world rightfully considers Paul Bowen to be a god.  In addition 

to the great images he provides for TBMOPA magazine, Paul is credited with 

more than 1,000 magazine covers.  In 2008 Business and Commercial Aviation 

Magazine honored him as only one of three recipients of its Vision Award.  ISAP, 

the International Society for Aviation Photography, awarded Paul The Award of 

Excellence, their highest honor, for a “lifetime of outstanding contributions to 

aviation photography.”  Paul Bowen was also inducted into the San Diego Air & 

Space Museum’s International Hall of Fame. His much awaited 2015 Air To Air 

Warbird calendar is now available at AirToAir.net.

See More With 
Long-Wave 
Infrared Images

gg

The Max-Viz 1400 Enhanced Vi-

sion System provides pilots with 

an unprecedented level of situ-

ational awareness and safety by

enabling them to see more clearly 

and precisely during day or night.  The light-

weight, solid-state, low-power, uncooled thermal

camera sees through smog, haze, light fog and smoke.  Images can be used to display

on the Garmin G500, 600 and 1000, the Avidyne R9, Bendix-King KMD 850, AvMap

EKP-V, Rosen monitors and a variety of EFBs.  For more, contact Astronics Max-Viz at

800.629.7888 or go to Max-Viz.com.
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FIRST LOOK

Rare Japanese Zero 
Discovered in Hawaii

pp

“On the day of the attack on Pearl Harbor, a battle

damaged Japanese Zero landed on a remote, 

privately owned Hawaiian island. The Zero pilot

survived for almost a week on what locals call the

Forbidden Island, assisted by a local worker while 

terrorizing the island’s population before being killed

by a native Hawaiian. Though the air raid on Dec. 7,

1941, caught many by surprise, the island’s owner had

actually begun preparations against the attack years

earlier, inspired by a remarkably accurate prophecy. 

The wreckage of the Japanese plane was abandoned 

on the island, but its legacy was 

orgotten. Sixty-five years

the Zero and the story 

ounding it became part

new aviation museum

awaii. The Zero display

ught to the forefront 

at happened the day 

the attack, the conflict

at ensued on the island 

the days that followed, 

while unexpectedly

generating a modern 

controversy in the

process. In researching 

the existence of

the Niihau Zero, the au-

unprecedented access

to the Forbidden Island, was able to interview its

owners and inhabitants, and to arrange for the Zero

artifacts to be placed on public display. This book

contains original reports as well as documents never 

before published that give unique perspectives into

one of the most curious and thought provoking

events of WWII.” Autographed copies available from

the author on Ebay.com or Amazon.com

New App Finds 
Courtesy Cars

pppp

If you’re planning a trip to a city that 

you haven’t flown into before, there 

are several things to consider when 

choosing both the airport and FBO. 

A common consideration is the 

availability of courtesy cars (often 

called a “crew car”) if you’re only vis-

iting for the day. A new iPhone app 

can help you with this by providing 

a fairly thorough listing of courtesy 

cars at FBOs around the country.

The free Airport Courtesy Cars app 

currently contains more than 1,000 

listings of airports and FBOs with 

user-generated info and comments 

related to courtesy cars at the facilities. You may also see com-

ments too about free FBO shuttles services offered if a vehicle

isn’t available to borrow. You can browse the listings by either 

viewing a map or a listing by state, though a search option is 

currently not available. You can also contribute info based on 

your own courtesy car experience at an FBO with a form directly 

in the app. The Airport Courtesy Cars app is a must-have for 

your iPad or iPhone app collection and can be downloaded free

from the app store.

Cold 
temperature 
altitude fixes

pp

Cold-Temperature-Restricted Air-

ports have now been designated 

in the U.S. National Airspace System. The list of 

airports, the segment of the approach requiring

the altitude correction and operating procedures

may be found in the Notice to Airmen Publication (NTAP) FAA.

gov/air_traffic/publications/notices/ Part 4. Graphic Notices,

Section 1. General. Cold Temperature Restricted Airports. The 

list will also be available as a PDF on the bottom of the FAA

Digital Products page.

A symbol will be placed on the approach plates for the 

restricted airport. The symbol indicates a cold-temperature 

altitude correction is required on this approach when reported

temperature is at or below the published temperature. The list

should be reviewed to determine which segment or segments

of the approach require an altitude correction. Some airports 

may have two temperature restrictions. Temperatures for

Cold-Temperature-Restricted Airports are completely sepa-

rate from the temperatures published on RNAV approaches. 

Temperature restrictions on RNAV approaches must be fol-

lowed, even if warmer than the temperature listed with the 

snowflake symbol.
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GEAR 
DOWN?

What do the “three green” really mean?
BY ART FRITZSON



 “Manassas Tower, 22CX is turning left downwind for 16L.”
 “22CX, traffic is a Cessna on a one-mile final, cleared to land No. 2 
on 16L.”
 “We have the traffic. Cleared to land No. 2 on 16L.”
 At another field I might have done my pre-landing checklist a bit 
earlier, but this was my home base, and I’m still actually south of the 
field. I move the switch to Gear Down and hold the handle until I see 
“three green.” Except I don’t see “three green.” The left and right show 
green, but the nose stays dark. I blink for a few seconds, thinking, “I 
know the lights are good. I just checked them, and the airplane just 
came out of annual.” 
 My mental urgings do nothing. The nose gear light stays out, and 
staring at it doesn’t help.
 “Manassas Tower, 22CX, we have a gear-indication problem. We’d like 
to continue in the pattern and overfly the runway at pattern altitude.”
 “Roger, 22CX. Squawk 1234 in the pattern. Do you need any as-
sistance?”
 “Squawk 1234 and, thanks, but no assistance at this time. Will keep 
you posted.”
 Manassas is busy and in “tight” airspace — under the Dulles Bravo, 
just north of restricted airspace that the Marines use and inside the 
Washington, D.C., Special Flight Rules Area. The SFRA requires that 
I squawk a discreet assigned code, but that just  allows me to get to 
Manassas. To stay in the pattern, I need to use the “1234” code. 
 I review in my mind what I’m going to do — which is to stay at pat-
tern altitude and cycle the gear. I turn base and move the switch to Gear 
UP, watching the red GEAR light and the yellow HYD PUMP light indi-
cate normally and the gear retract normally with a satisfying thump. 
 I turn about a two-mile final, still at altitude, and extend the gear 
again. Same results — no nose gear light. I repeat the cycle one more 
time, just to be sure, as I overfly the runway. Same results. Now I need to 
try the emergency gear extension but not in the traffic pattern and not at 
this altitude. That means I need a new squawk code to leave the pattern. 
 “Tower, 22CX, no luck on the gear yet. I’m going to need some air-
space and altitude to work on this. Can I get a new squawk code and 
proceed westbound out of the area please?”
 “22CX, standby. . . .22CX, squawk 0044.”
 “0044, 22CX.”
  “22CX, contact Potomac Departure on 128.52.”
 “Departure on 128.52, 22CX. Thanks for the help”
 “Departure, 22CX, just departed Manassas westbound.”
 “22CX, Potomac Approach, understand you have an issue, say 
intentions.”
 “We’re just going to try a couple of procedures as we head out 
toward Casanova and then turn around and head back to Manassas.”
 “Roger that, 22CX. Do you need any assistance?”
 I think for a minute and review my situation. On the plus side, I’ve got 
more than two hours of fuel, and I’ve just completed my recurrent training 
so I know the system and procedures better than at any other time. On the 
minus side, it’s dark, and I’m tired. The  flight back from New York took 
longer than normal, and it was my fourth flight of the day. I know that’s a 
recipe for making mistakes. So, yes, I’ll take all the help I can get.

 “Potomac, 22CX, yes sir, I’d like traffic advisories both out and back 
while I try to sort this out, and I have an unusual request. I’d like you 
to call someone for me and try to patch them through over the radio if 
you can.”
 They’re not sure what to do with the request because this is a busy 
frequency but I give them Chad Menne’s cell number. He runs Malibu 
Aerospace and knows EVERYTHING about the Malibu airframe and 
systems. 
 Turning back to business, I climb to 3,000 feet with the autopilot 
holding altitude and heading, leaving strobes and pulsing taxi lights on 
so that others will see me while I’m heads down in the cockpit. 
 Following the emergency gear-extension checklist, I pull the hy-
draulic pump breaker, slow to 90 knots clean, Gear Down, uncage and 
pull the emergency extension knob — and watch . . . as the left light 
comes on, the right light, but no nose gear. Rats! 
 Recage the knob, breaker in, Gear Up, and watch normal retraction. 
Try it again, this time aiming for a lower speed. I opt for 20 degrees 
of flaps, and the gear warning horn comes on. I slow to 85 and then 
go through the full emergency extension again. No luck, still no nose 
light, and I again go through the retraction sequence.
 The gear horn coming on reminds me of a mistake I made early in 
my JetProp career when I accidentally took off with 20 degrees of flaps. 
When I retracted the gear, the gear-warning horn came on, surprising 
me. So I reversed the last thing I had done, lowered the gear, and the 
horn stopped. Of course, 20 degrees of flaps with the gear up gets you 
a warning from the horn.
 It was then that I realized that the horn had stopped in my last at-
tempt to lower the gear and came back on when I retracted it. So what 
turned it off? Was it just the gear in motion on its way down or did all 
three wheels have to be down and locked? And, for that matter, what 
about the red GEAR light? Did that turn off when just one gear was 
locked in place or did it take all three? 
 I’m now outside the Special Flight Rules Area and get a call.
 “22CX, Potomac, say intentions.”
 “Potomac, 22CX, we’re going to turn around at Casanova and try a 
couple more things before we head back to Manassas.”
 “That’s fine, sir, and be advised Manassas has requested emergency 
services on the field.”
 That last bit reminds me that this may turn out to be serious but I’m 
starting to feel a bit hopeful about figuring it out. Still at 3,000 feet, I 
reach into my flight bag and pull out my Mac Air and flip it open. I 
know I have the PA-46 maintenance manuals in a PDF. I find it and 
scan to the index of schematics, finding the ones I want. I’m trained in 
electrical engineering so the schematics are not intimidating. But I’m 
scanning them alone in a dark cockpit while relying on my autopilot to 
fly and approach controllers to keep traffic away from me; overall the 
pucker factor has gone way up. 
 I turn around at Casanova and after a few minutes of study I can 
see that the schematics seem to say what I’d been hoping for: The red 
GEAR light will not go out unless all three gears are down and locked 
(or up and locked); the gear warning horn will not stop unless all three 
gears are down and locked. 
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O
ne evening last December, I was returning to my home base in Manassas, 
Va., in N22CX, my 1989 JetProp conversion, when I was forced to deal 
with an unsafe landing gear indication. In the process, I learned quite a 
bit about all the available indicators that help determine gear status.
   The learning process started as I approached Manassas flying VFR, 

alone, at night, after two days annual recurrent training in New York. 

GEAR DOWN



Now headed back to Manassas, I again lower the flaps to 20 degrees
and the warning horn starts blaring. Then, while watching the GEAR 
light, I move the switch to Gear Down and watch as first the red
GEAR light comes on, followed by left main green, then the right, 
then the horn stops and the red GEAR light goes out. 

Yeah! That’s two votes to one that the nose gear is down and locked.
This is somehow just an indicator problem, unless I’m misreading 
the schematics. I sure wish I could talk to Chad. But at this point I’m
feeling like I can prepare for the worst but go ahead and land with the 
real likelihood that the gear is okay.

