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The only full motion Meridian, Mirage and Matrix simulators 
in the world at our state-of-the-art training center now on-site at 
Piper Headquarters in Vero Beach FL (KVRB), with a Meridian 
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and amenities around our training centers.
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Beauty that’s
       more than skin deep
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and M500 pairs next-generation performance and 
durability with stunning ramp appeal.
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DOING NOTHING IS NOT 
AN ALTERNATIVE
By Martin E. Doran

FROM EXECUTIVE DIRECTOR

TWhen I joined MMOPA more than three years ago, the board had TWhen I joined MMOPA more than three years ago, the board had Tdecided to develop voluntary training standards but had not yet Tdecided to develop voluntary training standards but had not yet Tde�ned what those standards should include. An informal survey Tde�ned what those standards should include. An informal survey Tof �ight instructors at that time found a lukewarm reception to the Tof �ight instructors at that time found a lukewarm reception to the Tidea that MMOPA should develop any standardized training curTidea that MMOPA should develop any standardized training curT -
riculum or Standard Operating Procedures. As was indicated in the Triculum or Standard Operating Procedures. As was indicated in the Trecent forums, instructors felt there was more value in tailoring a Trecent forums, instructors felt there was more value in tailoring a Ttraining program to the needs of their individual clients, and pilot/Ttraining program to the needs of their individual clients, and pilot/Tclients like to train with multiple instructors because they each have Tclients like to train with multiple instructors because they each have Tsomething di�erent to o�er. �e recent thread “Stanardiation (sic) Tsomething di�erent to o�er. �e recent thread “Stanardiation (sic) Tin PA-46 Series Flight Instruction” provides an outstanding discusTin PA-46 Series Flight Instruction” provides an outstanding discusT -
sion of members’ views on the topic of standardization of �ight Tsion of members’ views on the topic of standardization of �ight T
instruction. I recommend it to all members as required reading.

One thoughtful poster noted, “How do you eradicate poor 
airmanship, judgment and piloting skills, when most of the most 
needy don't want to participate”? �is raises two important ques-
tions: First, how do you encourage greater participation in serious 
training from all PA-46 pilots? Is the answer to this question con-
tingent on �nances, available time, human factors, ignorance, risk 
tolerance, etc.? �e real answer is probably a combination of all the 
above plus and more. 

�e second question raised by the post: Can good judgment be 
taught? �is is considerably more open to discussion. Examples from 
the medical and legal profession suggest it is possible to improve 
judgment through experience and training, but doubters remain.

Many excellent suggestions have been made to improve training. 
Some have suggested we look to highly standardized airline and 
military training, both of which have achieved exemplary safety 
records. �e problem with replicating either of these models is 
“authority.” MMOPA does not have the authority as the military 
does, and it’s not the FAA, which imposes rigorous regulations on 
air-transport carriers.  

As one poster noted, if a military or airline pilot fails to comply 
with standardized procedures, he or she could lose their job. So 
if MMOPA can’t mandate standards, should a set of voluntary 
training standards be developed? Some suggest these already exist 
in the Airmen Certi�cation Standards (successor to the PTS) and 
the operating procedures in the AFM. Others point to successes 
achieved by others like Cirrus who have issued standards in their 
Flight Operations Manual.

Some suggest insurance companies should drive our train-
ing  (for example, transition, initial and recurrent) by requiring 
minimum training and providing incentives (premium reductions) 
for those who attend and pass rigorous training programs and/

or train to higher standards (for example, ATP).  But do we really 
want the insurance companies to decide how much and what type 
of training is required to make us safe pilots? Should a type rating 
for the PA-46 be required? Wouldn’t it be better to have a voluntary 
training standard and let each instructor tailor his/her training to 
the client? �ese are tough questions with no easy answers.

There seems to be a growing interest in group training with the 
advent of the M Class training o�ered by Joe Casey and John Mariani 
and the continued �ne work of the MMSTF at its regional ground and 
�ight instruction seminars. Maybe this is the wave of the future – or is 
it scenario-based training, simulator training? You could go on and on.

Okay, let me see if I can summarize some thoughts here. We have a 
problem with our safety record, and we need to improve. Standardiza-
tion has worked elsewhere but has signi�cant hurdles if it is to be the 
backbone of renewed e�orts to improve safety. Each pilot has di�erent 
shortcomings that should be focused on in training. MMOPA doesn’t 
have the authority to impose standardized training like the military or 
airlines. It doesn’t deal with good judgment, and on and on. So what 
can we do? �ere does seem to be general agreement among members 
that serious, type-speci�c training on a more-than-annual basis and 
participation in both group training and perhaps aerobatic training 
(spin training) help to reduce risk and makes for a safer pilot.  

Whatever your view on this important topic, I hope you take the 
time to let your board know where you stand. I commend posters 
who have shared their views on the forums for once again bringing the 
safety issue front and center. �e Member Safety Survey recently sent 
to you online by Manny Casiano is beginning to provide some valu-
able insights as more members provide their perspectives.  

Your board will discuss and de�ne the way forward at its late April 
annual meeting. We all understand there is no silver bullet here. But, as 
board member Bart Bartlett so aptly put it in his forum post, “We have 
a lot of evidence that our current approach to training and safety as a 
community isn't working to a standard that we are happy with.”  

So keep an open mind and let’s collectively set aside our personal 
agendas to do something to try and change the tide! Doing nothing 
is not an alternative!

All the best,

Marty

�e most hotly debated topic in recent forum posts has been what should be 

T
�e most hotly debated topic in recent forum posts has been what should be 

Tdone to improve the PA-46 safety record. �e posts have highlighted some of Tdone to improve the PA-46 safety record. �e posts have highlighted some of Tthe most di�cult issues facing MMOPA as we attempt to reduce the risk to Tthe most di�cult issues facing MMOPA as we attempt to reduce the risk to Tall who �y these wonderful machines.Tall who �y these wonderful machines.T
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Resurrected 
from the clouds 
— a piece of 
aviation history    
— a piece of 
aviation history    
— a piece of 

Own a piece of aviation history with a 
limited edition tag hand-cut from the 
skin of historic commercial or military 
planes. Plane Tags by MotoArt are laser 
engraved and numbered. You can fol-
low the history of your plane by using 
the engraved tail number. Use your 

favorite as a key 
ring, luggage 
tag or simply a 
memento. For a 
little luck order 
a Plane Tag 
from the historic 
Boeing 767 with 
tail number 604 
known as the 
Gimli Glider, a 
miracle plane 

that ran out of fuel at 41,000 feet but 
glided safely to make an unheard-of 
emergency landing at Gimli in 1983. 
Plane Tags by MotoArt currently offers 
a selection of eight historic plane-tag 
choices from $19.94-$39.95 at 
PlaneTags.com/shop.

�is is the drone 
you’re looking for
�e Axis VIDIUS camera quadcopter drone fits in the palm of your hand — 
about 1.5 inches square — but it’s able to Livestream via Wi-Fi and record vid-
eo in 420p. Axis says its Vidius model is the smallest-ever camera-equipped 
drone and, because it weighs less than .55 pounds, users don’t have to reg-
ister it with the Federal Aviation Administration. Flight time is five to seven 
minutes on a 20-minute USB charge. Control it with the custom controller or 
Android and iOS compatible smartphone.  It’s $95 at AxisDrones.com.

Wireless headset 
with Lightspeed 
Link
with Lightspeed 
Link
with Lightspeed 

Lightspeed has a new player in its line-up of ANR 
aviation headsets, the Tango Premium Wire-
less ANR Headset. �e important thing to note 
about the Tango is that it does not use Wi-Fi or 
Bluetooth connectivity to talk with the receiv-
ing unit. Instead, Lightspeed has engineered 

Lightspeed Link, a new wireless-connection technology designed to resolve 
any issues pilots have had with previous wireless units and interference. With 
a rechargeable lithium ion battery, the Tango brings up to 12 hours of uninter-
rupted transmissions and includes a 3.5mm cable (just in case the battery did 
die out). For $800 at Sportys.com

FIRST LOOK

http://planetags.com/shop
http://axisdrones.com/
http://sportys.com/
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FIRST LOOK

Would 
you like to 
work for 
you like to 
work for 
you like to 

NASA? 
A commitment to leadership development and 
work/life balance has landed NASA at top of the 
list of best places to work in the Federal Govern-
ment for the last four years.  While the dead-
line to apply for astronaut training has passed, 
NASA continues to seek outstanding scientists, 
engineers and other talented professionals 
with creativity, ambition and a sense of dar-
ing to further the discovery process its mission 
demands. Recent job openings included needs 
for an oceanographer, an aerospace engineer, 
an education specialist, a realty specialist and a 
historian. Check out current job opportunities at 
www.nasajobs.nasa.gov/default.htm.

Who said you can’t mix 
work and play? 
Who said you can’t mix 
work and play? 
Who said you can’t mix 

With the Phorce Pro advanced smart bag you can take your office 
with you — anywhere on earth. �e heart of the bag is its 26.000 
mAh power core that keeps everything charged for days or even 
weeks. It can charge up to four devices at once — phones, tablets, 
and even laptops — as fast as at home. Made from a natural heavy-
duty coated canvas, the bag changes shapes as needed, a briefcase 
for your meeting, a messenger for your bike, or a backpack for your 
hike. So the next time you want to go skiing in back country or sail 
around the world, cut the cord and pack your things in a Phorce Pro.  
It’s $299, available at Phorce.com.

Dining under the 
stars just got easier
Dining under the 
stars just got easier
Dining under the 

Planning a weekend escape camping in the mountains or skiing 
the slopes, but don’t want to mess with meal planning and gro-
cery shopping? Check out Fireside Provisions, a company that 
will ship every edible item you need for your campfire cookout 
or meals at your mountain cabin. Started by two chefs and a 
restaurateur who met at Burning Man and bonded over their 
love of making madcap meals in the desert, Fireside Provisions 
aims to make sharing delicious meals under the stars easier for 
everyone. Both the winter and a summer menus offer meals 
for breakfast, supper and snacks. Order à la carte or by pack-
ages. �e meals or the ingredients (with recipe included) will be 
shipped to your front door in time to load up and head out on 
your adventure. Order at FiresideProvisions.com

http://phorce.com/
http://firesideprovisions.com/
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Those of us who �y an aircra�, I believe, are born pilots. hose of us who �y an aircra�, I believe, are born pilots. 
Our passion for �ying lives in our DNA, waiting for us to 
activate it. We can choose to ignore that passion or fully ex-
press it, but ignoring it is never a solution because we will 
be forever nudged and reminded that we are o�-course, 

until we honor the calling of our spirit and choose to �y through life.  
My 98-day, 23-country, 26,000-nautical-mile circumnavigation of 

the planet (where I crossed the Atlantic, Indian and Paci�c Oceans 
solo in the Spirit of San Diego, my 1997 Piper Malibu Mirage) was 
the culmination of the scenario described above and the ful�llment 
of a childhood passion that had burned inside me for four decades.  

�is Flight of Passion showcased aviation technology, raised 
money for the AOPA scholarship fund the Spirit of San Diego and 
the Lindbergh Schweitzer Elementary School. It also proved the 
concepts in my book, Flying �ru Life, would help manifest the time 
and money for people to pursue their impossibly big dreams. And 
let me also emphasize that this journey was also one hell of a good 
time and taught me some valuable �ying and life lessons that would 
forever change how I see the world, aviation and myself.  

When you survive a situation like an engine-out at 14,000 feet 
over the Strait of Malacca, 19.6 nautical miles from Kuala Lumpur 
International II (where they diverted six commercial planes waiting 
to land) with an over-speeding prop, oil spraying on a 1500 degree 
exhaust, 600 pounds over max gross with fuel in a ferry tank inches 
from your head, you might consider yourself lucky. If you have 
another life-threatening moment that doesn’t kill you, you might 
consider yourself very, very lucky.  If you had three such experiences 
you would have to start looking for another explanation. I had �ve 
near-death moments during this circumnavigation and believe that 

I walked away to share what I learned so that you can pursue your I walked away to share what I learned so that you can pursue your 
impossibly big dreams safely and enjoyably.impossibly big dreams safely and enjoyably.

In this article you’ll learn from my mistakes and successes so you 
can become an even better pilot as you �y through life.  

LESSONS 1 AND 2: ENGINE LOGS AND COMMUNICATION ARE 
KEY TO YOUR SURVIVAL.  
I was 600 miles o� the coast of California on the �nal leg of my trip 
from Honolulu to Monterey, and the universe decided to test me one 
more time as my engine started to overheat. I caught the increase 
in temperature when it started because I was taking hourly engine 
readings of all critical engine parameters, which I believe all General 
Aviation pilots should do — religiously.  

�e oil temperature was up 10 degrees, despite the fact that it had 
never gone up before through the intense 114-degree heat of North 
Africa and the Middle East. Needless to say, I felt a sense of sheer 
panic and terror. How could the universe be so cruel to let me get 
this far only to deny me victory on this long fought battle?
    I had been having oil consumption problems, but I assumed I 
was low on oil and began adding it to the engine in �ight via the 
supplemental oil system installed by Flight Contract Services. No 
change. I immediately started sending satellite text messages to 
mechanics and knowledgeable people back in San Diego through my 
Delorme inReach Explorer satellite handset. Mike Borden from High 
Performance Aircra� responded immediately, and we got to work 
diagnosing the problem. We tried many engine settings and eventu-
ally determined that I was �ying through a very hot pocket of air and 
that the temperature was no longer climbing. In those 30  minutes, I 
aged 10 years but learned that I will always carry the Delorme with 

Born to fly: Nine lessons for staying on-course 
in the air and in life. BY ROBERT DeLAURENTISLAURENTIS

PA-46 
AROUND 
THE 
WORLD



me when I �y. Having the ability to reach 
out for help was invaluable in that moment 
of panic.

