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IIt is a great honor to be selected as 
your next Executive Director starting 
April 1. Having lived and breathed 
the aviation industry for most of 
my 30-plus-year career, I couldn’t 
imagine a more ideal role. I would 
like to thank Brian Cameron for 
initially making this opportunity 
possible and for his outstanding 
service to the organization.

Going forward, I look forward 
to applying my experience and 
passion to advocate for the PA46 
community and provide valuable 
resources, information, tools and 
events to help you get the most out 
of your membership. I will also 
continue to serve as the editor of 
MMOPA Magazine.

Recently, MMOPA President 
Randy James suggested I share a bit 
about my aviation heritage on these 

pages. We all came to aviation from 
different angles and walks of life: 
Some grew up around airplanes with 
parents or grandparents serving 
mentors; others discovered aviation 
late in their careers, when resources 
and time were more plentiful. 
Regardless, we are here because 
we share a passion for flight and 
journeys on which it can take us.

I fall in the former category, with 
my mother being my chief role 
model, cheerleader and all-around 
aviation hero. The following is based 
on a piece I originally wrote for Twin 
& Turbine seven years ago. With 
some updating, I would like to share 
it with you:

In the late 1950s, a young girl 
named Pat dared to do what no 
other female in her small Missouri 
town had ever done. She dreamed 
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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 

1988, and now serves nearly 1,000 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 PA46 family of aircraft. Dues are $250 

annually and includes a subscription to MMOPA Magazine, 

access to the MMOPA members website and forums, 

Jeppesen subscription discounts, 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. 

JEPPESEN SUBSCRIPTION DISCOUNT: Members receive 
a 15-month subscription for the price of a 12-month 
subscription. The savings alone more than cover the cost of 
MMOPA’s annual membership dues.

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. 

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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of learning to fly. When she was 15, 
she begged her father to allow her to 
take a ride in an airplane. Despite the 
protests of her mother, she paid the 
man a penny per pound and climbed 
aboard. That short flight, low and 
slow over the countryside, sealed 
the deal. Somehow, she resolved, she 
would learn to do this.

After graduating from high school 
– valedictorian no less – she secured a 
job as a loan clerk at a local bank and 
secretly began saving her money for 
flying lessons. She told no one of her 
plans, as they would have thought she 
was eccentric or just plain crazy.

Only one person was in on the 
scheme: her father. Enamored with 
aviation himself, he encouraged her 
dream. Finally, the 19-year-old girl 
gathered her nerve and drove to the 
airport, taking along her father for 
moral support.

Before she knew it, she was 
standing on the brakes of an 
Aeronca Champ while her new 
flight instructor propped the plane. 
Eight flight hours later, she soloed. 
Unfortunately, the Champ’s engine 
gave out, and she was without an 
airplane to finish her training. 
Gathering her nerve once again, she 
marched into her boss’ office at the 
bank and asked him for a $2,000 loan 
to buy an airplane. What she didn’t 
know was that he was a World War 
II pilot. He was ecstatic with her plan 
and agreed to loan the money.

She bought a Piper PA-12 
Super Cruiser.

Six months after her first solo, 
she flew the tiny Piper 100 miles 
to Springfield, Missouri, to take 
her check ride from the FAA. As 
she taxied in after her check ride, 
the examiner leaned forward and 
said, “How does it feel to be a 
private pilot?”

Upon landing back at her home 
field, the new pilot spotted her 

father standing at the edge of the 
turf runway, waiting for her. To 
celebrate, she took him up as her 
first passenger.

That day started a lifelong romance 
with aviation that would last 47 
accident-free years. The girl grew 
up, married, and had a daughter 
and a son. She also kept flying, 
owning several aircraft along the 
way, and undertaking some amazing 
adventures. In 1975, she would 
buy her third Cessna 172, a new 
Skyhawk II with bright orange-and-
brown paint. This airplane, beloved 
and babied by its owner, would 
eventually serve to teach her daughter 
(me) to fly.

In 2010, after a battle to regain her 
medical after heart surgery, the girl 
with a big dream was forced to hang 
up her wings.

But her story isn’t over, it’s 
just getting started. Pat has a 
granddaughter Abby with a big 
dream. Abby not only envisions 
herself a pilot like her mom and 
grandmother, she dreams of 
becoming a Naval aviator and 
perhaps one day flying in space. So 
that pretty little Cessna, so cherished 
by its first-and-only owner, is now 
loved by a new generation of women. 
After I purchased it in 2011, Abby 
began taking flight lessons. Shortly 
after her 17th birthday, Abby took 
her check ride. The woman who 
started it all, her grandmother, was 
waiting at the fence, ready to be her 
first passenger.

Fast-forward to 2018. In just 
a few short weeks from now, 
Abby will graduate from the U.S. 
Naval Academy with an aerospace 
engineering degree and will report to 
Pensacola, Florida to begin training 
as a Naval aviator. °•

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

Questions, comments or 
suggestions? Please feel free to 
email me at dwhite@mmopa.com
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OOne of the best features of my role as your president is to 
lay claim to outcomes I had very little to do with, except 
as a cheerleader. (Think the FRAT, PAR, and new M600.) 
Such is the case with our newest executive director, 
Dianne White. MMOPA was blessed when she agreed 
to become our editor of the MMOPA Magazine, which 
has been expanded to six issues instead of four issues 
annually. Having Dianne as our executive director results 
in MMOPA being doubly blessed. So how did MMOPA get 
so fortunate? Funny story.

Brian Cameron, our executive director for the past two 
years called me to ask about changing the permanent 
address for MMOPA. He sold his home in Arizona, but 
he was not sure where he was moving. Brian has an adult 
child on the West Coast, in the Northeast and in Asheville, 
North Carolina (my home state.) Brian wanted to take 
some time to make this housing venue decision. Without 
hesitation, and before checking with Dianne White, I 
suggested Dianne’s address.

Brian thanked me for the suggestion and thought 
Dianne’s address would be perfect. Then overnight Brian 
had an epiphany of sorts. I was in court the next day, but I 
had a text message, two voice mails on my office phone and 
one on my cell phone. Brian had not tried to reach me that 
urgently since I became president. When I finally spoke 
with Brian, he shared his epiphany with me: Brian had 
decided to retire from his role as executive director (Brian 
had retired several years earlier after selling his medical 
device company permitting him the freedom to enjoy 
life before being drafted into the position of MMOPA’s 
executive director by Tom Kieffer.)

Now you see why I will take credit for Dianne as 
MMOPA’s new executive director. I responded to Brian, 
“what a brilliant idea.” Of course, I regret that Brian made 
his decision to retire from MMOPA as he demonstrated a 
patient, steady, consistent and pragmatic hand as MMOPA’s 
executive director generating many ideas including FRAT, 
the safety emphasis by having COPA’S Rick Beach attend a 
Board meeting dedicated to safety in January of 2017, and 
one of several board members who proactively looked for 
a new editor of the MMOPA Magazine, which ultimately 

resulting in the addition of Dianne White as the editor of 
the magazine.

Please join me in expressing a big thank you to 
Brian Cameron for his service and a big welcome 
to Dianne White as our new executive director and 
continuing as our editor of the MMOPA Magazine.

Test Drive
I wish I were writing to tell you I had test-flown an 

M600, but the next best thing was having Chuck Ivester 
relay his flight experiences in the flesh (imagine the 
Forum on steroids). Chuck, your vice president, along 
with past president Manny Casiano, secretary/treasurer 
Dave Bennett, Bart Bartlett, Ombudsman Jon Sisk, 
newest board members Joe Casey and Paul Himes, and 
editor Dianne White, gathered for a Board meeting in 
Tucson, Arizona the weekend of January 26. We held 
the meeting at the Westin LaPaloma, the site of the 2020 
MMOPA Annual Convention, to test drive the facility, 
tour the meeting space, and ask questions of the hotel 
events staff. I’m pleased to report this venue is a true family 
destination, from the heated pool with a phenomenal 
child-pleasing slide to the multiple tennis courts. Also, it 
features a stunning Jack Nicholas-designed golf course. 
With the Westin’s customary generous room sizes, 24-hour 
room service, and many local attractions, this convention 
site will be a favorite. MMOPA had a convention at this 
location in 2002, five years before my time of owning a 
PA46, N364ST, a 2005 Mirage.

Safety, Safety, Safety
At our January board meeting, PA46 safety has been and  

remains the primary focus of your board. Of particular 
interest to me and fellow board members was the commit-
ment Piper demonstrated by sending three executives to our 
meeting: Ron Gunnarson, vice president of sales, marketing 
and customer support; Jack Mill, director of product 
reliability and safety; and Vincent Zarrella, director of global 
customer support. The three executives gave a 90-minute 
presentation touching on every aspect of the PA46 airframe, 
from the legacy PA46 Malibu developments to the upcoming 

PRESIDENT'S LETTER

Transitions
by Randy James
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accouchement about the fuel 
senders. For those of you flying with 
Garmin G1000 panels, they provided 
the latest news about legacy upgrades, 
which by the time you read this 
magazine will be old news.

