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Can’t-Miss 
Events: Oshkosh 
and MMOPA
As my husband Tim and I were pack-
ing up our plane for the journey to 
AirVenture 2017, we began counting 
up how many late-July treks we’ve 
made to Oshkosh. We came up with 
25 for him and 23 for me. Most of 
my trips to Oshkosh were work-
related, as I covered the show in my 
editor role at Twin & Turbine, or 
worked the booths of various clients. 
But that’s just an excuse. A week of 
Oshkosh is exhausting with the heat, 
sun and miles of walking. But it never 
feels like work. Mighty warbirds, 
historic aircraft, aviation heroes, 
acres of vintage planes and a plethora 
of new products: Where else can you 
see, smell, feel and experience every 
aspect of aviation under the sun?

There were a number of “Only 
at Oshkosh” events at this year’s 
airshow including:

• U.S. Navy Blue Angels (My personal 
favorite. Go Navy!)

• Tribute to the Doolittle raiders with 
13 (yes that’s right!) B-25’s flying at 
the same time. Meanwhile, 101-year-
old Dick Cole, the only remaining 
Raider and Doolittle’s co-pilot, sat 
below watching and smiling. 

• Two B-29’s (FiFi and Doc) 
flying together.

• Apollo astronaut reunion including 
Buzz Aldrin, Frank Borman, Fred 
Haise, Jim Lovell and others.

• All my favorite air show performers, 
including our own Kirby Chambliss.

There was another “first” that 
occurred at this year’s Oshkosh: 
MMOPA’s tent inside Piper’s 
impressive exhibit and member access 
to the M-Club. Piper graciously 
provided a tent, tables and chairs for 
our organization to greet current 
members and talk to prospective 
members. Jon Sisk put in dozens of 
hours in preparation and for that; 
we owe him a big “thank you.” More 
than 40 members stopped by the tent 
and at least 20 PA46 owners signed 
up for 30-day trial memberships. One 
lucky trial member, William Wobbe, 
a Meridian owner from Leesburg, 
Virginia, won the drawing for a new 
ANR Lightspeed headset. 

The biggest product news that came 
out of Oshkosh centered on avionics. 
Garmin unveiled their newest retrofit 
autopilots, the GFC500 and GFC600. 
During the show, Garmin was 
seeking input on which airframes to 
prioritize for STC approval. Several 
members reported they added their 
vote for the PA46 to the list, but 
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Member Guide

MMOPA Member Guide
Malibu/Mirage Owners & Pilots Association
8472 E. Moonlight Pass
Scottsdale, AZ 85266
203-303-7851
www.mmopa.com

MMOPA Executive Director
Brian Cameron – bcameron@mmopa.com

The Malibu/Mirage Owners & Pilots Association 
(MMOPA) is a not-for-profit organization dedicated to 
the interests and safety of owners and pilots worldwide 
who fly PA46 derivative (Malibu, Mirage, Meridian, 
JetPROP and Matrix) aircraft. MMOPA was founded in 
1991, and now serves more than 900 members. MMOPA 
is not affiliated with the Piper Aircraft, Inc., of any other 
manufacturer/vendor.

Membership is available to any registered or prospective 
owner and/or operator of qualified aircraft or any qualifying 
individual or organization involved with or providing a 
service for the PA-46 family of aircraft. Dues are $250 
annually and includes a subscription to MMOPA Magazine, 
access to the MMOPA members website and forums, and 
eligibility to attend MMOPA events and activities (additional 
fees may apply to some events). 

Member-Only Benefits & Services

MMOPA ONLINE FORUMS: One of the most active online 
forums in general aviation, the MMOPA forums has dozens 
of messages posted each day. It is the ideal place to discuss 
ownership, safety, operational and maintenance topics, 
absorb information or get any question answered. 

MMOPA HOTLINE: Members have access to experts to 
answer questions regarding airframe/engine, avionics, legal 
issues and general membership.

MMOPA LIBRARY: The MMOPA website has an in-depth 
library with a variety of maintenance instructions and best 
practice documents, checklists, POH’s and guides. In addition, 
there are training and safety content, Service Bulletin 
information and back issues of MMOPA Magazine. New 
resources are continually added and updated.

ANNUAL CONVENTION: Each year, PA46 pilots and 
enthusiasts gather for a four-day event featuring seminars, 
vendor trade show and social activities. The convention is 
open to MMOPA members and nonmembers. The location is 
rotated throughout each region of the country.

MMSTF: The Malibu Mirage Safety & Training Foundation 
is exclusively focused on the education and safety of 
PA46 Pilots and Operators. MMSTF was originally chartered 
by the Malibu Mirage Owner Pilot Association and became a 
fully independent nonprofit association in 2011. MMSTF is  
a 501(c)(3) and contributions may be tax deductible.

MMOPA Training Directory: MMOPA Vendor Members 
who have represented that they offer type-specific initial and 
recurrent PA46 training with an insurance-approved syllabus. 

RACE INITIATIVE: MMOPA and Piper Aircraft have 
developed a means for members to submit input to 
the Piper RACE Team (Reliability of Aircraft & the 
Customer Experience). This is a streamlined mechanism for 
real-world user experience from members to be provided to 
decision makers at Piper, for the purpose of making product 
design changes that benefit the PA46 fleet. Voluntary 
participation is appreciated by the other MMOPA members 
and by Piper Aircraft.

MARKETPLACE: Members and vendors can list aircraft, 
parts, services and other aviation related items for sale in 
this online listing service. 
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Garmin and Piper didn’t offer any 
concrete timeframes as of press 
time. In the next few weeks, I will 
be flying the new autopilot on board 
Garmin’s testbed and look forward 
to providing you a report on it. I have 
extensively flown with the STEC 55X, 
Garmin GFC700 and several King 
autopilots, so I look forward to seeing 
the GFC500/600’s capabilities. 

Dynon garnered a lot of 
attention with their move from the 
experimental sector to the certified 
aircraft realm. Their SkyView HDX 
integrated flight deck includes 
synthetic vision PFD, autopilot, 
weather, electronic flight bag, engine 
monitoring and fuel computer. The 
company also touted its affordability, 
with the C172 installation priced 
at $16,000. 

Finally, BendixKing announced its 
new AeroCruze retrofit autopilot to 
replace aging legacy King autopilots.

The next big event on my calendar 
is the MMOPA Fly-In Convention 
September. The convention organizers 
have put together a fantastic program 
of top-tier speakers including 
Tom Poberezny, Captain John Cox, 
Major Josh Boudreaux, former 
USAF Thunderbird No. 2 and current 
NORAD F-16 pilot in support of 
airspace control alert. (He’s one of 
those guys who show up on your 
wing if you blunder into a TFR 
unannounced.) Charleston is a 
lovely city and perfect backdrop for 
our gathering.

Just like with Oshkosh, I 
can’t wait to pack up my plane 
and head to Charleston. See 
you there! °•

 M M O P A  M A G A Z I N E   F A L L  2 0 1 7  7

C o n t i n u e d  f r o m  P a g e  3

Flightline Group Inc.

Half Page 4/C Ad
44
31
22
32

www.flightlinegroup.com



by Randy James

F
MMOPA’s Presence  
at EAA Airventure 2017
First, a HUGE thank you to Jon Sisk. MMOPA members 
are most fortunate to have such a talented volunteer as Jon. 
Many of you know Jon through his service as a MMOPA 
past president, board member and long serving Piper 
ombudsman. This year at EAA AirVenture Oshkosh 2017,  
I had the opportunity to observe Jon Sisk in action.

Piper generously permitted a MMOPA presence in 
the Piper display. When Jon learned of the opportunity 
from MMOPA’s Executive Director Brian Cameron, 
Jon jumped into action designing, planning and 
implementing a plan to present MMOPA in the most 
positive light at EAA for MMOPA’s members, Piper and 
prospective members.

Housed within the Piper exhibit, Jon’s design for the 
MMOPA “booth” included an interactive touchscreen 
tablet, permitting current members to sign our guest 
book and allow new members to register for a 30-day 
free MMOPA membership. Those who took the few 
minutes to register were entered in a drawing for wireless 
Lightspeed Zulu 3 headset. Jon negotiated with Lightspeed 
a discounted price for the headset.

In addition, Jon’s booth design included a custom-made 
banner tastefully disclosing to EAA attendees what the 
MMOPA booth offered. And, incredibly, Jon created a 

custom-made 8G flash drive, which included 1 gigabyte of 
data from the MMOPA website, including past MMOPA 
magazines, instructor community information, hotline 
information and other resources.

I watched firsthand Jon’s interaction with Piper team 
members – from CEO and President Simon Caldecott to 
the college interns assisting Piper team members. It was 
evident the respect the Piper team has for Jon.

Furthermore, I witnessed Jon ensuring the MMOPA 
newbies (yes, this was my first trip to EAA) were intro-
duced to Piper team members, MMOPA members and 
vendors who were longtime acquaintances or friends of 
Jon in the general aviation community. I observed many of 
those acquaintances and friends come to the booth looking 
for Jon. At one point, I thought of putting a sign up that 
said, “Jon Sisk will return momentarily.”

Jon designed and presented a stunning MMOPA 
plaque to Simon Caldecott celebrating Piper's 80 years 
of airplane manufacturing. He self lessly placed my 
name on the plaque as the MMOPA President instead 
of his name as the MMOPA Piper Ombudsman. And 
when Lance Boxer signed the purchase agreement 
for an M600 at EAA, Lance asked Jon to pose for the 
congratulatory photographs with Piper President 
Simon Caldecott.

Jon Sisk is a gem; MMOPA is most fortunate to have 
such a talented ambassador for the PA46 fleet and general 
aviation is equally fortunate. Jon loves EAA, MMOPA, the 
MMOPA community, Piper and general aviation. We are 
most fortunate to have Jon Sisk associated with MMOPA.