“22CX, Manassas is 12 o’clock and six miles.”
“Manassas in sight, 22CX.”
“Sir, we tried the number you gave us, and it went to voicemail.”

“Roger that. Thanks for trying.”
“Contact the tower on 133.1 and good luck.”
“Over to tower and thanks for the help, 22CX.”
“Manassas Tower, 22CX, five miles out inbound for a full stop.”
“22CX, Manassas Tower. We have Mr. Menne on the phone now. 

What did you want to ask him?”
I think for a minute. This is pretty complicated and trying to relay 

it through controllers is going to be difficult. 
“Manassas, is there any way you can put Mr. Menne on the radio?”
Just then my cell phone starts ringing – I sometimes forget to shut 

it off – and the caller ID says, “Chad Menne”
“Chad, can you hear me?”
”Yep, what’s going on?”
I quickly explain the situation, and he asks the obvious:
“What happens when you push the self-test switch for the lights?”
I’m about to answer that the light works when I push the test 

switch and discover that it doesn’t. But it had, I know it had!
“Hey, it doesn’t come on! That’s great!”
Now I’m truly relieved and convinced that everything is going to 

be okay. But Chad has me try one more thing.
“Try cycling the landing light and see if you get an indication on 

the ammeter.”
“Yes, it’s drawing current when I flip it on.”
“Well, that’s a pretty good sign that the nose gear is down and locked.”
I thank him and promise to call him back but now it’s time to land. 

I’m cleared to land and, as I turn final, my friend Ashley, who is wait-
ing at the departure end of the runway in her Mirage, tells me that the 
landing light is indeed on. That’s one final bit of reassurance.

After an uneventful landing, I taxi to the FBO and just sit in the 
cockpit letting the shakes pass through me and finally subside. I see
the two green LEFT and RIGHT lights still flanking the dark middle. 
I touch the group of lights gently and the nose gear light flickers on. 
Touch it again and it’s off; then on again.

Later I learn that it’s an intermittent seating problem in the socket. 
After that, I spend a few minutes giving an explanation to the police 
and firefighters who are waiting for me. I’m thankful for their re-
sponse but even more thankful that it wasn’t needed.

So, when you get a gear light out, and then you test the light and 
see that the indicator has failed, there are at least four other indicators
that you can use: 

1. The red GEAR light will not turn off unless the gear is safely 
down and locked.

2. The gear warning horn will come on with flaps 20 or greater and 
will not turn off unless the gear is safely down and locked.

3. For the nose gear, the landing light will not draw current unless
it’s down and locked.

4. One I learned afterward: The gear warning horn that goes off 
when the throttle is pulled to idle is like the others – it won’t turn off 
unless all three gears are down and locked. 

Overall, a good lesson and one I probably won’t forget. 
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GEAR DOWN

After an uneventful landing, I taxi to the 
FBO and just sit in the cockpit letting the 
shakes pass through me and finally sub-
side. I see the two green LEFT and RIGHT 
lights still flanking the dark middle. I 
touch the group of lights gently and 
the nose gear light flickers on. Touch it 
again and it’s off; then on again. 
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Piper Aircraft focused its 2014 
efforts on positioning the com-
pany for anticipated improve-
ments to the General Aviation 
marketplace and expanding 

global sales and support networks. We have 
also experienced gains from our renewed 
commitment to pilot training and pilot skill-
building initiatives. 
 In the past three years, the company’s 
sales outlook and production activities have 
stabilized. Since 2011, we have reinvested in 
product improvements for the long-term. 
And that recommitment to continuous pilot-
learning initiatives has begun to pay divi-
dends as the worldwide requirements for new 
pilots and increased pilot proficiencies have 
grown along with the economic recovery.
 In 2014, we announced a number of con-
tracts for new pilot-training aircraft, several 
avionics improvements and international 
aircraft approvals in a number of countries. 
We also improved data retrieval for its Pilot 
Operating Handbooks and rolled out a new, 
more user-friendly website for Piper custom-
ers and enthusiasts.
 We at Piper would like to take this oppor-
tunity, as we begin 2015, to thank the mem-
bers of MMOPA for their loyalty to Piper and 
for helping us to spread the word about the 
great M-Class airplanes. It is aviators like you 
who make designing, building and support-
ing Pipers so rewarding and exciting.
 Below is a recap of news from Piper Air-
craft in 2014.

PIPER 2014 NEWS BY QUARTER
FIRST QUARTER 2014
Piper records strong 2013 revenue and 
deliveries
Piper achieved double-digit growth in new 
aircraft revenue and new airplane deliver-
ies for 2013 in a challenging global market 
for aircraft sales. The growth was led by 

increases in the sales of piston-powered 
training aircraft.

Piper M-Class approved for  
night flight in Turkey
Piper Aircraft’s Turkish dealer BAYMAP 
Aviation obtained regulatory approval for 
nighttime visual and instrument flight 
rules operation of Piper’s single-engine 
M-Class aircraft. Turkey and many Middle 
East nations do not normally permit 
single-engine night operations.

Piper dealers meet with auto dealers
Piper Aircraft and its new aircraft dealers 
exhibited a cabin mockup of the company’s 
top-of-the-line M-Class single-engine 
aircraft Meridian at the 2014 National Au-
tomobile Dealers Association Convention 
in New Orleans.  

Piper delivers five Archers  
to Florida Institute of Technology
Piper delivered another five new Piper 
Archer TX training aircraft to the Florida 
Institute of Technology under a joint Piper 
Aviation Career Alliance program. The 
agreement provides enhanced vocational 
and educational opportunities for gradu-
ates of FIT’s aviation program, as well as 
for graduates from other programs offered 
through the school. 

Piper has strong presence at Sun ‘n Fun
Piper displayed M-Class, Twin Class and 
Trainer Class aircraft at the 40th Annual Sun 
‘n Fun Fly-In and Expo, in Lakeland, Fla. 

Piper delivers 550th Meridian  
to a European customer
Piper delivered the company’s 550th new 
Meridian to a Swedish customer, who pur-
chased the Northern European country’s 
first new Meridian to enter service. 

PIPER LOOKS FOR  
FUTURE GROWTH  
AFTER PERIOD OF  
STABILIZATION 
BY JACKIE CARLON, director, marketing and communications,  
Piper Aircraft, Inc.

NEWS FROM THE FACTORY



SECOND QUARTER 2014
Piper announces diesel Archer DX
Piper and Continental Motors Group col-
laborated to obtain a European Aviation 
Safety Agency Supplemental Type Cer-
tificate for Piper Archer aircraft powered 
by the Centurion 2.0S diesel engine. The 
prototype aircraft was on display during 
Aero Friedrichshafen before a European 
sales tour. 

Piper receives trainer orders from UND
Piper Aircraft took orders for three 
twin-engine piston-powered Training 
Class Piper Seminole aircraft from the 
University of North Dakota Aerospace 
Foundation, which provides training and 
aircraft for UND John D. Odegard School 
of Aerospace Sciences. 

First European G1000 Piper  
Seminole delivered
Piper made its first European delivery of 
a G1000-equipped Seminole, to a Serbian 
customer involved in pilot training. Prince 
Aviation, of Belgrade, Serbia, took delivery 
of the new G1000 Seminole from Piper’s 
manufacturing campus and delivery cen-
ter in Vero Beach, Fla. 

Piper sells five Arrow trainers to  
Embry-Riddle, Daytona Beach
Piper Aircraft began delivering the first 

of five new Piper Arrow pilot-training 
aircraft to Embry-Riddle Aeronautical 
University. The airplanes serve Embry-
Riddle’s Daytona Beach, Fla., campus. 

Piper Seminole named most popular 
propeller twin aircraft in China
Piper’s piston-powered Seminole was 
named “most popular twin-engine propel-
ler aircraft in China” by U-Jet, China’s first 
exclusive journal for private aviators. 

Piper Mirage named Best of the Best 
Personal Aircraft by Robb Report
Piper Aircraft’s top-of-the-line piston-
powered M-Class Mirage was named Best 
of the Best Personal Aircraft for 2014 by 
the luxury lifestyle magazine Robb Report.

Piper France becomes  
newest company dealer
Piper appointed Piper France SARL as the 
company’s new aircraft dealer in France. 
Located at Aéroport Troyes Barberey, 
Piper France is a partnership between 
Troyes Aviation and Piper Generalvertre-
tung Deutschland AG, a Piper Dealer for 
more than 45 years. 

Piper lives large in Cannes 
Piper Aircraft and Piper France SARL, the 
company’s authorized aircraft dealer in 
France, exhibited a number of aircraft at 

the eighth edition of the Cannes Inter-
national General Aviation Exhibition at 
Cannes-Mandelieu Airport (LFMD). 

Piper receives EASA approval  
for G1000 Senecas 
Piper received approval from the Euro-
pean Aviation Safety Agency to incor-
porate the Garmin G1000 avionics suite, 
as well as the Aspen Avionics EFD1000 
Pro Standby primary flight display 
into new twin-engine Piper Seneca V 
aircraft. 

Piper Seminoles and Archers get EASA 
approval for G1000, Aspen EFD1000 
Piper also was approved by EASA for 
Piper Seminoles and Archers equipped at 
the factory with Garmin G1000 avion-
ics and the Aspen Avionics EFD1000 Pro 
Standby primary flight display.

THIRD QUARTER 2014
EAA, AOPA, Piper host caring students 
at AirVenture Oshkosh
The Experimental Aircraft Association, 
Aircraft Owners and Pilots Associa-
tion and Piper Aircraft hosted a special 
group of students and their teacher from 
Appleton, Wis., during EAA’s AirVenture 
Oshkosh 2014. Fifth-grade teacher Eric 
Vander Loop’s students raised more than 
$120,000 for cancer research. 
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Kent State University orders two new 
Piper Arrow trainers
Piper Aircraft announced that the aero-
nautics division at Kent State Univer-
sity’s College of Applied Engineering, 
Sustainability and Technology ordered 
two new Piper Arrow pilot-training 
aircraft. 

Piper Seneca V approved for Garmin 
GFC 700
Piper received Amended Type Certifi-
cate approval from the Federal Aviation 
Administration to incorporate the Garmin 
GFC 700 autopilot system in new Garmin 
G1000-equipped twin-engine Piper Sen-
eca V aircraft. 

Piper exhibits M-Class, Twin-Class, 
Trainer-Class at AirVenture Oshkosh
Piper displayed nearly its entire aircraft 
product line during EAA AirVenture 
Oshkosh 2014.

First Piper Meridian delivered  
in Paraguay 
Piper Aircraft delivered its first Piper 
Meridian single-engine turboprop to a 
Paraguayan customer, Fiorucci Interna-
tional Grain Production and Distribution 
of South America, in Asuncion. 

Piper M-Class approved by China 
Piper received a Validation of Type 
Certificate issued by the Civil Aviation 
Administration of China for the compa-
ny’s top-of-the-line M-Class single-engine 
aircraft. The Piper M-Class series consists 
of the turboprop Piper Meridian, the pres-
surized piston-powered Piper Mirage and 
the unpressurized piston-powered Piper 
Matrix. 

