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The Malibu/Mirage Owners & Pilots Association
(MMOPA) is a not-for-profit organization dedicated to the
interests and safety of owners and pilots worldwide who
fly PA46 derivative (Malibu, Mirage, Meridian, JetPROP
and Matrix) aircraft. MMOPA was founded in 1988,
and now serves more than 900 members. MMOPA is
not affiliated with the Piper Aircraft, Inc., of any other
manufacturer/vendor.
Membership is available to any registered or prospective
owner and/or operator of qualified aircraft or any qualifying
individual or organization involved with or providing a
service for the PA-46 family of aircraft. Dues are $250
annually and includes a subscription to MMOPA Magazine,
access to the MMOPA members website and forums, and
eligibility to attend MMOPA events and activities (additional
fees may apply to some events).

MMOPA LIBRARY: The MMOPA website has an in-depth
library with a variety of maintenance instructions and best
practice documents, checklists, POH’s and guides. In addition,
there are training and safety content, Service Bulletin
information and back issues of MMOPA Magazine. New
resources are continually added and updated.
ANNUAL CONVENTION: Each year, PA46 pilots and
enthusiasts gather for a four-day event featuring seminars,
vendor trade show and social activities. The convention is
open to MMOPA members and nonmembers. The location is
rotated throughout each region of the country.
MMSTF: The Malibu Mirage Safety & Training Foundation
is exclusively focused on the education and safety of
PA46 Pilots and Operators. MMSTF was originally chartered
by the Malibu Mirage Owner Pilot Association and became a
fully independent nonprofit association in 2011. MMSTF is
a 501(c)(3) and contributions may be tax deductible.
MMOPA Training Directory: MMOPA Vendor Members
who have represented that they offer type-specific initial and
recurrent PA46 training with an insurance-approved syllabus.

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

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

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

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

Member-Only Benefits & Services
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EDITOR’S NOTE

by Dianne White

There is a pilot adage that goes something like this:

When you have 100 hours of experience,
you will think you know how to fly.
When you have 500 hours, you will know
you know how to fly.
When you have 1,000 hours, you will realize
how much more you have to learn about flying.

I

If you attended the 2016 Convention,
you most likely noted that a great
number of presentations and
discussions centered on safety. While
the safety record of the PA46 fleet
has seen glimmers of improvement, a
quick glance at Past-President Manny
Casiano’s impressively detailed
spreadsheet on PA46 accidents shows
that in recent years, we are continuing
to have issues with weather at altitude,
loss of control after some type of
equipment failure, runway excursions,
loss of situational awareness and
sometimes stick-and-rudder skills.
The good news is that there was
only one fatality in 2016. The bad
news is that there was one fatality, as
well as a number of other incidents/
accidents. Many of these pilots have
thousands of hours in their logbooks,
proving a high total time doesn’t
provide immunity. Before getting
into what MMOPA is doing about
safety, I’d like to step back and look at
the bigger GA picture.

What Gets Pilots Into Trouble?

Here are the top 10 leading causes
of all fatal GA accidents (2001
through 2013)
1. Loss of control inflight
2. Controlled flight into terrain
3. System component failure –
powerplant
6
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4. Low altitude operation
5. Other
6. System component failure –
non-powerplant
7. Fuel related
8. Unknown or undetermined
9. Wind shear or thunderstorm
10. Midair collisions
What is our tax-funded FAA doing
about safety? The agency has six
priorities as it relates to improving
the GA safety record:
1. Identify and reduce risk – Since
the 1990s, the FAA has been
working with the GA Joint
Steering Committee (GAJSC), which
is made up of primarily the alphabet
groups (AOPA, NBAA, EAA, etc.).
Starting in 2009, the GAJSC’s
major goal is to reduce the fatal
accident rate in the GA community.
Using accident data, the GAJSC
have looked at trends through
root cause analysis to make safety
recommendations. The agency, at
the behest of the committee, has
shined a brighter light on education
and resources to help pilots improve
their decision-making, even before
they climb in the cockpit.
2. New technology – The FAA’s
NextGen program is “comprised
of technologies and procedures
to make flying safer.” Where
we will see that manifested is in
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ADS-B that provides traffic and
graphical weather, as well as flight
information such as temporary
flight restrictions.
3. Airman Testing Standards and
Training – The FAA has been
talking a while about improving
the certification system to focus
more on risk management.
The PTS for private pilot and
instrument certificates have
already been revised with
the addition of task-specific
knowledge. There has been a
lot of debate about certificate
standards and the hope is that
the FAA will continue to listen to
the GA instructor community for
continued improvement.
4. Aeronautical Data – The agency
launched an initiative last year to
give the private sector access to
the FAA’s aeronautical data. The
goal is to spur innovation with new
products and digital applications
for pilots.
5. Aircraft Design – A year ago,
the FAA issued a proposal to
streamline the airworthiness
standard certification process
so that new technologies and
improvements can be incorporated
quicker, as well as reduce cost.
6. Loss of Control Outreach
Campaign – According to the
FAA, there is one fatal accident
involving LOC every four days and
accounts for the largest number
of fatal accidents. As we know, no
pilot sets out on a flight with idea
they will be faced with a loss of
control scenario. The cause is most
often found in multiple decisions
and actions leading up to the event.
LOC isn’t just an issue seen with
low-time, inexperienced pilots
either. It is seen across all levels
of experience, certificates and
types of aircraft. The campaign
is an educational effort to the GA
community about how to prevent
LOC accidents.

As a type-specific organization,
MMOPA is focused on making our
pilots safer and reduce accidents
across the fleet by developing a
safety program that encompasses
unique areas of risk we face.
Using information, ideas and best
practices shared by our friends at the
Cirrus Owners & Pilots Association
(as well as PA46-specific tools
developed internally), the Board and
members dedicated to working on
the safety initiatives hope to move
the needle toward safer operations
and fewer accidents. MMOPA
already has several great programs
and tools under development. You
will read about some of it in this
issue. For example, take the time
to read Chuck Ivester’s discussion
on the Flight Risk Assessment Tool
(FRAT), which is now available

on the MMOPA website, as well as
President Randy James’ discussion
about MMOPA’s safety initiatives.
When the weather goes downhill,
the controllers are off their game,
or you have a systems failure while
single-pilot in IMC, taking the
flight to its safe conclusion demands
focus, skill and good decisionmaking. Experience helps, but we
know it’s not a guarantee of a good
outcome. Sometimes the pilot is
lucky and the consequences of a
mistake are minor. Sometimes,
as we’ve seen, it’s not. MMOPA
hopes to put solutions in the hands
of pilots that help reign in those
risks. Pay attention, contribute
and constructively discuss how we
can make us all better pilots. Let’s
make 2017 a safe year for the PA46
community.

Performance • Economy
Reliability • Safety

JetPROP LLC
Full Page Ad

JetPROP LLC

Spokane Felts Field • Phone 509-535-6445

www.jetprop.com Modified by Rocket Engineering
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President's Letter

Turning Goals
Into Action

by Randy James

A

At 2016 convention in New Orleans, the MMOPA Board
named me president, perhaps a verification that the
Peter Principle lives. While I am humbled and honored
by the appointment and aware of the responsibility in
maintaining MMOPA's primary mission — safety — the
collegiality of the MMOPA Board, coupled with our most
capable executive director Brian Cameron, makes my new
role doable.
I have been a MMOPA member since 2007 before I
purchased a 2005 Piper Mirage, N364ST, in December
2007. The benefits I have derived from my membership,
include education, safety training, maintenance advice,
adventure, camaraderie and friendships, all of which I find
are worth many times over the annual dues.
One of my favorite sayings is that success has many
parents and failure is always an orphan (I use it to explain
the success or failure of a trial, which happens to be my
day job.) Safety is MMOPA's goal. Translated, your Board
wants to achieve zero fatalities in our airframe. While one
fatality is still one too many, the safety record over the past
16 months demonstrates we are headed in the direction.
To sustain that record, I want to build on the successes of
our past three presidents — Manny Casiano, Tom Kieffer
and Jon Sisk — by keeping MMOPA’s safety activity on the
proverbial front burner of our Board and committees.
In Jon Sisk, MMOPA has a gem. Jon’s role as MMOPA’s
Piper Ombudsman has been invaluable. Manny Casiano
has been instrumental in focusing members on the details
of PA46 accidents. During his tenure of presenting the
annual safety review, Manny has compiled a detailed
spreadsheet database of accidents dating back to 1992.
Tom Kieffer, along with his son Ryan, has tirelessly
maintained and upgraded the MMOPA website, a project
begun during Jon Sisk’s tenure and completed during
Tom Kieffer’s tenure as president.

A Word on Governance

MMOPA’s Board, by its structure, builds on the prior
contributions of its officers by keeping them on the Board

for at least two more years post presidency. MMOPA
volunteers participate as Board members and officers.
Because the Board and officers are volunteers, MMOPA
needs new volunteers to step up into leadership roles.
As I was the governance chair and nominating chair of
the Board, with my new role as president I have asked
Tom Kieffer to assume the chair of those two committees.
Tom will be seeking new committee members and those
interested in Board membership with MMOPA.

