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The PA46 fleet was well
represented at the Piper
80th Anniversary Fly-In.

I

In spite of rain, and at times IFR
conditions, Piper hosted an 80th
Anniversary Fly-In Nov. 11 at their
Vero Beach factory headquarters with
more than 100 attending in all and
approximately 40 MMOPA members.
Although weather affected some
from flying in, Piper owners arrived
in everything from Piper Cubs to the
M600. Piper hosted breakfast and
lunch inside one of their large hangars,
where owners could visit with more
than a dozen vendor exhibitors,
including Pratt & Whitney Canada,
Garmin, Hartzell, Fltplan.com, and
others. MMOPA had a nice exhibit
table at the event, which Bill Alberts,
Jr., and I manned, with support
from Jon Sisk and Randy James. It
was a great opportunity to chat with
members and even a few prospective
members. Among the goodies we
gave away were fuel tank dipsticks,
copies of MMOPA Magazine, an
informational hand-out about our
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organization, and an 8GB thumb
drive with a number of great
resources on it.
Piper also had their M600 cockpit/
cabin mock-up on display for
attendees to experience. Sessions
held by Garmin, P&WC, ForeFlight
and others were well attended. At
the event’s conclusion, Piper held a
drawing for a number of high-end
items and celebrated the event’s
success with cupcakes for everyone.
After Simon thanked everyone
for attending the fly-in, Pratt &
Whitney Vice President Irene
Makris offered special recognition
and congratulations with a plaque
to recognize Piper for another
impressive achievement as they
reached 1 million hours of flight with
the PT6A-powered Meridian. She
also thanked Simon and the team
for the important role they played in
helping P&WC reach one of their own
milestones this year – the production
Continued on page 7
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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 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.

MMOPA Executive Director
Brian Cameron – bcameron@mmopa.com

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.

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).

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.

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.

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.

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

MARKETPLACE: Members and vendors can list aircraft,
parts, services and other aviation related items for sale in
this online listing service.

Member-Only Benefits & Services
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MMOPA Member Lance Boxer arrived in his new M600 before the rain moved in.
Continued from page 3
of their 100,000th engine. Overall,
more than 2,800 PT6A engines
have been delivered to Piper over
the 50-plus years of collaboration
between the two companies.
Overall, the fly-in event affirmed
the continued positive relationship
and dialog that continues to build
between Piper and MMOPA.
Piper President Simon Caldecott,
Vice President of Sales, Marketing &
Customer Support Ron Gunnarson,
Senior Director of Marketing and
Communications Jackie Carlon and
everyone from the Piper team were
sincerely welcoming and thankful to
have our participation.
Following lunch, MMOPA
conducted a Special Member
Meeting to elect new Board
directors (congrats to Joe Casey
and Paul Himes). Board President
Randy James, Bart Bartlett and
Chuck Ivester fielded member
questions about cancellation of the
2017 Convention and the location and
timing of future ones. As Bill Alberts,
Jr., related, the hotel made the call to
cancel as Hurricane Irma appeared
to take aim at South Carolina.
That resulted in no lost deposits
for MMOPA. The good news is
that after the 2018 Convention, to
be held in Colorado Springs, the

convention will move to a late spring
timeframe, avoiding the hurricane
season entirely. The meeting was
also an opportunity to review
the intent and availability of the
MMOPA FRAT and PAR, which was
rolled out in 2017.
As we start the new year, you
will be getting even more for your
membership. Starting with this issue
MMOPA Magazine, will be coming
to you six times a year instead of
quarterly. That means more relevant,
valuable content on ways you can
operate your PA46 more safely,
efficiently and professionally. It also
allows for more timely coverage

of events, news and happenings
within the MMOPA community. As
always, I encourage you to send me
an email with article ideas, thoughts
for improvement and information
you have discovered that should
be shared with the rest of the
membership. Do you enjoy writing,
or do you have a compelling story
from which the rest of the members
would benefit? I am always looking
for submissions. Have a stunning
photo of your bird? I’m always on the
hunt for good photography. You can
reach me at dwhite@mmopa.com or
at 316.213.9626.
Happy New Year!

MMOPA Member Will Gilbert arrives in his Meridian.
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PRESIDENT'S LETTER

by Randy James

Irma, the
Charleston Convention
& 2018 Convention

F

For the first time in MMOPA’s 26-year existence, our
convention had to be canceled due to Hurricane Irma. Next
year our convention is scheduled for Oct. 3 through Oct. 7
in Colorado Springs at The Broadmoor. This venue is
always the most popular convention location as compared
to any other venue. Please mark your calendars and plan
to be there!
To eliminate the chance of a hurricane disrupting a
future convention, your Board has approved moving
the annual conventions to the late spring of each year
beginning in 2019. We believe this will ensure that we are
never confronted with the situation similar to what we
faced in 2017.

Piper’s 80th Anniversary Fly-In
Over the weekend of Nov. 11 and 12, I along with your
vice president Charles Ivester, board member Bart Bartlett,
ombudsman Jon Sisk and our editor of this magazine

8
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Dianne White had the pleasure of traveling to Vero Beach
to celebrate Piper’s 80th Anniversary Fly-In. Pilots, owners,
Piper employees and aviation enthusiasts attended the
event which included a factory tour. Simon Caldecott
spoke about this year being a record year for Piper with
the Meridian PT6 fleet having surpassed 1 million hours
and Piper turbines accumulating over 7 million hours.
Piper employees exhibited their understandable pride at
producing such remarkable aircraft during the tour. Our
brand is in good shape, which is important for all of us
wanting to maintain value in our collective investment in
the brand.
I’d like to extend a special thank you on behalf
of MMOPA to Piper President Simon Caldecott for
accommodating the special MMOPA Member Meeting.
In recognition of our association and its support of the
Fly-in, Piper presented each member present with a
portable battery power bank, a handy device to charge
portable electronics.

Piper Aircraft Inc.
Full Page 4/C Ad
17
15
43
25
www.piper.com
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Board. I know all Forum readers appreciate Joe’s many
contributions to that media, which I hope will continue
unabated. Many thanks to Joe Lechtanski for his insight,
expertise and commitment of time to MMOPA.
Sunday departures from KVRB turned out to be fairly
eventful as Hurricane Simon (just kidding Simon) was in
full swing. I departed about 8:15 a.m. and only had winds
070 14 gusting 24, but later departures had much greater
winds. Although the three football fields I walked to
N364ST left me pretty wet, my bird had no problems with
the wind or rain, and once on top, clear sailing home.

Safety During our Holiday Flying

During the MMOPA Member Meeting, we elected
Joe Casey and Paul Himes to the Board. This Meeting also
marked the transition of Joe Lechtanski off the MMOPA’s

The PA-46 fleet has enjoyed a remarkably safe 20
months of operation. During this holiday season,
please stay safe, use the MMOPA FRAT tool, available
at no charge on the Apple App Store, and consult with
your mentor pilots/instructors before venturing out in
challenging winter weather.
I am honored to serve you as your president. To borrow
a phrase from my favorite trial consultant, please let me
know if you have any comments, concerns, criticism or
even abuse. rmjames@mmopa.com.

Flightline Group Inc.
Half Page 4/C Ad
44
31
22
32
www.flightlinegroup.com
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WELCOME NEW
MMOPA MEMBERS
Mohammed Almarzouq, Nuzha, Kuwait

David Gray, Cumming, GA

Fernando Paez

Judson Althoff, Mercer Island, WA

Shane Greenslate, Floyds Knobs, IN

Matthew Parsons, Phoenix, AZ

John Amick, Battle Creek, NE

Johann Grobbelaar, Pretoria, SA

Don Phillips, Seattle, WA

Henry Aryan, Fresno, CA

Kenneth Hair, Fort Collins, CO

John Prescott, Austin, TX

Dale Bailey, Bentonville, AR

Clayton Hammond, Groton, CT

Victor Rivas, Bayport, NY

Charles Banz, Miami Beach, FL

Jon Hullsiek, Liverpool, NY

Robert Ross, Santa Monica, CA

Adam Baslow, Johns Island, SC

Avichal Jain, St. Louis, MO

Robert Rubey, Denver, CO

Stephen Bobko-Hillenaar Alpine, WY

Brad James, Redwood City, CA

Scott Sanderson, Portage, MI

Tim Brooks, Linden, MI

Jon Kasling, Austin, TX

Petra Schneider, Rorbas, Switzerland

Lee Buffington, Fort Payne, AL

Donald King, Fayetteville, AR

John Secor, Sellersburg, IN

Paul Claborn, Albertville, AL

James Laing, Vicksburg, MI

Justin Shaw, Radnor, PA

Gerald Cox, Shepherdsville, KY

Jennifer Longo, Westminster, MD

Steven Shiflett, Olympia, WA

Mark Culpepper, Chapmansboro, TN

Kevin MacDonald San Diego, CA

Bernie Sosnowski, Allegan, MI

Jonathan DeJong Fort Dodge, IA

Pierre-Olivier Mahieu Lasne, Belgium

Patrick Turner, Indianapolis, IN

Garrett Dernoga, Georgetown, DE

Shawn Mall, Henderson, NV

Scott Van, Valin Craig, AK

Mark Donnelly San Jose, CA

Ken McCalla Dakota Dunes, SD

Jonathan Weiswasser, Montclair, NJ

Tony DuBose Plantation, FL

Jack McCartt Jupiter, FL

Mary Yates, Artesia, NM

Andrew Dunlap, Brainerd, MN

Thomas McReynolds Los Altos Hills, CA

Mike Edelstein, Biloxi, MS

Zach Meadows, Edmund, OK

Antonio Elias, McLean, VA

Mike Melson, Bartonville, TX

Matthew Falconer, Orlando, FL

Anthony Milazzo, Waukesha, WI

Dave Gallagher, Brentwood, TN

Leo Montejo, Fremont, CA

Christopher Getz, Hellertown, PA

Keith Mutscher, Austin, TX

Joseph Giallo, Saratoga, CA

Tom Nickoloff Midland, TX

Jeffry Giangrande, Palm Beach, FL

Keith Nord, Jackson, TN

Myer Godfrey, Toronto, CN

Tony Orr, Taupo, New Zealand
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SAFETY

