
Malibu M-Class Owners and Pilots Association MARCH / APRIL 2020

Volume 10 Issue 2
M A G A Z I N E

2020  
Convention  
Preview
Marbles in the Fuel
It’s the Little Things - Part 2

Mirage-to-JetPROP Transformation



2  M M O P A  M A G A Z I N E   M A R C H  /  A P R I L  2 0 2 0

Legacy Flight Training

Full Page 4/CAd

4/C

IFC
IFC
IFC

www.legacyflighttraining.com



 M M O P A  M A G A Z I N E   M A R C H  /  A P R I L  2 0 2 0  3

 As I write this, our 30th annual Convention & Fly-In is a little over 

three months away. And by the time you read this, registration will 

be open and hopefully you will have made plans to attend. To say 

that I’m excited about this year’s event is an understatement. I truly 

believe this will be one of our best yet.

Last summer, immediately after our Convention, Tim and I hopped in our plane and 
headed off to the Exumas, Bahamas. We’ve been flying around the islands for about 
18 years now, and always take the required life vests, a 6-man raft, PEB and bag of 
survival gear. It occurred to me (as we headed out over the open water with the engine 
purring along) that I have no idea what our specific raft looks like inflated and what its 
particular features are. Perhaps it would be a good idea to know that!

About 10 years ago, I went through a water survival training course with AirCare  
FACTS during the Bombardier Safety Stand Down, which is one of the preeminent 
annual safety events in the world. (It’s a free event to anyone in general aviation and is 
“sold out” almost the instant registration opens.) What I learned that day: inflating a 
raft properly takes training. One simple mistake and the raft is either lost or useless. 
Learning to climb into the raft takes practiced skill. Prioritizing your tasks to ensure 
your survival takes focus, calm and knowledge. A day of training gave me that, 
although I hope I never have to put it to use.

This year, for the first time ever, our members (plus their companions) will 
have the chance to learn valuable water survival skills, plus hypoxia training and 
fatigue management at a pre-convention add-on event held Wednesday, May 27. 
AirCare FACTS is THE best in the business. Training like this rarely comes around – 
so don’t miss this chance. Because of the amount of one-on-one training, registration is 
limited to a total of 45 people.

On Wednesday night, we will officially kick off the convention with a welcome 
reception. Just prior to that, our new Lifetime Members will gather for a private 
reception where I’ll have a few surprises in store. Starting on Thursday morning, strap 
in because we are going to go fast and furious with an outstanding slate of speakers…
Charlie Precourt; Garmin Autoland deep-dive with never-before-publicly-seen footage 
of their certification efforts, Dr. Quay Snyder, Scott Dennstaedt, Manny Casiano, 
an insurance panel, a session on single-pilot decision-making, and a “Newbies” and 
“Experienced Owner” breakout. Many of your favorite experts will be back to talk PA46 
maintenance and piloting.

Master Aviator
The applications are rolling in for the Master Aviator. You’ve applied, right? This 

is MMOPA’s signature safety program designed to make you a safer pilot. Focused on 
the areas that have historically led to PA46 accidents and incidents, the requirements 
aren’t simple check-the-box (unless you are Victor Rivas). And that’s because true 
proficiency, skill and judgment in the PA46 aren’t things that can simply be acquired 
and maintained with one annual recurrent and 50 hours a year in the left seat. This 
program incentivizes you to train, fly and have fun along the way.
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MMOPA Member Guide
Malibu M-Class Owners & Pilots Association
18149 Goddard St. 
Overland Park, KS 66013 
www.mmopa.com 
mmopasafety.org

MMOPA Executive Director 
Dianne White 
dwhite@mmopa.com

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.

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

Member-Only Benefits & Services

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

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

MMOPA LIBRARY: The MMOPA website has an in-depth 
library with a variety of maintenance instructions and  

best practice documents, checklists, POH’s and guides.  
In addition, there are training and safety content, 
Service Bulletin information and back issues of 
MMOPA Magazine. New resources are continually  
added and updated.

ANNUAL CONVENTION: Each year, PA46 pilots and 
enthusiasts gather for a four-day event featuring seminars, 
vendor trade show and social activities. The convention is open 
to MMOPA members and nonmembers.

MMOPA SAFETY & EDUCATION FOUNDATION: A 501(c)(3) 
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.

GARMIN ONEPAK/PILOT DISCOUNT: A MMOPA-exclusive 
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 
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. °•
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One question I get a lot: Will the 
insurance industry recognize the 
Master Aviator? Here’s what we are 
doing: Last fall I met with a number of 
underwriters to present our community’s 
safety record and MMOPA’s safety 
initiatives. It was met with overwhelming 
praise. This spring I am continuing to 
meet with underwriters to educate them 
on the PA46, our safety record and what 
we are doing to ensure our pilots are safe. 
At this year’s convention, we will hold an 
insurance panel with top underwriters 
so they can share what’s happening in 
the industry and what we can do as 
a community.

The old adage “it takes a village” 
applies here. ALL of us need to train 
well, fly often and respect and adhere 
to personal minimums and operational 
practices. But it is my goal to have 
the insurance industry recognize the 
Master Aviator as the hallmark of a safe 
pilot and a good risk. Will participating 
make your rates go down? Probably not. 
Will it keep them in check and perhaps 
prevent a costly claim, hopefully yes.

Safety Stand Down
If you haven’t signed up for the 

upcoming free Safety Stand Down, I 
encourage you to do so! Scheduled for 
April 18 at seven locations around the 
country, the event will feature relevant 
subjects including thunderstorms, 
crosswind takeoffs and landings; 
high-density altitude and operational 
practices review/stabilized approaches.

Currently we have more than 
100 signed up to attend. Go to: 
https://spring2020-ssd.eventbrite.com 
to register. Again, it’s a free event for 
members and will include lunch.

Your association home office is busier 
than ever – so many fantastic initiatives 
underway and on the horizon. My goal is 
to continue to add value to your MMOPA 
membership while remaining laser-focused 
on our three pillars: Safety, Advocacy 
and Community. As always, feel free to 
send me an email if I can be of assistance: 
dwhite@mmopa.com. °•
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E 
veryone grab your sunscreen, pack your summer 
gear and start practicing your landings as we are 
only a few months away from our 30th annual 
convention in Tucson, AZ.

MMOPA 2020 Convention
Our executive director, Dianne White, and the 

conference committee are focusing on the upcoming 
convention in Tucson, finalizing the speakers and setting 
the conference agenda. Our second spring convention is 
around the corner and looks to provide some excellent 
opportunities for everyone. We are working to provide an 
in-depth lineup of speakers who will provide insights to 
owning and operating your PA46 in a safe manner, with 
additional activities for companions. I hope that first 
timers and regular attendees alike can join me to meet and 
socialize with like-minded owners.

Similar to the meeting in Amelia Island, the 2020 
MMOPA Annual Convention & Fly-in includes an 
opportunity for a unique specialized training opportunity. 
As mentioned in our last MMOPA Direct e-newsletter, we 
have contracted with AirCare FACTS to provide survival 

training prior to the convention. While some, or maybe 
just me, may have memories of their military survival 
training in a Florida swamp, this should provide an 
excellent opportunity to participate in survival training 
activities and learn valuable skills without leaving 
the resort property. In addition to training, I plan on 
donning my Golf Coordinator badge again and provide 
a golf opportunity prior to the convention. Based on 
feedback from prior conventions, I will look to expand 
it to a Captain’s Choice group play in a social setting. So, 
start thinking about getting the clubs re-gripped and 
ready for play.

MMOPA Business
The past couple months have been busy for the 

MMOPA board. MMOPA has signed our contract for 
the 2023 convention which returns us to the Broadmoor 
in Colorado Springs, CO. In preparation for the 2020 
convention’s member meeting, I will propose refocusing 
some standing committees in ways that will better 
support and advocate for the distinct variations of 
the PA46 airframes. As members, if any of you have 

 PRESIDENT'S LETTER

Gear up for a  
Great Convention

by Ryan Oltman
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ideas on how we as an organization can better serve 
the membership, please do not hesitate to reach out to 
Dianne or myself. I can guarantee you, all the feedback 
we receive is discussed.

With the success of the first Safety Stand Down and 
reviewing all the feedback received, the Safety Committee 
has set the date of April 18th for our second nationwide 
Safety Stand Down. With topics relevant to spring flying, 
the group has selected at least seven locations with 
instructors to lead these discussions. MMOPA hopes to 
grow these events to provide concise training relevant to 
our air frames.

In addition to the Safety Stand Downs, our spring 
MMOPA Uncowled event, on March 21st, is setting up to 
be successful. It was fully booked within a few weeks of 
announcement with a wait list This spring event is pulling 
some of the best subject matter experts on our turbine 
engines, airframe and avionics to one location.

The MMOPA membership has responded in a positive 
way to the Lifetime membership. MMOPA will recognize 
these individuals who have made a lifetime commitment 
to our organization at the annual convention. All our 
members are valued and we boast that approximately 60% 

of PA46 owners are MMOPA members, which is a much 
larger share of owners as members when compared to 
COPA, ABS or CJP.

With an enthusiastic and captive member base, I want 
to reiterate I recognize the responsibility MMOPA has 
to provide services our members value. Some MMOPA 
member benefits require near zero effort to administer, 
while other benefits require significant effort to implement 
and deploy. As I pledged to sustain or increase the value 
of your membership, the charters of some standing 
committees may change and we will look for volunteers to 
help contribute to these enhancements. In doing so we will 
be reaching out to our greatest resource, our members, to 
assist in providing insight, feedback and support.

In addition to our member base, a lot of what MMOPA 
provides could not happen without the support from Piper 
and our other supporting partners. I ask everyone when 
specific services are needed to reach out to these partners 
and see if they can earn your business.

In closing, I hope to meet all of you at the 2020 convention, 
and if not there, at some point in the near future.

Feel free to send me a note to: 
president@mmopa.com. °•

Malibu Aerospace

Full Page Ad
21
43
51
38

www.ColumbiaAirServices.com

 PRESIDENT'S LETTER

Ron Cox Aviation Services

Quarter Page B/W Ad
36
21
28
28

www.roncoxaviation.com

mailto:info@roncoxaviation.com

Scott Dennstaedt

1/4 page Ad 4/C 

41
41

The last aviation weather book  
you’ll ever need to buy!

Excellent book, 
covering a wide 
range of topics in 
an accurate but 
intuitive fashion, 
exactly what 
pilots like.