January Board Meeting
Focuses on Safety Initiatives

My action plan since the convention has been to
schedule regular conference calls to follow up on safety
initiatives, including but not limited to, development
and roll out of a Flight Risk Assessment Tool (FRAT) for
member and nonmember use; development and roll-out
of the Proficiency Assessment Review (PAR), a project of
MMOPA's Board, and in particular, safety committee chair
and fellow Board member Bart Bartlett; and development
of an iPad/iPhone-based Flight Operations Manual (iFOM)
for member and nonmember use.
To focus on those goals, I called a special Board meeting
in January in which the discussion would be about
achieving these goals with tangible results.
For those of you who attended the convention in
New Orleans, Mary Bryant, fellow Board member/
academic chair and longtime PA46 instructor arranged
for Rick Beach*, the Cirrus Owners & Pilots Association
safety chair, to speak. COPA had a safety problem shortly
after the introduction of its airframe, which Cirrus
proactively addressed with the result of the best nontyperated airframe safety record in the general aviation fleet,
parachute notwithstanding.
Following Rick Beach's presentation at the convention,
our executive director invited Rick Beach to dinner
Saturday night (Bart Bartlett and I had to fly home that
night). From that dinner sprang a chance to hold a Board
meeting outside of the normal twice-a-year Board meeting,

*Rick Beach joined COPA in 2001 and bought his Cirrus SR22 because of the community of owners and their focus on safety. He regularly posts
online as the COPA de facto “accident historian” and is the COPA Safety Chair. In his spare time, he works with educational nonprofits to improve
K-12 math and science education.
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with its focus devoted to a discussion of safety and the
FRAT, PAR and iFOM, as well as learning from the COPA
safety initiatives.
Your Board met in Scottsdale, Arizona, the weekend of
Jan. 20-22, with Rick Beach as the invited guest along with
our newly designated editor Dianne White who was also
able to attend and share invaluable insight from her 20-plus
year aviation career.
During this meeting, synergistic goals were explored
with timelines established for development of and
implementation of the FRAT, PAR and iFOM platforms.
This meeting will be followed by an April Board meeting
in Colorado Springs at the Broadmoor, the site of our
2018 convention, always the most popular venue during
my 10-year tenure as a member of MMOPA. My goal is
to achieve roll-out of these and other safety measures to
present the membership at our Charleston convention
Sept. 13-17, 2017.

Preaching to the Choir: Increase Membership

Another goal of mine is to increase our membership
by at least 50 percent during my term. It is my belief that

every PA46 owner should be a member of MMOPA, not for
our benefit, but for their own. Please help us in identifying
potential MMOPA owners. Please also share your thoughts
with Board members. As one trial consultant often says,
please give me your comments, criticism or abuse about
how I, your officers and your Board along with your
Executive Director can strive to make MMOPA one of the
best owner-pilot organizations.

Here’s a little background on me:
Instrument-rated private pilot with 1,900-plus hours
Profession: Civil litigation law practice and
trial lawyer
Education: 1981 graduate, Wake Forest University
School of Law;
1976 graduate, North Carolina State School
of Design, Architecture

Flightline Group Inc.
Full Page Ad
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EDITOR’S NOTE:
I often hear from new PA46 owners, excited to share their story. Rarely, however,
do I meet an owner who has as much enthusiasm about his new aircraft than
Amir Novini. What makes his story especially fascinating is his unique journey
that brought him to the left seat of a Citation V and now to what he calls his
ultimate flying machine, the M500. I’m delighted that he agreed to share his story
with MMOPA Magazine.

Love at
First Flight

Stepping UP to a single-engine turboprop from a light jet.
by Amir Novini

You probably think “this guy is crazy!”
But read on and you may change your mind.

I

In 2016, I stepped away from a Citation V (C560) with
two nearly-new twin turbofan Pratt & Whitney JT155D engines capable of roughly 6,000 lbs. of total thrust,
4,300 fpm climb, 16,300 lbs. maximum gross weight, and
Garmin avionics. This aircraft boasts a nearly 2,000mile range with 45,000-foot service ceiling, a bar and a
flushable toilet.
And from this, I upgraded to a Piper Meridian M500.
Perhaps we should start at the beginning.
Growing up, I was always interested in flying. As a
teenager, I loved to make and fly my own model airplanes.
Once in my 20s, I found myself sitting in the right seat of
a rented corporate-operated Piper Archer. The company
pilot, who was also a qualified instructor, offered me the
chance to fly the takeoff. I pushed that throttle to the
firewall, a little right rudder, and I was hooked on the
real thing.

10
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Soon thereafter, I began taking lessons with same the
instructor in a Piper Tomahawk. I soloed in eight hours
and got my private few months later. Living in northeast
Ohio, I realized that without an instrument rating, my
serious cross-country abilities were highly hampered.
Watching my pilot boss take nearly 18 months to get his
instrument rating, I opted for the newly formed 10-day
instrument training course that is offered in various cities
throughout the year. I was my “traveling” instructor’s
third and the only successful student at that point to get an
instrument rating in 10 days.
Soon I started flying to various cities in a rented Cessna
172, sometimes to major airports in all kinds of weather.
My favorite destination airports included Detroit Metro
(KDET), Indianapolis International (KIND), and
Columbus International (KCMH). I was never timid flying
to large airports because of my corporate flying experience

with my instructor/company
pilot. The trips were mostly for
business, sometimes with an
overnight stay. Fortunately, I had
a cooperative flying club and I
could have nearly full access to
the club’s mostly Cessna aircraft.
In 1987 I purchased my
very own 1980 Cessna 172RG
with just 800 hours on it and
loaded with then topnotch King
radios including the famous
KNS80 RNAV and long-range
fuel tanks (six hours’ endurance).
I was in heaven! I kept that
aircraft for 13 years and flew throughout the eastern
United States. Back then, Standard Instrument Departures
and Arrivals (SIDS and STARS) were something you
studied but seldom used unless you requested one,
especially for a single-engine aircraft operating under
FAR Part 91.
In 1997 I started my own company in computer vision
and automated inspection, and within three years we were
ready for a bigger and faster aircraft. I obtained my multi-

engine rating and purchased a Cessna 340A, which was a
capable aircraft, super turbocharged, known icing certified
and pressurized with the ability of flying up to FL250.
It moved my flying skills to new heights and provided
an entry into cabin-class aircraft with requirement for
professional training on annual basis. Along the way
I obtained a commercial multi-engine privileges and
installed a backup electric horizon and one of the first
WAAS-capable receivers with XM satellite weather. In 10
years, I put 1,300 wonderful hours of flying with a dispatch
ratio of 99 percent.
The next change in my aviation life was enviable. The
business was doing well in late 2000s while the rest of the
economy was doing poorly. Suddenly, highly capable jets
were on the market at a fraction of the price they sold for
a few years prior. Here was a great opportunity to fly my
valued co-workers in style and with the safety of turbine
power. I purchased a 1980 Citation 501SP, obtained a
CE500 type rating and began flying with a capable jet
instructor/first officer all over the country. As an engineeraviator, I participated in maintenance events whenever
possible, looking over the shoulders of the mechanics and
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RWR Pilot Training
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avionics technicians. My analytical
and electronic imaging capabilities
came handy several times by
effectively troubleshooting problems
that could have been very costly if not
approached correctly (like de-icing
issues on the Citations).
A year later, I obtained single-pilot
jet privileges but seldom flew alone,
especially into the busy corridors of
the east and the west coasts. During
the early part of 2010s, my journeys
took me out west. As capable as the
501 SP was to handle and fly, the fuel
stops, especially in winter against
severe headwinds, made me look for
another step-up. The Citation II was
considered, but the differences in
range and speed were not substantial
enough. Then someone suggested
the very capable Citation V (CE560)
with a great range and more than 430
knots cruise speed that would easily
fly from northeast Ohio to Denver
nonstop against 140 mph headwinds.
For four great years, we flew the
Citation coast to coast with takeoffs
and landings in icy, windy runways
of northern part of America in safety
and comfort.

From Citation to M500

Why switch to a single-engine
turboprop? Why the Piper M500?
There were several reasons.
First, our company grew and I
needed to spend more time attending
to it rather than fly to the customer
sites. My long trips out west subsided
and shifted to the East Coast with the
range requirements of 200 to 600 nm.
Second, the Citation V is a twopilot aircraft with stringent insurance
requirements on the second-incommand (SIC). The qualified SICs
in our area were not always available
when I needed them. One can get a
single-pilot waiver by training every
year and subsequent check ride in the
Citation V. But then I ask any ownerpilot, “How lucky do you feel flying a
16,000-pound jet in less than stellar
12
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Piper rolled out the red carpet for Amir’s delivery, bringing in key people who were responsible
for building his new aircraft.
weather poking into New York or other busy airspace all
over the country and all alone?”
I test-flew the Meridian and it was “love at first flight.”
Once in the air, she flew more like a jet (well, it is a jet!) than
a single-engine aircraft. It had a positive and stable feel to it.
Once past my first “dicey” takeoff with 500 shaft horsepower
in a relatively light craft (just over 5,000 lbs.), the rest was
easy and predictable. The takeoffs and landings in twin-jets,
especially in stiff crosswinds, are somewhat easier since they
typically weigh a lot more than the Meridian. However, the
takeoffs and landings in the Meridian are simply fabulous
if you are proficient on your “stick and rudder” skills with a
relatively low wing loading (especially for landings) and the
great overall design of the aircraft.
I also enjoyed the “new smell” of a modern, factorynew machine equipped with a solid integration of
Garmin G1000 avionics and autopilot.
While at my dealer Muncie Aviation, I also looked at the
TBM family, and although faster and larger, the differences
didn’t seem to me significant enough to justify the price.
Further, I wanted to spend my money buying from an
American company.
Once the decision to purchase a factory-new M500 was
made, everything fell into place as smooth as clockwork.
I flew Muncie Aviation’s Meridian demonstrator to
Vero Beach, Florida, with their chief instructor. With a
slight tail wind, the 800-plus nm trip was made comfortably
nonstop. While at the factory I got to see my aircraft in its
white base coat, and with the assistance of Piper staff using
their computerized color selector, I picked the color scheme
I wanted. Two weeks later I returned to the factory to take
delivery, and I was delighted with a heartwarming delivery
ceremony with dozens of Piper factory personnel and their
14
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chief financial officer present who gave me the keys and an
introduction to the attending staff representing different
departments in manufacturing Piper aircraft.