LESSONS 3 AND 4: FOLLOW THE 
RULES WHEN TRAVELING ABROAD 
AND TAKE YOUR TIME.
When I landed in Muscat, Oman, four 
hours early due to a miscommunication 
about local and Zulu times, I was told to 
wait at my plane to be picked up. I waited 
for an hour in 114-degree heat.  I stopped 

numerous airport o�cials and 
three cars to ask for assistance 
because I felt like I was going to 

keel over. �e �nal car 
I stopped was a police 
vehicle and the o�cer 
refused to help me. 
He said, “Not my 
problem.”  
    When I told him, 
“I’m making it your 
problem,” he put his 
hand on his gun and 
repeated his words 
in a slow and steady 

tone looking di-
rectly at me without 
blinking, “Not my 

problem. Get out of my way.” 
I stepped aside.
I would eventually walk across the 

tarmac twice to get out of the heat and was 
arrested the second time, put on trial and 
held for 10 hours. �ere were 13 o�cials, 
police, administrators and myself in a room 
as I was questioned for two hours. I refused 
to sign the documents they wrote up in 
Arabic. I was transferred to the police o�ce 
where I would wait for two more hours. 

When I could not take the stress any-
more, I slammed my �st as hard as I could 
on the table and yelled, “I am an American 
citizen being held against my wishes! Let 
me go or let me talk to my embassy!” 

I was released 15 minutes later. I thanked 
God for all the daytime drama TV I had 
watched in the United States as I walked 
out with a grateful smile on my face. 

LESSONS 5 AND 6: CREATE A STRONG 
GLOBAL SUPPORT TEAM AND FOCUS 
ON THE NEXT LEG AND NOTHING ELSE.
When I got into the cockpit of my plane, 
I had a singular focus which was the next 
leg ahead. Nothing else. I had cleared my 
mind of an enormous number of concerns 
– where I would be staying, if my business 
was being cared for properly, if my family 
was scared, and the 2,150-nautical-mile 
�nal leg of my trip, which was yet to come. 
To do this, I hired experts including Eddie 

Gould of General Aviation Support Egypt 
who handled permits, slots, fuel, transpor-
tation, and hotel details and could track 
down parts, oil or repair facilities.  He 
also played tour guide in his hometown 
of Cairo where I was able to ride a camel 
and visit the Pyramids. He was the Great 
Oz on my trip, and I couldn’t have done it 
without him handling the details. Eddie 
made sure I landed safely even if he had to 
stay up all night.

Who is your support network in the 
United States? Flight instructors, mechan-
ics, local EAA chapters MMOPA members, 
FlightAware followers and anyone with a 
computer are all great resources. Another 
critical component was my ground team 
led by Project Manager Susan Gilbert of 
Online Promotion Success, who ran social 
media and ground communication updates 
with sponsors, the media, and our Flying 
�ru Life community.

LESSONS 7 & 8:  CHECK YOUR RUN-
WAY AND TRUST YOUR INTUITION.
On the dark rainy day of my departure 
from Pago Pago, American Samoa, where 
the Suleman father and son had died the 
year before, runway visibility was just a few 
hundred feet. I noticed the ground crew 
and handler would not look at me directly 
in the eyes. Something did not feel right 
to me, and my stomach was churning. I 
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MAXIMUM  
CRUISE 

325+ KTAS

TIME TO CLIMB  
SL TO 34,000

15 Minutes

RANGE MAX  
CRUISE

1385 NM

RANGE ECO  
CRUISE

1650 NM

PAYLOAD  
(FULL FUEL)

1120+ lbs.

NEVER COMPROMISE.

was planning on departing on Runway 23, 
which was 10,000 feet and long enough to 
support the extended roll I need since I was 
600 pounds over max gross weight. I was 
worried about the oil burn of my plane, 
which was up to one quart every hour indi-
cating it was time to change out the engine, 
which was producing 40 inches of manifold 
pressure vice 42.  

 When I was asked which runway I 
wanted, I erroneously said, “�e one that 
goes out to the sea.”  In hindsight, both run-
ways went out to the sea, but I was directed 
straight ahead to Runway 8/26.  I never 
veri�ed which one was the correct runway. 
I taxied out onto Runway 8 and did my 
run up. As my Lycoming engine reached 
40 inches of manifold pressure, I released 
my brakes and started my roll. �e Spirit 
of San Diego reacted sluggishly under the 
enormous weight of the plane, luggage, fuel 
and survival gear. As I reached 50 knots, 
which I estimated was one-third down the 
runway out of the haze, I saw the fence fast 
approaching.  A feeling of doom hit me 
harder than the approaching fence could.  I 
had been directed to the shorter runway!  

I could not stop the plane and decided 

my only chance was to proceed forward. I 
had been forbidden from using more than 
10 degrees of �aps. Seconds turned into 
nanoseconds and feet turned into inches. In 
deadly slow motion, I cleared the fence by 
less than a foot. When I landed in Noumea, 
New Caledonia, I had an email in my inbox 
from a reporter who said he watched me 
take o� from Pago Pago on �ight-tracking 
so�ware. “�e runway you selected was not 
long enough. How are you alive?” 
 My response was short and to the point. 
“I don’t know.”

LESSON 9: YOU WILL BE TESTED.   
GO AFTER YOUR GREATEST FEAR.
I felt comfortable with about 99 percent of 
my �ying skills by the time I le� the United 
States headed into Canada and across the 
Atlantic. But in the back of my head, I had 
this fear that traveled with me everywhere 
I went; it was like a 50-pound rock in my 
�ight bag. I kept thinking, “What if I have 
to land on an island, in the black of the 
night, with cloud cover, in turbulence, over 
mountainous terrain, at an uncontrolled 
airport tower with pilot controlled lighting, 
in a foreign country, when I’m fatigued?” 
 Fortunately, my spiritual training had 
reinforced that the way out of overwhelm-
ing fear is to meet it within, head on, and 
sooner rather than later. I decided that if I 
was going to die it would be better to have 
it happen on my home soil where family 
and friends could get to me. �e closest 
airport to home that was open at night 
was the Truckee Tahoe Airport and, while 
it wasn’t an island, it had just about every 
other disadvantage going for it.
  My instrument landing in Truckee days 

before my departure was textbook perfect 
and helped to build my con�dence, but I 
still had some fear. I did everything hu-
manly possible to prevent these potentially 
deadly circumstances from manifesting be-
fore I took o� for any airport that matched 
my fearful thoughts, including calling to 
con�rm fuel would be available at my de-
parture time and making sure that Customs 
was on notice so I could depart and land 
in daylight. But despite my e�orts, there 
was always something to prevent a timely 
departure, and I would end up having to 
land a�er dark in the conditions I feared.  
 Out of Noumea they weren’t allowing 
G.A. aircra� to take o� (due to heavy com-
mercial tra�c) for 60 minutes, and the Cus-
toms people were missing in action. When 
they showed up a�er about 10 calls and an 
hour, they told me they couldn’t stamp my 
documents. Luckily at my next stop in Pago 
Pago, they didn’t care about my documents 
and, unfortunately, me either.  
 My faith in God and my abilities were 
being tested to the limit, and the universe 
wasn’t satis�ed I had learned this lesson. I 
was presented with similar tests �ve times 
in American Samoa, the Azores and the last 
leg of my circumnavigation into Monterey 
where I had my �nal exam. It was a night 
landing, with a 3,500-foot cloud layer, tur-
bulence and mountains around the airport. 
�e tower was closed,  and the runway was 
scheduled to be closed �ve minutes a�er 
I landed. And I was exhausted a�er �ying 
12.5 hours over the open ocean. Exam over. 
I passed. �is time.
 While you may not choose to spend 
three-plus months of your life circumnavi-
gating the globe, getting arrested, and risk-
ing your life over the Atlantic, Indian and 

Paci�c Oceans, 
I do hope these 
lessons help 
you �y more 
o�en, more 
safely and more 
enjoyably. For 
more details on 
the engine-out 
over the Strait 
of Malacca at 
14,000 feet, 
other stories 
mentioned 

above and more, please check out my 
upcoming book Zen Pilot, which is due 
for release before Oshkosh EAA 2016.  
Sign up for book and adventure updates 
and learn more about Flying �ru Life at 
Flying�ruLife.com.
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SPRING ICING HAZARDS
Those of us allowed the privilege of operating turbine 

aircra�, whether turboprop or pure jet, sometimes 
take it for granted that we’re King of the World, as 
James Cameron famously exclaimed a�er winning 

the Academy Award for Titanic. Turbine engines confer such 
status combined with excess power, jet scream and the world’s 
simplest operating instructions: “Push thrust levers forward to 
go; pull back to stop.” FADEC makes the process even easier.  
 Indeed, you might be fooled into believing the hype since 
some turbine aircra� �y at extreme altitudes (up to 51,000 feet 
– close enough to join the 10-mile high club) and some can 
span the continent between early lunch and late dinner. 
 Single-engine turboprops are impressive in their own right. 
�ey can top 70 percent of the Earth’s atmosphere and 90 
percent of its weather. Unfortunately, not all the risks of �ying 
high disappear as an inverse function of the power increase. 
Turbines and the aircra� that surround them aren’t always that 
simple to manage. 

No matter what you fly, don’t take icing for granted. BY BILL COX  



Airframe icing is an equal-opportunity 
hazard, though turbines have at least two 
built-in advantages over piston aircra�. 
First, the climb capability of jets and tur-
boprops is o�en two to three times better 
than that of piston aircra�, so exposure 
time to icing is reduced. And second, the 
higher climb and cruise speeds provide 
signi�cant warming associated with com-
pressibility, as much as 15 degrees C in a 
300-knot turboprop and 30 degrees in a 
400-knot jet.

Some turbine models provide copious 
amounts of bleed air heat to keep wind-
shields, pitot tubes, engine inlets, wings 
and tail surfaces clear of ice when water 
assumes the hardest of its three forms.  

Even so, problems can arise for all types 
of aircra� during ground operation and 
climb. In colder parts of the planet, aircra� 
de-icing is an expensive but necessary 
prerequisite to �ight for all aircra�, not 
just piston machines that o�en must slog 
through the weather at low altitudes.

If you �y turbines, you’ve probably seen 
corporate aircra� and airliners being de-
iced in snow and ice storms. Typical 
de-icing solutions are 
predominately 
ethylene 

or propylene glycol, basically antifreeze, 
designed to coat the aircra� with a layer of 
protectant �uid intended to push down the 
freezing point of water to as low as minus 
50 degrees C, depending upon dilution. 

Commercial de-icing �uids are graded 
by holdover time, among other param-
eters. �e holdover measure refers to how 
long the �ight crew can expect a de-ice 
treatment to protect the aircra� during 
takeo� and climb. Fluids with the shortest 
holdover times (and therefore the least ex-
pensive) are rated for �ve to 15 minutes of 
protection. For that reason, de-ice trucks 
or �xed booms are o�en located near the 
threshold of the runway, so an aircra� can 
be de-iced and into the air without using 
up its holdover time waiting for release.  

Back in the ‘70s, ‘80s and ‘90s, I deliv-
ered Caravans, Conquests, Cheyennes and 
a variety of other types across the Atlantic 
to the U.K., Europe and the Middle East, 
and we used to experience icing condi-
tions on the ground as late as June and as 
early as September on the northern route 
through Labrador, Greenland and Iceland. 
Some delivery pilots carried several 

�ve-gallon cans of standard 
antifreeze to help de-

ice our airplanes 
at minimum 

cost. 

Usually, the label bragged that the anti-
freeze solution “would not damage paint.” 
Don’t believe it.

In much of the northern U.S. and 
Canada, it’s not even possible to con�ne ic-
ing to winter or fall. In fact, you’ll o�en see 
more frozen clouds in spring and summer 
simply because its too cold for ice to cling 
to an airplane in winter. Icing has been 
known to occur throughout much of the 
northern hemisphere even in mid-sum-
mer. Traditional wisdom suggests airframe 
icing is most common in a temperature 
range of 0 degrees C to minus 20 degrees 
C. Air chilled below minus 20C is drier 
and less likely to cause super-cooled large 
droplets (inevitably SLDs) to stick to an 
aircra�’s surface as it �ies through clouds. 
In fact, clouds themselves become scarce 
as temperatures drop to minus 40 degrees 
C or colder. For that reason, spring may be 
the most dangerous time of year for icing.  

For many of us, especially those who live 
in the Northwest, Midwest and Northeast, 
the New Year ushers in more than resolu-
tions. Ice pays no attention to the airplane’s 
equipment or power, the pilot’s quali�ca-
tions or his/her penchant for prayer.

Few natural weather phenomena are 
more insidious and less predictable than 
springtime icing. If thunderstorms are the 
most dangerous and spectacular manifes-
tations of weather at its worst, icing is an 
o�en invisible hazard, frequently unac-
companied by turbulence, undetectable 
by radar and not always able to be forecast 
without a Ouija board.

      Perhaps worst of all, icing remains 
di�cult to predict with any reason-

able level of accuracy. Partially for 
that reason, �ight into known icing 
isn’t advisable unless the airplane is 
appropriately equipped, and even 
then, going up against ice may not 
be the best idea. Turbine airplanes 
typically come with some form 
of de-ice as standard, but that 
doesn’t guarantee the airplane 
can defeat all form of icing. Just 
because a manufacturer o�ers 
de-ice boots doesn’t guarantee 
that you can go up against air-
frame ice and win. Even aircra� 
certi�ed for �ight into known 

icing (FIKI) may be ill-equipped 
to handle extreme conditions.

From the FAA’s point of view, 
you’re in violation if you depart into 

known icing without anti/de-icing 
equipment a�er a brie�ng advising 

of the situation. Pilots have sometimes 
avoided a violation when the source of 
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known icing was pilot reports, arguing that 
conditions may have changed when they 
�ew through the same area as a previous 
aircra� that encountered heavy icing earlier. 

Canadian aviation weather forecasters 
are perhaps the best in the world, partially 
because Canada has so much bad weather 
that briefers have to be good. In 150 
Atlantic crossings, I’ve been amazed at the 
accuracy of ice forecasts, especially when 
weather briefers have what seems so little 
information to work with.    

Airframe icing is a result of the afore-
mentioned SLDs contacting the surface of 
a cold airplane and freezing. As mentioned 
above, this can happen in a wider tempera-
ture range than you might imagine.   

Similarly, the amount of water vapor in 
the air decreases dramatically with altitude 
so you might never see icing above 20,000 
feet, no matter what the temperature. Back 
in the late ‘70s, I had a company twin for 
three years and �ew back and forth at least 
eight times a year between California and 
Wisconsin. Tops were rarely above 17,000 
feet, even across the Rockies, so I could 
usually top the ice without di�culty.