From Dream to Delivery
My journey to owning the best single-engine
turboprop on the market: the M600
by Lance Boxer, Photos courtesy of Piper Aircraft

W

When I began to mention another new plane to my wife,
she simply rolled her eyes. By now, she knows the drill;
I start talking about it and shortly thereafter, I buy. All
she asks is “Can we pay our bills? If the answer is yes, I’m
good to go.”
I’m guilty as charged, and very glad I have a great
partner that puts up with my expensive love affair
with airplanes.
At this point in my life, it’s all about want. I can’t justify
it, but the truth is I love flying and being part of a great
community where I’ve had amazing experiences and
have met some of the best people. I still go through the
process of trying to financially justify a new plane, and the
spreadsheet comes alive with cost comparisons, technical
and operating trade-offs and tax advantages. I know going
in what the answer is, but it’s a fun exercise none-the-less.
My last plane was a 2015 Meridian, I owned it for almost
three years and have flown it virtually squawk-free for
500 hours and love it. Before the Meridian, I owned a
2012 Mirage, and before that two Bonanzas. I was equally
very happy with all of them for that time and point in my
flying life.
When the M600 was announced, I was invited to
Vero Beach for the big event. It was that day I became
seriously interested in the plane. I thought Piper addressed
any short comings of the current Meridian and on paper
made an already good plane even better. I decided to stand
on the sidelines the first year as I wanted to see how the
release dates progressed. I felt even after the first plane was

12
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delivered, it needed time to get any early issues resolved.
And as we all know, the release date was delayed largely
because of the wing design needing some modifications.
In July 2016, the first plane shipped to its new owner. I
took the year to closely monitor the plane’s introduction,
listening and talking with as many M600 owners as I
could. I also stayed very close to the Piper team. What I
found was that there was a great deal of excitement and
satisfaction about the plane. But as we all know there
were a number of design and certification issues that
arose after the launch and first customer shipments that
needed attention.
I took a demo flight out of my local airport (KSMQ)
in October 2016 with one of the early factory test/demo
planes. My demo pilot was one of the senior engineering
directors; he was amazing, willing to answer any question
and so knowledgeable about the plane and its design down
to a level understood by few. He told me his involvement
went back to the PiperJet days, and was considered to
be one of the wing experts. He knew more about wing
aerodynamics then anyone I ever met!
The plane flew great in every phase of flight. I had the
opportunity to exercise the various safety enhancements,
and performance off a short field (2,700 ft.) was a
non-issue.
During this period, I started the “process” of looking at
other aircraft. I considered all the ones you might expect:
Eclipse, Mustang, Cirrus Vision Jet and the TBM. I took
each up for demo flights. Some I had flew in the past. To

Epic Aircraft
Full Page 4/C Ad
33
31
29
31
www.epicaircraft.com
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As N607CA moved down the production line, Piper sent Lance
frequent updates and photos of its progress. From the point
of wing mate, the aircraft is about 30 days from its first flight.
During factory visits, Lance had the chance to talk with the
individuals who were responsible for building his new ship.

be honest, I would have been happy
owning any of them. But we all
know in aviation, every plane has its
compromises; we look at each factor
with different lenses. My sight picture
was focused more on operational
capabilities and money on the back
end. First, I wanted to go nonstop
from New Jersey to Naples; be able to
operate out of shorter fields; and make
sure I had adequate hangar space.
When I got those issues settled, my
focus shifted to how much would it
cost me to trade up.
KSMQ has a 2,700-foot runway
and a good hangar situation. Naples
(KAPF), which is our winter home,
has much longer runways but
hangar space is the issue. I have a
T-hangar that would fit an Eclipse,
Cirrus Vision Jet or Meridian,
but not the others. In the end, the
Lance teamed with Piper’s
Jackie Carlon to make the
interior and exterior selections,
resulting in a stunning palette
of colors. The advanced Garmin
G3000 avionics suite offers
numerous features that
enhance safety and lower
pilot workload.

14
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combination of factors eliminated all but the M600 and my
choice was clear.
The day after I committed verbally to buying the plane,
Piper announced the fleet grounding. That was a shock
to the system! I received a number of calls from the dealer
team and senior members of Piper advising me about the
voluntary grounding. I spent hours on the phone talking
through the issues with them. I felt informed and aware
of the problem. There was total transparency and an
understanding that I may not want to proceed with the
contract. Through this process what stood out to me was
how Piper communicated with its owners and the quick
and decisive actions that put safety over sales. Frankly,
this was huge and convinced me I wanted to stay in the
Piper family.
My decision was made and it was time to contract for the
M600, serial #48. I felt by this time the plane had enough
units flying and for the most part was past the major
introduction issues.
Now the fun part. While I verbally committed to
the plane in early July, I actually signed the contract
and handed over the deposit check at Oshkosh in a
grand ceremony hosted by Piper, and included my good
friend Simon Caldecott, Ron Gunnarson, Jackie Carlon,
Clay Hammond from Columbia and even had Jon Sisk
participate. So much fun!
Immediately after that, we went to work. Piper had a
beautiful, on-site RV bus in back of their Oshkosh display.
One of the rooms was converted to a design studio, and
Jackie Carlon was ready, bringing with her interior and
paint selections and her excellent taste. We had a blast as
we chose the leathers and started to match the exterior
paint and trims.
Piper has a really nice design tool that allowed us to
look at the various combinations of interiors and paints
real time, and then it’s projected on a big screen. In two
hours, we had interior and exterior selections complete and
N607CA was on her way to being a beautiful lady.
What impressed me this time was the quality of
materials, the flexibility Piper had in design choice, and a
willingness to design and customize these planes to satisfy
the most demanding owner. And it was easy and fun
working with them, exactly how it should be! Of course,
there is the factory visit and I think it’s an amazing place.
A combination of old and new technology; jigs from 50
years ago sitting next to modern cutting and fabrication
machines. But in the end the common denominator is the
great people, all of them enthusiastic, well trained artisans
that go back sometimes three generations of family
building these planes by hand.
As you walk through the factory, you can stop at any
production station, and when you tell them you are the

Following five test flights, the M600 was ready
for the paint booth. Here, the base coat has
been applied.
new owner of the plane they are building, you are invited
into their world. They show you their work, and they
will answer any questions for as long as you want to ask.
It’s truly amazing seeing your plane in the early days of
production broken into multiple building stations until
one day, the fuselage and wing comes together in a “mating
station.” It’s from that point you are about 30 days from the
plane’s first flight. Hard to believe, right?
As we got closer to the delivery date, which was planned
for Sept. 25, Hurricane Irma now became an issue. Given
the size and impact of this storm, and with Florida
declaring a state of emergency, Piper’s factory started
preparing to shut down. Of course that means delays.
The plane never got its first flight before Piper suspended
operations. I was concerned broadly for Florida, and as for
delivery, I honestly thought this could set things back for
a very long period of time. Here’s a selfish admit: It was
very frustrating waiting and not knowing exactly when the
plane would ready.
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By mid-September, Lance’s new M600 was ready for first flight.

I talked with Ron Gunnarson
on multiple occasions about the
schedule. He was always so helpful
and responsive. The new date was
Oct. 2, not bad at all. Jackie Carlon
snapped the last picture on Friday,
Sept. 8, before everyone left the
factory, and posted it on Facebook
showing all the planes safely tucked
into their main factory building,
which was built like a bomb shelter.
As we now all know, the storm passed
largely west. While Mother Nature
was not good to Florida, luckily the
east coast dodged a bullet and the
factory was back in operation on

Wednesday, just three days after
the storm.
The first flight of N607CA was
on Thursday, Sept. 14, 2017. It
flew for 1.8 hours and I’m told was
text book. It was fun to watch the
flight certification process through
FlightAware. As it turned out, this
was one of five flights in which minor
tweaks and adjustments were made.
That evening, the plane was sent off
to paint and interior, which takes
about seven days. It came out of paint
on Saturday, Sept. 22, and started its
final journey to certification. Four

In spite of the foul weather, the delivery of M600 was a day of
celebration for Lance, as dozens of Piper employees were on hand
to greet and congratulate him. The heavy rains would stick around
for the following few days while Lance underwent intense training
with Legacy Flight Training.