Training in the M500

Next was the training conducted by the Legacy Flight
Training school right on the field at VRB. In a word, they
were excellent! I have had professional flight training at
various facilities around the country and with different
aircraft types for 16 years. Yet one of the best focused
training was right there at the factory through Legacy. Bill
and Diane Inglis and their staff were excellent catering to
my specific needs. I already held a captain’s rank on the
Citation 500 family, but the Meridian was a different aircraft
in many aspects. Legacy accommodated my specific needs,
which were more associated with flying a high-performance,
single-engine aircraft as opposed to various other jet
transition knowledge (required for piston pilots stepping
into the kerosene world), which I already had plenty of.
We spent six hours in my aircraft just getting to know
it and its flying characteristics. The Florida weather
accommodated us with gusty weather to help me fine tune
skills on takeoff and landings. Then I spent four hours in
the simulator, practicing mostly the emergency procedures
in a safe environment. It was truly an excellent learning
experience.

Lessons from the Jet World

My previous knowledge and experience with jets
continues to come in handy. Flying with a crew and
having gone through initial and recurrent training at ATP
standards (plus more than 800 hours of actual turbine time)
was helpful. Nevertheless, this was a new aircraft that had

Piper Aircraft Inc.
Full Page Ad
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Prior to buying his new M500,
Amir owned and flew a Citation V.
When his mission changed,
he chose the M500 as
the perfect step up.

to be learned. Single-pilot, high-altitude flying requires
different set of skills. Our airspace — due to high traffic
volumes, GPS navigation and the necessary arrival and
departure procedures — have changed the face of aviation
dramatically and forever. So, whether flying with one pilot
or two, the PIC needs to know the procedures, the avionics,
and have the skills to fly the aircraft safely.

So here are my recommendations
for safe flying in a highperformance turboprop or
anything that flies higher
than 10 feet above ground
in our busy skies:
• Stay current and practice any
chance you get;
• Go up with an instructor/mentor pilot
on regular basis;
• Attend a formal training at a reputable
school at least once a year;
• Get to know your avionics package and
its capabilities and limitations. Be aware
of sometimes “nasty” behaviors from
those boxes if things do not adhere
to book. Your life depends on them,
especially single-pilot in bad weather;
• Study the route you are going to fly
with all its departure, arrival and
instrument procedures before you
take to the air, along with the weather
analysis, NOTAMS, and weight and
balance requirements;

McVinnie Aviation
Full Page Ad

• Treat every flight as if it is “hard IFR”
conditions even in blue skies. Then the
procedures are embedded in your mind;
• While en route at cruise (with time
on your hands), imagine an emergency
situation and how you will deal with
it. Memorize the critical items on
the checklist. And always, always
use a checklist when you have the
time, because in a real emergency
you may not.
Go fly and enjoy and make general aviation
safer and greater with every flight!

16
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Regional Fly-Ins
A group of MMOPA members joined up Feb. 29
in Pueblo, Colorado, for an informal fly-in breakfast.

W

With sunny skies prevailing, the group met at Pete’s Landing Bar & Grill located in the airport’s
terminal building. Those attending received an added bonus: Jerry Blank picked up the tab for the
group’s meal.

• • • • • • • •• • • •• • • • • •• • • • • • •
Brad Borman
Roy Butler, Austin, TX
Ryan Comer, Plymouth, MN
RobbyCornejo, Derby, KS
John Coryat, Memphis, TN
Matthew Cusumano, Burbank, CA
Elliot DeFalco, Arlington, VA
Adam DeVone, Laguna Nigel, CA
Eric Ervin, Fairfield, OH
Mark Flannery, Longboat Key, FL
Ben Follas, Gallatin, TX
Thomas Frad, Austria
Lawrence Frank, Boca Raton, FL
Jan Geurts, Gelik, Belgium
Scott Gordon, Casper, WY
Carl Griffith, Port Arthur, TX
Kevin Jennings, Burlington, IA

Michael Johnson, West Sacramento, CA
Luiz Junior, Barveri, Spain
Joseph Kabara, Pittsburg, PA
Thomas Karika, Merritt Island, FL
Matt Kauffman, London, KY
Allan Knudsen, Commerce City, CO
Douglas Kurz, Houston, TX
Michael Laosa, Austin, TX
Michael Larson
Jason, Ledlow, Oklahoma City, OK
Benjamin Leonard, Hancock, NY
Craig Lott
John Madonna, San Luis Obispo, CA
Rick Meador, Scott, AR
Butch Milbrandt, Mattawa, WA
Leopold Montejo,
Amir Novini, Akron, OH

Charles Olsen, Norfolk, NE
Nishant Patel, New York, NY
Joseph Ramos, Wheat Ridge, CO
Jon Rock, Fort Mill, SC
Juan Serrano, Tampa, FL
Bob Sherwin, Sante Fe, NM
Stafford Smith, Idaho Falls, ID
Brian Smith
Karl Ohlen Pettersson, Stockholm, Sweden
Todd Thompson, Colorado Springs, CO
Casey Veil, Jamestown, ND
John Walther, Cave Creek, AZ
Aaron Weis, Bryn Mawr, PA
Tyler Wheeler, Sebastian, FL
Bevan Wilson, Boynton Beach, FL
Scott Yates, Plano, TX
Greg Zorman, Ft. Lauderdale, FL
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Meet The FRAT

Why you should make this tool an essential part
of your flight planning practices
by Chuck Ivester

W

We are fortunate in the PA46
community that most pilots are
required to or voluntarily participate
in some form of annual recurrent
training. Both simulator and in-aircraft
training is available from a variety of
vendors. MMSTF and M-class offer
type specific social and training venues
to supplement recurrent training. The
annual MMOPA Convention offers
an additional educational venue for all
things PA46.
Even with all that training
available, large gaps of time exist
between training venues, and flight
decisions must be made daily.
Without a standardized approach
to assessing flight risk, there can be
inconsistent weighting of risk. This
may subject a flight to unacceptable
risk. Unfortunately, the PA46 fleet
enjoys an elevated fatal accident rate,
not explainable by any deficiency in
the airframe. Often when you look

retrospectively at these accidents you
are left with the wonderment of how
or why a pilot may have embarked on
such an ill-conceived trip given what
seems in retrospect unacceptable
risk. It would be nice if a tool
existed that reproducibly placed a
numeric value on risk for a given
flight. One such tool is a Flight Risk
Assessment Tool or FRAT.

What Is a FRAT
and How Is It Used?

A lot has been learned about
risk and safety in aviation in the
last 30 years. Think about the
incredible safety record of the large
scheduled air carriers. Similar
advancements in safety have
been seen in other industries that
utilize complex and hazardous
equipment. Historically, accidents
happened, causes were determined,
and procedures were developed to

prevent the same accident from
happening again. Over time,
safety-conscious industries began
to become proactive in their
approach to risk, identifying areas
of risk in advance and developing
procedures to mitigate those
risks. Using this approach, safety
began to improve dramatically.
This businesslike, proactive
approach to risk management
resulted in the development
of formal Safety Management
Systems (SMS). The ICAO now
requires documented SMS’s for
large commercial air carriers
operating overseas. The FAA is
engaged in a rule-making process
that may extend the requirement
to commercial carriers in the
United States. To learn more
about SMS’s and aviation see:
http://www.faa.gov/about/
initiatives/sms/.

Simply put, a FRAT is a risk checklist that incorporates
a method for: 1) identifying individual risk factors
that apply to a flight and 2) estimating the
M M O P A M A G A Z I N E
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total risk involved in making the flight.

The Flight Risk Assessment Tool
is one small part of an aviation
SMS, but a part that is immediately
applicable to our operations as PA46
pilots. Simply put, a FRAT is a risk
checklist that incorporates a method
for: 1) identifying individual risk
factors that apply to a flight and 2)
estimating the total risk involved in
making the flight. To use a FRAT, a
pilot notes all the risk factors present,
lists the corresponding Risk Value,
and adds up the total Risk Value
Score. If the score is greater than 25,
we strongly recommend the flight
be scrubbed or that individual risk
factors be mitigated to reduce the
score to an acceptable level. That said,
we recognize that all pilots approach
risk differently and different pilot
capabilities influence how much risk
a certain factor entails.
Therefore, consider this tool
a starting point for your own
personal FRAT. Modify it to fit your
experience level, your equipment,
and flight profiles. One additional
disclaimer: nothing in the tool is
meant to supersede FAA regulations
or your Aircraft Flight Manual
instructions or recommendations.
It is assumed that for every flight,
you, your airplane and your planned
flight are in full compliance with
the FAR’s. The MMOPA FRAT was
modeled after the work performed
by the Twin Cessna Flyer group with
their generous permission to use
both the FRAT as well as much of the
background information contained
in this article. Over the last several
months, MMOPA has assembled
a working group to develop a
Flight Risk Assessment tool or FRAT.
There are many FRATs available out
there, many modeled on the generic
FAA FRAT designed for two pro-pilot
turbine operations. Most FRATs are
modeled after the generic FAA FRAT
and modified for a specific type of
aircraft, type club or flight operations
department.
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While a generic FRAT has benefit
for almost any aircraft flown, we
felt it important to tailor a FRAT
to the unique characteristics of the
PA46. This FRAT was developed to
apply to any of the M-class aircraft.
A cursory look at the PA46 safety
review reveals that high-altitude
operations, particularly as they
apply to thunderstorms and IMC
exposure are somewhat unique in
the PA46. Many small GA airframes
routinely operate below the normal
operating envelope of most PA46’s,
which is below the clouds in less
challenging environments. In fact,
many days when I am flying, and
most birds are walking, about the
only planes I hear on frequency
are professional turbine crews
with a smattering of PA46’s,
TBM’s and PC12’s, while most

all other small GA airframes are
waiting it out.

