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In the
Name of Safety

T

Welcome to the second edition of the MMOPA Safety Annual.

his special edition of MMOPA Magazine, which is the last issue of the calendar
year, is focused on the PA46 fleet’s safety record, what we can learn from it, and
the ways in which your association is responding to help its owners continue to
expand their skill, knowledge and judgment.
Owning these magnificent aircraft is greatly enjoyable and gratifying. They are
not only a joy to fly but possess the performance, technology and comfort to make
cross-country travel relatively effortless. But like with all flying machines, they come
with limitations and an expectation of pilot competency. While flying is fun and
exhilarating, it’s also a deadly serious business.
One thing that has never wavered within MMOPA: our primary focus has always been
and will continue to be safety. MMOPA along with the Safety Committee have redoubled its
efforts in developing effective tools, programs and events for our members. Among those:
• MMOPA FRAT – Available for iOS tablets, this tool was developed to help pilots
identify and mitigate risks that could lead to an accident or incident. The MMOPA
FRAT was developed based on the Twin Cessna FRAT model but customized for
the PA46. While it can’t anticipate every hazard that might impact your flight, it
should give you pause before making a go/no-go decision. If nothing else, it will
force you to slow down and think through your upcoming flight.
• Master Aviator Program – In our recent member survey, I was surprised to learn that
18% of respondents were not familiar with the MMOPA signature safety program. It
could be these respondents are recently joined members. To help everyone understand
the program, its purpose and what’s involved, I’ve included a Quick Reference Guide
on page 12. Also, there is information on the website, so I encourage you to take time to
read it over.
The Master Aviator is designed to directly address the areas that get PA46 pilots in
trouble: Time in type + recency of experience; airmanship and proficiency; directional
control in the runway environment and understanding of the stall/spin accident. Training
one time a year for an hour or two and/or flying less than 100 hours a year is not enough
for you to be truly proficient.
• MMOPA Convention – If you haven’t attended a convention in recent years, I’d highly
recommend you consider it for 2020. With a renewed focus on PA46 operations and
safety, the content is going to be better than ever. You won’t want to miss it so put it on
your calendar now: May 27-31 in Tucson, AZ. Registration will open around March 1.
• Safety Stand Down – For the first time we held a one-day safety event in seven locations
across the country. Every location covered the same two topics as prescribed by the Safety
Committee: Loss of control and icing. Led by MMOPA-endorsed CFI’s, the events attracted
nearly 200 participants in spite of the weather proving to be a challenge in a couple of
locations. We are excited that members liked the format and want to participate in future
ones. The next Safety Stand Down will take place next spring – stay tuned for details.
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 15-month subscription for the price of a 12-month
subscription. The savings alone more than cover the cost
of MMOPA’s annual membership dues.

MMOPA Training Directory: MMOPA Vendor Members
who have represented that they offer type-specific initial and
recurrent PA46 training with an insurance-approved syllabus.

Member-Only Benefits & Services

MMOPA ONLINE FORUMS: One of the most active online
forums in general aviation, the MMOPA forums has dozens
of messages posted each day. It is the ideal place to discuss
ownership, safety, operational and maintenance topics,
absorb information or get any question answered.
MMOPA HOTLINE: Members have access to experts to
answer questions regarding airframe/engine, avionics, legal
issues and general membership.
MMOPA LIBRARY: The MMOPA website has an in-depth
library with a variety of maintenance instructions and
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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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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.

°
•

E X E C U T I V E DIRE C T OR’S NO T E
Continued from page 3
• MMOPA Uncowled – This was a new concept that was implemented the day after the
Safety Stand Down at the Upper Midwest location, Malibu Aerospace. With support
from Pratt & Whitney Canada and leadership of Chad Menne, both piston and
turbine owners were educated on owner-maintenance topics as well as participating
in some hands-on learning using actual aircraft. We look forward to expanding the
Uncowled event in 2020.
• Website Forum – As our longtime members will tell you, there are no dumb questions
(mostly). According to our recent membership survey, the Forum is the No. 1 member
benefit. The best way our new PA46 owners can learn about the real-world operation of
their aircraft is from other experienced owners. In addition, it is a way to engage with
companies who support the PA46 fleet, such as Piper, Garmin, BendixKing, Aeromech
and others. For those who take the time to post and answer questions, thank you! If you
are looking to see input on a specific topic, the Forum is searchable.
• Hotlines – Coming in at #2 of most valuable benefits is the MMOPA Hotlines.
Whether you have an operational, maintenance, avionics or legal question, we have
experts who are willing to help. Call 203-303-7851.
We hope you’ll spend time with this issue, reflect on the data and commit yourself
to training and developing your knowledge base. We owe it to ourselves, our families
and the PA46 family at large to do everything in our power to be the safest pilots
we can be.
Stay hungry for safety.

•
°
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PRESIDENT'S LETTER

by Randy James

Becoming a Safer Pilot
It’s Ultimately on Us, but MMOPA is Here to Help

M

y fellow MMOPAians (sounds like a special
breed, right? And you are.)
Yes, you are special. You are special because
you have chosen to exercise the ultimate freedom
(not to discount any of the fundamental rights
guaranteed by the Constitution or those who defend those
rights here and abroad with the ultimate sacrifice), the
freedom of flight, which I believe constitutes the manifestation of all that this country stands for as contrasted
with many other free-world countries.
Yes, you are special because you have not only chosen to
exercise the freedom of flight, but you have chosen to do so
as safely as you can, protecting yourself, your passengers
(often loved ones) and the innocents on the ground below.
Yes, you are special because you have chosen to participate in one of the greatest OPA’s of those who have chosen
the freedom of flight.
And I feel special and privileged to have served this
organization as its President for the least several years

and as a Board Member for perhaps 10 years total. Truthfully the organization wanted an attorney to assist in
governance issues when I was initially asked to join by then
President Jim Yankaskas. This organization represents the
very best of the pilots flying today who bring to MMOPA
an astonishing collection of intelligence, passion, and
selflessness in all that MMOPAians do. I am privileged
to have served MMOPA and the special MMOPAians that
make up this organization.
The future is bright, but not perfect. Safety remains
the penultimate focus and concern for our organization,
which many times seems to hinge on that elusive quality
“judgment by the pilot.” While I remain convinced
judgment cannot necessarily be taught, instruction
by competent instructors remains the key coupled
with the frequency of training. Through the efforts
of Dianne White, our Executive Director, Joe Casey,
Safety Committee chair, and the many qualified PA46
dedicated instructors, and my fellow Board members,

WELCOME NEW MMOPA MEMBERS

8

Gavin Archibald, Harwich Port, MA

John Holman, Canton, AL

JP Soldo, Chattanooga, TN

Steve Austin, Wichita, KS

Larry Jackson, Orlando, AL

Orlin Sorensen, Woodinville, WA

Baginda Bangsawan, Bandung, Indonesia

Marcos Jodar, Badajoz, BA

Brian Steck, Mineola, TX

George Banker, Durango, CO

Charles LaClair, Lawrence, KS

Hank Stout, Houston, TX

Slim Bouricha, Geneva, Switzerland

HaeWoon Lee

Alan Strasbaugh, San Luis Obispo, CA

George Brome, Hooksett, NH

Steve Matheson, Seattle, WA

Philip Straub, Olathe, KS

Jamie Davenport, Sacramento, CA

John McLeay, Waterloo, NE

Darren Stubbs, Harrogate, Great Britain

Greg Daviscourt, Centennial, CO

Robert Meade, Phoenix, AZ

Nicholas Theyer, Lake Geneva, WI

Jerald Dawkins, Tulsa, OK

Dennis Nazir, Poznan, Poland

Gregg Tiemann, Woodstock, IL

Jerry De Oca, Tampa, FL

Matthew Newman, Warwick, NY

Tony Wiederkehr, Everett, WA

GK Doek, Amsterdam, NH

Drew Patton, Kansas City, MO

Sarah Woolf, Fresno, CA

David Fishel, Corvallis, OR

Robert M. Post, Shoal Creek, AL

Chris Zhang, San Jose, CA

Daniel Freedman, Santa Ana, CA

Michael Rahn, Montgomery, TX

David Zito, Eaton, CO

Nicholas Gill, Locust Grove, AL

George Richter, Alpharetta, GA

Phil Harper, Idaho Falls, ID

Gabriel Ruz, North Miami, FL

Clay Hartley, Broken Arrow, OK

Raymond Schansman, Huntsville, AL
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PRESIDENT'S LETTER
MMOPA will continue to improve the PA46 safety
record and instill in MMOPAians the skill and desire to
exercise the utmost care in all of their aviation activities.
The Master Aviator program, a national Safety Stand
Down and evolving safety programs sponsored or
promoted by MMOPA, competencies – which encompasses
the skills and proficiencies (knowledge, abilities expertise)
to perform and then the judgment on how to use
those competencies.
Much has been written on those topics; this organization
will continue to work toward the improvement of pilot
judgment and expertise by improving skills by expanding
the membership’s pilot experience base including, but not
limited to:
• Practice flying at every opportunity;
• Practice a variety of flying scenarios (e.g., nonprecision
approaches, hand-flying);
• Create meaningful situations that will expand the pilot’s
experience base (e.g., fly new routes, learn a new aircraft,
obtain an additional rating);
• Practice often and practice consistently;

