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Looking Back,
Looking Ahead

H

appy New Year!
As I write this, we are winding down 2019 and preparing to bid
adieu to the decade that brought us the rise of the smartphone,
Tesla, consumer drones, streaming “content” and political Twitter.
It is also the decade that gave us ADS-B, the iPad and a plethora of
aviation apps to run on it, even more glass and integrated autopilots, a bona fide
pilot shortage, and Garmin Autoland.
Reflecting back on the past year, it has been an eventful one full of big
milestones and accomplishments for MMOPA. I’m incredibly proud of this
organization, its leadership through our energized board, and a membership that
is strongly invested in the success of every PA46 operator and the organization
as a whole.

Among our many achievements:

MMOPA Magazine (USPS # 22150) is
published bi-monthly by the Malibu M-Class
Owners and Pilots Association, (MMOPA),
2779 Aero Park Dr. PO Box 1810, Traverse
City, MI 49685, with design, printing, and
mailing services at VP Demand Creation
Services, 2779 Aero Park Dr., Traverse City,
MI 49686. Periodicals postage paid at
Traverse City, MI. POSTMASTER: Send
address changes to MMOPA, PO Box 1810,
Traverse City, MI 49685. Copyright 2020.
All rights reserved. No part of this publication may be reprinted or duplicated without
the written permission of the Executive Director.

• Successful 2019 Convention in Amelia Island, FL, in spite of hold a convention
only six months prior. MMOPA moved its convention to the spring to avoid
hurricane season and the overly crowded fall convention months;

MMOPA and Publisher cannot accept
responsibility for the correctness or
accuracy of the matters printed herein or
for any opinions expressed. Opinions of the
Editor or contributors do not necessarily
represent the position of MMOPA.
Articles or other materials by and about
organizations other than MMOPA are
printed in MMOPA Magazine as a courtesy
and member service. Except as expressly
stated, their appearance in this magazine
does not constitute an endorsement by MBG
of the products, services or events of such
organization. Publisher reserves the right to
reject any material submitted for publication.

• Initiated an M600 working group that evolved into a quarterly update call with
Piper. Since then, Piper has taken ownership of running the calls;

• For the first time, MMOPA conducted spin awareness introductory flights in
partnership with Patty Wagstaff Aviation Safety at the 2019 Convention;
• First-ever nationwide Safety Stand Down held in seven locations around
the country;
• The presentation of the first class of members who completed requirements for
the Master Aviator Program, MMOPA’s signature safety program;

• First “MMOPA Uncowled” owner-maintenance event held at Malibu Aerospace;
• Creation of several important committees who examined critical issues such as
Garmin G1000 NXi certification and insurance;
• Creation and launch of an all-new MMOPA website incorporating a visually rich
design, video and features. The new site also takes advantage of search engine
optimization to improve MMOPA’s reach to those looking for information on
the PA46 family of aircraft;
• An extensive member survey, which will drive many of MMOPA’s future activities;
Continued on page 7
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MMOPA Member Guide
Malibu M-Class Owners & Pilots Association

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.

18149 Goddard St.
Overland Park, KS 66013
www.mmopa.com
mmopasafety.org

ANNUAL CONVENTION: Each year, PA46 pilots and

MMOPA Executive Director
Dianne White
dwhite@mmopa.com

enthusiasts gather for a four-day event featuring seminars,
vendor trade show and social activities. The convention is open
to MMOPA members and nonmembers.

MMOPA SAFETY & EDUCATION FOUNDATION: A 501(c)(3)
The Malibu M-Class (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, Matrix, M350, M500
& M600) aircraft. MMOPA was founded in 1988, and now
serves nearly 1,000 members. MMOPA is not affiliated with
the Piper Aircraft, Inc., of any other manufacturer/vendor.

GARMIN ONEPAK/PILOT DISCOUNT: A MMOPA-exclusive

Membership is available to any registered or
prospective owner and/or operator of qualified aircraft
or any qualifying individual or organization involved with
or providing a service for the PA46 family of aircraft.
Dues are $250 annually and includes a subscription to
MMOPA Magazine, access to the MMOPA members
website and forums, Jeppesen subscription discounts,
and eligibility to attend MMOPA events and activities
(additional fees may apply to some events).

program. Members receive discounts on OnePak U.S. &
Americas Standard + FlightCharts, and Garmin Pilot & Pilot
U.S. Premium.

JEPPESEN SUBSCRIPTION DISCOUNT: Members receive
a 20% discount off annual data subscription and 50%
off Trip Kits for electronic charts outside your standard
geographic region for 28 days. Also 10% off training and
pilot supplies.

MMOPA Training Directory: MMOPA Vendor Members

Member-Only Benefits & Services

MMOPA ONLINE FORUMS: One of the most active online
forums in general aviation, the MMOPA forums has dozens
of messages posted each day. It is the ideal place to discuss
ownership, safety, operational and maintenance topics,
absorb information or get any question answered.
MMOPA HOTLINE: Members have access to experts to
answer questions regarding airframe/engine, avionics, legal
issues and general membership.
MMOPA LIBRARY: The MMOPA website has an in-depth
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who have represented that they offer type-specific initial and
recurrent PA46 training with an insurance-approved syllabus.

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

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

°
•

library with a variety of maintenance instructions and

6

charitable entity, the Foundation is an independent entity that
is dedicated to engaging with MMOPA members to help them
operate their PA46 aircraft in the safest possible manner.
The foundation’s sole purpose is to promote, support and
fund safety initiatives, programming, resources and tools. In
addition, it may include direct vouchers to MMOPA members
who attend qualifying training programs.
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Continued from page 3
• Unveiling of the MMOPA Vision Video that provides a look back at the
organization’s beginnings and lays out the vision for the future;
• Launch of monthly MMOPA Direct e-newsletter that provides updates and news;
• Publication MMOPA’s second Safety Annual that included a safety scorecard,
accident review and key safety information;
You may recall earlier this year in an Editor’s Note, I pointed out that the
MMOPA’s mission can be distilled down to three words:
Safety – Promote the safe and professional operation of the PA46;
Advocacy – Represent and advocate for the best interests of PA46 owners;
Community – Provide opportunities for owners, stakeholders and
partnering companies to connect with each other and celebrate our shared
passion for aviation and the PA46 aircraft.
Every resource, initiative, program, convention, or investment of time and
energy need to align with one of these three tenets. If it doesn’t, we don’t do it.
Looking into 2020, we have even more in store for members, including:
• Two Safety Stand Downs – spring and fall – planned. The spring event is
scheduled for April 18, so mark your calendars now.

AOPA Finance
Full Page Ad
1/4 pg 4/C
39
21

• Members in Europe – fear not! We plan to activate safety events for you in the
coming year. Stay tuned for details! (Really, I promise.)

30
30

• Building on the success of the first event, we will hold at least two MMOPA
Uncowled owner-maintenance events;
• An outstanding convention May 27-31, 2020 at the Westin La Paloma in Tucson,
AZ. We have a few surprises that will be announcing early in 2020. Look for
registration to open around March 1.

Become a Lifer

www.aopafinance.org/
TURBINE

As you will read in this issue, we also are rolling out two membership levels
in addition to the traditional annual membership. You can now sign up for a
three-year membership for the cost of $750. Or, show your commitment and
support of MMOPA by signing up for the Lifetime Membership for $1,750.
Lifetime Members receive subscription to MMOPA Magazine and access
to the Forum for life without having to hassle with renewing. In addition,
Lifetime Members will take part in a private reception at the Convention,
receive recognition in the magazine and receive a special gift box containing
premium, logoed items, including a custom Yeti, a luxurious blanket/throw
for your plane, and a high-quality weekender bag, and more. To sign up, go to:
www.mmopa.com/register/lifetime-membership.
As always, your executive director is at the service of you, the membership.
Should you have a question, concern or particular challenge any aspect
with your aircraft ownership, please don’t hesitate to reach out anytime to
dwhite@mmopa.com.
Here’s to 2020 – Let’s make it a great one.

°
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PRESIDENT'S LETTER

by Ryan Oltman

Proud to Be Your
New Board President

H

Flying Association (NIFA) competitive flight team for
appy New Year! I hope everyone had a safe and
several years. The competitive flying team was my first
wonderful holiday season.
experience with an organization that actively taught and
Back in October the MMOPA board of directors
discussed aviation safety. Our training required us to
elected me the next president of MMOPA. First
practice regularly, flying a minimum three times a week.
and foremost, I must thank Randy James, outgoing
We learned to manage Special VFR operations and how
MMOPA President. Randy provided his time, leadership
to safely taxi on ice-covered surfaces during some harsh
and skills to navigate MMOPA through the changes and
Illinois winters. In addition, it would culminate twice a
challenges it was presented with over the last three years.
year with competitive flying events between participating
Randy, thank you.
schools. Some of the events included power on and power
With a change in leadership, it probably would be best to
off spot landings with competitors all flying different
introduce myself, give a bit of background and hopefully
types of aircraft as a single flight of five, in the pattern,
expand your perception of me beyond that of the MMOPA
at the same time. The competitions at times involved
convention golf coordinator.
weighing safety and winning as the
My wife (Kathy Yeater) and I will
I am honored to be your President,
competing aircraft could be less
be married for 20 years next fall.
to continue advancing the mission of
than a few hundred yards in trail.
While Kathy is not a pilot, we are a
With thousands of spot landings
team in all things including aviation. MMOPA. The previous leadership has
done an excellent job navigating some and a hundred or more hours in the
As children we both were raised on
challenges and establishing MMOPA
simulator practicing for competitive
farms, and my grandfather had a
events,
this team showed me how
ranch in western Colorado where I
on an excellent course. From bringing
to train and focus every time I flew.
spent summers working. We now live
onboard Dianne White our executive
in Williamsburg, Virginia, where we director, to twice updating our website In addition, I learned how to create
personal standards, grade every
enjoy golf in our spare time. I invite
to keep up with the ever-changing
flight, and most importantly how to
anyone passing through the area to
digital landscape we currently live.
feel and listen to an airplane.
reach out to us and if possible, we’d
After college I took a job with a flight simulator
love to get in a round of golf.
manufacturer. Promptly Kathy and I bought one-tenth
My aviation obsession began with me taking my first
of our first airplane, a 1964 Piper Cherokee 180. This
lesson back in 1990 in central Illinois, just prior to my 15th
educated us in ownership issues (with at times conflicting
birthday. I worked through high school paying for my
interests), from engine overhauls, paint, interior and
flight lessons. I soloed at age 16 in Montrose, Colorado and
avionics. Seeking out flying challenges after buying the
obtained my private pilot’s license at 17.
Cherokee, I found a Pitts S-2B owner and subsequently
Over the years, I’ve had amazing experiences flying. One
took about 10 hours in aerobatic and spin training.
of my favorite memories shortly after completing my PPL:
From this training, I obtained my tailwheel and highI recall renting a plane and flying a friend to Meigs Field
performance signoff in the Pitts. After selling our share in
near downtown Chicago. We parked the plane and walked
the Cherokee, we upgraded to bigger and faster planes over
over to Soldier Field for a Sunday night Chicago Bears
the years, and we now own a 1988 Piper Malibu.
football game. This was the first time I ever had to pay a
I have spent my career in some form of flight simulation
landing fee: $28 if I recall correctly. I don’t recall who won
and its applications. This work includes everything from
the game, but I’ll never forget taking off at nearly midnight
fight testing through government certification. I have
to the north and initially turning out over the vast and
modeled the aerodynamics and aircraft subsystems
very dark Lake Michigan. As I turned back toward the
on small general aviation aircraft, wide-body fly-by
southwest, the view of the city lights was spectacular.
wire commercial airliners, modern fighters and nearly
In college, I studied aeronautical and astronautical
every flying object in between. I currently oversee the
engineering at the University of Illinois. While there,
simulation technologies at my company and provide
I was able to compete with the National Intercollege

8
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PRESIDENT'S LETTER
subject matter expert support to key industry partners.
I have been an invited speaker to the Royal Aeronautical
Society, and actively participate in FAA, DoD, EASA
and ICAO sponsored activities. This includes serving
on working groups to shape the future pilot training
requirements. My company is an international leader
in high angle-of-attack flight model analysis and
development. One application I am most proud of is
that we provide Level D flight simulator flight envelope
expansion for upset prevention and recovery training
(UPRT), to meet the new FAA and EASA training
requirements for Part 121 operators.
With MMOPA’s core pillars being Safety, Advocacy
and Community, my focus during my tenure will be to
increase the value of your MMOPA membership without
compromising our core pillars. I plan to increase MMOPA’s
exposure across our industry, including manufacturers,
service providers, insurance, and regulators.
From a safety standpoint, with the initial success of the
Master Aviator’s program, we need to make sure every
MMOPA member has the opportunity to participate. For
those members on the fence, I hope we can convince you of
the value of participation.