Piper has enjoyed a record 2017 
sales year and the future looks bright, 
which is wonderful news for our 
airframe. Moreover, Piper values 
its relationship with MMOPA as 
MMOPA values it relationship with 

Piper. The seeds planted during 
Jon Sisk’s tenure as MMOPA president, 
fostered during Tom Kieffer’s 
presidency and continuing with 
Manny Casiano’s presidency have 
ripened into the current symbiotic, 
full commitment from Piper. The 
commitment and continuity of 
Jon Sisk as MMOPA’s ombudsman 
with Piper has cemented the current 
relationship MMOPA enjoys with 
the manufacturer. Members may not 
recall, but in 2009 the relationship 
between MMOPA and Piper could 
only be described as tolerated.

The current MMOPA/Piper 
relationship permits advancement 
of our primary focus, namely how 
can we improve the safe operation 
of our aircraft. And to that focus, 
your board is preparing exciting 
developments that will provide 
owners meaningful training 
guidance and measurable objectives 
to reach higher levels of proficiency. 
Your board is meeting again in April of 
2018 to further develop these concepts 
and I anticipate an announcement at 
the convention in Colorado Springs, if 
not before. Stay tuned.

Broadmoor Convention – 
Colorado Springs Oct. 3– 6

Irma scratched our 
Charleston Annual Convention last 
September, the first cancellation of a 
convention in MMOPA’s history. The 
most popular MMOPA convention 
venue in terms of attendance has been 
Colorado Springs at The Broadmoor. 
I hope you will plan now to attend 
this convention. Board member 
Mary Bryant and Bill Alberts, our 
consummate convention planner, 
have a wonderful program planned 
and the venue is phenomenal, hence 
the prior popularity. And if you like 
golf, there are three 18-hole courses 
on the property.

See you in Colorado Springs! 
 °•
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WELCOME NEW MMOPA MEMBERS
Angie Alexander, Santa Rosa Valley, CA

William Altenpohl, High Point, NC

Ron Ashby, Cedar Knolls, NJ

Gal Bar-Or, Jackson, WY

William Barnard, Lees Summit, MO

Patrice Beitz, Neuilly sur Seine, France

Philip Blank, Pleasanton, CA

Greg Boll, Naples, FL

Stephen Cheney, Nantucket, MA

Edwin Cooper, Austin, TX

Chris Dolan, San Rafael, CA

Mark Donnelly, San Jose, CA

Bryan Evans, Hailey, ID

Tom Feagins, Kingfisher, OK

Kevin Gabriel, Galveston, TX

John Garlick, Casper, WY

Kevin Geiger, Mount Pleasant, SC

Marc Ginter, Jacksonville, FL

Gavin Gularte, Berkeley, CA

John Haley, Little Rock, AK

Cyrus Javadi, Tillamook, OR

Carlos Lagomarsino, Vero Beach, FL

John Lankenau, Lake Havasu, AZ

Keenan Leatherwood, Irving, TX

Robert Leposavic, Santa Barbara, CA

Douglas MacArthur, Littleton, NH

J Merola, Elmira, NY

Courtney Miles, Panama City Beach, FL

Michael Miller, Kalamazoo, MI

Matt Murph, Lantana, TX

David Nelson, Austin, TX

Larry Orhdorf, Pueblo, CO

Tyler Peterson, San Francisco, CA

Sam Scheef, Lubbock, TX

Brian Schultz, Lake Havasu City, AZ

Eric Sheffels, Wayland, MA

Anne Simpson, Renton, WA

Joseph Spare, Waldo, OH

Markus Springmann, Lac La Hache, BC, Can

Bradley Stratton, Excelsior, MN

Steve Summers, Nicholasville, KY

Chandu Thekkath, Woodinville, WA

Kurt Traffie, New Ipswich, NH

Steve Urban, Yorba Linda, CA

David Weaver, Elkhart, IN

James Wegner, Omaha, NE

Ryan Wines, San Dimas, CA

Kirk Zastrow, Tarpon Springs, FL

As of February 10, 2018
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II should first mention that if you are considering flying 
your PA46 across the Atlantic to Europe, you should stop 
right now. Don’t consider it any further, just go ahead and 
do it! Don’t look back, don’t hesitate, start the planning 
now, you will not regret it. It is far cheaper to fly first class 
on the airlines in one of their lie-flat seats with food and 
wine. But then flying our own planes has rarely been about 
being less expensive.

What started out as an interesting idea, turned 
into an amazing trip. While I had f lown in Europe 
in a Piper Archer and Cirrus SR22, I had not made a 
transatlantic trip in a PA46 airplane. It was one of my 
goals and Jonathan Lampitt, a close friend and aviation 
client, also thought it was a good goal. We set the plan 
in motion.

Jonathan and I both own Meridians, he a 2010 model 
and mine a 2001. We decided to take his on the flight and 
the planning began. We would fly from the Pacific Ocean 
at San Diego to the Mediterranean Sea! We first chose 
the locations we wanted to visit – eastern Canada as the 
North America departure point, Greenland for fuel and 
fjords, Iceland for fuel and touring, Scotland for fuel and 
exploring, and then England, Spain and France for longer 
visits. Our wives, Barbara and Jane (also a pilot), thought 
it was such a great idea that they opted to fly commercially 
to London and then have us chauffer them around in the 
Meridian to Barcelona and Cannes. For some reason, 
hours of looking at the North Atlantic and the potential 
of wearing fashionably stylish survival suits didn’t 
appeal to them!

From Sea to 
Shining Sea

Flying a Piper Meridian from the Pacific Ocean 
to the Mediterranean requires planning but 
offers an experience of a lifetime.

TRIP REPORT

by Rich Pickett
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We also made the strategic decision to spend three 
weeks on the trip. It doesn’t make sense to rush such a 
great exploration as well as provided us with extra time for 
unexpected delays. Since we had no weather complications, 
or other issues, it ended up giving us extra freedom.

Planning and More Planning
Now came the time to plan the aeronautical component. 

I love the technical nature of flying, the preparation, 
flight planning and execution – the more complex the 
better! I started studying the European airspace and the 
requirements of the individual countries. We also decided 
we wanted to not worry about every detail, so we turned 
to Air Journey, which was a wise choice. As many PA46 
pilots know, Air Journey leads a number of aviation-
related journeys all over the world. We didn’t want to have 
someone else plan all of our details, however we desired 
to have assistance with flight planning, border crossings, 
and fuel logistics as well as listen to our many questions. 
Air Journey was the perfect choice. We contacted 
Guillame Fabry who offered a concierge service and started 
the planning process.

The first question was, of course, where do you want 
to go? We had determined our route after departing the 
United States would be: Quebec City, Quebec (CYQB), 
Goose Bay, Newfoundland and Labrador (CYYR), 
Narsarsuaq, Greenland (BGBW), Reykjavik, Iceland 
(BRIK), Stornoway, Scotland (EGPO), Biggin Hill 
(London), England EGKB), Barcelona, Spain (LEBL) and 
Cannes, France (LFMD). On the return, we would take 
almost the same route, with the edition of Edinburgh, 
Scotland (EGPH) for a short visit.

There are several ways to pick airports flying 
transatlantic. Our choices were based on distance and 
interesting sites along the way. With the Meridian we 
wanted a maximum leg length of four hours, and our two 
longest legs of 680 nm, CYYR-BGBW and BGBW-BIRK, 
fit those requirements. While Meridian doesn’t have the 
longest range of the PA46 series, its high ceiling did offer 
more options, and JetA is less expensive and more available 
than 100LL in some remote areas. The trip is easily flown 
by our piston-powered brethren, and in fact they have a 
range advantage over the Meridian and JetPROP, which 
provides more flexibility across the Atlantic. While 100LL 
was available at all of our airports, if you fly a piston PA46, 
I recommend you confirm availability at all airports, 
especially if you want to explore smaller airfields.

Continuing the planning, it isn’t appreciably different 
from flying to Mexico, or the Caribbean. You need to 

have the appropriate charts, a small tool set, emergency 
equipment, handheld radio (more on that later), turbine oil 
and snacks for the crew. If you are flying a turbine PA46, 
you will also need to take your own anti-icing additive, 
which is essential and for some reason not available at 
all FBOs in Europe. We took 16 cans and used 11 on our 
trip. If you don’t have your own raft, jackets and survival 
suit, don’t sweat it. They are easily obtainable, as long as 
you plan ahead, something that we were slightly negligent 
when we realized we didn’t have survival suits. Again, 
Air Journey to the rescue. They rented them to us on very 
short notice – one day in fact!