~ 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 
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PLATINUM
Piper Aircraft

GOLD
Bendix/King

BRONZE 
Falcon Insurance of CA

Hardy Aviation Insurance

Patty Wagstaff Aviation Safety 

SILVER

Advocate Consulting Legal Group

GARMIN International

Hartzell Propeller

ICON Aircraft

Jeppesen

Jet Shades

JetAVIVA

Lone Mountain

Mead Aircraft Services

Malibu Aerospace

MMOPA Partners
Thank you to our valued Partners for your support of our organization.
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 C O M M U N I T Y  B U I L D I N G

Jeff Black, Hartselle, AL  
Diane Burwen, Naples, FL  

Robert Bushnell, Wichita, KS  
Neil Carew, Boston, MA 

Cliff Coffman, Shreveport, LA 
Steve Coleman, Salt Lake City, UT 

James Conway, Chicago, AL 
Tim Crane, Breckenridge, CO 

Scott Dalecio, Rancho Mirage, CA 
Patrick Dougherty, Hinton, OK 

Don Dubin, Salida, CO 
Todd Duellman, Wisconsin Rapids, WI 

Lucky Dutt, Ashburn, Ontario ON 
John Evilsizor, Danville, CA 
Joe Fallin, Nichols Hills, OK 

Vann Gutierrez, Chandler, AZ 
Nicolas Hamel, St - Pie, Quebec 

Harold Harrison, Friday Harbor, WA 
Zim Harry, Seattle, WA 

John Head, Brighton, CO 
Kevin Heronimus, Lebanon, TN 
Andy Hineman, Scott City, KS 
Robert Hiss, Great Bend, KS 

Dave Jesurun, Albuquerque, NM 
Andy Johnson, Peoria, AZ 

John Jones, London, Ontario 
Bill Kovac, Muskego, WI 

Stephen Lambert, Monument, CO 
Joseph Lenz, Sunrise Beach, MO 
Michael Mansfield, Sarasota, FL 
Lisa Marcusen, Mattawa, WA 

Brandon Michaels, Missouri City, TX 
Michael Miller, Brodheadsville, PA 
Alec Myers, Toronto, Ontario ON 
Musaddiq Nazeeri Lebanon, PA 

Edward Nugent, Hagerstown, IN 
Robert Pruitt, Eastman, GA 

Greg Richards, Broomfield, CO 
Darren Sharp, Greeley, CO 

William Sima, Atascadero, CA 
Nicholas Sotereanos, McKeesport, PA 

Jimmy Stallings, Enid, OK
Bob Thomason, Charlotte, NC  

Timothy Valek, Prosper, AL
Wilfried von Rath, Augsburg, Denmark

Derek Westen, Santa Barbara, CA
 

*As of February 27, 2020

WELCOME NEW  

MMOPA  
MEMBERS

Dave Bennett
Stephen Bobko-Hillenaar

Ed Cooper
Todd Duellman

Dr. Klaus Gerecht
Carl Griffith
Chris Krein

Donald Kukla
Edmund Markey III

Carl McQuillen
Michael Megler
Angel Mulkay
Ryan Oltman

Tony Overfield

David Randall

Victor Rivas

Joey Sager

Douglas Scheid

Brian Scott
Thank you for your support 

of MMOPA and its mission of 
safety, advocacy & community.
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Third Page Ad
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39
22

www.ciescorp.net

Audio Authority
Sixth Page Ad
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35
29
13
26

www.audioauthority.com/aviation

LIFETIME MEMBERS
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Master Aviator  
Program Quick  

Reference Guide
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 insurance-
required annual recurrent event. 

Developed through accident 
analysis and collaboration of  
the MMOPA Safety Committee,  

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. 

MMOPA  
Safety  

Committee
Joe Casey, 
Committee Chair, PA46 CFI

Ryan Oltman, 
MMOPA 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

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 

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.

 SAFETY
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* 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.

Master Aviator Requirements
Aviator Senior Aviator Master Aviator Master Aviator Retention

Insurance- 
Approved 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  
Supplemental  
Training

Mid-Year Training Event Upset/Recovery  
(Stall-spin) Training

Tailwheel  
Endorsement

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

Progression Completed Aviator 
requirements

Completed Senior Aviator 
requirements

Convention  
Attendance MMOPA Convention attendance required within the last 3 years Attendance encouraged

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

Apply for the Master Aviator Award online by going to:
www.mmopa.com/safety/master-aviator-program 

/master-aviator-award-application



MMOPA Magazine: Tell me about your 
aviation background.

Deb: I grew up flying as both parents are pilots. My first 
flight was at three weeks old, and I started glider training at 
13 years old, powered planes at 16 and attained my license 
at 17. We as a family have been in the PA46 model since 
1991. We had a Malibu for many years. Then in the early 
2000s we transitioned to the Meridian. My husband and I 
were fortunate enough to buy my parents’ Meridian that we 
have been flying for the last 15 years. We now have two little 
kids (1.5 and 3.5 years old) who are growing up at the flight 
controls and loving it!

Chris: I learned to fly after meeting Debbie and was 
licensed 12 years ago. My father-in-law reminded me a few 
months before the wedding that he was only giving away his 
daughter’s hand in marriage contingent upon me finishing 
my instrument rating. My examiner had no idea how much 
was riding on that check ride! I flew the C150, then up to 
a Bonanza, then Cirrus and is now so excited to be flying 
a meridian.

MMOPA Magazine: What aircraft have you flown/owned 
through your aviation career?

Deb: When I was 12 my father and 
his friend bought a 1976 C-150. I did 
the majority of my training in this 
plane; my husband then did his initial 
training in it. We still have it, still love 
it, and hope to train our kids to fly in it.

During my lifetime, my parents and 
their long-time plane partner and dear 
friend have jointly owned an Arrow, 
and three different Mooneys. In 1991 
they moved into the PA46 models, 
buying their first Malibu. That was 
the plane I really grew up in, taking it 

on weekend trips, family 
vacations, using it for my 
commercial rating, etc. We 
had a Malibu Mirage in the 
early 2000s, then transitioned to the Meridian. My husband 
and I are incredibly lucky to now own this 2001 Meridian, 
which we purchased this past year.

MMOPA Magazine: What were the compelling 
characteristics about the PA46 that won you over?

Deb: I was a kid when my family first started flying the 
PA46 model, so I’m not sure that I had an opinion on it then, 
and even if I did, it probably didn’t count! But as a kid, I will 
say that the interior layout was an enormous step up from 
the Mooney. On family trips, there was room to stretch out 
in the back; and, since we are all instrument-qualified pilots, 
we could easily rotate pilots throughout the trip. Now that 
Chris and I have our own kids, we have car seats on the back 
bench (first rear-facing infant bucket seats with modified 
seatbelt straps to hold them in place, and now toddler seats). 
I’ve done a lot of trial and error over the last few years with 
car seats in planes, so if anyone has questions about this, 
please ask! The cabin area is great for the kids; they have 

plenty of room to “run” around, play, 
stretch their legs, get a diaper change, 
and sleep. And we have the flexibility 
to be up front, go in the back with 
them, and go back and forth.

MMOPA Magazine: What do 
you enjoy most about how the 
plane and its performance and 
handling characteristics?

Deb: We love the flexibility and 
reliability of this plane. We can count 
on it to be able to travel long distances 
and in and out of weather. In the 
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Both physicians
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Wilmington, NC (KILM)

Meet Members & Meridian 
Owners Chris & Deb Hess



Bonanza and Cirrus (and previously, 
the C-150) we were very weather-
dependent and limited with regard 
to where we could go. Additionally, 
the PA46 is incredibly comfortable 
for passengers. We couldn’t leave 
the kids sitting in the back seats of 
the Cirrus for too long without a leg 
stretch, food break or a diaper change. 
In the Meridian, we’re able to do all of 
those inflight. The range is perfect for 
us; we are able to travel non-stop to 
our families.

MMOPA Magazine: What’s your 
training/operating philosophy for 
ensuring you operate the aircraft in 
the safest manner possible?

Deb: We both train regularly. PA46 
instructors John Mariani and my dad, 
Arnold Sperling, have been our go-to 
instructors for initial and ongoing 
training. We’re pretty lucky to have 
my father in the picture for targeted 
training and each other for regular 
practice. One to two times a month 
we hire a babysitter for a weekend 
morning and go up – just the two 
of us – and do patterns, approaches, 
missed approaches and maneuvers. 
We give each other tasks and mock 
complications. We try to plan at least 
one weekend family trip per month. 
Our 1.5 year old daughter sits up front 
for a few minutes each flight, but 
our 3.5 year old son is really starting 
to show an interest in not only the 
controls, but the panel. Unfortunately, 
he’s at the age where he loves to touch 
every button in sight.

My father has instilled in us the 
importance of ongoing education, 

which includes not only regular 
flying, but regular reading: MMOPA 
website forums, accident/NTSB 
reports, and POH review for annual 
recurrency training.

MMOPA Magazine: What is your 
typical mission and how many hours 
do you typically fly a year?

Deb: Typical missions are either 
training or travel. For training, we 
have a few local airports that we 
regularly use that are less busy than 
our home base and a short flight: 
KCPC and KSUT. Our more distant 
travel includes family visits to 
Indiana, New York, Massachusetts, 
Texas and Florida. Vacation travel 
in our Meridian this past year has 
taken us to Colorado, New Orleans 
and Washington, D.C. so far. And 
because we are both physicians in the 
Rhode Island National Guard, we use 
the Meridian to commute from our 
home in North Carolina to monthly 
Guard meeting and to visit family in 
the Boston area. Last year, we flew a 
little over 100 hours each, many of 
which were together.

We also enjoy flying our 
C-150, which is perfect to explore 
Moosehead Lake and its environs at 
low altitude!

MMOPA Magazine: Why is it 
important to be a part of an owners’ 
group like MMOPA?

Deb: Ongoing education and 
training is the most important 
benefit, but we also enjoy the 
community and camaraderie, and 
look forward to attending more 
meetings. °•
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 UPDATES
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Registration is now open for 
30th Annual MMOPA’s 
Convention & Fly-In to 
be held May 27-31 at the 
Westin La Paloma in 

Tucson, AZ. This year, the convention 
will feature the theme: Elevate Your 
Edge. Members can expect to learn, 
experience and enjoy four days of 
exciting training, seminars and social 
events all geared to increase our pilots’ 
safety acumen and knowledge about 
their aircraft.