PRESIDENT'S LETTER
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Jon Sisk presented a commemorative plaque 
on behalf of MMOPA to Piper CEO and 
President Simon Caldecott in celebration of 
Piper’s 80th anniversary.
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A Big Thank You  
to Dianne White

Our MMOPA Magazine editor 
went above and beyond the call of her 
editorial duty by working the booth 
for many hours Monday and Tuesday 
(and other days – I had to return to 
my day job Wednesday necessitating 
my departure Tuesday evening.) 
Although Jon Sisk had many folks 
looking for him, I believe Dianne’s 
bright smile, engaging personality 
and general aviation experience 
captivated EAA 2017 attendees. 
Rather than waxing poetic here, 
attendees wanted to talk to her and 
everyone she spoke with appeared 
grateful for the time she gave them. 
Dianne is dedicated in her post, 
devoted to general aviation and darn 
pleasant to be around in addition to 
being a mom and wife. She shared 
a story with me of her family’s 

MMOPA occupied a prominent spot within the Piper exhibit at 
AirVenture 2017.
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Cheri Darling  
cheridarling2@gmail.com 
602-909-7726 
3145 E Chandler Blvd. 
Suite 110, #235, Phoenix, AZ 85048

Covering the Bases  
Team Darling

Stellar Airpark Home for Sale
4452 W Kitty Hawk, Chandler AZ 85226

• Attached 48' X 38' hangar with epoxy �oor, restroom and street side overhead door.
• 4 Bedrooms, 4 ½ Baths. One bedroom has built-in desks and bookshelves for

possible office.
• Full wet bar with beer tap, refrigerator, ice maker, petri�ed wood inlayed bar top.
• Gourmet kitchen, stainless steel appliances with island and extra-large walk-in pantry.
• Huge open great room with 12 foot sliding glass door which opens to the pool area.
• Heated pool, large patio, built-in barbeque.
• Listed for $1,599,000
• MLS #5555760
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WELCOME NEW MMOPA MEMBERS
Jeffery Johnson, Floydada, TX
Jeff Klingelhofer, Sante Fe, NM
Ludovic Prevost
Roy Diaz, Midland, TX
Dan Corcoran, Park City, UT
Larry Denmark, Monroe, GA
Richard Beliveau, Carson, CA
Kyle Glynn, Ellendale, ND
Chulsoo Bae, Seoul, Korea
Mark Stevenson Salt lake City, UT
Jared Broadway, Duluth, MN
John Trefethen, Napa, CA
Robert Wilkes, Carrboro, NC
Bonnie Roth
Doug Kitani, Alexandria, VA
Matt Domenici, Mountain View, CA
Alireza Onghaei Ontario, CN
Derek Choy, Dublin, CA
Brandon Hansen, Oak View, CA
WT Comerford, Winston-Salem, NC
William Garner, Argyle, TX

Zane Conkle, McKinney, TX
Todd Parker, Orlando, FL
Suraj Nagaraj, Fremont, CA
Neema Assemi, Fresno, CA
David Kidd, Bend, OR
Philip DiTrolio, Suwanee, GA
Bob Bere, Fredericksburg, TX
Paul Himes, Fairfax, VA
Kelly Byram Shreveport, LA
Jason Jackson, College Station, TX
Verne Murray, Diablo, CA
Lance Windel, Ardmore, CA
Rick Susavilla
Keith Brown, Huntsville, AL
Glenn Buckspan, Nashville, TN
Philip Lloyd, Akron,OH
Kale Regier
Jerry Marti
Jacob Mooney, Overland Park, KS
Robert Jojo, Chicago, IL
Bryce Albrecht

Roy Wooten, Salt lake City, UT
Gerald Tillman, Natural Bridge, VA
Brandon Lewis, College Station, TX
David Boyle, College Station, TX
Jene Tebeaux, College Station, TX
Terrence Sweeney, Fairview Park, OH
Mark Kaufman, Rancho Cucamonga, CA
Daniel Cope, NYC, NY
Don Bobo, Santa Ana, CA
Derek Jancisin, Pittsburg, PA
Robert Ammon, Williston, VT
Terry Markovich, Bedminster, NJ
Fabiano Andrade, Duarte Singapore
Teresa Miller, Spring Grove,PA
Geoff Weisbart, Manchaca, TX
Don Coburn, Swanton, OH
William Gibson, New Braunfels, TX
Stephen Swensen, Clearfield, UT
Mark Johnson, Addison, TX
Ken McCalla, Dakota Dunes, SD

association with general aviation that I hope she will share 
in the pages of this magazine in the near future. That 
story continues to be written by her U.S. Naval Academy 
daughter who is planning for a naval aviation career as she 
enters her senior year.

Thank You to our MMOPA Booth Volunteers
It is always a risk someone will be left out when you begin 

thanking folks for their service. However, I must mention 
Mona Rathmel and Mary Beth Schwagel of MMSTF who  
volunteered for booth duty (although the booth had moved 
inside the Piper exhibit building by this time – lucky Mona  
and Mary Beth and others.). Also, thank you to board 
members Chuck Ivester and Dave Bennett, maintenance 
hotline guru Kevin Mead, legal hotline adviser Jerry Trachtman, 
and members Dennis Ryan and Amy Heaven of JetAviva. 
On Saturday, Kirby Chambliss took time for a visit fresh 
off his back-to-back wins in Kazan, Russia and Budapest 
and the leader in the overall World Championship Red Bull 
Air Race. Thank you one and all.

EAA AirVenture Type Club Coalition (TCC)
Jon Sisk and I attended the Type Club Coalition, which 

featured a presentation by Rick Beach of Cirrus Owners 
and Pilots Association (COPA). Our executive director, 
Brian Cameron, attended last year and would have this 
year but for a pesky sore back that would not have mixed 
well with the miles of walking and hours of standing that 

The MMOPA tent was a great gathering spot for 
MMOPA members and the Piper team. Pictured 
from left: Kevin Mead, Scott Alperin, Piper CEO 
& President Simon Caldecott, Gerry Blank and 
MMOPA Magazine Editor Dianne White.
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one does at EAA AirVenture. It was 
Brian’s attendance last year that gave 
birth to the FRAT tool concept, now 
an iPad app, and likewise resulted 
in his invitation to COPA Safety 
Chair Rick Beach to a MMOPA Board 
meeting devoted to safety as our 
featured safety speaker. Our concerns 
about safety were echoed by all the 
participants including AOPA safety 
director Richard McSpadden, and 
NTSB’s Tim LeBaron, deputy director 
of regional ops for their aviation 
safety office, and Chris Babcock of 
their recorders division.

I am also happy to report MMOPA 
appears to be ahead of the proverbial 
power curve on safety with our 
development of the FRAT tool, PAR, 
and two viable safety/supplemental 
flight training organizations, 
M-Class training and MMSTF. 
Clearly Cirrus is a leader, but COPA’s 
willingness to share with MMOPA 
and the other Type Club Coalition 
members is noteworthy. Training 
must be a constant as new PA46 
owners come online and surprisingly, 
only about 50 percent of PA46 owners 
are MMOPA members.

Continuing Call for Volunteers 
to serve on Committees and 
MMOPA’s Board

In response to my last President’s  
message asking for volunteers, I  
received one inquiry about partici- 
pating on the MMOPA Board.  
MMOPA needs member’s parti-
cipation and while a fellow Board 
member may target one or more of 
you for service, we welcome inquiries 
from our members. Contact me or 
any other Board member, officer or 
Jon Sisk about interest you may have 
in serving.

Call for Comments, 
Criticism or Concerns

My favorite trial consultant 
from Los Angeles (no, it is not Dr. 
Jason Bull or Dr. Phil, who the 

show is supposedly based on) has a 
saying following the rehearsal of an 
opening/closing statement. Please 
provide comments, criticism or 
abuse. I watered down the heading 
here to exclude abuse. But seriously 
folks, your Board and Officers need 
to know if you, the membership, has 

concerns or want changes. While the 
Forum is one place to express your 
concerns, you can email me, or any 
other officer or Board member. The 
board members and officers are all 
listed on the MMOPA website along 
with their email addresses and phone 
numbers. °•
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PAR: Upping Your Game
by Brad LaZerte

FFlying is not a spectator sport. Perhaps 
that is why you became a pilot. Like 
a professional athlete, you represent 
a uniquely driven, proud minority of 
the population. Unlike the average 
automobilist, who views driving as a 
right, pilots regard flying an airplane 
as a privilege. We hold ourselves to 
higher standards of aptitude and 
review. Statistically, this is reflected by 
a professional industry safety record 
that consistently outperforms that of 
the automotive industry (based on 
time in vehicle, driving has a fatality 
rate about 6 times greater than that of 
commercial airlines). 1, 2

Now that we are through patting 
ourselves on the back…

Removing scheduled airlines 
from the aforementioned equation, 
a private aircraft owner encounters 
a different statistic (private aircraft 
have a fatality rate about 19 times 
greater than driving, based on time 
in vehicle).1,2 Any airplane accident 
is a high-profile event. The FAA, the 
NTSB, insurance companies, and 
lawyers will scrutinize every aspect of 
an occurrence.

This is as it should be; alongside 
the higher skills required to become 
a pilot comes higher accountability. 
Our aircraft are maintained, 
overhauled, and regulated to a higher 
standard than other vehicles. Pilots 
are subjected to regular review, both 
physically and operationally. The 
lingering variables are the judgment 
and conduct of the pilot in command. 
We enjoy generous liberty as to when, 
where and how we get to fly.

And liability…
MMOPA, identifying a gap in 

safety and standardization, sought 
robust solutions from various 
stakeholders. The approach to 

improving safety and vitality is 
multipronged. You may have noticed 
the recent release of MMOPA’s 
Flight Risk Assessment Tool (FRAT) 
as an application to assist pilots 
in making an informed go/no-go 
decision. See “Meet the FRAT” Spring 
2017, and “Forecast Fiction” Summer 
2017 edition. FRAT addresses the 
biased subjectivity pilots often apply 
to a flight scenario, particularly 
where mission significance outweighs 
an objective analysis of risk (get 
home-itis). Still, risk analysis is only 
half the struggle.

Get Your Flying on PAR
To fully impact our pilot 

community’s safety record, we have 
to commit ourselves to ongoing self-
improvement.

Operating the aircraft to its fullest 
potential requires that you strive to 
be at your fullest potential. This is 
the goal of the MMOPA Proficiency 
Assessment Review (PAR). To 
accommodate the multitude 
of owners and operators, 
standardization must come through 
an outcome-based approach. In other 
words, does the pilot keep the aircraft 
in a desired state throughout the 
flight? If we were 

an airline, or other hierarchy-based 
entity, we could simply write and 
enforce a standardization manual to 
which all of us would adhere. Any 
airline pilot will attest: specific flight 
deck flows, verbal call-outs, and 
aircraft profiles are gospel and must 
be performed without infusing much 
personal technique. However, this is 
impractical for us considering our 
varieties of background, instruction 
and purpose with the airplane.

Be Deliberate
At the core of PAR is the concept 

of deliberative practice. When we 
think of practice, we often think of 
repetition. But simply practicing 
something over and over again 
does not guarantee you will gain 
any greater skill, and at best merely 
reinforces current habits. Deliberative 
practice is:

• Intentional;

• Aimed at improving performance;

• Designed for your current skill level;

• Combined with immediate feedback.

When using PAR, the aircraft 
state is accounted for and scored 
under specific tasks (such as a traffic 
pattern go-around, see Fig. 1). It is 
focused on specific benchmarks 
versus pilot methodology. You 
can start using PAR immediately. 
During routine flights, use PAR to 
debrief yourself after your flight 
to identify areas of strengths and 
weaknesses. Incorporate PAR into an 
instructional flight with your favorite 
instructor. PAR is designed so that it 
can be easily utilized by both pilots 
and instructors on a completely 
voluntary basis as a tool for self-
awareness and improvement.