• “Chair-fly” problematic flight segments by mentally walking
through the sequence of requisite tasks. For example, take
an abnormal checklist and mentally simulate the situation.
Don’t just go through the boldface immediate actions and
memory items; visualize the cockpit, the switches and the
appropriate sequence of tasks that must be performed. Play
the mental simulation all the way through to the end. See how
many questions are generated. Identify factors that you had
not thought about previously.
Clearly practice is a central theme as the number
of hours logged or years of flying experience do not
necessarily mean one has achieved the level required to
competently fly our aircraft. I believe judgment and a
pilot’s level of expertise are closely linked. I also believe
pilots can improve judgment and expertise by practicing
perceptual-motor and cognitive skills.
Fellow MMOPAians, your organization wants to do all
that is humanly and reasonably possible to make you safer
better pilots. Thank you for the opportunity to have served
as your President. I will remain on the Board for another
year as past president. Look forward to seeing everyone in
Tucson, AZ in the spring of 2020 for our next convention.
Please fly safely; Train often.

RC Avionics
Half Page 4/C Ad
15
24
14
18
www.rcavionics.com/mmopa
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SAFETY

Garmin AIntroduces
Autoland
Huge Leap in Single-Pilot Safety

G

armin International, Inc., has introduced
a revolutionary safety technology: the
first Autoland system ever to be certified
in general aviation. The first aircraft to be
equipped with Autoland is the Piper M600SLS,
the newest iteration of the company’s flagship aircraft.
The M600SLS incorporates Autoland into its suite of safety
technology, called the Halo Safety System.
Halo consists of Autoland, auto-throttle, emergency
descent mode, enhanced stability and protection,
SurfaceWatch, SafeTaxi, and Flight Stream connectivity.

How It Works
In the event of an emergency such as pilot incapacitation,
Autoland will control and the land the aircraft without
any human intervention. It even squawks 7700 and
automatically communicates with ATC on both 121.5 and
the landing airport CTAF or tower frequency.
To activate, the pilot or passengers can manually activate
Autoland by pressing a guarded, dedicated button located
above the MFD. Autoland can also activate automatically if
the system determines it’s necessary, such as when the pilot
fails to respond to prompts from the G3000. Once activated,
the system evaluates available and suitable airports,
calculates a flight plan (all in less than 1 second), initiates
an approach to the runway and automatically lands, brakes
and shuts down the aircraft.
“Today, the aviation industry is forever changed as we
introduce one of the most significant innovations – the first
FAA certified Autoland system for general aviation aircraft,”
said Cliff Pemble, Garmin president and CEO. “The
unveiling of Autoland demonstrates Garmin’s commitment
to develop advanced technologies that enhance aviation
safety and save lives.”
Factors taken into consideration when identifying the
most suitable airport include weather, NOTAMs, fuel on
board, runway surface and length, terrain, obstacles. It also
de-prioritizes anchor airports in Class B airspace, which
are typically large, extremely congested and busy airspace.
The availability of a GPS approach with lateral and vertical
guidance to the runway is also required when the system is
considering various airports and runways.
Meanwhile, in the aircraft the system provides
simple visual and verbal instructions in plain-language
so passengers in the aircraft know what is happening
and what to expect. Airspeed, altitude and aircraft

heading are labeled in an
easy-to-understand format.
Passengers also have the
option to communicate
with ATC by following
instructions on the display using the touchscreen
interface on the flight deck.
Garmin autothrottle is used to automatically manage
speed and engine power settings If the aircraft needs
additional time to descend or slow down during the
approach, the Autoland system will initiate a standard
holding procedure, then lower the gear and approach
flaps. Once in landing configuration, the aircraft begins
its descent to the runway, compensating for changing
wind conditions, including crosswind. Once on the
runway, automatic braking is applied while tracking
the runway centerline to bring the aircraft to a full stop.
Engine shutdown is also automated so occupants can
safely exit the runway.
At any time, a pilot can deactivate an Autoland
activation with a single press of the “AP” autopilot key
on the autopilot controller or the autopilot disconnect
button on the controls, The flight display shows a message
that confirms Autoland has been deactivated and in the
event of an accidental deactivation, the system shows
passengers how to reactivate Autoland if needed.
Look for a full flight review in the January issue
of MMOPA Magazine. Last August, Editor and Executive
Director Dianne White took part in a flight demo and
extensive brief of the system aboard an M600 at Garmin›s
headquarters in Olathe, KS.

M600SLS Features Updated Interior
+ Support Program

Piper is rolling out the M600SLS with an all-new interior
package as standard that features two-toned seats using
a material called Alcantara (a durable, long-lasting suede
material). Also included are arm rest storage and USB ports
now located at the audio plug location.
The M600SLS will also come standard with a 5-year
“Ultimate Care Program.” Included are all hourly and calendarbased inspections (annuals) and scheduled maintenance up
to 1,500 flight hours or 5 years, whichever comes first. Also
included are labor and parts for any mandatory SBs.
The program is not transferable beyond the initial new
aircraft owner.
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Master Aviator
Program Quick
Reference Guide
MMOPA
Safety
Committee
Joe Casey,
Committee Chair, PA46 CFI
Ryan Oltman,
MMOPA Incoming President
Charlie Precourt,
former space
shuttle commander,
CJP safety committee
chair, former PA46 owner
Dave Bennett,
MMOPA Director
Hank Gibson, CFI
Bill Inglis, CFI
David McVinnie, CFI/DPE
David Purvis, CFI

Ending PA46 Accidents
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,

Areas of Emphasis
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.
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

12
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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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SAFETY

PA46 Safety

by Dave McVinnie

Fleet Stats
Total Fleet

2,351

Airworthy
(approx.)

2,154

Est. Total
Fleet Hours

5.7 million

T

his time last year we
were encouraged but the
significant improvements
in the fatal accident
rate between 2015 to 2018.
We went from 3.07/100,000
to 0.31/100,000. (Rate/per
100,000 hours) We weren’t
exactly sure why, but we
strived to keep the safety
culture moving in the right
direction. MMOPA initiated
the Master Aviator Program,
which is currently enjoying
great success. I hope many of
you reading this attended the
MMOPA Safety Stand Down
in October and we look
forward to your feedback.
Before we start crunching
numbers you should know I
base the statistics on an average
of 150-hours per flying aircraft
and we remove aircraft from
those numbers that have been
destroyed, parted out or those
that are still registered to
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SAFETY