On Wednesday, May 27, MMOPA 
will hold its first-ever survival training 

course. Led by world-renowned 
training organization AirCare FACTS, 
members will gain essential water 
training, including raft deployment, 
water survival and underwater egress. 
Also, there will be sessions on hypoxia 
(using table-top hypoxia unit), and 
fatigue management. The add-on 
session will cost $495.

Also, on Wednesday, 
MMOPA will hold its annual 
charity golf tournament 
benefiting the MMOPA Safety & 
Education Foundation. Also, there 
will be a pre-convention tour.

The educational sessions 
will include:
• Master Aviator Awards
• Keynote by former Shuttle 

Commander Charlie Precourt
• M600SLS Autoland Insights (Spouses/

Companions: Plan to Attend!)
• Manny Casiano’s Safety Review
• Weather planning
• Upset training & aerodynamics
• Single-Pilot CRM
• Strategies for the Aging Pilot
• Insurance Panel

MMOPA celebrates its 30th  
Annual Event with education,  
activities, fun & friendship.

Former Shuttle Commander Charlie PrecourtShort Caption about AirCare

2020 Convention



 M M O P A  M A G A Z I N E   M A R C H  /  A P R I L  2 0 2 0  19

Cutter Aviation

Full Page 4/C Ad
19
17
33
23

mailto:wdcutter@cutteraviation.com



20  M M O P A  M A G A Z I N E   M A R C H  /  A P R I L  2 0 2 0

• Newbie & Experienced Owner break-
out sessions

• Maintenance Break-outs by PA46 type
• Tax Strategies for 2020
• CFI Summit

Thursday night, members will 
enjoy an unforgettable dinner at 
the Pima Air & Space Museum. 
On Friday, we will hold our MMOPA 
dinner and auction featuring a 
number of one-of-a-kind items 
on which members can bid. The 
auction benefits the MMOPA Safety 
& Education Foundation and will 
support MMOPA’s safety programs 
and scholarships for students with 
a financial need pursuing a career 
in aviation.

About the Westin  
La Paloma

The Westin La Paloma Resort & Spa 
is a AAA Four-Diamond hotel in the 
middle of the Sonoran Desert. With 
staggering views of the Santa Catalina 
Mountains, activate your sense of 
adventure with a stroll through 
Sabino Canyon. Learn about local 
wildlife at one of our many museums or 
enjoy shopping nearby La Encantada. 
The resort balances activity with 
leisure, offering five outdoor pools 
with cabanas, chaise lounge chairs and 
shimmering waterfalls.

Mynd Spa offers a menu of beauty 
and wellness services, including 
massage, facials, body wraps, 
manicures and pedicures. Lounge in 
their relaxation room and shop for 
gifts and ingredient-conscious brands.

After a long day, rest in your 
pillowtop Westin Heavenly Bed, 
recharge in the morning with 
a coffeemaker, and take in the 

Tucson sunshine from a private 
balcony or patio.

The fitness center has equipment 
and complimentary fitness classes, 
along with tennis courts. The Jack 
Nicklaus Signature Golf Course is 
sprinkled with agave plants and 
sand traps, and balances beauty 
with challenge.

Weather in Tucson
The MMOPA Convention is timed 

to take advantage of good weather in 
Tucson. Plan on plenty of sunshine 
with average highs to be near 90 
and lows to be around 60 with 
low humidity.

Airport and FBO
Tucson International Airport 

(KTUS) and Million Air is the 
host FBO for the 2020 Convention. 
They have agreed to waive all 
fees for all MMOPA owners who 
purchase a minimum of 50 gallons. 
Million Air will provide MMOPA 
with preferred fuel pricing. Group 
parking will be at the base of the 
old tower “Cochise Ramp” between 
Alpha 3 and Alpha 5. MMOPA will 
be providing transportation from 
Million Air to the Westin La Paloma 
starting on Tuesday, May 26. If you 
arrive at any other times, you will 
need to make other arrangements.

If you have any special 
requirements, please feel free to 
contact Million Air at (520) 445-6300.

On Sunday, May 31, MMOPA will 
again be providing transportation 
from the Westin to Million Air. 
If you are departing at any other 
times, you will need to make other 
arrangements. °•
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Register online at mmopaevents.com.
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 MMOPA’s next nationwide Safety Stand Down 
on Saturday, April 18, 2020, at 7 locations 
across the country. This fly-in/fly-out event 
will be held 10 a.m. - 3:30 p.m. LOCAL TIME 
and is free to MMOPA members and their 

pilot guests.

Topics to be covered:
• Thunderstorms (understanding life cycles, threats 

associated, avoidance, radar use, cockpit use of 
convection information (ADSB/Downlinkable/
onboard radar, etc.), recent accidents that 
involved thunderstorms

• Operational Practices review and importance of  
stabilized approaches

• Crosswind takeoffs and landings
• High density altitude

Locations

Northwest:  
Bellingham, WA International Airport (KBLI)
Shepherd Aero
Led by Travis Holland

West:  
Stockton, CA Metropolitan Airport (KSCK)
Main Terminal Building, Sky Room
Led by Rick Tutt

Midwest:  
Johnson County 
Executive Airport-Suburban Kansas 
City (KOJC)
KCAC
Led by Joe Casey

North Central:  
Anoka County-Blaine Airport (KANE)
Malibu Aerospace
Led by Steve Thibault

South Central:  
Austin, TX Executive Airport (KEDC)
Texas Top Aviation
Led by Hank Gibson

Atlantic:  
Elizabethton, TN Municipal (0A9)
Led by Dan Moore

Southwest:  
Vero Beach, FL Regional (KVRB)
Legacy Flight Training
Led by Bill Inglis and Ron Cox

Lunch will be provided.
You and your pilot guests must register to participate. 

This event counts as a supplemental training event toward 
your master Aviator credentials.

To register, go to: 
https://spring2020-ssd.eventbrite.com

Questions? Email Dianne White at 
dwhite@mmopa.com or Joe Casey, Safety Committee Chair, 
at joe@flycasey.com. °•

Registration  
Now for the Spring Safety 
Stand Down

 UPDATES
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MMOPA Safety & Education Foundation is 
partnering with the University of North  
Dakota John D. Odegard School of Aerospace  
Sciences to award two scholarships to 
deserving students pursuing degrees in an 

aviation-related field. Each $7,500 scholarship will benefit 
two students who meet the following criteria:

1. Financial need;

2. Interest in pursuing a career in  
general aviation;

3. Have maintained a GPA of at least 3.0.

As part of their application, students will be required 
to write an essay describing their career aspirations 
and why they feel they are deserving of the scholarship. 
The scholarships will be awarded this spring, prior 
to the convention. The scholarships are a direct 
result of MMOPA members’ generosity at the 2019 
MMOPA Convention Auction.

Best of all, MMOPA members attending the convention 
will get a chance to meet our scholarship winners. 
The Foundation will sponsor their attendance, giving the 
opportunity to participate, learn and interact with our 
members and guest speakers.

UND operates one of the largest Piper fleet of training 
aircraft in the United States, including nearly 100 Archers 
and Seminoles.

Furthermore, given the shortage of A&P’s in the 
GA community, MMOPA S&EF plans to introduce a 
scholarship benefiting a student pursuing an A&P career. 
Funds raised at the 2020 Auction will directly benefit this 
effort. °•If you would like to make a tax-deductible donation to 
the S&E Foundation (a 501c3 charitable organization), send 
a check to:

MMOPA Safety & Education Foundation
18149 Goddard St.
Overland Park, KS 66013

 Safety &
Education Foundation 

Announces Scholarships

 UPDATES

Skytech Sales  
& Service  

Territory Expanded
Piper Aircraft has expanded dealer Skytech Inc.’s 

territory to include Connecticut, Maine, Massachusetts, 
New Hampshire, New Jersey, New York, Rhode Island, 
and Vermont. Skytech has been a Piper dealer for nearly 
40 years providing sales and product support to the mid-
Atlantic region with offices in Baltimore, Maryland at 
Carroll County Regional Airport (DMW) and Rock Hill, 
South Carolina at York County Airport (UZA).

In support of the territory expansion, Skytech will be 
appointing at least three Authorized Piper Service Centers 
in New England. The group is expected to include long-
time Piper affiliate Shoreline Aviation in Marshfield, 
Massachusetts, and a second existing Piper Affiliate, 
Three Wing Aviation in Bridgeport, Connecticut. Skytech 
intends to appoint a third support center, located in 
southern Maine in the near future. In addition to product 
support, Skytech has appointed Tony Sammartino as the 
Northeast regional sales manager. °•
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 SAFETY

In a previous column, we talked about habits and tips 
that make flying the PA46 safer and more comfortable. 
In these discussions of “little things” we move the focus 
away from the big dangers and instead look at how 
we can tune up our flying by attending to the simple 

things and the good habits that are easy to let fall into 
disuse. Mastering these minor things also may help out 
some day when things go wrong. Today, let’s discuss some 
of the little things that help out with takeoffs, approaches 
to landing and flying the pattern.

1. Measure acceleration with a check-
point on the takeoff roll.

When we start our roll, we check the engine gauges 
as we bring the power up, but how do we know we are 
really developing full power and accelerating properly? 
Our gauges tell us most of the story, but not everything. 
Here are a few examples of issues that do not show up on 
the gauges: If we take off with the air conditioner on, we 
have less power provided to the prop yet the gauges do 

not indicate any difference. If a magneto or spark plug 
fails there may be no obvious indication of reduced power. 
Dragging brakes or low tires will not show on the engine 
gauges, but in all of these examples acceleration will be 
reduced, and that means a longer takeoff roll.

On takeoff at my home field, I pass a runway turn-off 
that is about 600 feet from the threshold. I typically pass it 
at about 50 KIAS on a calm day, and at a higher indicated 
airspeed when there is a headwind. If I ever fail to reach 
50 KIAS by this checkpoint, I plan to abort the takeoff and 
look for the reason for my reduced acceleration.

At your home field, find a point within about the first 
1,000 feet along the runway from your departure point that 
is easy to spot, such as an intersecting taxiway, runway 
marking, or wind sock (perhaps farther down the runway 
at a high-elevation airport). The exact distance does not 
matter. What is important is to observe your typical 
indicated airspeed each time you pass that point. Over 
time you should see that your airspeed is fairly consistent 
(with some variability for wind, temperature and loading). 
When the speed at your checkpoint becomes repeatably 

It’s the 
Little Things

Part 2
Get these 10 seemingly small items right 

so they don’t become big things.
by Mark Spitzer
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familiar, you will have a way to confirm that you have 
normal acceleration.