As most pilots who’ve worked their way 
up the hierarchy of aircra� types from 
piston single and twin to turboprop and jet 
are aware, the problem with icing isn’t the 
extra weight, as an inch of ice on a single-
engine turboprop or twin jet might weigh 
only 150 pounds. Deformation of the air-

foil may 
be critical, 
however. 
Contaminating 
the leading edge of 
any airfoil can present 
serious problems. 

�is isn’t to suggest additional 
weight isn’t a problem, but it’s rarely the 
most dangerous condition. Even worse, ice 
accretion is a circular function of the worst 
kind. As the ice becomes thicker, the airplane 
will need to pitch to a higher angle of attack 
to maintain altitude, exposing more of the 
bottom of the wing to the relative wind. �e 
result will be a faster rate of accretion, more 

airframe 
exposure, an even 

higher pitch attitude, ad in�-
nitum. Not a good plan. Eventually, the wing 
and tail will become little more than slabs of 
frozen sky dragging in the wind.     

If you’re �ying into clouds at altitude and 
are hoping to gauge the possibility of ice, keep 
in mind that the type of cloud may govern 
the type and severity of icing. Cumulus 
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Ice build-up on airplane wings, everyone 
agrees, is nasty business but University 
of Michigan physicists may have found a 
unique solution to the problem.
 Instead of depending on chemistry to 
develop more water-repellent (and therefore 
ice-repellent) compounds, they’re giving 
rubber “elastomers” a bounce. A recent 
article in the journal Science Advances sug-
gests that coating a variety of surfaces (glass 
and aluminum included) with these polymers 
lets ice build-up whisk away in a light breeze.  
 And this rubbery repellent remains 
stable even after long exposure to sub-zero 
temperatures through several chilly Ann 
Arbor, Mich., winters.
 “Researchers had been trying for years to 
dial down ice adhesion strength with chem-
istry, making more and more water-repellent 
surfaces,” said Michigan graduate student 
Kevin Golovin, one of the participants on the 
project, in a university release on the find-
ing. “We’ve discovered a new knob to turn, 
using physics to change the mechanics of 
how ice breaks free from a surface.”

 He added that two rigid surfaces — say, 
ice and an airplane wing — can stick tightly 
together, requiring a great deal of force to 
break the bond between them. But a solid 
material stuck to a rubbery surface behaves 
differently. Even a small amount of force ma-
nipulates the rubber and the ice breaks away.
 The researchers first experimented with 
water-repelling surfaces as well, but found 
that they weren’t effective at shedding ice. 
But they observed something totally unex-
pected: Rubbery coatings worked best for 
repelling ice, even if they weren’t water repel-
lent. And the ability to shed water, they found, 
wasn’t important at all. Ice slid off the rubbery 
coatings because of a different phenomenon, 
something called “interfacial cavitation.”
 According to the release, the team has 
also found they can fine-tune the degree 
of ice repellency and durability by slightly 
altering the smoothness and rubberiness 
of the coating. Softer surfaces tend to be 
more ice repellent but less durable, while 
the opposite is true for harder coatings. 
Golovin believes that that flexibility will 

enable them to create coatings for lots of 
applications.
 “An airplane coating, for example, would 
need to be extremely durable, but it could 
be less ice-repellent because of high winds 
and vibration that would help push ice 
off,” Golovin said. “A freezer coating, on 
the other hand, could be less durable, but 
would need to shed ice with just the force 
of gravity and slight vibrations. The great 
thing about our approach is that it’s easy to 
fine-tune it for any given application.”
 The team recognizes that developing 
an application for airplanes may be a few 
years off because of  “stringent durabil-
ity and safety requirements” but no one 
believes they are deal-busters.
 In fact, the team already has hundreds of 
ice-repelling elastomer formulas. Some are 
rough to the touch, some smooth; some shed 
water while others don’t. But they all have 
one thing in common: ice slides off easily.
 It’s significant to note that the research 
was funded by both the U.S. Navy and U.S. 
Air Force.

A SOLUTION TO ICING WORTH BOUNCING AROUND
By Michelle Carter
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clouds with signi�cant vertical development 
are usually indicators of clear ice, the worst 
case, while stratus most o�en breeds rime 
ice. As the name implies, clear ice is o�en a 
smooth, semi-transparent form that’s more 
likely to cover the wings and tail evenly. Rime 
is a more corrugated type that can deposit 
successive coats of rough, uneven ice all over 
the airplane. Clear is normally considered the 
more serious threat.  

Freezing rain is a totally di�erent mon-
ster, generated by rain falling from warm air 
through cold air below. Pray you never en-
counter it. �e rate of accretion may be little 
short of amazing. Ice build-ups of as much as 
an inch a minute have been reported in freez-
ing rain. I ferried a Cessna Conquest to South 
Africa a few years back and ran into freezing 
rain o� Santa Maria in the Azores. True to 
form, I was in the frigid downpour for a little 
over two minutes, but it took about a half 
hour to sublimate when I broke out into the 
clear on the opposite side of the weather. 

Whatever form of ice you encounter, 
remember that it’s usually a temporary 
problem. Icing tends to form in bands you’ll 
typically �y in and out of. Excluding 
freezing rain, don’t 
be too eager 
to take 
dras-

tic escape measures. 
Escaping from a frosty freeze can be a 

matter of rolling the dice. �ere are only six 
directions to go. Turning le� or right may do 
you little good, as icing o�en runs in bands. 
If you’re �ying straight across a band of icing, 
you might exit the ice on the other side in a 
few minutes. If you’ve just entered a band at 
an oblique angle, however, a turn might only 
serve to keep you immersed in the chilled 
air for longer. You’ll usually have no way of 
knowing what lies straight ahead, and the 
doorway behind you may now have closed as 
the ice has �lled your wake.   

Down may be a viable choice if you’re over 
water, but if the icing only gets worse, you may 
lose the option of climbing back up. Initiate 
a climb, and you’ll typically be out of the ice 
in 2,000-3,000 feet where the air is colder and 
less conducive to SLDs or you pop out the top 
into clear air. For this reason, the most logical 
choice may be to climb while you still can.  

�e traditional de-ice system for General 
Aviation aircra� has long been pneumatic 
boots on the wings and tail, and a heated 
windshield. �at’s not the optimum method of 
protecting the aircra�. Boots are marginal at 

best. If they’re operated too soon, 
they may only succeed 

in creating an 
airspace 

beneath the ice formation. Wait too long, and 
they may be ine�ective at breaking o� leading 
edge ice. Another concern if they work as 
advertised is that they may break the ice on the 
leading edge but not improve the wing shape.  

Boots only cover the forward 10-20 per-
cent of the airfoils’ average chord, leaving the 
remainder of the wings and tail exposed. In 
some cases, boots have been known to allow 
the super-cooled water droplets to �ow a�, 
building a ridge of runback ice behind the 
rubber boots and sometimes destroying the 
wings’ ability to generate li�.  
       �e best protection available for most 

aircra� without bleed air heat is TKS, a 
liquid that �ows through microscopic 

holes in stainless steel plates mounted to 
wrap around the leading edge of wings 
and tail. �e �uid streams back across 
the airfoil surfaces, typically at your 
choice of two selectable rates, one 
for anti-ice and another for de-ice. 
�e high �ow, de-ice position con-
sumes �uid at roughly twice the 
normal rate. �at means a �ve- to 
six-gallon TKS tank may last three 
hours at normal �ow, 90 minutes 
to two hours at max �ow.
    Ice is never fun, but it needn’t 
cause the panic that sometimes af-
�icts aviators �ying in it for the �rst 

time. Make no mistake, however. 
Icing is a serious hazard.  

     Pilots of turbine equipment with 
bleed air heat have a leg up on the prob-

lem, but the best prevention is simply 
avoidance. If you must �y through it, do so 

with caution and look for a way out before 
the situation becomes critical. 
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MY JOURNEY TO 
JETPROP NO. 300
 A customer’s experience with Rocket Engineering BY RICKY LENNARD
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My dream to be a pilot began at age 17 but was not realized until I was 50 
when I purchased a Cessna 172 XP in 2007 and received my Private Pilot 
Certi�cate. As I progressed, so did my desire for a more capable airplane. 
�is led to the purchase of a Cessna 182 and later a Bonanza A36.

I o�en said that the A36 would be my last airplane since it o�ered respectable speed, 
glass cockpit and air conditioning. What more could a man want, right? Well, I was 
wrong! A�er a �ight from California at 11,000 feet over Arizona and two hours of mod-
erate turbulence, I decided that a pressurized aircra� was in my future.

ROCKET ENGINEERING
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Being a Controller.com junkie, I re-
searched aircra� and made the decision to 
purchase “the ultimate piston airplane,” the 
Piper PA-46. 

I checked with Tom Hauge of Wings Insur-
ance and was advised that with my 900 hours 
TT and an instrument rating, I would need 20 
hours of dual instruction with a certi�ed PA-46 
instructor. Since my home and businesses are 
between Louisiana and Texas, I contacted Joe 
Casey of Casey Aviation in Jacksonville, Texas, 
to advise him of my quest to �nd a PA-46.

Casey has a world of knowledge on the 
PA-46. Even though he loves the Malibu/Mi-
rage, his advice to me was to skip the piston 
step and buy a JetProp. My next question was 
what in the world is a JetProp? 

A�er considering his advice, I elected to 
buy the piston PA-46, mainly because of my 
experience and the cost of the turbine. I sub-
sequently found N428CD, a 1999 Mirage with 
1,200 hours TT and a recent top overhaul. It 
was a beautiful, well- kept bird, with a G500. 
A�er closing the sale of N428CD in 2012, 
Casey trained me, and I was o� to the races.

During my ownership and 300 hours in 
the Mirage, I �irted with the guys at jetprop 
regarding my desire to someday convert 
my bird to one of their personal airliners. 
�e next hurdle I had to get over was “Why 
should I spend an additional $600,000 on my 
perfectly good piston Mirage to convert it to 
a JetProp”?  �e other question was “Should 
I sell my Mirage and spend $1.2 million or so 
on a used Meridian”? 

I researched these two questions for more 
than a year, consulting owners of JetProps 
and Meridians, reading MMOPA forums, 
and most importantly talking to the guys 
at the PA-46 shops around the country that 
worked on them. A�er doing my research on 
both of these �ne airplanes and evaluating 
my piston Mirage, I decided on the JetProp 
for the following reasons:

1. Turbine engine reliability (50 times more 
reliable than piston)

2. E�ciency: JetProp had much lower   
operating cost and better performance 
than the Meridian

3. Rate of Climb: 2,500-3,000 FPM initial 
climb

4. Speed: 260 KTAS on 33 gal/hr
5. Superb short �eld performance: Takeo�/

landing 1,000 feet
6. Nose baggage compartment saved on   

JetProp, not on Meridian
7. Oil changes every 800 hours (every 35 

hours on piston)
8. JetProp was the only turbine that does 

not require hourly/phase inspection or 
hot section required w/trend monitoring

9. Sex appeal: Sound and smell of Jet A
10. JetProps hold their value with only 5   

percent currently on the market
11. Accelerated depreciation available for   

conversion cost
12. Strong customer service reputation from 

JetProp LLC
13. 560 hp for JetProp, 500 hp for Meridian

JetProp LLC earned a supplemental type 
certi�cate for its model DLX (Roman Numer-
als for 560 sha� horsepower rating) in 1998. 
Darwin Conrad and his sta� have gained an 
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excellent reputation for the highly integrated 
conversion of the PA-46, which has been 
the most successful conversion in aviation 
history. In fact, Piper gave Jetprop one of 
the best compliments it could have ever 
given, by creating the Meridian to compete 
with JetProp in 2001.
     A�er negotiating my deal to convert 
N428CD, we entered into a contract for the 
conversion, which included :

1. Installation of a PT-6 -35 Turbine Engine
2. Installation of the optional MT   

composite prop
3. Installation of the upgraded heater   

system
4. Installation of the new Electronics Inter 

national MVP Turbo Prop Engine   
Monitor w/trend monitor

5. Replace pilot-side window
6. Installation of USB ports in cockpit and  

in rear cabin
7. Installation of upgraded air-conditioning  

ducts 
8. Installation of glare-shield fans
9. Installation of Jetprop door cables
10. Fresh annual inspection
11. Various other improvements included  

on all conversions
12. JetProp, also gives you the trade-in value  

of your piston engine and prop against  
your conversion price, subject to engine  
prop times in the $20K-$30K range.  

On Oct. 1, 2015, I delivered N428CD to Felts 
Field (KSFF) in Spokane, Wash., to Rocket 
Engineering (dba JetProp LLC) for conver-
sion No. 300! I toured the manufacturing fa-
cility and met the employees including Doug 
Smith and Tim Moore, who are in charge of 
sales. �e company had �ve PA-46s (from a 
1985 Malibu to a 2010 Mirage) in the facility 
in various stages of completion,. 

In addition to the manufacturing �oor, 
Rocket Engineering has its own machine 
shop (which makes many of the parts), 
sheet-metal shop, paint shop and weld-
ing shop. I was amazed at the pride each 
employee seemed to take in creating a qual-
ity product. Conrad is a hands-on owner, 
on the �oor every day assuring that every 
airplane that leaves the facility is perfect. 
His concentration on the process is of para-
mount importance to his customers.

�e conversion process includes checking 
the aircra� into the hangar, defueling and 
weighing the empty plane, removal of the 
existing piston engine and prop, removal 
of the interior and all avionics, new wiring 
throughout, removal of speed brakes, new 
water-cut instrument panel, new engine 
monitor, new engine mount and �rewall 

forward retro�t to PT-6, new prop, larger 
front tire, new header tank in nose baggage 
compartment, new carbon-�ber front cowl-
ing installed and painted to match, speed 
mods installed, integration of all systems, 
and re-weighing the airplane a�er conver-
sion. I picked up about 30 pounds of useful 
load! A�er the conversion is complete, four 
to �ve test �ights at di�erent altitudes are 
made to test all systems. 
 In addition to the conversion, while the 
original panel was dissembled and a new 
custom panel being designed, Western 
Avionics, also at Felts Field, replaced my 
Garmin 530/430 with a GTN 750/650 , my 
mode C transponders with a Garmin 330 
ES and my standby instruments with the 
new L-3 Genesis 500,. It also installed a 
G-Meter, remote audio panel and angle-of-
attack indicator, all to enhance the existing 
G-500. �e coordination with the conver-
sion worked �awlessly.
 JetProp No. 300 was ready for pickup on 
Feb. 7. I arrived at Rocket Engineering for 

my week of multi-stage factory training, 
which included comprehensive ground 
school with emphasis on turbine operation 
and systems. Also included was 15 hours 
of hands-on �ight training, all included 
in the cost of conversion. Conrad is very 
careful to take as much time as needed to 
get you comfortable in the JetProp before 
signing you o�.  While I was training at the 
facility,  I also spent a lot of time talking to 
the employees and observing their attention 
to detail. �ey just all seemed to love what 
they do, making sure that it was done right 
the �rst time.  
 I have now �own N428CD 50 hours since 
the conversion, and all I can say is WOW! �e 
Jetprop has a surplus of power and is surpris-
ingly easy to operate, exceeding my expecta-
tions.  It’s like driving a Ferrari around in the 
parking lot! I truly believe this will be the last 
airplane I will ever own. Although the invest-
ment was substantial, the safety and perfor-
mance is worth every penny. I’m privileged to 
own JetProp No. 300. 