As PA46 owners we appear to face a few issues on
the insurance front. This includes the recent increase
in rates and the lack of availability for some members.
With the recent formation of an insurance committee,
MMOPA has started to communicate directly with
insurance underwriters. While insurance rate reductions
are probably not imminent, we definitely have had
constructive dialogs and will continue to work to
advocate MMOPA’s programs and initiatives.
As our existing airframes age, the equipment, especially
integrated avionics suites, may become difficult to support,
source and/or repair. While Piper has done an exceptional
job providing parts, we have seen isolated instances where
some suppliers have been unable to deliver. To date there
have been solutions through alternate vendors or upgraded
components. MMOPA will continue to facilitate efforts
to keep all the PA46 airframes airworthy and relay these
options to our members.
In conclusion, as your MMOPA president, I hope to
create some more amazing aviation memories. I look
forward to meeting as many of you as possible. May 2020
be a safe, generous and prosperous year for everyone.
Safe travels.

°
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You Expect More. We Deliver More.
SALES | SERVICE | PARTS | AVIONICS

Flightline Group Inc.

Take a Look at the New M600SLS

Full
PageSystem
Ad
Introducing the HALO
Safety
Taking Peace of Mind to a 41
Whole New Flight Level
9
The new HALO™ Safety System recalibrates the scale of safety
25 by incorporating innovative technology designed to
enhance situational awareness while also providing autonomous safety features that can engage automatically or
25
manually if ever needed. Incorporated as a standard feature on all new M600SLS aircraft, HALO includes the most

www..com
 Garmin Autoland: If necessary, HALO takes over
the controls and guides the aircraft to the nearest
runway for a precision landing.
 Automatic Level Mode: Returns the aircraft to a
wings-level attitude with zero vertical speed at the
push of a button.
 Autothrottle: The M600SLS includes a fully
integrated, standalone auto throttle, reducing
pilot workload. The single-lever autothrottle
automatically adjusts the aircraft’s power settings
to the landing approach.
 SurfaceWatch: Clear visual and aural cues
direct you to the correct runway on takeoff and
approach.

 Hypoxia Recognition System with Automatic Descent
Mode: Monitors pilot interaction when autopilot is
engaged at cabin altitudes above 14,900 feet. If needed,
the system brings the aircraft to a lower altitude to
allow recovery from hypoxia.
 SafeTaxi: A highly detailed, georeferenced airport map
shows an overlaid map of hold short lines.
Syncs with SafeTaxi maps to display

all ADS-B equipped aircraft and ground vehicles for
increased situational awareness.
 Flight Stream 510: A wireless gateway that streamlines
mobile device from the G3000 avionics system.

Contact us to Order Yours Today
877.359.7473
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MMOPA Partners
Thank you to our valued Partners for your support of our organization.

SILVER

PLATINUM
Piper Aircraft

Advocate Consulting Legal Group

GOLD

GARMIN International

Bendix/King

Hartzell Propeller
ICON Aircraft

BRONZE

Jeppesen

Falcon Insurance of CA

Jet Shades

Hardy Aviation Insurance

JetAVIVA

Patty Wagstaff Aviation Safety

Lone Mountain
Mead Aircraft Services
Malibu Aerospace

12
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COMMUNIT Y BUILDING

WELCOME NEW
MMOPA MEMBERS

Rolf Adam, Munich, Germany
Shane Alexander, Scottsdale, AZ
Brad Ammann, Lomita, CA
Sean Armstrong, El Segundo, CA
Lee Bagley, Rome, GA
Robert Baker, Fort Worth, TX
Morris Bates, Chevy Chase, AL
Kristin Berg, Bend, AL
Josh Berman, College Station, TX
Tod Bloxham, Tacoma, WA
Michael Bodell, Salt Lake City, UT
Greg Boys, San Antonio, TX
Doug Brown, Heath, TX
Bruce Bulloch, Newport Beach, CA
Christopher Ceplecha, Fort Worth, TX
Matthew Churchill, Lakewood, NY
Steve Coleman, Salt Lake City, UT
Jonathan Colton, Knoxville, TN
Andrew Cordonnier, Provincetown, MA
Keven Cournoyer, Port Orange, AL
Todd Crossley, Kansas City, MO
Robert Devrnja, Louisville, TN
Keith Diamond, Fort Worth, TX
Dan Dimond, Indianapolis, IN
Frank Eschbach, Danville, AL
Garth Evans, St. Andrews, Manitoba
Craig Evans, West Linn, OR
John Fischer, Waukesha, WI
Ryan Fraley, Lake Nebagamon, WI
Laurent Gauthier, Frankfurt, Germany
Zim Harry, Seattle, WA
James Hartung, Cross Plains, WI
Stefan Hild, Langnau am Albis, Switzerland
Timothy Hopper, Houston, TX
Keith Isaacson, Newton, MA
Jeff Jeffries, Martinez, GA
Jeff Johnston, Hephzibah, AL
Patrick Jones, Phoenix, AZ
Timothy Jordan, Alameda, CA
Mark Karampelas, Treasure Island, FL
Rian Keller, Hillsboro, OR
Ray Koenig, Wichita, KS
Adam Komar, Kaunas, Lithuania
Scott Lauridsen, Baldwin City, KS

Phil Lizotte, Palm Coast, FL
Miro Majorek, Mountain View, CA
Aaron Marshall, Waukesha, WI
Brent McCall, Sandia Park, NM
Larry McCarroll, Ponce Inlet, FL
Ed McDevitt, Naperville, IL
Mike McLean, Phoenix, AZ
John Moalli, Friday Harbor, WA
John Moore, Vero Beach, FL
Rob Norton, Coeur d’Alene, ID
Kristjan Olafsson, Orlando, AL
Wesley Oliphant, Palm Desert, CA
J.R. Osborne, Greenwood Village, CO
Cory Pfannmuller, Grande Prairie, Alberta
Alexander Pichler, Kilchberg, Switzerland
Chris Pittman, Lawton, AL
Aaron Pool, Houston, TX
Michael Rahn, Montgomery, TX
Alexander Ridings, Bayonne, NJ
Thomas Rosenthal, Baltimore, MD
Marcin Rosinski, Bielsko-Biala, Poland
Edward Rowe, Wichita, KS
Brian Rowser, Alpine, WY
Bob Rupczynski, South Barrington, IL
Ted Ruscitti, Sewickley, PA
Nick Small, Miami, FL
William Smith, Key West, FL
Matthew Stovern, Webb City, MO
Vladimir Sushko, Sea Cliff, NY
Scott Tankersley, Fort Worth, TX
Jason Terp, Bainbridge Island, WA
George Turner, Duxbury, MA
Jouni Uusitalo, Rockwall, TX
Ronald Van Dusen, Eagle River, WI
Vladimir Vasyliev, Kyiv, Ukraine
Wilfried Von Rath, Augsburg, BY
Frederic Viilleumier, Geneva, Geneva
Daniel Weller, Vancouver, WA
Alice West, Martinez, GA
Ryan Wheless, The Woodlands, AL
Timothy Wolf, Rockwall, TX
Chip Yates Aliso, Viejo, CA
Tomasz Zielinski, Warsaw, Poland
* As of Dec. 29, 12019
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SAFETY

Master Aviator
Program Quick
Reference Guide
Ending PA46 Accidents

MMOPA
Safety
Committee

The Master Aviator Program is a
safety initiative that addresses key
areas of flight operation that directly
contribute to increased safety of the
PA46 pilot. It provides a path forward
for training beyond the insurancerequired annual recurrent event.
Developed through accident
analysis and collaboration of
the MMOPA Safety Committee,

Joe Casey,
Committee Chair, PA46 CFI
Ryan Oltman,
MMOPA President

Areas of Emphasis

Charlie Precourt,
former space
shuttle commander,
CJP safety committee
chair, former PA46 owner

1. Pilot Flight Experience – Many
pilots in the PA46 community are
not flying often enough. Those
pilots that average more than 100
hours in the previous year tend
to perform well at training events.
There appears to be an exponential
decrease in piloting performance
for those pilots that average
less than 100 hours/year, and a
minimal increase in performance
for those pilots that fly more
than 100 hours/year. MMOPA
encourages pilots to fly more than
100 hours/year.

Dave Bennett,
MMOPA Director
Hank Gibson, CFI
Bill Inglis, CFI
David McVinnie, CFI/DPE
David Purvis, CFI

2. Awareness and understanding
of the stall/spin accident – A stall/
spin accident in a PA46 always
results in a fatality. Oftentimes the
stall/spin accident is precipitated
by other factors in flight
(engine loss of power, autopilot
mishandling, icing conditions,
skidding turn, etc.), but the end

14
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the program honors those pilots
who elect to participate and
rewards those who progress
through the three levels:
Aviator, Senior Aviator and
Master Aviator.
Members will be awarded
their “Wings” during the opening
ceremonies of the MMOPA
Convention.
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result is always a fatal stall/spin if
the pilot mishandles the situation,
especially from low altitude. The
instructors seek to increase the
understanding of the stall/spin
accident and also provide a greater
understanding of the proper
recovery from a stall/spin situation.
3. Flight operations in the runway
environment – There are far too
many accidents in and around
the runway, oftentimes during
the takeoff or landing phase of
flight. These accidents are rarely
fatal, often costly, and entirely
preventable. They include nose
gear collapses, brake failures,
crosswind landing mishaps, tire
failures, and poor flight technique
(improper/poor rudder control
and/or drift from centerline) near
the runway.

Master Aviator Requirements

Aviator

Senior Aviator Master Aviator

Master Aviator Retention

InsuranceApproved Training

Complete initial
training program

At least one
recurrent event

At least 2 recurrent events in
the last 2 years.

Continued annual recurrent

PA46 Flight
Experience

100 hours

200 hours

300 hours

100/hours per year

Mid-Year Training Event

Upset/Recovery
(Stall-spin) Training

Tailwheel
Endorsement

Additional training event (new
rating, license, course, etc.)

Completed Aviator
requirements

Completed Senior Aviator
requirements

*Mid-Year
Supplemental
Training
Progression
Convention
Attendance

MMOPA Convention attendance required within the last 3 years

Accident/Incident
History

No accidents/incidents or infractions within the last 3 years.