If you know the distance to the checkpoint, you can 
also calculate approximately what your airspeed should 
be passing the checkpoint (with a calm wind). Divide 
the distance to your checkpoint by the takeoff roll in 
the POH table to get the ratio of the distances, then take 
the square root to get the speed ratio (speed passing the 
checkpoint divided by speed at rotation). Multiply this 
speed ratio by your rotation speed to get the approximate 
speed passing the checkpoint. It’s an approximation that 
ignores changing drag and prop efficiency, but it is good at 
low speeds.

For example, if your checkpoint is at the halfway point 
of your ground roll (the distance ratio is 0.5), then the 
square root of the distance ratio is 0.7, which is the speed 
ratio. If you rotate at 80 KIAS, then you should pass the 
checkpoint at 56 KIAS. This calculation is the basis for the 
rule of thumb that one should be at 70% of rotation speed 
by the halfway point of the ground roll. On a short field 
takeoff where runway length is critical, consult the POH 
for the takeoff roll distance and rotation speed. Find a 
checkpoint at a distance of one half the takeoff roll, and if 
you don’t reach 70% of your rotation speed by this point 
abort the takeoff.

Developing a checkpoint is a simple habit, and even 
when you are blessed with a long runway, it can pay 
dividends if you discover the beginnings of an engine or 
tire problem before it develops into a failure.

2. Use the optimal short-field obstacle  
clearance procedure.

Using the best procedure on a short field seems sensible. 
Yet oddly enough sometimes pilots use flawed methods 
in their attempt to outwit the obstacles at the end of the 
runway. It would require only a few small but very effective 
changes to their piloting technique to attain the best angle 
of climb. This angle is achieved at a specific airspeed, 
which is generally referred to as Vx when the configuration 
is clean. But here we will call it the obstacle clearance speed 
both to be consistent with the Piper POH takeoff tables, 
and to account for climb configurations with gear and 
flaps down. Piper’s published obstacle clearance speeds 
are the speeds that provide the performance in the tables, 
provided the configuration and pilot technique are also as 
recommended by the POH.

Here is an important tip: in the PA46, the obstacle 
clearance speed depends on flap setting. I’ll confess here 
that I didn’t think about this for many years. It probably 
was presented in my initial training, but over the years I 
seem to have forgotten all about it. Yet this is an essential 
fact to recall whenever we need to clear the trees.

The best rate of climb speed, Vy, is the speed that 
gives us the greatest vertical speed, so climbing at Vy is 
the fastest way to reach a safe altitude, but it is not the 
best speed for clearing the tree at the end of the runway. 
The POH suggests that we climb first at the obstacle 
clearance speed until the tree is no longer a factor, then 
we accelerate to Vy and when a safe altitude is reached, we 
further accelerate to the desired cruise-climb airspeed. In 
my opinion, a “safe” altitude is one that permits the pilot 
to deal successfully with a power loss emergency, and that 
would depend on pilot skill. Most of us should probably 
maintain Vy to at least 1,500 feet AGL to give us options 
if something goes wrong. We could climb all the way to 
the flight levels at Vy, but if we have a piston engine we 
eventually want to accelerate to a cruise-climb speed in the 
range of 120 to 130 KIAS for better cooling.

Returning to the discussion of clearing the obstacles, 
to obtain the performance in the POH tables, one should 
use the specific POH recommended speed, configuration 
and method. As an example, let’s take a look at the Mirage 
procedure found in section 4.5h and Figure 5-19 of the 
POH. Flaps are set at 20 degrees. It is a good idea to know 
where the trim indicator needs to be set in your plane for 
a climb at the obstacle clearance speed with flaps at 20 
degrees. Find this out before you attempt your first critical 
short-field takeoff. Aft loading requires a little less nose 
up trim than forward loading, so a small amount of trim 
compensation for CG position is appropriate. Without 
correct trim, you may be unpleasantly surprised at the 
amount of force required to hold the pitch attitude that 
provides the desired airspeed. Be careful not to set the trim 
for a speed below the obstacle clearance speed – you don’t 
want a trim-induced departure stall.

To minimize ground roll, the brakes are held until the 
throttle is brought to full power. Remember that this 
carries the risk of drawing debris into the prop. But if you 
are relying on obtaining maximum performance, this is 
the procedure that will yield the distances in the POH 
table. Table 1 shows the rotation speed for the various 
PA46 models. Rotation speed is 69 KIAS in the Mirage, 
and as you break ground allow the plane to accelerate to 
the obstacle clearance speed of 80 KIAS, and then pin your 
airspeed right on 80 and hold it. If you can raise the gear 
while maintaining 80 KIAS precisely, then do so, but if 
not, simply focus on speed control. Remember to use the 
rudder, because if you need to clear an obstacle, you don’t 
want to climb in a forward slip. After clearing the obstacles, 
increase speed to Vy and clean up.

The procedures are the same in almost all the 
other PA46 models, using the speeds shown in Table 1. 
The M600 is not included in Table 1 because the POH 
provides only one takeoff method: set flaps to the takeoff 
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position, rotate at 85 KIAS, and climb at 95 KIAS. Note 
also from Table 1 that the rotation and climb speeds with 
zero flaps are on the order of 10 knots faster, so do use the 
correct speeds for your configuration.

Another factor to consider in any model PA46 is 
stall speed. For our Mirage example, with gear down 
and 20-degrees f laps, zero-bank stall speed is about 62 
KIAS, so avoid turns until you reach a safe airspeed. 
Finally, two last tips for a short field takeoff: (1) The air 
conditioner requires about 7 HP, so in the piston models 
turn it off before takeoff if obstacle clearance is critical. 
(2) If the engine stops, lower the nose promptly for 
obvious reasons.

3. Understand the 3-degree slope
The standard ILS glide slope and the Precision Approach 

Path Indicator (PAPI) use an angle of 3 degrees, and this 
is a good angle to use for most stabilized approaches in 
the PA46. This means that for every 6,000 feet (1 nm) that 
we travel across the ground tracking a 3 degrees slope, we 
descend 314 feet. The ratio to memorize is 314 feet per 
nautical mile.

Once we have committed this ratio to memory, we can 
calculate the height AGL of the PAPI or glide slope at any 
distance from the runway, by multiplying the 314 feet/nm 
ratio by the distance to the runway in nautical miles. A 
simple example: if we are 10 miles out, the 3-degree glide 
slope crosses our position at 3,140 feet AGL. Add field 
elevation and we have the altitude (MSL) of the glide slope. 
This simple ratio provides a quick way to tell us whether 
we are above or below the glide slope, and therefore 
whether we must descend to intercept the glide slope (if 
above), or fly level to intercept the 3-degree glide slope 
(if below).

This is an important calculation if we are on top of a 
cloud layer that may contain ice. If we are under the glide 
slope, we may want to request an intercept at our present 
altitude so that we can remain above the ice until we are 

descending on the glide slope. This keeps us out of the ice 
for as long as possible.

The 314 feet/nm ratio is also useful in thinking about 
how to fly the VFR pattern. Let’s say that we want to 
intercept a 3-degree PAPI slope. If we turn final two miles 
out, we will need to roll out at 628 feet AGL to see two reds 
and two whites. Although the 3-degree angle is standard, 
it is not the only angle in use. At my home field, the PAPI 
angle is 4-degree (420 feet/nm). I turn final at about 1.5 
miles, and roll out at about 630 ft.

4. Lower the gear before deploying flaps.
When setting up for an approach in the PA46 it is wise 

to lower the gear before the flaps. If you develop this habit, 
it is unlikely that you will ever land gear up, because as 
you descend toward your landing with the gear up, you 
will be wondering why the airplane is so darn fast with 
so little power. You will be thinking: what drag can I 
use to slow this bird down? As you search for some way 
to slow down, you will realize that you forgot to lower 
something important.

Here are the disadvantages of deploying flaps before the 
gear is down in the PA46: First, we don’t need “approach 
flaps” in a PA46 because the plane flies beautifully at 
vectoring speeds without flaps. Second, we don’t want 
flaps deployed in turbulence that we may encounter in 
the approach environment. Third, if we develop the 
unfortunate habit of deploying flaps before lowering the 
gear, then when the day comes when we forget to lower the 
gear, we will be slowed by the flaps and we may not realize 
that the gear is up until too late.

I think I hear someone pointing out that we have a 
klaxon and a red annunciator to warn us that the gear is 
up, so do we really need to develop the habit of deploying 
gear before flaps? Most retractables have gear warning 
systems very much like ours, yet pilots still routinely land 
gear up, so I would say yes, we need to develop every habit 
we can to keep us from accidently landing gear up. The 

 SAFETY

  TABLE 1. Indicated Airspeeds For Short-Field and Normal Takeoff (knots)  

 

 

 

 

 

 
Short-Field Configuration
Flaps at 20 Deg.  

Normal Configuration
Flaps at 0 Deg.

 

 

 

 

 

 

  Rotation
Obstacle  
Clearance   Rotation

Obstacle  
Clearance

MALIBU 70 74   77 89

MIRAGE/M350 69 80   78 91

MATRIX 69 80   78 91

MERIDIAN/M500 83 93   82 100

  vzt            
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gear-before-flaps habit is not only extra protection from a 
gear-up, it is also the best way to fly the plane.

5. Maintain pattern altitude on downwind.
When flying away from the runway after passing the 

numbers on downwind in any PA46, I recommend that 
we maintain pattern altitude. Think about it: if you are 
flying away from the runway at 1,000 ft AGL (or 1,500 
ft AGL for turbines), why give up precious altitude? This 
is particularly important when looking for the traffic to 
follow, because we don’t know how far from the airport we 
need to fly on the extended downwind. As a rule of thumb, 
I stay at pattern altitude until I am ready to turn base, and 
if I am following traffic I may wait to descend until base 
or even final, depending on how far out I have to extend 
my pattern.

If you let your plane get low out on extended downwind, 
the turns to base and final are likely going to be level turns 
(or possibly climbing turns), not descending turns. This 
can work if you are careful and know your plane very 
well, but if you are new to your PA46, descending turns 
are much safer because you are very unlikely to stall in a 
descending turn. Don’t give up altitude until necessary.