Customizing for the PA46 Fleet

To validate the Twin Cessna FRAT
against the PA46, a team comprised
of MMOPA board members
and flight instructors including
Manny Casiano, David McVinnie,
Mary Bryant, and myself reviewed
a subgroup of historic PA46 fatal
accidents and scored them against
the original Twin Cessna FRAT
(TC-FRAT). The TC-FRAT was
then to match the type of accidents
seen in the PA46 fleet, particularly
weighting IMC and convective
environments. The FRAT was then
further modified with input of the
entire MMOPA board with intense
input from Joe Lechtanski and
David Bennett.

A review of the PA46 accident
history reveals that the typical PA46
fatal often involves less-than-VMC
conditions, long distances, often
traversing multiple weather systems.
It quickly became clear that the FRAT
validated in the Twin Cessna accident
database did not seem to predict, at
least in a retrospective fashion, most
fatal accidents in the PA46 fleet. In
fact, the Twin Cessna FRAT caught
only 40 percent and 12 percent
respectively of PA46 fatals using their
validated “caution” and “no-go” levels
of 15 and 25 points respectively. The
deficiency appeared in its failure
to adequately weight the risk of the
high-altitude IMC environment,
particularly convective IMC.
With reweighting and modification
of the FRAT, detection rates for
scores of 15 and 25 respectively for
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“caution” and “no-go” cutoffs along
with the “no-go” items and personal
minimums sections, improved
detection of potential PA46 fatals to 95
percent and 70 percent respectively.
By the time of this publication,
we hope to have a working FRAT
available on our website. The current
model is in Excel format, and we hope
to have app versions available as well.
For those desiring a less technological
approach, a paper printable version,
while not as elegant, hopefully equally
useful will be available as well.
In this article, and several that
will follow, we will share our thought
process on each line item of the tool.
This article will address the “no-go/
personal minimums” page and the
“pilot qualifications” section. Future
articles will address the “operating
environment” and “equipment sections.”

No-Go and Personal Minimums

If you, your airplane or your
planned flight are not in compliance
with the FAR’s, there is no need
to complete the FRAT. Your flight
is scrubbed until you correct the
deficiencies. The same applies to
your personal minimums. If they
are not met, you don’t fly. Assuming
these minimums are met and all
regulations are complied with, it’s on
to the FRAT risk factors.

Pilot Qualifications
and Experience

This section is one of the most
important. We have all been told that
time in type and recent experience is
even more important than total time
or ratings when it comes to accidents
represented in the NTSB reports.
Why may that be? Certainly, pilot
error is the No. 1 cause of fatal PA46
accidents, and pilots may be more
error-prone as they are learning the
intricacies of a new airframe. The
insurance carriers have stringent
requirements for pilots transitioning
to piston and turbine PA46’s.
Regardless, it takes considerably

more experience to become truly
comfortable and proficient.
1) Approximate hours in type:
Risk value 5. The values range from
0-5 points, with individual scores of
0 points for more than 500 hours, 3

points for 200-350 hours and 5 points
for time in type below 200 hours.
The committee felt there was little
incremental benefit to more than 500
hours’ time in type, although that could
be debated. Low time in type accidents
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are heavily represented in the PA46
fatal accident database, despite many
PA46 pilots having high total time.
2) Hours in the last 90 days: Lack
of recent experience also seems to
show up again and again. How much
we’ve flown recently affects our
proficiency. We’ve all felt “rusty” after
a period of not flying. Professional
pilots often say the rust is apparent
after as little as one week out of the
cockpit. This line item is an attempt
to measure the “rust factor.” The FAA
tool says 100 hours in the last 90
days is adequate (400 hours a year).
Few PA46 pilots fly that much. I
usually feel proficient flying 200
hours a year; I know that I would not
feel as proficient flying 100 hours a
year. Most PA46 pilots fit in between
100 and 200 hours per year. We
know we’d be more proficient at 400
hours a year, but we accept the risk of
reduced flying. Our committee felt
with less than 10 hours’ time in the
last 90 days, the risk calculator would
reflect 5 risk points, and would revert
to 0 at 40 hours in the last 90 days.
3) Months since last recurrent
training: Risk Value = 5. We then
scaled it in three-month increments
to reflect a tapering off benefit over
the following months, with a risk
score of 0 at less than one month
since recurrent. A BFR or IPC counts
for something, but is not enough
for this type of aircraft. Every PA46
pilot should have annual recurrent
training either in a simulator or
in your airplane or both (best)
regardless of insurance requirements.
4) Duty day exceeds 14 hours:
Risk Value = 4. Flying at the end
of a long day entails greater risk.
How much depends on what you
did during the day. Attend business
meetings? A football game? Nap at
your in-laws’ house? Ultimately, you
are the judge. Regardless, if you are
flying 14 hours after you woke, then
you are probably not as sharp as you
were earlier in the day. The FAA tool

2 0 1 7

specifies a 12-hour duty day, so we
liberalized this a little, recognizing
that most of us are not professional
pilots and are not necessarily
“working” between flights. Our tool
doesn’t address this directly, but if
you are flying at a time when you
normally would be sleeping (early
morning or late evening for most of
us), the risk goes up as well. Studies
show our body tends to preserve its
internal rhythm and goes into a lower
state of alertness at these times.
5) Feeling tired, ill or under stress:
Risk Factor = 5. In many cases, this
might be a “no-go” item. If you are
not functioning at your normal level,
for whatever reason, it’s probably
a good idea to scrub the flight. But
ultimately you are the judge. A short,
routine VFR flight before you’ve
completely recovered from that cold,
you had might be OK. A long, IFR
flight to an unfamiliar airport with a
likely instrument approach at the end
would not be advisable. We are on the
honor system, but the stakes are high.
An observation: the accident reports
are full of pilots who perished while
having various levels of disqualifying
drugs in their system, both
prescription and nonprescription. It’s
important to know what is allowed
and what isn’t. You may not think the
drug affects your ability to fly, but the
accident reports may say otherwise.
Be conservative here. The pilot is the
one part of the system that must be
squawk-free.
6) External pressure to complete
the trip or hurry: Risk Factor = 5.
“Get-there-itis” has killed many a
pilot and his passengers. If you are
under pressure to make the flight,
you are at great risk, period. It will
affect your decision-making should
any challenging issues arise. The
good news is that this risk generally
can be mitigated by thinking ahead
and creating premeditated alternate
plans. What if you get in your
airplane and you have an equipment

Pilatus Business Aircraft limited.
Full Page Ad

M M O P A

M A G A Z I N E

S P R I N G

2 0 1 7

25

Participants in development of the MMOPA FRAT
From the MMOPA Board:
Brian Cameron, Executive Director, 203-430-2815, bcameron@mmopa.com

Randy James, President, 336-403-0844, rmjames@rmjameslaw.com

The next article will focus on the
operating environment. Feel free
to download the MMOPA FRAT
and practice with it on some real or
imaginary flights.

Chuck Ivester, Vice-President, 801-564-3235, civester@earthlink.net
Joe Lechtanski, Treasurer, 303-601-1012, lechtanski@aol.com
Bart Bartlett, Director, 919-246-5446, bartman4@gmail.com
Mary Bryant, Director, 727-515-1638, marybryant100@gmail.com
Dave Bennett, Director, 719-338-9093, parisjet@gmail.com
Manny Casiano, Past President, 301-606-2850, casiano@alum.mit.edu
Tom Kieffer, Past President, 612-636-0300, tom@kieffer.com
Jonathan Sisk, Ombudsman, 859-351-5429, jsisk@mmopa.com
External Contribution:
David McVinnie, McVinnie Aviation, djm@mcvinnieaviation.com

Advise them that the trip may not
start on the day or time as planned.
If that appears likely, suggest they
develop a backup plan for their trip.
I fly for Angel Flight West, and one
of the passenger requirements is that
they have a backup plan if the AFW
pilot must cancel. That removes a lot
of the pressure from the pilot and
the passengers.

malfunction? What if you can’t fly
home the day you planned? Will you
drive? Take the airlines? Wait a day?
Think all this through in advance
and do what you can to make the
alternative palatable. Another
consideration is managing passenger
expectations. If the weather looks
questionable a few days before the
trip, give the passengers a “heads up.”

Chuck Ivester is a practicing
physician in the specialties of
pulmonary, critical care and
sleep medicine in Ogden, Utah.
He also is a real estate investor
and consults in physician
education. He is an ATP-rated,
single-engine and commercial,
multi-engine rated pilot. Chuck
has approximately 1,500 hours’
experience in various M-class
aircraft. He currently owns and
operates a 2015 M500, flying
mostly for business.
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Managing Your Maintenance

Short Answers and Q

I

by Kevin Mead

It’s time for another MMOPA Hotline call
update. I do these from time to time,
typically focusing on either the unusual
or the most frequently reported
problems. But there is a third class of
calls that I have never written about:
shorts answers and quick fixes.
These are the kinds of questions
that fluster us, but whose answers
seem obvious when we hear them. In
addition, these problems can most often
be remedied immediately. But just because
the answers may seem obvious, don’t assume
these questions come only from new owners.
Even seasoned PA46 pilots sometime forget what is
normal. These are all actual questions I have received on the
Hotline over the last three months.

I can’t get the main annunciator lights or gear
down lights to work on my 2007 Mirage. Only the
annunciator inop light is illuminated when pushing
the test button

The day/night switch is probably still in the night position.
In test mode, the “annunciator inop” light is the only one
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that will be illuminated in daylight conditions,
adding misleading information to the
situation.