Attendance encouraged

* Mid-Year Supplemental Training will greatly increase the knowledge and skills of PA46 pilots, especially pilots new
to the PA46. MMOPA strongly encourages pilots to attend Mid-year training provided by approved vendors. Ideally
this training will occur within 4-8 months after initial or annual recurrent training. A Mid-Year training event must be
approved by the Safety Committee. Approved events include the MMOPA Safety Stand Down, MMSTF, John’s
Class, or approved curriculum taught by a MMOPA-endorsed CFI.

MMOPA $400 Stipend
MMOPA believes in the training required to achieve the status of Master Aviator. As such, MMOPA will
assist MMOPA members in the pursuit of the Wings by providing stipends to assist in the payment for
some training events. $400 Stipends are available with the following guidelines and stipulations:
• Only one can be used each year
by any MMOPA member;
• A request must be submitted
through the MMOPA
Executive Director;
• Stipends will only be awarded at
approved training vendors;
• The Stipend will only be awarded to
those pursuing the requirements of
the Master Aviator Program.
Apply for the Master Aviator Award online by going to:

www.mmopa.com/safety/master-aviator-program
/master-aviator-award-application
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2020 Safety
Stand Down Date Set
Mark your calendars – the next nationwide
MMOPA Safety Stand Down will be held:

Currently the Safety Committee is finalizing locations,
instructors and topics. Look for more information
in upcoming issues of MMOPA Magazine & MMOPA
Direct e-newsletter

°
•
“MMOPA Uncowled”

Saturday, April 18, 2020.

Set for March 21, 2020

T

he first MMOPA Uncowled owner-maintenance event for 2020 has been scheduled.
This one-day owner-maintenance clinic
is essential for owner-pilots who are
committed to the safe, efficient operation
of their aircraft. Come learn from the best
PA46 experts in the industry. During this oneday session, you will have the opportunity to
learn more about maintaining, operating and
troubleshooting your aircraft as our experts
take you through both a piston and turbine
“uncowled” aircraft. You’ll hear the latest
developments from Garmin & get a 1-hour
safety brief.
Date: Saturday, March 21, 2020

Time: 9 a.m. – Arrivals & get acquainted over
coffee & donuts
10 a.m. – 4 p.m. – Seminar

Location: Johnson County Executive Airport
(KOJC), Olathe, KS
Host: Kevin Mead, Mead Aircraft Services
Speakers will include:
• Kevin Mead, PA46 maintenance expert
• Robert Winchcomb, manager, Pratt & Whitney Canada
PT6 Customer Service
• Peter Wilkinson, Pratt & Whitney Canada PT6 Customer
Engineering
• Garmin International
• Safety brief by PA46 CFI Chris Carmody
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Lunch will be provided.
There will be free parking and a significant fuel discount
for attending members. Door prizes will be given out as
well. Mark your calendars – you won’t want to miss this
great learning opportunity!
For information and to register, go to:
https://uncowled.eventbrite.com.

°
•

New Membership
Options Available

W

Introducing the Lifetime Member

e are excited to
introduce a new
membership level: the
MMOPA Lifetime
Member. This
membership shows your commitment
to MMOPA’s mission with the added
benefit of never paying dues again.
One-time cost: $1,750
As a Lifetime Member, you
will receive:
• MMOPA Magazine and access to the
members-only forum for the rest
of your life, eliminating the hassle
of renewal;

Show your support of MMOPA
by considering becoming a
Lifetime Member.

Other Member Options
Over the last several years,
MMOPA has worked to increase
the value of your membership
through new benefits, more safety
programs and events beyond the
annual convention. We’ve also upped
our game through advocacy efforts
and member communications.
Additionally, we now have a full-time

• Lifetime Membership certificate for
your home or office;
• Recognition at the convention with
special “Lifetime Member” badge,
and a private reception;

professional executive director who
is engaged with industry, OEMs and
working with members on a daily
basis. Finally, MMOPA has worked
to enhance existing benefits you
receive, such as an all-new website,
online Forum, MMOPA Magazine,
among others.
For more than a decade, MMOPA
has held one-year dues steady even
as costs of running our growing
association have not. In an effort to
streamline membership renewals,
we are rolling out three new options
for members:
One-Year Membership: $275
Three-Year Membership: $750
($250 per year)
Each of these memberships will
automatically renew with the credit
card you provide.
Questions? Comments?
Contact Dianne White
at dwhite@mmopa.com

°
•

• An extraordinary Lifetime Member
gift box containing high-quality
MMOPA Lifetime Member-logoed
pilot gear & apparel;
• Recognition in MMOPA Magazine.
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Installing AeroMech’s
RVSM STC

T

he new AeroMech RVSM STC
for the Meridian, M500 and
M600 now allows those aircraft
to access altitudes of 28,000
to 30,000 feet. After lengthy
discussions with AeroMech, we
acquired the equipment and training
to perform the STC.

What’s involved in getting your
aircraft RVSM-certified

by Todd Theulen, Technical Sales Advisor, Des Moines Flying Service
if it is within limits. If not within
limits, they will instruct you on how
to repair the skin to make it pass the
tolerances needed.
Our aircraft passed without issue
and we received a conformity letter
stating this. We then had to recertify
the altimeter to the standards given
within the STC to 30,000 feet. Once
these procedures are done and have
passed, it’s paperwork time in the
form of an FAA 337 as well as
adding POH revisions to the
Supplement section.
Once completed, a test flight must
be performed to prove the autopilot
can hold a solid altitude for 20
minutes with less than a 65‐foot
deviation, which we all know the
GFC 700 in the M600 has no issue
doing. This can be done at any
altitude. Then it is on to RVSM
airspace where you will need to fly
for a minimum of 15 minutes or
more in level flight for a conformity
flight using the ADS‐B to monitor the
altitude performance of the aircraft.
We then needed to submit an
ADS‐B height monitoring request

We scheduled a time for the
AeroMech trainer to come to our
facility and teach our technicians
the process. The training for our
eight technicians took around three
hours during which they learned
how to use our newly acquired 3D
imaging camera and software.
Our first installation was on an
M600. The STC requires no hardware
or software changes to the aircraft.
We started the process by getting our
3D imaging equipment set up beneath
the lower static ports on the belly of
the aircraft. The aircraft cannot be
moved during this process. Once the
camera and attached laptop computer
with the software is all connected, it
is time to calibrate the camera. This is
the most time-consuming part. Once
calibrated we take a series of images
of the lower static ports of the aircraft
allowing each picture to overlap the
last. By doing so the software can
compile these pictures into one very
accurate image. This image and
the measurements are then sent to
AeroMech where their engineers
will analyze the data to determine
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form to the FAA to ensure the aircraft
is meeting the altitude requirements.
This process can take up to four
weeks for the FAA to send you the
compliance letter to you. During this
waiting time you can still operate in
RVSM airspace (AC 91‐85B).
During the test flight at 30,000 we
had a cabin altitude of 10,600 feet
and a cabin pressure of 5.5 PSI. You
will get the 10,000 light and audible
chime, but you can acknowledge
the alarm, and it will silence with
the 10,000 light staying on as a CAS
message in yellow.
While the aircraft is now RVSM
certified, there is still a requirement
for the operator of the aircraft
to take an online RVSM Pilot
Certification Course. There are
many different ones that can be used
ranging from $40 to $199, which
takes roughly an hour to complete.
Due to the new ruling with ADS‐B
as long as the aircraft is RVSMequipped and has a qualified ADS‐B
system, you do not need a specific
authorization to fly RVSM (LOA).

°
•

Epic Aircraft
Fvull Page 4/C Ad
35
11
39
28
www.epicaircraft.com

M M O P A

M A G A Z I N E

J A N U A R Y

/

F E B R U A R Y

2 0 2 0

19

SAFETY

Survey Says…

Members Share Views on MMOPA, Key Issues

F

or the first time in several
years, MMOPA conducted
an in-depth member
survey to gain insights into
member demographics,
perceptions, opinions and key
issues concerning owners. A
total of 381 participated in the
survey, with 336 being ownerpilots of PA46s, resulting in a +3%
margin of error. The participants
represented a good cross-section
of PA46 models, with even
distribution of owners when
factoring in fleet size.

Q4 What is your total time? (all aircraft types)
100%
80%
60%
40%
20%
0%

Demographics

More than
10,000

Commercial
Multi-engine
CFI/I

• 26% have a tailwheel endorsement;
15% have some other type of rating,
such as rotor, sea, glider, and even
hot air balloon;

ATP
Tallwheel

• >50% train with an MMOPA CFI;
one-third go to formal sim training;

Type rating
Other (please
specify)

• Two-thirds take part in additional
training beyond their annual
recurrent;

J A N U A R Y

5,000 10,000

Instrument

• 37% have a commercial rating; 11%
have an ATP;

M A G A Z I N E

2,5004,999

Private

• 83% have greater than 1,000 total
flight time, and 62% flew >100
hours in 2018;

M M O P A

1,0002,499

Q6 What certificates and ratings do you hold?
(check all that apply)

• The majority of our pilots are aged
50-69 (68%), with 18% below 50
and 13% 70 or older.
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MMOPA Membership Survey

Q12 Why did you join MMOPA? (mark all that apply)
Answered: 356

Skipped: 12

100%
80%
60%
40%
20%
0%

To learn
more
about
my
aircraft

To
improve
my
piloti...

To meet
other
PA46
enthus...

To find
training
resources

To get
help with
aircraft
owners...

ANSWER CHOICES
To learn more about my aircraft
To improve my piloting skills and safety
To meet other PA46 enthusiasts
To find training resources
To get help with aircraft ownership, maintenance, and operations
To take advantage of discounts and vendor offerings
Other, please specify
Total Respondents: 356
• One-third do no additional training beyond the annual
recurrent;
• Nearly half have been to an MMOPA Convention in the
last 3 years.

Opinions About MMOPA
• The top reasons members joined MMOPA is to learn
about the PA46, get help with ownership, maintenance or
operational issues, and to improve his/her piloting skills &
safety. More than 60% said meeting other PA46 enthusiasts
were a top reason.

To take
advantage
of
discou...

Other,
please
specify

RESPONSES
91.29%
69.94%
61.24%
51.69%
84.27%
28.09%
5.62%

325
249
218
184
300
100
20

• In the comment section, members were not shy about
sounding off. Among the most common responses, members
want more weekend regional events and relentless focus
on improving safety among all PA46 drivers. In addition,
international members want more focus and attention on
the issues that affect them.
• Members were asked to choose the words that most
accurately describe MMOPA. The word cloud below
represents the responses, with the biggest words receiving
the most “votes.”

• Members cited the top MMOPA benefits (in order of
importance) are: website forum; issues advocacy; connecting
with other PA46 owners/vendors; and website resources.
Discounts were listed last.
• Regarding the top issues: the safety record of the PA46
was cited most often followed by cost of insurance, parts
and maintenance. Support for aging airframes/avionics
& available of good training programs was in the middle
of the pack.
• When asked to rank the value received for the annual
membership dues, more than half answered “excellent,”
with another 35% answering “good.”
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Q15 Please rank the value received
for your annual membership dues.
100%
80%
60%
40%
20%
0%

n Excellent

n Good

n Fair

n Poor

Here is a selection of comments that
members shared on the survey:

“Transition training is extremely important. It was a big
step up from my Cherokee six to Malibu. The first 200 hrs
in the plane is extremely important. Anything we can do to
support new pilots!”

“Improving safety will likely require out-of-the box
thinking and innovative ideas.”