We also decided to travel very light. Since most hotels 
had laundry service, and we could buy what we needed, 
it made sense. Jonathan and I probably had 40 pounds of 
luggage between us. We also knew we would meet up with 
our wives, which might change our load slightly. They were 
awesome and met up with us in London with a reasonable 
amount of luggage that fit in the capacious Meridian. I 
miss that nose baggage that is present in other PA46s. 
However, it worked out well.

Even though I’ve flown in excess of 60 international 
fights in my airplanes, it was great to have Air Journey 

Flying over the Davis Strait on departure from 
Narsarsuaq, Greenland.

The circling RNAV approach into Narsarsuaq, which 
leads up a fjord with plenty of surrounding terrain.



prepare the APIS, fuel 
releases and flight plans. 
They provided us with a 
very nice binder containing 
our journey details before 
our departure. It was great 
to see it at my house upon 
our return, right where 
I left it. Of course, they 
probably knew I would 
forget it, so they also sent 
us PDF versions of most of 
the documents.

The night before every 
flight, Melanie Pandian, also 
with Air Journey, would also 
send us a complete briefing 
for the next day’s adventure. 
This briefing not only had 
our flight plan and a weather 

overview, but also a great description of what procedures 
we would expect to receive and even photos of the airports 

– in case we couldn’t find them with WAAS GPS, iPad, 
charts and of course our eyes. She obviously knows pilots 
very well.

Entering Canada is probably as easy as it gets. One 
call to 800-CANPASS before you go, and another on the 
ground if Customs isn’t at the airport, is generally all you 
have to do. We stopped at Quebec City, which is now one 
of my favorite cities. With a strong French influence, both 
in food and culture, it is a great place to visit. It’s a quaint 
old city is full of wonderful sites, restaurants and shops. 
While you don’t necessarily need to know French, if you 
do, you will enamor yourself with the local citizens. It is as 
close to being in France as you can be, without visiting the 
European continent.

The FBO, Avjet, in Quebec City was very efficient, as 
were all of the FBOs along the way, and we were on our way 
to the city within 20 minutes of landing.

The typical stop on the way to Greenland is Goose Bay 
(CYYR), which we used as well. We stayed overnight, but 
we probably won’t do that again unless necessary. There 
just isn’t much to do in Goose Bay and the lodging options 
are minimal. There are two FBOs at the airport, and we 
used Irving Aviation Services. However, we learned that 
Woodward Aviation Service may offer better pricing on 
some services. You can also pick up and drop off your 
rented survival equipment at Goose Bay.

Across the Pond
Water is water, except when you are over the Atlantic. 

Even though I’ve flown for hours over large expanses of 
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The Tunu Glacier on the east coast of Greenland.

TRIP REPORT

Before departing for Greenland for the longest 
overwater portion of the flight, Rich and Jonathan 
tried on the survival suits.
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water, the North Atlantic seemed different. Perhaps it was 
the larger waves we could see from the airplane. Leaving 
the coastline and airports, we embarked on the leg to 
Greenland. At FL270 we had the skies to ourselves. The 
piston aircraft were below us, and the jets well above. In 
fact, we never had anyone at our cruise altitude on any legs 
over 50-plus flight hours.

We opted to try on the survival suits while at Goose Bay, 
then elected not to wear them in flight. I did go back in 
the cabin and put it on in a timed test while in flight, 
from FL270 feet, we felt we would have time to put them 
on. It would have been more prudent to wear them in the 
cockpit, however at 6-foot 3-inches tall, the cockpit is not 
exactly generous with space.

Perhaps the biggest difference in flying across the 
Atlantic is actively monitoring your position since you 
are out of radar contact a substantial portion. You need 
to do position reports like the old days, using latitude 
and longitude coordinates. Your TAS is also important, 
since spacing is predicated on your speed. We would 

The airspace surrounding the United Kingdom. “I’ll 
never complain about U.S. Class B airspace again.”

TRIP REPORT

At the Biggin Hill, England airport, Rich and 
Jonathan’s spouses Jane and Barb joined up for 
the rest of the journey to Europe.
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alter our flight plan in flight when our TAS was different 
from planned. At our flight levels we always had good 
communications and frequently requested the next 
planned frequency in case we lost communications. Once 
we had to relay ATC instructions to an airline above us 
flying an Airbus.

The descent into Narsarsuaq, Greenland was beautiful. 
Jonathan was flying that leg, which allowed me more time 
to sight-see. Following one of the fjords, then taking a 
right turn to final for the runway, with a glacier just to the 
east was a great view. We were the only private aircraft 
on the ramp, and the line service were immediately at 
our airplane ready to fuel. We visited the dispatcher 
and the AFIS (Aerodrome Flight Information Service) 
representative in the “tower.” While not offering full 
ATC services, they do manage flights at the airport. The 
dispatcher, was extremely helpful and had already printed 
our next flight plan, as well as took the initiative to create a 
weather booklet for us.

After our Atlantic-crossing baptism, all other legs were 
more relaxing. I flew the leg from Greenland to Reykjavik 
and took advantage of the VFR weather to fly low over the 
fjord outside of Narsarsuaq then turn east and start the 
climb over the glaciers to Iceland. I've spent time flying 
across a large amount of time in Alaska. However, the ice 
fields of Greenland were more spectacular.

The Continent
Now we were experienced! Iceland was an interesting 

stop for two days. The airport procedures and FBO were 
very efficient and we were in downtown Reykjavik in 
short order. The downtown was easy to walk and enjoy. 
We rented a car and toured some of the rugged coastline, 
complete with geothermal beach showers and majestic 
views. We visited, but didn’t utilize, perhaps the biggest 

tourist spot – the Blue Lagoon. It is the 
geothermal waste water ponds with reported 
health benefits and lots of people in them.

After a stop in Stornoway Scotland 
(EGPO) for fuel, it was off to Biggin Hill 
(EGKB) outside of London. The Signature 
FBO was great, and we were whisked off in 
our car in short order to meet up with our 
wives who had landed at Heathrow at the 
same time we touched down at Biggin Hill. 
Either we planned it really well or were just 
lucky. In any case, our wives were impressed.

After four days in London, it was off to 
Barcelona, Spain (LEBL). While flying is a bit 
more complicated than in North America, it 
was easy once we knew about the importance 
of making our slot times. Barcelona airport 

is very large, probably on par with San Francisco, and the 
controllers were very hospitable. The FBO did a great job 
handling our needs, including providing fresh orange 
juice. They won the award for the most expensive stop at 
approximately $800 for our four days. We were now at the 
Mediterranean Sea!

Barcelona is a great city to visit, and I would return 
again even if I flew commercial. We did a bike tour of 
the old city, which we thoroughly enjoyed. It was great to 
visualize Picasso walking along the same narrow streets 
and plazas when he studied art in his youth.

We departed to Cannes a few days later, ready to explore 
the French Riviera. In order to land at Cannes, primarily 
a general aviation airport serving the area, you have to 
complete an online course that focuses on noise abatement. 
After 30 minutes online, we both had our certificates in 
hand. It is beautiful flying along the route from Barcelona 
and it seemed like just a few minutes after departure that 
we were handed over to Cannes approach. I flew the visual 
approach using the landmarks from the course, with 
Jonathan monitoring for any deviance from the flight path. 
After taxing in and entering the FBO, I thought we were in 
a commercial terminal. It is perhaps the nicest GA terminal 
I’ve ever visited. In only a few minutes, we were off to the city, 
and the beach!

This is only a small taste of a truly wonderful trip to 
Europe from California. The flight planning, while slightly 
more complicated than we generally experience, is easily 
mastered and worth the effort. Everyone we met along the 
way were always willing to help us navigate the ground 
procedures and the skies. Before starting our return trip 
home from Cannes, I couldn’t help but wonder if we had 
enough time to complete the circumnavigation back to 
San Diego. I even had started planning our next leg to 
Marrakesh, just in case. °•

The epic journey ended at Cannes, France where the two 
couples enjoyed biking and sightseeing on the French Riviera.
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AA few months ago, I was planning 
a trip in my JetPROP when my wife 
asked if I could drop off a friend of 
hers in Atlanta. I thought sure, why 
not. I was headed to Huntsville, 
Alabama and then to Orlando, and 
Atlanta was right on the way. We met 
at the hangar, and after loading the 
bags I pulled out the checklist and 
gave Michelle a briefing not unlike 
what a passenger would get on an 
airliner: Here’s the oxygen and how to 
use it should we lose pressurization, 
here’s the emergency exit, etc. Plus, I 
gave a few more instructions on how 
to lock and unlock the door, use the 
headset volume, seat adjustment, and 
things unique to being in the cockpit 
instead of in the cabin of an airliner.