Piper. It’s far from perfect. Some fly more, some less and
the “experts” I’ve spoken with say it’s about as good as
we can guess without auditing your aircraft logbooks.
Also keep in mind we are dealing with relatively small
numbers. A single event will raise percentages a third of
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a point, but it may not represent a
fleet-wide problem.
Unfortunately, 2019 didn’t “stay
the course.” We’ve already logged
four fatal events, all with a weather
component, which takes us to
1.22/100,000. The fleet average 20102019 is 1.42/100,000 so we’re still
below average with no desire to rise
to “average.”
The non-fatal accident rate for 2019
so far is 1.53, still below the previous
10-year average of 3.44.
So, this year to date, 4-fatal
accidents, 5-nonfatal and 6 incidents.
The fleet currently stands at
~2,351 built and approximately
2,154 still airworthy. The estimated
total number of hours flown is
approximately 5.7 million.
Shifting the dateline on the various
charts and tables doesn’t really
provide significant insight to the
safety environment. We continue
to experience a high percentage of
events related to stabilized approaches
and encounters with mother nature.
The MMOPA Safety Committee
collaborated with well-known
training resources and came up with
PA46-specific Operational Practices
for approaches and landings. These
are available in the resources section
of the website.
Some of the more serious events
point to training issues. It may not be
that training wasn’t provided; more
that the student wasn’t convinced how
important/relevant the information
was. This might be traced back to
the students’ primary training where
stabilized approaches, weight and
balance and weather were treated
purely as academic subjects. The
seller will tell you what the aircraft
can do. The instructor should tell
you what the aircraft can’t do, such as
seven occupants and 400 pounds of baggage (not a madeup example).
We’ve seen three in the water so far this year.
The Malibu in the English Channel (carbon monoxide
poisoning amongst other things), the JetPROP in Louisiana
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(possible spatial disorientation), and the Mirage off the
coast of Louisiana (engine failure, reason unknown). Icing
and convection still pose significant obstacles to achieving
a year without any serious accidents. You can help by
encouraging “non-MMOPA” members to take advantage of
the resources MMOPA has amassed over the years. Singing
about safety to the choir only works if we get the rest of the
owners in the room to join in.
Can I get an Amen?

°
•
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Dave McVinnie is a 24-year Master Flight Instructor, FAAST Representative and a Designated Pilot
Examiner with over 12,000 hours and 34-years
of instructional experience. He was selected as CFI of the Year in 1995,
2009 & 2014. Dave currently serves on the MMOPA Safety Committee
and has specialized in the PA-46 for the past 18-years. McVinnie Aviation offers insurance accepted initial and recurrent training, including
initial instrument training. For more info, go to McVinnieAviation.com.
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MMOPA

Safety Brief
A Year in Review

O

by Manny Casiano, Past MMOPA President

ur convention at Amelia Island, in its new spring
timeframe, was a wonderful opportunity for
learning. The highly successful Master Aviator
Program kickoff was exciting, and I hope that
program will lead to safer flying by our members.
Once again, the safety lectures throughout the convention
were highly relevant to the accidents we’re seeing in the
fleet. On Saturday of the convention, I presented our
annual Safety Review. In this article, I’ll review our record
over the past year, which has not been as successful as
the prior period. (My full Safety Review presentation is
available for download from the MMOPA website.)
Since last fall at the Broadmoor, through our spring
convention, we had seven accidents in the U.S. (two of
them with fatalities), as well as two other fatal accidents
(in Guernsey and Canada) – see Figure 1. That’s not a very
good record, especially for a seven-month period. And in
the several months since Amelia Island (mid-Sept as I write
this), we’ve had four more accidents, one of them with four
lives lost.
Before discussing the recent accidents, I’d like mention
again the weather-related Malibu crash in Oregon in April
2017. This was an approach accident in challenging weather
conditions, about which Dave McVinnie wrote an excellent
article in the Sept/Oct 2018 MMOPA Magazine. In Amelia
Island, we heard an excellent discussion of microbursts; I
wanted to emphasize the learning point for me, which was
that microbursts can occur without thunderstorms.
Figure 1
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Figure 2
NOAA’s current webpage on microbursts still
specifically says that “A microburst is a localized column of
sinking air (downdraft) within a thunderstorm…” That’s
also what I was taught, so I felt that if I stayed away from
thunderstorms, I didn’t have to worry about microbursts.
The Oregon accident disproves my complacency, since that
Malibu was brought down by a microburst falling out of
non-convective cumulus clouds. In heavy rain with a cold
cloud, a microburst can exceed 60 mph downward velocity
(5,300 ft/min). (Figure 2). That would totally overwhelm
any PA46 variant when we’re close to the ground – with
no convection required. We need to respect big, wet
cumulus clouds.

Accidents Described
I’ll briefly review our accidents since last fall, in
chronological order, and then I’ll try to put this year into
context. Please note that none of these recent accidents
have final NTSB investigation reports available, so there is
some speculation involved.
We had a JetPROP landing accident in Hartford, CT.
Trying to accommodate tower instructions to “stay high
and close” while turning final, the pilot pulled the power
to idle and got a high sink rate. The plane landed hard,
and collapsed the nose gear (Figure 3), as well as wrinkling
the fuselage. Landing technique was the obvious culprit
here, but pressure from ATC didn’t help. Remember that
“unable” is a perfectly acceptable response to an ATC

2 0 1 9

Figure 3
command/request that with which you are uncomfortable;
we had a lecture in Amelia Island on that very topic. I
think you’ll see that this is the first in a theme of landing
accidents in this report.
Next, a Mirage departed Hurricane, UT, for a short
VFR trip. He had an engine compartment fire soon after
takeoff at 1,200 feet altitude. Despite the engine quitting,
and smoke filling the cockpit, the pilot did a superb job of
putting it down in a field with no significant injuries to his
four passengers or himself (Figure 4). Congratulations and
well done! We don’t yet know the source of the fire, but the
exhaust system is a likely culprit.
We had another landing accident in West Virginia,
where a JetPROP departed the runway for unknown
reasons, in good weather. Fortunately, there were
no injuries.

Figure 6
Next was a completely preventable accident in Florida;
Joe Casey wrote a fine article about this accident in the
Jan/Feb 2019 MMOPA Magazine issue. A brand-new-toPA46’s pilot and his son took off to return to New Jersey
after initial PA46 training. It is very likely the pilot had no
experience with high-altitude operations because he filed
for FL230, despite a wet radar picture in northern Florida,
with forecasts for moderate to heavy icing from 12,000
to FL270 throughout the first half of his route (Figure 5).

Figure 4
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Figure 7

Figure 8

Figure 9
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Thirty-eight minutes after departure,
while climbing thru FL220, he lost
control of the plane and crashed
into the Atlantic Ocean 2.5 heartbreaking minutes later. There are
several lessons for us that come out
of this tragic accident:
“Get-there-it is.” Pilot and son
were returning home after training
just prior to Christmas.
The significantly increased risk for
low time-in-type (<500 hours) pilots.
I showed this in my review a few years
back and this applies to all airframes,
not just the PA46. (Figure 6 on the
previous page). It is interesting that
most airframes have a much smaller
second accident peak for pilots in the
2,000-3,000 hours of experience range
(relative complacency?)
The danger of believing “FIKI”
means the plane can actually handle
all ice encounters.
Inadequate preflight planning and/
or thinking we always must fly high
and direct. The weather for this trip
was actually quite benign at 8,000
feet and below (Figure 7). While the
trip would have taken longer, and
required a fuel stop, it would have
been a relatively easy VMC trip at
7,000 feet.
Think about this accident when
contemplating flying thru daunting
weather. Would a dogleg around the
weather make sense? Would flying
at low altitude mitigate risk? Just
because our planes “can” doesn’t
always mean we “should”…
We then have another landing
mishap (departing the runway) on
a nice day in San Diego, with no
injuries, but significant damage to
the airplane. Reasons still unknown.
Next is another tragic and completely preventable accident that got a lot of
worldwide media attention. A pilot and
his Malibu were transporting a famous
European soccer star from France to
England. Due to publicity events, the
departure was delayed until after dark,
with bands of rain moving across the

SAFETY
Figure 10

Figure 11
English Channel, and with a freezing level of 300-4000
feet. (Figure 8 previous page) In this case, the pilot planned
a low altitude VFR (??) flight. An hour into the flight,
after requesting progressively lower cruising altitudes and
deviations to remain in visual conditions, the plane crashed
in an area of heavy precip. The wreckage was later found at
220 feet depth in the Channel (Figure 9 previous page).
The fundamental issue here revolves around flight
planning: night VFR flight over the ocean in poor weather
with no onboard weather radar. There were peripheral
issues (eg: neither the pilot nor plane were approved for
commercial flight; the pilot only had a private certificate).
No doubt “get-there-itis” also played a role (the soccer star
was supposed to start training with his team in England
the next morning).
We then have a fourth landing accident – the new owner
of the plane was taking lessons for his commercial ticket in
Oregon. At the conclusion of the training flight, he and his
instructor set up for a 180-degree power off landing from
downwind. The plane got too low, hit an antenna short of
the runway, and crashed, with non-life-threatening injuries
to both occupants (Figure 10). Target fixation?
Next, another tragic accident in Louisiana. The pilot and
a friend were taking off in a JetPROP into a low overcast
of 600 feet. Shortly after takeoff, the pilot notified the
tower he had some kind of problem and wanted to return;
the plane made multiple circles and altitude deviations
indicative of loss of control, and less than four minutes
after takeoff, the plane crashed under a mile from the
airport (Figure 11). We don’t know what happened to this
active MMOPA member pilot during these four minutes
since the investigation is ongoing. But the low overcast
almost certainly played a part, in that instrument failure
or disorientation or mechanical issues are far riskier when
you’ve entered the clouds 30 seconds after takeoff.
Next, we have an M350 on a ferry flight from Virginia
to England with a ferry pilot and the new owner-pilot.