The right-hand wing pump
on my Jetprop will not run
when I test it. The pump tested
properly on the last flight.

The pump select switches in the
right-hand wing root may stick,
particularly if it’s cold outside. If the
switch plunger won’t fully extend the
pump won’t run. For a quick fix, try moving
the fuel selector switch briskly between left and
right a couple of times. If that doesn’t work, a spray
of WD-40 on the end of the switch and movement with a
screw driver will often get it working again.

I can’t get the radios to transmit on my 2002
Meridian. The co-pilot headset is also inop.

Check the mask/boom mike select switch. It may be in the
“mask” position. On early Meridians, the switch is very easy
to inadvertently hit.

d Quick Fixes
I just got my Mirage out of the shop, and I can’t get
any fuel to drain out of the fuel filter drain.

Check to see if the fuel selector has been left in the
“off” position.

I can’t get the fuel primer on my Malibu to work on
either tank and can’t get my engine primed.

The fuel selector will probably be found in the off position.
Less likely, someone could have pulled both breakers.

The maintenance shop called to say that they can’t
get the gear warning to stop sounding when my
Mirage (or Meridian) is on jacks.

I can’t get the stall warning system on my Meridian
to sound when I move the vane with my fingers.

To begin with, it’s best not to touch it. But if you just can’t
stop yourself, bear in mind that touching it will not result in
a sound anyway. The stall warning system is locked out on
the ground by the squat switch. The proper method of testing
the stall warning system is by using the test button on the
instrument panel.

The Piper aux heat on my Mirage is inoperative.

The aux heater is wired to work only when the defog blower
motor switch is turned on.

The vent blower on my Meridian is inoperative.

It’s probably not the gear warning horn. It’s most likely the
stall warning that they hear and this is normal. They need to
pull the stall warning circuit breaker to keep it silent when the
plane is on jacks.

Did you leave the environmental selector in normal
position when you turned the vent blower on? The vent blower
is wired to work only when the mode selector switch is off.

I can’t feel any heat on my stall warning when
I turn the stall heat on.

The avionics shop tells me that fuel keeps running
out of a drain tube near the right-hand nose gear
door on my Mirage.

If the plane is sitting on its wheels the stall heat will be in
ground mode. This position only allows approximately 6 volts
to the element. Push the squat switch in on the LH main gear
momentarily. You should feel lots of heat within seconds.

The shop needs to place the fuel selector in the “off”
position. The fuel boost pump will always run on the
selected tank while electrical power is on. This will run large
amounts of fuel into the engine, particularly if the mixture
and throttle are pushed forward with the fuel selector on
either tank.

My 1985 Malibu has a 3-blade Hartzell propeller
conversion. The propeller heat won’t work
while on the ground.

The prop heat will not work when there is weight on the
wheels. It is locked out by the squat switch as part of the
STC. Please don’t let the shop rewire the system to make it
work on the ground. Damage to the composite blades can
occur if the prop heat is turned on while the aircraft is on
the ground.

I find too much play on the flaps during my
preflight.

There aren’t any limits listed for the amount of allowable
play in the flaps. When the flaps are full down they will have
a large amount of play/slop that I describe as equivalent to a
Cessna 150 flap. In fact, there may be even more slop in the
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early Malibus than in later models. This is because, in the
early days, Piper directed us to enlarge the track opening in an
attempt to reduce binding.

There is too much play in my ailerons.

If it’s no more than roughly one-eighth inch of play at the
inboard trailing edge, it is considered normal. Many PA 46
aircraft were built with a very noticeable amount of aileron
play. Chances are that it’s always been like that, and it
normally won’t change much in later years. It’s a lot of work to
change the parts and the results may not be any better.

My Mirage hydraulic pump cycles quite often
in flight.

There really isn’t clear guidance about what is considered an
excessive number of cycles of the hydraulic pump. It’s normal
to expect the pump to recycle occasionally and to have an
increase in the number of cycles as the aircraft climbs to colder
temperatures. It is also normal for the panel and switch lights
to flicker during the cycling. You may notice this cycling more
often at night than during the day, because the lights are more
noticeable. The most important thing is not how often the
pump cycles, but if the frequency has increased over time.
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The screws keep falling out of the inboard wing
inspection panels of my Jet Prop.

This is normal. The threaded nut inserts don’t have any
self-locking qualities so they do get loose with time. It’s best
to just tighten the screws every 50 hours. Some people have
applied a low-grade lock tight to the screws with mixed
results. It can’t hurt.
Kevin Mead developed his love for aircraft
maintenance and learned to fly while working
alongside his father at Mead Flying Service in
Lyons, Kansas. He has worked on a wide variety of
aircraft over the course of his 34-year career, but has
specialized in the PA46 since 1984. After stints as
director of maintenance for shops on both coasts,
Kevin founded Mead Aircraft Services, Inc., in 1998.
He has been the technical adviser for the MMOPA,
an advocacy group for PA46 owners, since 1990,
and has lectured widely in the United States and
Europe on PA46 maintenance topics. He is a regular
contributor to MMOPA Magazine.
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A Kinder, Gentler FAA?
Recognizing that sometimes “stuff happens,”
the FAA has shifted its focus to education
and training rather than enforcement
for some violations.
by Jerry H. Trachtman

O

On June 26, 2015, the FAA announced a change in FAA
enforcement policy by creating something new, called
“compliance philosophy.” With FAA Order 8000.373,
FAA Administrator Huerta proclaimed, “The FAA
recognizes that some deviations arise from factors
such as flawed procedures, simple mistakes, lack of
understanding or diminished skills. Deviations of
this nature can most effectively be corrected through
root cause analysis and training, education or other
appropriate improvements to procedures or training
programs…”
On Sept. 3, 2015, the FAA implemented its compliance
philosophy by issuing guidance to the FSDO inspectors
investigating violations: “When FAA personnel determine
a person is both willing and able to comply with
regulatory standards, they may use compliance action…
through such means as airman training, counseling
or education…”
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How can this be?
Does this mean the
FAA recognizes
that every violation
of regulations
doesn’t necessarily
deserve a certificate suspension? Do they now accept that
sometimes stuff just happens?
As an aviation attorney who has done battle with
the FAA for many years, I was skeptical. Was this just
another move in the FAA chess match with pilots? After
all, the Pilot’s Bill of Rights, signed into law on Aug.
3, 2012, gives pilots the right not to respond to a letter
or other inquiry from an investigating FAA inspector,
and further provides that no action or adverse inference
can be taken against anyone exercising that right. Was
compliance action going to be the FAA’s carrot-on-a-stick
to encourage pilots to talk to an investigator without a

guaranty of a benign compliance action instead of a harsh
enforcement action/certificate suspension?
I am happy to report that so far in my experience, I am
seeing many cases resolved with compliance action that
would have otherwise resulted in certificate suspensions
or administrative action (administrative action is not
addressed here, but includes a warning letter).
Here are a few examples of cases I have handled that
have been resolved with compliance action. I have quoted
the allegations in the FAA Letter of Investigation received
by the pilot:
KXYZ ground control issued N12345 taxi instructions
to runway 27, via taxiway Papa and Whiskey. The pilot
read back the clearance correctly. N12345 crossed the
runway 27 hold short line on taxiway Papa. Ground
control instructed N12345 to stop. N12345 entered
the runway safety area short of runway 27. Another
aircraft was on departure roll and was instructed takeoff
clearance was canceled. This type of operation is contrary
to Federal Aviation Regulation 91.123(a).
Resolution: Counseling by the investigating FSDO
inspector.

With the availability of compliance action instead
of enforcement action, the FAA has recognized
that educating a pilot
who has committed an
inadvertent violation is
more likely to promote
safety than temporarily
suspending the pilot’s
airman certificate.

The FAA published NOTAM FDC X/YYYY that
prohibited all aircraft operations within a 5-nautical
mile radius up to and including 15,000 feet MSL of aerial
demonstrations (air show) at KXYZ airport. The
NOTAM cited FAR 91.145 as the basis for establishing
the temporary flight restriction (TFR). You, as pilot
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in command, operated civil aircraft N12345 within
the active TFR, without authorization from air traffic
control, and you did not hold a certificate of waiver
or authorization allowing you to operate within that
restricted area. As a result, you violated Federal Aviation
Regulation 91.145(d).
Resolution: Counseling by the investigating FSDO
inspector.
KXYZ ground control issued N12345 a clearance that
included a SID. N12345 did not follow air traffic control
instructions after departing KXYZ airport.
Resolution: Case closed with no further FAA action.
To be clear, intentional conduct — defined as “an act
or failure to act while knowing such conduct is contrary
to regulations” — is going to result in an enforcement
action. Reckless conduct also will trigger an enforcement
action. The FAA defines that as “an act or failure to act
evidencing 1) a deliberate indifference to or a conscious
disregard of a safety standard embodied in a regulation or
2) the reasonably foreseeable consequences of the act or
failure to act.”

Buy or Rent
the World’s...
• smallest package
• lightest weight
• least expensive

4-6 MAN
4" x 12" x 14"
12 lbs.
$1,510

9-13 MAN
5" x 12" x 14"
18 lbs.
$1,960

NEW!! FAA TSO Approved Life Rafts

Emergency
Liferaft

762·G 
1RQ762·G

Call Survival Products,
the manufacturer,
for customer/
distributor/
service
information.
MADE IN USA

PRODUCTS INC.