6. Attitude and the sight picture.
We have all read about the low-altitude stall 

and spin in the pattern and how we can avoid 
stalling on the turn from base to final. There 
is a lot of wisdom in what has been written 
that space does not permit reviewing here. 
Instead, I would like to provide a technique 
that provides a bit of additional protection. As 
effective as this simple habit is, it is surprising 
that it is not discussed more.

Next time you are flying level on downwind, 
note the sight picture: the nose should be 
below the horizon. Logically, if you will be 
descending to a landing, this means that 
the nose should remain below the horizon 
from the downwind all the way to the start 
of the flare. Our turn from downwind to 
base and our turn from base to final all have 
a sight picture of the nose below the horizon. 
Descending to land, you should be looking 
primarily at ground, not sky. If you are low, 
add a little power and slightly pitch up to 
arrest the descent (it doesn’t take much power 
and pitch), but avoid raising the nose above the 
horizon to arrest the descent. If you find that 
you are too low and you need to climb, then 
you most likely will run out of time to stabilize 
the approach, so go around and start over.

By keeping the nose below the horizon, you 
will in most circumstances also be keeping the angle of 
attack below the critical angle of attack, and that means 
you won’t accidently stall. Yes, you can intentionally stall 
the plane with the nose below the horizon but you would 
need dramatic intentional misuse of the controls (rolling 
into a high bank angle, skidding and adding back pressure 
will do it). Keep the back pressure light and the nose 
down, and you will not stall, even flying the pattern at a 
slow airspeed.

7. Control your landing speed 
on every landing.

Controlling landing speed is another little thing that 
doesn’t matter much when we have a long runway, because 
we can let the excess speed bleed off in the flare. But, on 
that one day when we need to land and hold short, a bad 
habit of not controlling speed can ruin our day. I think of 
every landing as a chance to practice precise speed control. 
To practice, choose a speed for crossing the threshold in 
the range of 80 to 85 KIAS in the pistons and 5 to 10 knots 
more in the turbines. Practice crossing the threshold at this 
speed and on the PAPI on every landing.

Whether your 
runway is long 
or short, strive 

to precisely 
control your 

speed on 
every landing
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8. On final, compare your airspeed  
and groundspeed.

Another habit that can help you avoid that one 
bad day is to check groundspeed when you are on short 
final. If groundspeed is not less than true airspeed, you are 
landing downwind. Another reason to check groundspeed 
is that it is a measure of the kinetic energy you are 
carrying into the flare, and it is therefore an indicator of 
the required landing roll distance. If you regularly land 
with approximately the same groundspeed, then you can 
assume you will achieve your regular stopping distance 
(provided the runway is uncontaminated). A check of 
groundspeed is also useful at high-elevation airports, 
because it’s a reminder that you are carrying more energy 
into the flare than at sea level, and that you will use 
more runway.

9. Be Patient.
Sometimes PA46 pilots become worried about stopping 

within the runway remaining, and therefore they plant 
the airplane onto the runway prematurely so that they can 
brake hard. There may be some extreme wind, runway 
surface conditions, or an emergency where this might 
be warranted, but it is usually a bad technique for the 
following reasons: First, the brakes are not that effective 
when the wing is still developing lift, and braking without 
adequate weight on the wheels will tend to flat-spot your 
tires. It is better to dissipate the energy in the flare.

Second, if you have enough airspeed to keep the nose 
off the ground, the rudder will be effective for steering. 
Ideally the nose wheel contacts the pavement when the 

elevator runs out of authority, and after 
the wing stops flying. The nose wheel can 

be gently lowered to the runway by reducing 
backpressure on the yoke, but don’t force the nose 

down by pushing the yoke forward. If the wing is still 
flying and the nose is forced down, the airplane will 
wheelbarrow, directional control will be lost, and the 
insurance company will need to be called.

Just as our primary instructors told us when we were 
learning to fly, it remains true in the PA46 that one of the 
best remedies for concern that the airplane is too fast or 
too high is the go-around, and the go-around maneuver is 
safest when executed early. If you fly the 3-degree descent 
that we discussed above, then when you are one mile out 
you will be 314 feet AGL. If on one mile final you are not 
fully configured, at approximately the right altitude, and 
on speed, or if the approach is unstable, it is time to go 
around, particularly if the runway length is less than 3,000 
feet or the surface is contaminated. In a future column, we 
will talk about executing a successful go around.

This concludes Part 2 of our discussion of the little 
things that can make flying the PA46 safer and more 
enjoyable, and there will be more to come in Part 3. If you 
have a PA46 flying tip, send me an email and I’ll try to 
incorporate it in a future column. °•
Mark Spitzer (mbspitzer@yahoo.com) 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 earned 
before the turn of the century. Way before.

 SAFETY
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by Joe Casey

Here’s a news flash for all 
turbine pilots…jet fuel 
has water in it. That’s 
right, suspended in the 
jet fuel is miniature, tiny, 

microscopic globules of water. Jet fuel 
is unlike avgas in the sense that avgas 
cannot have water, and jet fuel nearly 
always has water.

I’m not referring to fuel 
contamination, such as someone 
adding the water to the jet fuel. I’m 
referring to jet fuel that comes straight 
from the refinery to the fuel tank to the 
jet fuel truck that pumps the fuel into 
your wing. Even the best-handled jet 
fuel with no contamination has some 
water suspended in the fuel.

Normally, this water in the jet fuel 
is never seen by the pilot for it has 
virtually no effect on the turbine 
engine. In the PT6 engines in PA46T 
airframes, there are numerous fuel 
nozzles that spray the fuel into the 

combustion chamber, and if there is 
a small amount of water, the engine 
just keeps on humming. This is one of 
the reasons that the PT6 mounted on 
your P46T is one of the best aviation 
engine installations on the planet. 
Unlike a piston avgas-burning PA46 
(which is HIGHLY susceptible to 
water contamination), the PT6 can 
easily handle small amounts of water 
in the fuel.

But, there is a situation where those 
microscopic globules of water in the 
fuel can cause serious grief, or even 
an engine flame out, in a turbine. 
That situation is when the water in the 
fuel freezes.

When that microscopic water freezes, 
it turns from a free-flowing fluid in your 
fuel system into a marble-like hunk of 
ice that may not flow freely. If you get 
enough of these marbles in the fuel in 
the wrong spot, fuel flow can decrease 
or stop completely. The wrong spot in a 

PA46T is either a fuel filter or, in the case 
of a JetPROP, the wing fuel pumps.

To assist with the problem, pilots 
are encouraged to purchase fuel with 
PRIST, which is an icing inhibitor. 
PRIST is added to the fuel at the 
refinery, at the fuel truck, or in the 
wing of the airplane. PRIST is a 
proprietary product that, when added 
to the fuel, surrounds the water 
particles in the fuel and helps keep the 
water in the fuel from turning into 
marbles. (It works great)

Should you buy fuel with PRIST? 
Yes! All PA46T’s should be operated 
with PRIST for it is your best defense 
against the ice-marbles. You’ve heard 
it before…the line guy asking, “Do 
you want positive or negative?” To 
me, this is one important question, 
and the answer is always, “Yes, 
positive…I want PRIST.” It is also 
an important question because it is 
your first clue as to whether or not 

in the FuelMarbles
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you’re dealing with a big-jet FBO. 
Please allow a short intermission for 
a big rant.

To buy jet fuel with PRIST from the 
refinery costs an FBO about $0.07 more 
per gallon than jet fuel without PRIST. 
Your best FBOs will always buy fuel 
premixed from the refinery with PRIST. 
Why? Because PRIST is not your friend 
if mishandled. PRIST requires special 
handling characteristics because it is 
not good for anyone to touch or allow 
to be ingested in the body. But, an FBO 
that buys jet fuel without PRIST is 
going to demand that their employees 
handle the PRIST remotely, which 
puts them at risk. Why do they do so? 
Two reasons. So, they can make more 
money, and because they are focused on 
the big iron. 

Make no mistake, FBOs love the 
big iron because they buy such huge 
volumes of fuel. Simply put, the 

efficiency of any PA46T makes the 
PA46T attractive to you as the owner/
operator (because you paying the 
bills), but a PA46T will never excite 
the FBO management when there are 
Gulfstreams parked on the ramp. We 
just don’t buy enough fuel to get them 
excited. But the big iron? Yup, that 
gets them very excited. Many of the 
largest jets that buy huge volumes of 
fuel have fuel heaters that virtually 
eliminate the potential of fuel icing. 
Even so, the pilots of these jets may 
still purchase fuel with PRIST in the 
coldest of the winter months, just as 
a cheap insurance policy against the 
ice. FBOs that cater to the big iron 
(er…aluminum) will buy fuel from 
the refinery without PRIST premixed. 
And, this affords these FBOs a 
profit potential.

A big-iron FBO will always buy jet 
fuel from the refinery without PRIST 

being pre-mixed and then up-charge 
you $0.15 per gallon for that jet fuel 
that will then be mixed at the truck. 
It is one of the best money-making 
schemes for a big-iron FBO for they 
make $0.08 (or more) per gallon by 
making you pay 100% more markup 
than they could have sold you the 
fuel with premixed PRIST, and then 
pocketing the difference. These FBO’s 
will always advertise their fuel price 
in various information outlets without 
PRIST, and oftentimes without taxes 
added, be aware.

So, if the line guy asks you, “Positive 
or negative,” brace yourself for that 
FBO to have policies and procedures 
that are big-iron-friendly and the FBO 
extracting as many dollars as possible 
from the little-iron pilots. Some FBOs 
are in business to make money, and 
some are in business to serve their 
customers and happen to make good 
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money in the process. You already know which type of FBO I 
like best.

Also, are you really getting PRIST when you purchase jet 
fuel from one of these big-iron FBOs? You might not. If the 
pilot before you did not buy jet fuel with PRIST, then the fuel 
that is presently in the hoses from the fuel truck does not have 
PRIST. Whatever fuel was in those hoses was PRIST-less. And, 
there can be a LOT of fuel in the plumbing from a large fuel 
truck. Some of the bigger fuel trucks can have 40+ foot of hose 
and the diameter of the hose can exceed 3 inches. And, some 
of the fuel trucks have two sets of hoses, one for each wing 
while refueling. You do the math, but that’s a lot of fuel that 
doesn’t have PRIST that is now going into your airplane, and 
that you will be paying $0.15 additional without getting the 
PRIST you thought you were getting. You simply never know 
if PRIST was in that hose before you arrived.