They departed early from Goose Bay to Greenland, at an
initial altitude of 2,000 feet. For reasons that are completely
unclear, 38 minutes later, approaching the Atlantic coast,
they were still at 2,200 feet altitude, and crashed into a
2,300 foot elevation hill (Figure 12), in an area where
the MSA was 3,300 feet. The ferry pilot was likely not
pilot flying (since he subsequently said he was working
on his laptop), and it doesn’t seem like they intentionally
stayed low (e.g. for icing). Very strange story, but might
be simple CFIT. The owner died; the ferry pilot survived
with serious injuries. Again, this should have been
completely preventable.
Those are the accidents I discussed in Amelia Island.
Since the convention, we’ve had four additional accidents,
including one with four fatalities: a JetPROP inflight
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Figure 13
breakup over North
Carolina in convection
at FL270. This tragedy
also makes no sense,
since it would have
been relatively easy
that day to divert
around the bad weather
(Figure 13). Perhaps this is another example where a dogleg
flight, with a fuel stop, would have made more sense than a
max-altitude direct flight.
Since the Convention, we also have had a fuel exhaustion
accident near the destination, a gear collapse on takeoff,
and a ditching in the Gulf of Mexico (with no injuries).
I’ll discuss these four accidents in more detail at our next
convention in Tucson in May.
In summary, this past 12 month’s
Figure 14
accident record is unfortunate,
especially in regard five fatal crashes.
As usual, we pilots remain the weak
link in the accident chain – suspected
pilot error (especially in terms of flight
planning) seems likely in at least four
of the five fatal accidents. I’ve already
mentioned “get-there-itis” as an
underlying problem; the result is often
tangling with Mother Nature, who will
almost always win.
You’ve probably also noticed the
string of landing accidents. Fortunately,
few injuries occurred in those, but there
was lots of bent metal. Our tendency
toward landing mishaps is one of the
reasons the MMOPA Safety Committee
recommended a tailwheel endorsement
for the Master Aviator award.
To put this past year in context, the
Figure 15
PA46 community has good long-term
trends in both overall accident rates and
fatal accident rates, even though this
past year was less than ideal.
Figure 14 shows our long-term trend
in fatal accidents. Even with the bump
this year, the overall trend line (based
on total airplanes flying, since FAA
doesn’t keep hours flown by type) is
sloping down nicely. Note that our
current fatal accident rate is one-quarter
what it was during the early 1990’s.
But we could do so much better! Let’s
make better decisions and get that fatal
number down to zero; I would love
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to be able to announce zero fatal accidents every year at
convention, like I did last year at the Broadmoor.
Figure 15 depicts total accidents by calendar year (so
2019 will end up higher than shown). Even with that
caveat, you can see the overall downward trend. All of
general aviation has seen a similar downward trend in
accident rate over the past decade or so, but the PA46 fleet
has been trending down (which is good) faster than the
rest of general aviation. If we could improve our landing
record, we’d really shine!
I look forward to seeing you all in Tucson. Let’s
work to remain accident free thru the winter and
spring.

°
•

Manny Casiano is the past president of MMOPA and presents a Safety
Review at the Annual Convention & Fly-In.
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MMOPA Safety Committee

Works to
Move the Needle

M

by Joe Casey

MOPA is a wonderful
and important
organization for both
the aviation market
in general and also
specifically for the PA46 market.
Influential, relevant and in-thelead, MMOPA is one of the best

“alphabet organizations” ever, and
it all hinges on one important word:
volunteerism.
The president and all of the
directors are all volunteers,
paid nothing for the critical
leadership they provide and they
are not alone. Within MMOPA

MMOPA members
Rick Converse and
George Boras display
their newly awarded
Master Aviator wings
at the 2019 MMOPA
Convention.
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are committees that perform
critical functions to support the
pillars upon which MMOPA exists
to perform: Safety, Advocacy
and Community. One of those
committees that is filled with
extraordinary volunteers is the
Safety Committee.

I was asked by the MMOPA
Board of Directors to accept
the position of chairman of this
important committee in early 2018,
and I accepted with high hopes
of being able to move the safety
needle. Not really knowing what
a Safety Committee Chairman is
supposed to do, I began doing what
I thought to be best, and I could not
think of a better way to start than
to fill the committee with the best
people I could find and turn them
loose with few restrictions. That
turned out to be a really good plan
that produced tremendous results.
With the full trust of the
MMOPA Board of Directors, I
expanded the Safety Committee
to nine members and filled
those seats with the best PA46
instructors. Interestingly, all of
the instructors and professionals
that I originally asked to be on
the Safety Committee all agreed
to participate.
The members of the Safety
Committee were originally:
Joe Casey, Chairman, CFI/DPE
Bart Bartlett, previous MMOPA
Director and CFI
Dave Bennett, MMOPA Director
Hank Gibson, CFI
Bill Inglis, CFI
David McVinnie, CFI/DPE
Charlie Precourt, former Space
Shuttle commander and previous
PA46 owner

Audio Authority
Sixth Page Ad

David Purvis, CFI
I was thrilled to have Bart Bartlett,
Dave Bennett, and David McVinnie
as existing members of the Safety
Committee as they have been longstanding volunteers in many parts
of MMOPA, and their leadership
impact is well-known and well
respected. With this core group

astronaut deserves, Charlie has
committed himself to improving
the safety record within the
General Aviation community and
deserves another round of applause
for his ongoing work outside of
NASA. As a writer, board member
of several aviation alphabet groups,
and Chairman of the CJP Safety
Committee, I felt completely honored
that Charlie agreed to help out the
MMOPA Safety Committee. Charlie
didn’t have to say much, but what
he said and when he said it made all
the difference. Charlie’s contribution
to the Safety Committee cannot
be understated.
Bart Bartlett originally served on
the MMOPA Safety Committee and
was an integral part of development
of some of the early initiatives
including the Master Aviator
Program. But, when Bart rotated
off the MMOPA Board of Directors
in late 2018, Ryan Oltman (as a