“Could do a lot better on social media. I owned a Mooney
before and members were extremely active and helpful
on social media. The forums are great but often the
messaging goes off topic and it is very difficult to search for
relevant topics.”
“Provide better engagement for new owners, particularly
those with low time, experience.”

Initial / Recurrent
Flight Training
RJ Tutt
Aviation
Factory
Direct
Full
Page AdModels

“Doing a good job.”

Malibu – Mirage – Matrix
Fullpg
Page
Ad
Meridian
– JetPROP
1/4
B/W

“As a European member I feel somewhat on the fringes
of the organisation. Although difficult, it would be
good to build some initiatives which are focused on the
international element of the membership.”

M350-M500-M600
10
31
Garmin G500/600 legacy & Txi
38
Serving the West38
Coast Since 2000
42
Insurance41
Approved!
30
37

RJ Tutt Aviation
www..com
www.rjtuttaviation.com

Stockton, CA (KSCK)
209-482-7433
rjtuttaviation@comcast.net
www.rjtuttaviation.com
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“We need to do a better job of
marketing our group as a resource
for transitioning pilots to the PA-46
aircraft. The aircraft is incredible once
you fully understand its capabilities
and limitations. Unfortunately, we
have several tragic examples of
transitioning pilots that made fatal
and unnecessary mistakes (e.g., the
father and son that were lost off the
Florida coast this past year - likely
due to not understanding the icing
limitations of the aircraft). For instance,
I had to take the initiative to reach out to MMOPA versus
the association tracking new purchases and proactively
reaching out to those pilots to showcase what MMOPA
has to offer the transitioning pilot. In addition, we need to
promote more recurrent training programs that integrates
the understanding and operation of the various systems
(including a demonstration of actual components - like the
operation of the pressure vessel safety valves or other similar
components). The more operators (pilots) understand their
equipment, the safer the operation will be.”

“Vlog episodes, podcasts, other ways to reach out to the
membership and owners that perhaps aren’t members, but
still flying the PA46. We all suffer when poorly trained
pilots damage aircraft by increasing insurance costs and
decreasing insurance markets; not to mention the “stigma”
that can go with an aircraft type that has a bad history.”

View the full results by visiting this link:

https://www.surveymonkey.com/stories/SM-2HXB9Z27/

°
•
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Piper Aircraft Inc.
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Size Matters

An in-depth review of airframe icing fundamentals.
by Joe Casey

I

think it is high time that the aviation training community rethinks the manner in which we teach about
airframe ice. The bottom line is that you’ve been
lied to since you were in elementary school. You’ve
been told that water freezes at 32F (zero C). While
this would be the right answer on an elementary school
test, it is an incomplete answer in the real world for a real
pilot, especially when you’re in the left seat of an airplane
descending through soupy undercast with fuel tanks only a
quarter full listening to the other pilots whine of moderate
icing on the instrument approaches. Water doesn’t freeze at
32F…it freezes at 32F when the pressure is just right.
The problem is that pressure is left out of the equation
in nearly every discussion about freezing water, and this is
why pilots get confused.
With your kind indulgence, I’ll now enter the confessional
and tell of a story where I almost made a starring role in
Manny Casiano and Dave McVinnie’s annual accident
reports. I remember a flight when my whole family (five
people) was onboard a Mirage flying from Michigan to
Florida. We were leaving the cold of Michigan and going
to the Orlando area to visit Disney. The kids were young,
excited and had no clue that I was about to put them into
serious danger. The upper-level headwinds were brutal so I
chose to fly at 4,000 MSL over the portions of the Midwest.
It was smooth and I was barely above an undercast. But,
as I progressed southward, the undercast rose to meet me.
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I entered the clouds slowly and thought nothing of it. All
the icing protections were on, so I felt comfortable. But, I
happened to glance up and noticed the airspeed decreasing.
I thought little of it, but soon the airspeed decreased more
and I looked at the wings and there was not a frosty ice
build-up, but a clear glaze over the wings. I pushed the wing
deice and shoved the power in all the way to 42 inches MP.
The airplane climbed barely. I was literally climbing at 100
KIAS at 100-200 fpm and shaking in my shoes. All I could
say was, “Come on! Come on! Come on!”
I reached the top of the clouds into the space between
layers and the ice literally shed off the airplane nearly
instantly (due to a sudden increase in temperature).
The Mirage surged forward and climbed normally. I got
out of that jam, but by the skin of my teeth. I was lucky,
blessed, or “it was just my day.” My judgment sucked and
so did my knowledge of winter flying. But, I’ve learned
much more since that day.
You’ve heard of SLD, right? Well then, what does SLD
stand for? Think about that before you read on…see if you
can answer that question correctly.

What does SLD stand for?

SLD, Pressure & Its Impact

Ninety percent of the pilots I meet will advise that SLD
stands for “Super-cooled Liquid Droplets,” and it does not.
SLD stands for Super-cooled LARGE Droplets, and
the size of the droplet is the enemy for you and your
SLD droplets are over 100 times bigger than
the droplets that create rime ice, and your FIKI
PA46 cannot handle the volume of ice accretion.
Your PA46 was not certified to fly in SLD. Below
is an example of a clear icing event.

When you fly in the atmosphere and hit that
tiny droplet of super-cooled water, it instantly
changes to ice because of the change in pressure. If the ice droplets are small, you get a
gazillion tiny specks of ice on your airplane, i.e.
rime ice.
airplane. Size does matter. SLD is a term that is broadly
misunderstood in aviation circles, but it is imperative that
every PA46 pilot understands SLD.
Let’s break each one of the words in SLD down into
digestible bits of knowledge. Super-cooled. What does
that mean?
Super-cooled water is water that is below freezing
temperature, but it is still in liquid form. In fact, ALL
airframe icing involves super-cooled liquid. All airframe
icing starts with water that is in liquid form below 32F.
Strangely, scientist have observed water to remain a
liquid at temperatures below minus 50C. Bottom line:
the conditions have to be right for water to freeze, and it
doesn’t just magically happen at 32F. It happens when the
temperature and pressure are right.
Think about it. If I were to go to the freezer and take out
a handful of ice cubes and throw them at your airplane,
they’d simply bounce off. Nothing would stick. Why? The
water is already frozen to a solid. In nature, this happens
frequently. We fly through snow, ice pellets, ice crystals,
and other forms of already-frozen solids frequently and
nothing sticks to the airplane. It either bounces off or is
so light that the propagation wave ahead of the airframe
Continued on page 28
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Continued from page 25
moves the ice in the flow of air away from your airplane.
I see this frequently in the dark or near-dark while flying.
You can see the flow of moisture in the light of your strobe
light. I use the strobe light often when I fly to see if the ice
is sticking or bouncing off the airplane.
But, water can (and frequently does) exist in the
atmosphere in liquid form when the temperature is below
32F. When this occurs, the water is simply awaiting a
change in pressure to change instantly to ice. Basically,
the water needs movement, or a slight change in localized
pressure. There needs to be a start to the “nucleation”
process. The molecules of water need a nudge to get them
to line up into the less-dense state of a solid. If you want
to start a neat personal aviation study, look up “water
nucleation” on a search engine. You’ll find some interesting
information that is going to have really big scientific words
that will thrill the intellectual, but bore the daylights out of
most pilots.

Ron Cox Aviation Services
Quarter Page B/W Ad
29
36
21
29
www.roncoxaviation.com
mailto:info@roncoxaviation.com
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But, if you are a “non-academia pilot” (like me) and want
to see a super illustration of water nucleation, go seek out
this link: flycasey.com/sld-icing-demonstration/
This is a video that was created by Dr. Tom Thomason,
a wonderful member of MMOPA (and a good friend) who
owned a Mirage for years, and then upgraded to a JetPROP
a few years ago. He lived in the high altitudes of Santa Fe,
NM and stumbled upon one of the best illustrations of
how super-cooled water freezes instantly when movement
occurs and created a video. Thanks Tom for the wonderful
training video! Go to the link now; the rest of the
discussion will make far more sense after you see it!
So, how does super-cooled water impact aviation (pun
intended)? When you fly in the atmosphere and hit that
tiny droplet of super-cooled water, it instantly changes to
ice because of the change in pressure. If the ice droplets
are small, you get a gazillion tiny specks of ice on your
airplane. It looks like frost and we call it rime ice. The
droplet size with rime ice is usually about the size of a
human hair in diameter, and your FIKI PA46 can handle
droplets up to the size of a ball point pen, about 50
microns, without being overwhelmed. Rime ice is “death
by a thousand cuts.” If you get enough of these small hits
of ice, the airframe will be laden with ice and the airflow
will not be “normal” and the performance of your airfoil
will lessen. But, rime ice is not the granddaddy of icing
problems you can experience. There’s worse.
Every FIKI-approved PA46 has the ability to defend
you against the “death by a thousand cuts” (rime ice) by
employing your icing systems. You can knock it off your
wings, divert it from your engine intake, and apply heat to
get it off your windshield/pitot tube/stall warning/prop.
Or, you can forget to turn on the above-said equipment or
have inoperative icing equipment and you’ll be rolling the
dice on whether or not that ice will take your airplane out
of the sky.
The wise pilot ensures that the equipment works, and
then applies those defenders early and often. During
airframe certification, your icing systems on your PA46
airplane proved to the FAA that it can withstand just about
any “normal size” droplet (up to about 50 microns), deathby-a-thousand-cuts, rime icing that can occur. You can
defend yourself from the gazillion dots of rime ice.
So, where does SLD come into play? Remember, the
“L” in “SLD” stand for Large, and there exists in the
atmosphere the potential for large droplets. How big are
these droplets? In a single word, HUGE. As big as rain

Des Moines Flying Service
Full Page Ad
11
17
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www.dmfs.com
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drops. These droplets are over ONE HUNDRED times
bigger than the droplets that create rime ice, and your
FIKI PA46 cannot handle the volume of ice accretion.
Your PA46 was not certified to fly in SLD.
Raindrops are HUGE compared to the dinky droplets
you find with rime ice. Droplets that are as big as rain
can overwhelm your icing systems and easily take you out
of the sky. SLD is not your friend. Simply said, you have
no way to defend yourself from SLD. If you fly into SLD,
you are at the mercy of the amount of ice that collects on
your airplane, and your piloting ability, even if you do
everything right, might not save the day.

Here’s How It Happens

Many more times than you may imagine, a temperature inversion exists. In an inversion, as you climb
in altitude the temperature actually increases. Usually
an inversion happens on a stable day with a gray
overcast. When the temperature near the surface
is below freezing, the temperature above can be
significantly higher. I’ve seen temperatures at the
4,000 ft MSL be near 60F, and the temps at the surface
below freezing. It can happen!