SAFETY
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flight? If we were 
focused on specific benchmarks 
versus pilot methodology. You 
can start using PAR immediately. 
During routine flights, use PAR to 
debrief yourself after your flight 
to identify areas of strengths and 
weaknesses. Incorporate PAR into an 
instructional flight with your favorite 
instructor. PAR is designed so that it 
can be easily utilized by both pilots 
and instructors on a completely 
voluntary basis as a tool for self-
awareness and improvement.
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PAR is available for download 
through MMOPA. By design, it 
is detailed and specific. Through 
routine use, you will find yourself 
accountable to high standards. It 
should be noted PAR is not a training 
tool, but rather an evaluation tool; 
although not a check ride that you 
pass or fail. Rather, it is a means 
of gauging your performance on 
an ongoing basis. We need to stop 
believing that we have graduated 
from pilot training (ever) and instead 
remain committed to challenging 
ourselves to be as good (or better 
than) we were on our check-ride day.

Examples of where MMOPA 
feels PAR could be useful:
• It’s been six months since I flew with 

an instructor and I’d like to know 
which of my skills remain strong and 
which can use some additional work.

• I just finished my initial training and 
I’d like to understand how well I’m 
able to operate my aircraft relative to 
an established standard.

• My goal is to be as proficient as 
possible in the PA46. I’d like to assess 
my strengths and weaknesses in an 
effort to know where I can focus to 
become a better pilot.

The mere lack of accidents or 
incidents does not assure that 
unsafe practices are absent, just 
that error chains may have been 
broken either by good fortune or 
circumstance. Also, it has never 
been the case that pilots feel safety 
is unimportant. More likely, poor 
pilot performance is being negatively 
reinforced by successful outcomes. 
For example, most motorists concede 
that speeding in general is unsafe. 
But the lack of being pulled over or 
getting in an accident every time 
they speed leads to complacency 
and deviation normalcy. Despite it 
being a deviation, the normalcy of 
speeding is further reinforced by its 
acceptance among fellow motorists. 
It would require a frequent negative 
consequence of speeding to affect any 
change in this behavior.

We all strive for perfect flights, 
from start up to shut down, and seek 
experience as a means of improvement. 
Unfortunately, our experiences may 
merely be reinforcing current habits 
without improving them.

How often do we assess our 
performances, and, with what goals? 
Does a smooth landing negate any 
and all aircraft mishandling in the 
pattern? Performing an FAA check 

ride or aircraft checkout only as 
necessary breeds complacency (a 
false sense of security) and at best 
offers vague pass/fail feedback. 
FAA regulations on maintaining 
pilot currency represent a bare 
minimum, especially in high 
performance aircraft.

We may only realize skill degra-
dation when something unfortunate 
occurs, be it an accident, incident 
or sobering experience. While the 
MMOPA initiative to bring all pilots 
on PAR is voluntary, adoption is 
compelling through its immediate 
feedback and jeopardy nature. 
The PA46 is an incredible aircraft 
and a fine tool for reliable business 
and leisure travel in the hands of 
a fully capable pilot. But without 
adequate feedback, challenging pilot 
ability is unlikely and improvement 
remains minimal.

Whether you use PAR routinely as 
a self-debriefing tool or incorporate it 
into your recurrent training, we now 
have a means of holding ourselves 
accountable to a par performance. 
How does your flying measure up?

We’ve put a lot of effort into 
developing PAR to help make our 
community safer. Your participation 
and feedback are both greatly 
appreciated. You can download the 
PAR at www.mmopa.com/resources 
and email us feedback via 
mmopa.par@gmail.com.  °•
References:

National Highway Traffic Safety 
Administration. (2014, June 
20). NHTSA Retrieved from: 
www-fars.nhtsa.dot.gov/Main/ 
index.aspx

National Transportation 
Safety Board. (2015, Feb. 18). NTSB  
Retrieved from: www.ntsb.gov/ 
investigations/data/Pages/Aviation 
DataStats.aspx

Wt � Element Description
5 � Adjusts Power For Go-Around TOGA/Climb power as needed
5 � Adjusts Pitch For Go-Around Pitch 15 deg/5 deg

10 � Coordinates Roll With Rudder • Initial bank ±5 deg (wings level)
• Compensates for torque & yaw

5 � Sets Flaps ≤(Vfe) Retracted to approach flaps

3 Sets Gear ≤(Vlo 126 KIAS) Retracts only after positive rate 
(as determined by altimeter)

3 � Limits Bank While  
Avoiding Conflicts

Bank ≤ 20˚

3 Climbs on Speed +10/-5 KIAS
2 � Retracts Flaps ≥400 ft AGL

-10 Stall Warning/Critical  
Angle of Attack

Over Rotation

DQ Airspeed Error +20/-10 KIAS

DQ Unusual Attitudes Bank > 30 deg,  
Pitch +20 deg/0 deg

36 30 SCORE: 6 – PAR: 5 OVER/UNDER PAR: + 1

Figure 1: Completed Go-Around Module Sample

Pattern: 7th Segment (Go Around < 500 foot AGL)
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See You At the
MMOPA  

Fly-In Convention 2017
Sept. 13-17, Charleston Marriott, Charleston, SC
Only one annual event in the world is 100-percent tailored  
to the needs and interests of PA46 owners: the MMOPA  
Fly-In Convention. This year’s event has more great 
content, top-tier speakers and plenty of opportunities 
for socializing. 

A sampling of the speakers and 
educational sessions:
• Update from Piper Aircraft (presented by a member of the 

executive team)
• Fred Hyman Memorial Lecture – Tony James, President, 

Tony James Aviation Investigations. Tony is a former FAA 
senior air safety investigator who has investigated more 
than 1,000 aircraft accidents, incidents and occurrences. 
He has in excess of 15,000 hours and more than 50 year’s 
experience in commercial and general aviation flying. 

• Tom Poberezny, Chairman Emeritus of the Experimental 
Aircraft Association (EAA). He served as president of the 
EAA from 1989 to 2011 and chairman of the board of the 
EAA from 2009 to 2011. Tom is an accomplished pilot 
and respected advocate for all segments of the aviation 
community. 

• Creating a Culture of Safety: A Fighter Pilot’s Perspective 
– Maj. Josh Boudreaux

• Deciphering Weather Data for Flight Decision Making – 
Wx expert Delia Colvin

• Landing PA46 Uneventfully with an Engine Out, Twice! 
– Greg Wroclawski

• Foreflight Update/Tricks and Tips
• Mountain Flying – Joe Lechtanski
• Maintenance Updates – Kevin Mead & Chad Menne
• Deice Boot Maintenance and Installation – UTC 

Aerospace-Goodrichs

• Roundtable – Malibu, Mirage/Matrix, Meridian/600, JetProp 
• Garmin Update 
• 2017 Accident Review – Manny Casiano
• Membership Meeting – Randy James
• Flying to Cuba – Paul Himes
• MMOPA Safety Initiatives – Bart Bartlett

Other highlights:
• Airport Day – Charleston Executive Airport (KJZI)
• Boot maintenance demonstration
• Preflight demonstrations by instructors
• Uncowled maintenance talks
• Static displays
• Friday night dinner on the USS Yorktown

The aircraft carrier was commissioned April 15, 1943, 
and participated significantly in the Pacific Offensive 
that began in late 1943 and ended with the defeat of 
Japan in 1945. Yorktown received the Presidential Unit 
Citation, and earned 11 battle stars for service in 
World War II. It’s now the centerpiece of Patriots Point 
Naval and Maritime Museum.

• Companion’s Tour – Boone Hall Plantation
A visit to one of America's oldest working plantations, 
having been continuously growing and producing crops 
for over three centuries. Afterward, uou will enjoy lunch 
at a great restaurant in downtown Charleston. After lunch, 
you will have some time to enjoy shopping downtown.

• Pre-Convention Tour – South Carolina Aquarium
After viewing thousands of wildlife species from sharks to 
loggerhead sea turtles to great blue herons, you will enjoy 
lunch at a great restaurant in downtown Charleston. After 
lunch, you will have the opportunity to enjoy a horse and 
buggy tour of the town. °•

O
Sept. 13-17, Charleston Marriott, Charleston, SC

O
Sept. 13-17, Charleston Marriott, Charleston, SC
Only one annual event in the world is 100-percent tailored  OOnly one annual event in the world is 100-percent tailored  
to the needs and interests of PA46 owners: the MMOPA  Oto the needs and interests of PA46 owners: the MMOPA  
Fly-In Convention. This year’s event has more great OFly-In Convention. This year’s event has more great 
content, top-tier speakers and plenty of opportunities Ocontent, top-tier speakers and plenty of opportunities 
for socializing. Ofor socializing. 
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A

INDUSTRY UPDATE

Update on the Future 
of Avgas Replacement
Government/Industry coalition on piston avgas replacement re-
veals disappointing results with two current fuels under evalua-
tion. However, GAMI is close to delivering a workable solution.
Among the many noteworthy 
happenings at EAA AirVenture 2017, 
one important event garnered little 
attention from the aviation news 
media. The Piston Aircraft Fuels 
Initiative (PAFI) presented an update 
to their efforts to identify a suitable 
replacement fuel for 100LL avgas. 
However, their results have serious 
implications for tens of thousands of 
aircraft, including the PA46 fleet.

The PAFI is a follow-
on group from the FAA’s 
Unleaded Avgas Transition Aviation 
Rulemaking Committee (UAT-
ARC) from 2012. It is a government/
industry collaboration with the 
mission to “evaluate candidate 
unleaded replacement fuels and 
identify those fuels best able to 
technically satisfy the needs of 
the existing aircraft fleet while 
also considering the production, 
distribution, cost, availability, 
environmental and health impacts of 
those fuels.”

At the AirVenture briefing, 
FAA Alternative Fuels Program 
Manager Peter White, EAA VP 
Government Relations Doug Macnair, 

and AOPA Sr. Dir. Government Affairs 
David Oord presented a history of 
the PAFI program, its milestones and 
methodology. The ultimate goal is 
to supply the piston engine GA fleet 
with an unleaded replacement for 
100LL avgas by 2018.

Collectively, general aviation uses 
about 180 to 200 million gallons of 
avgas annually. Seventy percent of that 
volume is consumed in aircraft that 
can only burn high-quality gasoline 
with a very high-octane rating that 
is typically 12 to 15 octane “points” 
higher than even current premium 
auto gasoline. That puts the piston-
powered PA46 fleet in the crosshairs 
in respect for the need to find a 
compatible replacement for 100LL. 

The five-year, taxpayer-funded 
PAFI program narrowed the 
candidate fuels from 17 down to two 
fuels supplied by Swift and Shell, 
which then underwent a second 
phase of evaluation. As PAFI’s 
presenter Peter White noted, “The 
test data indicates that neither fuel 
will completely cover the entire 
fleet of aircraft presently served by 
100LL avgas.” 

The comments made at the 
presentation imply that an imperfect 
solution from PAFI will be comprised 
of two very different fuels, serving 
two distinct populations of aircraft. 
If put into practice, FBOs would offer 
two very different unleaded avgas 
fuels to their customers instead of one. 
As a practical infrastructure issue 
that seems highly unlikely. The report 
did not address cost at the pump or 
infrastructure considerations. 