existing, I needed to find some other
volunteers to help.
I felt that Bill Inglis was an outstanding addition as the Chief
Flight Instructor at Legacy Flight
Training at the Piper factory, and
he proved to be integral to the
development of the Operational
Practices. It was great to have a face
and name that is also trusted by the
leadership at Piper. Hank Gibson is
a relatively newcomer to the PA46
market, but he has established
himself in that short period of
time as a go-to instructor with his
clients, and he represents the “next
generation” of PA46 instructors. I’ve
worked with David Purvis for years
in the PA46 market, and his depth
of knowledge and professionalism
worked as “the glue” that allowed
many discussions to prove fruitful.
And finally, but certainly not least,
is Charlie Precourt. Aside from all
the accolades that multi-mission
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The Safety Committee developed the Safety Stand Down as a oneday training event held at multiple locations across the country.
newly-installed MMOPA Director)
subsequently also replaced Bart
on the Safety Committee. Ryan
works in the flight simulation
market and has proven to be a solid
contributor to the good work of
the Safety Committee, especially
in the development of Safety Stand
Down. All of MMOPA appreciates
the work that Bart did as a director
and as a safety committee member,
and we look forward to Ryan filling
big shoes.
This team of professional
volunteers jumped on problems,
jumped on the bandwagon, and
jumped on the phone. Yes…we
had more conference calls than
the law should allow. Yes…that’s
the worst kind of volunteerism
that can possibly happen. Yes…
this group of volunteers deserves
your undying love and affection
because they endured the pain of
not only LONG teleconferences,
but I requested they participate
in many teleconferences.
Teleconferences suck. But, there’s
no way that 9 pilots are going to
be able to carve time out of their
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busy schedules to show up in one
place at one time unless there’s
going to be free rides in a P-51
Mustang being offered. So, with
no P-51, we endured at least 5
one-hour-plus conference calls
to hammer out initiatives that
would improve safety amongst
PA46 pilots.
Those conference calls prompted
a flurry of email discussions and
personal phone calls, and all of this
good communication resulted in
the creation of the Master Aviator
Program. More conferences,
emails, and phone calls resulted
in the subsequent development
of Operational Practices, the
Broken Wing Award, and
Safety Stand Down. All of these
initiatives were not only approved
by the MMOPA Board of Directors,
but they’ve also been approved in
the marketplace as many, many
MMOPA members have voted
with their time and pocketbooks
in support. To me, the best part of
being on the Safety Committee is
the overwhelming support from the
MMOPA members.
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Today, many pilots are attending
tailwheel instruction, midyear
training and learning about the
stall/spin accident and how to avoid
its deadly results. More pilots are
participating in great training than
ever before, and that moves the
safety needle.
The Master Aviator Program is a
robust and evolving program that I
believe will be around for years to
come. The latest brainchild of the
Safety Committee is Safety Stand
Down, a one-day training event
that happens at 7 locations all over
the United States. Participation in
Safety Stand Down counts as “midyear
training” for the Master Aviator
Program, and there were more than
200 MMOPA members nationwide
that participated in the Oct. 12,
2019 event. We will have the next
Safety Stand Down in the spring of
2020, and I hope you are able to join
the party.
So, what is next for the
MMOPA Safety Committee? Well,
I’m afraid that more teleconferences,
emails, and phone calls are on the
horizon for this excellent group of
volunteers. We need to iron out the
specifics of the spring Safety Stand
Down, determine who receives
the Broken Wing Award at the
next MMOPA Convention, and
tweak the Master Aviator Program
toward perfection. There’s lots of
work to be done, and I’m glad to
have this splendid team to do the
heavy lifting.
Now, if we can only find a P-51
somewhere…

°
•

Joe Casey is an ATP, DPE, CFI (A/H), MEI,
CFIG, CFIH, as well as a U.S. Army UH60 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.

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
four-diamond 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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Maneuvering
by John Mariani

I

f you want to watch a flight instructor squirm,
ask him/her, point blank, to define maneuvering
speed, and why it decreases when the airplane
weight decreases.
But, before we get ahead of ourselves, let’s start with
some basic concepts.
First, you can damage (or destroy) an airplane in one
of two ways (or a combination of these two ways):
1. Maneuvering Loads – Maneuvering loads are the
loads imposed by the pilot when (take a wild guess)
he maneuvers. When you fly in straight and level
flight, you are imposing a Load Factor (g) of 1.0 to
your airplane and to yourself. When you bank the
wings and hold altitude, your load factor increases
(2.0 g’s in a 60-degree bank, while maintaining altitude).
I own an aerobatic airplane (a CAP-10) and, when I
perform a loop (a very elementary maneuver for an
aerobatic airplane), the load factor is 3-3.5 g’s. Now, if
the pilot is ham-fisted and/or inexperienced, he can
easily go beyond the load factor limits that the airframe
was designed and certified for, and cause damage (or
destruction of the airplane, which is followed by the
death of everybody on board).
2. External Loads – External Loads are usually gust loads
and, therefore, usually related to weather conditions
(convection being a prime example). Usually, but not
always. Mountain turbulence (waves, rotor clouds) can
also provide external loads. Wake turbulence from
another airplane is also another example of external
loads. Clear Air Turbulence (CAT) near the jetstream is
yet another example of external loads. In other words,
external loads can be summarized as “being in the
wrong place at the wrong time.”
Now, picture this: would you do aerobatics
(maneuvering loads) in rough air (external loads) or,
conversely, would you maneuver in rough air?
I hope you don’t even think about that, since the loads
(maneuvering and external) are additive and will bring
you that much closer to the limits of the airframe, and to
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damage and (possibly) destruction of the airplane. In other
words, it will not end well.
I know that some of you will say: “Well, I will never
do that!!
Think again. There is a history of in-flight breakups in
these airplanes (last one happened just a few months ago).
The airplane was NEVER at fault (it was recertified by the
FAA in the early 1990’s, and it passed with flying colors).
I am very emphatic on this, and nothing gets me madder
that to hear people, who have never even been inside
(much less fly) a PA46 talk with arrogant certainty that
this is a “very dangerous” airplane.
The airplane was indeed never at fault in any of these
events, but the pilot’s airmanship (the famous threelegged stool of judgement, skills, and knowledge) certainly
was. I can bet money that any of those encounters with
convection were coupled with a pilot desperately trying to
maneuver himself out of there.
Remember the old advice that, if you get caught inside a
thunderstorm, the best way out is in a straight line, straight
ahead, without maneuvering? Well, that old advice is
still true!
Some (hopefully none of you) might say: “I got this
powerful on-board radar that will help me navigate
inside a squall line with embedded thunderstorms!” My
answer to this statement is that you are a candidate for an
early (and very messy) death. Don’t do it!
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Speed
So, repeat after me, if you get caught in convection
(and you have only yourself to blame), you must do
the following:
• SLOW DOWN (more on that later). DO NOT
EXTEND THE FLAPS TO SLOW DOWN!
• Extend the landing gear. The landing gear is your
friend and, besides slowing you down, it will help
prevent dangerously high airspeeds during your
dance with the weather.
• Keep the wings level as best as you can. DO NOT
ATTEMPT TO MANEUVER YOURSELF OUT OF
THIS! You are too late for that.
• Keep the pitch attitude as level as you can. Again, DO NOT
ATTEMPT TO MANEUVER YOURSELF OUT OF THIS!
• No full and/or abrupt control surface movements and/
or reversals.
• Do not attempt to maintain altitude. You can’t!
• Disengage the Autopilot and (the horror!) hand-fly
the airplane. You still remember how to hand-fly
the airplane, don’t you? The airplane will indeed be
undergoing some rather fast and severe pitch changes,
and the autopilot will not be able to keep up with
it, leaving you with a severely out-of-trim
airplane at a rather bad moment, I might add.
• Go to” Alternate Induction Air” (piston)
or “Ice Door On” (JetPROP) as you might
get ice, too.
• Pitot Heat on. It should be on for the entire
flight anyway. Every flight.
• Tighten the belts/harnesses to the point that
you can hardly breathe.
• If at night, turn the interior lights on. A direct
or close lightning strike in a dark cockpit
will essentially render you blind for quite
some time.
• DO NOT PANIC! You will make it out in a short time.

• Once you are out, land as soon as practical, and check
for any signs of visible structural damage. Look at
the on-board g-meter for the highest positive and
negative load factors the airframe experienced. You
have an on-board g-meter, don’t you? If not, why
not? Virtually all the pilots that I train have installed
g-meters on board.
• Get a room, get a bottle of good single-malt scotch
(don’t be cheap!), and get so drunk that you will not
be flying for at least 2-3 days. You (and everybody on
board) have just had a second birthday.
Before someone says that there has to be an alternative
to what I advised you to do, let me deflate that balloon
right now: there is NO alternative, or rather the alternative
is death. Once you have been invited to that dance, and
you were unprepared and/or clueless enough to accept that
invitation, there is only one way to finish that dance on
your terms. Alive, that is…
I hope you are still with me so far, because we are just
getting started.

Know the Structural Limits

Before we can continue, we need to know the structural
limits of the airframe, and what exactly they represent. In
other words, we need to now the size of our sandbox, and
what happens when we get out of it.
All PA46’s have been certified in the Normal Category.
What that means is a maximum Limit Load Factor of
+3.8 g’s (positive) and -1.52 g’s (negative). For the M600:
Limit Load Factor of +3.6 g’s (positive) and -1.4 g’s (negative).
Positive g’s are “eyeballs-in,” and negative g’s are
“eyeballs-out” (easy way to remember it). These load
factors are prescribed by FAR 23.337. The way you need to
understand this is that, beyond those limits, the integrity
of the structure is no longer guaranteed for no permanent
structural damage. Permanent structural damage is when
When the load factor limits exceed that
of which the airframe was designed and
certified, structural damage can result.
The wrinkles and damage to this PA46
wing are obvious examples of an unfortunate day of flying.