FOURTH QUARTER 2014
Piper delivers first Matrix in China to 
Hanxing General Aviation 
Piper Aircraft delivered its first M-Class 
Piper Matrix in China to Hanxing General 
Aviation Co. Ltd., one of Piper’s dealers in 
China. The transaction was consummated 
before Airshow China 2014 so that Hanx-
ing and Piper could display the airplane at 
the show. 

Piper Seminole approved for Garmin 
GFC700 
Piper received Type Certificate change ap-
proval from the Federal Aviation Admin-
istration to incorporate the Garmin GFC 
700 flight-control system in the Garmin 
G1000-equipped twin-engine Seminole 
aircraft. 

Piper participates in annual Redbird 
Migration 
Reinforcing the company’s strong com-
mitment to initial and recurrent pilot 
training, Piper took a Piper Archer TX 
trainer to the annual Migration Flight 
Training Conference held at Redbird’s 
San Marcos Skyport training laboratory 
in Texas. 

Pier M-Class on display at NBAA 
Piper Aircraft concentrated its entire pres-
ence at Orlando Executive Airport for the 
2014 National Business Aviation Association’s 
Annual Meeting and Convention. On static 
display were two signature, top-of-the-line 
Piper M-Class single-engine business aircraft, 
the Piper Meridian and Piper Mirage, and the 
Twin-Class Piper Seneca V.

NEWS FROM THE FACTORY
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M
eridians – like all single-engine tur-
bine, PT-6 furnished aircraft – are 
equipped with a Manual Override 
Lever (MOR) or as it is sometimes 
known, an Emergency Power Lever 

(EPL). In either case, its necessity is inherent to how 
a PT-6 engine operates. Knowing how to operate this 
system is just as vital as knowing what not to do.  
 In a piston-engine aircraft, a pilot is equipped with a 
throttle, propeller and mixture control. By moving the 
mixture control, the pilot is manually regulating the 
amount of fuel that flows through the engine’s carbure-
tor and thus enriching or leaning the fuel/air mixture.

UNDERSTANDING 
THE MANUAL  
OVERRIDE LEVER  
OF THE MERIDIAN
When to use it and when — most certainly — not to use it. BY JUSTIN LAZZERI

1 8   M M O P A  M A G A Z I N E   p   W I N T E R  2 0 1 5 



W I N T E R  2 0 1 5    p   M M O P A  M A G A Z I N E   1 9  



HERE’S TO LOW-MAINTENANCE RELATIONSHIPS.
Nothing should come between you and putting a born performer through its paces. With 

the PC-12 NG, renowned reliability flies in formation with impressive performance. When 

you want to fly, this powerful turbine is ready, with range, speed, short-field nimbleness 

and dependability unmatched by twins and jets. This is where low-maintenance meets 

high-exhilaration.

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



 In a turbine aircraft, a Fuel Control Unit 
(FCU) automatically decides what fuel/air 
mixture is optimal for the selected power 
setting. The FCU effectively takes a too-
rich or too-lean possibility off the table. In 
the very rare event of a FCU failure, an en-
gine is designed to “roll-back” to a default 
percentage, usually something lower than 
what is needed to sustain continued flight.  
 In the Meridian, the manual states that 
the “failure of any pneumatic signal input 
to the Fuel Control Unit will result in the 
fuel flow decreasing to minimum idle 
(approximately 48 percent Ng at sea level 
and increasing with altitude).”  In this situ-
ation, it’s the MOR lever that will enable 
a pilot control their engine and fly the 
aircraft to a safe landing (albeit without 
reverse — so plan accordingly). The MOR 

or EPL lever enables a pilot manually to 
regulate the flow of fuel directly to the 
engine. Special care must be taken when 
using it.  
 In addition to your POH, which is obvi-
ously the number one source for informa-

tion about your specific aircraft, Pratt & 
Whitney has documents regarding the use 
of the MOR lever that are worth reading. 
The first is the Key New Owner Wisdom 
Your PT6A Turboprop. This information 
is included with new aircraft purchases, 
but it may or may not make it to subse-
quent owners of the aircraft. If you don’t 
have one, it can be found online by visiting 
pwc.ca/files/en/Know_your_PT6A.pdf.   
 This document clearly states that “the 
manual override function, when con-
nected to the EPL, is intended for use 
during emergencies or closely monitored 
training only and must never be used 
during normal engine operation.” In other 
words, using the MOR or EPL lever in lieu 
of a normally functioning power lever is 
not recommended.  

MANUAL OVERRIDE
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It goes on to caution 
that rapid movements of 
the lever cause engine 
surges, over temperature, 
Ng over-speed or over-
torque – all of which will 
increase maintenance 
costs and potentially lead 
to CT blade fractures.



 The document continues, “The EPL 
overrides all automatic fuel control 
features and acts directly on the fuel valve 
to modulate the fuel flow to the engine. 
Rapid movements of the lever should not 
be made for any reason whatsoever. EPL 
sensitivity increases with altitude and, 
above 5,000 feet, extreme care should be 
exercised.”  
 It goes on to caution that rapid move-
ments of the lever cause engine surges, 
over temperature, Ng over-speed or 
over-torque – all of which will increase 
maintenance costs and potentially lead to 
CT blade fractures. It should be noted that 
the Meridian’s POH says that “the normal 
position is used for all normal engine 
operation when the Fuel Control Unit 
is operating normally and engine power 
is selected by the power lever.” In other 
words, simulating a FCU failure is not 
advised. 
 A Cessna 208 Caravan crashed in Aus-
tralia in 2004 after the simulated failure of 
a FCU and subsequent use of the EPL in 

flight. The following are the Analysis and 
Significant Factors listed by the Australian 
Transport Safety Bureau following the 
investigation of this accident:
 “The pilots … were conducting in-flight 
simulated engine failure training, which 
involved activation of the emergency 
power lever (EPL). The engine ignition 

switch was not in the ON position during 
the initial operation of the EPL during this 
training. The pilot’s operating handbook 
(POH) contained a requirement to place 
the engine ignition switch in the ON posi-
tion during an actual malfunction of the 
fuel control unit (FCU).
 “However, because the aircraft manu-
facturer only included requirements for 
an actual FCU malfunction, the POH did 
not address the engine control settings for 
training of this type. The POH contained 
a caution, which stated that the use of the 
EPL was for emergency purposes only, and 
did not mention the use of the EPL for 
in-flight or ground-familiarization train-
ing. The engine manufacturer’s Service 
Information Letter (SIL) noted the use of 
the EPL for familiarization training, while 
suggesting that this training be completed 
on the ground. The discrepancy between 
these two documents may have led to the 
flight crew’s belief that the use of the EPL 
for familiarization training in-flight was 
acceptable.”
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FCU failures are an ex-
tremely rare occurrence, 
and the MOR lever is 
there in the small chance 
you need it. Follow the 
procedures outlined in 
your POH, review the 
information provided 
by Pratt & Whitney, and 
enjoy all your PT-6 has to 
offer. They are fantasti-
cally reliable engines. 



IN SHORT:
• The pilots … were conducting in-flight 
familiarization training using the emer-
gency power lever. That procedure was 
not addressed in the aircraft manufac-
turer’s pilot operating handbook.

• The engine manufacturer’s documenta-
tion contained information on the use of 
the emergency power lever, which did not 
preclude the use of the emergency power 
lever for in-flight familiarization training.

• The engine sustained a flameout at an 
altitude above mean sea level from which 
re-ignition of the engine was not success-
fully completed.

• Erosion of the first-stage compressor 
blades would have reduced the aero-
dynamic efficiency of the compressor 
blades.  

Read the complete report at.atsb.gov.au/
publications/investigation_reports/2004/
aair/aair200400443.aspx. 

Pratt & Whitney recently found it neces-
sary to re-issue a Service Information 
Letter on this topic. Originally offered in 
1998, the revised copy is dated Sept. 23, 
2014. Many of the same points already 
mentioned are a part of this SIL.  How-
ever, there are some additional pieces of 
data and points of emphasis. A note says, 
“In certain applications, there may be 
some lever travel (deadband), where the 
EPL movement results in no change in 
engine power. This is normal.”  
 Also noted: “Operators are encouraged 
to log and report any engine parameter 
exceedances, take appropriate action as 
specified in the applicable Maintenance 
Manual.
 “The Manual Override System Op-
erational Check procedure is outlined in 
the P&WC Maintenance Manual Chap. 
71-00-00 and should only be carried out 
by experienced maintenance personnel.”  
 This is followed by an underlined 
section that states: “P&WC would like 
to re-emphasize that the Emergency 
Power Lever is intended ‘for emergency 
purposes only’ during flight and is not 
intended for on-ground engine opera-
tion, as outlined in the applicable POH 
and should be used accordingly.”  This 
document can be found online at pwc.ca/
en/service-support/service-information-
letters.  
 FCU failures are an extremely rare 
occurrence, and the MOR lever is there 

in the small chance you need it. Follow 
the procedures outlined in your POH, 
review the information provided by Pratt 
& Whitney, and enjoy all your PT-6 has 
to offer. They are fantastically reliable 
engines.    

Justin Lazzeri is the director of marketing for Sky-
tech Inc. which has facilities in the Baltimore, Md., 
and Charlotte, N.C., metropolitan areas. A graduate 
of Embry-Riddle Aeronautical University, he is a 
commercial pilot and certified flight instructor who 
is exposed to the Piper, Pilatus and Cessna Caravan 
product lines. He can be reached by email at jla-
zzeri@skytechinc.com.  

MANUAL OVERRIDE
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Steering
Your Way

g

Around
Holds
With the
GTN750
These are the good ole days. BY PAUL K. SANCHEZ

For a few of the PA-46 brethren who got their

instrument rating in the previous century, the

greatest frustration/misery/mental incapacitation

was doing holds over an NDB while rubber covers 

hid the artificial horizon and the directional gyro

imitated a vacuum pump failure. My goodness, the 

horrors, the humanity, the despair of never being 

able to finish the instrument training!
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NOWADAYS, OF COURSE, THE DIFFERENCE IS:

•  Most PA-46s have about six moving maps.
•  Many planes have a roll-steering adapter such as the GDC31 or even  
 the Garmin G600 outputting to the Honeywell KFC325 while in  
 heading mode.
• Even the lowly Garmin GNS530W or GTN750 show very smooth  
 suggested entries to any published hold that the roll-steering  
 adapter will follow.
• Nearly all of us were specifically told that, after the instrument  
 rating, we would never see the inside of a hold again because ATC  
 centers and TRACONs would never assign one. 
• No instrument pilot would ever have to do the missed approach  
 segment because he would always see the runway — thus never  
 need to do the published hold.

While we wait a few 
minutes for our TBM 
brethren in the north- 
east to stop laughing 
hysterically, let’s go over 
some things.

HOLDING  
THE RULES  
ACCOUNTABLE
Alas, our favorite FAA 
people in Oklahoma 
City decided that do-
ing a hold is part of our 

self-maintained instrument currency (FAR 61.57 (c)) and is a specified 
part of the instrument proficiency check (practical test standards for 
instrument, page 1-vii table) done with an instrument instructor.
Frustratingly, the individual instrument pilot, to act as PIC, must have 
logged six instrument approaches, intercepts and tracking and holding 
within the previous six months.