As we settled in, I pulled out the 
checklist again for pre-start items, 
and Michelle sat watching patiently. 
We started up and I pulled out 
the checklist for pre-taxi checks, 
then after taxiing to the end of the 
runway out comes the checklist 
again for the engine run-up and 

pre-takeoff checks. 
All the while I was 
also verbalizing what I 
was doing to keep Michelle 
comfortable. She hadn’t ever flown 
in a private plane before. I used the 
checklist as always for climb, level off, 
descent, landing and shutdown.

Our flights to Huntsville and 
Atlanta were uneventful, and she 
seemed to really enjoy her first 
experience with general aviation. I 
dropped her off at Atlanta’s DeKalb-
Peachtree airport and went on my 
way. A week or so later after my 
wife got to talk to Michelle at work 
about her experience she got a funny 
reaction. She said, “You know it was 
great, but he kept pulling out that 
book to tell him what to do, and all I 
could think was doesn’t he know how 
to fly this thing?”

My wife laughed and said, 
“Michelle, that’s how it’s supposed to 
be and if you ever get in a little plane 
and the pilot doesn’t use one, my 
advice is to get out!”

So, I learned I had one 
more item for my passenger 

brief checklist: Tell them what 
checklists are for and how we use 

them! But her reaction also got me 
thinking about the philosophy of 
checklists and the variety of ways to 
use them to our advantage.

I fly my airplane almost 30 hours 
a month, so I could easily argue that 
I have the checklist memorized and 
don’t really need to pull it out, except 
perhaps for emergency procedures. 
But I still use it religiously and here 
are some of my thoughts about why 
and how I use it.

One advantage of the checklist is 
it maintains a routine. When you are 
inevitably distracted with real-world 
challenges, referring back to the 
checklist once things are squared 
away allows you to sync things back 
up for the next phase of flight. One 
challenge I’ve seen in general aviation 
aircraft is many of the manufacturer’s 
checklists are generic to the model, 
even though individual airframes 

by Charlie Precourt

Checklists
SAFETY

“Doesn’t he know how 
to fly this thing?”



will get modified over time creating 
differences in configuration, avionics, 
options, etc.

The worst is when a checklist will 
say, “For serial numbers X, do this,” 
but “for serial numbers Y do that.” 
So, I’ve always built my own checklist 
that preserves the manufacturer’s 
items but also captures only the 
specifics of my particular airframe 
and eliminates those “not applicable” 
items. Building my own checklist 
also helps with establishing a 
flow or routine for managing my 
specific cockpit.

Checklists are normally built in a 
“challenge-response” fashion. This 
means an item is listed first and the 
action follows, as in “Landing Gear 
– Down.” This allows two people to 
use a checklist together. When my 
wife flies with me she will read the 
“challenge item” (Landing Gear) and 
I will then “respond” by lowering 
the gear and verbalizing “down” 
when I see three green lights. When 
I’m alone I just “challenge and 
respond” myself.

But challenge and response one 
item at a time is just one way to use 

a checklist. The technique can be 
appropriate for certain situations, 
but not always. For example, gear 
and flap retraction immediately after 
takeoff should not be done heads-
down in a checklist. Instead these 
should be done from memory and 
when the dynamic phase is over; refer 
back to the checklist to ensure all 
items are complete.

Running sequences from memory 
and referring back to the checklist is a 
useful technique but requires logical 
break points. When I’m solo, I will do 
this for my pre-start checks, but only 
up to the point of hitting the start 
button. That action, hitting the start 
button, is a “point of no return,” in 
the flow. A point of no return is a step 
that you can’t easily undo, in some 
instances you can’t undo at all. If you 
miss something before that step, it 
could be a bad day. In my JetPROP 
there are two batteries that can be 
selected individually or both together. 
Engine start on only one will lead 
to a hot start, so the battery must be 
set to “both” before hitting the start 
button. When I run pre-start checks 
from memory, I stop at that “point of 
no return” to read back through all 
the items before I take that next step. 
It is a great idea to look through your 
checklist and identify those points 
of no return in your procedures and 
establish them as break points for 
checklist review in your own flow.

If you look at the checklist for your 
specific aircraft, you’ll likely notice 
nuances in the way the steps are 
sequenced. The best sequences follow 
a logical flow and avoid bouncing 
around the cockpit. A good flow also 
tends to cluster steps around specific 
subsystems rather than bouncing 
back and forth between systems in 
a random manner. Sometimes the 
sequence is simply designed for ease 
of flow but sometimes the sequence 
is critical. Getting the throttle and 
prop control sequence correct for 
setting manifold pressure and RPM 
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is one of the first critical learnings for 
transition to complex aircraft. But the 
sequence for turning on taxi, position 
and beacon lights is obviously 
not critical.

Some steps in a checklist, particu-
larly for emergency procedures, have  

to be performed from memory. In 
military aircraft we called these 
boldface items. The Cirrus checklist 
underlines those steps that are 
considered memory items. For these 
items, there is little to no time to be 
pulling out the checklist and reading 

it. Engine failure at low altitude is 
an obvious example. They are also 
items that we rarely perform, if ever. 
So, when the surprise happens you’ll 
need to be able to respond accurately 
from memory. For these checklists, 
frequent self-tests, like writing them 
out on a piece of paper, is a great 
insurance plan.

All of these techniques – challenge 
and response, memory sequences up 
to points of no return and straight 
memorization of time critical steps 
– are important to proper use of 
your checklist. Your checklist should 
not contain techniques or other 
information better suited to the text 
in the POH, but only those items 
that will ensure you keep up with 
the configuration of your systems 
throughout the phases of flight…and 
that your passengers see you really 
can fly the thing!

Fly safe. °•
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In military aircraft we called  
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There seems to be a lot of confusion in the PA46T 
community (Meridian/M500, JetPROP or M600) about 
the “MOR Lever.” I would venture 50 percent of the PA46T 
pilots that have come to me for recurrent training have 
never touched the MOR on the Meridian, and few JetPROP 
pilots have ever touched the MOR in the air. And, worse 
yet, there are some pilots that were never taught anything 
about the MOR. There are certainly many pilots that 
migrate from multi-engine PT6 operations to the PA46T, 
but since the MOR is not installed on any multi-engine 
PT6-powered airplane, there is a gap in the knowledge for 
these pilots.

I think the PT6 fuel control is a well-thought-out system 
with many safety enhancers built in. However, it also is one 

of the least understood systems on the P46T. Hopefully, 
this article will help lift some of that fog.

Fuel System Explained
Bottom line, PT6 engine power is controlled by 

managing fuel flow. All fuel that flows into the PT6 (via the 
fuel nozzles) is first pressurized by a low-pressure pump 
(approximately 25 psi, located in/near a fuel tank), goes 
through the high-pressure pump (which hugely increases 
the pressure to about 800 psi), and then goes through the 
metering valve inside the fuel control. The control of that 
metering valve is the key to understanding PT6 engine 
power management.

TThere seems to be a lot of confusion in the PA46T TThere seems to be a lot of confusion in the PA46T 
community (Meridian/M500, JetPROP or M600) about Tcommunity (Meridian/M500, JetPROP or M600) about 
the “MOR Lever.” I would venture 50 percent of the PA46T Tthe “MOR Lever.” I would venture 50 percent of the PA46T 
pilots that have come to me for recurrent training have Tpilots that have come to me for recurrent training have 
never touched the MOR on the Meridian, and few JetPROP Tnever touched the MOR on the Meridian, and few JetPROP 

Demystifying the  
Mysterious MOR

by Joe Casey
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The metering valve is nothing more than a needle valve: 
a tapered rod that fits into an orifice. As the tapered rod 
is moved in and out of that orifice, the gap widens or 
narrows, allowing the fuel flow to increase or decrease. 
Interestingly, full travel of the metering valve (idle through 
full power) in the PT6 is only approximately 1/10th of 
an inch. That’s not much movement! But, although not 
much movement, the control of that small movement is 
absolutely key to controlling the PT6.

In any PT6 engine mounted on a PA46T, the metering 
valve can be moved only two ways:

• Pneumatically: by moving the power lever (PL);

• Mechanically: by moving the manual override (MOR).

Py Air: You Have One Job
Let’s first break down the pneumatic control of the 

metering valve by the power lever. And, yes, you did 
read that right. When you move the power lever, you 
are really only controlling air, in this case “Py air” from 
the engine. There is no direct link from the power lever 
to the metering valve. Py air is air that is tapped from 
the engine just after the compressor section and sent to 

the fuel control. Py air is managed (by movement of the 
power lever) and then routed within the fuel control to the 
bellows. The bellows will expand and contract based upon 
the amount of power-lever-managed Py pressure and will 
move (through the torque tube) the metering valve.