Stable rain clouds (meteorologists call these
“nimbostratus clouds”) can occur above the inversion, and
the rain then falls through the warm air. But, soon it falls
to the cold air at the lower altitude. That droplet of rain
cools rapidly to below 32F as it falls through the cold air,
but it doesn’t freeze until a change in pressure occurs, until
something causes movement within the droplet. When
your airplane goes through that air and hits that droplet,
the pressure changes instantly, the droplet of water freezes
on impact, and a clear blob of ice is now on the airplane.
The droplets are so big that it can easily overwhelm your
icing systems. It did overwhelm mine on that day from
Michigan to Florida.
In aviation, the key word you are looking to find in
your preflight weather briefing to advise you that SLD is
a potential is “freezing precipitation.” If there’s any form
of freezing precipitation forecast (such as freezing rain,
freezing drizzle, or freezing fog) at or near your departure
point or your landing point, don’t go flying. Any of these
words mentioned at the takeoff or landing airport create a
no-fly situation. I simply won’t fly in freezing precipitation,
and neither should you. The big boys don’t either. Neither
the airlines, military, or large corporate airplanes will

Performance • Economy
Reliability • Safety

www.pilotsnpaws.org
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Joining is easy and takes just a
minute of your time.
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who help to transport rescue animals by air.
The mission of the site is to provide a userfriendly communication venue between those
that rescue, shelter, and foster animals; and
pilots and plane owners willing to assist with
the transportation of these animals.
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Your FIKI PA46 is suitable to get through icing
to get to the “other side,” but it is never
acceptable to “hang out” in icing. Icing, especially SLD icing, is simply not your friend.
fly in freezing precipitation. Freezing precipitation can
overwhelm any airplane for no airplane is certificated to
fly in SLD. Just don’t go there.
There’s one other place where SLD can occur: a
thunderstorm. Now, everyone reading this should
already know that a thunderstorm is a terrible place
to fly because nearly every threat known to exist in
aviation exists in a thunderstorm. Lighting, wind
shear, hail, tornadoes, microbursts, and yes, even SLD
icing can occur in a thunderstorm. So, just avoid every
thunderstorm. Period.

Action Plan

So, what should you do if you fly into an area where the
SLD icing is collecting on the airplane? If you encounter
SLD icing you should:
• Get out of the icing! Usually, this means you need to apply
full power and start a climb. Remember, there is probably
warmth above. Once you get to the warm air, if you get to
the warm air, the ice will fall off the airplane, and you can
then fly to an area with no SLD.
• Turn on all of your icing equipment. It should have already
been on, but go back through your equipment to make sure
to get all of the icing defenders working for you. Your life
will depend upon them working.
• Limit the use of flaps. Flaps will increase your drag, slow
down the airplane, and add a downward force upon the
tail. If icing exists on the airplane, do not add flaps over
20 degrees, even for landing.
• Keep your airspeed above 130 KIAS. Speed is your friend
when icing exists on the airplane.
• Make a PIREP. If you see it, you need to let the others know.
To me, this is the most critical of PIREPs to offer.
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We’ve gotten much better at forecasting icing, but
there’s still a long way to go. The Current Icing Product
(CIP) and Forecast Icing Product (FIP) both provide more
information about icing than was ever available even just
a few years ago. But, icing and the severity of icing is hard
to predict. Just last week, a small non-FIKI Cherokee 180
landed at my airport with a significant amount of SLD
clear ice on the wings. They barely were able to land and
were fortunate to have survived the encounter. If not for
the brilliant piloting of the CFI onboard, another crash
statistic would have been recorded. After they landed,
we looked at the CIP and FIP for our area, and there was
no mention of icing potential. Anytime you are flying in
visible moisture below 10C, you need to be on the lookout
for ice. Forecasts are not always right.
My clients will advise that I’m pretty reserved when it
comes to flying a PA46 in icing conditions. In fact, my
reservation extends to all general aviation airframes. Icing
is no joke. Your airplane, although FIKI equipped, is still
a poor airplane for flying in the ice. I’m not bad-mouthing
the PA46 either. Just about every general aviation piston or
turboprop airplane is minimally equipped to handle icing.
Your FIKI PA46 is suitable to get through icing to get to
the “other side,” but it is never acceptable to “hang out” in
icing. Icing, especially SLD icing, is simply not your friend.
This winter, make a point to study icing and afford
yourself wide margin. In the winter, the temperatures are
often freezing to the surface and you simply have no way
of getting out of an icing event that overwhelms you or
your airplane. The hotter months of the year are far better
for playing in the ice at the upper levels, for there’s the
“out” of warmth below. If you are reading this and don’t
have confidence in your icing knowledge or experience,
then bypass any icing flying this winter. Wait for warmer
months when you can gain this experience with warmer
air below.
My hope for this winter is that the PA46 community
will take icing seriously and give it wide berth. I hope we
can get through this winter without any significant icing
catastrophes. But, if history rings true, then we’ll have
many icing events by pilots who simply don’t understand
ice and gamble foolishly.
Don’t be that pilot.
Understand icing, especially SLD. Commit to being the pilot
who understands SLD and avoids it at all costs. Your life will
depend upon your knowledge and judgment.

°
•

Joe Casey is an ATP, DPE, CFI (A/H), MEI, CFIG, CFIH, as well as a
U.S. Army UH-60 standardization instructor/examiner. A MMOPA
Board member and chair of the Safety Committee, 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: joe@
flycasey.com, or by phone at 903.721.9549.
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It’s the
Little Things

A

Get these 10 seemingly small items
right so they don’t become big things.
by Mark Spitzer

wise person once told me that in life the small
courtesies matter more than we might think. We
can get along ignoring these “little things.” But
as trite as it sounds, life is so much better when
we pay attention to the many little things. There
are little things, simple habits really, that make life in the
PA46 better and in some cases, longer. If we get enough
of those little things right, flying can be much safer and
more pleasant, particularly when the big things don’t go
according to plan.
If you are new to the PA46, you’ve found that there many
details about the PA46 to absorb. Some can be missed
during initial PA46 training, or are forgotten over the
years, because we tend to focus on the big things that will
definitely hurt us if not handled correctly. Today, I offer
a change of pace: Let’s put the big things aside and review
10 little things that are so easy (but expensive) to neglect
over time.

1. Tires and Struts
Our tires and struts have been engineered not only to
move the plane around on the ground, but also to protect
the airframe from our less glorious landings. On the
average good day, incorrectly inflated tires and leaky struts
get the job done, but on that one bad day when we land too
hard (you know what I’m talking about), properly serviced
gear may save us great expense. Let’s review some of the
simple things to look for on a preflight.
The proper inflation of the struts is easy to check. For
the Malibu, the polished piston tube on the main gear strut
should span 2.5 ± 0.25 inches under normal loads. In the
Mirage and Matrix, the span is 3.44 ± 0.25 inches, and for
the Meridian, the correct span is 2.4 ± 0.25 inches. This
information is in the POH, where you can also find the
proper nose strut extension.
If there is leakage of hydraulic fluid from a strut, the
strut is short of fluid and may not protect you adequately
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On the average good day, incorrectly inflated tires
and leaky struts get the job done, but on that one
bad day when we land too hard (you know what I’m
talking about), properly serviced gear may save us
great expense.

2 0 2 0

when landing. Leaking fluid also collects dirt more
effectively than a clean strut. In order to prevent debris
from being drawn through the strut seals, I wipe the dirt
off the polished metal piston tube as part of every preflight.
I like the polished metal to be clean because when dirt
makes its way past the seal, the sealing ring is degraded,
and eventually the struts will leak. I also wipe down the

I have found that radial gauges are much more repeatable.
My gauge has a vent valve button that lets me vent a slight
over-inflation to reach an exact pressure.
Yet another small thing: use the proper cap on the valve
stem. The metal cap on a new tube has a small o-ring in it
that helps seal the top of the valve stem. If you hear a puff
when removing the cap, suspect a small leak in the valve.
The sealed cap helps protect you from a valve that didn’t
fully close, and possibly from a soft tire on landing.

landing gear actuator. Granted it’s a small thing, but I
can’t remember the last time I saw a fluid leak. If you have
lost fluid from a strut, adding nitrogen to get the proper
exposed span on the piston tube will give you the wrong
ratio of gas to fluid, and your strut will not perform to
its full potential on that one bad landing we were talking
about – that day when you were carrying ice, using no
flaps, and needed to carry extra speed, and you wanted full
performance from the struts. In these circumstances, this
small thing offers some protection from the big ice thing.
Returning to the tires, we know that incorrect tire
pressure can get us into trouble with directional control
on landing. Unfortunately, the main tires on the PA46 are
difficult to test and to inflate, because the airplane has to
be moved for complete access to the three screws on the
hubcap. After the hubcap is removed, it is difficult to check
the inflation if the valve stem is at an inconvenient angle.
However, it must be done, especially in the fall and winter
as temperature and tire pressure decline. Even when my
tires look properly inflated, I still check them about once
per month.
Another reason to check tire pressure is that low pressure
increases rolling resistance. Accordingly, if your tires are
low, your takeoff roll distance will be greater than the POH
table would indicate. Anytime you depart from a field
where runway length and obstacles are factors, be certain
that your tires are inflated properly. It’s a small thing, but it
may save you from removing tree branches from the gear!

3. A Little Tip About the Brakes
A mistake that I made as a new PA46 pilot was to
exercise the brakes when the cabin was pressurized. The
brake system lives primarily outside the pressure vessel,
but the master cylinders are inside the cabin. Accordingly,
your cabin ∆P is maintained across the o-rings in the
master cylinder. When you press the brakes, you slide the
piston shaft through the o-rings, and the seal is disturbed,
meaning it is likely that you will bleed cabin air into the
brake fluid. The result is a mushy brake that you discover
on the landing roll when you may need your brakes the
most, just as I did one night in Sarasota. It is still a good
idea to check the brakes before landing, but wait until ∆P
is minimal.

4. Taxi on the Centerline
Instructors have been saying “maintain the centerline”
to student pilots since the invention of the yellow stripe,
but students don’t seem to know why it’s useful on a
taxiway two or three times wider than the airplane. Even
some experienced pilots don’t think it is a big deal. Well,
one advantage of precise taxiing is that it trains your
muscle memory to provide the correct steering inputs to

2. Measuring Tire Inflation
When testing the air pressure, my recommendation is to
avoid using a cheap, inaccurate stick gauge. I never seem to
get the same answer twice in a row from these stick gauges.

Make it a practice to precisely taxi on the centerline
to help reinforce good pedal muscle memory.

M M O P A

M A G A Z I N E

J A N U A R Y

/

F E B R U A R Y

2 0 2 0

35

SAFETY
paper clip. You can measure the gap
using feeler gauges from an auto
parts store. However, resetting it
should be left to your mechanic. It is
thought that incorrect set-up of the
steering arm may have been the cause
of some PA46 runway excursions on
landing, so this small thing can have
big consequences.
I believe I can hear a reader
somewhere saying that taxiing on the
centerline is for obstacle clearance.
Yes, it may help on that one bad day
when you are wearing blinders, but
I have to warn you that maintaining
the centerline doesn’t guarantee
wingtip clearance. We still have to
be vigilant not to hit anything with
our 43-foot wing, and sometimes
we have to depart from the yellow
line so we don’t rub non-matching
paint onto our wingtip from a badly
parked Ferrari.

the pedals. When precise steering
becomes natural, your feet will
know what to do if the plane starts
departing the runway on takeoff
or landing. Additionally, you are
to some degree training your eyes
and feet to compensate for yaw in
flight, so think of every taxi as an
opportunity to keep your pedal
muscle memory sharp.
If you routinely have trouble
holding the centerline despite your
best effort, or the plane is squirrely
on the landing roll, have your
plane’s steering arm checked. There
are precise requirements for the
clearance between the steering arm
and the push rollers. The acceptable
gap is literally a very small thing
(between 0.005 inches to 0.020
inches), meaning that the gap should
be more than the thickness of sheet
of paper but less than that of a small
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Another suggestion in the smallthing category is to keep the heading
bug under the lubber line, even when
you are not flying a heading. You
may be navigating by GPS or VLOC,
but if you lose the nav signal or have
other nav system issues while the bug
is under the lubber line, you can just
switch to heading mode. Even if the
poor nav signal caused your autopilot
to wander, the bug immediately tells
you the last heading that maintained
the course, and that buys time to sort
out the problem. You can probably
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A very valuable and simple habit
for every takeoff is to set up the flight
director before every departure.
Generally, this means programming
a rate of climb, a target altitude and
the runway heading. You may still
hand-fly, but if you need the autopilot
for any reason, it will be armed and
ready. This habit will serve you well
some day when you depart on an
IFR flight and ATC starts throwing
changes at you. I’ve seen pilots take
off without setting up the flight
director, then scramble in the climb
to bring it up at a critical time when
attention needs to be devoted to a
climb away from terrain.
When preparing to depart IFR,
some pilots set their heading bug for
the initial assigned heading, but I
recommend setting it for the runway
heading. I don’t want the flight
director commanding an immediate
turn as I rotate. It seems better to
have the flight director command
a level climb after rotation, and if
I need to engage the autopilot, I
certainly don’t want an immediate
turn. Once I have reached a safe
altitude for the initial turn (400 ft
AGL), I reset the heading bug and
turn to the assigned heading.