16
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more flights over the next two days
and it was certified Sept. 27.
No matter how many new planes
one has owned, as the day for delivery
gets closer, the excitement level gets
higher. I traded my current Meridian
into Columbia two weeks before I
took delivery. That part was made
very easy and it was a pleasure, as
always, working with them.
Clay Hammond, my sales guy from
Columbia, flew to Vero Beach a few
days before I took delivery to inspect
and fly the plane for me. This was
really helpful having early eyes on it
should there need to be any squawks
addressed. As it turned there were
very few items, all quite minor and
a really clean delivery. Clay started
working on activating all the database
subscriptions, XM Weather and the
satellite phone.
I took an early morning
commercial flight to Florida on Oct.
2. It was delayed because of weather,
and I didn’t get to the hotel until
3:30 a.m. It was a very rainy day, and
the forecast for the entire week was
rain, wind and occasional torrential
downpours, which we got every day I
was in training.
I took delivery of N607CA that
morning. Despite the weather, I knew
it was going to be a great day as there
is nothing like the feeling of taking
delivery of a new plane, one of the
very best days a pilot can have.
I headed over to the factory to meet
Clay Hammond from Columbia. We

got all the remaining paperwork signed
and walked out to the delivery area.
N607CA came into view under the tent,
and she was gorgeous. I stood there for
a minute and just looked at her, and yes,
I had a huge smile on my face! The best
part was how many people from Piper
were there to greet and congratulate
me. It was a fun day, and I appreciated
everyone coming out.
After we got through the handshaking and many wonderful
conversations, I proceeded to do a
very detailed pre-delivery inspection.
This is where you can get very picky
about the “fit and finish,” both
exterior and interior.
Anything that doesn’t meet your
standards, Piper has people standing
by to address it. The plane was in
great shape, only two minor squawks
that Piper took care of immediately.
I started my training that
afternoon at Legacy and they always
do a great job. David Santos was my
trainer. Having used him when I did
my initial training three years ago,
I know David to be a solid guy with
strong stick-and-rudder skills and
rock-solid in the cockpit.
It was a very challenging week
because of the weather. Frankly my
biggest concern was not subjecting
the plane to the heavy rains given
how new the paint was. With that
said, David and I flew every day. It
was challenging, but exactly what
I wanted. Great for my confidence
and an ideal environment to test
the plane’s handling. In addition to
the air work, we did ground study,
which incorporated the G3000
training devices and the simulator
for emergencies. By the time I was
done, David and Bill made sure I was
ready and felt 100 percent confident
to fly solo.
I went from KVRB over to Naples
for the evening. In the morning, I left
Naples and flew nonstop to KSMQ
in New Jersey. The trip was just
under 1,000 nm, flight time was 3:45

minutes with minimal wind pushing
or pulling. The plane performed
great – I loved it. At FL270, ISA +20,
TAS 268, FFPH 265 and landed with
over 600 lbs. of fuel. What a game
changer! This plane is very much
understated, it’s steady, classy, fast,
efficient, and the more time I got
behind the G3000 the better I felt.
Some of the M600 owners
have talked about their flying
experiences in the plane. If I had
to pick five of the most important
attributes they are:
• Range is amazing;
• Handling characteristics are rock
solid through turbulence;
• Ground handling is tight and steady;
• G3000 is as advanced as you can get
with a ton of safety improvements;
• It’s the perfect blend of speed, cost,
safety and range.

There are many other subtle
improvements, but these alone
make it a great choice and it’s
as competitive as anything on
the market.
While I love the Meridian airframe
broadly, this is a great step-up, and
anyone considering a new plane
should give the M600 a serious look.
The Piper team outdid themselves.
Working with Columbia Aircraft
was professional as always, and
Legacy Flight Training provided
complete and professional training
and ready to help in any way even
after the training was completed.
Funny, because two minutes after I
landed in Naples, Diane Ingelis sent
me an email saying good job getting
through the weather.
When you have a community
like this, can you think of anything
better to do?

°
•
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Zero to
PA46 Pilot

With the right plan, fatherdaughter duo prove it can be done.

I

by Joe Casey

Todd and Sydney Raabe

I frequently have low-time pilots contact me with the
question, “Do I have enough experience/credentialing to
move into a PA46?”
My usual response is, “It depends.” Recent experience,
high-quality training from a solid CFI, real-world
instrument experience and flight time in similarlyequipped airplanes bode well for a fast transition.
Conversely, pilots with little recent experience, no real
IFR experience, or those that have had nominal training
tend to have trouble moving into a PA46. To illustrate

this discussion, I’d like to introduce the Raabe family.
They are a family that moved very rapidly into a PA46 by
doing it right.
Every now and then someone special walks into your
life, and in March 2014 two special people walked into
mine. Todd and Sydney Raabe, a father/daughter duo
that lives near me came to KJSO (my home airport) with
absolutely no flight time, but they had evident eagerness
to learn to fly. Todd is a local surgeon and Sydney (at the
time) was a senior in high school. They interviewed CFI’s
in the area and I got one of those interviews. I don’t do
a lot of private pilot flight instruction, but we seemed to
“connect” interpersonally and I told them I’d consider
training them. But I had two requirements: they had to
own their own airplane and they had to train “together,”
with one at the controls and the other sitting in the back
watching the other.
They agreed and soon were in pursuit of a suitable
airplane to learn to fly. A nice Cessna 182 was found locally
and they made the purchase in April 2014.
I learned that these two learned very quickly. They were
totally committed to training, studied at home, showed up
early and stayed late, and remained engaged in the process
throughout. Both soloed quickly, and both advanced
rapidly through the various phases of training. Within two
months they were both private pilots.
They continued to fly to gain cross-country experience,
and immediately began training for the instrument rating.
The avionics in the Cessna 182 were upgraded to a WAASenabled Garmin 650 and an engine monitor was installed.
They now had the perfect airplane for instrument training.
Sydney flew the Cessna back and forth from college and
While carrying a full load of college classes,
Sydney Raabe, along with her dad Todd, was a
committed, dedicated student pilot. Thanks to
their focus, she and Todd went from aviation
newbies to competent PA46 pilots in a year.
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Todd flew whenever Sydney was not flying. Fortunately,
the fall/winter of 2014 had many low-weather days and
they racked up lots of instrument flight time during
training. In February 2015 (less than one year from first
flight) they both had an instrument rating.
With the instrument rating in hand, they began to really
rack up the cross-country hours. Sydney was still flying
the Cessna back and forth from college and Todd saw the
need to have an airplane of his own, available whenever
he wanted. So, the question arose: “What kind of airplane
should Todd purchase?” Anyone that knows me knows that
I’m a PA46 fan, so it was no doubt that I would steer them
toward a PA46.
I called my favorite insurance broker to discuss the
potential of them purchasing a Malibu. They both had
about 220 hours flight time (and counting) and both had
an instrument rating. Although they had low experience
for a typical Malibu pilot, it was determined that they
would be insurable in a Malibu, but with a probable slightly
higher premium.
We began the search for a Malibu and soon discovered a
nice 1987 model. I think the Continental-powered Malibu
with the Parker-Hannifin Hydraulics and electric flaps
(1986.5 to 1988 models) are some of the best PA46’s built,
and this Malibu fit that description. The purchase was
made and we began the flight back to Texas.
Todd and Sydney again began the tried-and-true
process of flight training in the Malibu: one in the front
seat and the other watching from the back. They went
through initial training together and then started flying
the insurance-required 25 hours of dual instruction, which
One of the keys to the Raabe’s success was
the team approach to training, where one would
watch from the back seat while the other took
instruction in the front.