So, when the power lever is at idle, the bellows is 
relaxed (not pressing on the linkage to the metering 
valve), and when the power lever is advanced forward, 
Py air compresses the bellows against the linkage to the 
torque tube, which moves the metering valve more open 
(allowing more fuel to go to the engine) and the engine 
power increases.

So, many may be asking right now: “This is all so compli-  
cated. Why didn’t Pratt & Whitney Canada just give the 
pilot direct control of the metering valve by linking the 
power lever directly?”

There are two reasons why they did not allow a direct 
linkage: A compressor stall and a flameout. Simply 
put, if there were a direct link, the pilot could move the 
metering valve too quickly. If advanced too quickly, a 
compressor stall could occur; if retarded too quickly, 
a flameout could occur. A compressor stall occurs 
when too much fuel is dumped into the engine without 
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To afford the pilot the ability to correct a “power rollback” on a PT6, P&WC provides a “manual 
override” (MOR). On a Meridian M500, or M600 the MOR is available through a lever just to the 
left of the power lever. 
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allowing the compressor to spool up first. The pressures 
within the engine change dramatically and it can cause 
catastrophic engine damage. A flameout occurs when 
the fuel flow is reduced too quickly and the flame in the 
combustion chamber extinguishes. Neither a compressor 
stall or a flameout are pilot-desired, so P&WC ingeniously 
created pneumatic (Py) control of the engine. The rate of 
movement of the metering valve is dramatically reduced by 
using Py pressure, virtually eliminating the potential of a 
compressor stall or a flameout. This slow engine response 
to movement of the power lever is well known by every 
PT6 pilot.

Responding to a Power Rollback
And here is the part that needs to be understood: 

Since Py air controls engine power, if a leak in the Py air 
routing (either to or within the fuel control) occurs then 
Py air will not be available to pressurize the bellows within 
the fuel control, and the metering valve will remain at 
idle regardless of power lever movement. With a Py air 
problem, the pilot could move the power lever through the 
complete range of motion and the engine simply will not 
respond, remaining at idle.

Most pilots call this a “power rollback,” and the resulting 
loss of power is dramatic. In fact, the angle of descent of a 
PA46T with the PT6 at idle is far greater than the rate of 
descent with an engine-out/feathered-prop.
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To afford the pilot the ability to correct a “power 
rollback” on a PT6, P&WC provides a “manual override” 
(MOR). This MOR is provided to create a direct link to the 
metering valve. On a Meridian, M500, or M600 the MOR 
is available through a lever just to the left of the power 
lever. Advancing the MOR lever will allow the engine 
power to increase and retarding it will allow the power 
to be decreased. There is normally a “dead band” in the 
MOR Lever’s range of movement, and then the engine 
will respond rapidly with little movement once “direct 
connection” is made.

In the JetPROP, Rocket Engineering came up with a 
different way to control the metering valve: through a 
small electrical motor. The motor is controlled by a MOR 
switch, which can be advanced to increase engine power and 
pulled aft to reduce engine power. Again, there is a “dead 
band” with little engine response, and then once the “direct 
connection” is made, the engine will respond smartly, 
usually about 100 lbs. of torque per push of the MOR switch.

Here’s the rub. Remember, P&WC did not want to give 
the pilot direct control of the metering valve to preclude 
all sorts of dastardly potentials by the ignorant or ham-
handed pilot. There are virtually no protections to the 

engine while operating in MOR. A pilot can mishandle the 
MOR and easily over-temp, flameout, compressor stall, and 
over-speed the PT6, with huge financial repercussions. So, 
I don’t recommend a pilot practice flying in MOR without 
a seasoned instructor onboard. And, if you are a newbie 
instructor to the PA46T, make sure you don’t attempt 
training actual MOR operations without first gaining 
confidence with a seasoned veteran. The last thing you 
want to do is torch a PT6 because you don’t understand 
the system.

Should a pilot simply never move the MOR and never 
train to use it because the threat is so real? No. I train every 
PA46T client in the use of the MOR and teach them to fly 
an approach all the way to the ground while operating the 
MOR. It is not hard, it is just not forgiving of inexperience 
and stupidity. If you own a PA46T and have not completed 
a MOR approach, find an instructor that will train you in 
the proper use.

So, let’s say the worst does occur and you get to respond. 
How does a pilot tell the difference between an engine 
failure and a “power rollback?” Simple: look at the Ng. 
If the Ng is at idle (about 64 percent in a -42A; about 53 
percent in the JetPROP), you have a “power rollback” and 
you need to save the day with the MOR. If the Ng is below 
idle (Ng probably in the “teens” due to ram air turning 
the Ng), you are flying a glider and you need to get serious 
about ensuring the propeller is feathered and controlling 
the airplane to a safe engine-out landing.

And to clarify…the MOR is NOT to be used in place 
of the power lever for any takeoff. Yes, this has been tried 
before and the results were spectacular...spectacularly 
horrible. The MOR is to be used during an in-flight 
“power rollback” to gain control of the engine or during 
training only.

The MOR should be respected by the pilot, but not 
feared. Operating the PT6 under MOR is not hard, it just 
takes a little practice. If you are not comfortable, get some 
good instruction. Any quality PA46T instructor should be 
able to help. °•v

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.

OPS/TRAINING

Garmin

Full Page 4/C Ad

www..com
Eclipse International Inc.

1/4 pg B/W

www..com

MARY BRYANT TRAINING
Insurance Approved

Initial and Recurrent Training

727.515.1638
marybryant100@gmail.com

MALIBU•MIRAGE•MERIDIAN•JETPROP

Eclipse ® is a service mark of Eclipse International, Inc.



 M M O P A  M A G A Z I N E   M A R C H  /  A P R I L  27

Garmin

Full Page 4/C Ad

www..com



SSometimes it’s hard to believe I’ve spent the last 34 years of 
my career inspecting and repairing the different models of 
the PA46 fleet. Over the years, I find that this aircraft isn’t 
really any different from all of the other metal aircraft that 
have been built. So, much time is spent making repairs to 
structural and nonstructural parts of the aircraft. One of 
the most frequent repairs is the metal engine baffling and 
cowling parts due to heavy vibration. Most airframe parts 
need repairs because of heavy stress in service.

As Piper Aircraft states, “any cracks found in the 
aircraft structure must be repaired.” Most structural metal 

repairs will involve riveting, bonding, and welding of any 
cracked or broken parts. Most metal repairs are made 
with the goal of strengthening the affected area to prevent 
future occurrences.

Most metal repairs will fall under the description of 
major or minor repairs and alterations. It’s up to the shop 
or mechanic to decide what type it is. Most of the repairs 
and mods (like Piper SB 1306) will be considered minor. 
Believe it or not, installing a new wing assembly on the 
PA46 is considered a minor repair.

On Jan. 10, 2018, Piper published SB 1306 Wing Rib 
Inspection and Mod, which affects 
most of the PA46 fleet. This one-time 
bulletin instructs that your shop look 
for cracks by inspecting the partial ribs 
PN 83079-002 and -003 installed in both 
wings. If no cracks are found then the 
simple reinforcement kit PN 88609-002 
is installed on both wing’s ribs to help 
prevent future cracking.

If cracks are found, the cracked ribs are 
to be replaced using kit PN 88609-001. 
This replaces the cracked rib completely 
and adds the same reinforcements that are 
included in the simpler kit.

By the way, this problem is nothing 
new. I have been replacing or repairing 
these ribs since the beginning of the 
Malibu in 1984. I normally kept at least 
five of each rib in the parts department of 
my old shop in Hutchinson. An aircraft 

If cracks are found, the cracked rib are to be replaced using kit 
PN 88609-001. In this photo, you can see the reinforcement 
doubler sitting in place prior to riveting.
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Cracked 
Ribs

Piper issues SB 1306 
to address potential  
issues in ribs found  
in the wheel wells.

by Kevin Mead
The partial rib is very easy to see just inside the 
aft part of each main wheel well.
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that had a previous crack repair performed 
will be a problem when satifying the 
service bulletin. It will be up to the shop 
to decide if a previously repaired and 
reinforced rib repair will continue to work 
in lieu of a rib replacement.

The wing partial rib, as it’s commonly 
called, is located at wing station 64.0 just 
inside each main gear wheel well. It’s a 
small 4-inch by 4-inch triangular-shaped 
rib only attached to the rear spar and lower 
aft wing skin using driven aluminum 
rivets. This is a very high stress part of the 
wing, supporting both the outboard flap 
bell crank and the lower wing skin. A large 
amount of stress is placed on the rib during 
the use of the flaps.

The partial rib is very easy to see just 
inside the aft part of each main wheel well. 
The instructions call for removing the paint from the 
area to be inspected and using a dye penetrant inspection 
method to make the cracks more visible. Normally any 
cracks can be easily identified visually by just cleaning the 
rib and looking at the rib with a flashlight. It can get very 
dirty in this area. Be ready to clean the rib (unless it’s my 
old Malibu.)