6. Use All the Advantages of
the Heading Bug
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5. Use the Flight Director
For Every Normal Takeoff
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guess that this habit was developed by us old-timers back
in the days of VOR navigation.
But there is a modern reason, too: Our glass panels are
getting more and more integrated and automated. While
we learn the new features of the latest revision, there is a
chance we will mis-program something or have autopilot
behavior we don’t expect. If you keep the heading bug
under the lubber line, then the moment your autopilot
makes an unexpected or uncommanded turn, you can
immediately revert to heading mode while you try to undo
the last thing you did.

7. Use Your Pitot Heat
Another little thing that is easy to forget is to use pitot
heat in IMC. In all of the PA46 models, it is recommended
to turn on pitot heat prior to every takeoff, but at the very
least make sure it is on at takeoff for any flight where IMC
may be encountered, even when it is clear at the departure
point. Just be sure you removed the pitot tube cover,
because smoke might scare the kids.

8. Use Alternate Air in IMC
In the piston versions of the PA46, any time we fly in
visible moisture, the alternate air door should be open,
because ice can form in the induction system long before
we see it on the airframe. If we accumulate ice on the air
filter or behind it in the air box, we will lose manifold
pressure and it may take time to restore it, even after you
switch to alternate air.
Upon exiting the clouds, don’t immediately close the
alternate air door. Induction ice behind the filter can break
loose and travel to the turbochargers where it destroys
the compressor blades, requiring an expensive repair. It is
better to wait until preparing to land to close the alternate
air door, and if you suspect there may still be residual
induction ice, you can leave the door open until you shut
down. (Keep the power low when you taxi.)

9. Verify Positive Rate of Climb
When we ask instrument pilots the procedure for a
missed approach, hardly ever do we hear mention of the
need to verify that the airplane is climbing. A quick look
at the PA46 accident record finds a number of missed
approach accidents that show basically the pilot’s failure to
climb. The standard mantra is “pitch up, power up, clean
up.” However, if you are in IMC, your awareness of your
proximity to terrain may be diminished, and it is easy to
become distracted or momentarily disoriented when dealing
with gear, flaps, ATC or navigation tasks. After pitch up and
power up, always make sure you are climbing away from
the runway before you do anything else. Maybe this notion
belongs in the big-thing category.

When preparing to depart IFR, it’s a good practice
to set up the flight director and align the heading
bug with the runway heading. This will allow you to
focus on flying the plane away and not be distracted by pushing buttons on the avionics.

10. Ground Operation of De-ice Heat

Another little thing we learn in training but tend to
forget is to avoid running de-ice heat on the ground.
Without the airflow to cool the various heaters, they will
get very hot. Stall warning heat has some protection via
the squat switch, but if that switch fails (and they do) and
the stall warning heat is fully active while on the ground,
the stall sensor will be destroyed and the boot may be
damaged. Prop heat should not be run more than a few
seconds on the ground for a quick test. If you have one of
the old hot plate windshield de-icers, don’t run it on the
ground because it can warp if it gets too hot. You can be
fairly certain that if any heated or inflatable part of the
de-ice system needs replacement, it will be expensive. For
some parts, it could be so expensive that you might have
to ask your son or daughter to take a semester off from
college. Since higher education is so important these days,
add the shutdown of ice protection to your after-landing
checklist. Your kids will thank you – just kidding, they
hardly ever do that!
These are a few of the little things that can make flying
the PA46 safer and more enjoyable, and there are more to
come. If you have a PA46 flying tip, send me an email and
I’ll try to incorporate it in a future column.

°
•

Mark Spitzer is a CFI and PA46 owner based near Boston, MA. He
flies a 1986 Malibu that he has owned for 19 years and has over 3,000
hours of flight time. He is the author of Understanding, Maintaining
and Flying the Piston PA46. Mark is also a retired high-tech executive
with a Ph.D. in physics that he says he earned a long, long time ago,
so long ago that the laws of physics probably aren’t even the same now.
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What’s Wrong With
FIS-B Weather?

A

by Scott Dennstaedt

lot. Is it better than having nothing? Yes and no.
But you need to drill down to the product level to
see the value, or lack thereof.
In August 2018, the Federal Aviation Administration
(FAA) began to broadcast six new weather products which
included lightning, cloud top height, icing, turbulence,
center weather advisories (CWA) and graphical AIRMETs
(G-AIRMETs). This was fantastic news to many pilots.
What’s the downside to the Flight Information System –
Broadcast (FIS-B) weather? Let’s look at some of the newly
broadcast products and discuss their limitations. Note,
these are presented in no particular order and by no means
are a complete list of the cons of this service.

G-AIRMETs
Graphical AIRMETs or G-AIRMETs are issued by
aviation meteorologists at the Aviation Weather Center
(AWC) in Kansas City, Missouri. The legacy textual
AIRMET Zulu encapsulated both a forecast for icing as
well as a forecast for the freezing level. Now the freezing
level is captured in its own G-AIRMET.
The freezing level G-AIRMET has a poor spatial
resolution. That’s not the fault of the FIS-B broadcast; it’s
just the nature of the freezing level G-AIRMET. At a 4,000foot resolution, it’s hardly useful when there isn’t a big
change in the freezing level over a wide region as depicted
in the G-AIRMET shown below. The freezing

Freezing level G-AIRMET produced by forecasters
at the AWC.
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level contours of 12,000 feet to 16,000 feet MSL span the
entire north to south distance along the West Coast of the
United States. What’s the freezing level in northwestern
Nevada? In mountainous regions, a freezing level
difference of 2,000 feet can mean the difference between
a safe passage or one fraught with icing concerns. For
comparison, the SiriusXM broadcast data has a resolution
down to 100 feet.

Lightning
Lightning comes in two distinct flavors — cloud-toground and intracloud lightning (sometimes referred to
as cloud-to-cloud lightning). The lightning broadcast
by FIS-B only contains one of those – cloud-to-ground
lightning. That’s because FIS-B broadcasts the data from
the National Lightning Detection Network (NLDN) that
cannot detect intracloud lightning. While this doesn’t
seem like a major problem, it really depends on a number
of factors. In fact, lightning can often tell you more about
the severity of the thunderstorm than simply looking
at the colors on the current datalink radar mosaic. For
comparison, SiriusXM broadcasts both flavors of lightning.
As they say in the real estate business, it’s all about
location; same is true of lightning. A team of researchers
from NASA looked at lightning strikes from the
Optical Transient Detector, which records the locations
of all lightning flashes in clouds beneath the satellite,
along with data from the NLDN that only detects where
lightning actually strikes the ground. They found that
in some locations in the Central Plains, for example,
for every single cloud-to-ground strike there were 10
intracloud discharges. This kind of energy dissipation in
a storm due to intracloud lightning is a direct indication
of strong vertical motion in the cell, hence severe to
extreme turbulence.
The map on the next page, courtesy of NASA/Marshall,
depicts the intracloud to cloud-to-ground lightning ratio.
Red areas are close to a 10 to 1 ratio as can be seen in the
central Plains. Violet is more representative of a 1 to 1 ratio.
If you have an area that’s low in ground-based sensors,

Intracloud to cloud-to-ground lightning strike ratio.
(courtesy of NASA/Marshall)

you may artificially create a belief that intracloud (IC)
is much greater, but it is due to the lack of ground-based
sensors. The area in Oregon and northern California,
for example, is probably such an area. In many locations
throughout the conterminous United States, the ratio of
IC strikes to cloud-to-ground (CG) strikes is 10:1. That
means for every 10 intracloud strikes there’s a single cloudto-ground strike.

Research has shown that thunderstorms with high
lightning flash rates are typically severe and demand a
greater respect when circumnavigating around them. Flash
rate is simply a measure of the number of strikes over a
given amount of time, usually one minute. A typical nonsevere thunderstorm will have a flash rate of 10 per minute.
Many severe storms have a rate of 15 and often greater
than 30 per minute. Oddly, these severe storms often have
very few cloud-to-ground strikes, often less than one per
minute. However, they tend to have a high IC:CG strike
ratio, where this ratio can become infinite for brief periods
in some severe storms.
The other critical component to highlight is that during
the early stages of vertical development of a thunderstorm,
intracloud lightning dominates over cloud-to-ground
lightning. Coupled with the inherent delay in the radar
mosaic may lead the pilot down the primrose path of
stumbling into a developing storm if cloud-to-ground
lightning is absent.

Cloud Top Height
The mean sea level height of cloud tops are likely the
Holy Grail of aviation weather, especially during the
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winter months. Having the knowledge of where the tops
are located along your route allows you to fly on top of the
cloud deck in visual meteorological conditions (VMC).
More importantly, during the cold season it will help
you find an altitude that allows you to remain above a
potential icing layer. Hence, it makes perfect sense for this
to be one of the weather products recently added to the
FIS-B broadcast.
Perhaps the biggest negative with the FIS-B cloud
A one-hour simulated reflectivity forecast from
tops is that these are a forecast and not directly based on
the HRRR valid at 14Z.
observational data. It would have been more accurate to
If we look at the one-hour forecast for simulated
use actual tops (even if only updated once an hour) based
reflectivity (note that this is not a product that broadcasts),
on observational satellite imagery, but that would have
you’ll notice that no returns are showing in this region of
required Harris (the company that collects and processes
northwest Louisiana. Therefore, the model has absolutely
the data for the FIS-B broadcast) to combine two data
no clue that this area of deep, moist convection even exists
sources, cloud top temperature and a temperature aloft
in this immediate area ... keep in mind that this is only a
analysis, to calculate the cloud top height. For whatever
one-hour forecast and it hasn’t caught on. Consequently,
reason, Harris is restricted from combining two or more
there’s no chance it had the cloud tops right in this
data sets.
area either.
The High-Resolution Rapid Refresh or HRRR
For comparison, the SiriusXM cloud top broadcast uses
(pronounced “her”) model is the source for the FIS-B
observational data from using actual cloud tops which are
cloud tops product. The HRRR model is run hourly
based on infrared satellite imagery. Similar to the FIS-B
and takes about an hour to complete its execution and
cloud top height forecast, this is only updated once each
includes a forecast for cloud top height. At 10 minutes
hour and it’s always valid in the recent past but will provide
past the hour (the data collection window), if the newest
a more representative picture regardless of the type of
run of the HRRR has completed its forecast, the one-hour
clouds. Moreover, it will ultimately match more closely
forecast will be used. If not, the two-hour forecast from the
with the SiriusXM NEXRAD mosaic.
previous run of the model will be used. Regardless, it will
be valid at the top of the most recent hour. This new cloud
Turbulence and Icing
top height forecast will be broadcast four times over the
next hour (every 15 minutes) with the emphasis that it is
In addition to cloud top height, FIS-B also recently
still valid at the top of the previous hour.
started broadcasting an icing and turbulence forecast.
While the HRRR model does a fairly good job modeling
The broadcast process is similar to the cloud top forecast
the tops of a stratiform cloud deck, modeling the top
previously mentioned, in that it provides a one-hour or
of a cumuliform cloud deck is a different story. This is
two-hour forecast with the data collection window starting
especially problematic if the model doesn’t have a good
at 15 minutes after the hour. They are both updated hourly
handle on a developing line of convection. It’s essentially
and broadcast four times each hour.
“guessing” when and where the convection might develop.
Here’s the problem. Let’s say you get a fresh update valid
Yes, the model does get initialized with observational data,
at 14Z and you’d stare at that forecast until it’s updated
but will it spin up quick enough to show you the tops?
an hour later. Icing and turbulence are highly transient
Here’s a common
in nature. As a result, it’s not
occurrence. The image
likely that the one-hour forecast
to the right is the radar
that’s valid in the recent past
mosaic valid at 14Z.
would have much relevance to a
Notice the area of
flight through an area of icing
significant radar returns
or turbulence an hour later
(convection) circled in red
especially if it’s convective.
in northwest Louisiana
If you are a high-altitude flyer,
moving through
you may still receive a FIS-B
Shreveport. The highest
broadcast when flying above
tops of these storms were
24,000 feet, however FIS-B was
NEXRAD mosaic valid at 14Z.
around 35,000 feet.
designed for aircraft flying at or
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below this altitude. Consequently, they do not broadcast
the icing and turbulence forecasts that extend above 24,000
feet. Icing isn’t probably a big concern since outside of
deep, moist convection, icing is rare above 30,000 feet.
Turbulence, on the other hand, is a significant issue when
flying above 24,000 feet.