SAFETY
some part of the structure bends or buckles, and it stays
bent or buckled after you remove the load. In other words,
the structure has been permanently deformed. That’s
expensive, and sometimes not even worth repairing
(especially in older airplanes).
Now, what happens if you exceed those limit load factors?
Well, the guarantee (proven by very expensive structural
tests) of no permanent structural deformation is over.
At this point, another term kicks in: Ultimate Load
Factors (FAR 23.301). Ultimate loads are simply limit
loads multiplied by a safety factor, which is usually 1.5
(FAR 23.303).
However, the rules when ultimate loads are reached are
quite different than for limit loads: permanent structural
deformation IS ALLOWED at ultimate load, and the
structure has to sustain that ultimate load for only 3 seconds
without failure (FAR 23.305). Think about this: 3 seconds!
Ultimate load is really a life-or-death situation and,
when you are at Ultimate Load, you are at death’s doorstep.
Structural failure at this point is not that far away. Do I
need to remind you what “structural failure” means?
In all my years (as a test conductor or a test witness)
I have never seen an ultimate load test in which the test
article survived unscathed. It was always damaged, to the
point that it was no longer airworthy (or economically
repairable). Throw that airplane away, at this point.
What are the ultimate load factors? +5.7 g’s, -2.28 g’s
(+5.4 g’s, -2.1 g’s for the M600).
In this discussion, we have mentioned the term load
factor a few times. What exactly is load factor (also
known as “g”):
It is a ratio of 2 forces:
Load Factor = Wing Lift / Airplane Weight = L / W
Since the units (lbs/lbs) cancel each other out, it is a
dimensionless number.
So, if you have a
5,000-pound airplane
pulling 2 g’s while holding
altitude, that wing is
developing 10,000 pounds
of lift. Impressive, isn’t it?
But there is more. What
exactly is lift as a force?
Let’s define it:
Don’t stop reading. It’s
not that hard to understand.
Lift, which causes
your load factor to
increase, is affected by the
factors at top:
• The coefficient of
lift (which increases
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substantially
when extending
flaps, among
other things).
• Wing area. Well,
that’s kind of
obvious. The
bigger the wing,
the greater the lift produced.
• Air density. That’s kind of obvious, too. You
produce more lift in denser air, everything else
being equal.
• Velocity. This is the astonishing part. This is the
factor that most affects lift (again, everything
else being equal). You double the velocity, you
QUADRUPLE the lift.
Note: the term Dynamic Pressure is kind of familiar
in Florida, since that’s how you calculate wind loads and
construct your buildings appropriately.
Two things can be inferred by the above discussion:
1. With external loads acting on the airframe (convection
being the worst), lift is no longer your friend, and it
becomes your enemy. An excessive amount of lift will
destroy your airplane.
2. The most effective way to decrease lift is by
slowing down.
So, would it not be a good idea to have a speed that acts
like a “safety valve,” that would prevent you from going
beyond the max limit load factor of 3.8 g’s?
Indeed, it would be, and the FAA calls it Maneuvering Speed as referenced below:

Here is how you need to understand this:
If external loads (primarily gusts) stall the wing at
maneuvering speed, this will cause an accelerated stall in
which the airplane’s load factor will be 3.8 g’s.
And what happens when the wing stalls? The wing
unloads, and most of the lift is gone. Hard to break (or
damage) a wing that is stalled.
A few years ago, during a seminar I was teaching,
when I went through all the above, a pilot made the
following statement:
“You are asking me to intentionally stall the wing! I will
never do that, because it will terrify my family!”
To which I replied:
“Sir, first of all I NEVER told you to intentionally stall
the wing, but rather to let the external loads stall the wing
for you, by going slow enough.
Second, you don’t even know the meaning of “terrified,”
until you see a significant part of the airplane’s structure
break off. Would you rather your family be terrified, or
would you rather them be dead?” You really do not have a
choice in this, if you want to survive.
I need to add that it’s a darn good idea to slow down
10-15 knots below maneuvering speed, to account for wind
shear. If that gust has a headwind component, your speed
will increase, and there is absolutely nothing that you can
do about that. If you stall at a speed 10-15 knots higher that
maneuvering speed, your resultant load factor in that stall
will be substantially higher than 3.8.

John Mariani, a former engineering specialist on military airplanes
at Northrop Grumman, has been
associated with Piper Aircraft
Corporation for nearly 15 years
(1976-1991) as an engineer (on
the original PA46 design team
since project inception in 1979 to
FAA type certification in 1983),
test pilot and, finally, ground and
flight instructor in the Customer
Training Center.
His qualifications include, besides a degree in Aeronautical
Engineering from New York University, a Master of Science degree
in Mechanical Engineering from Florida Institute of Technology, and
Airline Transport Pilot, Seaplane and Flight Instructor licenses for
single, multi-engine and instrument with more than 20,000 hours of
flight time (over 10,000 hours in PA46’s of all types). John has ferried
and instructed in PA46’s nearly all over the world.
In addition, since October 2019, John has been teaching John’s Class
(J-Class) Safety Seminars in Vero Beach, FL, for all models of PA46’s,
as a mid-year supplemental training. In his spare time, John enjoys
flying his CAP-10, a 2-seat aerobatic taildragger. He is available for
initial and recurrent training (under Mariani Aviation Services, LLC)
in the PA46-310P Malibu, PA 46-350P Mirage, Matrix, Meridian
M500, M600, and JetPROP.

Summarizing:

• The airplane’s load factor depends on how much lift
the wing is producing;
• The amount of excess load (lift) that can be imposed
on the wing depends on how fast the airplane is flying;
• At slow speed, the maximum available lifting force
of the wing is only slightly greater than the amount
necessary to support the airplane’s weight. Therefore,
the load factor will not be excessive if the controls
are moved abruptly or the airplane encounters
severe gusts (wing will stall before load becomes
excessive);

Wild Blue

Quarter Page Full Color Ad

• At high speed, the lifting capacity of the wing is so
great that a sudden movement of the elevator controls
or a strong gust may increase the load factor beyond
safe limits.
Now we can also answer the original question (why
maneuvering speed decreases when the airplane weight
decreases). Maneuvering speed is directly proportional to
stall speed. The lower the stall speed (at a lighter weight),
the lower the maneuvering speed.

°
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Knowing When
to Say “Unable”

by Deanna Wallace

ir traffic controllers (ATC) are a mystery to
some. Through time and experience, most pilots
eventually become comfortable talking to ATC
and operating fully within the national airspace
system. They adeptly navigate through normal and
special use airspace, arrival and departure procedures,
and instrument approaches into airports. Those
experienced pilots take pride in being able to communicate
professionally, effectively, and efficiently. This includes
being attentive to radio calls, filtering the information
down to what needs read back (Hint: it is not what the
controller said, word for word), making timely readbacks,
and carrying out the given instructions as prescribed.
There is no small amount of satisfaction that comes with a
readback well done. But what happens when you receive an
instruction that causes you to pause and wonder if you can,
or should, comply?
As students, we are groomed to believe ATC instructions
are as good as law, and the final say in what we are
allowed to do when within a controlled environment.
The law of primacy says that which is learned first tends
to stick in the mind better so, because everyone’s very
first instructor instilled the fear of the ATC gods and
emphasized compliance early on, many of us never learn
to appropriately question or act contrary to an ATC
instruction. Let us take a look at the regulation governing
ATC clearance compliance, FAR 91.123, and see how we, as
pilots, are really required to act.
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91.123(a) clearly tells us once a clearance has been issued,
we cannot deviate from it unless:
1. We have prior permission through an
amended clearance;
2. We have an emergency that requires a deviation from
the original clearance for safety of flight;
3. We are operating in response to a resolution advisory
from an installed traffic alert and collision avoidance
system…Note: this is not referring to all traffic
awareness systems, such as is installed in many general
aviation aircraft, but rather to those systems that provide
generated traffic resolutions with specific instructions
on traffic avoidance;
4. If operating under an IFR flight plan in VFR conditions,
the pilot may cancel the IFR flight plan and proceed
under visual flight rules, as long as they are not in Class
A airspace (above 18,000 MSL); and
5. Perhaps one of the most under-used clauses, “when a
pilot is uncertain of an ATC clearance, that pilot shall
immediately request clarification from ATC.”
Gentlemen and ladies, please, if you don’t understand
what is expected of you, think you may have
misunderstood an instruction (did they say turn right
or left to that heading?), or simply didn’t hear (and/or
write) the entirety of the clearance down as it was read
to you, ATC would much rather you take up a few more