SHEDDING TEAR 
DROPS FOR 
CURRENCY OR  
PROFICIENCY
Since it seems that 
our favorite FAA rule 
makers in Oklahoma 
City won’t accept our 
excuses (or holds) for 
not practicing holds, 
we might as well 
learn a bit more of the 
modern method and 
how to adapt when 

ETRNY intersection is thrown at us.
 First of all, when is a hold considered a hold for instrument cur-
rency or as part of an instrument proficiency check? That’s easy.
 Any kind of tear drop, parallel, direct, course reversal or even Wil-
liamson turn at the waypoint (intermediate or missed hold waypoint) 
is considered good enough for Oklahoma City, and you certainly do 
not need six of them in the previous six months, but rather a logged 
entry that you did ONE. 
 The next question is how do we arrange for holds (or at least the 
entry) when we all are so used to “vectors-to-final” and never doing the 
missed? Ah, that question is answered by location, location, location 

Now let’s say we are 
landing at North 
Palm Beach County 
(F45) airport with 
winds out of the east; 
so, at this non-tow-
ered airport the 
runway in use is 08 
Right. Anytime we 
load the approach on 
the GTN750 with 
YIGBO as the initial 
approach fix and the 
direction is less than 

90 degrees to the final approach course, the Garmin GTN750 
will ask if we want to do the hold at YIGBO first?

Now since we have to 
do this at least once 
every six months (and 
at least once per month 
would be better), let’s 
say yes.
 We are set. (see 
image below) The 
GTN750 shows a 
magenta line (active) to 
YIGBO with a dashed 
white line with the sug-
gested entry based on 
our course angle.

A GOOD  
INSTRUMENT 
PILOT KNOWS 
WHEN THE GARMIN 
IS NOT WRONG
Now, for those older/
bolder PA-46 pilots 
who know that a tear-
drop entry should 
always be done 
instead of a parallel, 
don’t fret. Merely turn 
off the roll-steering 
output to the KFC325, 

manually change the heading bug so that you can do 30 degrees to 
the inside of the race track. The Garmin GTN750 will eventually 
see that you ignored its suggestions but will sequence you from the 
west side of YIGBO (if) to AZCID (faf).

KEEPING YOURSELF IN SUSPENSE  
OR TAKING ACTION?
Now that we have crossed YIGBO (if) intersection at 2,500 feet 
MSL and started a descent to 1,600 feet MSL before AZCID, the 
GTN750 is now showing that localizer performance with verti-
cal (LPV) minima is applicable with a decision height of 250 
feet, with ¾-mile visibility required. Sounds great as we person-
ally switch the Honeywell KFC325 from heading mode to APR 
(neither the flight director nor autopilot will respond to a pitch 
commands unless it’s in approach mode), we see the flight director 
respond to the GPS path (GP), get out of altitude hold and follow 
the GP at a minus 3.0 degree angle.
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Alas, our briefing on the airport weather was too brief as it turns out
AWOS is reporting ¼-mile visibility rather than the ¾-mile visibility 
required. We follow the path but sadly the AWOS is not wrong, no
runway environment is in sight when we reach 271 feet DA (250 feet 
DH) and thus we go missed.

1 Push go-around button on power lever;
2 Power lever to 100 percent torque;
3 Bring up the nose to match the 7.5 degree positive pitch on the 
   flight director;
4 Look for positive vertical speed (rather than negative);
5  Retract landing gear;
6 Retract flaps (from 10 degrees or from 34 degrees);
7 After taking care of first 500 feet of vertical threat, select HDG and 
   IAS modes on the KFC325 with autopilot back on;
8 Acknowledge needing missed approach sequence on the
   Garmin GTN750

9 Select missed 
approach altitude

Now, of course, we 
continue the climb to 
1,700 feet before mak-
ing our turn to join the 
343-degree course line 
to MORGA intersec-
tion while at 2,000 feet
MSL. A very easy di-
rect entry would be my 
suggestion and that of 
the Garmin GTN750

SUPER-SECRET 
UNPUBLISHED 
HOLDS THAT YOU 
CAN NEVER 
DIVULGE
All this is well and 
good but what about 
the unpublished hold 
at an intersection 
because somebody cut 
in front of us? That
does require more 
mental work with the 
Garmin GTN750 but 

not so with TBM850s and TBM900s that have the latest Garmin G1000
software with user-defined hold feature.

In this case, the other aircraft, which cut in front of us, is already 
holding at MORGA intersection and, since Palm Beach TRACON
knows TBMs are much faster than other single-engine (and most
twin-engine) aircraft, he tells us to go to AZCID intersection at
2,600 feet MSL to hold there.

Now we are really in trouble, but fortunately Palm Beach TRA-
CON does not know it yet. Trying to remember how we used to do
holds over the NDB without a moving map back in 1989 causes a
flood of sweat to drip into our eyes. Our vision is not completely 
blurred yet so we can select AZCID as the active waypoint (KFC325
makes an immediate turn to the southwest) but how on earth can
we do a non-published hold there? And even worse,  Palm Beach
TRACON is going to hold us to our promise that we would?

The solution, after we wipe the sweat from our eyes, is to use the
defined-course feature on the GTN750, and then use the head-
ing bug to joystick the aircraft around the imaginary race track at
AZCID.
Before we get there, we firm up with Palm Beach TRACON that we
can do 5-nautical mile legs with right turns; agreed says PBI.

Two miles before getting there, put the heading bug on the nose
of the aircraft and turn off the GPSS output. Press the direct but-
ton on the GTN750, specify a 089-degree course rather than the
225-degree from present position, and then press enter.

Lo and behold, we have
the inbound course
line (089 degrees) to
AZCID, and we can 
see that we need to 
make a tear-drop entry 
for the left turns.
Suspend the flight plan
by pressing the OBS
icon on the GTN750 
screen. Cross AZCID,
turn the heading bug
to 239 degrees
(outbound course 

minus 30 degrees), wait one minute or a few miles, and then turn the
heading bug to the right in 10-degree increments to join the 089-de-
gree active line to the AZCID intersection. If you like, you can use
GPSS for the inbound course after intercept.

When you reach AZCID, turn off GPSS and again use the heading
bug in 10-degree increments to the right until the aircraft is TRACK-
ING 269 degrees outbound. When you’re just about five nm diagonally 
from AZCID, turn again to intercept the 089-degree course line.

I’m a bit jealous of those who have the Garmin G1000 as they have 
the user-specified hold feature but my hope holds eternal that we will
have that feature on the GTN750 as well.

Paul K. Sanchez, CFII-MEI  561-693-7374 office • 305-389-1742 wireless
10643 Shore Drive • Boca Raton FL 33428-5645 • sanchezpaulk@mac.com
http://ical.me.com/sanchezpaulk/work • http://www.flickr.com/photos/sanchezpaulk/
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ACCIDENT REVIEW

O
n July 26, 2014, about 0850 
EDT, a Piper PA-46-310P, 
N248SP, impacted trees and 
terrain shortly after takeoff 
from Heaven’s Landing Airport 

(GE99), Clayton, Ga. The private pilot was 
fatally injured, and the airplane was destroyed 
by impact forces and a post-crash fire. The 
airplane was registered to a corporation and 
was operated by the pilot under the provisions 

of 14 Code of Federal Regulations Part 91 as a 
personal flight. Daytime, instrument meteo-
rological conditions prevailed for the flight, 
and an instrument flight rules flight plan was 
filed. The flight, originating at the time of the 
accident, was enroute to Aurora, Ill. (ARR).
 Two witnesses were standing outside on 
the ramp and observed the accident airplane 
before departure. The preflight, engine start 
and taxi appeared to be routine. There was 

fog present at the time, and it was “rolling up 
the valley,” which was a frequent event at the 
airport. The lateral visibility was about 1,000 
feet below the fog layer and obscured above. 
The elevated terrain, surrounding the airport, 
was obscured by the fog. 
 The pilot back-taxied to Runway 5 and initi-
ated the takeoff. The airplane became airborne 
about 2,000 feet down the 5,062-foot-long 
runway. The witnesses observed the landing 
gear extended, and the airplane seemed to 
drift to the left after takeoff. They heard the en-
gine running normally, with no change in the 
sound, until the crash. They heard two distinct 
“booms” about four to six seconds apart. They 
ran down to the departure end of the runway 
to look for a crash site and could not see the 
wreckage, or any smoke or fire, due to the fog. 
 The airplane crashed into elevated terrain, 
in a heavily wooded area, about 1,500 feet 
north of the departure end of Runway 5. The 
elevation at the crash site was about 300 feet 
higher than the elevation at the departure 
end of Runway 5. A majority of the wreckage 
was consumed in a post-crash fire. All major 
structural components of the airplane were 
accounted for within the wreckage debris path. 
Numerous tree limbs were scattered along the 
debris path with smooth, angular cuts through 
the limbs.

Clayton, Ga. - 26 Jul 2014

NTSB Identification: ERA14FA359

14 CFR Part 91: General Aviation

Accident occurred Saturday, July 26, 2014, in Clayton, Ga.

Aircraft: PIPER PA-46-310P, registration: N248SP

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 completed. NTSB investigators 

either traveled in support of this investigation or conducted a significant amount of inves-

tigative work without any travel, and used data obtained from various sources to prepare 

this aircraft accident report.

Controlled Flight Into Terrain 
During Takeoff - Clayton, Ga.
BY DICK ROCHFORT, ATP, CFII, MASTER INSTRUCTOR
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ACCIDENT REVIEW

 The aircraft maintenance records for the air-
plane were provided to the investigation team 
shortly after the accident. According to the 
records, an annual inspection of the airframe, 
engine and propeller was performed on June 
11, 2014, at a total airframe time of 3,593 
hours. At the time of the annual inspection, 
the engine had accumulated 532 hours since 
the last major overhaul. The annual inspection 
was the last entry in the logbooks.
 The pilot possessed a private pilot certificate 
with airplane single-engine land- and instru-
ment-airplane ratings. He reportedly lived at 
the fly-in community surrounding the airport 
and was instrumental in its development. He 
reported 4,200 hours of total flight time on his 
third-class medical application, dated March 5, 
2014. (See Illustration on Page 32)