Furthermore, the two fuels studied 
by PAFI may not necessarily be 
“fungible,” which means their ability 
to be “dropped in” or mixed with the 
existing 100LL supplies. As many 
industry observers have pointed out, 
the new fuel must be fungible with 
100LL in the FBO storage tanks and 
aircraft wing tanks. Otherwise, a 
transition from leaded to unleaded 
avgas would be “a logistical 
nightmare.”

Real Answers on the Horizon
The AirVenture presentation 

offered some encouragement: “AIR-
20 continues to support applicants 

by Jon Sisk  
MMOPA Ombudsman  
& Issue Advocate
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that approach the FAA directly for 
approvals of alternative fuels outside 
of the PAFI Program.” 

This is a reference to gaining 
unleaded fuel approval through the 
STC process. The most conspicuous 
applicant in this process is 
General Aviation Modifications, Inc. 
(GAMI) and their G100UL fuel. I 
contacted the FAA to inquire if there 
are others pursuing the STC route, 
but they would not disclose that 
information. Other sources suggest 
that efforts from Phillips/Afton and 
BP are in the works, but not progress 
reports are available.

According to George Braly, head of 
engineering for GAMI, the company 
is confident that they have a solution 
at hand. “Over the previous few 
months, the pieces of the puzzle have 
been falling in place. GAMI believes 
that, after years of work, we can now 
identify where every single molecule 
will come from in order to make 180 
to 200 million sustainable gallons 
per year of ‘drop-in’ replacement 
unleaded avgas, what the cost will 
be, and how it will be delivered to 
the airports and the wing of your 
aircraft.” 

When it comes to cost, Braly 
continued, “This is the first question 
every pilot asks. Literally, yesterday, 
I did a component cost review with 
updated industry data. The answer 
is that our present cost estimates are 
consistent with a drop-in replacement 
that is transferred into the 
distribution/transportation system at 
a price that is somewhere between 25 
and 60 cents a gallon more than the 
existing wholesale price of avgas as 
it leaves the refinery. Where in that 
range it will end up we do not yet 
know. It could become less expensive 
over time.” 

Detonation is a prominent concern 
in the alternative fuel development 
process. GAMI’s exhaustive testing 
indicates their G100UL avgas 
performs on par with FBO refinery 

fuel with a measured motor octane 
number of 102.5. That testing was 
done using a high-compression 
engine that was operated 5 inches 
manifold pressure over its normal 
30-inch red line MP.

GAMI, with active FAA 
participation and approved test plans, 
has successfully completed: 

1. Material compatibility. Months 
of dynamic fuel test rig oper-
ation exposing an exotically 
extensive array of fuel-wetted 
aircraft and engine components 
to G100UL; 

2. High altitude operation, high 
altitude re-start;
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3. Hot day / hot fuel climb and operational testing;

4. Performance testing (climb rate/speed, etc.); 

5. 150-hour functionality and reliability testing combined 
with a 14CFR Part 33 engine endurance test conducted 
on a flying aircraft.  

Braly concedes there is more testing to do to finish out 
the requirements of the STC for the entire fleet of aircraft. 
“However, in our view, and by design, the remaining tests 
are inherently “low risk for failure” types of tests. GAMI 
remains confident that the unleaded aviation gasoline it 
has developed will function as a “drop- in” replacement 
for 100LL. Further, using unleaded aviation gasoline will 
provide substantial collateral benefits to the operation of 
your aircraft engines. For example, after the transition 
to unleaded avgas, we should all be able to use synthetic 
motor oils. Oil change intervals should double from 
what are now industry standard oil-change intervals. We 
think that engine TBOs will increase, as that has been the 
experience of the race car industry when it switched from 

leaded to unleaded gasoline.”

Say It Again: Pursue All Means to a Solution
I am reminded now that back in 2011, while 

representing MMOPA and the Clean 100 
Coalition of type clubs, serving on the FAA’s 

UAT-ACR, I wrote an analysis which 
emphasized the importance of pursuing 

and facilitating all means by which an 
unleaded fuel solution might be found.  

At the time, I was taken to the wood-
shed by those leading the ARC, as my 
position seemed almost traitorous in not 

focusing solely on the government/industry 
collaboration. Now, unfortunately that position seems 
quite prophetic. With the latest news from PAFI 
indicating that it may not yield the best solution, we 
can only hope that the STC process will bring better 
news for owner/pilots of high-output piston aircraft 
that need the full capability of 100LL in an unleaded 
avgas replacement. 

My briefing from 2011 is available in the mmopa.com 
resource library, but here is a snippet: “Our industry 
needs a workable unleaded avgas solution sooner, not 
later, and toward that end, we cannot afford to leave any 
stones unturned. FAA support for both the ARC and the 
STC process is essential. Every effort toward finding a 
solution, and thereby preserving piston engine aircraft 
operations as a part of our nation’s vital transportation 
infrastructure, must be encouraged and supported at the 
highest levels.” °•
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SAFETY

L

The Weather and 
Charles Darwin

When the weather presents  
challenges, be among the fittest.
by Amir Novini

Living just 20 miles south of 
Cleveland, Ohio and running 
a technology-based company 
with its proximity to the NASA’s 
Glenn Research Center, I’ve had the 
pleasure of getting to know several 
scientist in the astronaut training and 
aircraft icing program over the years. 
In the early 2000s, one individual 
and I hit it off well and explored some 
“electronic imaging sciences and 
technology” together. At the time, he 
worked in the microgravity field with 
aspirations of becoming an astronaut 
while working on the survival of 
electronics and mechanical objects in 
near-zero gravity. 

To increase his chances of going 
to space, my friend became a pilot. 
As he was taking flying lessons, he 
was surrounded by aviators of all 
kinds that understood flight risks 
very well. Since I had been flying 
more than 20 years by that point 
and he was just starting, we had a 
lot to talk about. We chatted about 
jets, rockets, and piston aircraft that 
flew closer to ground. At the time, he 
said something as physicist, a pilot/
astronaut-in-training and a smart 

fellow that became a mantra in my 
decision-making process. He said, 
“the Darwinian law (Charles Darwin, 
an English naturalist 1809-1882) 
has a lot to do with your chances of 
survival in air or in space; in short, 
it is the survival of the fittest.” That 
statement, although lofty sounding, 
simply means it is all about risk 
management and matching your 
capabilities and your equipment to 
the situation at hand.

What may be considered safe and 
routine in a Citation or a Lear may 
be not be in a Meridian. Sometimes 
the reverse is true. The Meridian with 
its Pratt & Whitney PT6A-42 is very 
capable aircraft, but no match for 
6,000 pounds of thrust from coming 
from the back of a Citation or Lear 
35 with climb capabilities of as much 
as 10,000 feet per minute to get you 
out of harm’s way. But even larger 
aircraft are at risk. The weather is 
a huge risk management factor for 
all of us aviators at any level; even a 
space shuttle was brought down by 
low ambient temperatures and ice 
in January 1986 (The Challenger 
STS-51-L mission). Therefore, a 

major part of our decision-making 
process and how to handle a flight 
safely – whether in Cessna 152 or a 
Gulfstream 650 – hinges on good 
judgment and weather consideration 
amongst other factors. Once you are 
airborne with 100 feet below, you can 
get hurt just as bad whether flying 
a hang glider or flying a Learjet. It 
is less about equipment and more 
about assessing your risks and your 
decision-making process. 

Some pilots and instructors 
pay too much attention to engine 
failures and other emergencies. Yes, 
the equipment occasionally fails, 
but what is putting pilots and their 
passengers 6 feet under is mostly 
poor pilot judgment, poor instrument 
skills exacerbated by weather which 
results in controlled flight into 
terrain (CFIT). That constitutes the 
largest number of air accidents.

My last article was about weather 
and so is this one. After 33 years of 
flying in all kinds of stuff and in 
anything from a C152 to a Citation, 
I know that I must understand 
and respect weather with every 
flight. In mid-July, I flew from the 
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Akron-Canton, Ohio (KCAK) to 
Tampa St. Petersburg, Florida (KPIE) 
and back within 48 hours in my 
Piper Meridian M500, roughly a 
2,000 miles. I flew the missions single 
crew at FL260 and FL270 respectively. 

The weather was typical summer 
with scattered thunderstorms all 
over and very hot. On the way down, 
I made a precautionary fuel stop at 
Columbia, S.C. (KCAE), knowing 
full well that arriving in central 
Florida is anything but a direct and 
straightforward flight. Arriving 
mid-afternoon, who knows what 
the weather has in mind for you, in 
addition to ATC deviations. 

That turned out to be a good call 

because I got both. I 
had filed KCAE TAY 
LZARD6 to KPIE. 

The arrival has a dogleg to the right 
at DADES intersection. However, 
per usual, an additional “turn 
right heading 270 at LZARD” was 
commanded by ATC heading straight 
for the Gulf for an eventual extended 
left downwind for the runway 36. 
Once turned south toward the airport 
I could see a black summer monster 
looming over the skies of central 
Florida and just lingering three to 5 
miles south of the airport. Onboard 
radar and iPad/Stratus confirmed it. 
The onboard satellite weather was 
inop due to not “receiving refresh 
signal,” hence the ADS-B weather 
came in handy together with the 
onboard radar. By then, I had the 

airport and runway insight and I was 
a given a choice for ILS 36 or visual. 

No contest, visual was it. Why 
would I accept the ILS when I had the 
airport concrete clearly visible with 
minimum delay to get in making a 
Navy-style circle to land as opposed 
to a square pattern to get down. Once 
on the ground, we only had enough 
time to offload the luggage and then 
the ramp was closed, including line 
operators due to lightning. I could 
not even go out to secure the engine 
and propeller, forcing me to wait for 
the storm to pass. 

Arriving just 10 minutes later 
I would have had to divert to 
Tampa International (KTPA). No big 
deal, just not as close or as convenient 
to my final destination. So, what did 
I learn or I was reminded of from 

Get to know what your equipment is telling 
you and how it works. Your radar’s vertical 
mode provides insight of a storm’s growth 
relative to your altitude.

Use the satellite weather or ground-based 
NEXRAD for strategic planning and the 
onboard weather equipment for tactical  
to keep you out of trouble ahead.
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this relatively routine summer flight 
experience? Here is quick summary:
1.  Flying in summer can be just 

as challenging weather-wise as 
in any other season. One of my 
worst aircraft icing encounters 
was in early September over 
Memphis at 20,000 feet where the 
tail iced up, resulting in a typical 
airframe shudder. Fortunately, I 
was hand-flying the aircraft and I 
immediately lowered the nose and 
got reprimanded by ATC before 
I had chance to notify them of 
the altitude deviation. Once they 
were aware of my predicament, 
they cleared me down to warmer 
air, the ice melted and life was 
good again.

2.  Use the MMOPA FRAT tool to 
assess the risks associated with 
your next mission. This is a great 
tool to make me “think” about the 
flight safety overall. The FRAT 
relies on the pilot being honest 
and objective about his or her state 
of mind, fatigue, proficiency and 
other factors. Listen to your heart 
and ask, “Am I fit to go? Is my 
equipment up to the mission?”