(954) 966-7329 FAX: (954) 966-3584
5614 SW 25 St., Hollywood, FL 33023
WEB: www.survivalproductsinc.com
EMAIL: sales@survivalproductsinc.com

PHONE:
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With the availability of compliance action instead
of enforcement action, the FAA has recognized that
educating a pilot who has committed an inadvertent
violation is more likely to promote safety than
temporarily suspending the pilot’s airman certificate.
Although our PA-46 aircraft have fantastic capabilities
and many are equipped with avionics and systems that
lessen pilot workload, there are times when circumstances
create a perfect storm that results in an unintended
infraction. When that happens, it’s good to know that the
story doesn’t have to result in a bad ending for the pilot.
More importantly, the focus on pilot education will have
the intended effect of increasing safety of the entire pilot
population.
Jerry H. Trachtman is a Board Certified
Aviation Attorney who has been practicing law since
1976. He is a Meridian owner and MMOPA member,
and has spoken on aviation legal topics at several
MMOPA conventions.
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Top Ten Nuances
of the S-Tec Autopilot
Learn the good and bad habits of this rate-based autopilot.
by Joe Casey

I

In this installment of the “Top 10 Little-Known Fact about
Autopilots,” we will discuss the S-TEC 55 series. The S-TEC
55 series autopilots can be found in Mirage and Matrix
piston PA46’s from the year 2000 until the G1000 aircraft
were first produced (about 2009).
It is a “totally electric” autopilot that is not dependent
upon a vacuum-driven attitude indicator. Being the first
“rate-based autopilot” and the first non-Bendix/King
autopilot in the PA46 lineup, the S-TEC 55 series represents
a sizable departure from “normal” for Piper as they started
the 21st century. Both loved and hated, the S-TEC 55 Series
of autopilots have many nuances that pilots may not know.
I hope my “top 10” list for the S-TEC 55 Series helps you
understand your PA46 better.

10. The factory-installed altitude
preselector can be upgraded.

The factory-installed altitude preselect is cumbersome
and confusing. It provides lots of functions for other
installations, but effectively there’s only one real function
of the factory-installed altitude preselector utilized in the
Mirage/Matrix: Altitude Selection.
36
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A nice upgrade can be bought: It’s called the SA-200
Altitude Preselect and I like it a lot. It has a much larger
font, so it’s very easy to read and use. Jon Sisk (longtime
MMOPA member, former MMOPA president, Piper
ombudsman and very solid aviator) has the SA-200
installed in his Mirage. He clued me in on the advantages
of the SA-200. If I owned an S-TEC 55X-equipped PA46,
I’d unquestionably purchase the SA-200.

9. There may be a hidden turn
coordinator installed.

The S-TEC-55X autopilot is a “rate-based” autopilot,
meaning it uses a turn coordinator for roll inputs as
opposed to an attitude indicator. On some PA46’s there
is no turn coordinator presented on the panel. On those
airplanes, the turn coordinator is installed behind the
panel and a cover is placed over the turn coordinator so
you cannot see it (usually on the co-pilot side). Why would
Piper would cover up a perfectly usable instrument? Your
guess is as good as mine, but it’s true. If you have an S-TEC
55(X) installed and no visible turn coordinator, I assure
you there’s one behind the panel somewhere.

8. It is in no way linked to the
attitude indicator.

On nearly every other autopilot, the attitude indicator
is the main provider of attitude information. However, in
the S-TEC 55X there is no input from the attitude indicator
and it will not fly a “pitch attitude.” Piper possibly/partly
moved to the S-TEC 55X because there was a serious
problem with the crappy KI-256 Attitude Indicator failing,
providing an incorrect aircraft attitude input and bringing
the attitude-based KFC 150 with it. This provided the
perfect recipe for a spatial disorientation event.
While it was probably thought that the S-TEC 55(X)
would provide increased safety, soon after the introduction
of the S-TEC 55 in the Mirage (in 2000) a whole host of
excellent solid-state attitude indicators came out (G500,
Aspen 1000, etc.), which virtually eliminated the potential
of an attitude indicator-induced autopilot failure.
The S-TEC 55X has a deserved reputation of being more
“sloppy” than other attitude-based autopilots. That is
partly because it’s directly hinged to the less-than-smooth
turn coordinator.

7. It will only allow vertical speed
inputs up to 1,600 fpm.

While this is no big deal in the Mirage, this is a point
of contention for a Jetprop. There has been many S-TEC
55X Mirages upgraded to the Jetprop, but they are limited
to a 1,600-fpm vertical speed. Depending upon aircraft
weight and density altitude, a Jetprop can easily exceed
1,600 fpm in climb. Consequently, S-TEC 55X Jetprops
initially climb at a higher IAS at 1,600 fpm.

6. It will only control pitch and roll.

Like all other PA46 autopilots, the S-TEC 55X will
only control pitch and roll. The yaw damper will only
dampen yaw inputs. Therefore, it is critical that the pilot
know exactly what pitch mode and what roll mode is
active. Often when instructing I’ll ask, “What’s it doing
in the pitch mode?” Or, “What roll mode is active?” If the
autopilot or flight director is to be used, the pilot MUST be

able to readily interpret the autopilot. The S-TEC 55X will
only use one pitch mode (ALT, V/S, GS) and one roll mode
(HDG, GPSS, NAV, APCH) at a time, and the pilot MUST
know which mode is currently active. I see confusion
frequently during recurrent training. It is critical that the
pilot understand the modes and know how to move from
mode to mode to create a safe flight.

5. Stall protection, maybe…

Stall protection with the S-TEC 55X is dependent on
whether you have Avidyne Integra EX-5000 panel or not. If
the Mirage is an “Avidyne Mirage” (all pre-G1000 Matrix’s
are Avidyne-equipped), then limited stall protection does
exist. Basically, the stall warning indicator is linked to
the S-TEC 55X and the S-TEC 55X will automatically
disconnect when the stall warning indicator senses a
stall. If the S-TEC 55X equipped Mirage has any display
other than an Avidyne, no stall protection exists. If you
place too high a climb rate for the power applied in one
of these birds, the angle of attack (AOA) will increase (by
the pitch servo pitching the airplane up) and it will fly you
directly into the stall, and then hold you in the stall which
will almost assuredly result in a spin. Another scenario:
a high rate of descent is initiated with an associated low
power setting. When the autopilot levels off, if power is not
applied the S-TEC will fly you directly into the stall. Again,
in a non-Avidyne, S-TEC 55X Mirage, no stall protection
exists. Like the KFC 150 (see the Winter 2017 edition of
MMOPA Magazine), the S-TEC 55X “will do exactly what
you tell it to do” to a fault.
On all S-TEC-equipped PA46’s, there are no airspeed
inputs and no attitude inputs to the S-TEC 55X Series
autopilots.

4.) CWS doesn’t hold wings level.

Sadly, I rarely see pilots use the CWS on any autopilot
installation, but I see VERY few that use the CWS in
S-TEC 55X installations. On many autopilots, depressing
and releasing the CWS will result in the Flight Director
defaulting to “Wings Level Mode.” There is not a
“Wings Level Mode” with the S-TEC 55X. When the
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CWS is pushed and depressed, it will hold the “turn rate”
(Remember, it is a rate-based autopilot, not an “attitude
autopilot”) that existed when the CWS was released (with
some limitations). So, for example, in a go-around situation
(if the pilot uses CWS) the pilot must be careful to release
the CWS when the aircraft is in a wings-level attitude (no
turn rate) or a turn will ensue (which could be dangerous).

3.) The 2000 Mirage has the S-TEC 55,
not the 55X.

The first year of the Mirage did not have roll steering,
which is the main difference between the S-TEC 55 and
the 55X. This can be a big deal because the S-TEC 55 is no
longer supported. If you own a 2000 Model PA46 and the
S-TEC 55 has a fault, an expensive replacement may be
necessary. If you own or are considering the purchase of
a 2000 Model PA46, be sure to consider this potential.

2.) Service Letter 1111 Upgrade.

There’s a good upgrade to the S-TEC 55X autopilot
that many PA46’s do not have installed. It is a pitch-servo
upgrade that helps with porpoising (which can occur with
the S-TEC 55X). If you have an S-TEC installed, you might
want to ensure SL1111 is installed. Another key when
considering porpoising: The cable tensions and bridle cable
tensions should be set at the upper limit of the allowable
range. If the cable tensions are at the lower side of the
range, porpoising is probable.

1. And…the #1 nuance of the STEC 55
Series Autopilot…there is a REALLY good
replacement available for some airframes!
The DFC-90 autopilot is an outstanding attitude-based
autopilot and it may fit into the slot presently used for the
S-TEC 55 Series (with some minor tweaking). This only
works on the Avidyne-equipped piston PA46’s, but I highly

recommend the DFC-90! To me, one of the best buys on the
market is a DFC-90-equipped Mirage with the Avidyne panel.
And now for the controversial part of the article. The
S-TEC 55 Series Autopilot has a reputation for being
“sloppy.” Bottom line, no rate-based autopilot can be
as smooth as an attitude-based AP. All the other PA46
autopilots are attitude-based and they all fly the PA46 more
precisely than the S-TEC 55X. Is this a problem? In my
opinion, (usually) no. Why?
Very few pilots fly two PA46’s with different autopilots
installed. As a PA46 instructor, I fly ALL the various PA46
aircraft and all the various autopilots (sometimes in the
same day), so I have a basis of comparison. I can assure you
that the S-TEC 55X is the sloppiest autopilot installed on
any PA46. But, if you rarely fly a more precise autopilot,
you’ll have no basis of comparison. The S-TEC 55X flies
the PA46 acceptably, and it is certainly safe. It is not too
sloppy. It will porpoise slightly in climb and cruise, it will
mildly weave its way down a localizer, and it will frustrate
every instructor as it captures the approach with less-thanperfect centerline-to-centerline precision.
That said, it still does the job and eventually it does find
a place of stasis. Most S-TEC 55X autopilot pilots learn
operational nuances that help the autopilot out in critical
phases of flight (lessen the V/S as the desired altitude
approaches, turn the heading bug closer to allow a smaller
course intercept, etc.) and most end up being able to operate
their Mirage/Matrix professionally and safely. But — make
no mistake — it has a deserved reputation of being “sloppy.”
I hope this discussion helped you learn something about
your S-TEC-equipped PA46. We all want to increase the
safety margin when flying the PA46, and knowledge of the
autopilot-operation is absolutely critical.
I’d like to thank Alan Akre (R.C. Avionics), Chad Menne
(Malibu Aerospace) and John Mariani (PA46 instructor)
for helping me with some of the specifics of this article.
Thanks, guys!
Joe Casey is an ATP, CFI,
CFII (A/H), MEI, CFIG, CFIH,
as well as a U.S. Army UH-60
Standardization Instructor/
Examiner. He has been a
PA46 instructor for 14-plus
years, and has accumulated
11,800-plus hours of flight
time, 5,000 of which has
been in the PA46. Contact
Joe at: www.flycasey.com,
by email at joe@flycasey.com,
or by phone at 903.721.9549.
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Bahamas Island-Hopping
This Is Why We Have Airplanes
by Dianne White