took less than one month. Within one year of stepping
onto the airport as a wanna-be pilot, they were both now
fully-functional, instrument-rated Malibu pilots.
Sydney flew the Cessna back and forth to college and
occasionally was able to pry the Malibu out of her father’s
hands. Todd flew sometimes on business trips, but mostly
he flew family trips. They both continued to fly often.
As often happens with pilots, there’s always a desire for
additional speed. Although the Malibu was great, I found
a particularly nice 1998 JetProp for sale. And, to make the
matter really sweet, a partnership of three pilots contacted
me wanting to purchase a Malibu. So, the potential of a
three-way purchase/sale was pursued.
I made another call to my favorite insurance broker to
discuss the potential of the Raabe’s moving up to a JetProp.
Both Todd and Sydney had about 400 hours of total flight
time, but all of that flight time was within the last two
years, and they had a high percentage of actual-instrument
time. It was deemed that they were insurable. In June 2016,
the Raabe’s purchased the JetProp and sold the Malibu.
The Raabe’s went from being a non-pilot to being
an instrument-rated pilot of a Malibu in one year, and
owner/pilot of a JetProp in two years. That’s the fastest
progression I’ve ever seen. Impressive? Yes. Could others
find the same process doable? Yes, I think so. Here’s what I
think were the keys to their success:
• Be committed: Todd and Sydney required no additional
prodding. They stayed focused and engaged. Moving up in
piloting credentials can be a slow process and there’s lots
of places to “step off the train.” “Steady plodding” toward
the goal will bring huge rewards.
• Front/Back Training: The military uses the front-seatf lying, back-seat-watching methodology of training
exclusively in primary and instrument training in aircraft
that have a “back seat” or a “jump seat.” All of my flight
training at Fort Rucker, Alabama as a warrant officer
helicopter pilot was conducted in this manner. I’ve found it
to be a huge benefit to “watch the other pilot make mistakes.”
Anytime this can be incorporated into training (Recurrent
training, Initial Training, partnership training, etc.), it’s a
beautiful thing. I think it’s the best way to learn to fly, or
to learn to fly something new.
• Insurance broker: Every PA46 pilot needs a great insurance
broker that knows their name, their credentials, and who is
willing to “go to bat” for that pilot. Having an advocate in
the insurance marketplace is critical.
• Don’t be “normal”: “Normal” sucks. “Normal” people tell
you why something cannot be done. “Normal” results in
mediocrity. Be abnormal. Be the one that pursues excellence,
finishes what you start, and strives for goals that would be
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sailed through her college undergraduate experience in
record time, and now pilots a Mooney back and forth from
veterinary school (where I suspect she’ll graduate early
near the top of her class). Aviation is now a huge part of
their lives, and I suspect it will be for a long time.
I hope Todd and Sydney’s story resonates with you
in some way. I hope it encourages you to pursue some
milestone in aviation that will make you a safer pilot.
Whether it’s finishing up the instrument rating, getting
a tailwheel endorsement, becoming a commercial pilot,
or maybe obtaining the CFI rating, I hope their story of
persistence and success will help invigorate you to grow
in aviation. Whatever your aviation dream is, it can
be done.

°
•

Now the owner of a JetProp, Todd Raabe flies
often with his wife and family.

Joe Casey is an ATP, CFI, CFII (A/H), MEI, CFIG, CFIH,
as well as a U.S. Army UH-60 standardization instructor/
examiner. He has been a PA46 instructor for 14-plus years,
and has accumulated 11,800-plus hours of flight time, 5,000 of
which has been in the PA46. Contact Joe at: www.flycasey.com,
by email at joe@flycasey.com, or by phone at 903.721.9549.

too hard for the crowd.
• Good instruction: While I’m totally biased in this
assessment, I can attest that the Raabe’s get really good
instruction, not only from me, but also from other
instructors in the area. They attended M-Class events,
attended the MMOPA Convention, and became totally
immersed in the PA46 community. Don’t think your “local
CFI” will be able to lead you to success in an aviation
community in which he/she is not invested. Get good
training and advice from someone that knows the PA46.

McVinnie Aviation

• Instrument flying: Get comfortable in the clouds. All PA46
platforms are excellent IFR airframes, and every PA46 pilot
should be super-comfortable with their instrument flying
skills. The better you are flying instruments, the faster you’ll
move into (and get comfortable with) a PA46.
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It should be mentioned that Todd and Sydney lived very
full lives while they progressed in aviation. Todd has a
wife and three other children in his family, is active at his
church, and works countless hours in his medical practice.
Sydney attended a major university (with a super-full
schedule) and competitively trained/rode horses. They
simply “made aviation fit” into their schedule and made
aviation a priority.
Fast-forward to today: The Raabe’s are still flying
the JetProp with no intent of moving up. They recently
upgraded the panel to a super-nice Garmin suite including
the G500/750 with a bunch of other digital goodies. Sydney

mailto:djm@mcvinnieaviation.com
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SAFETY

2017 Accident
& Safety Review

A

by Manny Casiano

an older accident: N186CB. I
presented this scud-running accident
in New Orleans, but couldn’t
really explain what happened.
Britain’s equivalent of the NTSB
did an excellent report on this
heartbreaking fatal accident,
and concluded that this was
probably a case of unintentionally
overpowering the autopilot. The
result was some wild up-and-down
pitch excursions, culminating in
a stall-spin, killing the pilot, his
wife and two of their children. The
accident report is well worth reading:
http://assets.publishing.service.gov.uk/
media/57ff8dd140f0b67135000004/
Piper_PA-46-350P_Malibu_Mirage_
N186CB_11-16.pdf
We all know overpowering the
autopilot is a bad thing to do; this
report graphically illustrates the
possible outcome in IMC.

As you likely know, MMOPA was
originally founded to improve
the safety record of the PA46
airframe, and that’s what we’ve
been doing for the past 27 years.
The annual Safety Review is an
important learning part of each
year’s convention; unfortunately,
Mother Nature had different ideas
this year, and our Charleston
convention had to be canceled due to
Hurricane Irma.
This article will give you a
summary of our past year’s accidents,
and some overall impressions
and suggestions. I’ll focus on the
accidents in the NTSB database
since our last convention, but also
add incidents or foreign accidents
to help improve our awareness. By
the time you read this, I hope to
have a narrated video of the safety
review, with much more detail,
available on the MMOPA website for
download/viewing.
Before going further, let me give
my standard disclaimer. I was not
present for any of the accidents
presented here – I take NTSB and
public source data to guess what
might have happened, for the
purposes of learning. I’m not trying
to affix blame (I’ll let the FAA do
that). Rather, my purpose is for
us to learn from someone else’s
misfortune. Life’s too short for all
of us to learn everything we need to
know firsthand. I mean no disrespect
to any pilot, even when I speculate on
pilot error as a cause. Even the best
professional can have a bad day.
First, I’d like to briefly mention
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2017 Was a Good Year
Now, the 50,000-foot safety view
since last convention: We had a
pretty good year for the PA46, based

on historical comparisons. We had
six accidents recorded in the NTSB
database since last convention;
typical counts have been more in the
12-16 range. We had “only” one fatal
accident (for the past two decades,
we’ve averaged 2-8 fatals annually).
And our total accident rate and
fatal accident rate both continue
to decline.
So, let’s pause briefly to give
ourselves a light pat on the back. OK,
now let’s look at what we can learn
from these accidents, so that we can
strive for even fewer accidents (and
zero fatal accidents) next year.
This figure shows the geographic
distribution of accidents for last year:

The blue pushpin is an accident
that doesn’t appear in the NTSB
database, and there is also an
accident in Germany that the NTSB
doesn’t record.
This table (below) shows the eight
accidents since last convention, which
I’ll briefly discuss here:

N#

Mo/Yr

Model - Event

Cause

N563WT

9/2016

Matrix – landing LOC

Pilot

Fatalities

Reserve, NM

N4149R

12/2016

JetProp – hard landing

Pilot

Midland, VA

N301BK

12/2016

Mirage – landing LOC

Pilot?

Nashville, TN

D-ECBE

1/2017

Meridian – landing LOC

Pilot?

Bavaria, Germany

N600ST

3/2017

M600 – landing LOC

Pilot

Bellefontaine, OH

N123SB

4/2017

Malibu – IFR approach crash

Pilot

N41827

7/2017

Mirage – landing nose

?

Franklin, VA

Mech?

Tahlequah, OK

4

Location

Harrisburg, OR

gear collapse
N786MD

/

7/2017
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Mirage – engine failure cruise

The first accident was a runway
excursion after 8+ hours of
flying a Matrix from Michigan to
New Mexico. The pilot couldn’t get
the pilot-controlled runway lights
to go on, and on his second attempt
to land on the unattended unlighted
field in the dark, he landed off the
side of the runway. The plane veered
across the runway and down an
embankment, and the gear collapsed.
We’ve seen night landing mishaps
before. In this case, there was a
lighted, attended airport with an
RNAV approach 30 miles away – that
would have been a wise diversion.
The second accident is a JetProp
with pilot and instructor doing
annual recurrency training. The pilot
had 2,400 total hours, but only 236 in
the PA46 (unclear how many of those
hours in the turbine version). They
were practicing short-field landings,
using a technique of crossing the
numbers at 50 feet and 75 knots, then
cutting the power to idle to dive to a
flare. My experience is that a JetProp
sinks rapidly at idle and slow speed;
not a place I like to be. In any case,
the result was a hard landing with a
prop strike and fuselage damage. My
suggestion would be that in a turbine
with reverse thrust, I’d keep in a little
power in until the flare – short fields
should not really be a problem.
Next is another landing
accident. (Are you starting to see a
pattern?) This was a Mirage with
an experienced pilot. The landing
runway in Nashville had a direct
right crosswind at 15-17 kts. The
pilot didn’t like his first approach,
and (wisely) went around. On his
second approach, he landed on the
centerline, but then veered left and

the pilot tried to abort the landing
with power. The plane ended up in a
ditch off the runway, with significant
damage to the wings, but with no
injuries. I don’t know yet if there were
any mechanical factors contributing
to the loss of control.
My takeaways from this accident
are to practice and be cautious with
strong and/or gusty crosswinds. I
personally don’t use full flaps with
strong crosswinds, but that’s personal
preference. Finally, once you’re on
the runway, and losing directional
control, do NOT try to take off again.
There are too many PA46 accidents
that have been converted from
airframe damage with no injuries
(the usual with low speed runway
excursions) to fatalities at high
speed/low altitude. You are almost
always safer staying on the ground
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at decreasing speed, than trying to
salvage a loss of directional control at
full power.
This next accident, in Germany,
doesn’t appear in the NTSB database.
But I’ve included it because it
reinforces the pattern we’re seeing.
This was a Meridian landing
in strong, gusty crosswinds. The
plane departed the runway after
landing. I don’t have any investigative
data, but from press reports it was
a windy, clear day. Again, there
were no injuries in this runway
excursion accident.
The next is a gorgeous new M600;
the accident isn’t in the NTSB
database, but I think it’s instructive,
and continues the landing pattern
this past year.
The wind was a gusty, right
crosswind (12 kts gusting to 19).
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After touchdown, the plane ran off the runway to the
left, and the nose gear collapsed; there were no injuries.
Again, I don’t have any investigative data yet regarding any
possible mechanical issues, so I’ve tentatively recorded this
as pilot error.