The cracks we are looking for will normally be found 
on the forward end along the bend radius of the lower 
flange of the rib. It’s also common to find cracks radiating 
from the most forward lower rivet. Many times the rib is 
found broken into two pieces. Also the problem doesn’t 
seem to favor either side, and it’s not uncommon to find 
a cracked rib in both wings on the same airplane. Don’t 
stop at just looking for cracks. Make sure that the lower 
skin attach rivets are not pulled through the skin or not 
missing completely.

What’s the consequences of leaving a cracked rib in 
place? Once the rib is cracked or the forward flange rivet 
is missing, the stresses move aft and now concentrate 
further aft along the lower flange to the next rivet. If 
left uncorrected it will result in an unacceptable crack 
in the wing skin forcing additional repairs to be made. I 
find many aircraft that have had some ugly but avoidable 
doubler repairs made to repair the cracked skin. Short of 
replacing the entire lower skin a repair doubler is about 
your only economical choice.

This problem, along with some others, have always 
been a nagging issue for the PA46. I’m very happy to see 
Piper Aircraft taking action to remedy this problem. No 
shop will ever be perfect, but I am still surprised how 
often these problems will be present following an annual 
inspection. This reinforces my belief that each owner 

should be as educated as possible about the maintenance 
needs of their ship. This topic and others are often 
covered at MMSTF and M-class maintenance training 
events. °•
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Pictured here is the new partial rib installed.
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IIt was a dark and stormy night, and after a long flight from 
Red Wing, Minnesota to Mobile, Alabama, the 23-year old, 
still wet-behind-the-ears charter pilot makes a very nice 
landing. After shutdown, as claps and cheers ring from the 
rear of the Beechcraft A65 Queen Air, he is hailed as a hero 
by his grateful passengers.

I was that young pilot soaking up all the credit for my 
talent and safety. I even received a $50 tip, which back in 
1987 was big money – enough to buy groceries for more 
than a week. Looking back, I should have split the tip with 
the mechanic. After all, he had kept me from having to 
exercise my limited emergency procedure skills.

Mechanics: The Rodney Dangerfields 
of Aviation

But I, like my passengers, simply took for granted the 
work that the aircraft’s mechanics performed. Most pilots 

still do. In fact, the majority of aircraft owners cannot 
believe the criminal type hourly rate they have to pay for 
maintenance. Although it probably costs more per-hour to 
have their RV or boat serviced than their aircraft, they still 
complain. You know who you are.

That being said, I have found many aircraft owners 
that believe that anyone who has an A&P certificate is 
automatically qualified to perform any task required 
on their airplane. And, when they find a mechanic 
that is qualified and inexpensive – well, it’s like 
Christmas morning.

Unfortunately, not all mechanics are created equal. 
Some have expertise in certain areas and are oblivious in 
others. However, at the heart of each aircraft mechanic 
out there is the desire to do a good job and keep their 
respective customers and passengers’ safe. There are very 
few mechanics out there that can function right out of 

Choosing the Right 
Mechanic
by Bill Ross, VP Product Support, Superior Air Parts, Inc.
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the box for every aircraft made. Training and experience 
is paramount to the qualified mechanic. And as an 
aircraft owner, it is your responsibility to choose the right 
mechanic for your situation.

It’s Okay to Ask Questions
As owners, it’s okay for us to ask questions to help 

determine whether we have found a competent mechanic. 
Just because someone possesses an Airframe and 
Powerplant certificate or even an Inspection Authorization, 
does not mean that they are qualified to work on your 
particular aircraft.

In fact, in an effort to provide total transparency, I must 
tell you that I am both an A&P and IA and that they’re not 
that hard to earn. In order to qualify for an Airframe and 
Powerplant certificate, you must be 18 years of age, able to 
read, write and speak the English language, pass a written, 
show 30 months’ experience (not well defined) and pass 
the oral/practical test. I assure you during testing there is 
no real evaluation of the candidate’s knowledge of your 
particular aircraft.

Like passing your Private Pilot’s check ride, obtaining an 
A&P certificate should be viewed only as a license to learn. 
Honestly, even after completing A&P school I personally 
had no business overhauling engines. I had no idea about 
proper fuel system calibration or magneto maintenance. 
Training had taught me just enough to be dangerous.

It took literally years of piloting and maintaining to 
learn the specifics of operating and maintaining piston 

engines. Today, even after thousands of hours in the air 
and 32 years as an A&P, I am still learning.

Not Every Mechanic is the Right Mechanic
Even today, when talking to many aircraft owners, I 

often hear them say, “Oh he’s a good mechanic because he 
worked on jets for 44-years.” Or, “He’s a great mechanic 
and has an A&P/IA.”

I know airline pilots with tens of thousands of flight 
hours in big Boeings, but I wouldn’t let them loose in my 
Stearman without many hours of type-specific training. 
The same goes for finding a qualified mechanic.

Before you put your trust in any mechanic, ask 
these questions:
1. Does he/she understand my piston engine or aircraft? 

(Not all piston aircraft engines are the same as many 
aircraft are not the same.)

2. Does he/she have specific product training for my 
aircraft and engine?

3. Does he/she have the proper tools, equipment and 
technical data to be caring for my aircraft and engine?

4. Have you asked to see his or her resume of experience in 
maintaining aircraft like yours?
Keep in mind that while the majority of mechanics have 

the proper training and technical data for the aircraft they 
service, too many do not. Subscriptions to some of the 
technical publications can be cost prohibitive for many 
maintenance providers, especially those working at smaller 
shops or freelance.

Over the years, I have had the unfortunate task to assist 
too many owners that were victims of improperly trained 
or insufficiently prepared mechanics. Unfortunately, 
these lessons have been very costly to the owners, not to 
mention having possibly resulted reducing the life of their 
engine. The fact is, having the cheapest person work on 
your aircraft may not be the best practice and may actually 
end up costing you more through mistakes and additional 
unscheduled maintenance.

When All Else Fails, Follow the 
Manufacturer’s Instructions

Although I can’t take credit for the following quote 
I think it sums up the argument for doing exactly what 
the OEMs recommend: “The purpose of scheduled 
maintenance is to prevent unscheduled maintenance.”

In fact, I like it so much I use it as my go-to answer when 
aircraft owners ask me if they really need to comply or do 
this recommended maintenance procedure?

Aircraft engine manufacturers really have your 
best interest and safety in mind when maintenance 



recommendations are made. Therefore, you as an owner 
have the responsibility to ensure your mechanic has the 
proper training, tools and data to maintain and repair 
your aircraft.

Like all of us, mechanics can form their own opinions 
about how to operate your aircraft; how to obtain 
maximum performance; how to operate it most efficiently 
or how to increase your engine’s durability. My experience 
is that it’s a good bet that these same mechanics do not 
understand the importance of following manufacturer’s 
recommendations and lack the proper training to know 
the difference. In fact, and I find this incredible that there 
are advocates in the industry that propose not following 
manufacturer recommendations at all. So, before you 
follow their recommendations, ask yourself:
1. If I have an incident or accident with my aircraft, 

do I want to stand in a courtroom and say I did 
not comply with all recommendations set forth by 
the manufacturer?

2. Will these said “experts” follow you and stand in the 
courtroom by your side?

3. Will the advocate cover costs if you have an off-airport 
landing? If you ruin your engine? If you are hurt?

4. Has your “expert” ever really worked as a mechanic?
5. Is your “expert” sure you will not be 

voiding your warranty by not adhering to 
manufacturer’s instructions?
The short answer to all of the above is, “no.”

Engine Maintenance in the Internet Age
In our world of social media there is much information 

at our fingertips. The trouble is, how do we determine what 
information is credible and based on sound engineering 
and tested data? If it’s on the Internet it must be true. 
Right? Wrong!!

Aircraft and engine manufacturers are bound by 
federal regulations to publish instructions for continued 
airworthiness. Manufacturers’ service and maintenance 
recommendations are in no way based on opinions, 
assumptions or the idea of creating “busy work” for 
mechanics and unnecessary expenses for owners.

I can tell you first-hand that the manufacturer’s 
recommendations are based on sound engineering tests, 
durability testing, product field performance information 
and good practices. There are no kickbacks to the engine 
manufacturer when you change your oil or clean your fuel 
injection nozzles.

Keep in mind the many “experts” in the aviation 
industry recommending that you not comply with 
manufacturer’s recommendations are not engineers and 
do not have access to any of the test data that certified your 
engine! It’s just their personal opinion.
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I am not suggesting that you overhaul or replace your 
engine the minute you hit TBO, but the manufacturer 
is obligated to recommend a time. Clearly you can f ly 
past TBO safely, provided you follow manufacturer’s 
recommendations for determining continued airworthiness 
of the engine. You can bet your last dollar, that those owners 
and maintenance providers that follow manufacturer’s 
recommendations will beat others to TBO and beyond on 
overall costs and improved safety. 