2 0 1 9

seconds of air time on frequency to get it right than not
do as instructed because of a misunderstanding or lack of
clarification and create a collision hazard.
The way all that reads, our primary instructors were
correct in telling us that ATC instructions (within
controlled environments, such as Class A, B, C, & D
airspace) must be complied with. It is likely they also made
it clear that one could deviate in the event of an emergency
(if you’re willing to risk the paperwork). But any pilot who
has operated within the airspace system for any length of
time knows controllers, though quite good at what they
do, aren’t infallible and don’t always have insight into the
specific needs of our mission and our aircraft.

Why Don’t More of Us Say “Unable?”
So why don’t we hear pilots ask for clarification or
use the phrase “unable” more often? Not asking for
clarification can be attributed to several factors, including
not wanting to be a nuisance by asking a busy controller
to repeat or having to admit you may not understand
the directions as stated. As far as not saying “unable” to
a clearance that a pilot feels is outside the scope of their
personal or aircraft limitations, the cause can vary from
Statement of Ownership, Management
and Monthly Circulation of MMOPA Magazine
OWNER: Malibu M-Class Owners and Pilots
Association PUBLISHER: Malibu M-Class
Owners and Pilots Association EDITOR:
Dianne White • HEADQUARTERS OF
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our inherent nature to not question “authority” (as ATC is
made out to be from an early stage in our training), to not
wanting to admit we or our aircraft may not be capable
of something. This is not a trap into which only low-time
pilots fall; it is just as likely to see professional pilots in
high performance aircraft with the same thought process.
For example, on an IFR flight plan, I have come to
expect and know particular descent clearances on a route
I fly regularly in a light, piston, multi-engine aircraft.
Having flown that route many times, I also know to ask
for my descent when clearance isn’t given around the
usual point because I will otherwise have a difficult time
getting the aircraft down by the assigned crossing point
and altitude.
However, when I first flew that same route in a turbine
aircraft at a much higher altitude, I neglected to ask for this
clearance when it wasn’t given because I thought I might
be assigned something different. Turns out, the controller
simply got busy and neglected to issue the clearance at the
appropriate time but still expected me to make the same
crossing clearance and altitude. The beauty of turbine
engines is there’s no worry of shock cooling them like a
piston, providing opportunity to “chop it and drop it”
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to make a wide range of descent profile as long as your
pressurization system can keep the cabin comfortable for
your passengers. I quickly did the math and determined
there was no way I was going to make this descent profile
happen and informed the controller I was unable to comply
with the crossing restriction but would do the best I could.
Did it mess up his arrival flow? Possibly. Was there
anything that could have been done about it? Short of
a full-blown emergency descent procedure, doubtful. I
gave him a solid 2,000-plus fpm descent and still did not
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make my crossing altitude, but I was not willing to ask
the aircraft for more, adding unnecessary discomfort
to my passengers and putting an undue strain on the
pressurization system to keep up. As pilots, we try to be as
accommodating as possible within the limitations of our
aircraft, but it is not up to us to be wholly responsible for
correcting a lack of planning on a controller’s part…just as
it is not up to them to correct for our lack of planning in
the manner we would prefer.
While there are many more opportunities for mistakes
or miscommunication within the IFR environment, VFR
pilots are not immune and should certainly remain vigilant
for communication or misdirection errors. Accident and
incident reports show pilots can and will blindly follow a
controller’s instructions into the side of a mountain, onto
a runway where another plane has been given landing
or takeoff clearance, or in the opposite direction of their
destination. Controllers are human after all, and they, in
turn, rely upon the experience and knowledge of pilots to
question when something isn’t correct or to tell them when
the pilot or aircraft is incapable of performing a clearance.
Trust me, they would much rather give you an alternative
than to have accident reports to file later.
As a last note, don’t let fear of reprisal or the dreaded
“submit a detailed report…if requested” directive
mentioned in section (d) of the same part keep you from
deviating if necessary for an emergency or questioning a
given instruction. Your responsibility as pilot-in-command
is to make the best decision regarding the safety of your
flight and passengers over accommodating an ATC
clearance. In some rare circumstances you may have to
explain your actions in more detail, but most of the time,
both pilot and controller adapt, move on, and keep our
airspace operating safely and efficiently without any undue
hardship to either.
With regular stories of pilots, both recreational and
professional, being asked to fly into weather they shouldn’t
be and don’t want to be in (specifically thunderstorms
or prolonged icing conditions), the ability to overcome
aversion to the word “unable” is more important than ever.
It’s a skill that can preserve the integrity of the flight and
the safety of all onboard. At the end of the day, the pilot
and passengers are the ones taking all the in-flight risk of
bodily injury or harm. As a wise instructor once told me,
“If the pilot is wrong, he’s dead. If the controller is wrong,
the pilot is still the one that dies.”

°
•

Deanna Wallace has amassed more than 6,000 flight hours since she
started flying in 1997 and is a 20-year CFI/CFII/MEI with more than
2,000 hours dual given. She holds a Bachelor of Aviation Management
from Auburn University and a Master of Aeronautical Science from
Embry Riddle Aeronautical University. In 2018 she joined the Casey
Aviation team in Texas where she offers initial and recurrent training
in all PA46 models.
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Closing the

Upset recognition and recovery training

L

by Scott Glaser, PhD, Senior Vice President of Operations, Flight Research, Inc.

oss of Control in flight continues to be the No. 1
cause of fatalities in all facets of aviation. This is
no less true for general aviation and specifically
MMOPA member type aircraft.
The good news is that our airplanes are extremely
capable machines. We use roughly 1-5% of their capabilities
(depending on how you measure) in our normal transportation type missions. Trouble strikes when we are forced out
of the normal flight regime, but not necessarily out of the
flight manual envelope of the airplane.
For discussion sake, we’ll call this the abnormal flight
regime. Our airplanes are highly capable in the abnormal
flight regime. Unfortunately, however, modern civilian pilot
training does not properly train us to use those capabilities.
Additionally, the pilot actions needed to properly maneuver
an airplane in the abnormal regime are different and in
some cases opposite of the actions needed in the normal
flight regime. This leads to trouble. Several pilots have
found themselves in the abnormal flight regime due to an
“upset.” In the absence of proper training for the abnormal
regime, we as humans revert to the training we’ve had

for the normal flight regime. Disaster then ensues. This
difference in training between the normal and abnormal
flight regimes is known as the “training gap.”
Please take note that the root of the loss of control
accident rate is not an issue with a pilot’s lack of intrinsic
ability or “right stuff,” but a problem with the lack of
training provided by the modern civilian system. The
training gap does not exist in the military pilot training
system. Upset Recognition and Recovery Training
(URRT) is the solution to this problem for civilian
trained pilots or military pilots that have not visited
these topics in a while.
URRT focuses specifically on the causes of upsets and
how to apply the capabilities of your airplane to combat
abnormal flight regime scenarios. This includes theory on
aerodynamics and flight controls, techniques for dynamic
aircraft handling and finally application of those techniques
in the recovery from upsets. URRT can be referred to in
many ways such as; Upset Recovery Training (URT) or
Upset Prevention and Recovery Training (UPRT); however
the training objective remains the same.