In the USA, if the line guy does not ask “Do you want 
positive or negative,” you can be assured that there is 
premixed PRIST from the refinery. These FBOs will always be 
the best in my opinion.

Rant over…let’s get back to the nuts and bolts of the 
various P46Ts…

In the Meridian/M500/M600 the fuel resides in the wing 
fuel tanks, which are subject to the temperature extremes 
experienced at altitude. The wing skins are metal and provide 
virtually no “blanket effect” for the fuel. In fact, the heat in 
the fuel is transferred to the atmosphere quite effectively, So, 
if it is super cold outside (and it always is if you operate in 
the flight levels), your fuel will soon be super-cold. If the fuel 
temperature decreases to frigid temperatures (-39C or less), 
then the suspended water in the fuel could freeze, causing 
a bunch of minuscule ice-marbles to appear in the fuel, and 
then clog the fuel filter. The first filter in the fuel line from 
the tanks to the engine is just downstream from the fuel 
shutoff valve and alongside the fuel drain on the fuselage near 
the engine. If this filter gets clogged, then you could get a 
FUEL FILTER Caution Light (Amber Light), and you’ll know 
that something is amiss in your fuel system. If you are over 
the eastern half of the lower 48, then there won’t be much 
pucker factor as there’s plenty of places to land. But, if you are 
over one of the more remote parts of the world, over water, 
or just a long way from home, then this is one light that can 
cause you to make diamonds out of the yoke.

When Piper first came out with the Meridian in 2001, 
there was no way to effectively deal with a cold fuel situation. 
In fact, the pilot simply had no way of knowing if there was 

a problem for there was no fuel 
temperature gauge. The pilot was 
flying blind, so she had to use the 

OAT as the best guess of fuel temperature. If the OAT was 
below temperature limits for the type of fuel onboard, then 
she had to descend, no questions asked. The early 2001-
2003 Meridians that have not been upgraded still have this 
prohibition. The OAT is the limiting factor. And, it is VERY 
easy to see bitter cold temperatures in the upper flight levels 
that the Meridian can fly.

To solve the problem, Piper came up with an ingenious 
plan that allows for heated fuel to return back to the wing 
tanks, and a fuel temperature probe was installed. On every 
PT6 engine is a “fuel heater,” which is nothing more than 
a “liquid to liquid cooler” (that’s what we called it in the 
Army helicopters I flew, so it’s hard for me to stop using that 
terminology!). Hot engine oil is routed into a “heat exchanger” 
and allowed to flow directly beside cold fuel (although the 
two never mix). Heat from the oil is exchanged to the fuel, 
and both the fuel and oil gain a needed benefit. The engine 
receives warmer fuel at a consistent temperature (which 
provides more consistent operation), and the engine oil 
gets cooled.

In post-2003 Meridians, M500s, M600s, and upgraded 
2001-2003 Meridians (ones that have a fuel gauge installed), 
warm fuel (that has already passed the heat exchanger) is 
routed to each fuel tank and this warmer fuel then raises the 
temperature of the rest of the fuel in the fuel tanks. With this 
upgrade, the pilot knows the temperature of the fuel, and the 
fuel is always warmer than outside air. I’ve flown Meridians 
in temperatures below -51C and had fuel that was above -31C 
(which will not support ice-marbles in the fuel).

I’ve never had marbles in my fuel in a Meridian (which is a 
testament to the soundness of the Meridian fuel system), but 
I have seen it in a PC12. Ironically, I experienced ice-marbles 
in the fuel on a fight from Scotland to Iceland. You’d think 
the North Atlantic FBO’s would automatically put PRIST 
into every load of fuel they receive. But, if you thought this 
to be true, you’d be wrong. Strangely, the fuel stops along the 
North Atlantic don’t automatically buy jet fuel with PRIST, 
so you’ve got to watch your fuel loading, even in the parts of 
the world where you’d think it obvious. The most experienced 
of ferry pilots will carry some extra PRIST on a flight in the 
winter over the North Atlantic, just in case they can’t ensure 
they’ll have PRIST at every stop.

In the JetPROP, an even better system exists to heat the 
fuel. The fuel in the JetPROP is stored in wing tanks nearly 
identical to the Meridian, meaning that the fuel is subjected 
to the extreme cold of the flight levels. But, there is no fuel 
filter before the fuel reaches the header tank. And, the header 
tank sits in the baggage compartment right behind the engine. 
The temperature inside the baggage compartment is subjected 
to proximity warmth from the engine, and the header tank 
enjoys temperatures that are never conducive to fuel icing. I’ve 
placed thermometers in the baggage compartment of many 

36  M M O P A  M A G A Z I N E   M A R C H  /  A P R I L  2 0 2 0

 OPS / OWNERSHIP



 M M O P A  M A G A Z I N E   M A R C H  /  A P R I L  2 0 2 0  37

JetPROPs and never seen a baggage compartment temperature 
below -10C, which is far too warm to support in-fuel icing. 
The filter for a JetPROP is well past the header tank, so 
there’s virtually no way for a fuel filter on a JetPROP to be 
contaminated with frozen marbles.

But, there is another threat from the marbles in a JetPROP, 
and it can be insidious. In the collector tank of a JetPROP, 
which is in the wing and subjected to the extreme cold temps, 
there exists a small transfer pump. This pump is the same 
pump that was used as a “boost pump” in a Mirage, but now 
it is called a “transfer pump” and pumps fuel from the wing 
tanks to the header tank. This transfer pump comes on when 
the fuel transfer switch is the “AUTO” position, and the 
header tank senses a low fuel level. Fuel is then transferred 
from the wings to the header tank until the upper limit switch 
turns that wing transfer pump OFF.

The problem occurs when the ice-marbles (which can occur 
in the main wing tank or the collector tank) gum up the 
transfer pump and don’t allow it to easily turn. The transfer 
pump is a small pump that is not very powerful. It doesn’t take 
too many marbles to slow it down or stop it.

So, the potential exists for the JetPROP header tank to have 
a low fuel condition and not be able to transfer fuel. The wary 
pilot will notice the “HT FUEL LOW” 
caution light remaining illuminated 
and smartly turn on the emergency 
pump, which is a large pump that will 
almost always suck fuel through the 
wing transfer pump and fill the header 
tank. But, the pilot must turn off the 
emergency pump or fuel will be pumped 
overboard when the header tank is 
full. A JetPROP pilot must be wary 
when flying in extreme cold temps and 
always look out for a low fuel level in the 
header tank.

Can’t happen to you in a JetPROP? 
Well, it’s happened to me. And, on 
the same day that it happened to me, 
it happened to one of my JetPROP 
customers in another airplane. On my 
flight, I flew from Texas to Minnesota 
in a 1998 JetPROP and flew at FL270. 
But, the temperature was -51C. Now, 
that is super-cold for FL270, but it was a 
day when a serious cold had settled over 
much of the USA. My HT LOW FUEL 
Caution Light (a RED light) came on 
and the WING PUMPS caution light 
came on too. But, there was precious 
little fuel being sent to header tank and 
I had to turn on the emergency pump to 

fill the header tank with fuel. Ironically, that same night I got 
a call from my customer who pilots a 1989 JetPROP telling me 
a story of how he could not get the fuel from the wings to the 
header tank and made a precautionary landing at an airport 
short of his destination. It was fun for me to ask a series of 
questions eliminating a maintenance problem, and then telling 
of the threat of the marbles.

Of course, if you suspect ice-marbles are impacting your 
fuel system, the best thing to do is begin a descent. Warmth 
below will return the ice-marbles to liquid and your system 
will free-flow again. I say it again…warmth below is your best 
friend if ice-marbles are suspected in your fuel system.

Frozen marbles of fuel in the PA46 is a real problem, but 
one for which there are real solutions. The key is to know 
your aircraft systems, notice the temperature of the fuel 
when you are at altitude, and always purchase PRIST when 
buying fuel. °•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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When faced with a health crisis that affects 
your FAA medical, control what you can control 

and be a strong advocate for action.
by David McVinnie

Life experiences, even very personal ones, often contain 
learning moments. I faced an onerous one in 2019: 
Cancer. I’ve been asked to relate the experience by  

 a couple folks and last weekend I met another  
 PA46 specialist who wanted to know details. 

Seems the real interest here relates to how to deal with the 
processing side of getting your medical back. If it doesn’t 
interest you, feel free to move on to the next article.

In September 2018 I dropped by urgent care to address a 
persistent sore throat. The provider diagnosed a post-nasal 
drip/sinus type issue and prescribed something to dry me 
out. It was interesting because the provider looked up my 
history and showed me I had been there 365 days earlier 
with the same complaint.

The symptoms did improve, but only slightly and there 
were several visits over the next few weeks. I finally got 
a referral to an ENT specialist. The doc checked me out 
and performed a scope on my throat (fiberoptic camera 
down the throat). I was able to watch the procedure on the 

monitors as it happened. The doc reported it looked okay 
aside from the drainage. I felt relieved, and told him I was 
glad it was not something like cancer. He replied, “Don’t 
worry, you don’t have cancer.”

Weeks went on and despite sprays/drops, things 
didn’t improve. At the 2018 MMOPA convention in 
Colorado Springs, I met a good friend who was also a PA46 
owner/client/ENT/AME and expressed my frustration. He 
offered me some tips on using sprays/atomizers as I was 
apparently not getting the most out of the medications.

More time passed and things were not improving. I met 
with my primary care doctor and expressed my frustration 
and told him I was not going to accept having a sore throat 
for the rest of my life. This was the pivotal moment where 
I decided to take charge of my health and not accept the 
opinions of everyone on face value.

My primary care doctor listened and scheduled me for 
an ultrasound. That was followed by a biopsy a week or so 
later. The doctor who did the biopsy neglected to send the 

Taking Charge



results to my primary care doctor and I waited nearly two-
weeks before going back to the clinic and demanding the 
results. It was not good.

I looped in another long-time student and close friend 
who is a professor/thoracic surgeon at MD Anderson 
and gave him access to my records. He called me back 
right away and said “David, you have cancer.” That took a 
minute to absorb. Then he said it was a very manageable/
curable form with a great survival rate. I experienced 
a slight sigh of relief depending on how you measure 
“sigh.” I want to emphasis here that had I not insisted 
on follow-up there would have been a much different 
outcome. The condition, if not treated, is very serious and 
life threatening.