Next is our only fatal accident since last convention.
This was a trip from Van Nuys to Eugene, Oregon, in a
Malibu. The destination weather was challenging: visibility
1-3 miles in rain/mist, winds from the south at 25 gusting
to 35, and overcast at 3,700 feet. There were reports of
moderate to severe turbulence, with low level wind shear.
Not a comfortable flight.
I don’t have a final NTSB report, so I am speculating
here for learning purposes. Given the strong southerly
winds, I expect the pilot was landing to the south, probably
using runway 16R at EUG.
Using the FlightAware path, a street map and the EUG
approach plate, I constructed the composite show on
the left to try to try to understand what was happening
with this flight. On the right is a street map with the
FlightAware track superimposed in yellow. On the left is
the plan view for the ILS 16R. I’ve shown the location of the
IAF (MACTA) on the street map for reference.
I don’t have NTSB factual detail, but it looks to me
like the pilot was being vectored to join the ILS outside
of MACTA, which would make sense. Again, remember
strong, gusty winds and moderate-severe turbulence.
On the following page is the same map, with the
FlightAware headings, altitudes, and groundspeeds
shown. (Note that these are not ATC radar data, but
rather the less accurate FlightAware data.)

Ron Cox
Quarter Page B/W Ad
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Above is the profile view from the ILS plate.

www.roncoxaviation.com
mailto:info@roncoxaviation.com
Again, it looks like the plane was being vectored to
intercept the ILS. The headings make sense for that, and
the altitudes are close to what one would expect from
ATC. The initial north heading at 155 kts groundspeed
seems right, remembering the strong southerly winds.
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The descent from 2,600 feet makes sense (give or take 200
feet). What doesn’t make sense to me is the groundspeed
on the descent/level off. Of course, as the pilot turns back
into a stiff wind, the groundspeed will drop a lot – but 55
kts groundspeed, at a point still 10 miles from the runway
threshold, just seems too slow to me, even accounting for
the winds at 1,800 feet.
The wreckage of the plane was found in a field near the
red X; the four people on board died.
We’ll know more when the factual NTSB report is
released. But at this point, it looks suspiciously like a
stall/spin accident during an approach in turbulent
conditions. I am certain the weather paid a large role in
this tragic outcome.
Next, we have another landing accident, this one due to
deer on the runway. Deer and airplanes don’t mix, as we’ve
seen in multiple prior accidents. The pilot landed, and

then swerved off the runway to avoid deer. His nose gear
collapsed in the soft ground.
I don’t have any more details, especially if he was
landing into the sunset, it could have been hard to see the
deer on the runway. Or the pesky critters could have run
onto the runway after he was down. Fortunately, there were
no injuries.
Finally, we have a piston-engine failure during cruise.
This was a Mirage on a daytime flight from Joplin,
Missouri to Addison, Texas, VFR at 12,500 feet, with
flight following.
Approximately a third into the trip, the plane lost some,
and eventually all, engine power, right around the red X
(below left).

He turned toward Tahlequah (TQH), which was the
closest field; you can see the nice smooth turn and track to
that nearest airport on the FlightAware track.
Unfortunately, he never got a green light for his nose
gear down. It looks like he circled once just south of
the field.
Perhaps he was distracted by the gear light, but he ended
up landing in a field about 300 feet short of the runway.
The wing struck a hay bale, causing structural damage
(which is why the accident ended up on the NTSB list).
Fortunately, none of the four people on the plane were
hurt. My only comments would be: 1) stay high during
an engine-out approach, and 2) that we normally practice
engine-outs alone or with an instructor; the plane will sink
faster with four on board.
Those are the eight accidents since last convention;
with six of them appearing in the NTSB database. That’s a
much lower number than the past few years, so perhaps the
constant drumbeat about safety is having some effect. I’d
like to think so…
But note that five of the eight accidents in this list are
landing loss-of-control in good weather, most associated
with strong crosswinds. Fortunately, as I said earlier,
landing loss of directional control rarely results in serious
injuries, and in these five there were no significant injuries.
That’s the good news. The bad news is these are usually
expensive accidents; don’t hold your breath for lower
insurance premiums across the fleet.
The Nall Report for non-commercial general aviation
shows a bit under one-third of accidents as landing, with
half of those loss of directional control, and a quarter being

Columbia
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hard landings. For whatever reason, we’ve had a number
of years in the PA46, this being one, where landings are
our single biggest phase of accidents. This year there was
a strong association with gusty crosswinds.
All I can say is go out and practice crosswind landings
with a good instructor. It’s fun, and might help you avoid
showing up on this safety review list next year.
Here (right) is our overall accident count, for the past three
decades of calendar years, in green (of course, 2017 isn’t
done yet).
As you’d expect, as the fleet size increases, the raw
accident count increases as well.
The FAA doesn’t keep hours f lown statistics for
the PA46. So, to create a rate, I’ve calculated accidents
per 100 flying aircraft. That’s shown in blue on the
chart, and shows a downward slope (similar to the
rest of general aviation statistics). That decreasing
rate is a good thing (though I’d love to see it going
down quicker).
Here (right) is the same type of chart, but just for
fatal accidents.
You can see we’ve had three of the past 25 years with
zero fatal accidents, and 2016 and 2017 with only one fatal
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each so far. That’s pretty good, but our traditionally most
dangerous season (winter holidays) is coming up.
What’s important to note is the fatal accident trend line,
which is going down nicely. Despite the fact that 2014 and
2015 were terrible years (with six and eight fatal accidents
respectively), we should note that we’ve reduced our fleet
fatal accident rate by almost 75 percent since the early days
of the PA46, and our trend line down is much better than
GA as a whole.
So – 2017 has been pretty good, but let’s not get
complacent. Let’s keep striving to replicate the three
years in PA-46 history we’ve had ZERO fatal accident.
Fly safe!
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Convention & Fly-In.
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SAFETY

Managing What’s
In Your Control
Avoid becoming an accident statistic by
mitigating unnecessary risk, properly maintaining
our aircraft and keeping our skills sharp.
by Dave McVinnie

I

I was chatting with Dave, a local avionics guru, about a
couple installs in the shop, and we were coordinating the
shakedown and transition training that comes with the
work. On the other side of the hangar, a rescue/recovery
operation was underway for a late model Skyhawk. A
technician was bolting new tail feathers on a trainer that
recently trashed a runway light. The repair was going to be
expensive, somewhere around $40,000 to get it back on the
line. The technician was experienced as the company he
works for specializes in putting heavily damaged machines
back in the air. I’d met him before when he worked on
an ill-fated Malibu that experienced a gear collapse
during taxi.
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The technician pointed to an older Malibu parked
behind the Skyhawk. He said the Cessna repair would
be cheap compared to the estimated $200,000 minimum
repair bill that’s normally associated with a PA46 gearconnected event. That cost explains why some ships never
fly again. If there’s any relief in this accounting, none of the
gear-related events involved serious occupant injuries.
Over the past two years, there have been some 38
“events” that include everything from lightening/bird
strikes to fatal tragedies.
Twenty-two involved nose gear issues and included everything from tires, hard landings, mount failures, etc. You
don’t need a calculator to know we’re talking big bucks!
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The redesigned Matrix/Mirage engine mount provided
some relief, but despite all efforts, we continue to prang the
under bellies of our ships with disturbing regularity. The
causes are varied but the common thread is “distraction,”
often times, something we could/should be controlling.
We don’t have the space here to recount everything, but I
will provide some examples of what we’re doing and some
suggestions on how to improve our record.
The data supports two events with no apparent airborne
distractions. The pilots “just forgot.” Seems hard to fathom
when you consider the totality of performance and gear/
flap warning systems. The magnitude of stress causing a

“Roger that!”
He’s not a pilot but when
you need to talk about
aviation marketing,
John Shoemaker speaks
your language. And more
importantly, he listens.
Call him today and find how
the publications he serves,
and the markets they reach,
can help your aviation related
business grow.