ROCKET ENGINEERING
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2015: 
A LOOK 
BACK

BY DAVID MCVINNIE

As always, I begin by saying we don’t have the �nal causes in most of these events. Sec-
ond, our intention is not to assign blame but to point out the risks we may face at one 
time or another in our aviation experiences.  Feel free to fact-check my numbers, but 
understand I collect statistics from many sources, and my totals are somewhat higher 

than the info on the FAA/NTSB databases. I did enjoy an Embry Riddle course on accident investi-
gation this year, but that doesn’t make me a has-been “drip under pressure” (ex-spurt).  

You may recognize some of the words in this summary as I’ve included comments from the MMOPA 
website forums. I want to thank everyone for their thought-provoking input.  

If there is a bright side, none of the events involved convection. Maybe we’re �nally learn-
ing how to use our radar.

However, 2015 was a tragic and expensive year. �ere were 31 events, which included eight  fatal 
accidents (15 fatalities), 11 non-fatal accidents and 12 other incidents. Five of the eight fatal acci-
dents were turbines although, with one exception, the type engine did not appear to contribute to 
the risk. Six of the eight involved MMOPA pilots although none had attended a MMSTF seminar.
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Our fatal accidents this year started with 
the JetProp in Switzerland. �e circum-
stances surrounding it involved a new 
owner who had been denied a sign-o� 
a�er initial training (26-hours) due to 
pro�ciency issues. �e pilot did get a dual-
only approval but departed solo into IMC 
and potential icing conditions. We have 
the video of the aircra� spinning into the 
ground. 
 �e next involved a Meridian that �ew 
into an area of reported moderate icing. 
�e destination airport METAR reported 
freezing drizzle near the time of the ac-

cident. He �led an IFR �ight plan in the 
air. Lockheed Martin had no record of him 
receiving a weather brie�ng. 
 Something good came out of it. We 
learned that a “standard” weather brie�ng 
would not have alerted him to the icing 
threats, and an article in the MMOPA 
Summer 2015 magazine highlights the 
problem and the importance of check-
ing the FIP/CIP.  Copies were sent to the 
weather agencies, which promised to work 
with aviation forecasters to expand/correct 
the oversight. I’m not holding my breath.
 �e third fatal accident was proven to be 
a misfueling. We’ve seen this problem over 
the years, but this is the �rst one linked to 

a fatal accident. Two 
other aircra� destroyed 
this year can/could be 

attributable to fuel contamination, fortu-
nately neither was fatal.
 �e fourth fatal accident involved our 
dear friends in Spokane, Wash., during 
a post-maintenance test �ight.  Several 
possible causes including a chance that the 
�ight controls got tangled up in something 
behind the panel — or perhaps a split 
�ap.  Both situations have happened to 
me personally and, although possible, it 
may not have been detectable during the 
pre�ight control check. We look forward to 
the NTSB �nal report.
 �e ��h occurred near Tokyo. �is 
chain of errors involved a short runway, 
a heavy aircra� (�ve hours of fuel and 
�ve on-board), warm temperatures and 
obstructions. �e pilot appears to have 
been involved in an unapproved operation 
(charter).

Our fatal accidents this year started with 
the JetProp in Switzerland. �e circum-

cident. He �led an IFR �ight plan in the 
air. Lockheed Martin had no record of him 
receiving a weather brie�ng. 

Something good came out of it. We 

a fatal accident. Two 
other aircra� destroyed 
this year can/could be 

attributable to fuel contamination, fortu-
nately neither was fatal.

�e fourth fatal accident involved our 
dear friends in Spokane, Wash., during 
a post-maintenance test �ight.  Several 
possible causes including a chance that the 
�ight controls got tangled up in something 
behind the panel — or perhaps a split 
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�e sixth accident was caused by an 
engine assembly/installation error, which 
could have made  the propeller to go into 
Beta in-�ight. I’ve seen photographic 
evidence that shows the assembly error. 
�e problem would not have been obvious 
during a typical pre�ight, and the aircra� 
had �own several times since maintenance. 
I have a maintenance background, and I 
would have been hard-pressed to identify 
the problem unless someone pointed it out 
to me.

�e exact cause of the seventh accident 
is unknown. According to U.S. certi�cate 
information, the pilot was not instru-
ment-rated. He held a United Kingdom 
certi�cate with a restricted (IR) rating 
(sometimes called an IMC rating) which 
allows operations in IMC in certain classes 
of airspace with takeo�/landing restric-
tions. It is not an instrument rating and is 
not recognized outside the U.K. �ere was 
non-convective weather in the area, and 
rain showers and scattered/broken condi-
tions along the route. We don’t know why, 
but radar �ight following stopped about 
half way through the trip. �e impact site 
was �ve miles northeast of the destination 
and aligned with the runway centerline, 
which gives rise to the possibility the pilot 
was attempting to execute a home-brew 
approach.

�e eighth event in Omaha appears to 
be a stall/spin accident. �e pilot reported 
an avionics abnormality, which, at worst, 
should have been an inconvenience. He 
accepted a short approach but lost 500 feet 
between the mid-�eld and the abeam/low 
key position. He was only 615 feet AGL on 

the last track report (abeam). Uno�cial in-
formation suggests the pilot may have been 
distracted by the avionics problem and, 
while trying to correct it in-�ight, lost situ-
ational awareness and stalled the aircra�. 
Hopefully, the Garmin information in the 
aircra� may reveal what happened.
 Non-fatal accidents (structural damage) 
involved three takeo� events (two engine 
failures and one wind gust encounter). 
Four involved a loss of control during the 
landing phase, a landing gear collapse, 
a maintenance-induced gear collapse, a 
failed rejected landing, and a taxi mishap.  
One involved an engine failure, which was 
later reclassi�ed from an incident to an 
accident.
 Incidents included a number of land-
ing events (gear-up landing, veered o� 
the runway, dead-stick landings, a brake 
failure and two taxi incidents).
 Seventeen MMOPA members were 
involved in the non-fatal/incident events.  
Six had attended MMSTF events in the 
past. Of the 13 destroyed aircra�, six were 
turbine. 
 Consider the insurance outlays last year, 
remembering there are only about 1,918 
�ying PA-46s in the �eet to share the costs.

My notes: in no particular order.

1. Engine failure in cruise, landed short,  
 nose-gear collapse, piston

2. Engine failure a�er takeo�, dead-stick  
 landing, Malibu

3. Gear failed to extend (normal/
 emergency) a�er �ight at altitude.

4. Struck a pole while taxiing

5. Fatal, LOC, takeo� hit house in Tokyo.  
 Two fatalities on board, one on the  
 ground.

6. Engine failure, take-o� ditched in   
 the water, Cannes, France, (possible  
 fuel contamination)

7. Bird strike

8. Fatal (4), LOC on approach, pilot   
 quali�cations? Possible home-made  
 approach.

9. LOC takeo� main caught an icy patch.

10. Landed short on approach at night,  
 gear collapse, �ve on board, JetProp

11. Minor damage on landing

12. Fatal (2), LOC landing, control   
 malfunction.

13. Fatal (1), IMC departure possible   
 icing? Pilot experience. 

14. Engine failure a�er takeo�, fuel   
 contamination, Mirage

15. LOC landing, landing-gear actuator  
 attach bolt missing nut, JetProp

16. LOC landing, nose-gear collapse 

17. Fatal (1), engine failure a�er takeo�,  
 misfueled.

18. Slid o� the runway a�er landing

19. Gear-up landing, JetProp

20. Struck pole while taxiing

21. LOC takeo� wind gust/shi�
22. Fatal (1), icing, freezing drizzle, struck  
 a TV tower on approach

23. LOC takeo�, Sweden, Meridian   
 (roll-back?)

24. LOC landing, veered o� runway

25. Fatal (4), LOC takeo� stall/spin,   
 engine-assembly problem.

26. Fatal (1), LOC during VFR approach.

27. Engine compartment door (right)  
 popped open a�er takeo�

28. LOC landing at Oshkosh

29. Brake failure on roll out, nose-gear  
 collapse

30. Taxied into another aircra�.

31. Landed short of the runway, short  
 runway
You might be asking were we stand com-
pared to years past?
 Only one year, 1988, was fatal-accident/
accident free. We’ve had four fatality-free 
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years. In 2015, the fatal/non-fatal rates 
per 100,000-hours were 2.73/6.48.  In 
2014, 2.48/3.89. �e PA-46 overall aver-
ages (1984-present) 2.57/6.58. �e “rest 
of G.A.” over the 1984-2013 ¬time frame 
shows 1.44/7.61. Our fatal rate is declin-
ing at a slightly faster pace. I can theorize 
that our operational environment has 
something to do with the higher fatal 
rates, but that’s of little comfort to the 
families or insurance companies.

Newer aircra� seem to fare better, 
which I attribute to better risk/situational 
awareness technology.

With all that said, the majority of our 
events have little to do with pressuriza-
tion or icing. Good basic airmanship kept 

many (but not all) of these events from 
being more serious. We need to focus on 
the basics. If you are unable to operate 
in the IMC environment without your 
automation, you shouldn’t be there. We 
also need to remember: Job No. 1 is �y 
the airplane! 

Paul Lehman provided a really good 
quote on the forum: “Never stop �ying 
the airplane. And if it’s broken, keep �y-
ing the biggest piece you have le�.”

Beyond awareness and a commitment 
to pro�ciency/training, I don’t have a 
magic �x to eliminate risk. Some of the 
events occurred despite due diligence. 

Others were caused by a disregard for 
same.  
 No one reading this starts an engine 
with the intention of harming himself or 
herself or others.  Take a little extra time 
to review your Standard Operating Pro-
cedures, Personal Minimums Checklists, 
and to mentally review the PAVE/5-P 
memory joggers. Always have a plan B 

(or even C). 
 Try to attend an MMSTF or M-Class 
seminar (or both) this year and remem-
ber, low-budget maintenance and quick-
and-cheap training are not real bargains.  
 Everyone complains about the weather 
but nobody does anything. We have op-
tions, and there are things we can do to 
make ourselves better, safer pilots!

888-386-3596

www.skytechinc.com

pipersales@skytechinc.com
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a world leader in sales and support of the PA-46.  
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others.  Take a little 
extra time to review 
your Standard Operating 
Procedures, Personal 
Minimums Checklists, 
and to mentally review 
the PAVE/5-P memory 
joggers. Always have a 
plan B (or even C).
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In the early days of aviation, widely 
held beliefs labled women as tem-
peramentally un�t and lacking the 
discipline required for �ying. Even 
the Wright brothers refused to sell 

their airplanes to females because women 
did not possess “coolness and judgment.” 
 Ready to shatter those beliefs were 
courageous women who boldly ventured 
into aviation and succeeded. Anita “Neta” 
Snook was one of them, a pioneering 
aviator who blazed a trail of �rsts for other 
women to follow. 
 In her �ve-year career, Neta chalked up 
some impressive accomplishments: the �rst 
woman accepted to a �ight school, the �rst 
woman to run her own aviation business, 
and the �rst woman to run a commercial 

air�eld. Yet with all these �rsts, it was her 
role as the �rst �ight instructor to an avia-
tion legend that she is most known for.
 Born in 1896, Neta was an uncoventional 
child. Allowed to follow her interest in any-
thing mechanical, she built toy cars that ran 
and toy boats that sailed. When she was 9, her 
father purchased a used car that he and Neta 
took apart and rebuilt together. 
 At Iowa State College, she persuaded the 
school to let her take courses in mechani-
cal drawing and the building and repair of 
combustion engines. Neta also spent hours 
in the library reading about the government’s 
lighter-than-air and heavier-than-air cra� di-
visions. Captivated by the mechanics of �ight, 
Neta was determined to learn how to �y. 
 She applied to the Curtiss School of Avia-

tion in Newport News, Va., in 1917, but was 
rejected because of her gender. Undeterred, 
she then applied to the Davenport Aviation 
School and became the �rst woman accepted 
to a �ight school. With her mechanical skills 
and can-do attitude, she quickly gained the 
respect of the male students. Unfortunately, 
the school’s only plane was destroyed in a 
fatal crash, and the school closed. 
 Fellow classmates, who were transferring 
to Curtiss, vowed to convince the school to 
admit Neta. And they did. But unforeseen 
events again prevented her from completing 
�ight training. All civilian �ying was banned 
when America entered World War I and 
remained so until the war was over. 
   Soon Neta was hired by the British Air 
Ministry as an expediter, inspecting and 
testing aircra� and engines on their way into 
combat in Europe. When the war ended 
in November 1918, she was so determined 
to solo, she purchased her own airplane, a 
wrecked Canuck, a Canadian version of a 
Curtiss JN-4 “Jenny.” 
   It took two years working in her parents’ 

Blazing a Trail of Firsts
BY P. J. GOLD
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small backyard for Neta to repair and rebuild 
the Canuck. Once restored, she disassembled 
the plane, towed the fuselage to a nearby 
pasture and reassembled the Canuck one 
more time. From there, she soloed and �nally 
obtained her pilot’s license.  

Exhilarated, Neta spent the summer of 
1920 barnstorming her way through the 
Midwest, charging $15 for 15 minutes of 
�ight. When winter arrived, she shipped the 
Canuck to Los Angeles where she met Bert 
Kinner at his newly constructed airport, Kin-
ner Field. Con�dent in her own �ying skills 
and mechanical abilities, Neta struck a deal 
with Bert: She would test-�y his planes in 
return for full commercial use of his air�eld. 
Neta promptly started her own business �y-
ing passengers, teaching students to �y and 
providing aerial advertising.