3.  Make sure you know what you 
are poking into. Obtain a solid 
briefing electronically and even by 

talking to Flight Service. They are 
still there and most of them are 
helpful and knowledgeable people.

4. Remember “survival of the fittest:” 
Pilot proficiency, the equipment, 
your experience and always one or 
two ways out if your original plan 
falls apart.

5. Have onboard weather detection 
and avoidance equipment turned 
on, and make sure you know 
how to use it. In my case I have 
a certified known-ice aircraft, 
(more on icing in the next article), 
onboard satellite weather, onboard 
color radar, onboard strike finder 
backed up by ground-based 
ADS-B Stratus and two iPads 
that show weather and traffic. I 
say onboard because what is built 
in to the panel is always superior 
and that is where your attention 
should be, not your lap or on 
the yoke. However, as backup 
or supplement to your onboard 
equipment, use the portable tools 
that make you a safer pilot. I use 
the satellite weather or ground-
based NEXRAD for strategic 
planning and the onboard weather 
equipment for tactical to keep me 
out of trouble ahead.

6. Get to know what your equipment 

Your radar is as real-time as it gets. If you are not astute as you 
could be in its use, get some training to allow you to use this tool 
to its fullest extent.
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is telling you and how it works. For example, several 
pilots I flew with even in jets didn’t understand the 
vertical mode operation of their radar. If you are flying 
single-pilot with a heavy workload, you need to know 
if your present altitude will keep you above bad stuff. 
Keep your wings level and switch to radar vertical 
mode. You will be amazed the information it provides.

7. Watch out for the blind spot on your onboard radar 
where embedded stuff may be beyond its reach in the 

normal model. This where satellite or ground-based 
NEXRAD can be helpful.

8.  There are some storms that must be avoided by as much 
as 20 to 50 miles. I call them “towering infernos.” Unless 
you are flying a U2 or a SR-71 at 60,000 feet or higher, 
don’t mess with them.

9.  Daylight is a savior; the statistics prove it. If you are 
poking into stormy weather, do it during daylight when 
you can see them, and don’t forget about the effects of 
density altitude.

10. If in heavy turbulence, slow down immediately, 
drop flaps and your landing gear. Don’t worry about 
maintaining precise altitude. Don’t hesitate, slow 
her down NOW, then advise ATC of your intentions 
and actions.
Fly safe! °•Amir Novini is a commercial, instrument-rated 
pilot with a Citation 500 single-pilot type rating. Before 

purchasing his Piper M500, he previously owned and flew 
a number of different airframes including a Citation V 

(CE560). Amir lives in northeast Ohio.
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Use all the tools available, putting priority on 
your onboard equipment such as radar, NEXRAD 
and Stormscope. ADS-B weather on a tablet can 
provide one more piece to the puzzle.
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SSTEC absolutely hit a home run 
with the 1500 Magic Autopilot. It 
represents the pinnacle of function 
and precision available to the PA46 
pilot/owner. It is smooth, precise, 
and super-easy to use. If I owned a 
Meridian, it would have the STEC 
1500 in the panel. It’s that good.

Having said that, the autopilot in 
any airplane is only as good as the 
pilot pushing the buttons, so the 
pilot must “know it cold” for safe 
operation. Knowing as much as is 
possible about the operation of the 
autopilot, even the nuances, increases 
the safety margin of any flight.

Here’s my Top Ten  
nuances of the STEC  
1500 Magic Autopilot:
10.) “Top row is what it’s doing, 

bottom row is what it’s 
trying to do.”

This is a phrase I say a lot in 
training to Meridian pilots. It may 
seem obvious, but many pilots 
don’t think in these terms. On the 
display of the 1500, there are two 
rows of displayed information, the 
top row displays the active mode, 
and the bottom row displays what 
will automatically happen if certain 
parameters are triggered. So, if the 
top/right display has ALT and GPSV 
is scripted in the bottom row, the 
pilot should know that the current 
pitch mode is ALT (Altitude), but it is 
looking for the GPSV (Glideslope).

Until the GPSV moves to the 
top row (at 25 percent glideslope 
scale), the glideslope is not captured. 
Relatedly, if the display reads HDG 
(Heading) on the upper left side 
of the display, and NAV (GPSS) is 
in the bottom, then it is still in the 
Heading Mode and is looking for 
the GPSS Mode. A prudent pilot will 
pay careful heed to the display and 
know exactly what mode is active and 
which mode will become active. I see 

many pilots become confused when 
the autopilot switches to a different 
mode unbeknownst to them. 
Had they noted the bottom row, 
they’d have known what was going 
to happen.

9.) “The left side is Roll, and 
the right side is Pitch.”

There’s a line down the middle of 
the display, and everything to the 
left of that line is the Roll Mode, and 
everything to the right of the line is 
related to Pitch Mode. A good pilot 
will always know what Pitch Mode 
and what Roll Mode is active, and 
I make my students learn all of the 
possible modes so they always know 
what the autopilot is commanding 
the airplane to do.

8.) The Capture Mode is 
smooth, but sometimes 
too smooth.

From whatever mode you are 
using to climb (V/S, A/S, Pitch), 

when the altitude set for level off 
approaches the autopilot will change 
to V/S mode and then smoothly 
lessen the V/S until changing to 
ALT Mode. The Meridian can climb 
over 1,500 fpm in some regimes of 
f light, and the STEC 1500 will start 
to level off at the set altitude WAY 
before that altitude arrives (if the 
rate of climb is high), sometimes 
as much as 800 feet prior to the 
set altitude. I’ve seen pilots not 
notice the switch to V/S Mode as 
an altitude approaches and get 
confused when a change is made. 
Another example of when the 
Capture Mode is “too smooth:” If a 
step-down approach is being f lown 
(not a WAAS-enabled approach), 
the STEC 1500 will gradually begin 
to lessen the V/S as the set altitude 
approaches. If an 800-fpm rate of 
descent is required to make a given 
step-down altitude and the autopilot 
smoothly lessens the rate in that 
descent, the Meridian will be too 

AVIONICS
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high for a given step-down and may 
not allow the Meridian to descend to 
the MDA in time to see the runway. 
I like smooth, but sometimes it’s just 
too smooth.

7.) Using the UP/DN Switch.
I see few pilots use the UP/DN 

switch, and they are missing a 
good opportunity to finely control 
their autopilot. Here’s what the 
Operating Handbook for the STEC 
1500 says about using this switch: 

PITCH Mode: The pitch attitude 
may be increased or decreased 
by pressing the UP or DN Switch, 
respectively. A single press of the 
switch will change the pitch attitude 
0.25 degrees. However, pressing and 
holding the switch will cause the pitch 
attitude to change at a rate of 1 degree 
per second. 

Airspeed Mode: The captured 
indicated airspeed may be increased 
or decreased by pressing the UP or 
DN Modifier Switch, respectively. 

A single press of the switch will 
change the indicated airspeed by 1 
kt. However, pressing and holding 
the switch will cause the indicated 
airspeed to change at a faster rate. 

If you are not using the UP/
DN Switch frequently in your flow, 
give it a try. I bet you will like it.

6.) “Trim in motion.”
The STEC 1500 has an annoying 

verbal alert system that will sometimes 
say “Trim in motion.” I’ve noticed that 
few pilots know what that verbal alert 
means. Basically, it is advising that the 
pitch servo loading is excessive, and 
that the autopilot has been moving 
the pitch trim for more than 9 seconds 
(that’s a long time). It will give an arrow 
indication in the display advising which 
way it’s moving the pitch trim.

This can happen on approach if 
the pilot makes a bunch of changes 
in a short amount of time, such as if 
the power were to be pulled back, the 
gear placed in the DOWN position, 

and flaps are deployed quickly.
When the autopilot is OFF, it will 

still provide a verbal alert if it senses 
a need to have the trim wheel moved 
that will say, “Check Pitch Trim.” 
Bottom line: A good pilot will always 
be on the lookout for out-of-trim 
conditions, and anytime you hear an 
Verbal Alert related to trim with the 
STEC 1500, consider the position of 
the pitch trim.

5.) “Voice” can be turned off.
Some of the Verbal Alerts can be 

annoying with the STEC 1500. Have 
you ever had, “One Thousand to Go,” 
“Two Hundred to Go,” or “Altitude” 
block an important radio call? When 
those Verbal Alerts are given the 
radio volume is often involuntarily 
decreased and radio calls can be 
missed. To turn off the Verbal Alerts, 
push the MNU (Menu) button on the 
bottom right of the autopilot face and 
thumb through the options. It’s easy 
to turn on and off once you know 
how. But, be aware: some of the verbal 
commands can be helpful. Calls like 
“Check Altitude” (200-foot departure 
from set altitude) can be a lifesaver 
when hand-flying. If you turn off 
the verbal commands, you turn off 
all the verbal commands (except for 
“autopilot disconnect”), both the ones 
that are annoying and the ones that 
can be helpful.

4.) Airspeed Mode.
I love Airspeed Mode, but it should 

NEVER be used on takeoff. If the 
airspeed is set on the takeoff roll, 
the command bars will be below the 
horizon. If the autopilot is engaged 
it could drive the airplane into the 
ground. In training, I demand that 
my clients set the FD bars prior 
to takeoff, and I only let them use 
GA Mode (7.5 nose up) or set V/S 
Mode to a comfortable climb (usually 
1,200 fpm in the Meridian). Once the 
Meridian is airborne and is passing 

high for a given step-down and may A single press of the switch will 
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a safe airspeed (my preference is 125 
KIAS or more), then A/S Mode is my 
preferred climb mode.

3.) CWS will adjust 
Pitch Mode.

I see about 10 percent of my clients 
use the CWS Mode, and they are 
VERY good at using it regularly. The 
other 90 percent don’t even know 
what the CWS is used for in the 
Meridian. I like using the CWS since 
it allows the pilot to control the pitch 
attitude accurately with the hands 
on the flight controls, not just by 
pushing a button. When pushed, the 

CWS button will disengage the Pitch 
and Roll Servo allowing the pilot to 
control the airplane with the yoke. 
When released, the new parameter in 
the Pitch Mode selected will be held. 
For instance, let’s assume V/S Mode 
is selected at 1,000 fpm. If the CWS 
button is pushed and the airplane 
flown to 1,200 fpm when the CWS 
button is released, then 1,200 fpm will 
be the new V/S held. The same applies 
to the other modes (Pitch, A/S, ALT).

2.) The lovely GA Mode.
The best autopilots have a 

GA Mode. I love the GA Mode 

with the STEC 1500 and request 
that it be used on all go-arounds 
with my clients. When depressed, 
three events happen that the pilot 
MUST understand:
a. The autopilot servos are 

disconnected: The pilot must fly 
the airplane!

b. Pitch trim moves to Pitch Mode, 
set at 7.5 degrees nose up;

c. Roll Mode moves to wings level
I see the go-around botched up in 

training more than any other task. 
With the Go Around Mode, it is 
easy to fly. If you are not using the 
GA button on every go-around, you 
certainly should.