A Word about Certified Repair Stations
If you don’t have total confidence in your local 

independent mechanic an alternative option we have 
as owners is the Certified Repair Station. These 
maintenance, repair and overhaul (MRO) facilities 
have to undergo very high standards in order to obtain 
repair station approval from the FAA.

It is an actual five-step process that includes a pre-
application, formal application, document compliance 
review, demonstration and inspection and ultimately, 
certification.

Repair Station privileges and limitations can be 
found under FAR Part 145. These repair facilities often 
specialize services they offer. I am not suggesting you 
should always have maintenance or repair performed by 

a certified repair station but you can be assured they are 
held to a higher level than a non-certified facility. Of 
course, these facilities typically can have higher hourly 
rates than non-certificated shops; so cost-conscious 
owners often overlook them.

Remember, you will never save any money by 
finding the cheapest mechanic to maintain your 
aircraft. °•This article is an excerpt from Bill Ross’ new book Engine  
Management 101. Published by Superior Air Parts, Inc., 
Engine Management 101 is a compilation of what Bill Ross has 
learned during his 35-plus years of experience as a pilot, aircraft 
owner, piston aircraft engine industry leader and FAA A&P and 
IA. To get your free copy of Engine Management 101 by Bill Ross 
send an email to: EngineManagement101@SuperiorAirParts.com

Bill Ross is a graduate from the University of South Alabama 
and was employed by Continental Motors for 15 years 
holding positions in Engineering, Analytical, Air Safety, and 
Technical Product Support. Bill is now vice president of product 
support for Superior Air Parts and committed to the company goal 
of making flying affordable. When not working at Superior, Bill can 
be often found flying his family’s 1941 Boeing Stearman, working 
on antique aircraft or exposing young persons to the joys of flight 
and potential careers in aviation.
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Radically Redefining Risk
by Jeff Schweitzer, Ph.D.

SAFETY
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Editor’s Note: As the MMOPA Board has noted, one of 
the priorities for the organization is to arm the membership 
with knowledge and tools to enhance the safety of their 
flight operations. The PA46-customized FRAT (available 
for the iPad and iPhone) is one such tool that pilots can 
use to evaluate the risks of a contemplated flight. To 
present a different perspective on risk management, it 
gives me great pleasure to welcome the founding editor of 
MMOPA Magazine Jeff Schweitzer. This article originally 
appeared in Twin & Turbine Magazine.)

From the moment you get out of bed, every day, you 
begin to manage the myriad risks that threaten your 
peaceful existence. You brush your teeth to minimize 
the risk of tooth decay. Perhaps you eat a light breakfast 
of fruit and whole-grain cereal to reduce the chance of 
heart disease. You might arm 
your home security system at 
night to counter the risk of theft. 
Hopefully you diversified your 
investment portfolio before the 
most recent economic decline to 
offset the risk of a market slide.

Tough Choices
We all make hundreds of 

decisions every day to manage 
the risks of living. We attempt 
to make rational choices in 
a world of uncertainty and 
unknowns. We calculate risk 
by forecasting the potential future outcome of today’s 
action, but with no reliable models on which to base 
those forecasts. The task is difficult.

In fact, risk management is so difficult that we all do 
rather badly at the task. If given a choice between two 
scenarios in which you have a 10 percent chance of dying in 
one case, or a 90 percent chance of living in the other, most 
of us choose the latter even though the two options are 
identical. A proposal can be presented as having either a 70 
percent chance of success or a 30 percent chance of failure; 
the former appears more appealing but no difference exists 
between the two.

We bring that same irrationality to our risk management 
decisions. All of us are vulnerable to the trap of believing 
our decisions are rational while succumbing to emotional 
whims. That is simply the human condition. Nothing is 
rational about our emotional instinct that a 70 percent 
chance to win is better than a 30 percent chance to lose. 
Our decisions are deeply impacted by how problems are 
presented to us.

Bad Advice
Unfortunately, I believe mainstream flying magazines 

have done a poor job of presenting to us the issue of risk 
management in aviation. The risk of flying is sanitized to a 
great degree. We all want to believe that flying is safe, and 
we easily buy into that message. But more insidious is the 
advice we are given, which is often great in theory under 
ideal conditions, but of little use in reality.

My favorite admonition is to “never fly when you are 
tired.” Well, yes that would be great, and by far the safest 
course of action. But let’s be real here: half the fleet would 
be grounded on any given day if pilots took that advice to 
heart. I would rather hear something more realistic such 
as, “The ideal is to fly only when you are well rested. Flying 
tired greatly increases risk, and fatigue is known to be the 
cause of many fatal accidents. But if you do fly tired, here 
are five important considerations to minimize the excess 

risk caused by your fatigue. But 
have no doubt; your chance of 
dying is greater whenever you 
fly tired even if you take these 
precautions.”

The immediate objection is 
that I would encourage pilots to 
fly tired. Nonsense. Pilots are 
going to fly fatigued. The only 
question is will they have good 
advice on how to minimize the 
risk in doing so, or be ignored 
because we do not condone 
that behavior?

I believe we should change the 
nature and character of our discussion on risk. I would like 
to offer here some thoughts on how we can better promote 
safety with a more realistic approach to accommodate the 
real world of flying. We can start by first breaking risk 
down into two main categories, as I define them: inherent 
and operational. Then we will discuss the difference 
between risk and danger, and how that distinction can 
inform flight planning.

Inherent Risk
Inherent risk is that caused by our interactions with the 

infrastructure of the physical world. Walking down the 
sidewalk on a sunny day has inherent risk; injury or death 
can come suddenly from a car jumping the curb, a brick 
falling off the face of a building, or a falling tree. We can 
do little to avoid this risk because our own actions, such as 
strolling down the sidewalk, are not immediately causative. 
We can however mitigate the risk and consequences of 
an injury or untimely demise on the sidewalk by having 

I believe we 
should change 
the nature and 

character of our 
discussion on risk.
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good medical insurance, and life insurance for the sake of 
our survivors.

Why focus on this point? Because the act of flying creates 
an inherent risk. Even under the most ideal and benign 
conditions, leaving terra firma and cruising along at 200 
knots is not equivalent to sitting home on the couch. I will 
go one step further. Flying is inherently dangerous.

But good news lies within this terrible tribute to reality. 
Yes, flying is dangerous (entails inherent risk), but we have 
the power to make aviation safer by recognizing, and then 
carefully managing, the risks inherent to fighting gravity. 
On the strength of proper training, diligent maintenance 
and continuing education we can largely overcome the 
underlying danger of hurdling through the air in an 
aluminum tube.

This perspective is subtly but importantly different from 
what we typically read. Accidents are often portrayed as the 
result of pilot error. The statement is perhaps correct, but 
contains an embedded assumption that I believe wrong. 
The assumption is that the pilot was doing something 
inherently safe, and then crashed by taking an unsafe 
action. But I believe reality has another twist. The pilot was 

doing something inherently risky, and failed to manage the 
risk properly. Those two explanations of the accident are 
not equivalent. Which brings us now to operational risk.

Operational Risk
Operational risk is that caused by our own decisions 

and actions in pursuit of a goal or objective. We willingly 
take on operational risks by measuring the anticipated 
consequences of our actions against potential gains. We 
can choose to take an action that is more dangerous than 
not taking that action. I might risk a slip on ice if I were 
walking to an important meeting, but avoid that risk if 
I had simply intended to go snag a cup of joe. We have 
a much greater degree of control over operational risks. 
Unlike with inherent risk, here our decisions and actions 
are indeed potentially causative.

Operational risks represent the greatest threat to safety 
in aviation. We face these threats on every flight in every 
condition at every airport. Our decision-making itself is 
what creates the risk. As an aside, I should note that general 
aviation pilots are exposed to more operational risks than 

Your comfort level of flying down the fjord to Narsarsuaq, Greenland airport on a clear day versus 
an IFR day depends in part on your own set of life experiences, which influences how you see and 
manage risk.

Risk management in the end is an  

extremely personal exercise. That reality  

is the most frequently misunderstood  

aspect of this subject.

SAFETY
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pilots flying Parts 135 or 121. For example, we have no 
duty-cycle limitations. That freedom places on us a greater 
potential for higher operational risk because we can make 
dumb choices not available to airline pilots.

Managing Inherent and Operational Risk
The presence of a thunderstorm in a planned flight path 

represents an inherent risk of flying in a fluid and unstable 
atmosphere. How you act in the face of that looming line 
will determine the level of operational risk. You can reduce 
the risk to close to zero (not zero because you could be 
struck by lightning on the ramp) by electing to stay on the 
ground; you can virtually ensure your death by deciding 
to fly right through an extreme cell; or you might choose 
a level of risk somewhere between those two extremes by 
deciding to fly through a gap in the line.