When she entered a race against 40 men at 
the Los Angeles Speedway, she told the press, 
“I’m going to show the world that a woman 
can �y as cleverly, as audaciously, as thrill-
ingly as any man aviator in the world.” 

She �nished in ��h place.
�en on a December a�ernoon in 1920, 

Neta spotted a vivacious, sandy-haired 
young woman and her father at the air�eld. 
�e father had just given his daughter per-
mission to take �ying lessons if the instruc-
tor was a female. Seeing Neta, the young 
woman waved and approached her, “I want 

to �y. Will you teach me?”
Impressed with her straightforward manor, 

Neta replied, “Certainly,” as she reached to 
shake her hand. Returning the handshake, 
the new student replied, “I’m Amelia. Amelia 
Earhart.”  

Earhart’s �rst lesson, on Jan. 3, 1921, 
lasted 20 minutes. Neta charged 75 cents a 
minute for the �rst �ve hours of lessons. �e 
remaining 15 hours were free for the two had 

become good friends. For Earhart, the lessons 
marked the beginning of a legendary career. 
For Neta, the lessons secured her place in 
aviation history.

Neta quit �ying a year later when she 
married and had a child. Her autobiography I 
Taught Amelia to Fly was published in 1974. 
Eighteen years later, she was inducted into the 
Iowa Aviation Hall of Fame, a year a�er her 
death at age 95. 
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Are your brakes getting spongy or flat?
It’s likely faulty o-rings are to blame. BY KEVIN MEAD

Maintenance
MAINTENANCE

Iget lots of MMOPA hotline calls from pilots frustrated by �at or spongy brakes. �ese calls 
de�nitely pick up during the cold winter months as the o-rings in the system contract more. A 
“spongy” or “�at” brake is when the brake pedal travels to the bottom and still does not result 
in any braking e�ect. O�en pilots report that the pedals in both the pilot’s and co-pilot’s posi-
tion are a�ected on that particular side. Air has entered the brake system (usually from the 

cabin) and will need to be bled out in order to restore normal braking operation.



SYSTEM OPERATIONS
Let’s take a moment to describe how the 
system works. �e brake systems in all 
PA-46 aircra� are designed and operated 
the same way and are subject to the same 
problems. �e components include a 
reservoir, parking brake valve, four master 
cylinders and two wheel cylinders (one on 
each main gear). �ey are all connected by 
�exible hoses and rigid aluminum lines. 

�e description of operation is very 
simple. �e pilot applies pressure to the 
top of the rudder pedals which push down 
onto the piston in the master cylinder. 
�e pressure is transmitted by means of 
hydraulic �uid-�lled tubing and hoses to 
the brake-wheel cylinders on each main 
gear. �e two pistons in the wheel cylin-
ders then evenly force the pressure-plate 
assembly out. �e rotating brake disc gets 
caught between the brake linings on the 
pressure plate and the linings on backing 
plate, stopping the airplane. However, if 
enough air enters the system, it prevents 
the hydraulic �uid from being adequately 

compressed, keeping it from doing its job. 
Pumping the brake will sometimes tem-
porarily restore operations but this will be 
short-lived. 

TYPICAL FAILURES 
In my experience, a �at brake is most 
likely to be caused by air in the master 
cylinder. If not that, it will be leaking 
hydraulic �uid, mostly likely at one of the 
wheel cylinders, hoses or �ttings. 

TROUBLESHOOTING
Let’s start with air in the system. �e �rst 
thing you should do is look at the hydrau-
lic reservoir in the nose baggage or on the 
�rewall, depending on your aircra� mod-
el. If there is adequate �uid there, assume 
air is in the system. �e source of the air 
is likely to be a faulty o-ring somewhere 
in the system (master cylinder or parking-
brake valve) or far less likely, a loose �tting 
within the cabin-pressure vessel. 

If you are on the road, have someone 

bleed the system, which might restore 
operations well enough to get you home. 
But this will be a temporary �x. Make sure 
you have your home shop �x the prob-
lem properly before you �y again. �is 
means (at minimum) having them reseal 
the pilot’s side master cylinder — which-

ever side is �at or spongy. If the problem 
recurs, have them reseal the parking-brake 
valve. If you want to be proactive while 
the plane is down, reseal all four master 
cylinders and the parking brake and get 
the problem out of the way for good. �e 
parts are inexpensive. 
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In my experience, a flat 
brake is most likely to 
be caused by air in the 
master cylinder. If not 
that, it will be leaking 
hydraulic fluid, mostly 
likely at one of the 
wheel cylinders, hoses 
or fittings. 

MAINTENANCE

Ken Dono
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WAAS? Check. ADS-B Out? Check. 
Bluetooth audio? Check. Ease of use? 
Check.  

BendixKing’s stack provides all the new 
features that you need at a price that 
you can a� ord. So go ahead, give your 
aircraft the panel it deserves without 
breaking the bank. Eligible stack con-
fi gurations can earn up to $2,500 o�  
list price. And remember that your ex-
isting BendixKing avionics may also 
be eligible for our TradeUp program for 
even further savings. 

To learn more call 1.855.250.7027, contact your
local BendixKing dealer or visit bendixking.com

Get Ready To Stack  Up Your Savings.

If you �nd that the hydraulic reservoir 
is empty, you have no choice but to �nd 
out where the �uid went, right then and 
there. Look �rst at wheel cylinders for 
signs of the leak, probably a puddle on the 
hangar �oor. It will probably be something 
as simple as a leaking o-ring, rigid line or 
hose. I have seen cases where brake lin-
ings have become so worn that the piston 
comes out so far that the o-ring can no 
longer seal. But a leaking o-ring is more 
likely. Fix the leak, bleed the air from the 
system and keep �ying. 

IF YOU ARE REALLY STUCK AND NO 
ONE IS AROUND TO HELP
If you are in a location with no mechanic 
available, it is possible to bleed your brakes 
yourself. You’ll need either a ¼-inch 
boxed-end wrench or a small pair of vise 
grips to open the valve to release �uid and 

air at the wheel cylinder. A pair of pliers 
would work in a pinch. You’ll also need a 
rag to catch the �uid that will come out. 

First, pump the brakes up as much as 
you can. It may not be much at �rst. Set 
the parking brake, then leave the cabin to 
release the pressure and air at the small 
bleeder valve on the a�ected-side wheel 
cylinder. Close the valve, return to the 
cabin and repeat this whole thing again: 
Pump the brakes, set the parking brake, 
release the pressure. It may take as many 
as six attempts to get a �rm brake again. 
Please stop as soon as you get a �rm 
brake to avoid totally emptying the brake 
reservoir. �en go home and have the 
problem �xed. 

A NOTE ABOUT BRAKE REPAIR PARTS
You may be lucky enough to encounter 
your brake problem at a �eld with a Piper 

shop. But even so, the Piper parts book 
will only show the Piper part numbers, 
which the shop might not have in stock. 
Luckily, there are MS or AN numbers 
for most brake parts, and your shop is 
much more likely to have these in its stock 
already, so I have provided the following 
equivalent part numbers. 

Gar Kenyon master cylinders use 
the MS28775-012, MS28775-113 and 
MS28775-111 o-rings. I re-use the piston 
washer seal Piper PN 764-877 because 
they’re no longer available from Piper and 
rarely go bad.

Parker Hanni�n master cylinders use 
Piper brake kit # 765-328, which will 
include the basic o-rings as well as a 
piston washer seal which has no MS or 
AN equivalent. Many shops won't have 
the kit in stock anyway. Without a kit on 
hand, if I need to get someone home, I 
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WAAS? Check. ADS-B Out? Check. 
Bluetooth audio? Check. Ease of use? 
Check.  

BendixKing’s stack provides all the new 
features that you need at a price that 
you can a� ord. So go ahead, give your 
aircraft the panel it deserves without 
breaking the bank. Eligible stack con-
fi gurations can earn up to $2,500 o�  
list price. And remember that your ex-
isting BendixKing avionics may also 
be eligible for our TradeUp program for 
even further savings. 

To learn more call 1.855.250.7027, contact your
local BendixKing dealer or visit bendixking.com

Get Ready To Stack  Up Your Savings.

re-use the piston washer seal and use the 
following equivalents for the rest of the 
seals: MS28775-114, MS28775-012 and 
MS 28775-111. When you get home, the 
piston washer seal can be ordered by itself 
as well as in the kit. 

To reseal the parking brake valve (any 
PA-46 model), use the MS28775-008, 
MS28775-010, MS28775-011 and two 
each MS28775-006.

SOME HELPFUL HINTS FOR MECHANICS
• A �at brake can occur on systems using 
either the early Gar Kenyon or the later 
Cleveland brand master cylinders or the 
parking-brake valve.

• Don't pump the brakes while the cabin 
is pressurized.

• Don't bleed the brakes again if the 
problem returns. Fix the problem before 
further �ight.

• Make sure that as many as possible of 
the scratches on the master cylinder sha�s 
are removed before assembly with new 
o-rings.

• Bleed the brake system down by pump-
ing the brake pedal like an old car brake. It 

will normally require at least six bleedings. 
If you are too young to know what I’m 
talking about, look around for an old guy. 

I never had good results from bleeding the 
brake systems up with a pressure pot.

• Unlike many Piper twin and single en-
gine aircra�, the PA-46 series brake system 
is very easy to bleed.

• Always replace the o-rings in both the 
pilot and co-pilot brake master cylinders 
on the side that went �at. Normally it will 
be the master cylinder on the pilot's side 
that is allowing air to enter the system.

• Do not remove the entire master cylinder. 
Instead, a�er placing a drain pan underneath, 
remove the clevis pin from the rudder pedal. 
�en unscrew and remove the piston assem-
bly. Caution: Don't lose the very small snap 
ring that you have to remove from the internal 
portion the master cylinder each time. It can 
easily go �ying and you will probably never 
�nd where it landed. My wife always had us 
remove the snap ring while the component 
was placed inside of a clear plastic bag.

• If you are resealing the parking brake 
always ensure that the control lever is tight 
on the end of the cam/sha� assembly. It's 
best to either replace the unit or braze the 
arm permanently in place on the cam as-
sembly.

MAINTENANCE

You may be lucky 
enough to encounter 
your brake problem 
at a field with a Piper 
shop. But even so, the 
Piper parts book will 
only show the Piper part 
numbers, which the shop 
might not have in stock. 
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H ave you ever visited with the 
IRS regarding the audit of 
your tax return? If so, then 
you know it’s you against 
them. Would it make you 

feel more comfortable going into the 
audit knowing that you had their written 
blessing relating to the tax deductions as-
sociated with your airplane in your hand? 
Well, you do. You have their Holy Grail. It 
is Revenue Ruling 2005-64.

�e bottom line of the revenue ruling is 
this: It separates airplanes that are truly a 
business asset from airplanes that are truly 
a rental business.

We o�en put the ownership of our 
airplanes in a separate business entity such 
as a limited liability company (LLC). �en, 
our real business pays money to the LLC to 
cover the expenses associated with operat-
ing the airplane. �e IRS likes to twist this 
around and say that the real business is 

renting the airplane from the LLC.
�at raises a big problem. Depreciation 

is counted as an expense and, therefore, 
in the early years of ownership, usually 
manages to generate a tax loss. In general, 
rental losses can only be claimed to reduce 
rental income. So if you have no rental 
income, then the rental loss generally does 
you no good. When the IRS looks at one 
business paying money to another business 
for the use of property, they want to say 
that it is a rental operation and therefore 
subject to the rental loss limitation rules of 
Code Section 469.

Revenue Ruling 2005-64 is the IRS’s 
own written explanation on how it is go-
ing to interpret airplane-rental losses and 
the rental-loss limitation rules. �ey have 
given us the Holy Grail, as I like to say. It 
is available for anyone and everyone. Large 
or small – it doesn’t matter. All you have 
to know is that it’s out there for you to use 

and then operate your airplane according 
to the directives of the revenue ruling. It 
is public information. Personally, I am con-
vinced that not every IRS agent is familiar 
with this ruling.

Here is what makes this revenue ruling 
so beautiful. It literally sets up two separate 
cases or situations. Each of these cases rests 
on opposite ends of the spectrum. Each 
situation is given its own set of circum-
stances, facts and scenarios. �e method of 
how the plane is managed, operated, cared 
for, etc., is described in detail for each case. 
�ese are the facts.

Next, the revenue ruling takes a look at 
the laws and analyzes them in both situ-
ations. �ey apply the laws to the man-
agement and operation of the plane and 
compare how the law is applied di�erently 
in the individual situations.

Finally, the IRS writes its holding (also 
known as its ruling) for each of the two 

The Taxpayer’s Holy Grail
�e real secrets to confirming your flying write-offs
BY HARRY DANIELS
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situations. �ey compare why one situation 
produced the exact opposite result as the 
other situation. So here you go — you have 
the IRS’s position written by the IRS itself.

�e biggest problem is getting the IRS 
agent to get the idea that this is a rental 
activity out of his or her already-made-up 
mind. You can never say the word “rental” 
when you are talking with an agent. You 
are not renting the airplane. You are 
transferring money to cover the expenses 
associated with the entity that holds title 
and ownership of the airplane. You have 
got to get “rental” out of the mind of the 
agent and get him or her thinking that it 
is just a business asset owned in a separate 
business entity.  

How does this bene�t you? Read this 
revenue ruling very closely. �en oper-
ate your plane as close as possible to the 
situation you are trying to follow. Maybe 

you want your plane to be business asset 
or maybe you want it to be a rental as-
set. Maybe you operate your plane at a 
pro�t, and you need the airplane pro�ts to 
cover other rental losses. Just make sure 
that you consistently operate your plane 
according to the guidelines of Revenue 
Ruling 2005-64. It is just about impossible 
for IRS agents to go against their own 
agency’s ruling.

Revenue Ruling 2005-64 has two distinct 
situations. In reality, you will have shades 
of gray in the manner in which you oper-
ate your airplane. �ese shades of gray will 
be the deciding factors.  It is imperative 
that you do your planning well before you 
ever hear from the IRS. You can’t change 
a zebra’s strips or a leopard’s spots. Once 
done, then it is done.

Does this really work in real life?  Oh, 

yes, most de�nitely, yes. I have personally 
been there, done that and walked away 
with a very happy taxpayer.