1.) “ROLL Mode” is not 
necessarily “wings level.”

In some other autopilots in 
the PA46 fleet, the ROLL Mode 
means “wings level,” but that is 

Everything left of the line down the middle is the Roll Mode, and 
everything to the right of the line is related to Pitch Mode. A good 
pilot will always know what Pitch Mode and what Roll Mode is active.
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not necessarily so with the 1500. 
The only action that will activate 
“Wings Level” in the 1500 is when the 
GA button is pushed (which is exactly 
what a pilot wants when performing 
a go-around). When the GA Button 
is pushed, the left-upper side of the 
1500 display will read ROLL, and 
this is the only time it actually is in 
“Wings Level.”

Let me illustrate a different scenario:  
If the autopilot is inactive and the 
pilot pushes any pitch mode button 
(A/S, V/S, ALT, or CWS), ROLL will 
automatically be presented in the 

left-upper (active roll mode) display, 
but this mode is NOT “Wings level,” 
it is now in “roll attitude mode,” and 
it will hold the current attitude of the 
airplane (even if it’s in a bank). So, 
if the airplane were in a bank when 
one of the pitch modes is selected, 
the current bank angle will be held. 
This can be confusing, so anytime 
the ROLL mode is being used (which 
is rare, in my experience) make 
sure you select another Roll Mode 
(HDG, NAV, APCH) before diverting 
your attention.

There’s one more consideration 

that’s not really a “nuance,” but 
that I think worthy of mention 
concerning the STEC 1500. It makes 
any Meridian with it installed 
“updatable,” and therefore worth 
more in the marketplace. A super-nice 
avionics conversion in the Meridian 
is a “Dual G500” or a “G950” panel. 
Many of the early Meridians have 
older Meggit or Avidyne avionics. 
These airplanes can be updated to 
the dual G500 or the G950, but I’d 
only consider updating a Meridian 
that already has the 1500 autopilot 
installed. If a Meridian has the STEC 
1500 already installed, but it has 
undesirable avionics otherwise, it 
makes that particular Meridian more 
valuable in my eyes.

Today, an older Meridian can be 
bought reasonably cheaply (near 
$700k sometimes), and then have 
the avionics updated. Although the 
avionics conversions are expensive, 
the result is an appealing Meridian 
that holds its value very well in 
today’s market. To me, I’d rather have 
a Dual G500/STEC-1500 equipped 
Meridian for $800,000 than have a 
G1000 Meridian for $1.2 million. 
Both are super-nice, but the cash 
delta between the two makes me like 
the STEC-equipped Meridian a lot.

One thing is for sure, the STEC 1500 is 
one great autopilot! I hope my discussion 
of these nuances helps your flying 
become more safely. °•
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years, and has accumulated 
11,800-plus hours of flight 

time, 5,000 of which has been 
in the PA46. Contact Joe at: 
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TThe year 2017 marks my 39th year as a licensed A&P 
mechanic. Over the years, I have most likely returned 
thousands of aircraft to service after maintenance since 
then. Post-maintenance deliveries are the most important 
and dangerous times that we face as a mechanic. When 
I speak with a group of mechanics I describe this as the 
“make-or-break” part of the visit. They seem like simple 
items, but are often overlooked. Failure to identify and 
correct these before the owner arrives can result in the 
customer never returning for future maintenance. 

The checks are easy to perform and take very little time. 
There are a number of other items that could be added, 
but I wanted to make it a one-page document that the 
mechanic on the floor would take seriously. We all make 
mistakes, but using any checklist helps prevent mistakes. 
I’ve probably used this same checklist for 15 years, and it’s 
help improve my deliveries dramatically.

1. Inspection panels and cowlings secure. 
I will often find a number of screws 
missing from the cowling after a 

shop has just completed an oil change on the engine. 
It’s also not uncommon to find an inspection panel 
missing or attached with one screw right after an 
annual inspection, too. I would question the quality of 
the work performed if my aircraft was returned to me 
in that condition.

2. Airframe lubricated. 
Most inspection guides 
will direct the shop 

to perform certain 
lubrications. 

MAINTENANCE

Signed, Sealed & Delivered
Using a post-maintenance pre-delivery checklist 
not only eliminates a potentially embarrassing 
moment, but ensures the aircraft is safely  
returned to service.
by Kevin Mead
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Chapter 5 of the PA46 series maintenance manuals 
list specific areas, time intervals, and the type of 
lubricant required by Piper. I have always considered it 
mandatory that any external lubrication be performed 
after that annual inspection wash job is completed. 
It’s quite possible that any lubricants could be washed 
away by the soap.

3. Oil level checked. Once, an owner called me after he 
found that there was no oil in the sight glass on his 
Meridian. They had never refilled the oil reservoir 
after the engine run following a prop overhaul. 
Another owner stated that he found that the shop had 
filled his Mirage engine twice with oil. That was 20 
quarts! Luckily the owner checked his oil before he 
started the engine because the shop sure didn’t.

4. Tire pressure and strut extension checked. The Piper 
inspection form will call for the shop to check and 
adjust the tire pressure and landing gear oleo strut 
extensions. Both are very simple and the values are 
easily found in the POH, placards and service manual. 

5. Nose baggage properly assembled. There have been 
a number of reports of opening the nose baggage 
after landing back at the owner’s home field to find 
themselves staring at the battery that’s normally 
tucked out of sight below the nose baggage floorboard. 

6. Aircraft fueled per customers request. The owner 
always wants to get back home quickly. Having the 

fuel in place saves more down time. It’s an easy task 
to accomplish. 

7.  Logs, POH and certificates in the aircraft. The aircraft 
won’t be legal to fly without the required paperwork, 
such as the certificates and the POH. Many times, the 
log books and paperwork are found back at the shop. 
It will be the pilot’s responsibility ultimately, but the 
shop has a responsibility to the owner to make sure 
they are back where they belong.

8.  Personal belongings in place. Nothing makes an owner 
madder than when he can’t find a headset or a blanket 
that he knew was there when he dropped the aircraft 
off. Proper storage of these will go a long way. 

9.  Crew seat belts in place. It’s a nuisance when I’m in 
my pilot seat looking all over for the seat belts only to 
find them back on the floor behind the seat. It’s easy to 
check before delivery. Most owners are not impressed 
when this happens.

10. Circuit breakers in. It’s the pilot’s responsibility, but 
it’s normally the shop that has deactivated the system 
by pulling the circuit breaker. I have known pilots 
that have taken off, and came back in because the gear 
wouldn’t go up only to find the breaker was out. I can 
understand why the owner was cautious being right 
out of maintenance. 

11. Fuel on. It’s common practice to turn the fuel off 
during maintenance, particularly the Matrix and 

Following a maintenance event, completing this checklist will ensure the aircraft is in fly-away condition.
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Mirage. It won’t start, at least not easily with  
the fuel off. 

12. Radios on, receive and transmit checked. The boom/
mask mike switch on the Meridian causes a lot of 
problems on delivery. Sometimes a shop may turn the 
radio off or pull a breaker.

13. Alternate static source set to primary. The primary 
position is where it belongs. It’s easy to check but often 
overlooked. The JetProp conversions equipped with 
the 225 autopilot may be the only exception to the rule.

14. Reset pressurization controller to 1,000 feet AGL. 
This normally won’t present a major problem, but the 
owner is always used to the control being where he set 
it. It is annoying to have the cabin begin to pressurize 
the minute it leaves the ground. I also make sure that 
the controller rate knob is in the 9 o’clock position

15. Rudder and elevator trim set to neutral position. This 
can cause an accident because the owner is always 
used to finding it at least close to a normal position. 

Many times, the elevator trim will be left in a full up 
or down position after maintenance.

In addition to a thorough pref light, pilots should 
make a note to check these items before f lying away 
from your service center. Regardless of how meticulous 
as we intend to be, mistakes do happen. By completing 
this pre-delivery checklist, I save myself not only a 
potentially awkward discussion with my customer, but 
it ensures the plane is professionally and safely returned 
to service. °•
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and learned to fly while working alongside his father at 
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For many pilots, it’s just not a “real 
airplane” unless it has a turbocharger 
or two tucked under the cowling. 
Heck, just adding the word turbo to 
anything kicks it way up the perceived 
performance scale. And if you’re lucky 
enough to fly a Malibu or Mirage, 
well you have the double-shot of 
twin-turbos. 

The flipside of that is many pilot/
owners feel that this five-letter 
word (turbo) is really a four-letter 
word because of its perceived high 
maintenance and low reliability. How 
these marvels of engineering have 
fallen into the realm of no respect is 
worth a bit of investigation.

Since the best place to start is at the 
beginning, I contacted the folks at 
Hartzell Engine Technologies (HET) 
(www.hartzell.aero) to get the inside 
story. According to the company,  
HET produces the majority of turbo- 
chargers for the aircraft piston 
engine OEM’s. 

It is also the only company authorized 
to provide rebuilt systems and OEM 
new replacement components for these 
turbochargers to the maintenance, 
repair and overhaul (MRO) aftermarket. 
These guys know turbochargers.

Most turbocharger 
problems aren’t turbo-
charger problems

The first thing that HET’s Director 
of Product Support (and unofficial 
turbocharger guru), Tim Gauntt did 
was to explain that few pilots and 
owners really understand that their 
turbocharger is just one part of a 
diverse system. 

The turbocharger system consists 
of the turbocharger(s), controller, 
pressure relief valve, and wastegate, 
along with the exhaust/intake 
assemblies leading from and to the 
engine,” Gauntt said. “And while the 
turbo itself seems like a simple device, 
it is in fact a very precise component 
that can operate at speeds over 100,000 
RPM and at temperatures exceeding 
1,650 degrees (F). It’s one part of a 
very sophisticated system that, when 
properly manufactured, installed, 
operated and maintained will run to 
normal engine TBO.”

According to Gauntt, in HET’s 
considerable experience, the majority 
of the turbocharger returns they 
receive from the field are found not 
to be issues with the unit itself but in 

most cases they are problems with the 
system’s installation, inadequate pre-
lubrication or other operational issues.

Steve Boggess, engine production 
manager for engine and aircraft 
upgrader, RAM Aircraft (www.ram 
aircraft.com) said that in many of 
the cases the turbocharger system 
will give the pilot telltale signs of 
pending issues.

“Typically on a turbocharged engine 
you will usually get nuisance-related 
maintenance items: a bit of extra oil 
consumption, a slight leak, a bit of blue 
smoke from the exhaust or possibly 
oil collecting at the exhaust outlet,” 
he said. “There are visual indications 
that something is not performing as 
it should.”

“Looking for these signs is why 
pilots need to do thorough pre-flight 
(and post-flight) inspections. The 
turbocharger is a sophisticated system 
and if you see something you’re not 
used to seeing, you need to get it 
looked at by a mechanic,” Boggess 
said. “Some of the warning signs are 
very subtle and easy to miss. Take 
your time.”