The FAA classifies “ANY” form of cancer as an 
invalidation of you medical. Aside from a sore throat, I 
still felt fine but understood how a diagnosis like this could 
mess with your emotional state.

The pros were on the case at this point. I was assigned 
an oncologist, radiologist, a nutritionist, a counselor, a 
speech therapist and a couple others. I received a number 
of CT scans of various types to map/pinpoint where/how 
much cancer we were dealing with. They sent me back to 
the same ENT who had earlier said “I didn’t have to worry 
about cancer” and he looked “a little harder.” This time 
he found it. In his defense, the tumor, if you want to call it 
that, was behind the base of my tongue and could not be 
seen without looking behind some tissue.

I met the oncologist and the radiologist and set up a 
treatment schedule. I was told I would probably need a 
feeding tube because of treatment side effects. I didn’t like 
that option and told myself I would be okay without it. In 
the end the doctor prevailed and I had the tube and chemo 
port installed. I referred to the feeding tube as a serial port 
but the technicians didn’t get the joke.

A lot of this has to do with “attitude.” Ask any of my 
former employers and they’ll tell you I have lots of attitude. 
I wasn’t going to let a few outlaw cells control my life.

So, minor details. A mesh mask to clamp your head 
down and hold it absolutely still during radiation 
treatments. Chemo sessions and 33 radiation treatments 
over the course of several weeks. The dark skin around 
my neck was not a farmer’s tan. Towards the end I 
couldn’t swallow and relied on formula thru the feeding 
tube to survive. Sounds nasty but you get used to the 
convenience. A bout with thrush was the most painful part 
of the experience.

Follow-on scans showed no evidence of disease and I 
have to thank all the doctors and researchers and especially 
the trial patients who enabled the medical specialists 
to determine how much and how often the treatments 
should occur.

At this point I was beginning to appreciate the side 
effects of radiation. Dry mouth, no taste and I learned 
it could go on for an extended period, up to a year or so 
maybe more. Without saliva, you need a lot of water. We 
saved a lot of money eating out and I haven’t had any wine 
or spirits as they dry out the throat. With no incentive 
to eat, weight management becomes an issue. I started 
this at ~200 pounds. I’m now about 165 and have to binge 
on occasion to keep it there. It was still easier to use the 
feeding tube but I realized the FAA would have a problem 
with that so I had the port/tube removed. The doc didn’t 
tell me I’ve have two belly buttons when this was over.

At some time in our lives, we will all probably need a 
caregiver. Whether it’s the flu or dementia, a caregiver 
can make the difference between despair and hope. I 
am extraordinarily blessed to share my life with the 
woman I love. Like most men, I’m not a good patient at 
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home and she took on the burden like an angel. Words 
are inadequate.

I was really feeling back to normal so I decided to get 
back in the right seat. Suzanne is also a pilot, and I don’t 
need a medical to instruct. As I recovered, we would 
occasionally fly the Arrow with her in the left seat (I don’t 
really fly well from the left side anyway). As I improved I 
was able to regain instrument currency with her as a safety 
pilot. Funny thing was, I could fly under the hood with her 
as safety pilot but she could not fly under the hood because 
I couldn’t act as a required crew member.

The FAA
I knew it would take a special issuance to 

get my medical back. It involved getting a 
complete transcript of my treatments and 
letters from the physicians attesting 
to my health. I wanted to get it 
done quickly so I consulted 
AOPA and my AME as to 
the best way to proceed. 
I had to send my 
records request thru 
the hospital, and 
because of the size 
of the record, they 
had to request it in 
electronic form from 
the East Coast.

Normally you process a paper request and mail it in 
(one week at best) and they will ship it to you (another 
week) in paper form. They estimated two-weeks at 
minimum. I explained the importance of time and they 
finally gave me a phone number. I received a password-
protected CD in the mail a few days later. I have a printer 
but the record was at least 350 pages so I had it printed at 
FedEx for about $50.

Next, I created an index detailing the treatments. Some 
were 10 pages, some 15 or more so the index would allow 
the reviewer to find whatever and hopefully reduce their 
drudgery time. I don’t know if it helped, but I would 
assume so. My physicians prepared summary letters 
emphasizing the evidence of no disease, and I prepared a 
cover letter. I met with my AME for a final check and he 
said it was good to go. We boxed it/mailed it and made sure 
we could track the shipment. We completed my second-
class physical the next day and forwarded it to OKC.

There are two numbers you need to have. One is your 
“PI” number (mine was 7 digits). The PI probably stands 
for pilot or patient. The second is the APP ID. It’s the 
application id on the medical application form (mine was 
10-digits). It’s printed on the medical, FAA form 8500-9. 

You need one or the other when dealing with OKC on 
the phone.

The process. Welcome to the 1960s. The FAA will not 
accept a PDF, hence the box of medical records. When 
it arrives, it gets scanned into the FAA review system. It 
typically takes a week for anything to make it thru the 
scan-in process. Then it goes into the review queue.

Priorities. I have it on good authority that left alone, 
first and second-class applications (in that order) are 
handled first. The rational being that these airmen are 
relying on the medical for their livelihood. When you 
consider age, a first class was overkill for me. My AME 
also suggested I stick with a second because we didn’t 

want any surprises/questions created by an EKG. 
I occasionally charge 
for pilot services so 
I needed the second. 
You also have to have a 
medical to provide check 
rides as a DPE.

Several suggested I go to 
basic med BUT you have 
to have had a valid medical 
to apply so that’s out. Point 
in fact, a flight instructor 
does not need a medical 
at all because they are not 
acting as PIC. You do need 
to have a medical if you 

want to fly with student pilots, pilots 
out of flight review or act as a safety 

pilot giving instrument instruction to 
someone under the hood. The basic med 

certificate is a medical certificate.
It’s not uncommon for the special issuance process to 

take OVER a year. I gave it a month and started calling. I 
spoke to a customer service representative (CSR) and she 
confirmed they had received it. She relayed there was no 
problem with the cancer issue BUT, they wanted additional 
testing for my eyes. The evaluator’s request was sent to 
“correspondence” (add a week) and would be mailed to me 
(add another week).

Important point: Too Much Information may not help 
you. I had been warned. I had reported the procedure in 
a previous medical application but the reviewer decided 
to revisit the issue. It is possible the FAA policy had been 
updated since then. It was 11 years ago and I’ve been  
20:15 since then.

Second point: If you have your doctor submit a letter to 
support your application, make sure they stick to the facts. 
If the doctor decides to “express” their opinion on whether 
you are fit to fly, the FAA reviewer my see it as your doctor 
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thinks they know more about it than the reviewer. It might 
not help your case.

I asked what they wanted and the letter they sent 
requested my eye doctor complete the 8500-7 eye 
evaluation form. No problem, but I wouldn’t get the official 
request letter for at least a week (not withholding the 
holiday season). My eye doc is also a pilot and he worked 
me in the next day and faxed the report to OKC the 
following day. I didn’t get the official request letter for 5 
more days.

I called the following Monday. Got a different CSR and 
he said, “What fax?” GREAT! I asked the office re-fax the 
report. Called the next day. This time the CSR said they 
had both faxes and that they had been sent to the scanning 
section (add another week).

The next Monday, I called again. The reviewer 
wanted another test. The request had been sent to the 
correspondence section and I would be getting a certified/
registered letter. (How many weeks now?) That’s never 
good! I asked what was in the letter. He couldn’t tell me for 
privacy reasons.

I’m a patient guy and I’ve been working for the FAA 
in one capacity or another for over 25 years (mostly 
volunteer). Time to cash in my “At-A-Boy” points. I made 
another appointment with my AME of 25 years and 
explained the situation. He’s a very, very senior AME and 
he made a personal phone call on my behalf. The letter 
wanted another specific eye test. I looked it up and it’s 
one you can do at home called an Amsler Grid. I called 
my eye doctor and got it scheduled, completed and faxed 
that morning.

The prospect of waiting another couple weeks for it to be 
scanned, reviewed, sent to correspondence and mailed was 
depressing to say the least. I called my other AME/ENT 
friend and he listened patiently. He relayed my situation to 
a senior regional AME who agreed it was taking too long 
and he was able to finalize the process. They also agreed to 
email my certificate, something they can do in the event of 
a lost/destroyed certificate.

It took a while, but I finally received it. Although my 
situation is personal, the airman medical branch in OKC 
handles tens of thousands of applications at any given time. 
I don’t think any of you reading this wants that job.

Here’s to your good health! °•
Dave McVinnie is a 20-year Master Flight Instructor, FAAST Repre-
sentative and a Designated Pilot Examiner with over 11,000 hours and 
33-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 17-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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Show your commitment and support of MMOPA by  
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T 
his is the tale of our two 
JetPROPs and the state-of-the-
art Garmin panels we installed 
including the new GFC600 

autopilot. Before I get to that, I 
thought a bit of context might be 
helpful before I get to the details.

I started my f lying career in 
the early 1990s when I was in my 
twenties. I was fortunate to have a 
business reason for f lying as I was 
never much of a guy that enjoyed 
f lying around for the proverbial 

$100 hamburger. I f lew Mooneys 
in those days. I loved the speed 
and efficiency.

A key mentor pilot of mine 
encouraged me to establish my 
own pilot minimums. Among my 
list was a decision that if I couldn’t 
f ly at least once per week, I would 
hang up my wings. This may seem 
extreme, but the importance of 
proficiency was instilled heavily in 
my early years as a pilot. I find that 
when I haven’t f lown for a month 

or so, I’m just not as sharp as I want 
to be but when I f ly every week, 
I am more apt to be on the top 
of my game.

This personal imposed minimum 
proved valuable for me when in the 
late 1990s I had an engine-out in 
night IFR. I’ve always said I lived for 
two reasons: The grace of God and 
the fact that I was highly proficient 
in the airplane. But that is a story for 
another day. Suffice to say, safety has 
always been paramount for me.
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JetPROP  
Transformation

Mirage-to-JetPROP followed by a  
complete flight deck makeover

by Jeff Huston

 OPS / OWNERSHIP

Jeff (right) and his 
son-in-law Gabe.
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I remember one time I 
was close to or at TBO on my 
airplane, but I was dragging 
my feet on the overhaul 
because of the cost. That’s 
when my mentor pilot said 
to me: “Jeff, what are you 
doing? Your life is worth 
more than $50,000.” (The 
cost of the new engine.) 
He was right! I realized my 
calculation to save money 
by flying a high-time engine 
was flawed. So, I made the 
appointment the very next 
day to take the airplane in.