The last aviation weather book
you’ll ever need to buy!
Excellent book,
covering a wide
range of topics in
an accurate but
Scott Dennstaedt
intuitive fashion,
1/4 page exactly
Ad 4/C what
pilots like.

Geography
For now, FIS-B generally stops at the U.S. border. That
is, if you are flying outside the conterminous United States
you won’t likely receive a FIS-B broadcast signal and
most of the weather data such as cloud top height,
icing and turbulence are not broadcast over Canada,
Mexico and the Caribbean. For reference, a SiriusXM
broadcast can be received throughout most of southern
Canada, northern Mexico and the northern part of the
Caribbean. You can find the SiriusXM coverage map
at https://tinyurl.com/y2gn4shf. More importantly, they
include the Canadian Doppler radar as well as cloud tops
and any turbulence and icing forecasts that extend into
Canada, Mexico and the Caribbean.

It’s Not All Bad News

~ B777 Captain
Edoardo
I purchased and read the book immediately
after it became available, the best money
I've ever spent! ~ John O.
Order your soft cover or e-Book today at

https://pilotweatherbook.com

Co-authored by Captain Doug Morris &
CFI/meteorologist Scott Dennstaedt

On April 23, 2019, the FIS-B radar mosaic was quietly
updated and is now broadcast as I discussed in a blog post
located at https://tinyurl.com/y27ge5bz. The new Multiradar/Multi-sensor (MRMS) radar depiction represents
the latest technology and is a great new addition to the
broadcast. It essentially gives SiriusXM a run for their
money (or your money) with no need to change hardware
or wait for a software upgrade to get the new radar mosaic.
When released at the end of April, it was 100 percent
backward compatible and appeared on your in-cockpit
display without any pomp and circumstance.
Of course, the biggest plus is that FIS-B weather doesn’t
require a monthly subscription. As long as you understand
the limitations, FIS-B weather has some redeeming value.
While SiriusXM will require that you pay a subscription
to receive their broadcast, it has less limitations and
will offer you more choices than you get with the FIS-B
broadcast.

LightHawk
Quarter Page 4/C Ad
36
39
50
40
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Scott is a former NWS research meteorologist and an instrument
flight instructor. He has written over 150 articles for various aviation
magazines to include IFR, Plane & Pilot, Pilot Journal, Aviation Consumer, Flying, and Twin & Turbine magazines just to name a few. He
also co-authored a new book entitled, “Pilot Weather: From solo to
the airlines.” Scott will be a speaker at the 2020 MMOPA Convention.

www.lighthawk.org/volunteer
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Domestic Service Centers
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Southwest

Midwest

1. West Coast Aircraft
Maintenance
Long Beach, CA
Tel: 562-981-6064

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

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

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

3. Mather Aviation
Van Nuys, CA
Tel: 818-782-7473
4. Mather Aviation
Rancho Cordova, CA
Tel: 916-364-4711
5. Mangon Aircraft, Inc.
Petaluma, CA
Tel: 707-765-1848
6. Martin Aviation
Santa Ana, CA
Tel: 714-210-2945
7. Cutter Piper Sales - PHX
802 E. Old Tower Road
Phoenix, AZ 85034-6000

Northwest
8. Western Aircraft Inc.
Boise, ID
Tel: 208-338-1800
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11. Muncie Aviation Company
Muncie, IN
Tel: 800-289-7141
12. Kansas City Aviation
Center
Olathe, KS
Tel :800-720-5222
13. Executive Air
Transport, Inc.
Muskeson, MI
Tel: 888-844-2359

Northeast
14. Three Wing Aviation
Group, LLC
Stratford, CT
Tel: 203-375-5796
15. Columbia Air Services
Groton, CT
Tel: 860-449-8999
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25. DLK Aviation
Kennesaw, GA
Tel: 770-427-4954
26. JPS Aviation LLC
Monroe, LA
Tel: 318-387-0222

31

21

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

32

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

27. Sun Aviation, Inc.
Vero Beach, FL
Tel: 772-562-9257
28. Skytech, Inc.
Rock Hill, SC
Tel: 803-366-5108

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

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

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

30. JetRight Aviation Maint.,
LLC
Nashville, TN
Tel: 615-360-2592

19. Tiffin Aire
Tiffin, OH
Tel: 419-447-4263

Southeast
20. Texas Piper North, Inc.
Addison, TX
Tel: 800-288-8375
21. Texas Piper South, Inc.
San Antonio, TX
Tel: 210-340-6780
22. Lubbock Aero, Inc.
Lubbock, TX
Tel: 806-747-5101
23. Naples Air Center
Naples, FL
Tel: 800-226-4000

2 0 2 0

31. Daytona Aircraft Services,
Inc
Daytona Beach, FL
Tel: 386-255-2049
32. Advanced Aircraft Center
Miami, FL
Tel: 305-259-8291

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

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

Prairie Flying Service, Ltd.
Suite 200-3035 Tutor Drive
Regina, Saskatchewan S4W 1B5
Tel: 306-569-3700
Handfield Aviation, Inc.
4920 Route De L’Aeroport
St. Hubert, QC J3Y8Y9
Tel: 450-676-6299
J.P.Martins Aviacao Ltda.
Av. Olavo Fontoura, 780
Campo de Marte
CEP 02012-021
Sao Paulo-SP-Brazil
Tel: +55-11-3538-2555
Hangar Uno, S.A.
Aeropuerto Internacional San
Fernando
1646 San Fernando
Buenos Aires, Argentina
Tel: +54-11-4714-8100
Durandal International S.A.
Luis De La Torre 1004
Montevideo
11300 Uruguay
Tel: +598-2709-7267
Aeroneed/Nimbus
Av. Alcalde Fernando Castillo
Velasco 7941, La Reina
Region Metroploitano, Santiago
Chile
Tel: +56-9-8828-1994
Seijiro Yazawa Iwai Aviation S.A.
Edificio No. 126
Pan America Corporate Center
Edificio Aggreko, Planta Baja
Panama Pacifico
Republica de Panama
Tel: +1 (305) 458-1671
Talento Technico En Aviacion
Juan Salvador Agraz
65 Colonia Santa Fe Cuajimalpa
Piso 12
Mexico D.F.
5348
Tel: 555-662-3100
International Aviation Support B.V.
De Zanden 113
7395 PG
Tegue, The Netherlands
Tel: +31 (0) 55-323-1967

International Service Centers
IAE Ltd.
Hangar 2
Cranfield Airfield
Bedford MK43 0JR
United Kingdom
Tel: +44-123-4750661
MCA Aviation Ltd.
Business Aviation Centre
Hangar 603, Aviation Park
North East
Bournemouth International Airport
Dorset, BH23 6NE
England - United Kingdom
Tel: +44 (1202) 571711
British European Aviation Limited
Wycombe Air Park
Marlow
Buckinghamshire SL7 3DP
United Kingdom
Tel: +44-1789-470476
RGV Aviation Ltd.
Gloucester Airport
Hangar SE40
Cheltenham GL51 6SP
United Kingdom
Tel: +44-145-2855501
Piper Generalvertretung Deutschland AG
Flughafen Kassel
Calden D 34379
Germany
Tel: +49-5674-70452
ARLT Aircraft Services
Flugplatz, Halle 4
Worms, DE-67547
Germany
Tel: +49-624-1-23373

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

Wings Over Asia
66 Seletar Aerospace View
WOA Aviation Hangar-66, #03-01
Singapore 797509
Tel: +65-6659-6225

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

Aero Facility Co., LTD
Shimbashi Plaza Bldg. 15F
4-9-1 Shimbashi, Minato-ku
Tokyo 105-0004
Japan
Tel: +81-3-5402-6884

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

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

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

RUAG Schweiz AG
RUAG Aviation via Aeropuerto 12
CH-6596 Gordola
Switzerland
Tel: +41-91-735-2940
AAC Austrian Aircraft Corp.
Flugplatz Vosleau
Osterreichische-A-2540
Austria
Tel: +43-225-2790894

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

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

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

UNI-FLY
Odense Airport
Hangar 37
Odense DK-5270
Piloten Service, Robert Rieger GmbH Denmark
Flugplatz Wallmuehle
Tel: +45-6595-55044
Atting D-94348
Germany
European Aircraft Sales ApS
Tel: +49-942-9716
GI. Skolevej 26
5642 Morud
Piloten Service, Robert Rieger GmbH Denmark
94474 Vilshofen,
Tel: +45-4016-5401
Flugplatz 2
Germany
Air Service Vamdrup
Tel: +49-854-18974
Flyplassveien 25
N-3514 Honefoss
Piper Maintenance GmbH
Norway (Norge)
Flughafen Kassel
Tel: +47-21-999-708
Calden 34379
Germany
Fanmei Aviation Ind. Group Ltd.
Tel: +49-567-470480
5 Wang Chong Street
Yongchang Township
Röder Präzision
Beichuan Qiang
Am Flugplatz
Sinchuan, China
Egelsbach, D 63329
Tel: +86-138-8028-3396
Germany
Tel: +49-610-34002670
Porta Air Service GmbH & Co. KG
Flughafen 9
Porta Westfalica D 32457
Germany
Tel: +49-573-176730
M M O P A
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AAC Austrian Aircraft Corp.
Flughafen Linz, Hoersching
Osterreich A-4063
Austria
Tel: +43-722-164532
Airflite
26 Newton Road
Perth Airport
Western Australia 6105
Tel: +61-8-9478-9088
National Airways Corporation
Gate C, Hangar No. 104C
Lanseria Airport, Lanseria, 1748
South Africa
Tel: +27-11-267-5000
Global Aviation SA
Civil Aviation Airport of
Pachi, Megara
Megara, 19100
Greece
Tel: +30-22960-81154
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Testing
Murphy’s Law
When things go wrong, resolving to make it right.
by Brian Scott

(aviator: a person who controls the flight of an aircraft by operating its directional flight controls
+ aeronautics: the science or art involved with the study, design, and manufacturing of air flight
capable machines, and the techniques of operating aircraft and rockets within the atmosphere.)