800-773-7798
VP Demand Creation Services –
serving your advertising needs with
these fine aviation publications:
● ABS ● Cirrus Pilot ● Comanche Flyer
● King Air ● MMOPA
● Twin & Turbine

john.shoemaker@vpdemandcreation.com
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pilot to ignore these warnings is
hard to comprehend, but things
like divorce or dire medical
events are enough to complete
the distraction. The MMOPA
Flight Risk Assessment Tool
(FRAT) awards 5 points for stress
and 5 points for undue external
pressure, and we haven’t even
thought of a place to fly yet.
Airborne distractions come
in a variety of flavors. Traffic, passengers, weather and
mechanical failures all demand our attention and we’ve
seen a number of them in just the past few months.
A recent flight involved an owner on an orientation
flight in his exciting new purchase. For most, it’s an event
we can all remember, and I’m sure this pilot will, too. All of
the new sights, sounds, equipment and procedures got the
best of him and left him one step behind the power curve,
albeit a short one to the tarmac.
It’s not just the newbies. The environment captured the
belly of a Mirage in Santa Fe a few years back. The night
flight arrived in very turbulent windy conditions, and
the pilot elected to go around on the first attempt. The
runway layout disoriented/distracted the pilot resulted
in a gear-up landing on the second approach. Note: The
instances of gear-up landings are higher following a
go-around, probably because the pilot is distracted by the
need to go around and the recent memory of extending the
gear. Add this situation to your personal master caution
alerting system.
There were two events were the pilots focused on other
aircraft approaching at the destination non-towered
field. In the Mirage event, the pilot acknowledged the
other approaching aircraft and elected to allow it to
land first. The Mirage subsequently landed gear up (the
other aircraft was never heard from again). In the other
instance, a Meridian pilot was searching for a Baron
that was also approaching to land opposite direction. As
we compile “risks.” approaching a non-towered airport,
especially during light wind conditions, makes the
top 10. This situation/risk is likely to expand as more
navigation systems provide visual “straight-in” approaches.
Flyer beware!
In-flight emergencies, perceived or actual, can generate
life threatening distractions. In these situations, there is no
place for Monday morning quarterbacking. A total engine
failure at FL190 or FL230 demands your full attention.
A total electrical failure, especially at night, can quickly
overwhelm/underwhelm our senses to the point were
survival is the only concern. Still, many times we can learn
from these events.

In the case of the piston engine failures (TIO-550), both
pilots left their propeller full forward, which dramatically
reduced the glide distance. They both made an airport
although one was a little short and experienced a nosegear collapse on touchdown. The other arrived 6,000 feet
above the runway on a calm and clear VFR day. The pilot
waited on the gear until on final approach and when he
placed the gear handle down, he discovered the load on the
electrical system had depleted the battery to the point the
nose gear would not lock. At that point, it was too late for
an emergency gear extension.
Another recent catastrophic engine failure resulted in
the aircraft landing short of the runway. The pilot dumped
the cabin to eliminate smoke. He lowered the gear as he
prepared to land, however, he didn’t get a nose gear light.
He attempted a manual gear extension without success.
The right wing separated when it clipped a hay bail.
The JetProp fleet experienced at least one event where
one of the main buss tie circuit breakers failed. That
triggers a total electrical failure because the second buss
tie breaker can’t handle the total load. To spice it up a
little, it happened at night in icing conditions. I bought
an LED headlamp the day after reading the report.

Another JetProp nuance focuses on the nose gear actuator
aft attach bolt. There have been a couple instances where
the bolt loosened up enough to prevent the nose gear from
extending. Maintenance experts recommend checking the
torque on a regular basis.
Our second electrical failure resulted from poor
checklist discipline and the pilot “specifically” asked
me to pass this along. The M350 pilot/owner (formally a
Meridian pro pilot) missed the alternators during the start/
run-up checklists. I’m not sure how the aircraft made it
to the hold line without a low voltage CAS warning, but it
did. Climbing out of 600 feet, the electrical system/battery
died and the pilot, fearing a fire, returned to the airport
and landed gear-up. An in-flight engine failure, electrical
failure or an aircraft fire should not be taken lightly. If time
permits, pilots should plan/consider the need to execute
and emergency gear extension.

Nose Gear Collapses
The flow of nose-gear collapses seems endless and the
question of “did the landing gear/engine mount fail, or did
the pilot’s poor landing skills cause the mount to fail?
The majority of Loss of Control (LOC) events occurred
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slightly above or very near the maximum demonstrated
crosswind figure. Operating near the limit is not a problem
as long as all the related circumstances are satisfactory.
Worn or underinflated tires and improperly rigged steering
rollers come to mind, and don’t forget the yaw damper.
Here’s an example of a much too-common occurrence.
During a landing rollout, a main tire deflates. The aircraft
darts to one side and exits the runway, the nose gear

collapses, which results in a prop strike. It’s not going to be
cheap! Piper, the FAA and the tire representative show up
the next day. The tire rep measures the air pressure in right
main at 40 psi (should be 55 psi) and puts the blame on the
pilot for an improper preflight (point taken). A follow-on
investigation reveals a split tube which was later deemed
at least partially responsible for the event. For the few that
may not have heard, the tire pressures in the POH are the
minimum pressures for a normally loaded aircraft. The
aviation tire manufacturer recommends minus zero and up
to 105 percent to account for pressure changes. Also results
in better handling/wear.
Speaking of “darting,” one of our participants wanted
to remind pilots that if you leave the prepared surface,
resist the temptation to guide the aircraft back onto the
runway. Most surfaces have an edge/lip that the gear may
not be able to conquer. The clearways next to a runway will
usually allow you to come safely to a full stop and airport
workers/FBO tugs can usually return you to the ramp
without causing further damage.
The unstabilized approach is another common
contributor. A recent JetProp pilot, under an instructor’s
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supervision, chopped the power to flight-idle crossing the
threshold. This caused the nose to drop and the speed
to bleed off rapidly. There wasn’t enough time to reapply
power to save it and the subsequent hard landing deformed
the fuselage. Another Mirage went to parts when the pilot
attempted to land with a stiff crosswind. The aircraft
weathervaned to the left and struck a berm, twisting the
wing forward. Surprisingly, the nose gear missed the berm
and remained intact.
Flying a stabilized approach means accurate speed
control. Forcing an aircraft on the runway when the
aircraft still has flying energy is an invitation, and not
the good kind. The slightest over-rotation, wind gust or
bounce can put you back in the air without time to recover.
The NTSB attributed a recent Matrix nose gear collapse
to the aircraft touching down “nose-first.” A second Matrix
pilot experienced a nose gear collapse attempting to make
a night landing at a non-towered field at night with no
runway lights. He gets marks for persistence as it took him
two tries.
And sometimes it’s not your day. Our commander in
Italy did about as much as anyone could expect and the
radar track confirms it. The aircraft landed gear-up on a
foamed runway.
We also need to be mindful of the line technician’s
towing practices or the maintenance provider’s quality
assurance program. I’ve found nose tires mounted
backward (schrader valve wearing on the fork side). Saw a
Malibu last week with fresh oversteering evidence on the

stops and I’ve seen an Aerostar and a JetProp this year with
main tires that looked more like tubes.
So, what can we do about it? “Nothing” is an option, but
be assured the insurance folks have a plan B.

The PAVE Model
We can turn to the PAVE model for some suggestions:
Pilot: Honestly evaluate your skills. Just because the
aircraft has a maximum demonstrated crosswind doesn’t
mean you don’t. We’re taught to always pick the most
aligned runway, but it doesn’t hurt to practice with 10 to15
knots every once in a while. Take an instructor if it makes
you feel better.
Aircraft: If nothing else, this discussion
substantiates the weaknesses in our undercarriage. The
nose gear is part of the directional control system, not the
landing system. Proper maintenance of the struts, tires and
steering mechanisms can make the difference between a
tough landing and a loss of control event.
enVironment: Event after event reports the
aircraft in wind conditions at or very near the maximum
demonstrated component. Adding 5 or 10 knots because
it’s windy only increases the crosswind/gust exposure time.
The rule of thumb is to add one-half the gust factor to your
approach speed (Vref ). Partial flaps (20 versus 36) makes
pitch control a little easier because the center of pressure
(lift) is not as far aft. If wind is a risk factor, do you have an
alternate runway or even an alternate airport?
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Ice and patchy ice are water’s next of
kin. We had a Meridian ground-loop
after he attempted to brake during
roll out following a tail wind landing.
A main tire caught a dry spot and the
aircraft spun around and departed the
runway. The gear strut punctured the
right wing.

Wet runways add the additional risk
of hydroplaning. It may be the only
thing I remember from my ATP test,
but 9 times the square root of the tire
pressure gives you the hydroplaning
speed. So, 55 psi = 68 knots. If you
start braking and let go of the flight
controls, just because you’re on the
ground, you may lose your sense
of direction (pun intended). Tread
condition/pressure also play a big part.

External Pressure:

Your decision to fly may be more
important than your ability to fly.