Remember, this is public information. 
�e only secret is not knowing it’s out 
there.  Well, now you know. It is the Holy 
Grail.   

O. H. “Harry” Daniels, Jr. is a CPA, a CFP cer-
tificant, and a certified valuation analyst.  
He is a partner with the firm of Duggan, 
Joiner & Co., Certified Public Accountants, 
and can be reached at 334 N.W. 3rd Ave., 
Ocala FL  34479, telephone 352.732.0171, 
fax 352.816.1370, email to harry@har-

rydanielscpa.com. Harry has held his license as a private pilot 
since 1991. �is article is available for reprint upon request.
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We often put the 
ownership of our 
airplanes in a separate 
business entity such as a 
limited liability company 
(LLC). �en, our real 
business pays money 
to the LLC to cover the 
expenses associated 
with operating the 
airplane. �e IRS likes to 
twist this around and say 
that the real business is 
renting the airplane  
from the LLC.

http://rydanielscpa.com/
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On May 7, 2015, at 1604 
PDT, a Piper PA-46-350P, 
N962DA, collided with 
water in the Spokane River 
a�er an attempted landing 

at Felts Field Airport, Spokane, Wash. 
�e airplane was owned by Flying Colors 

Aviation LLC and operated by the pilot, 
under the provisions of 14 Code of Federal 
Regulations Part 91. �e commercial pilot 
and pilot-rated passenger sustained fatal 
injuries, and the airplane was destroyed 
during the impact sequence. �e local 
�ight departed Felts Field at 1553. Visual 

meteorological conditions prevailed, and 
no �ight plan had been �led.
 �e airplane had just undergone an an-
nual inspection at the facilities of Rocket 
Engineering, and the accident �ight was 
to be a post-maintenance test �ight. Both 
the pilot and passenger were employees 
of Rocket Engineering, and the planned 
�ight time was about 40 minutes.
 Audio and preliminary radar data 
provided by the Federal Aviation Adminis-
tration captured the entire �ight sequence. 
�e accident was also observed by multiple 
witnesses at the airport, along with Air Traf-
�c Control personnel in the control tower.
 �e airplane departed from runway 4L, 
and radar data indicated that almost im-
mediately a�er takeo� it began a climbing 
10-degree turn to the right. A�er �ying 
on that heading for about 1.5 miles, the 
airplane began a more aggressive turn 
to the right, reaching 1,000 feet above 
ground level (agl) while on a southbound 
heading. �e tower controller asked over 
the tra�c advisory frequency, if every-
thing was okay, and the pilot responded, 
"�at's negative." 
 �e airplane's turn radius then tightened 
to about 700 feet and, within about 45 
seconds, it had turned an additional 270 
degrees while descending about 600 feet. 
Control tower personnel stated that during 
this period the airplane was banking about 
90 degrees to the right and descending and 
that they assumed it was about to crash. A 
short time later the bank angle began to re-
duce, and the airplane appeared to recover. 
�e airplane then began a meandering 
climb to the east, and about 2.5 minutes 
later the pilot reported, "We are trying to 
get under control here. Be back with you.”
 �e airplane eventually reached the 
town of Newman Lake, about 11 miles 
east of the airport, having climbed to 
about 5,600 feet mean sea level (4,000� 
agl), and the pilot reported, "�ings seem 
to be stabilizing." When asked his inten-
tions by the tower controller, he replied, 
"We are going to stay out here for a little 
while, play with things a little bit, and see 
if we can get back."

�e airplane began a gradual le� turn, 
and the pilot requested and was approved 
for a straight in landing for runway 22R. 
�e airplane lined up with the runway 
about seven miles east of the airport and, 
a short time later, the controller asked 
the pilot the nature of the emergency. He 
responded, "We have a control emergency 
there, a hard right aileron." 

�e �ight progressed, and a few minutes 
later he reported that the airplane was on 
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NTSB Identification: WPR15FA158
14 CFR Part 91: General Aviation
Accident occurred Thursday, May 07, 2015, in Spokane, Wash.
Aircraft: PIPER PA-46 350P, registration: N962DA
Injuries: Two fatal.
This is preliminary information, subject to change, and may contain errors. Any 
errors in this report will be corrected when the final report has been completed. 
NTSB investigators either traveled in support of this investigation or conducted a 
significant amount of investigative work without any travel and used data obtained 
from various sources to prepare this aircraft accident report.

PA-46 accident, Spokane, Wash. 
BY DICK ROCHFORT, ATP, CFII, MASTER INSTRUCTOR

ACCIDENT REVIEW
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a three-mile �nal. �e airplane remained 
closely aligned with the runway centerline 
throughout the remaining descent. Con-
trol tower personnel stated, that having 
reached the runway numbers, the airplane 
appeared to be �ying in a 20-degrees right 
wing low attitude.

�e controllers and multiple witnesses 
reported that as the airplane passed close 
to Taxiway D, the engine sound increased 
and the airplane began a sharp roll to the 
right. It subsequently collided with the 
river just north of the airport.

Both wings and the horizontal stabilizer 
and elevators separated during the impact, 
and the forward cabin sustained crush 
damage through to the area of the main 
wing spar. �e river was about 25 feet deep 
at the accident site, and all major airframe 
components sank within a few minutes 
of impact. �e airplane was recovered by 
a diving team from the Spokane County 
Sheri� 's Department over a two-day period 
during the week a�er the accident.

AUTHOR’S COMMENTS:
What are some of the potential causes of 
this accident? �ere are probably more, 
but here are �ve possibilities along with 
some avoidance strategies you may wish to 
consider:

1) INCORRECTLY RIGGED  
AILERON CABLES
�is scenario is highly unlikely because the 
Piper design makes it nearly impossible to cross 
these cables during re-installation. Additionally, 
proper post maintenance checks and pre�ight 
procedures require this to be checked with no 
exceptions. �is check takes very little time, and 
it's certainly a good idea before any �ight. 

Conduct the pre-�ight walk around 
in a quiet area, but �rst be sure nothing 
is obstructing the �ight controls, such 
as headsets, GPS or iPad yoke mounts. 
Gently move the control surfaces to full 
de�ection. Feel and listen carefully for any 
unusual resistance or scraping. Once in 
the aircra�, place your hands on the yoke 
with both thumbs up. Turn the control 
in the direction of your choice and look 
towards the side to which your thumbs 
are pointing. Notice that the aileron is 
de�ected upward. Repeat the process in 
the opposite direction. Push and pull on 
the controls as well. Look over your right 
shoulder and observe proper de�ection of 
the elevator with no binding. �is should 
be a checklist item, and it should be done 
the same way each and every time. If you 
observe something questionable, don’t �y 
until it is evaluated and/or repaired.

2) A HARD OVER AUTOPILOT  
ROLL CLUTCH
In my capacity as a �ight instructor, I have 
extemporaneously "failed" the PA-46 AP 
systems thousands of times in order to 
help pilots learn the correct response to 
this unlikely event. �e most common 

error I note during this training is not an 
incorrect response, but rather a slowness 
to respond associated with the "Whisky 
Tango Foxtrot" delay, followed a half 
second later by a fast jerk on the controls 
using the infamous "fast twitch" muscles. 
�is is not poor technique so much it is 

M M O P A  M A G A Z I N E   p   S P R I N G  2 0 1 6   4 3  

ACCIDENT REVIEW



44   M M O P A  M A G A Z I N E   p   S P R I N G  2 0 1 6

human nature, and it will quickly cause the 
situation to get worse. Excellent training is 
needed to minimize poor response to WTF 
moments, so skip the zero-thrust return-to-
the-airport drills and spend the time work-
ing on unusual attitude-recovery instead.

UA recovery must be correct, and it 
must occur within a few seconds, or a 
catastrophic loss of control is entirely pos-
sible. You should therefore consider this a 
"memory item." �e UA recovery must be 
a simple immediate-action drill. Here is 
what I recommend in three simple steps:

1. Press and hold the red AP (autopilot) 
disconnect button which is under your le� 
fore�nger on the yoke. Do this whether 
you thought the AP was connected or not. 
When you do, the AP will disconnect and 
the trim will stop running. (Remember, 
you must continue to hold the button.) 
Whether the electric trim was running or 
not in the �rst place is not relevant, so stay 
with me now. We're not done so don't let 
go of that button just yet.

2. Make the control inputs (push-pull-
le�-right) necessary to recover from the 
unusual attitude. Remember, if the nose 
is high, lower the nose �rst, and then 
level the wings. If the nose is low, level 
the wings �rst, and then raise the nose. 
If pitch trim is needed, accomplish this 
with your right hand and the manual trim 
wheel, but don't let go of the AP discon-
nect button just yet.

3. Find and pull the pitch-trim breaker. 
�is breaker (not the AP breaker) should 

have a red hard plastic cap on the neck to 
help identify it. It should be the only break-
er with a red cap on it so it can be found 
quickly in the heat of battle. In fact, I'd ask 
that you consider the following: In addition 
to the red cap on AP trim, consider a yel-
low cap on the "�ap warn" breaker (more 
about this one below), a blue cap on the 
"cabin press dump" breaker and a white cap 
on the 25-amp landing-gear pump motor. 
If you already have these color caps in place 
and have trained on these four scenarios in 
the last 12 months, you have received excel-
lent training, and you should thank your 
�ight instructor.

So, why pull the trim breaker and not 
the AP breaker? You should pull the trim 
breaker because the trim has an electric 
motor with switches (on the yoke), which 
are separate from the engaged autopilot. 
Although it is unlikely, these two switches 
can fail closed, causing an un-commanded 
pitch up or down. �e trim switches are 
separate and active even when the AP 
is disconnected. �e red AP disconnect 
button interrupts both AP and trim. Since 
there is no time to troubleshoot or observe 
which problem exists, it is the "one best 
way" to stop the loss of control. I recom-
mend all pilots consider this "one best 
way" to accomplish this recovery. Ask your 
�ight instructor to help you learn this very 
simple standardized process.

3) FAILED FLAP BELCRANK
PA-46 �aps are electrically operated via 
mechanical pushrods and belcranks (some 
older aircra� excepted). �e belcranks are 

welded steel mechanical devices which 
convert axial energy from a pushrod to 
rotational energy. It is a highly reliable 
component, but if one fails, asymmetrical 
�ap deployment is possible. 
 One of the systems on your aircra�, 
designed to protect from an asymmetrical 
�ap deployment, is an over-torque limit 
circuit. If the electric �ap motor torque 
limit is reached, the over-torque circuit 
discontinues power to the motor. �e pilot 
will observe a red Flap Fail annunciator 
when this circuit is interrupted. If at the 
same time or soon therea�er a belcrank 
should fail on one side, the aircra� would 
be inclined to roll in the direction of 
the failed belcrank. If this happens, the 
pilot will need to slow down, put the �ap 
handle in the full up position and pull the 
"�ap warn" breaker out and immediately 
reset it. (�is is the one with the yellow 
breaker cap from item No. 2 above.) �is 
action will allow the remaining deployed 
�ap to retract. Without this immediate 
action, a loss of control is possible.

4) CONTROL INTERFERENCE FROM 
AFTERMARKET YOKE MOUNTS OR  
AVIONICS/MAINTENANCE WORK 
UNDER THE PANEL
Yoke mounts or suction cup mounts on 
the windows of a pressurized airplane are 
a really bad idea. �ey are not allowed in 
professional cockpits, and they certainly 
don't belong in your cockpit either. If 
you have any of these, take them o� and 
donate them to the trash can, and then 
seek excellent training on how to organize 
properly without these items using the 
"one best way." 

5) INITIATING A "GO-AROUND" AFTER 
COMMITTING TO THE LANDING
I recommend that you develop the 
procedural habit of consciously determin-
ing that point in time when NOT to "go 
around.” It seems that we get complacent 
about this, and we tend to make the 
decision to land when we see the runway. 
Make a concerted e�ort to delay the actual 
decision until the moment when it is un-
wise to do otherwise; that is, continually 
review the circumstances by evaluating 
that which you see and your current inten-
tion. For example, "the runway appears 
clear; not sure about landing yet but I'm 
going to keep looking, I have three-green, 
and the landing light is on." �erefore I 
know I have a clearance, and I am con�g-
ured to land. "I am going to continue." At 
some point your aircra� will reach a low-
energy state consistent with a touchdown 
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and landing. Recognize this point in time 
and commit to the landing.

Once you have committed to the land-
ing, place both hands on the yoke to re-
mind your hands of the commitment your 
brain has made. �is moment could be on a 
three-mile �nal if there is an accumulation 
of airframe ice, but it is probably going to 
be when the power lever is at �ight idle and 
energy is insu�cient for a go-around. Once 
the decision is made, do not change it, even 
if it means a slow-speed crash into a herd of 
deer one second later. In other words, don't 
make the decision to land too early; don’t 
make the decision to land too late. Yes, it is 
a judgment call, but please remember that 
at some point, a slow-speed, low-power, in-
control crash is preferable to a faster-speed, 
high-power, out-of-control crash. Train 
with this concept in mind. It will de�nitely 
improve your procedural discipline and the 
safety of your �ight.

In summary, I encourage you to seek 
excellent training — training based on 
standardized procedural discipline. It 
doesn't matter which aircra� you �y, what 
avionics systems you have or where the but-
tons are located in your aircra�. Ask your 

�ight instructor to train you on how to use 
well-vetted checklists, �ows, memory items 
and SOP (Standard Operating Procedures). 
Insist on it. Work at it. Furthermore, 
consider training to ATP standards at least 
twice per year. �is very simple process 
works for many successful organizations 
and individuals. It is not di�cult, and it will 
help you �nd and correct your own single-
pilot errors, making you a better, safer pilot. 
Excellent training doesn’t cost any more or 
take any longer. Remember, there are many 
ways to accomplish any task using varying 
degrees of skill and attentiveness, but there 
is only "one best way."
 One additional reminder: Post-main-
tenance test �ights are required by FAA 
regulation a�er any major repair or altera-
tion, and they are required to be accom-
plished with "crew only" (no passengers). 
It should also be noted that an annual 
inspection, in and of itself, is not con-
sidered major repair or alteration. Most 
repair shops will conduct a post-main-
tenance test �ight a�er a regular annual 
inspection anyway, but it is not required 
by regulation and therefore not subject to 
the "no passengers" rule. Remember if a 

test �ight is required by FAA regulation, 
the test �ight must be conducted without 
passengers.
 If you are �ying any PA-46, you should 
consider yourself lucky. �e new M500 is 
available now and the M600 is expected 
this fall. �ese aircra� will provide a sig-
ni�cant improvement in personal comfort 
and safety. In my opinion the PA-46 is the 
most capable aircra� available today, and 
it is getting better every year.