AUTHOR’S COMMENTS:
We know that low visibility is frequently a 
primary suspect in General Aviation accidents 
and, while “safe” does not imply risk-free, I be-
lieve properly mitigated risk is only acceptable 
when the reward is sufficiently high. 
 Ah, yes, subjective at best, I know, but if 
the accident pilot had been carrying whole 
blood for a sick child would the risk have 
been any less? I think not; yet we can prob-
ably all agree that even the greatest reward 
does not justify unmitigated risk. It is the 
pilot’s responsibility to understand all of the 
risks and objectively mitigate or reject them 
or terminate the flight. This is a tall order for 
any aviator, especially a single pilot General 
Aviator with no operations specifications 
or any other printed guidance beyond FAA 
regulations.
 It would be easy to criticize this pilot’s 
flying skills since he failed to climb at an 
appropriate rate or maintain his likely 
intended course, but if we did we would be 
(proverbially) “watching the wrong hand.” 
All human pilots (and I know of no other 
kind) are prone to a phenomenon known as 
“confirmation bias.” This is the psychologist’s 
term for a prevalent and strong tendency to 
subconsciously construe new information, 
regardless of its quantity or quality, in such 
a way as to support and confirm a belief, 
which is already held.
 Our success (or lack thereof) as General 
Aviators is measured by reviewing acci-
dent rates and causal factors. According to 
the Nall Report, the news is still less than 
good. General Aviation flies 20 percent of 
the hours in the U.S. but is responsible for 
80 percent of the accidents. Pilot error is 
the cause of more than 75 percent of these 
accidents. The vast majority (80 percent) 
of pilot-error accidents involve pilots who 
fail to stay within the limits of their relevant 

experience and training in an aircraft that is 
functioning normally. 
 In light of these observations, I encourage 
each pilot to consider himself and his aircraft 
a flight department and adopt a procedural 
framework of checklists, flows, memory 
items and SOP to aid critical decision-mak-
ing and avoid falling prey to the confirma-
tion bias which is normally present in the 

heat of operations. Organizations, which 
have adopted this concept, have dramatically 
cut their accident rates .
 According to FAA order #8260.46E, a pri-
vate airport authority may conduct an obstacle 
survey and submit it with a request for an 
instrument approach and an obstacle depar-
ture procedure (ODP) where necessary. There 
is evidence that the GE99 airport authority 
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did this at some point. However, at the time of 
this writing, no instrument approach or ODP 
exists in the FAA database for GE99. Even if 
an ODP did exist, it would have stipulated vis-
ibility minimums higher than those existing at 
the time of the accident. 
 In any case, it’s clear that the accident 
aircraft crashed outside any protected area 
the FAA might have approved, so perhaps 
this point is moot. The risk of drifting off the 
intended course and/or not maintaining a safe 
climb rate should be apparent and well under-
stood by all; however, no procedure should 
ever be conducted which relies on the hope or 
expectation of climbing above a layer of fog in 
time to rely on VMC for terrain avoidance. In 
fact, the aircraft does not know whether the 
pilot can see or not, nor does it care. 
 The PA-46 SOP I use does not allow for 
takeoff in this scenario because of the “VFR 
only” status of the airport. I would have had 

to wait for the FAA standard one-mile vis-
ibility and a ceiling at or above the OROCA 
(off-route obstacle clearance altitude) for 
the departure area. Period. No exceptions 
— not even for delivery of whole blood for a 
sick child.
 In summary, the desired and expected out-
come on any flight can only occur consistently 
if you insist on the procedural discipline to 
operate the one best way, the same way, each 
and every time , using well-vetted checklists, 
flows, memory items and SOP specific to 
your make/model of aircraft. This method 
of flying will simplify tasks, free up mental 
bandwidth and it will clarify and improve your 
critical decision making. You will be on a path 
to becoming a safer, more confident pilot. I 
encourage you to take the next step. Ask your 
flight instructor to provide you with excellent 
training. It will probably require you to make 
some changes, but it doesn’t cost any more or 
take any longer.

The accident information in this article is based 
solely on the official NTSB report of the accident 

and is intended to bring the readers’ 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 inac-
tions of any person, living or dead.

Dick Rochfort is an airline 
transport pilot, certified flight 
instructor and NAFI accredited 
master instructor. He is a 
full-time insurance-approved 
PA-46 flight instructor. He also 
provides instructor-standardiza-
tion training, buyer-consulting 
services, aircraft relocation and 

expert-witness services to the PA-46 community. 
His customers include Piper PA-46 owners, pilots 
and instructors worldwide and the U.S. aviation 
insurance industry. He is the founder of his 
company, RWR Pilot Training, and founder of the 
Professional Association of Pilot Instructors. 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 
Additional information on this and other important 
topics is available at the PA-46 Pilot Reference 
Library at: RWRPilotTraining.com/training-library.
html This article is available for reprint upon 
request. Fly Safely – Train Often
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(ABOVE) The aircraft crashed left of the extend-
ed centerline approximately three-quarters of a 
nautical mile from the point of rotation in rising 
terrain 300 feet higher than the field elevation.
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Maintenance
BY KEVIN MEAD

Failures to the PA-46 heated windshield 
can be an expensive proposition

S
ince the introduction of the PA-46 in 1984, Piper has used different methods and 
equipment to accomplish windshield de-icing, ranging from the original small 
hotplate to the heated glass units of today. Nevertheless, PA-46 windshield heat 
operations, reliability and availability have been near constant topics of conver-
sation and controversy from the early days. In this article, I will review the dif-

ferent methods of windshield heating, tackle what constitutes normal operations, describe 
typical failures and go over your options in the event of a failure.

MAINTENANCE
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HISTORY
The original Malibus (1984-1988) had a 
plastic pilot’s windshield with a small heated
plate attached. With the introduction of the 
Mirage in 1989, Piper began using an inter-
nally heated plastic pilot’s windshield, elimi-
nating the need for the plate. Piper used the 
plastic unit until 1995 when they made the 
switch to the glass heated windshield that is 
still being used in new PA-46s today.

The glass unit is actually a structural
acrylic material on the inside with a glass 
layer applied to the outside. It is the only 
windshield that Piper currently makes as 
a replacement part for any PA-46 today.
Neither the plastic heated windshield nor 
the hotplate has been available new for 
years although used, operational units can 
sometimes be found. From 1989 through
today, the windshield heat operations and
system components (solid-state controller,
fail annunciator and switching contactors)
have been unchanged, except for new word-
ing on the high/low select switches and the
recent omission of the normal operating
amperage value figures previously found in
Section 9 of the POH. 

CHECKING WINDSHIELD OPERATIONS
Relatively few planes still use the original 
hotplates so I will skip the evaluation
procedure for those, but I would be happy 
to provide instruction by phone if needed 
(620.728.8634).

To check windshield heat operations 
on a Mirage, with the engine running,
shut off one alternator. Note the amperage
displayed on the alternator ammeter first, 
then switch the windshield heat to “low.” 
The alternator ammeter reading should
increase by approximately 13 amps. Now 
switch the windshield to “high” and look 
for an increase of an additional 10 amps 
on the ammeter. The Mirage POH clearly 
describes this as normal operation.

For the Meridian, the POH is less 
helpful. As I noted, every component of 
the Mirage and Meridian system (except 
the switch) is the same. However, for the
Meridian, Piper changed the wording in
the POH (and the maintenance manual, 
for that matter) to say only that we should 
see an increase in amperage from off to on
and from low to high, giving no values.

So to find out how well your Meridian 

windshield is heating, do the following.
With the engine running and the genera-
tor on, note your generator ammeter read-
ing. Turn the windshield to “low” and take 
a reading. Then turn the windshield on
“high” and take a reading. When a Merid-
ian comes from the factory, its windshield
should be reading 13 amps in “low” and 
23 amps in “high,” like the Mirage. 

Some owners feel uncomfortable testing 
windshield heat on the ground. This proce-
dure can also be done in the air if you like.

TYPICAL FAILURES
Ambiguous wording in some handbooks
can make it difficult to say conclusively 
that a windshield has failed. A windshield
that is not drawing 13 amps in “low” and
23 amps in “high” is, at the very least, not
operating the way it was intended. If you 
are not convinced by the amperage check,
you can also have a mechanic check the
windshield out with a good ohmmeter.
Resistance values, whether you have the
plastic or the glass windshield, are as fol-
lows: High setting is measured between
the windshield terminal P1 to P2 as 1.11 

The 24V All-In-One air portable/carry-on START PAC® with built-in chargers, power plug and ccables is ideal for starting 
aircraft, tank, and military truck engines. This portable starting unit is one of our most poppular starters for use at
home base and in the field. It will start turbine, or piston engines up to 1500 horsepower. This versatile 24 volt Twin Pac 

can be used as a single unit or separated for two coomplete units that can be easily 
carried on board different aircraft. Equipped with universal chargers that will universal chargers that will
accept 90-240 VAC at 50/60 hertz with a recharge time of less than 3.5 hours.

4357 W. SUNSET RD. LAS VEGAS, NV 89118  •  CALL US TOLL FREE 1-888-901-9987  •  STARTPAC.COM

Model 6028QC Twin Pac
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ohms, and the low setting is measured 
between the terminals P1 to P3 as 1.70
ohms. But, ultimately, a windshield that 
cannot be counted on to remove ice, 
when called upon to do so, has failed.

Windshield heat failures are rarely 
sudden and complete. Instead, they are 
more likely to be gradual. Exceptions 
include temperature sensor or control-
ler failures or physical damage to the
windshield electrical terminal blocks. But 
electrical failure of the windshield heat-
ing elements themselves is, by far, the
most common mode of windshield heat
failure. 

If you look closely at your windshield,
you will see tiny, horizontal wires span-
ning the unit. Those can develop tiny 
breaks that reduce the paths for electri-
cal current to flow, resulting in reduced 
windshield heating potential. In an icing
situation, this most often means that only 
certain zones of the windshield will be 
cleared of ice, and those zones may not 
be the ones most helpful to you.

REPAIR OR REPLACEMENT
Sadly, repairing a windshield heat problem, 
if the fault is in the windscreen itself, is not 
possible. Occasionally, windshields will
stop heating due to failure of a controller or 
module. These problems are not inexpen-
sive to correct but are much preferable to 
replacing the windshield itself. If, as in most
cases, replacing the windshield is necessary,
you have only two options: Find a good, 
used windshield (which is rare) or buy a

new one from Piper. If you have a 310P, 
contact the MMOPA, which now holds the 
STC that allows installation of the new glass 
windshield in the Malibu. For all others, 
simply order a new windshield and install.

PREVENTION
As far as I know, nothing has been conclu-
sively shown to prevent windshield failure.
Some have suggested that the windshield
be operated in the “low” setting throughout
the entire flight even in the absence of ice. 
The rationale behind this is that keeping the 
windshield at a fairly constant temperature
is preferable to exposing it to the dramatic 
temperature changes between those on the 
ground and at altitude. Doing this will not
do any harm, but there is no solid evidence 
to support the efficacy of this method. Es-
pecially considering the enormous expense 
involved in replacing a windshield (up to
$30,000, installed), perhaps it is time for
Piper to suggest some methods to enhance
windshield longevity. Perhaps this is a case
for the MMOPA ombudsman.

MAINTENANCE

As far as I know, nothing 
has been conclusively 
shown to prevent wind-
shield failure. Some have 
suggested that the wind-
shield be operated in the 
“low” setting throughout 
the entire flight even in 
the absence of ice. 
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2014 Piper Matrix
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300 Hours Total Time, Annual Completed 
12/2013 by Piper Service Center

2011 Piper Meridian

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

2006 Piper Meridian

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

CONVENIENT TECHNICAL SERVICES IN THE SOUTHWEST

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

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

n visit 
(CRQ), American 

ntenance (BFL).

PHX

ABQ

SAT

ADS

Upgrade the outdated Meggitt or Avidyne avionics panel in your Piper Meridian and transform it into 
the most modern panel available -- with the Garmin G950 All-Glass Avionics Suite from Cutter Aviation.
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Powered by Garmin
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2014 
Convention 
Update

early 300 MMOPA members and guests attended the 2014 MMOPA Convention 
this past October at the Hyatt Regency Coconut Point and Spa in Bonita Springs, 
Fla.  Attendees arrived in 80 PA-46 aircraft and were greeted on their arrival 
at Page Field in Fort Myers by the fine folks at Base Operations, our host FBO 
for the convention.  After a brief shuttle ride, attendees were provided a warm 
welcome at the Hyatt Coconut Point, a beautiful facility with friendly and helpful 
staff.  Of course, our Convention Coordinator Bill Alberts and his team had ar-

rived days in advance to assure that members and guests settled into their accommoda-
tions without any hassles. Here are some of the highlights from the convention.