T

his particular morning was one of excitement
and mixed emotions of nervousness with a side of
exhaustion. Little did I know that this adventure
was going to get a whole lot more interesting than I
had ever imagined!
To begin I must start a year before this day, a day in
early January of 2017. My beloved Cessna 421C was in
northern California getting maintenance when we received
the call. We had taken a family trip to Flagstaff, Arizona
for some snow skiing. The short call sent shivers down
our already cold spine as the tale of our C421’s demise
ensued. A Cessna owner hand-propped his plane due to a
dead battery. Luckily for him he fell to the wayside as the
unchalked and untethered, as well as unoccupied plane
sped past him at the full power setting he had left moments
ago during priming. The plane smashed into the tail of
mine sitting on the ramp, leaving her chopped and totaled!
After the dust settled and the FAA, NTSB, and sheriff did
their thing, it took about 10 months of lawyers to finally
settle on the inevitable payout – from his insurance.
During this fiasco, I began searching for a new plane
that would serve our typical mission profile. With our
eldest heading to college and the other two only a few years
behind, the need for the large Cessna 421 cabin was no
longer. I had created a table to compare all aircraft in the
right profile and ended up steeling on a PA46 JetPROP.
Not the purpose of this writing, but a single engine with
the reliability and speed that I wanted with a low operating
cost that was coupled with a high-altitude capability to get
over a lot of weather. Enough said – I was sold.
I negotiated for my new midlife crisis and arranged
for the pick-up to occur in Florida, coinciding with a
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borescope and training to begin thereafter. The plan
was for the aircraft to arrive at its home base in Sarasota
(KSRQ) that morning, complete the borescope and close
on the escrow. By noon I would begin my flight training
with Ron Cox.
So, the story really begins here. I had worked a 12-hour
shift and headed out to Las Vegas for a red-eye flight to
take possession of my JetPROP. My flight left at 1 a.m., so
arrival to the FBO was a bit after 7 a.m. for a quick nap.
While I had ample Piper time, I had never flown a
JetPROP, and I had not flown in 6 months due to the entire
debacle. I dutifully memorized the operating manuals and
was ready to go when the plane arrived a couple hours late.
No big deal, some maneuvering of the borescope time and
completing the install of the new Avidyne 540/440 at the
local avionics shop and all was well. My first major glitch
was around 3 p.m. when I finally owned the new plane
that I had never seen in person prior to today, nor had I
personally ever flown. I guess that is true love!
In any regard, Ron felt at that point that training in the
new aircraft, followed by the planned cross-country trip to
my airport in Arizona was too rushed. I had to be home in
2.5 days for work. I don’t blame him, but I was crushed. He
did not know me from Adam, and he did not know at that
time what type of pilot I am. He was afraid we would be
rushing things and that this could compromise safety. Got
to love him – what a great instructor.
We agreed to begin the next morning first with ground
school followed by flight training. I arrived early and we
got started. Around 1 p.m. we were ready for our first flight
in my newly purchased aircraft. Aligned on the runway
32, I nervously but excitedly pushed the power lever up for

What happens when an unchocked plane set at full throttle
is hand-propped. Brian’s Cessna 421C was the unfortunate victim.
takeoff. As we rotated, the acceleration was awesome, and
we climbed rapidly to 1,000 feet. We were given a heading
change when the next huge blow occurred. We are now
about 20 seconds into our first flight together when a red
caution light illuminates on the dash “Fuel Pressure.”
My gut began to wrench as I searched my memory for
what to do with a low fuel pressure. I reduce power and
Ron called the tower explaining we were coming back for
an immediate landing. I suppose that is one way to get
introduced to a new plane and at the same time get some
quick lessons on emergency procedures. We taxied back
and shut down without any problems. The culprit here was
an odd bug that popped the fuel pump circuit breakers.
This may have been related to the new avionics install, but
a reset of the breaker and we were ready for another lesson.
With both breakers blown, the engine driven fuel pump at
lower demand levels can handle the problem.
On another flight for the day, we had departed when
not long after the dreaded red caution light illuminated
“low bus voltage.” Yet another real-life experience to run
the checklist. This time it was one of those pesky circuit
breakers rated at 80 amps. Eventually a reset cured that
problem (for now).
As the lessons progressed it was time to perform slow
flight and stalls. Perhaps this portion may be of help
to some of you in the future as this next problem was
particularly difficult to solve. As we slowed and stalled the
aircraft, I would smoothly add power and the engine would

surge. It’s funny now to look back and reminisce Ron
curtly telling me to be, “SMOOTH.” I explained I could not
be any smoother, but he felt this was my sloppy power lever
handling. As we performed touch and goes, I also grappled
with possible over torqueing when accelerating for takeoff.
With my frustration building I told him that he would
be the flying pilot on the next landing and takeoff. With
positive transfer of controls, he did a great landing followed
by the exact same mysterious surging on the takeoff roll.
As we climbed out again around 1,000 feet and probably
140 knots indicated, we were vectored by ATC to a leftward
heading. And here is where things really turned for the
worse. As he cleared right and I instinctively looked left
expecting our turn, but to my disbelief, I see a skydiver.
We are now in the beginning of a left turn as that skydiver
is quickly filling my windscreen. His parachute was fully
deployed so I am guessing that his speed was around 120
mph. Our closure rate was very high with only a fraction of a
second until we were all probably dead. I yelled out parachute
as I grabbed the controls and yanked right hard. Ron had also
just got a glimpse and he was yanking hard right.
I recall being so close that I could see his goggles and
colorful parachute as well as the facial expression of,
“THIS IS IT!” We missed by what I could only imagine to
be feet. Ron called and explained that we just had a nearmiss and that they had vectored us into the jump zone.
“Sorry about that” was the initial reaction. Moments later a
new controller was on the air and we headed back to KSRQ.
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When we were safely on the ground, we telephoned
ATC. A yearlong investigation ensued. Ron can tell you the
outcome of that over a round of golf, but we were all safe.
Later that weekend we had completed all the checkout
training, and, in a week, I would have a pilot fly the
JetPROP to my airport. Unfortunately, my work schedule
would not permit the time away. During the wait we had
the plane checked over by a local shop and they could not
find a thing wrong in regard to the surging. They did find
that the Shadin had taken a dump. I was able to get that
sent out and repaired asap.
I discussed the issue with several mechanics, and no
one could figure it out. The fuel control unit would not
cause the problem so expectedly and intermittently. It
only occurred on takeoff or during stalls. I even had
video of it and overall you could lessen the affect with
VERY slow power lever movements. Once at speed it
never occurred.
A year later I was so fed up I began reading maintenance manuals on the PT6 and eventually found that
the overspeed governor could be the problem. A call to
JetPROP also led to the theory this could be the culprit.
The only way to know for sure was to change it out. At the
next annual we did, and the problem was solved!

This was by far the most eventful acquisition and
training experience I have ever had in 35 years of flying.
I had put in many hours of home studying to know the
new aircraft inside and out as well as to have studied
switch positions in the cockpit via photographs. I
performed hours of “chair” flying as well and practiced
emergency procedure prior to arriving to KSRQ. While
I was rusty from a lack of recent flying, I was prepared
and as lack of luck had it, I was ready, with the fantastic
guidance and help of my instructor, for the unlikely events
that unfolded.
Not to give up too many stories too soon, but I have had
a LOT of emergencies, more than anyone I have personally
met. Each was unforeseen in aircraft that had impeccable
maintenance. Even with top-notch aircraft the unexpected
can and will happen. In my line of work, the unexpected
occurs every single day. Like the Boy Scout motto states,
“be prepared.” When about to depart even if by yourself,
mumble your emergency plan for engine failure on takeoff.
Expect the unexpected and don’t let your guard down.
Fly safe Avianauts!
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MMOPA member Brian Scott is a CFI, CFII, MEI, ATP. He and his
wife Kristi live in Lake Havasu, AZ.

CONVENTION & FLY-IN

Save the Date!
The 2020 MMOPA Convention & Fly-In

May 27-31
Westin La Paloma
Tucson, AZ
The Westin La Paloma
Resort & Spa is a AAA fourdiamond hotel with staggering
views of the Santa Catarina
Mountains. The resort
features five outdoor pools
with multiple waterfalls, a
Jack Nicklaus signature golf
course, a spa and a variety
of restaurants.
You won’t want to miss
these four days of education,
entertainment and everything PA46.
Registration Opens
Early Spring 2020 –
Watch The Website
For Details!
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Flying Relief
Missions After
Hurricane Dorian

I

n the aftermath of Hurricane Dorian’s catastrophic
destruction of the Abacos in the Bahamas, MMOPA
longtime member and current Board member
Paul Himes didn’t hesitate to jump into action.
Having spent a great deal of time in the Bahamas, he
has many friends and personal connections to the islands.
While waiting in Florida for the Bahamian airspace
to be opened up for relief flights, Paul, along with
fellow Meridian pilot, Lauren Duvall, coordinated
relief materials and donations, including coordinating
support from Piper. Banyan at Fort Lauderdale Executive
designated one of their hangars for staging tons of supplies
to be flown into Marsh Harbour Airport for general
aviation relief efforts. Lauren and Paul flew primarily
what they described as “High Impact, High Value items”
such as baby formula, medical supplies, saline solution
and other critical supplies.
Within minutes of receiving the green light that the
airspace and Marsh Harbour airport were open, Paul
joined dozens of other general aviation aircraft in flying

supplies in, off-loading and then returning to the States to
load up again and fly back. In all, they flew eight missions
hauling more than 2,000 pounds of supplies over a fourday period. They were also featured on NBC Nightly News,
which was reporting on the relief response.
Paul recalled, “The videos and photos we are sharing are
heartbreaking and we are sure this former paradise won’t
recover anytime soon. This was a very emotional time,
with lots to process. The stench of death was still thick in
the air in many places. There is so much work ahead for
Bahamians who have lost everything. Aid will be needed
for a long time, especially in the Abacos.”
Paul recommend that anyone wanting
to donate in the future should consider
Missionary Flights International, which operates a
DC-3 for relief operations. (www.missionaryflights.org)
or the Hope Town Volunteer Fire and Rescue
https://htvfr.org/how-to-help.html

°
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Marsh Harbour International Airport (Abacos,
Bahamas) with evidence of widespread flooding
in the days following Hurricane Dorian.
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Best Photos of 2019

Thunderstorms on fire. Chuck Ivester was
able to provide his Angel Flight passenger this
amazing view as they climbed out of Denver,

Peter Romanos’ Matrix and two of his favorite passengers:
Debbie and the Duke.
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Our airplanes provide an amazing vantage
point to witness memorable moments in our
flying careers. Here’s a few that members
shared on the online Forum.

Bob Harvey’s passengers Leo and Luiza traveling in style.

Mike Busalacchi making flying
memories with his grandson.
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Lance Boxer was able to snap this while
training in Colorado with Bill Inglis of
Legacy Flight Training.

Roger Florkiewicz captured this
shot as he descended from FL220
over Columbia City, Indiana.
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