URRT must be done, at least in part, in a real airplane with qualities similar to that of the airplane you
normally fly. For the PA46, the Slingsby T-67 Firefly is a great candidate.
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Training Gap

is a key solution to preventing LOC accidents
URRT must be done, at least in part, in a real airplane
with qualities similar to that of the airplane you
normally fly. Several studies have demonstrated that
the human brain reacts completely differently in the air
as compared to in a simulator. Hence, your reaction in
a real upset will be different than in a simulator. The
airplane must also respond similarly to your airplane.
Obviously, we don’t want to take a PA46 out and do
this kind of maneuvering. But an airplane with similar
control forces must be used. In the case of the PA46, a
Slingsby T-67 Firefly is a great candidate. It is a singleengine, fully aerobatic airplane with a high aspect ratio
wing. The T-67’s roll and pitch rates are representative
of a PA-46. Fireflies have been relied upon for decades
by a number of training organizations including the
Royal Air Force as well as our company, Flight Research,
Inc., in Mojave, CA.
URRT differs significantly from aerobatic training.
Typical aerobatic training consists of precision dynamic
maneuvering based on a predictable set of parameters
in specially designed aircraft. While some aerobatic
maneuvers are used to achieve URRT objectives, the
understanding and application of these maneuvers
exceed that of simple maneuvering for maneuvering
sake. URRT takes these maneuvers into the practical
application of skills used in execution. Additionally,
competition-level aerobatic airplanes do not have the
representative handling qualities relative to a PA-46 as
mentioned above.
One specific area of concern is high-altitude events.
Airplanes fly very differently at high altitude as compared
to close to the ground. The air is thinner. So wings produce
less lift for a given speed. Hence you have less excess lift
to maneuver the airplane. Simply being aware of this fact
and having experienced it in the airplane will help you as a
pilot mitigate the risks of high-altitude upsets.
Even down low in the pattern, URRT is critical to know
how to handle the airplane and recognize impending

upsets before they happen. A common accident condition
is a skidding turn when overcorrecting an overshoot on
base-to-final. Typically the pilot is unconsciously mistaking
the yaw rate created by using the rudder with an actual
change in flight path. In reality, the airplane is entering a
dangerous cross-controlled, slow speed condition. URRT
provides the skills to avoid this situation by engraining the
power of flying the airplane by lift vector control and energy
management instead of simply pointing the airplane.
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Last but not least,
URRT is fun! You get to
do things with airplanes
that most people never
do. You get to fly with
professionals from all
walks of life. Though
some pilots are concerned
about motion sensitivity,
know that professional
training organizations
will not push you to the
point of active motion
sickness. Your objective
at URRT is to learn
and have fun!
LOC is the No. 1 killer in aviation. The mitigation for
this event is URRT. URRT teaches skills missed by current
training curriculums. It is being adopted by training
departments from small general aviation operators to major
airlines. It has literally saved lives and can save yours. For
more information please visit www.flightresearch.com for
a list of our company’s offerings or visit the mmopa.com
website for a list of approved vendors.
Since 1981, Flight Research Test Pilot Instructors have
been teaching Upset Recovery Training in jets, pistons,
turboprops and helicopters. Designed to take pilots to an
advanced stage of learning by incorporating academics
from our flight test syllabus, Flight Research URRT teaches
about aircraft certification testing, limitations and how
these relate to aircraft capability and performance in the
air. Pilots learn lifesaving recovery techniques IN FLIGHT
and AT ALTITUDE, preparing pilots for in-flight situations
where the majority of aircraft accidents and fatalities occur
due to pilot recognition failure and/or improper recovery
procedures.
Since 1981, Flight Research Test Pilot Instructors have been teaching
Upset Recovery Training in jets, pistons, turboprops and helicopters.
Designed to take pilots to an advanced stage of learning by incorporating academics from our flight test syllabus, Flight Research URRT
teaches about aircraft certification testing, limitations and how these
relate to aircraft capability and performance in the air. Pilots learn
lifesaving recovery techniques IN FLIGHT and AT ALTITUDE,
preparing pilots for in-flight situations where the majority of aircraft
accidents and fatalities occur due to pilot recognition failure and/or
improper recovery procedures.
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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
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21

Southwest

15

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

MMOPA Holds
First-Ever Nationwide
Safety Stand Down
Simultaneous events in 7 locations addressed key topics to
reducing accidents, including spatial disorientation and icing.

M

MOPA held
its first-ever
nationwide
Safety Stand
Down Saturday,
Oct. 12, 2019. The free,
one-day event, which was
open to MMOPA members
and non-members, took
place simultaneously at
seven locations across the
country and featured key
safety topics relevant to safe
single-pilot operations of the
high-performance aircraft.
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Northeast SSD at the Marshfield Municipal Airport at the
Shoreline Aviation facility.
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South-central
SSD attendees in
Jacksonville, TX around an M600 brough
in by Cutter Aviation’s Larry Johnson.

Each Stand Down was led by a MMOPA-endorsed certified flight
instructor who specializes in training in the PA46 variants, including the
Malibu, Mirage, Meridian, JetPROP, and M600. Additionally, the program
was FAA approved under the Pilot Proficiency Program and eligible for
WINGs credit.
The event, which was attended by nearly 200 pilots, was held at the
following locations:
NORTHEAST: Boston, MA, Marshfield Municipal Airport (KGHG)
MID-ATLANTIC: Atlanta, GA, Cobb County Airport (KRYY)
SOUTHEAST: Ft. Lauderdale, FL Executive Airport (KFXE)
UPPER MIDWEST: Anoka County–Blaine Airport (KANE)
SOUTH-CENTRAL: Jacksonville, TX, Cherokee County Airport (KJSO)
WEST: San Diego, CA, Montgomery-Gibbs Executive (KMYF)
SOUTHWEST: Albuquerque, NM, Double Eagle II Airport (KAEG)
Based on research and analysis conducted by the MMOPA Safety
Committee, each Stand Down presented material on two topics that have
particular impact on the safety of the PA46 community:

Spatial Disorientation

Spatial Disorientation is an insidious problem for all of general
aviation, and pilots must understand the implications of not
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SSD held near Atlanta, GA at the
Cobb County International Airport.
understanding the vestibular,
proprioceptive, and visual systems
of the human body and how those
systems can provide incorrect
inputs to the brain. In the last
12 months, spatial disorientation
is the known or suspect cause
of several PA46 fatal accidents.
The MMOPA Safety Committee
believes that spatial disorientation

is an important subject, one which
all pilots should understand.

Airframe icing

Airframe icing is the known
or suspect cause of several fatal
accidents in the last 12 months, and
all of these accidents are avoidable
with increased pilot awareness of the
negative aerodynamic impacts of

icing, the need to properly configure
the aircraft for an icing encounter,
and how the most insidious type of
icing (freezing precipitation) can be
avoided altogether.
“The Safety Stand Down was a
unique opportunity for MMOPA
member pilots to get face-to-face with
top instructors and other owners to
gain a deeper understanding of the
unique capabilities and limitations
of their aircraft, as well as increase
their knowledge of critical safety
topics,” said MMOPA Executive
Director Dianne White. “MMOPA’s
primary mission is to promote safety
and help our owners operate their
aircraft in the safest manner possible.
The Safety Stand Down is yet another
way we hope to ‘move the needle’ on
reducing accidents and saving lives.”

How the Stand Down Started
Earlier this year, MMOPA invited
all flight instructors who actively

48

M M O P A

M A G A Z I N E

S E P T E M B E R

/

O C T O B E R

2 0 1 9

CFI Dave McVinnie
puts a SSD attendee
(KAEG) through the
Bárány Chair exercise to
demonstrate the effects
of spatial disorientation.
train in the PA46 market to attend a CFI Summit that
coincided with the MMOPA Annual Convention held
May 27-31 in Amelia Island, FL. To incentivize instructors
to attend, MMOPA removed several financial barriers,
including waiving convention registration fees and
assisting with lodging costs. The organization felt it was
critical to bring instructors together to share ideas and
best practices, discuss trends and concerns and jointly
develop strategies to improve training and safety across the
entire fleet. Out of the CFI Summit, the MMOPA Safety
Stand Down was born.

What’s Next?

MMOPA is targeting the spring of 2020 for the next
Safety Stand Down. The goal is to host the events at
different locations this time around, but keep them
geographically dispersed to maximize convenience and
accessibility for members. The Safety Committee will be
developing the teaching subjects in the next few months.
Be watching the website and your email
(MMOPA Direct e-newsletter) for more information and
updates!

°
•

Southeast SSD leader
Ron Cox teaches
on airframe icing.
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