NEW MMOPA PRESIDENT TAKES THE REINS
MMOPA President Tom Kieffer opened the convention on Thursday morning and provided all with a warm wel-
come and overview.  This was his final act as president as he officially turned over the president’s role to Manny Ca-
siano.  At its annual meeting in April, the MMOPA board unanimously elected Manny to succeed Tom. MMOPA 
has flourished under Tom’s guidance and leadership. His boundless energy and dedication to all things MMOPA 
have helped the organization grow, expand offerings and improve member service. It was generally acknowledged 
that Manny has big shoes to fill but is well qualified for the task.

PIPER UPDATE
Simon Caldecott, CEO of Piper, provided a well-received update from Piper, our Gold Sponsor for the convention. 
As always, Caldecott dealt with the issues members wanted to hear about, including the engine-mount replacement, 
fuel sender matters and parts challenges. He also discussed Piper’s business strategy, including its customer focus, 
the importance of the M-Class, and training and the international market. 

N

2014 CONVENTION
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NEW BOARD MEMBERS
Gary Crandall and Don Ferrario, both of 
whom joined the board in 2014, attended 
their first convention as board members. It 
was also announced that Chuck Ivester, well 
known for his lively and informative par-
ticipation on the MMOPA forums, has been 
elected to the board. Ivester brings a wealth 
of experience from his ownership of several 
PA-46 aircraft and is noted for espousing 
the benefits of running a piston PA-46 lean 
of peak — before he moved on and bought 
a Meridian! Board members are looking 
forward to having him join us!  

PA 46 ANGLE-OF-ATTACK  
INDICATOR PROJECT 
Mark Korin of Alpha Systems and Jon Sisk, 
MMOPA Ombudsman, described Alpha’s 
new AOA indicator and its PA-46 installa-
tion. They were joined on the panel by Pete 
Rouse from the FAA Small Plane Division, 
who discussed the new FAA simplified 
production approval policy, which allows 
expedited approval of the PA-46 AOA 
installation. This was the first time an FAA 
representative was invited to participate at 
MMOPA convention. Rouse also took part in 
several breakout sessions. 

THE STORY OF US AIR 1549 —  
FROM THE BACK OF THE PLANE
Doreen Welsh, a senior US Air flight atten-
dant and flight crewmember aboard the 
US Airways Flight 1549 (the Miracle on 
the Hudson), provided details of the flight 
and its disembarkment of passengers in the 
Hudson from a perspective few have heard 
before.  She talked about the training she 
received over 35 years as a flight attendant 
and how she used that training instinctively 
to evacuate passengers after suffering a severe 
leg wound. It was a lively presentation and 
reinforced the importance of training and 
preparation for that one moment when it is 
really needed.

MANNY CASIANO’S ACCIDENT REVIEW
Manny Casiano, our new president and chair of 
MMOPA’s Safety Committee, presented the 
always popular and well-attended Accident 
Review session again this year. Manny’s in-
sightful analysis was sobering, as he focused 
on the near record number of accidents in 
the first nine months of 2014.  

JEFF SCHWEITZER, PRESIDENT’S 
AWARD HONOREE
Former MMOPA President and Board Mem-
ber Jeff Schweitzer was honored with the 
President’s Award for his years of dedicated 
service to MMOPA. He is well-known to 

MMOPA members as an avid and colorful 
writer who has contributed more articles to 
MMOPA magazine than any other mem-
ber.  Schweitzer is a very worthy recipient of 
MMOPA’s most prestigious award.

Other memorable moments at the 2014 
Convention included Bill Alberts’ auctioneer-
ing, some eclectic music over dinner, Dr. Paul 
Buza’s compelling presentation on slow-onset 
hypoxia, and the Sunday morning parade of 
PA-46 takeoffs under beautiful blue skies at 
Page Field. If you were unable to attend the 
convention, please check the website where 

we have made many of the speaker presenta-
tions available for your benefit.

Next September the MMOPA Annual Fly-In 
Convention moves to beautiful Coeur d’Alene, 
Idaho, 30 miles east of Spokane, Wash.  
Barbara Walters called the city “a little slice 
of Heaven” and included it in her list of 
most fascinating places to visit.  This will be 
a “must attend” for those who have never 
had the opportunity to explore the Pacific 
Northwest.  So mark your calendars for Sept. 
16–20, 2015, and watch for more details on 
the MMOPA website!



Some of you may remember me from 
eWEEK, where I’m the senior columnist 
and Washington Bureau chief. I’ve been 
writing about mobile technology since a 
portable computer weighed 75 pounds. 
I’ve also been writing about aviation and 
the space program for at least that long. I 
know that some of you have been around 
this business much longer, so I hope 
you’ll bear with me as I learn. 

Fortunately, there’s a lot to learn. It 

wasn’t long after Apple released the iPad 
that this device found its way into the 
cockpit. Over the years, I’ve reviewed 
some of the earliest EFBs, navigation 
apps and pilots’ tools for a variety of 
publications and, as those products grew 
and matured, I’ve looked at them again. 
Together we can have a great adventure.

But, of course, when you’re flying, you 
don’t always want an adventure. Most of 
the time what you’re looking for is a way 

to have everything nice and routine. You 
want to know what to expect before it 
happens — what the weather will be like, 
where the other air traffic will be — and 
you want to know exactly what your 
aircraft is doing every second. 

That’s where the Stratus 2 ADS-B 
receiver comes in. This is a device that 
will show you current weather, including 
animated weather radar. It also shows 
traffic although the most complete traffic 
display requires ADS-B Out installed in 
your aircraft. It’s got a GPS receiver built 
into the device so it can drive a position 
display on your iPad. 

Your iPad, meanwhile, needs to be 
running the ForeFlight app to be fully 
useful. ForeFlight is by far the most 
popular EFB app available for the iPad, 
and it’s fully featured. Because the folks 
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Changing Places  
Winter 2015.  BY WAYNE RASH

Y
our eyes aren’t fooling you. Yes, this is the MiPad column 
that’s been running in these pages for the last few years, 
but it’s MiPad with a difference. My friend John Ruley has 
moved on to lend his expertise as a consultant to the space 
program, and I’ve been asked to take over this column. I 

hope you enjoy my efforts to keep you up to date on new iPad apps

MiPAD

(ABOVE) With ForeFlight version 6.0, Stratus 
2 pilots can now view in-flight weather and 
backup attitude information side-by-side.



at Sporty’s Pilot Shop, and Appareo, the 
manufacturers of the Stratus, worked 
very closely with the people at ForeFlight 
to develop the Stratus 2, the hardware/
software integration is complete. 
 It’s important to know what the Stratus 
and its associated apps cannot do. If your 
airplane doesn’t have ADS-B Out, for 
example, you may not see some traffic 
around you (although you may see some 
as a result of transmissions to other 
aircraft near you). This means that it’s 
necessary to do it the old-fashioned way, 
and look for other aircraft. Of course, 
you should be doing that anyway.
 The Stratus 2 also provides an atti-
tude heading reference system (AHRS) 
app that’s available for free. That app is 
Horizon, and it provides a full-screen 
display of the attitude of the aircraft 
that the Stratus is mounted in, as well as 
the GPS altitude, groundspeed, direc-
tion, rate of climb, direction and track. 
Horizon can be displayed on a split 
screen with ForeFlight in addition to 
the full-screen mode.

 The only real 
downside to the 
strong integra-
tion between 
ForeFlight and 
Stratus 2 is that 
there’s no place 
for anything 
else. At this point, 
other EFB software isn’t able to work 
with Stratus 2 although, presumably, 
there’s nothing to prevent that, if 
someone wanted to write an 
app, but given the dominant 
position of ForeFlight already, 
I’m not holding my breath for 
that to happen.
 On the other hand, that tight integra-
tion does make it easy to get the software 
and set it up. You can download both 
ForeFlight and Horizon from Apple’s 
App Store for free. If you want current 
charts for ForeFlight, however, you will 
need a subscription. But other data, 
including the weather data, are provided 
for free from the FAA’s ADS-B weather 

transmitters. In a nice touch, the 
ForeFlight app, which is 

frequently updated, will 
also provide updates to 
the Stratus directly from 
the ForeFlight menu.
   Once you’ve down-
loaded the apps to your 
iOS device, all you have 

to do is turn on the 
Stratus 2 and search 

for its WiFi signal 
in the Settings 
menu. Once 

you’ve found that 
and connected to it, 
all you have to do is 
launch the apps, and 
you’re connected. 

Stratus 2 information 
will start showing up in 
ForeFlight. Even less is 
required with the Ho-
rizon app, which only 

displays data from the 
Stratus and, if the device 
isn’t turned on, it will 

prompt you to do so.
   If you’re flying out of an 

airport with a tower that trans-
mits data for ADS-B, you can 
start receiving data on the ground, 

even before you get to your airplane. 
However, some users will need to take 
off and get some altitude before they’re 
in a line of sight from the ADS-B trans-

mitting tower.
 Once everything is installed and run-
ning, the data that’s available is incredi-
bly useful, and it works as well as ADS-B 
receivers costing many times more than 
the Stratus 2 under-$900 price tag. 
 By now you’re probably thinking that 
all of this tight integration and slick 
software is nice, but what is it like to fly 
with the Stratus 2? Unfortunately, that’s 
a story for another day. As nice as the 
Stratus may be, it deserves much more 
than just a quick look here. The updated 
version of the Stratus includes what 
Sporty’s calls a Flight Data Recorder, 
which includes information about speed, 
direction and GPS data. Sporty’s says 
that this feature is good for post-flight 
debriefs by instructors or for pilots to 
review their flights.
 But it takes more time than I’ve had 
with this device to give you a complete 
look at how it works where it counts, 
aboard an airplane like yours, so I’ll 
come back to that once I’ve had the time 
required to give it a full and fair look. 
Considering how well everything has 
gone so far, this should be a breeze for 

the Stratus 2.
Wayne Rash is based near 
Washington, D.C., where he 
works as bureau chief and 
senior columnist for eWEEK. 
He has been a pilot since 1968. 
He can be reached at wayne@
waynerash.com
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The optional 
Suction Cup 
Mount with 
Cradle for  
Stratus 2

Status 2 wireless receiver

If you’re flying out of an 
airport with a tower that 
transmits data for ADS-B, 
you can start receiving 
data on the ground, even 
before you get to your 
airplane.