Gauntt added that another highly  
effective practice is for owner-operators 

FFFor many pilots, it’s just not a “real FFor many pilots, it’s just not a “real 
airplane” unless it has a turbocharger Fairplane” unless it has a turbocharger 
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Trouble-free  
Turbochargers

Contrary to popular belief, with the right combi-
nation of preventative care and proper operation, 
your turbochargers can reliably get to TBO.

by Dale Smith

MAINTENANCE



 M M O P A  M A G A Z I N E   F A L L  2 0 1 7  39

to be very proactive in their main-
tenance. “Since the turbocharger 
shares the oil system with the engine, 
owners should routinely change the 
oil at 25 or 35 hours,” he said. “The 
condition of the oil can provide 
an indication of the health of the 
turbocharger.”

“During the oil change, the owner or 
mechanic should take the opportunity 
to give the entire turbocharger system 
a good inspection,” Gauntt said. “Keep 
the air filter clean and check the security 
of the intake and alternate air systems 
to prevent FOD (foreign object debris) 
from entering the compressor or from 
robbing the compressor of air. Also, 
take time to visually inspect all clamps, 
hoses, ducts and related components of 
the intake/exhaust system.”

“Knowing your engine’s typical 
operating parameters and recognizing 
differences can help eliminate costly 
repairs down the road,” Gauntt said. 

Before All Else Fails,  
Follow the Instructions

Boggess also said that another 
way pilots can help ensure that their 
turbocharger systems provide them 
with years of dependable service 
is to read and follow the Pilot’s 
Operating Handbook (POH). 

“The number one enemy of the 
turbocharger system is heat build-up 
and that heat comes in the form of lack 
of oil, lack of cool oil, hot exhaust and 
poor power management,” he said. 
“As a general rule, all turbocharged 
engines should be ‘idled’ for a specific 
time and power setting to cool the 
system before shutdown.”

This procedure will prevent two 
bad things from happening: The first 
is the continued high-speed rotation 
of the turbo in the absence of adequate 
oil flow, and the second is the 
development and build-up of abrasive 
carbon deposits in the oil. (a.k.a. coke. 
But not the kind you drink.)

“Remember that the system’s 
lubricating oil is coming directly 

from the engine’s oil system,” Gauntt 
said. “Shutting down the engine stops 
the flow to the turbocharger and at 
that moment, if the turbocharger is 
still turning at a high rate of speed, 
any stagnant oil remaining around 
the extremely hot turbine shaft will 
overheat and ‘coke’ or burn.”

But why is the turbo still spinning 
at a high rate of speed after landing? 
Well, it all goes back to proper 
planning and power management. 
Gauntt explained that proper 
flight planning includes a normal 
descent at reduced power settings, 

which stabilizes and maintains 
engine temperatures.

“As the aircraft enters the 
landing phase, engine power is 
reduced even further,” he said. 
“After landing, taxiing is done at 
low power settings. By the time 
you’ve reached the ramp, all engine 
temperatures should be stabilized 
and the turbocharger should now be 
turning at its slowest speed.”

“Even then,” Gauntt continued, 
“additional cooling time may be 
recommended prior to engine 
shut-down.”
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(HET has produced an informative, short video on the 
critical need for proper turbo cool down. Check it out at: 
www.hartzell.aero/eo2yU)

And while improper pre-shutdown cooling is one of 
the most common mistakes pilots routinely make, Gauntt 
explained that proper engine operations in-flight also need 
to be closely monitored. 

“Turbocharged, intercooled, high-performance engines 
require constant monitoring of the engine systems 
throughout all phases of flight,” he said. “That starts with 
proper fuel mixture, CHT and EGT management and 
continues through proper flight planning to avoid over 
temping or thermal shock.”

Time For a Change.
Okay so your trusty turbocharger is showing signs of 

distress, what are your options? 
Turbocharger systems rely on very sophisticated 

components with tight tolerances and little room for error. 
Because of that, if your turbocharger needs maintenance 
the question becomes whether to overhaul or exchange it 
for a new or rebuilt unit? 

“The cost of a factory new turbocharger is only 
slightly higher than a rebuilt unit and there is no 
core return required. So you get all new parts and it’s 
hassle free,” explained Hartzell Engine Technologies’ 
President Mike Disbrow. “We also offer factory 
new rebuilt units on an exchange basis for most of 
our models.”

“Other than the fact that one is all-new and the other 
is ‘rebuilt’ there is really no functional difference. In fact, 
the regulatory definition of a rebuilt turbocharger is it, in 
essence, has to meet the standards of a brand new unit,” 
he said. “When we do a rebuild here, we use some of the 
original parts, but many of the parts get replaced with 
new – especially critical parts such as the highly-stressed 
turbine wheel.”
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So if rebuilt and brand 
new turbochargers 
are basically the same, 
what about a field 
overhauled unit?

“The typical field 
overhaul shop will reuse 
more of the original parts 
than we will,” Disbrow 
said. “That’s fine as long 
as they follow the latest 
manuals, service bulletins 
and service instructions 
for overhauling our 
turbochargers, valves, 
controls and wastegates, 
and replace all the required 
parts as indicated.”

Ask them for a detailed 
list of all the components they change during an overhaul. 
And if they do give you a list, pay close attention to 
whether or not they change critical components like the 
turbine wheel assembly. 

Components like the turbine wheel are subject to fatigue 
and thermal stress. And the effect of fatigue damage is 
cumulative, and not always obvious, which makes it very 
hard to detect during an inspection. 

For that reason, HET’s overhaul manual requires 
replacing critical components with new parts, which is the 
prudent course of action. It has proven to be the best way 
to help ensure that critical parts will make it through to the 
next overhaul cycle. 

Hartzell has also initiated a Recommended Service Facility 
(RSF) program. Participating turbocharger repair and overhaul 
facilities have agreed to follow the HET overhaul manuals 
and only use genuine HET parts. Currently, Quality Aircraft 
Accessories of Tulsa, Oklahoma (www.qaa.com) is an HET RSF, 
so it you’ve grown fond of your turbo and don’t want to trade it 
in, it would be a good idea to consider them. 

Another point to consider when making your decision is 
that new and rebuilt units will offer the benefits of having 
more new-generation components that are manufactured 
using the latest equipment, materials, and techniques. 

“Today, we are now producing many of our parts using 
the latest multi-axis CNC (computerized numerical 
control) machining technology,” Disbrow said,” and 
inspecting the finished components with CMM 
(coordinate measuring machine) technology. We are also 
now doing high-speed balancing at the rated operational 
speed for each of our turbocharger models.”

While, the resulting new-generation turbocharging 
systems may not give you any more performance than the 

original units, the much higher degree of precision will 
help ensure that, along with some judicious operation and 
preventative maintenance by you, today’s units will deliver 
years of safe, trouble-free performance. °•
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SAFETY

MMany members will recall the tragic accident of June 16, 
2014. The pilot of a PA 46-319T with two passengers was 
en route from Aspen, Colorado to Brenham, Texas. He 
was having some sort of autopilot issue and attempting to 
remain visual while negotiating an area of thunderstorms 
with tops to 40,000 feet. He was unsuccessful. He lost 
visual contact and subsequently lost control.

There are a couple of facets to the event, both related to 
the autopilot problem. As one who once worked for a major 
autopilot manufacturer, I can tell you that the first thing 
you do when you suspect an autopilot problem is turn it off. 
Then check your artificial horizon. There’s a chance you’ll 
discover that it has also failed. It’s amazing how many 
pilots aren’t aware that your autopilot must have a vertical 
reference of some sort in order to function.

So, with a suspected autopilot problem, autopilot off 
and check the AH. If it’s failed, then (assuming right side 
instruments, which this PA46 had) you must switch to 
cross-panel flying. You’ve never practiced cross-panel 
flying to proficiency? Right-side instruments aren’t there 
just for the amusement of the right seat passenger; their 

purpose is for backup. If you can’t fly cross-panel, if it 
wasn’t emphasized and practiced to proficiency during 
your transition training to the P-46, you would be wise to 
begin immediately to practice it until you’re comfortable 
doing it. You can practice solo on any normal VMC flight 
at first. (But watch for traffic.) Then, with a safety pilot, 
practice it hooded, the more turbulent the air the better.

Suppose the right-side AH is also inop? (And it’s 
amazing how many aircraft owners fail to have right 
side instruments tested and maintained regularly.) In 
that event, you must exercise your partial panel skills. 
You are proficient in f lying “needle and ball” aren’t 

The tried and true Needle and Ball.  
You step on the ball if it’s not centered 

then center the needle with ailerons.

The Turn Coordinator. Most pilots level wings then step on the ball. It requires much and frequent practice.

Partial Panel 
Perfection
When the autopilot (and other primary  
instruments) fail, will you be ready?
by Archie Tramell

Coordinated turn Skid Slip
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you? It’s a method of f lying by instruments alone 
developed 100 years ago by a U.S. Mail pilot named 
Howard Stark. It was the only method of bad-weather 
f lying available back before Sperry invented other 
gyro instruments. Captain Bob Buck, whose book 
“Weather Flying” is the Bible on that subject, taught 
himself how to f ly weather using it. Hundreds of pilots 
used it back in those days.

Stark’s method was a simple 1-2-3. You stepped on the 
ball, centered the needle with ailerons and normalized 
the airspeed. Back a couple of generations ago, the “turn 
coordinator” was invented, which is supposed to be 
more intuitive and easier. Many still argue about that. 
In any case, flying partial panel is sort of like rubbing 
your stomach and patting your head at the same time. It 
requires long and frequent practice of a skill you hope to 
never need.

This can also by practiced solo in VMC until you’re 
comfortable with it, then under a hood, in turbulent air, to 
IFR proficiency.

The ugly truth is, you should not have been certified 
for an instrument rating, nor graduated from a transition 

or recurrency program until you’ve demonstrated those 
two true professional skills; cross panel and partial-panel 
flying. Otherwise, you are a potential accident on the way 
to an event. °•Considered a pioneer in onboard radar and convective 

weather training, Archie Trammell is a highly respected 
safety consultant whose lectures, video programs and 
instruction classes on the proper use of weather radar 
have been used to train thousands of pilots and more than 
4,000 business flight departments.

john.shoemaker@
vpdemandcreation.com

He’s not a pilot but when  
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aviation marketing, John Shoemaker 
speaks your language. And more 
importantly, he listens.

Call him today and find how  
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aviation related business grow.