Fly Safely - Train O�en

Dick Rochfort is an FAA-rated 
Airline Transport Pilot and 
full-time PA-46 Master Certified 
Flight Instructor. He provides ex-
cellent training and consulting 
services worldwide to pilots and 
instructors of the Piper PA-46 
aircraft; M350, M500, M600, 

Matrix, Malibu, Mirage and Meridian through his 
company RWR Pilot Training and the Professional 
Association of PA-46 Pilot Instructors of which 
he is a founding member. If you would like more 
information on this or other strategies for improv-
ing the safety of your flying, or if you have com-
ments or questions, you may contact Dick directly 
at mail@rwrpilottraining.com or 410.435.3333 or 
visit his website at RWRPilotTraining.com �is 
article is available for reprint upon request.
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Chances are you’re already familiar 
with the �ight planning website 
FltPlan.com where you can 
do nearly anything you might 
need to do before you take o�. 

�e same functions are available from the 
folks behind that website in FltPlan Go, the 
mobile app for iOS, Android and Windows 
tablets. But there’s more to FltPlan Go than 
you’ll �nd on the website.
 Even better, all of the most important 
tasks you’re likely to need on the ground 
and in �ight are on the app, and sweetening 
the pot is the fact that FltPlan Go is free. 
And there are no in-app purchases required 
to make the app useful. 
 It’s worth noting that premium ser-
vices are available for the app, including 
advanced �ight tracking, support for 
Canadian, Mexican and Cuban �ights, and 
features such as runway analysis. However, 
the free version is complete, and the pre-
mium features are totally optional.
 FltPlan Go starts demonstrating its 
worth as soon as you decide to �y. Of 
course, you can create and �le �ight plans, 
but you can also �nd fuel prices, weather 
at your origin, destination and en route, 
SIGMETs, AIRMETs, METARs and wind. 
You can calculate your weight and balance, 
and FltPlan Go will provide a customized 
checklist for your aircra� that can either 

be displayed on your iPad’s screen or read 
aloud to you. 
 In �ight you can get moving map 
displays, which the app can generate from 
the embedded GPS on your tablet, or it 
can integrate with a number of external 
sources. �e app includes airport diagrams, 
information on FBOs at your destination 

along with lists of ground services. �e app 
also provides details on potential airports 
for diversions. And, of course, it has geo-
referenced approach plates and taxi charts.
 I could spend the rest of this article 
just listing the features, but that would be 
boring. What’s more important is know-
ing that the app supports a split-screen 
display, which is very useful on an iPad Pro, 
and that it supports ADS-B, XM Weather, 
Jeppesen Mobile Flight Deck and Dynon 
Skyview integration. 
 Once you install FltPlan Go on your 
tablet, you’ll need to do a few other things, 
such as downloading some databases that 
you might need. Fortunately FltPlan Go lets 
you choose what data you need, so if you 
don’t plan to �y to, say Seattle, you don’t 

Getting ready to go before you go
BY WAYNE RASH, JR.

MiPAD

I could spend the rest of 
this article just listing 
the features, but that 
would be boring. What’s 
more important is 
knowing that the app 
supports a split-screen 
display, which is very 
useful on an iPad Pro, 
and that it supports 
ADS-B, XM Weather, 
Jeppesen Mobile Flight 
Deck and Dynon Skyview 
integration. 

http://fltplan.com/
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Malibu Aerospace Wheel Well Fairings

TO ORDER CONTACT:
BRAD LUDLOW
O�ce & Client Relations Manager
Phone: 877-662-5428
E-Mail: bludlow@malibuaerospace.com
www.malibuaerospace.com

�e Malibu Aerospace Wheel Well Fairings are designed 
to provide aerodynamic �ow under the wing.  �e Fairings 
smooth the �ow of air over the exposed tires and reduce 
drag! Installation is fast and simple; the Fairings attach with 
stainless steel screws, with no riveting required and give a 
clean, �nished appearance under the wing!

Malibu Aerospace Wheel Well Fairings

�e Malibu Aerospace Wheel Well Fairings are designed �e Malibu Aerospace Wheel Well Fairings are designed �e Malibu Aerospace Wheel Well Fairings are designed �e Malibu Aerospace Wheel Well Fairings are designed �e Malibu Aerospace Wheel Well Fairings are designed 

MARY BRYANT TRAINING

Lester Kyle

MALIBU  •  MIRAGE  •  MERIDIAN   •  JETPROP

Insurance Approved 
Initial and Recurrent Training

727.515.1638
MaryBryant100@gmail.com

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

mailto:bludlow@malibuaerospace.com
http://www.malibuaerospace.com/
mailto:MaryBryant100@gmail.com
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need to download sectionals or other data 
from that area. While everything available 
�t easily on my 128 GB iPad Pro, that might 
not be the case with older tablets with less 
memory.

When you launch the app, the next steps 
are intuitive. A list of functions is aligned 
along the le� border of the screen. Most of 
the screens can be used in either portrait 
or landscape orientation; however, in some 
cases, such as with airport diagrams, an ori-
entation tool at the top right of the screen 
lets you choose how you want the image 
displayed, and it will stay in that orienta-
tion. Airport diagrams are more useful in 
the portrait orientation, for example.

To make your �ight planning easier, the 
FltPlan Go app includes a number of tools 
including an electronic logbook, a tool for 
calculating density altitude, conversion 
calculators for metric and English units, 
another for calculating fuel needs and con-
verting between pounds, gallons, kilograms 
and liters. �e list goes on.

You’ll �nd that there’s so much data 

available that you may not get it all the �rst 
time you use FltPlan Go, but the app can 
download additional items as needed, and 
it’s able to provide a fairly narrow list of 
items so that you can limit the time needed 
while downloading and minimize your data 
charges. But, when you’re getting started, 
it’s a good idea to be within range of a solid 
WiFi signal to make everything proceed at 
a reasonable rate.
 Taken as a total product, the FltPlan Go 
app is impressive. It’s far more than an elec-
tronic �ight bag and instead is a compre-
hensive answer to meeting most needs that 
a pilot of is likely to encounter. 

PUTTING YOUR FLIGHT ON ICE
While FltPlan Go has nearly every feature 
you’re likely to want before, during and 
a�er �ight, one thing it doesn’t have is a 
way to calculate your de-icing needs. For 
that we found the Holdover Time Calcula-
tor from APS Aviation. �is is an app for 
�guring out your de-icing needs when you 
encounter freezing weather at takeo�.

 �e HOT Calculator lets you base your 
de-icing needs on U.S., European or Cana-
dian standards. You enter the temperature, 
the type of precipitation you’re encounter-
ing and the intensity of that precipitation. 
You can also pick what kind of de-icing 
�uid you’re using and the type of material 
used for your aircra�’s wings.
 You can choose standard or adjusted 
tables and what type of HOT warning 
you’re going to get. 
 �is is the sort of tool that dispenses with 
complex manual calculations and references, 
which means that you can get your de-icing 
done and your aircra� in the air quickly and 
reliably. Unlike FltPlan Go, the APS HOT 
Calculator isn’t free, but the time you’ll save 

on one �ight where you 
need it easily justi�es its 
$4.99 cost. 
Wayne Rash is based near 
Washington, D.C., where he 
works as bureau chief and 
senior columnist for eWEEK. He 

has been a pilot since 1968. He can be reached at 
wayne@waynerash.com

MiPAD

mailto:wayne@waynerash.com
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5-BLADE HARTZELL PROP 
NOW AVAILABLE!!

Contact Des Moines Flying Service
Todd Theulen or Josh Boyd  

   G L G
• l o e  oise  1  d  uie e

• uise eed   o  no s as e

• li b   ee inu e G ea e  a  

• a eoff G ound oll   G ea e
ele a ion

1-800-622-8311

WWW.DMFS.COM

• 15 Lb Useful Load Gain

fFor the PA46-500TP

PA-46 TRAINING SPECIALIST
MERIDIAN  JETPROP  MALIBU  MIRAGE  MATRIX
INITIAL/REFRESHER COURSES • S.O.E. INSURANCE APPROVED

Syllabus Includes: System, Avionics, Autopilot, Emergency Training

Locations: KVRB, Mobile Onsite, Anywhere USA

eTRAINING
FOR ADDITIONAL INFORMATION VISIT:

www.roncoxaviation.com
E-mail: info@roncoxaviation.com

Mobile: (772) 538-1965

All courses are taught by Ron Cox. 
Ron has over 25 years experience 
in the advanced aviation training 
business.

NOW
AVAILABLE

Expert Flight Instruction 
& Consultation Services

32 YEARS IN PA-46 TRAINING

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

Traveling to your location or ours,  
here in sunny Florida

Instructors In WV/MD, MO, CA, IN

772.538.4624
http://www.fly4kyle.com H email: fly4kyle@aol.com

INSURANCE APPROVED

LESTER KYLE’S
AIRCRAFT TRAINING

Lester Kyle

GetATaxReceipt

GetATaxReceipt
Donate Any Airplane

Contact:
www.BuildAPlane.org

505.980.9515
Help kids learn science, technology,y,y engineering
and math by building or restoring real airplanes.

YouYouY r contributions are tax deductible.

www.buildaplane.org

www.buildaplane.org

GetATaxReceipt

www.buildaplane.org

http://www.dmfs.com/
http://www.roncoxaviation.com/
mailto:info@roncoxaviation.com
http://www.fly4kyle.com/
mailto:fly4kyle@aol.com
http://www.buildaplane.org/
http://www.buildaplane.org/


I f �y-in golf or ten-
nis features promi-
nently in your idea 
of a great getaway, 
check out the of-check out the of-check out the of

ferings at Horseshoe Bay 
Resort right smack in the 
middle of Texas.

You can put your ride 
down on the lighted 
6,000-foot runway of 
Horseshoe Bay’s Airport 
and Jet Center (with 
every kind of FBO servic-
ing, including plenty of 

hangar space). Email 
them ahead of your ar-
rival at �o@resortjetcen-
ter.com, and they’ll have 
a shuttle waiting to whisk 
you and your racquets or 
clubs from the runway to 
the fairway in no time.

Horseshoe Bay Resort 
at the edge of Lake LBJ 
in the Texas Hill Country 
boasts four championship 
golf courses, three de-
signed by the renowned 
Robert Trent Jones. �e 
newest addition, the 
Whitewater, features a 
one-of-a-kind lighted 
18-hole putting course 
— not just a green but 

an entire par-72 course. 
Located adjacent to the 
hotel, this day-and-night-
use facility includes 
Dwarf Bermuda grass, 
rose gardens, a collec-
tion of exotic birds and 
a scenic trail. Designed 
like a regulation 18-hole 
golf course with fairways, 
bunkers, water hazards 
and the �nest of putting 
surfaces, each shot is 
played with a putter.

Tennis, an equal 
partner at Horseshoe 
Bay, provides exhibition 
courts for such court 
luminaries as doubles 
champs Mike and Bob 
Brian, Andy Roddick 
and Anna Kournikova, 
who also o�er clin-
ics from time to time. 

Facilities include 
six red clay courts 
(treated to mini-
mize slipping), 
eight hard courts, 
two synthetic grass 
courts and three 
of the �rst United 
States Tennis As-

sociation courts designed 
speci�cally for children 
ages 10 and under. �e 
shallower base and side-
lines are intended to help 
children learn tennis 
concepts and strategies 
more quickly.

But the lake is not to be 
denied. A�er all that land-
based exercise, the yacht 
club and marina beckon, 
o�ering WaveRunners, 
water-ski and pontoon 
boats, paddleboards, kay-
aks and tubes. Boardwalk 
vendors can out�t you 
with bait and tackle for 
�shing and, if you fancy 
a romantic sunset cruise, 
the King�sher Dock 
Camp will keep the kids 
occupied and entertained.

�ey may want to meet 
the dozens of exotic birds 
including macaws and 
cockatoos at Horseshoe 
Bay. Be sure to check the 
Bird Talk schedule with 
the resort’s avian director. 

Should you need some 
liquid sustenance during 
your stay, check out the 

Messina-
Hof Winery in nearby 
Fredericksburg, a fam-
ily owned and oper-
ated business stretching 
back six generations. Its 
Lenoir grapes contribute 
to the winery’s award-
winning ports.

When you’re ready to 
settle in for the night, 
the resort o�ers 249 
guest rooms and suites 
in the hotel with its tow-
er and its �oor-to-ceil-
ing windows framing 
splendid views of the 
lake and hill country. If 
you’d prefer a little more 
space, one-, two- and 
three-bedroom vacation 
apartments with kitchen 
facilities and balco-
nies or patios can be 
reserved as well.

Horseshoe Bay is the 
total resort package. You 
can �y in, enjoy all the 
amenities (ooh, did I men-
tion the spa?) and �y out 
— no need to rent a car!

IF YOU GO…
HORSESHOE BAY RESORT
200 Hi Circle North
Horseshoe Bay, TX 78657
877.611.0112
HSBResort.com
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an entire par-72 course. 
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use facility includes 
Dwarf Bermuda grass, 
rose gardens, a collec
tion of exotic birds and 
a scenic trail. Designed 
like a regulation 18-hole 
golf course with fairways, 
bunkers, water hazards 
and the �nest of putting 
surfaces, each shot is 
played with a putter.

partner at Horseshoe 
Bay, provides exhibition 
courts for such court 
luminaries as doubles 
champs Mike and Bob 
Brian, Andy Roddick 
and Anna Kournikova, 
who also o�er clin
ics from time to time. 