 First of all, if you are in the business of rent-
ing out your property or equipment, then in 
the majority of cases, that is the end of the 
conversation.  It is a rental operation and rental 
activities are passive — case settled. 
 Sometimes, even though you are in a rental 
operation, you do so much work attributable to 
the property that you are providing more than 
just the use of your equipment or in this case 
your plane. If so, you may find yourself con-
ducting a trade or business operation instead of 
a rental operation.  And if that is the case, you 
avoid Section 469 altogether. 
 The tax nightmare of passive-activity rental 
losses is that they can only be used to reduce 
passive-activity rental income. If you have a 
passive-activity rental loss, you can’t use it to 
reduce business income or offset your W-2 sal-
ary. If you have a passive-activity rental loss but 

no passive-activity rental income for that year, 
all is not lost. The loss is held in abeyance until 
a future year when you have passive-activity 
rental income to use the loss against or you sell 
the asset that generated the passive loss. Then 
you get your deduction in whatever year the 
sale occurs.
 Without a dance partner (his logs), Williams 
was fighting an uphill battle. He presented to 
the court incomplete flight logs for the airplane’s 
use. With airplanes, there are pilot logs, power 
plant logs and airframe logs. In the tax world, 
there are Section 274 travel logs which require 
a description of who, what, where, when and, 
most importantly, why the flight occurred, and 
there are Section 469 logs to prove your activity 
participation. 
    Taxpayers try to use a couple of popular 
tests to escape Section 469. There is the test 

for spending more than 500 hours per year of 
service in the venture. Or you could use the 
100-hours-of-service test per year, assum-
ing that nobody else, owners or non-owners, 
spends more time than that.
 Williams did not provide any log or other 
description of his time and efforts of service 
to the court. Williams was an attorney. He 
drafted his agreements with the flight schools 
to include a statement that limited the work 
of others to less than 100 hours so he could 
avoid the Section 469 restrictions. The judge 
noted that as an attorney, he should have a 
basic idea of tracking his time. The judge was 
not impressed that he provided no evidence 
as to the amount of time he spent drafting 
the agreements. The court tried to look at the 
contracts to see how much time and effort 
were involved with the contracts but was not 
able to come up with any estimate of time for 
drafting the contracts.
 Williams rented the plane to a flight school, 
and he was paid based on the hours of use by 
the flight school. The flight school was required 
by its agreement to provide this information 
to Williams. This information was not given 
to the court as evidence. Instead he only gave 
the court the incomplete flight log for the plane 
showing only the use of the plane by Williams 
himself.
 Whatever could go wrong continued to 
go wrong for Williams. He stated that he was 
involved in the day-to-day activities but could 
not produce any records that supported his po-
sition. He stated that he questioned and debated 
charges on invoices but did not produce any of 
the invoices that were questioned. He said he 
worked on a marketing plan for the plane but 
he did not specify how he participated in the 
airplane marketing.
 The judge reminded us in his opinion that 
any income-tax deductions are a “matter of 
legislative grace,” and it is up to the taxpayer 
to prove that they are entitled to claim a tax 
deduction for the expense. Without logs or 
other supporting evidence, Williams failed to 
convince the court that he materially participat-
ed in the airplane activity. Therefore, Williams 
was not able to deduct the current-year airplane 
loss against his other business income and had 
to just stick the airplane passive loss in his back 
pocket for a later year.
 Don’t go dancing without a partner or, in this 
case, your tax logs. Without them, you are in for 
a fight that you are very likely to lose.      
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 Pub-
lic Accountants, and can be reached at 334 N.W. 3rd 
Ave., Ocala, FL  34479, telephone (352) 732-0171, fax 
(352) 816-1370, email OHD@DJCoCPA.com. Daniels 
has held his license as a private pilot since 1991. This 
article is available for reprint upon request.

TAX TALK
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If you’re going to make a  
claim, provide the evidence  
to support your cause  
BY HARRY DANIELS, CPA, CFP®, PFS, CVA

W
hen you go to a dance, be sure to take your partner. In 
a recent tax court case, Mr. and Mrs. Williams learned 
this all too well. They were involved in a typical IRS 
audit involving their airplane and Code Section 469, the 
infamous passive-activity loss rule.
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 Kunkel has served as a volunteer pilot and 
board member for LightHawk for seven 
years. LightHawk is a non-profit organization 
that pairs pilots with conservation projects to 
accelerate conservation success throughout 
North and Central America. When the June 
2012 call came to airlift some endangered 
falcon chicks from Brownsville, Texas, to 
Sheridan, Wyo., (where they would receive 
care for an aggressive infestation at the 
Peregrine Fund’s world-class facility), he was 
prepared to say, “Yes.” 
 Another pilot ferried the chicks from 
Belize and was scheduled to connect in 
Brownsville for the hand-off, but the second-
leg pilot had to bow out at the last minute. 
On one day’s notice, Kunkel headed from his 
home base in Boulder, Colo., to Texas where 
he met the connecting LightHawk flight and 
delivered the rare chicks to Wyoming.
 Ecologists from the fund discovered the 
chicks during a routine banding program in 
Belize. The chicks, which were not expected 
to survive because they suffered from an 
infestation by a pest called the bot fly, re-
sponded well to initial treatment in Belize. 

 The Peregrine Fund has been working for 
18 years to restore orange-breasted falcons 
to their natural habitat in Belize. Biologists 
estimate there are currently fewer than 80 in-
dividual birds remaining in the wild in Belize 
and Guatemala. But these chicks would not 
have been candidates for release in the wild 
so they were destined for the fund’s breeding 
facility near Sheridan, which houses all of the 
world’s captive population of 24 birds.
 The fund had just two weeks to arrange 
a complex array of permits for the flight to 
Sheridan, and the whole rescue would have 
foundered without a volunteer pilot for the 
second leg. Kunkel’s pleased he made the effort.
 “This was truly amazing,” he recalled. “As 
the cabin started to pressurize, the chicks 
started flapping their wings in the carrier, as 
if they were taking flight. Once we were at 
cruise altitude, they settled down, but when 
we started to descend, they extended their 
wings as if they were soaring.
 “It blew my mind!”
 While Kunkel’s been heavily involved 
with wildlife-survival missions, he and other 
LightHawk volunteers have become the air 

support for all kinds of conservation efforts, 
flying photographers in their Cessnas with 
the doors removed, attaching video cam-
eras to their Bonanzas to map regions for 
reconstruction projects or showing potential 
donors precisely how their dollars would be 
used to protect special places for humans and 
wildlife alike. By bringing the aerial per-
spective to conservation efforts, LightHawk 
enables groups on the ground to accomplish 
their goals faster and more efficiently.
 At LightHawk’s recent annual gathering in 
Santa Fe, N.M., the work of the Sonoran Insti-
tute to restore the Colorado River Delta was 
highlighted. For more than five years, an entire 

cadre of volunteer pilots 
carried politicians, con-
servationists, reporters 
and videographers over 
the 23-mile stretch 
of parched riverbed 
through Baja Califor-
nia that was reborn in 
May 2014 when the 
Colorado met the Gulf 
of California for the first 
time in 16 years. 

 The pulse-flow restoration was a demon-
stration project to show what could be done 
through the cross-border cooperation of 
Mexico and the United States. Some Light-
Hawk pilots got so involved that they left 
their cockpits to plant cottonwood trees and 
dig the trenches that would direct the river 
that would once again reach its natural outlet 
in the Sea of Cortez.
 Still other pilots have flown representatives 
of national organizations like The Nature 
Conservancy or locals like Save the (San 
Francisco) Bay as they monitor conservation 
projects across the U.S. and Central America 
or spread the word about efforts to restore 
habitat for Coho salmon and cut channels to 
recreate estuaries for healthy water systems. 
Flights range from tracking jaguars in the 
jungles of Guatemala to helping scientists 
count sharks and rays off the coast of Florida. 
 More than 230 pilots now volunteer for 
LightHawk, and the organization is seeking 
other 1,000-hour PIC-qualified pilots with 
access to planes from single-engine one-to-four 
seaters for photography and aerial tours to 
turboprops and jets for wildlife survival flights. 
Pilots donate all the costs associated with the 
conservation flights, and LightHawk has a de-
tailed system to document these donations for 
tax purposes. Visit LightHawk.org to volunteer.
 Oh, and if you think it’s counterproduc-
tive to burn AvGas or Jet A to benefit con-
servation efforts, LightHawk is pleased to 
tell you that it buys carbon credits to offset 
that fuel use.

CONSERVATION

Lending wings to the  
conservation effort
Volunteer pilots find a way to help through LightHawk.  BY MICHELLE CARTER 

D
avid Kunkel, a Meridian owner/pilot from Meeker, Colo., 
has been studying the art of aviation for a lifetime, but he 
was truly awe-struck when he watched the instinct for flight 
in action in two orange-breasted falcon chicks, the tropical 
counterparts of the American peregrine falcon.

David Kunkel
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 “My vision for Piper is to 
stabilize the business, im-
prove the business and grow 
the business,” Caldecott said.
 “It’s a very simple formula, 
and it’s easy to remember. 
The MMOPA membership 
might get fed up with hear-
ing me talk about the same 
thing, but to me it is a simple 
recipe. If we follow it consis-
tently and stay focused on it, 
then we will be successful.”
 Caldecott believes his plan 
begins with good communi-
cation.

 “On my first day as CEO I 
called an all-hands meeting 
and committed to the em-
ployees that I would always 
keep them informed as to 
what was going on in the 
business,” Caldecott said.   
 He not only disseminates 
information, but he also 
listens.  “I like to listen to our 
customers, many of whom 
have their own businesses. 
It’s nice to hear what they are 
doing and how they are do-
ing it so you can draw those 
synergies.” 

  A key component to 
Caldecott’s 10-year road 
map for the company is to 
enrich Piper’s relationship 
with flight-training schools. 
Caldecott earned a pilot 
license from a school here 
in the United States, and the 
experience helps him man-
age his company’s new goals 
in the flight-training arena.
 “By the year 2033, more 
than half a million new pilots 
will be needed. It’s time to 
build relationships with flight 
schools over a period of years, 
each year delivering more and 
more aircraft.  There are not 
enough flight schools that do 
the type of commercial flight 
training to meet the demands 
of the global market. 
 “For every aircraft deliv-
ered, we will allocate a cer-
tain amount of scholarship 
money. It’s a way to assist 
some of the students who 
can’t afford to pay the whole 
cost themselves,” Caldecott 
said.
 Piper’s attention to grow-
ing flight-training oppor-
tunities does not end there.  

“Aviation requires a team of 
other people as well, gen-
erating a lot of jobs from 
maintenance to purchasing. 
There are many opportuni-
ties for young people coming 
along.  Even if they don’t 
want to learn to fly, there are 
many other jobs exposed to 
the aviation side.”
 An example of that ema-
nates from Piper’s hometown 
of Vero Beach, Fla., where 
the company worked with 
Indian River State College to 
produce a behind-the-scenes 
video illustrating Piper’s 
manufacturing and assembly 
processes.  The company 
took this a step further, giv-
ing the college a scholar-
ship to improve their digital 
media program and provide 
valuable work experience.  
Though the work may not 
be in the cockpit, the project 
illustrates the inarguable tie 
between aviation manufac-
turing and the rest of the 
world.  
 “Investing in the com-
munity is always a win-win 
situation.”

INTERVIEW
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An exclusive  
interview with Piper’s 
Simon Caldecott 

S
imon Caldecott is president and CEO 
of Piper Aircraft.  After stints with Brit-
ish Aerospace, Hawker Beechcraft and 
Raytheon, Caldecott took the reins of the 
American General Aviation manufacturer 

in 2011.  He spoke with AJ Publications at the recent 
MMOPA convention in Bonita Springs, Fla.

By the year 2033, more than half a million 
new pilots will be needed. It’s time to 
build relationships with flight schools
over a period of years, each year delivering 
more and more aircraft.  There are not 
enough flight schools that do the type of 
commercial flight training to meet the 
demands of the global market. 
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I
t’s hard to choose
where to go first 
when you fly 
into Nemaco-
lin Woodlands 

Resort in the Allegh-
enies of southwestern 
Pennsylvania. 

You could head to the 
Woodlands Auto Toy 
Store to ogle (and perhaps
bid on) the 1936 Cord 810 
Phaeton or the 1950 Capt. 
America Harley, signed by 
Peter Fonda. But then late 
actor Steve McQueen’s 
1931 Pitcairn PA-8 is up 
at the Pride and Joy Air-
plane Museum, sharing 
space with a de Haviland
Moth Minor.