When you own a PA46, you can do things that
others can’t…such as island-hopping in the
Bahamas. Don’t want to fight the crowds at the
big resorts? Try the Out Islands and their quaint,
friendly inns. Hate the resort you picked? Suck up
the gear and go somewhere else. It helps to have
some advance knowledge about the airports
and resorts that are off the beaten tourist path;
the internet can only take you so far.

T

The Bahamas chain of islands
stretches 750 miles south beginning
only 50 miles off the east coast
of Florida. Some 700 islands and
2,000 cays (pronounced “keys”)
with 21 of the 29 inhabited islands
containing airstrips. We like to
look for out-of-the-way, lesspopulous resorts that still offered
plenty of amenities and creature
comforts. Good food, good service,
some shopping and convenient
airport facilities (preferably with
customs) are also on our wish list.
Over the years, we have stayed at
Treasure Cay on Abacos Island,
Elbow Cay, Turtle Cay, Hawk’s Nest
on Cat Island, and Stella Maris on
Long Island. However, the resort we
keep returning to is Fernandez Bay
Village on Cat Island.
Since 2004, we have been flying
to the Bahamas Out Islands, all
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in variety of GA aircraft, from a
Mooney M20J, to a Cessna Turbo
Skylane to a 2008 Piper Matrix. Last
year, we made yet another voyage
in a 2010 Mirage.

Prepping for Your Adventure

In the months ahead of your trip,
you’ll want to purchase your Customs
and Border Protection private aircraft
decal. In the past, we would buy
one at an airport of entry in Florida
before our hop over to the islands.
However, it is easy to order one
online and stick it on your door. The
decal covers all overtime charges you
may incur with Customs during the
entire year.
You will also want to check with
your insurance broker regarding
your policy coverages OCUS. Most
policies cover the Bahamas, or it’s
an easy add-on.

2 0 1 7

You are required to have
the following on board:
• Registration and
airworthiness
certificate;
• Life vest for every
person on board;
• Passports for
everyone on board;
• Your pilot’s license
and medical certificate.

It’s not required,
but it’s a good idea to
take along the following:
• Life raft (you can rent
one from many FBO’s
in Florida);
• Survival gear kit (water,
tools, first-aid kit, etc.
You can buy one from
Sporty’s);
• Personal Locator
Beacon (PLB), such
as ResQLink+ (has
built-in GPS plus a
406 MHz emergency
transmitter);
• Chocks, extra bottles
of oil and other
maintenance items
you might need.

g

FBV owner Tony Armbrister

Flying To and From the Bahamas

Leaving U.S. airspace and aviating
in the Bahamas isn’t a big deal if you
plan carefully and play by the rules.

Since 9/11, U.S. officials are serious
about aircraft flying out of and into
the Air Defense Identification Zone
(ADIZ). Therefore, it’s a good idea
to read up on the procedures and
requirements. A good source is
www.aopa.org, as well as AOPA’s
Bahamas & Caribbean Pilot’s Guide.
AOPA recently purchased the wellknown spiral Pilot’s Guide from
John and Betty Obradovich. AOPA’s
version is essentially the same – it’s a
bit smaller in size and no longer has
the helpful reference tabs. There is
also an app for your iPad if you prefer
digital only.
Also, you can order all customs
forms before your trip and fill out the
portions you can. It will eliminate

one more item on your “to-do” list
once you launch.
eAPIS, which stands for electronic
aircraft passenger information
system, is the online customs
reporting system for all U.S.
international departures and arrivals.
You are required to file electronically,
providing the names of the pilot,
passengers, dates and times of
departures and arrivals.
If you use FltPlan.com, it can
file your eAPIS manifest for you.
FltPlan.com takes much of the
information required by Customs and
automatically transfers it to the eAPIS
manifest form. They also store the
eAPIS required information so you
are not manually typing in passenger

Dianne White, with her two daughters Erin and Abby, just prior to their launch to the Bahamas.
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There are many ways to get to the Bahamas, but the PA46 ranks
among the best.
information each time and possibly
introducing an error. After you file
the eAPIS manifest through FltPlan.
com you will get two confirmations,
an email from Customs and an
independent confirmation on your
Active Flight Plan List and eAPIS
page. Both confirmations let you know
your manifest has been received.
Flight plans – either IFR or VFR –
are required of all aircraft entering or
leaving the Bahamas, as well as those
leaving Nassau and Grand Bahama.
In our early trips, we elected to
file IFR for the first leg from the
United States and then cancel once

we were over Grand Bahamas. One
unfortunate consequence of flying
IFR is that Miami Center tends to
keep you low to maintain separation
from inbound airline traffic. In
addition, we’ve had issues canceling
our IFR flight plan with Nassau while
airborne. In subsequent years, we
have elected to file a VFR flight plan
and use flight following until we are
a few hundred miles from Florida.
You can pick your altitude but still
receive traffic information. However,
you still must remember to close your
flight plan, either by canceling with
Miami or Nassau Radio.

Abby White enjoys the beach at Farmer’s Cay.
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Once in the Bahamas, everyone
communicates on the common
frequency 122.80 (unless your
destination is Nassau or Freeport).
Communications is crowded at times,
so be patient. You are required to
land at an airport of entry, which
means there is a customs office on
the field. Customs offices in the
Bahamas keep banker’s hours —
9 a.m. to 5 p.m. weekdays, but they
will come out on the weekends and
holidays if requested ahead of time.
The exception is Nassau and Freeport
which have 24/7 customs facilities.
Because the weather is virtually
always VFR, it’s easy to hop between
the islands. A cruising permit
(Form C7A) filed at your Bahamas
airport of entry allows you to move
freely to other airports within
the Bahamas.
On the ground at your airport of
entry, Bahamian customs will require
you to unload your bags and bring
them, along with your passports,
forms and money for fees, to their
office. We have found Bahamian
customs agents to be friendly and
easygoing. The country depends on
tourism for much of its economy,
so they typically cause little hassle.
However, don’t be in a hurry –
they move on island time, which
is a bit slower than Americans are
accustomed to.
When your vacation is sadly at its
end, you’ll pay a visit the Bahamian
customs office to fill out the outgoing

CHECKLIST
You’ve read the guidebooks,
studied your charts and devised
your plan. What are you forgetting?
Here’s a few things we learned:
• Take plenty of cash. Most
grocery stores take credit
cards, but tack on a percentage fee for running your card.
Many of the quaint, local
shops and restaurants take
cash only.
• Call ahead for fuel availability
as supplies can vary and fuel
trucks do break down. Don’t
rely on web sources for fuel
prices and availability.

The open-air restaurant on Farmer’s Cay.
declaration card, surrender your
immigration card and pay your
departure fees.
For our trip back to Florida, we
file our international VFR flight
plan on the ground and activate
once airborne with Nassau Radio.
In addition to filing eAPIS, you are
required to notify U.S. Customs at
least one hour in advance of your
arrival in the United States. By
placing “ADCUS” in your flight plan
remarks, the FAA is supposed to
automatically advise Customs of your
impending arrival. However, it’s a
good idea to call Customs to advise
them that you’ll be inbound. U.S.
Customs don’t like surprises, we’re
told, and hefty fines — up to $10,000
— can be levied.
Fort Pierce (FPR) is an excellent
choice as your airport of entry back
to the United States. We’ve found the
customs agents congenial and easy
to work with. Plus, there is a tiki hut
restaurant next door that is a favorite
lunch spot.