Messina-
Hof Winery in nearby 
Fredericksburg, a fam
ily owned and oper
ated business stretching 
back six generations. Its 
Lenoir grapes contribute 
to the winery’s award-
winning ports.

settle in for the night, 
the resort o�ers 249 
guest rooms and suites 
in the hotel with its tow
er and its �oor-to-ceil
ing windows framing 
splendid views of the 
lake and hill country. If 
you’d prefer a little more 
space, one-, two- and 
three-bedroom vacation 
apartments with kitchen 
facilities and balco
nies or patios can be 
reserved as well.

total resort package. You 
can �y in, enjoy all the 
amenities (ooh, did I men
tion the spa?) and �y out 
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S P R I N G  2 0 1 6

Fly into Horseshoe 
Bay for the total 
Fly into Horseshoe 
Bay for the total 
Fly into Horseshoe 

package
BY MICHELLE CARTER

Messina-Messina-

— not just a green but ics from time to time. 
Facilities include 
six red clay courts 
(treated to mini
mize slipping), 
eight hard courts, 
two synthetic grass 
courts and three 
of the �rst United 
States Tennis As

— not just a green but ics from time to time. 

http://ter.com/
http://hsbresort.com/
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W run-
ning 
free on 

a open range create one 
of those romantic images 
of the American west 
that belong to a simpler 
day, but you can still get 
a front-row seat to that 
piece of the history of 
the west at the Return to 
Freedom sanctuary on the 
central California coast.

Nearly 20 years ago, 
former Hollywood cos-
tume designer and stylist 
Neda deMayo launched 
Return to Freedom on 
300 acres in northern 
Santa Barbara County. 
Now the sanctuary, 
spread over two sites in 

north on 2,000 addi-
tional acres in San Luis 
Obispo, provides a free 
range for close to 400 
wild horses and burros. 
Most have been rescued 
from the shrinking open 
space of America’s West.

Although sanctu-
ary and rescue are the 
primary focus of Return 
to Freedom, education 
is high on deMayo’s 
agenda. She opens the 
two locations to guided 
visits for individuals or 
small groups. Guests are 
invited to photograph 
the diverse strains of 
the American mustang 
living in natural family 
“bands” and meet the 

“ambassador” horses.
“Visitors are more 

than welcome to roll up 
their sleeves, jump on 
the feed truck and help 
the sta� throw hay to 
more than 150 mustangs 
at the Lompoc site,” 
deMayo said.

Or you can spend 
an entire a�ernoon on 
a Wild Horse Walk, 
“learning directly from 
wild horses,” she added. 
You’ll be invited to 
deepen your under-
standing of natural horse 
behavior and herd social 
dynamics and get ac-
quainted with wild horse 
management policy, 

preservation issues.
RTF can also o�er 

hikes into a California 
Live Oak forest where 
the wild burros spend 
their days. If you like, 
you can continue on to 
Jalama Beach for �sh 
and chips at sunset.

Photo safaris are 
another option. A pro-
fessional photographer 
familiar with the sanctu-
ary will lead you into 
the hills to meet the wild 
herds. “Capture the early 
morning or a�ernoon 
light, and the unique 
herd relationships.”

�e degree of your 
submersion into Return 

to Freedom is pretty 
much up to you. Email 
the sanctuary sta� at 
visit@returntofreedom.
org and give them an idea 
of how much time you’ll 
have to spend. �ey can 
o�er hikes into a Califor-
nia Live Oak forest where 
the wild burros spend 
their days. If you like, you 
can continue on to Jalama 
Beach for �sh and chips.

A one-bedroom cot-
tage with a full kitchen is 
available for $250 a night 
on the RTF sanctuary for 
those who want a total 
immersion experience. 
Otherwise both Lompoc 
and San Luis Obispo 
o�er the full range of 
hospitality options.
   Fly into either KLMP 
(Lompoc) or KSLO 
(San Luis Obispo) 
where you can pick up 
a rental car and start 
your adventure, which 
will be incomplete if 
you don’t squeeze in 
some of the best wi-
netasting in Califor-
nia. Santa Ynez Val-
ley chardonnays are 
world-renowned. 
�e quirky towns of 

Solvang and Los Olivos 
are nearby destinations 
of their own or you could 
�ll out your stay with a 
mission tour including 
Mission La Purisima.

But start with the 
horses. �ey’ll grab your 
heart and your passion.

IF YOU GO…
RETURN TO FREEDOM WILD 
HORSE SANCTUARY
P.O. Box 926
Lompoc CA 93438
805-737-9246
ReturntoFreedom.org

LOMPOC AIRPORT (KLMP)
CityofLompoc.com/transit/
airport
805-875-8268
San Luis Obispo Regional 
Airport (KSLO)
903 Airport Dr. Suite 5
San Luis Obispo, CA 93401
805-781-5205
SLOAirport.com
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Return to Freedom
BY MICHELLE CARTER
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http://cityoflompoc.com/transit/
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RJ Tutt  
Aviation

Matrix-Malibu-Mirage-Meridian

Initial/Recurrent Flight Training

Stockton, CA (KSCK)
Serving the West Coast  

Since 2000

209.478.6075  209.482.7433

rjtuttaviation@comcast.net
www.rjtuttaviation.com

David Brandon, Ozona, FL
Drew Petersen, Chadron, NE
Steve Hahn, Yakima, WA
Aaron Bosshardt, Gainesville, FL
Paul Murray, Califon, NJ
Sebastioan Golze, Berlin, Germany
John Ogren, Rochester, MI
Christopher Johnson, Kalispell, MT
Abhishek Amit, San Francisco, CA
Casey Irwin, Dallas, TX
Stephen Wilson, Sioux Falls, SD
Gregg Olsen, Ontario, OR
Michael LaSalle, Houma, LA
Adrian Chapman, Annandale, VA
David Boyle, College Station, TX
Edmund Markey, Wausau, WI
Leonard Barbieri, Dover, MA
John McNulty, Park City, UT
Grant Gibson, Brookshire, TX

Todd Smith, Creve Coeur, MO
William Schmidt, Fresno, CA
William Wobbe, Broadlands, VA
Joseph Bowman, Harrisonburg, VA
Michael Hutchins, Leander, TX
Adrian Tauro, Schomberg, ON, Canada
John Broyles, Indio, CA
Chad Weaver, Mars, PA
Charles Cabillic, Guipavas, France
Jack Steinhauer, Costa Mesa, CA
Mark Bariciak, Sault Ste Marie, ON, Canada
Michael Paskin, Santa Barbara, CA
Laurence Oeth, Midland, TX
Andreas Thut, Widen, Switzerland
John Morgan, Somerville, MA
Peter Halasz, Crystal Lake, IL
Cliff Reliford, Thompson Station, TN
Jared Gowlis, Stratford, CT
Paul Bradley, Longview, MO

Nicholas West, Jacksonville, FL
Mark Bradshaw, La Quinta, CA
Slim Morgan, Highlands Ranch, CO
Kevin Minassian, Bohemia, NY
Richard Mason, Trappe,MD
David Glienke, Thousand Oaks, CA
Shawn Linch, Reno, NV
Anthony Ruiz, Edgerton, WI
Mary Mandel, Larkspur, CO
Gerard Fres, Paris, France
Paul Brothers, Tulsa, OK
Don Galloway, Santa Barbara, CA
Brandon Durrett, Rusk, TX
Brandon Jones, Detroit, MI
Daniel Johnson, Arcata, CA
James Daniel, Modesto, CA
Mike Brown, Chattanooga, TN

MMOPA New Members
MMOPA would like to welcome its 55 new members who joined in the first quarter of 2016.

We ask our readers to reach out to our new members in nearby locations to welcome them personally!

Unique �ight opportunities 
available for 1000+ hour pilots.

Volunteer your �ying to help 
endangered species and more.

CONSERVATION FLYING
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Had Enough $100 
Hamburgers?

Fly to help land, water  
and wildlife

  Left: Chris Crisman/TNC/LightHawk; Right: Lincoln Athas/WCC/LightHawk

mailto:rjtuttaviation@comcast.net
http://www.rjtuttaviation.com/
http://www.lighthawk.org/volunteer
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R eady to 
soak up the 
history of 
Califor-
nia’s Gold 

Rush and put boots on 
the ground in a largely 
untraveled and decid-
edly relaxed corner of 
the state? 
   Set your GPS for 
Amador County Airport 
(KJAQ) in Jackson, 
Calif., 45 miles southeast 
of Sacramento. Pick up a 
rental car (or call Hang-
town Taxi) and head to 
Sutter Creek, a 10-min-
ute drive along Highway 
88. You can take your 
pick of classic lodging, 
but your best bet is the 
Sutter Creek Inn on 
Main Street (historic 
Highway 49 through the 
Gold Country). It was 
built shortly a�er the dis-
covery of gold at Sutter’s 
Mill and has been serv-
ing guests for 40 years. 

With 17 guest rooms, it’s 
sometimes described as 
California’s �rst B&B.

For total immersion 
in the Mother Lode, 
start with one of Gabby’s 
Historic Gold Rush 
tours. Gabby, a retired 
elementary school 
teacher, has been gather-
ing tales (occasionally 
true) of the region and 
its characters for most 
of his adult life. He will 
lead you on walking 
tours of Sutter Creek and 
Jackson, explain how the 
Sierra Nevada range was 
formed and how gold 
ore happened to turn up 
in their layers of granite. 
And he can teach you 
to pan for the precious 
metal yourself. 

Stops on Gabby’s tours 
include the Kennedy 
Mine Tailing Wheels, 
an engineering marvel 
of the 19th Century, 
and Indian Grinding 

Rock State Park, which 
preserves a massive 
outcropping of marble-
ized limestone with 
some 1,185 mortar holes 
used for grinding acorns 
— the largest collection 
of bedrock mortars in 
North America. You’ll 
tiptoe through local 
cemeteries and listen 
to the stories of Gold 
Country pioneers and 
�rst families.

Once Gabby has whet 
your appetite for local 
lore, you’ll want to spend 
some time at Roaring 
Camp Mining Co. in the 
Mokelumne (pronounced 
muh-KULL-emy) River 
canyon. An authentic 
mining camp where the 
hard labor of panning, 
sluicing, dredging and 
dry washing produced 
small fortunes sits at the 
con�uence of three forks 
of the river. �e spot re-
mains so isolated that you 
can see �sh in the pristine 
water as it pours over 
waterfalls and through 

40 feet high. Bring your 
suits to enjoy a secluded 
swimming hole as well as 
your �shing gear!

You don’t want to 
miss Calaveras Big Tree 
State Park where you 
will see the North Grove 
of giant Sequoias, which 
includes the Discovery 
Tree, one of the �rst 
Sierra redwoods docu-
mented in 1852.

But Sutter Creek isn’t 
all history and sight-see-
ing. Main Street is home 
to the tasting rooms 
of many of Amador 
County’s �nest winer-
ies. �e local vintners 
group boasts 50-plus 
small, family labels that 
produce award-winning 
zinfandels, barberas and 
sauvignon blancs. �e 
warm summer days and 

to a calendar packed 
with wine-centric events 
in picnic groves, am-
phitheaters and decks 
throughout the region.

�e Gold Country 
pace is slower and less 
hectic than it was for the 
Forty Niners, but no less 
rewarding.

IF YOU GO…
AMADOR COUNTY AIRPORT 
(KJAQ)
12380 Airport Road
Jackson CA 95642
209.223.2376
Co.Amador.ca.us/departments/
airport

SUTTER CREEK INN
75 Main Street
Sutter Creek CA 95685
209.267.5606
SutterCreekInn.com

GABBY'S HISTORIC GOLD RUSH 
TOURS
P.O. Box 92
Pine Grove CA 95665
209.304.0892
 GabbysGoldRushTours.com
Hangtown Taxi
530.748.8294
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http://co.amador.ca.us/departments/
http://suttercreekinn.com/
http://gabbysgoldrushtours.com/
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VISIT US ONLINE AT CUTTERAT CUTTERA AVIAVIA ATION.COM/MMOATION.COM/MMOA PA  | PA  | P 800.234.5382 TOLL-FREE  |  602.273.1237 DIRECT

LEADING THE BUSINESS OF AVIATION SINCE 1928

CONVENIENT TECHNICAL SERVICES IN THE SOUTHWEST
With full-service maintenance facilities positioned around 
the key areas in the Southwestern region, Cutter AvAvA iation 
is the logical and convenient choice when selecting a 
service facility in Arizona or TeTeT xas. Plus, our facilities at 
ADS and SAT aAT aA re fully accredited Factory-Authorized 
SeService Centers for your Piper aircraft. Also, you can visit 
ourr SoSouthern California Piper maintenance (ASC’s)  partners

CONTACT US TODAY! 602.267.4082

VISIT CUTTERAVIATION.COM/MMOPA FOR A COMPLETE LIST OF SERVICES AVAILABLE

• Loydyd’ss Aircraft Maintenance

(661) 393 393-1581588
• Mather Aviatiotion 

Van NuVan NuV ys Airport t ((VNYVNY)
(818) 782-7473

• American
John 
(949) 852

• Jet Source 
McClellan-Palomar Airport (CRQ) 
(760) 804-3166

rs: 
American Aircraft Maintenance 

hn WaWaW yne Airport (SNA)
(949) 852-8420 

 Source 

SAT

ADS
PHXCRQ

A

S

SNA
VNY

BFL

2002 Meridian eridian MaXus - N950U
S/N: 4697130,S/N: 4697130, TotalTotalT Time: 2211. One morre e 
Meerridian idian MaXus to choose from!

2009 2009 Piper Meridian - N403KC
S/N: 4697403, TotalTotalT Time: 1530. One more 
Meridian to choose from!

2015 Piper M500 - N500YV
S/N: 4697598, TotalTotalT Time: 80. Garmin 
G1000 avionics with Synthetic Vision.

2011 Socata TBM 850 - N401LVLVL
S/N: 588, TotalTotalT Time 1080.4. Annual 
Completed July 2015.

2011 Socata TBM 850 - N850TBM 850 - N850CG 
S/N: 563, TotalTotalT Time 1275.ime 1275. TwTwT o more 2011 
TBM 850 to choose from!om!

2006 SSococata TBM 850 - N850AZ
S/N: 384, TTotalotalTotalTTotalT Time 1650. Annual 
Completed OOccttober 2015.

2014 Piper iper MMatrix - N920X
S/N: 4692206,S/N: 4692206, TotalTotalT Time: 245. One more 
Matrrix ix to choose from!

2007 2007 Piper Mirage - N709CH
S/N: 4636431, TotalTotalT Time: 1195. Annual 
Completed 4/2015.

2006 Piper Mirage - N440GT
S/N: 4636399, TotalTotalT Time: 712.8. Featuring 
Avidyne and Known-Ice.

http://cutteraviation.com/MMOPA
http://cutteraviation.com/MMOPA