In making the decision on what risks to accept, my 
views differ from conventional wisdom on the topic. In a 
major flying publication, a well-known pilot/author, for 
whom I have great respect, offered a three-part strategy 
for managing risk. I want to examine all three because 
they offer a good representative of common, but I believe 
erroneous, thinking in the world of aviation. In criticizing 

the three, I only mean to expose a general weakness in 
our collective approach to risk; I mean no disrespect to 
the author.

“First, the pilot must identify something he values more 
than the thing by which he’s being tempted. This thing has to 
be very meaningful, not trivial.”

The idea of avoiding temptation is all wrong as a means 
of managing risk. Instead, I would ask the following 
question: Is the risk commensurate with the reward? 
Sometimes extraordinary gains, should you wish them, 
justify extraordinary risk. Sometimes moderate gain 
warrants moderate risk. You cannot simply say, with no 
context by which to judge, that any decision was justified 

The presence of a thunderstorm in a planned  
flight path represents an inherent risk of flying  
in a fluid and unstable atmosphere. How you act  
in the face of that looming line will determine the 
level of operational risk.

Yes, flying is dangerous 

(entails inherent risk), but 

we have the power to make 

aviation safer by recognizing, 

and then carefully managing, 

the risks inherent to 

fighting gravity.
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or not. Rather than focusing on 
temptation, what we need to avoid 
instead is taking any action without 
understanding the associated risk and 
its potential consequences; and we 
should never take a risk without an 
appropriately compensating benefit.

“Second, you must identify the 
plausible result of doing the thing 
you’re tempted to do. This is where 
good risk-management and/or 
aviation decision-making programs 
are so useful.”

Here again the focus on temptation 
corrupts the advice on assessing 
risk. Rather, we should identify the 
task, assess the risks of completing 
that task, then evaluate if the 
anticipated benefits justify the risk 
involved. Being “tempted” creates 
a false choice between taking a 
risk and doing something that is, 

by implication, irresponsible. That 
approach eliminates the possibility 
of completing any reasonable risk/
benefit analysis.

Finally, we arrive at the author’s 
third component of his three-part 
risk-management strategy:

“Third, you must ask yourself 
whether you’re willing to live with the 
consequences of the worst possible 
outcome. There’s little or no way of 
effectively countering temptation 
without making an emotional 
connection between the things you 
value most and the outcome that’s 
the worst.”

I could not disagree more; the 
worst possible outcome of any 
flight is death; by this logic, nobody 
would ever fly. Clearly, being dead 
will always be an unacceptable 
consequence against any potential 

benefit of flying. This advice is 
emblematic of what is printed by 
mainstream aviation publications, 
which give pilots highly unrealistic 
criteria for decision-making in the 
real world. This is exactly the logic 
that leads to unhelpful advice such 
as, “never fly when tired.” We must 
move away from this approach to risk 
management; we are doing pilots no 
favors by living in a dream world of 
false choices.

Risk’s Sliding Scale
Risk management in the end is 

an extremely personal exercise. 
That reality is the most frequently 
misunderstood aspect of this subject. 
Each of us brings to the table a 
different set of life experiences that 
has significant influence on how we 
see and manage risk. For most of us, 
our approach to risk changes over 
time with experience, or as our views 
on life shift with age.

I would like to emphasize the truly 
personal nature of operational risk 
management by relating some stories 
from some of my past experiences. 
Earlier in my aviation career, but 
with some instrument time under 
my belt, I routinely flew my wife and 
goof-ball Golden Retriever in a C182 
from Maryland to Texas, over the 
Appalachian Mountains in winter 
night IMC. The airplane boasted one 
old piston engine, one VOR, one AI, 
one alternator, one vacuum pump, no 
autopilot, and no icing equipment at 
all. These were pre-GPS days, but I 
did have a Stormscope. On one trip, 
in 14 hours of flying I was hand-
flying in the clouds for 13 hours, 
only seeing the ground when I broke 
out at minimums on my two fuel 
stops. Today I would consider those 
flights bordering on suicidal and 
would not undertake those flights 
for any reason or any potential 
gain. Yet I believe those flights were 
perfectly reasonable in the context 
of my life then, my tolerance for risk 
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at that point in my life, my quest 
for adventure, and the benefits 
derived from transporting myself to 
family in Texas.

I flew across the unforgiving 
Atlantic in my single-engine 
turboprop. The decision to do so was 
perfectly reasonable, in that the risks 
were fully consistent with the benefits 
as perceived by my wife and me. But 
if I ever buy a twin turbine, I will 
probably look back on that trip with 
the same shudder that I do now on the 
old C182 excursions. How could I ever 
cross the ocean with only one engine?

Even within the context of the trip 
overseas, I made decisions that would 
be wrong for other pilots but fine for 
me. Not because of any difference 
in skill levels, but because we are at 
different places in our lives in how 
we assess and manage risk. Some 
people climb Mount Everest because 

for them the high risk of dying while 
trying to reach the summit is clearly 
worth the chance to stand on top 
of the world. For me that is nuts, 
but for them perfectly reasonable. 
I decided to scud run down the 
fjord to Narsarsuaq, Greenland, in 
deteriorating weather on my way 
across the Atlantic last year. I did so 
for the same reason climbers attack 
Everest; I understood the risk, knew 
the flight was dangerous, but decided 
quite deliberately that the risk was 
worth the reward. Many pilots would 
view that decision with horror or 
disdain. For them, the benefits would 
not be deemed sufficiently grand to 
warrant the risk. That is simply the 
personal nature of operational risk.

Managing Does Not  
Mean Eliminating

Risk management does not mean in 
the real world eliminating risk although 
the two are commonly confused. 
Rather the idea is to recognize risk, 
reduce potential danger to the greatest 
extent reasonably possible, and mitigate 
that which cannot be avoided. We 
have an obligation to make flying as 
safe as humanly possible. But “as safe 
as humanly possible” does not mean 
risk-free.

In Part II, which will appear 
in the next issue, Jeff will discuss 
the nature of danger versus risk 
and the “gold standard” of risk 
management. °•
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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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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

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

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

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 
CH-6527, Lodrino
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 

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 Aircra� Corp. 
Flugplatz Vosleau
Osterreichische-A-2540 
Austria
Tel: +43-225-2790894

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

AAC Austrian Aircra� 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

Domestic Service Centers

Northwest

Southwest

Midwest

Southeast

Northeast
Executive Aircra� 
Maintenance  
Scottsdale, AZ
Tel: 480-991-0900

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

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

Lone Mountain Aviation
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

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. 
Muskegon, MI
Tel: 888-844-2359

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

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

Skytech, Inc.
Westminster, MD
Tel: 410-574-4144

JetRight Aviation Maint., LLC 
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

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

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: 806-747-510146  M M O P A  M A G A Z I N E
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 MEMORY ITEMS

Winter Escape
Escaping the doldrums of winter 

for the sunny, warm climate of 
the Bahamas, MMOPA member 
Stuart King along with his wife Terri 
and neighbors, flew to Andros Island 
for a three-day getaway. The two-
ship landed at Fresh Creek Airport 

(MYAF), which has a 4,300-foot 
runway and customs on-site. Staying 
at the Kettlestone Luxury Villas, 
the two couples enjoyed plenty of 
relaxation, local cuisine including 
fresh conch right out of the shell, and 
local sightseeing.

As a bonus, they enjoyed a 83-kt 
tailwind on the way down.

EEEarlier this year, while completing 
recurrent training with 
David McVinnie, MMOPA Board 
member Chuck Ivester landed 
at Albuquerque Double Eagle II 
Airport (KAEG). While on the 
ground, three single-engine Pipers 
landed and parked next to his 
M600. It turned out they are 
factory-new trainers on the way 
to California Baptist University 
in Riverside, California. Chuck 
added, “Good looking little 
birds with the G1000 NXi 
avionics in them!”

Chance Meeting  
with Piper Brethren
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2020 Convention Site
One Jan. 27, the MMOPA Board of Directors toured 

the Westin LaPaloma in Tucson, Arizona, the site of the 
2020 Annual Convention. The Board met with hotel staff 
to view meeting facilities, as well as evaluate the hotel as a 
suitable location for the event. The conclusion was that the 

hotel is ideal for families, with five pools and a water slide. 
The site was situated with beautiful views of the rugged 
Tucson mountains, and features a 27-hole golf course 
designed by Jack Nicklaus, a spa, plenty of dining options 
and spacious rooms. °•

Taken a memor-
able trip in your 
PA46 recently? 
If so, we’d love 
to feature it in 

Memory Items. Send 
photos and a short 
trip description to 

dwhite@mmopa.com.

NAS/MYNN

KMIA

KFLL

KPBI

KFPR

ASD/MYAF
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