800-773-7798
VP Demand Creation Services –  
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these fine aviation publications: 

● ABS ● Cirrus Pilot ● Comanche Flyer  

● King Air ● MMOPA ● Twin & Turbine
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Domestic Service Centers

Northwest

Southwest

Midwest

Southeast

Northeast

American Aircra� 
Maintenance, Inc.  
Santa Ana, CA
Tel: 949-852-8420

West Coast Aircra� 
Maintenance
Long Beach, CA
Tel: 562-981-6064

Loyd’s Aircra� 
Maintenance, Inc.  
Bakersfield, CA 
Tel: 661-393-1588

Mather Aviation  
Van Nuys, CA 
Tel: 818-782-7473

Mather Aviation 
Rancho Cordova, CA
Tel: 916-364-4711

Mangon Aircra�, Inc.  
Petaluma, CA
Tel: 707-765-1848

Ratli� Aviation, Inc.  
Tucson, AZ
Tel: 520-746-1414

Arapahoe Aero
Englewood, CO
Tel: 303-799-8386

Keystone Aviation  
Salt Lake City, UT
Tel: 801-359-2085

Lone Mountain
Las Vegas, NV
Tel: 702-309-2200

Western Aircra� Inc.  
Boise, ID
Tel: 208-338-1800

Des Moines Flying Service, 
Inc. 
Des Moines, IA
Tel: 515-256-5300

Lumanair Aviation Services    
Sugar Grove, IL 
Tel: 800-522-8778

Tri-State Aero, Inc. 
Evansville, IN 
Tel: 812-426-1221

Muncie Aviation Company
Muncie, IN 
Tel: 800-289-7141

Kansas City Aviation Center 
Olathe, KS
Tel :800-720-5222

Executive Air 
Transport, Inc.
Muskeson, MI
Tel: 888-844-2359

Texas Piper North, Inc.   
Addison, TX
Tel: 800-288-8375

Texas Piper South, Inc.   
San Antonio, TX
Tel: 210-340-6780

Abilene Aero, Inc. 
Lubbock, TX
Tel: 806-747-5101

Naples Air Center 
Naples, FL
Tel: 800-226-4000

Air Orlando Maintenance, 
Inc.
Orlando, FL 
Tel: 407-897-3819

Flightline Group, Inc.  
Tallahassee, FL
Tel: 850-574-4444

Epps Aviation 
Atlanta, GA
Tel: 770-458-9851

DLK Aviation 
Kennesaw, GA
Tel: 770-427-4954

JPS Aviation LLC
Monroe, LA
Tel: 318-387-0222

Sun Aviation, Inc.  
Vero Beach, FL
Tel: 772-562-9257

Skytech, Inc. 
Rock Hill, SC
Tel: 803-366-5108

Averitt Air, Inc. 
Nashville, TN
Tel: 615-360-2592

Daytona Aircra� Services, Inc 
Daytona Beach, FL
Tel: 386-255-2049

Advanced Aircra� Center 
Miami, FL
Tel: 305-259-8291

Malibu Aerospace, LLC 
Blaine, MN
Tel: 877-662-5428

Wisconsin Aviation, Inc. 
Madison, WI
Tel: 608-268-5003

Wisconsin Aviation, Inc.
Watertown, WI
Tel: 800-657-0761

Three Wing Aviation Group, 
LLC 
Stratford, CT 
Tel: 203-375-5796

Columbia Air Services
Groton, CT
Tel:  860-449-8999

Shoreline Aviation, Inc. 
Marshfield, MA
Tel: 781-834-4928

Columbia Air Services 
BHB, LLC
Trenton, ME
Tel: 207-667-5534

C & W Aero Services, Inc.
West Caldwell, NJ
Tel: 973-227-5750

Ti�in Aire
Ti�in, OH
Tel: 419-447-4263

Muskeson, MI
Tel: 888-844-2359
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International Service Centers
Piper UK Limited 
London Oxford Airport, 
Langford Lane
Kidlington, Oxford, OX5 1RA
United Kingdom
Tel: +44 1865 415 260

MCA Aviation Ltd. 
Business Aviation Centre
Hangar 603, Aviation Park 
North East
Bournemouth International 
Airport
Dorset, BH23 6NE
England - United Kingdom
Tel: +44(1202)571711

RGV Aviation Ltd. 
Gloucester Airport 
Hangar SE40 
Cheltenham GL51 6SP
United Kingdom
Tel: +44-145-2855501

Piper Generalvertretung 
Deutschland AG
Flughafen Kassel
Calden D 34379
Germany
Tel: +49-5674-70452

ARLT Aircra� Services
Flugplatz, Halle 4
Worms, DE-67547  
Germany 
Tel: +49-624-1-23373

Piloten Service, Robert Rieger 
GmbH 
Flugplatz Wallmuehle 
Atting D-94348
Germany 
Tel: +49-942-9716

Piloten Service, Robert Rieger 
GmbH 
94474 Vilshofen,
Flugplatz 2
Germany
Tel: +49-854-18974

Piper Maintenance GmbH
Flughafen Kassel
Calden 34379
Germany
Tel: +49-567-470480

Porta Air Service GmbH & Co. KG
Flughafen 9
Porta Westfalica D 32457
Germany 
Tel: +49-573-176730

IAE Ltd. 
Hangar 2
Cranfield Airfield 
Bedford MK43 0JR 
United Kingdom
Tel: +44-123-4750661

Röder Präzision
Am Flugplatz
Egelsbach, D 63329
Germany 
Tel: +49-610-34002670

Spessart Air Service Center 
Flugplatz Ascha£enburg 
Großostheim  D-63672
Germany
Tel: +49-602-66066

Wilhelm Tank GmbH
Flugplatz Mariensiel-
Wilhelmshaven
Sande D-26452
Germany 
Tel: +49-442-1201010

JB Investments Ltd 
U1. Redutowa 10
Warszawa 01-103
Poland 
Tel: +48-227-369919

OK Business Aircra�, s.r.o.
Airport Příbram 
Drasov 201 
261 01 Příbram 
Czech Republic 
Tel: +42-31-8690644

Diamond Aero Srl. 
Via Salaria 825,
Aeroporto Roma Urbe
Roma, Italy 00138
Tel: +39-06-88644660

Troyes Aviation S.A.R.L.
Aerdrome de Barberey-
Saint- Sulpice 
10601 La Chapelle-Saint Luc 
France
Tel: +33-32-5741537

Sim-Aviation 
2nd Otdelenie s/za “ Solnech-
niy” 16
350012, Krasnodar, Russia 
Tel: +78-61-2222200

Cirrus d.o.o. 
Tragovina, Prozvodnja
Tkaiska 12 
SLO-3000 Celje
Slovenia
Tel: +38-63-4286230

RUAG Schweiz AG 
Aeroporto Cantonale di Locarmo 
Gordola CH-6596
Switzerland 
Tel: +41-91-7453388

RUAG Schweiz AG 
Aerodromo 
Lodrino CH-6527
Switzerland 
Tel: +41-91-8734111

Apollo Aviation Advisory Ltd. 
Concorde House, 24 Cecil Pash-
ley Way
Brighton City Airport.Shoreham-
by-Sea
West Sussez BN34 5FF
Tel: +44-1273-440-737

Vizyon Aviation Industry & 
Trade Inc.
Anittepe Mahllesi
Gazy Mustafa Kemal Blv 
No:137/3
Ankara Turkey
Tel: +90312 231 1226 

Air Service Aircra� Maintenance 
Flyplassveien 25
N-3514 Honefoss
Norway(Norge)
Tel:+47-21-999-708

Aviation Unlimited
Toronto Buttonville Airport 
2833 16th Avenue, Box 101 
Markham, Ontario L3R0P8 
Tel: 905-477-4655

Mustang Maintenance & Repair 
216 Avro Lane 
Calgary, Alberta,T3Z3S5
Tel: 403-286-1129 

Aero Teknic Inc. 
4920 Route De L’Aeroport 
St. Hubert, QC J3Y8Y9
Tel: 450-676-6299

J.P.Martin Aviacao Ltda. 
Av. Olavo Fontoura, 780 
Campo de Marte 
CEP 02012-021
Sao Paulo-SP-Brazil
Tel: +55-11-3538-2555

Hangar Uno, S.A.
Aeropuerto Internacional 
San Fernando
1646 San Fernando 
Buenos Aires, Argentina
Tel: +54-11-4714-8100

Single Air 
Aeropuerto Del Norte - Hangar 
45
AP Carretera Monterrey 
Apodaca, Mexico 
Tel: +52-81-8342-7020

AAC Austrian Aircraft Corp. 
Flugplatz Vosleau 
Osterreichische-A-2540 Austria
Tel: +43-225-2790894

AAC Austrian Aircraft Corp. 
Flughafen Graz 
A-8073 Feldkirchen 
Austria
Tel: +43-316-296149 

AAC Austrian Aircraft Corp. 
Flughafen Linz, Hoersching  
Osterreich A-4063
Austria 
Tel: +43-722-164532

UNI-FLY 
Odense Airport 
Hangar 37
Odense DK-5270 
Denmark 
Tel: +45-6595-55044

Piper.com /locate-dealer/
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Introducing the  
Piper Meridan
by Roger Peperell, Piper Historian – Photos and story

In 1996, a series of customer workshops showed New Piper 
Aircraft Inc., that the market was ready for a faster version 
of the Malibu and Mirage. Since coming out of bankruptcy, 
aircraft production at New Piper had been slowly building 
up so it felt positive about developing a new top-of-the-
range model based upon the Malibu. The preliminary 
design of Project 2000, as it was internally known, was 
completed in 1997 led by engineer Jack Mill, which called 
for a Pratt & Whitney PT6A-42A engine with 400 shp, 

a maximum cruise speed of 260 knots, 50 gallons extra 
fuel in the wings and a new advanced panel with single-
pilot operations in mind. Certification and first deliveries 
to be slated for the summer of 2000. Between December 
1997 and August 1998, the prototype now designated the 
PA-46-400TP s/n 4697E1, was fabricated in engineering, a 
conversion of Mirage s/n 4622002. Major changes included 
a new forward fuselage and cowl with NACA scoops for the 
larger engine, a new wing root glove to meet the 61-knot 

 A LOOK BACK

IIn 1996, a series of customer workshops showed New Piper IIn 1996, a series of customer workshops showed New Piper 
Aircraft Inc., that the market was ready for a faster version IAircraft Inc., that the market was ready for a faster version 
of the Malibu and Mirage. Since coming out of bankruptcy, Iof the Malibu and Mirage. Since coming out of bankruptcy, 
aircraft production at New Piper had been slowly building Iaircraft production at New Piper had been slowly building 
up so it felt positive about developing a new top-of-the-Iup so it felt positive about developing a new top-of-the-
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regulation stall speed, a structurally 
enhanced airframe to support a 
higher gross weight of 4,850 pounds, 
a new larger horizontal tail, elevator 
and rudder (43 percent larger), the 
Pratt & Whitney engine with a 
reversible three-bladed metal Hartzell 
propeller, a new power lever quadrant 
and a new instrument panel.
New Piper unveiled a mock-up 
of the Malibu Meridian at the 
MMOPA Convention on Sept. 
11, 1997, at Nashville, Tennessee. 
The first Meridian prototype, now 
registered N400PT, was completed 
on schedule with a first engine start 
July 29, 1998. The aircraft was shown 
to 400 specially invited guests from 
around the world at Vero Beach Aug. 
13 for its official unveiling. It first 
flew at Vero Beach on the Aug. 21 
with chief test pilot Dave Schwartz  
at the controls. °•
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