Why are you making the trip? Do
you have a plan B and enough time to
execute it? Flying around the country
to gather the family for Thanksgiving
is one of the perks of aircraft
ownership. Unfortunately, there’ve
been more than a few fatal accidents
that started that way.
In 2015, the fleet had its worst
year on record; 31 events including
nine fatal accidents. 2016 ended
up being the safest year in nearly
two decades with only 19 events
including one fatal accident. At
this point, 2017 is doing relatively
well. As we look toward 2018, we
hope to improve our ability to
identify and mitigate the risks
associated with the privilege of
flight.

°
•
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Graphical Turbulence
Guidance & RADAR
Finding the safe way through

L

by Bill Panarello
Last fall, I had the privilege of
working with several MMOPA
members at an MMSTF gathering
in Concord, California. We focused
on several tools that can not only
greatly enhance safety, but make
your next trip more comfortable.
NOAA’s Graphical Turbulence
Guidance product solves the
mystery of finding turbulence
before you send a PIREP. It includes
an analysis and forecast for clear
air turbulence as well as turbulence
from mountain wave activity
with a new forecast updated every
hour. The latest version of the
GTG product includes low-level
turbulence beginning at 1,000 feet
MSL with a vertical resolution
of 2,000 feet that extends to
FL450. Forecasts have a higher
resolution of turbulence intensities
that includes the full range of
classifications from light to extreme
as shown below making the product
even more useful to evaluate the
risk of dangerous turbulence along
your proposed route.
With everyone’s iPads out,
we explored the various dropdown menus to discover the full
capability of GTG charts.
I then shifted gears to talk about
the Honeywell RDR 2000 radar. As
you well know, a picture is worth a
thousand words. As shown in the
photos here, the actual airborne
radar returns at 12 o’clock and
15 nm are the NEXRAD returns

at 10 o’clock on the range ring.
Flying straight ahead will fly you
through the 10 o’clock NEXRAD
weather, and that will be the reason
you give the moderate or greater
turbulence PIREP!
I provided them some tips on
better radar use. Step one is to
TURN IT ON! After it goes through
its startup checks, set the TILT
to 10 degrees up and range down
to 20 nm. No use turning on the
radar as you fly thru the weather.
It will start up a couple miles too
late. I use this setting as a base
when I’m taking off or on arrival
below 10,000.
The mystery of the gain control
was shown at 50 percent to reduce
the PPI attenuation to remove the
Level 1 and 2 returns.
After the ground school session,
I had the chance to fly with two
members, honing procedures that
require habitual flow, especially
on a go-around. We even did
a bit of radar training and a
no-flap landing, which always
surprises pilots with the distance
required to stop.

NOAA’s Graphical
Turbulence Guidance tool.
After being tortured for 30
years with airline procedures
and extraordinary professional
training, I came back so impressed
by these members’ professionalism
and commitment to training and
safety. They can fly my family
any day!

°
•

Bill Panarello is a well-known safety
and weather presenter. He has served 23
years as an airline captain, 10 years as a
company check airman, and is currently
a Boston-based first officer for American
Airlines in the B737-800. He currently
conducts training for TBM pilots with
his “airline mindset for general aviation” program.

The actual airborne radar returns at 12 o’clock and 15 nm are the
NEXRAD returns at 10 o’clock on the range ring. Flying straight
ahead will fly you through the 10 o’clock NEXRAD weather.
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Creating a Culture
of Safety
A Fighter Pilot’s Perspective
by Joshua Boudreaux

A

that decrease our ability to accurately
process information. Fatigue, visual
illusions (day or night), stress, lack of
proficiency, over-confidence, getthere-itis, and operating in conditions
that exceed your ability are a few
examples of the human element and
are the majority of causal factors
behind mishaps.
This professional approach
to aviation starts during
Undergraduate Pilot Training
(UPT) when a new military pilot
develops and eventually
hones the skills required
to safely and effectively manipulate
the controls of an airplane.
At UPT (and other formal training
courses) the foundation is created;
aspiring pilots learn about systems,
emergency procedures, human
factors, weather phenomena and

As a new (or even an experienced
pilot), it is critical to your success and
safety that you know your aircraft,
your tactics and yourself.
To know your airplane: a pilot
must intimately comprehend the
forces acting on the aircraft, the
systems (normal operation, failures
and emergency procedures), and the
limitations placed on the engine and
airframe for any given condition.
Tactics are the studied and proven
actions that, if executed correctly,
would produce mission success and
survivability. In civilian terms, these
are rules and procedures that are
inherently safe (i.e., how to properly
fly an RNAV approach).
Lastly, knowing yourself is the
conscience act of identifying threats
created by the human element:
physiological and emotional inputs
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analyze past mishaps.
Mark Twain’s quote,
“Learn from the
mistakes of others; you
won’t live long enough to
make them all yourself,”
rings especially true when first learning to fly.
Safety does not occur naturally; it is a byproduct
of having a solid foundation of knowledge and a
continual pattern of identifying, assessing, analyzing,
controlling and reviewing. In military aviation, we call this
Operational Risk Management (ORM). ORM is a process
that each pilot must continually go through before, during
and after he/she has slipped the surely bonds of earth.
In every fighter squadron, pilots combat risk daily
through a variety of measures. Before each flight, pilots are
required to accomplish an ORM survey that methodically
scores the threats/hazards and then discuss mitigation
of those risks with a supervisor (experienced instructor
pilot). While we can never eliminate all risks, we ensure a
plan is created and briefed. In some circumstances, we will
decrease the complexity of a mission or cancel the flight
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“One of the most important
ways to become a respected
group of professional aviators is
to create the culture of safety.”

Assessing and mitigating risk is
just one way we improve our chances
of a safe and successful sortie. In
order for a pilot to hone their skills
as a professional aviator, they must
strive to constantly improve their
knowledge and skill during each
ground activity and flight (i.e., briefs,
debriefs, continuing education).
Military pilots accomplish this
by meeting annual, quarterly and
monthly requirements (currencies)
that are much more stringent than
those mandated by the FAA.
We also have structured briefs and
debriefs that start with overall and
specific objectives that are measureable.
We brief what we plan to do, fly what
we briefed, and debrief to develop
lessons learned that alter our future
airborne decision making. Although we
will never achieve absolute perfection,
we never cease the pursuit of it.

altogether based on the ORM score.
MMOPA’s FRAT app is similar to our
ORM matrix.
The old saying, “Just because
it’s legal, doesn’t make it smart” is
something every pilot has probably
heard when trying to push the limits
of weather or entering challenging
conditions when superior skill and a
bit of luck would be required to walk
away safely after a “sporty” sortie.
ORM or FRAT highlights risk and
causes us to think through scenarios
before pushing our limits beyond our
capability. Pilots (especially combat
aviators) accept the inherit risk
associated with strapping on a fuel
tank and rocket motor and tossing it
into a very unstable/quickly changing
environment. In order to accomplish
that task safely, it is incumbent
on the pilot to continually use the
ORM process.
40
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In my opinion, MMOPA’s PAR
program is a commendable approach
that ensures pilots evaluate their
performance and strive to improve
in those areas that lack proficiency
or skill. Any opportunity to
quantify performance allows pilots
to objectively find areas needing
improvement and actively focus
on that skill set. Additionally,
opportunities to train in extreme
environments that most pilots never
experience is an excellent way to
build confidence. Spin training,
unusual attitude recoveries and
aerobatics are a few additional ways
to expand your envelope and refine
your skills.
Lastly, one of the most important
ways to become a respected group
of professional aviators is to create
the culture. I will never forget the
lessons I learned as a young fighter
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their nose at 500 kts., with flares
and afterburner. Within your groups
at home, please help expand the
culture of safety and make us all
better.

°
•

For those who neglect to check NOTAMs or talk to ATC and
violate a TFR or other restricted airspace, they may find
themselves intercepted by Boudreaux flying a NORAD F-16.
pilot when the IPs would walk up
to the bar, throw a dollar bill on
the table and tell a “There I was…”
story. It re-affirmed that even the
best and most experienced make
mistakes and while our combat
mustaches make us bullet proof, we
are not infallible.
A safety program focused on nonretaliatory reporting allows pilots
to discuss incidents and hopefully
prevent mishaps. Organizations
that promote arrogance, shame
or belittling do not foster mishap

prevention and stifle discussions
and queries from the next generation
of aviators. MMOPA has done an
incredible amount of good work
to foster an excellent culture of
safety, but unfortunately many
other groups of pilots across the
nation have not adopted the same
principles and that potentially puts
others at risk.
I’m one of the lucky few that gets
to intercept these people because
they refuse to check NOTAMs or
talk to ATC until I go flying past

One of the featured speakers
who was scheduled to appear at the
2017 MMOPA Annual Convention,
Joshua “Tater” Boudreaux is a
graduate of the U.S. Air Force
Academy in Colorado Springs,
CO, where he was a competition
glider pilot and graduated with a
B.S. in mechanical engineering.
In 2013 Boudreaux joined the
U.S. Air Force Air Demonstration
Squadron (Thunderbirds) as the
left wing pilot flying the No. 2
jet. Now a NORAD F-16 pilot in
support of airspace control alert,
he has logged more than 3,600
flight hours military jet time as an
Air Force pilot with 2,100 hours
in the F-16. He has 490 combat
hours in the F-16 gained during
seven deployments. In addition, he
performs an aerobatic routine in
“Wild Blue” an RV-8A, at air shows
across the country.