Perhaps your tastes
run to fine art. The art

collection of Nemacolin
founder, Joseph A. Har-
dy III, which is spread 
all over the 2,000-acre 
resort, includes originals 
by Toulouse-Lautrec, 
Calder, Remington,
Tiffany and Audubon.
If you’re inspired to pick 
up some of your own, 
the Nemacolin Galleries
spotlight the works of 
emerging artists at Meet 
the Artist events.

The Wildlife Acad-
emy is beckoning as 
well. It’s dedicated to 
providing interactive 
entertainment and
live-animal programs 
with an emphasis on
education. You can
share some space with

zebra
wolves, leopards, two-
toed sloths, an alligator,
snapping turtles and 
a white tiger! You can
see them all on Louie’s
Africa Train Ride or the 
Safari Tour.

Nemacolin shows
itself off particularly well
in the winter when snow 
covers the champion-
ship Mystic Rock Golf 
Course. Now those man-
icured, PGA-approved 
greens take on a new 
life as trails for snow-
shoeing, cross-country 
skiing and dog-sledding. 
Downhill skiing and
snowboarding are avail-
able on the seven slopes
and 25 acres of Mystic

ountain, which is
ally illuminated
night use.
nother course is
icated to snow-
ng with a lift back 
e top of the hill.

   When the snow 
recedes, the Field Club 
offers a 140-acre com-
plex for clay-shooting
enthusiasts and the
Orvis® Endorsed Fly 
Fishing Lodge where 
anglers of all abilities 
can choose from trout 
streams including the
Youghiogheny River, 
a waterway that flows 
north from Maryland 
and into the Mononga-
hela just before it joins 
with the Allegheny to
form the Ohio River. A
number of smaller creeks 
provide the shallows that
browns, brookies and 
rainbow trout prefer.

But the biggest attrac-

the resorts private airfield 
(PA88) in Farmington, 
62 miles southeast of 
Pittsburgh. The 3,980-
foot runway is paved and 
well-maintained, but
the airport has no fuel 
or ground services so
you’ll need to plan ahead.
Operations are limited to
day-time arrivals and de-
partures. Contact resort 
security at 800.422.2736 
or 724.329.6121 or
by email at security@
nemacolin.com 48 hours 
before you plan to arrive. 
A call the day before will 
provide an update on 
weather and NOTAMs.

IF YOU GO…

NEMACOLIN WOODLANDS 
RESORT
1001 Lafayette Drive
Farmington PA 15437
724.329.8555
Nemacolin.com

NEMACOLIN AIRPORT (PA88)
1001 Lafayette Drive
Farmington PA 15437
724.329.6121
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Ready for an alligator
in the Alleghenies?
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BY MICHELLE CARTER
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F
ew spots on 
earth are 
as instantly 
recognizable 
as the North-

ern California coast
at Mendocino County 
where eons of pound-
ing surf, sun and wind
have carved a unique
architecture of natural 
bridges, tunnels, coves 
and inlets.
  Inns are situated above
the cliffs with Adiron-
dack chairs set up to
take in the spectacular 
sunsets (with a glass of 
Anderson Valley wine),
and the constant rhythm
of the surf to lull you
to sleep. It’s a get-away 
paradise, and you fly 
right into the heart of 
it all at the Little River 
Airport (KLLR).  

The airport, which
served as an outly-
ing field to the Naval 

Auxiliary Air Station
at Santa Rosa, Calif., in 
the ‘40s, offers a paved
5,249-foot runway on 
a coastal plateau. Click 
your mic three times for
AWOS, and that’s about
it for amenities. Enter-
prise Rent-a-Car in Fort
Bragg 30 miles north
will arrange delivery 
and drop-off of a rental 
car if you like. 

But you don’t need
one. The elegant McCal-
lum House in the town
of Mendocino (the actual
setting for the fictional
Cabot Cove of “Murder, 
She Wrote” fame) will be
happy to send a car for
you if you let them know 
when to expect you. Then
you can explore the bluffs 
and watch for whales, 
enjoy great meals and 
sip Mendocino County 
wines without the hassle
of a car.

Should you hanker for
an even slower pace, 
consider venturing 15 
miles south of Little
River to the tiny hamlet
of Elk, which once 
housed the bustling
Goodyear Redwood 
Lumber Mill. The (occa-
sionally open) Green-
wood Museum on the 
bluffs above Greenwood
Creek Beach, the site 
of the once-thriving 
sawmill, tells the story 
of the clipper ships that 
sailed into the deep cove
and loaded finished
lumber and off-loaded 
passengers by means of 
a high-line rigged across
five tiny islands to the 
headland.

The remnants of 
that line and the cove 
beneath it provide the
spectacular view of the 
Sandpiper House Inn 
in Elk. The surf surges

rough a blow-hole 
n the wall of St. An-
hony’s Point below, 
and hawks and an
casional eagle soar 

on the thermals while 
you sit and watch. 

Stroll into town for
dinner at Bridget’s or just
make a meal of the hors 
d’oeuvres and wine that
the innkeepers set out in
front of the fireplace in
the craftsman-style living 
room. For exercise after
the bounteous breakfast, 
walk down to Green-
wood Creek Beach and
imagine the mouth of 
the creek with redwood
logs packed end-to-end 
and destined to meet the
construction demands
in San Francisco, which
was rebuilding after the
Great Earthquake and 
Fire of 1906.

And you don’t
need a car here either.
When you call to make
reservations, tell the 
innkeeper you will be
flying in to Little River
and they’ll be there to
meet you.

If Little River is
weathered-out, another
option is to fly into

Ukiah (KUKI) about 30 
miles inland. Ukiah’s al-
most always sunny and 
Hertz will deliver a car 
to the airport. Then you 
can drive through some 
of the most spectacular 
redwood forests on your
way to the coast. 

And did I mention
the wineries of Ander-
son Valley, which flank 
Highway 128 and the
Navarro River. You can
sample your way to Elk 
and/or Mendocino and 
then buy your cases on 
the way back. 

IF YOU GO…

LITTLE RIVER AIRPORT (KLLR)
43001 Little River-Airport Road
Little River CA 95456
707.463.4363

ENTERPRISE RENT-A-CAR
200 E. Chestnut St.
Fort Bragg CA 95437
707.202.5048

UKIAH MUNICIPAL AIRPORT 
(KUKI)
Ukiah CA 95482
707.467.2817

HERTZ RENT-A-CAR
100 W. Lake Mendocino Drive 
Ukiah CA 95482
707.468.0537
Hertz.com

SANDPIPER HOUSE INN
P.O. Box 189
5520 S. Highway 1
Elk CA 94532
800.894.9016
SandpiperHouse.com

MACCALLUM HOUSE 
P.O. Box 206     
45020 Albion St.
Mendocino CA 95460
800.609.0492
MacCallumHouse.com
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Fly in, step back, and
enjoy the bewitching

y , p ,y , p ,

Northern California coast
j y gj y

BY MICHELLE CARTER
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NEW AIRCRAFT SALES     l     SERVICE     l     BROKERAGE     l     AVIONICS & PARTS
877.359.7473

You know better than anyone - owning an aircraft is a journey. And 
on your journey, it pays to have an experienced travel guide at your 
side. Consider Flightline Group just that. We’re a one-stop shop for all 
things Piper in the Southeast, dedicated to making your journey the 
adventure you want it to be.
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I
tching to fly some
place warm for
some golf this
winter — without 
the hassle of eAPIS 

or Customs? Reserve your 
stay at Lajitas Golf Resort 
and Spa on the Rio Grande
River in Texas, and you 
can land at the resort’s 
private airport. They’ll pick 
you up and deliver you to 
your room!

Set between Big Bend 
National Park and Big 
Bend Ranch State Park,
the 27,000 acres of Lajitas 
offer some of the most
spectacular high-desert 
landscape in the vast 
curve of the Rio Grande in
remote southwest Texas — 
and a world-class 18-hole
golf course, Black Jack’s 
Crossing, designed by 
PGA Hall of Fame golfer, 
Lanny Wadkins.

If shooting piques your

interest, Lajitas lives up to
its Wild West image. Five 
Stand Sporting Clay Shoot
allows shooters of all abili-
ties some exciting target 
combinations. Then you
can get into the “wannabe”
action, if you like, with
a Cowboy Action Shoot
(with a single-action pistol,
a side-by-side shot-gun, 
and a lever-action rifle) or
a Combat Course, using an
AR-15, a 9 mm pistol, and 
a pump-action shotgun.

Spend a few hours at the 
Equestrian Center and you
may never get your golf 
clubs out of the plane. Pick 
out a pony that matches
your skill set, and you can 
take riding lessons or head 
out on hour-long, half-day 
and full-day trail rides that 
cross Comanche Creek 
and provide breathtaking
views of Mesa de Anguila,
Lajitas Mesa and Mexico. 

Cap your riding adventure
with the Buena Suerte 
Overnight, a ride out to the 
historic Fresno Mine and
the ghost town of Buena 
Suerte. Cowboy cooks
will prepare a world-class 
campfire dinner and a 
hot breakfast after a night 
under the stars.

And, of course, there’s
the Agave Spa with a full 
range of services, including
facials and body treat-
ments using herbal ingre-
dients and stones native to
the Big Bend Region.

On the site of Black 
Jack’s Crossing is the Yates
Longhorn Museum which
honors the legacy of the 
Texas Longhorn, one of 
the most recognizable 
icons of the American 
West, and the cowboys
who moved them along on 
trail drives throughout the 
19th Century.

The unique Lajitas set-
ting may inspire you to 
catch a ride to Big Bend 
National Park where
you can access the Rio
Grande. Five spectacu-
lar river canyons in Big
Bend offer opportunities
to kayak, canoe or raft. 
River tours and equip-
ment can be reserved 
from the park website,
along with organized
groups and bus tours for
bird watchers and others
who are curious about 
the intriguing natural
and human history of 
the Big Bend.

The airport itself fea-
tures a 6,000-foot runway,
full 100LL and Jet A fuel 
and complimentary tie-
down services. The airport 
complex is designed to ac-
commodate a wide range

of aircraft.
Landing reservations 

for the airport must be
made at least 72 hours
in advance. Call Airport 
Manager Clayton Choate
at 432.424.5000 to arrange
your arrival and ground
transportation. To ease
your mind, know that the
Brewster County Sheriff 
barracks is located on the 
airport property for added 
security.

IF YOU GO…

LAJITAS GOLF  
RESORT AND SPA
HC 70, Box 400
Lajitas, TX 79852
432.424.5000
LajitasGolfResort.com

LAJITAS INTERNATIONAL 
AIRPORT (89TE)
HC 70 BOX 400
Lajitas, TX 79852
432.424.5000

BIG BEND NATIONAL PARK
VisitBigBend.com
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Head south — but still north
of the border this winter
BY MICHELLE CARTER
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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)



It takes you beyond the realm of checklists 

and procedures and delivers the confidence of 

knowing you’ve mastered the unexpected.

VALUE. PERSONALIZED. FRIENDLY.
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you’ve mastered the unexpected.

VALVAL
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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Visit SIMCOM’s website at simulator.com

At SIMCOM, training is not just about “checking the box.” It’s about 
preparing pilots for real world flight operations. 866.692.1994
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