The Right Airplane
Fast forward to 2017. My son-in-

law and I own a portfolio of multi-
family apartment buildings and a 
private equity business in the upper 
Midwest. We are both pilots and 
most weeks find ourselves flying 
to check on properties, research 
possible real estate deals, or meet 
with investors. We had been flying a 
G1000-equipped 2010 Cirrus SR22. 
We loved the safety, capability, 
and functionality of the airplane, 

avionics, and autopilot, but our trip 
profile was changing so we began the 
due diligence process of choosing our 
next airplane.

We knew we wanted to go to a 
pressurized turbine. We wanted 
pressurization so we could fly 
high and we wanted turbine for 
the reliability. During our buying 
research, we considered the full 
gamut of very capable airplanes 
in that market. There have been 
many articles written over the years 
on the excellent choices in that 
class of airplane, so I won’t go into 
detail other than to say that, after 
our research, we decided that the 
JetPROP was the best choice for 
us. We also decided we would have 
use for two airplanes, so we started 
looking for 2006-2009 Avidine-
equipped Mirages to convert. 
Cody Ramsey with Arizona Aircraft 
was stellar at helping us. It took him 
some time but he found us a 2008 
Mirage with 700 TT hours and a 2007 
with 1,200 TT hours. Each airplane 
cost around $600,000 (the 2007 a 
little less and the 2008 a bit more). 
Cody was also invaluable at helping 
us prepare and know what to expect 
during the conversion process.

The JetPROP conversion in 
Spokane, WA took each airplane 
down for about 15 weeks. 
Patrick Carter at JetPROP is 
Darwin Conrad’s righthand guy, and 

he did an excellent job at helping us 
decide on all the options and keeping 
us up to date on the production 
process including sending us progress 
pictures almost every week. Each 
conversion cost us about $650,000, 
which included all of the most 
popular JetPROP upgrades plus full 
Sound X Insulation and complete 
conversion to exterior LED lighting.

Next Up: Avionics
Once the JetPROP conversion on 

the first airplane was complete both 
Gabe (my son-in-law) and I traveled 
to Spokane and took a week of pilot 
training. We learned a ton from the 
two different JetPROP pilots we flew 
with and both of us felt fully prepared 
once we were signed off.

From there, we flew the plane to 
Atlanta, GA where Gardner Aviation 
is located (KFFC). Karl Gardner is 
the owner and he and their team 
were excellent right from the start. 
Karl gave us his personal cell phone 
number as did Paul (his director of 
operations). Gardner is one of only 
a handful Garmin dealers in the 
United States to have elite status. 
And from our experience, we can see 
why. The airplane was down for an 
additional 6 weeks for the complete 
avionics install.

Gabe and I spent quite a bit of 
time researching what we wanted 
the avionics suite to include and how 
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the panel would lay out. We ended 
up settling on dual Garmin GTN 
750’s, dual G500 TXi’s, and the GFC 
600 autopilot. The main obstacle 
to choosing that particular 
autopilot, was that it was still in 
the certification process. We were 
told that it was flying in the test 
airplane, but we didn’t know how 
long certification would take and if 
it would fit our timeline. In the end, 
we felt the stress of the unknown was 
worth it because of our experience 
flying the GFC 700 autopilot in our 
Cirrus. The GFC 700 is OEM (the 
autopilot installed in new factory-
built airplanes). The GFC 600 is 
basically the same autopilot, just 
manufactured and approved for 
after-market installation.

Eighty percent of both Gabe’s 
and my flying is single-pilot IFR, 
and we fly in the Midwest where, 
especially in the winter months, low 
ceilings and icing are frequent flight 
conditions. Because of that, for us, 
the best autopilot money can buy 
is a great investment. Obviously, 
you still need to be able to hand-fly 
the airplane but having the GFC 
600 in the panel is a gamechanger. 

It has top-level performance and 
safety features including electronic 
stability, overspeed/underspeed 
protection, and automatic return-to-
level mode. It easily flies a coupled 
missed approach and is incredibly 
intuitive and smooth in anticipating 
procedure turns and other navigation 
course changes.

When combined with the 
capability and touch-screen 
convenience of the GTN 750’s, 
navigation is a breeze even in the 
most challenging ATC situations. 
Gabe and I were recently flying 
into the John Wayne airport in 
LA. The routing and re-routing 
instructions were extensive. 
Waypoints, victor airways, offsets to 
waypoints, etc. While challenging, 
it was all very doable, even for a 
non-professional pilot.

Finally, the situational awareness 
provided not only by the 750’s but 
also the large screen duel TXi’s is 
crazy! I have more moving maps, 
charts, weather, traffic, and waypoint 
info at my disposal then I can 
look at but having the capability 
at our fingertips is important 
to us. Because we want the best 

information available to 
us in the cockpit when 
we fly, we also installed 
the new Garmin GWX 70 
weather radar system. It 
provides both vertical and 
horizontal scanning and 
when coupled with the 
Garmin GDL 69A Sirius XM 
Radio weather, we believe 
we have unapparelled 
weather information to 
assist us in arriving at our 
destination safely.

For good measure, we 
installed Airtext, which 
gives us the ability to 
text while in f light. This 
recently came into play 
when we were on a return 
f light to the Midwest 

from Denver. While in f light, our 
home airport closed the runway 
because the city couldn’t get out 
to clear the airport from the snow 
that had fallen the night before. 
The ability to text in-f light was a 
nice convenience to make logistical 
arrangements at our alternate 
landing airport.

The total panel conversion cost 
with installation and trade-in of 
our old equipment came in right at 
about $180,000.

So, when you add it up, we have 
$1,430,000 in each airplane and we 
believe we have the two safest, best-
equipped JetPROPs flying today. 
My hope is there will be many more 
owners who are willing to improve 
their panels because from my point 
of view, the safety and capability 
of our airplanes is well worth the 
investment we made.

Over the last 25 years of flying, 
I’ve learned that being a pilot is only 
about 30% technical skills (taking off, 
landing, communication, navigation, 
etc.). Seventy percent of flying is 
making wise decisions. Anything that 
can help me with that, is a win in my 
play book! °•

 OPS / OWNERSHIP
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B
Domestic Service Centers

Northwest

Southwest Midwest

Southeast

Northeast

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

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

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

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

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

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

11. Muncie Aviation Com-
pany
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

14. Three Wing Aviation 
Group, LLC
Stratford, CT 
Tel: 203-375-5796

15. Columbia Air Services
Groton, CT
Tel:  860-449-8999

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

25. DLK Aviation 
Kennesaw, GA
Tel: 770-427-4954

26. JPS Aviation LLC
Monroe, LA
Tel: 318-387-0222

27. Sun Aviation, Inc.  
Vero Beach, FL
Tel: 772-562-9257

28. Skytech, Inc. 
Rock Hill, SC
Tel: 803-366-5108

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

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

31. Daytona Aircraft Services, 
Inc 
Daytona Beach, FL
Tel: 386-255-2049

32. Advanced Aircraft Center
Miami, FL
Tel: 305-259-8291

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

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

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

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

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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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 Deutsch-
land 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

Piloten Service, Robert Rieger GmbH 
Flugplatz Wallmuehle 
Atting D-94348
Germany 
Tel: +49-942-9716

Piloten Service, Robert Rieger GmbH 
94474 Vilshofen,
Flugplatz 2
Germany
Tel: +49-854-18974

Piper Maintenance GmbH
Flughafen Kassel
Calden 34379
Germany
Tel: +49-567-470480

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

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

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

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

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

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

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 
Denmark 
Tel: +45-6595-55044

European Aircraft Sales ApS
GI. Skolevej 26
5642 Morud
Denmark
Tel: +45-4016-5401

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

Fanmei Aviation Ind. Group Ltd.
5 Wang Chong Street
Yongchang Township
Beichuan Qiang
Sinchuan, China
Tel: +86-138-8028-3396

Porta Air Service GmbH & Co. KG
Flughafen 9
Porta Westfalica D 32457
Germany 
Tel: +49-573-176730

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

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

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

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

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

AAC Austrian Aircraft Corp. 
Flughafen Linz, Hoersching  
Osterreich A-4063
Austria 
Tel: +43-722-164532

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

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
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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 Deutsch-
land 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

Piloten Service, Robert Rieger GmbH 
Flugplatz Wallmuehle 
Atting D-94348
Germany 
Tel: +49-942-9716

Piloten Service, Robert Rieger GmbH 
94474 Vilshofen,
Flugplatz 2
Germany
Tel: +49-854-18974

Piper Maintenance GmbH
Flughafen Kassel
Calden 34379
Germany
Tel: +49-567-470480

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

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

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

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

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

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

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 
Denmark 
Tel: +45-6595-55044

European Aircraft Sales ApS
GI. Skolevej 26
5642 Morud
Denmark
Tel: +45-4016-5401

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

Fanmei Aviation Ind. Group Ltd.
5 Wang Chong Street
Yongchang Township
Beichuan Qiang
Sinchuan, China
Tel: +86-138-8028-3396

Porta Air Service GmbH & Co. KG
Flughafen 9
Porta Westfalica D 32457
Germany 
Tel: +49-573-176730

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

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

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

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

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

AAC Austrian Aircraft Corp. 
Flughafen Linz, Hoersching  
Osterreich A-4063
Austria 
Tel: +43-722-164532

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

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
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Initial / Recurrent Initial / Recurrent 
Flight TrainingFlight Training

 Malibu – Mirage – Matrix
Meridian – JetPROP

M350-M500-M600
Garmin G500/600 legacy & Txi

 Serving the West Coast Since 2000
Insurance Approved!

RJ Tutt Aviation
Stockton, CA (KSCK)

209-482-7433
rjtuttaviation@comcast.net

www.rjtuttaviation.com
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Flightline Group Inc.
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Flightline Group Inc.

Full Page 4/C Ad

www.flightlinegroup.com

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

Take a Look at the New M600SLS
Introducing the HALO Safety System
Taking Peace of Mind to a Whole New Flight Level

The new HALO™ Safety System recalibrates the scale of safety by incorporating innovative technology designed to 
enhance situational awareness while also providing autonomous safety features that can engage automatically or 
manually if ever needed. Incorporated as a standard feature on all new M600SLS aircraft, HALO includes the most 

Contact us to Order Yours Today
877.359.7473

  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.
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