In addition to his duties as a NORAD F-16 pilot, Joshua “Tater” Boudreaux is an airshow performer on
board “Wild Blue,” an RV-8A.
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Save the Date!
The 2018 MMOPA Convention
& Fly-In Returns to

October 3 – 7
Colorado Springs, CO
Known as the “Grande Dame of the Rockies,”
The Broadmoor will host the 2018 Convention with
its world-class, historic facilities and legendary service
and amenities.
You won’t want to miss these five days of education,
entertainment and everything PA46.

°
•
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Domestic Service Centers
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

Southwest
Executive Aircraft
Maintenance
Scottsdale, AZ
Tel: 480-991-0900
West Coast Aircraft
Maintenance
Long Beach, CA
Tel: 562-981-6064
Loyd’s Aircraft
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 Aircraft, Inc.
Petaluma, CA
Tel: 707-765-1848
Ratliff 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
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American Aircraft
Maintenance, Inc.
Santa Ana, CA
Tel: 949-852-8420
Lone Mountain Aviation
Las Vegas, NV
Tel: 702-309-2200

Northwest
Western Aircraft Inc.
Boise, ID
Tel: 208-338-1800

Midwest
Des Moines Flying Service,
Inc.
Des Moines, IA
Tel: 515-256-5300
Tri-State Aero, Inc.
Evansville, IN
Tel: 812-426-1221
Muncie Aviation Company
Muncie, IN
Tel: 800-289-7141

Northeast
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
Tiffin Aire
Tiffin, OH
Tel: 419-447-4263

Southeast

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

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

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

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

Midwest Aviation Center
Chesterfield, MO
Tel: 636-532-6155

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

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
Skytech, Inc.
Westminster, MD
Tel: 410-574-4144
JetRight Aviation Maint., LLC
Nashville, TN
Tel: 615-360-2592
Daytona Aircraft Services, Inc
Daytona Beach, FL
Tel: 386-255-2049
Advanced Aircraft Center
Miami, FL
Tel: 305-259-8291

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

Piper UK Limited
London Oxford Airport,
Langford Lane
Kidlington, Oxford, OX5 1RA
United Kingdom
Tel: +44 1865 415 260

Mustang Maintenance & Repair
216 Avro Lane
MCA Aviation Ltd.
Calgary, Alberta,T3Z3S5
Business Aviation Centre
Tel: 403-286-1129
Hangar 603, Aviation Park
North East
Aero Teknic Inc.
Bournemouth International
4920 Route De L’Aeroport
Airport
St. Hubert, QC J3Y8Y9
Dorset, BH23 6NE
Tel: 450-676-6299
England - United Kingdom
Tel: +44(1202)571711
J.P.Martin Aviacao Ltda.
Av. Olavo Fontoura, 780
RGV Aviation Ltd.
Campo de Marte
Gloucester Airport
CEP 02012-021
Hangar SE40
Sao Paulo-SP-Brazil
Cheltenham GL51 6SP
Tel: +55-11-3538-2555
United Kingdom
Tel: +44-145-2855501
Hangar Uno, S.A.
Aeropuerto Internacional San Piper Generalvertretung
Fernando
Deutschland AG
1646 San Fernando
Flughafen Kassel
Buenos Aires, Argentina
Calden D 34379
Tel: +54-11-4714-8100
Germany
Tel: +49-5674-70452
Single Air
Aeropuerto Del Norte - Hangar ARLT Aircraft Services
45
Flugplatz, Halle 4
AP Carretera Monterrey
Worms, DE-67547
Apodaca, Mexico
Germany
Tel: +52-81-8342-7020
Tel: +49-624-1-23373
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

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

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

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

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

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

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

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

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

JB Investments Ltd
U1. Redutowa 10
Warszawa 01-103
Poland
Tel: +48-227-369919
OK Business Aircraft, s.r.o.
Airport Příbram
Drasov 201
261 01 Příbram
Czech Republic
Tel: +42-31-8690644

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

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

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

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

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

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

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

PA46 Owners Gather to
Watch the Total Eclipse

L

Last August, aviators across the country gathered
to experience a total solar eclipse in a swath of
North America. MMOPA Members Jim and Anita Hogue
hosted a number of PA46 owners at his private airport
Hogue Airfield (TN85). They opened up their beautiful
home and airstrip, which was perfectly situated in the path
of totality. Jim grilled up burgers and other eats as PA46
owners arrived.
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Member Report:
Gar Kenyon Hydraulic
Pump Failure in Flight
by Nigel Buckley
On Aug. 1, 2017, I departed my home airport for
a routine “return to service” and check flight to the
flight levels in our Malibu 310P (VH-TAL) to check
pressurization after replacing control cables and pressure
hull plugs amongst other things, including installation of
ADS-B in and out. A month previously, I had flown the
aircraft with no issues.
On the August flight, I was accompanied by friend and
local instructor Colin Burns just to give a hand if required.
It was a nice morning at Moorabbin (Victoria, Australia):
scattered at 3,500,11 degrees C, winds from the north at
about 8 to 12 knots. All in all, it was a perfect day for a
relaxed jaunt in the heavens.
Just for luck we added 120 litres of avgas to give us
about 280 litres on board for departure. Run-up was
routine, temps and pressures good, and we were cleared for
departure. After rotating and establishing climb I selected
gear up, and about three seconds later heard a loud report
and felt a pressure “puff” in the cabin. My immediate
thought was engine, or turbocharger. However, the aircraft
continued to climb strongly, so I continued to fly it.
So much for an easy morning flight. A quick check of
indicators revealed gear unsafe and hydraulic pump timed
out. I reset pump, no luck. We continued climbing to the
southwest in open airspace and discussed the issue, pulling
the manual and reviewing the manual gear extension
procedure. We then elected to conduct a manual gear
extension in accordance with Piper instructions.
Good, we have two green, nose and right main gear.

Given we had 250 litres of fuel on board and we were in
reasonable weather, there was no immediate imperative
to conduct a hasty landing on two wheels.
We contacted Melbourne Radar from our holding
position to the southwest of Moorabbin Airport and
requested a “fly-by” from the south on Runway 35L to
confirm our in-cockpit diagnosis of left main gear still
unsafe. After confirming from the ground that the left
main gear was hung up, we returned to our holding area
and planned. Whilst discussing options, we were contacted
by Melbourne Centre who advised that Victoria Police
“PolAir 432" was operating overhead Port Arlington on
the western side of Port Phillip Bay and they would be
happy to have a close look at our gear using their (very
sophisticated) onboard camera to see if they may be able
to spot any irregularity. Being a great believer in using
whatever resources are available (and secretly loving
helicopters) we happily accepted.
We tracked to Port Arlington and turned outbound
tracking 120 degrees and flew in formation at 90 knots
with “PolAir 432" as they took a photo of our gear. They
kindly texted it to me in the aircraft. Technology is
here to help!
Our plan was simple, burn fuel, organise, and not give
up until we had the wheel into a locked position. Given
that plan, we tracked south, and put our aircraft through
a graduated exercise, dive and positive climb with a series
of left yaws rolling into a 40-degree angle of bank turn. We
repeated this process three times with slightly more vigor
each time. On the fourth repetition, we were rewarded with
a (very satisfying) clunk and a LMG “green.” Following the
locking of the gear we tracked back to Port Arlington, and
asked our new friends with the “big” camera to confirm
gear status. Happily, all looked as Mr. Piper intended.
All in all, the whole process took two hours and 10
minutes, but we landed safely. Particular thanks to,
Colin Burns for his inscrutable, thoughtful and supportive
help, as well as Melbourne Centre, Moorabbin tower,
and to the crew of “ PolAir 432" for their assistance and
interesting photos.
The Gar Kenyon pump is back in the United States being
rebuilt; I am confident all will be good when it returns.

Piper Reported
Robust Deliveries and
Revenue Through Q3 2017

With M600 and Archer TX leading the way,
Piper Aircraft, Inc., reported excellent sales growth
through the third quarter of 2017, selling $48.6 million in
aircraft. This represented a 57 percent increase over the
same period in 2016. Additionally, Piper product deliveries
have grown by 19 units, when compared to the same period
in 2016, which represents a 24 percent increase.
“In Q3, our continued investments across all of our
products as well as our commitment to a made to order
business model has helped drive another quarter of strong
growth and sales expansion and has also resulted in the
lowest dealer inventory levels that we have seen in five
years,” said President and CEO Simon Caldecott.
By year-end, Piper expected deliveries of its
primary aircraft trainers to reach their highest level in
14 years.
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Initial / Recurrent
Flight Training
RJ Tutt Aviation
Full Page Ad

pg B/W
Matrix1/4
– Malibu
– Mirage
45
Meridian26– JetPROP
Serving the West Coast Since 2000
33
35

RJ Tutt Aviation
www.rjtuttaviation.com

Stockton, CA (KSCK)
209-478-6075 209-482-7433
rjtuttaviation@comcast.net
www.rjtuttaviation.com
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