Fernandez Bay +
A Day of Island Hopping

Last year, Tim and I flew a 2010
Piper Mirage to the Bahamas, taking
along our two daughters. Like most

• Bring a supply of bottled water.

people who love the Out Islands, we
tend to gravitate back to our favorite
place: Fernandez Bay Village on
Cat Island. If you are looking for
peace and tranquility on the most
beautiful beach in the world, you’ll
find it at FBV.
You will land at New Bight, which
has a customs office and is only 1
mile from FBV. The runway is paved
and in good condition and ramp
always has plenty of space. Tameron,
Jason or Tony (resort owners) will
pick you up and show you around,
and run you to the grocery store
if needed. FBV is an assortment
of eclectic cottages strung along a
mile-long half-moon bay looking
out onto to two rock outcroppings.
The cottages are rustic, but most are
air-conditioned and have a fridge.
Most feature an outdoor “garden”
shower, which is a favorite feature of
mine. The club house serves three
meals a day, all delicious, and the tiki
hut honor bar is a gathering place for
guests. You’ll most likely meet other
pilots there, and some may end up
becoming lifelong friends. Finally,
the sunsets are spectacular!
There’s plenty to do besides
relaxing on the beach: snorkeling,
paddle boarding, kayaking, scuba
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• Review emergency procedures
for ditching and discuss
them with your co-pilot and
passengers. Assign certain
tasks, such as who deploys the
life raft, to specific individuals.
• Brush up on your short-field
takeoff and landing skills.
Practice a few balked landings
while you’re at it.
• For weather briefings while
in the islands, jot down the
specific toll-free phone number
for Miami Flight Service in case
you have issues accessing the
internet in the Bahamas.
• Be prepared for a variety of
runway conditions and lengths,
regardless of what it says
in the book. Some airports
may list a certain length
but only part of it is usable.
Plan to overfly to inspect
before landing.
• Have your customs paperwork
and identification in order. They
do take this stuff seriously.
• Don’t forget to file eAPIS
and to make that call to U.S.
Customs before you depart
for the United States.
• Relax, enjoy, aviate!
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On Cat Island, take a bike ride to The Hermitage on Mount
Alvernia to enjoy spectacular views of the island.
the Cross along a path that leads to
the top. On the way back, you can
stop at one of the seaside food stands
for lunch.
Last year, we joined a group of
friends in five other aircraft and did

diving and fishing. One of our
favorite activities is to grab one of
the free bikes and ride to the highest
point in the Bahamas: The Hermitage
on Mount Alvernia, a monastery that
is reach by following the Stations of

“Roger that!”
He’s not a pilot but when you need
to talk about aviation marketing,
John Shoemaker speaks your
language. And more importantly,
he listens.

Call him today and find how
the publications he serves, and
the markets they reach, can help
your aviation related business grow.

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

john.shoemaker@vpdemandcreation.com
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a day of island hopping. Flying at no
more than 2,000 ft. MSL, we took in
the sights of Long Island on our way
Crooked Island. After a quick-turn
there, we flew up the Exuma Island
chain and landed at the tiny island of
Farmer’s Cay for lunch.
The runway of Farmer’s Cay is
the length of the island; one end
drops right into the ocean. The
north-south runway is 2,500 by 60
feet with a prevailing crosswind,
so you need to be on your game.
Once you’re chocked on the spacious
beachside ramp, head to the openair restaurant for a delicious lunch
made by a local family. Insider’s tip:
call ahead with your order and they
will have it waiting for you when
you land.
After lunch, we headed to
Stella Maris (MYLS) on the north end
of Long Island to pick up fuel before
landing back north to New Bight
and FVB for some relaxation before
cocktail hour.
As I write this, we are just a few
weeks away from our next Bahamas
trip. Sadly, FBV is booked solid (the
secret is out!), so we are renting a
home on Exuma. Although we
will miss FBV, we are excited to
explore a new island. Considering
I’ve never found a bad beach in
the Out Islands, I don’t think we
will be disappointed!
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Domestic Service Centers
Southeast
Texas Piper North, Inc.
Addison, TX
Tel: 800-288-8375
Texas Piper South, Inc.
San Antonio, TX
Tel: 210-340-6780
Abilene Aero, Inc.
Lubbock, TX
Tel: 806-747-5101
Naples Air Center
Naples, FL
Tel: 800-226-4000

Southwest
American Aircraft
Maintenance, Inc.
Santa Ana, CA
Tel: 949-852-8420
West Coast Aircraft
Maintenance
Long Beach, CA
Tel: 562-981-6064

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

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

Midwest

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

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

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

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

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

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

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

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

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

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

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

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

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

Malibu Aerospace, LLC
Blaine, MN
Tel: 877-662-5428
Wisconsin Aviation, Inc.
Madison, WI
Tel: 608-268-5003
Wisconsin Aviation, Inc.
Watertown, WI
Tel: 800-657-0761

Northeast
Three Wing Aviation Group,
LLC
Stratford, CT
Tel: 203-375-5796
Columbia Air Services
Groton, CT
Tel: 860-449-8999
Shoreline Aviation, Inc.
Marshfield, MA
Tel: 781-834-4928
Columbia Air Services
BHB, LLC
Trenton, ME
Tel: 207-667-5534
C & W Aero Services, Inc.
West Caldwell, NJ
Tel: 973-227-5750
Tiffin Aire
Tiffin, OH
Tel: 419-447-4263

Air Orlando Maintenance,
Inc.
Orlando, FL
Tel: 407-897-3819
Flightline Group, Inc.
Tallahassee, FL
Tel: 850-574-4444
Epps Aviation
Atlanta, GA
Tel: 770-458-9851
DLK Aviation
Kennesaw, GA
Tel: 770-427-4954
JPS Aviation LLC
Monroe, LA
Tel: 318-387-0222
Sun Aviation, Inc.
Vero Beach, FL
Tel: 772-562-9257
Skytech, Inc.
Rock Hill, SC
Tel: 803-366-5108
Averitt Air, Inc.
Nashville, TN
Tel: 615-360-2592
Daytona Aircraft Services, Inc
Daytona Beach, FL
Tel: 386-255-2049
Advanced Aircraft Center
Miami, FL
Tel: 305-259-8291

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

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

Mustang Maintenance & Repair
MCA Aviation Ltd.
216 Avro Lane
Business Aviation Centre
Calgary, Alberta,T3Z3S5
Hangar 603, Aviation Park
Tel: 403-286-1129
North East
Bournemouth International
Aero Teknic Inc.
Airport
4920 Route De L’Aeroport
Dorset, BH23 6NE
St. Hubert, QC J3Y8Y9
England - United Kingdom
Tel: 450-676-6299
Tel: +44(1202)571711
J.P.Martin Aviacao Ltda.
RGV Aviation Ltd.
Av. Olavo Fontoura, 780
Gloucester Airport
Campo de Marte
Hangar SE40
CEP 02012-021
Cheltenham GL51 6SP
Sao Paulo-SP-Brazil
United Kingdom
Tel: +55-11-3538-2555
Tel: +44-145-2855501
Hangar Uno, S.A.
Piper Generalvertretung
Aeropuerto Internacional
Deutschland AG
San Fernando
Flughafen Kassel
1646 San Fernando
Calden D 34379
Buenos Aires, Argentina
Germany
Tel: +54-11-4714-8100
Tel: +49-5674-70452
Single Air
Aeropuerto Del Norte - Hangar ARLT Aircraft Services
Flugplatz, Halle 4
45
Worms, DE-67547
AP Carretera Monterrey
Germany
Apodaca, Mexico
Tel: +49-624-1-23373
Tel: +52-81-8342-7020
AAC Austrian Aircraft Corp.
Flugplatz Vosleau
Osterreichische-A-2540 Austria
Tel: +43-225-2790894
AAC Austrian Aircraft Corp.
Flughafen Graz
A-8073 Feldkirchen
Austria
Tel: +43-316-296149
AAC Austrian Aircraft Corp.
Flughafen Linz, Hoersching
Osterreich A-4063
Austria
Tel: +43-722-164532
UNI-FLY
Odense Airport
Hangar 37
Odense DK-5270
Denmark
Tel: +45-6595-55044

Piloten Service, Robert Rieger
GmbH
Flugplatz Wallmuehle
Atting D-94348
Germany
Tel: +49-942-9716
Piloten Service, Robert Rieger
GmbH
94474 Vilshofen,
Flugplatz 2
Germany
Tel: +49-854-18974
Piper Maintenance GmbH
Flughafen Kassel
Calden 34379
Germany
Tel: +49-567-470480
Porta Air Service GmbH & Co. KG
Flughafen 9
Porta Westfalica D 32457
Germany
Tel: +49-573-176730

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

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

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

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

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

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

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

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

JB Investments Ltd
U1. Redutowa 10
Warszawa 01-103
Poland
Tel: +48-227-369919
OK Business Aircraft, s.r.o.
Airport Příbram
Drasov 201
261 01 Příbram
Czech Republic
Tel: +42-31-8690644
Diamond Aero Srl.
Via Salaria 825,
Aeroporto Roma Urbe
Roma, Italy 00138
Tel: +39-06-88644660

Vizyon Aviation Industry &
Trade Inc.
Anittepe Mahllesi
Gazy Mustafa Kemal Blv
No:137/3
Ankara Turkey
Tel: +90312 231 1226
Air Service Aircraft Maintenance
Flyplassveien 25
N-3514 Honefoss
Norway(Norge)
Tel:+47-21-999-708

Troyes Aviation S.A.R.L.
Aerdrome de BarbereySaint- Sulpice
10601 La Chapelle-Saint Luc
France
Tel: +33-32-5741537
Sim-Aviation
2nd Otdelenie s/za “ Solnechniy” 16
350012, Krasnodar, Russia
Tel: +78-61-2222200
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Mark Your
Calendars!

2017 MMOPA Fly-in Convention

Sept. 13-17
Charleston, SC

Charleston Executive Airport (KJZI)
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A Look Back

This Piper Malibu was Piper’s “show plane” for the 1986 model year.
It was photographed by Paul Bowen in 1985 near Seattle
from a T-Tail Lance with the rear doors removed.

P

Piper announced several improvements for the 1986 model year. The aircraft was upgraded with an electric
flap system that was smoother than the previous hydraulic system. Also in 1986, Piper replaced the hydraulic
gear system with one manufactured by Parker-Hannifin. Finally, the 1986 Malibu’s interior was offered in
leather, giving it true a cabin-class aircraft look and feel.
If you have an interesting PA46 photo to share on this page, contact Dianne White at dwhite@mmopa.com.

Photo courtesy of Paul Bowen
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Hartzell Propeller Inc.
Full Page Ad

Cutter Aviation
Full Page Ad

