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Growing up, I remember watching a variety of television commercials 
advertising products where “One Size Fits All” and thinking about the 
range of sizes in my family alone - from my little sister to my adult father 
- and wondering how this possibly could be true. I’ll come back to this in a 
moment, and tie it into safety, the theme of this issue of MMOPA Magazine.

The aviation industry along with other industries has worked tirelessly 
to improve safety and break the accident chain. Knowing that doing the 
same thing over and over again won’t deliver different results, a new, 
systemic approach was necessary to drive a better, safer outcome. The 
concept of a Safety Management System (SMS) was developed, introduced, 
implemented, and measured with remarkable success in accident reduc-
tion. So remarkable in fact, that other industries are adopting it. When an 
SMS is broadly implemented and mature, the aviation accident rate trends 
rapidly toward zero. This framework has radically improved our industry’s 
safety record. In sectors of aviation where SMS has not been implemented, 
the accident rate is not approaching zero. In general aviation, it runs 
5-8 times as high depending on how it’s measured. The SMS framework 
is available and the time is right for MMOPA and our members to get on 
board for safety’s sake.

As we are laying the groundwork to implement SMS in MMOPA, some 
have asked, “how can you take an airline system and make it work 
when it’s just me flying by myself?” My answer is simple, “One size 
does not fit all.” 

There are differences in military, airline, and corporate aviation vs. the 
owner-flown segment. That does not mean we should be any less profes-
sional in our flying or that we cannot take advantage of tools available to 
us to identify our blind spots, facilitate safety, and provide tangible results. 
By design, SMS is scalable and it is equally applicable to the PA-46 com-
munity as it is to an airline, despite the differences in our experience, 
training, maintenance, and operations. We can’t and won’t “copy and 
paste” an airline or corporate aviation program. Instead, we will rely upon 
the principles of SMS, build a program that is applicable to owner-flown 
operations, collect and analyze data from and applicable to our opera-
tions, collaborate with other Owner Pilot Associations to share knowl-
edge and best practices, and positively shape a safety culture throughout 
our community. 

by Mike Nichols
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  LETTER FROM THE CEO

One Size Does Not Fit All

The FAA describes SMS as, “a formal, top-down, organization-wide 
approach to managing safety risk and assuring the effectiveness of safety 
risk controls. It includes systematic procedures, practices, and policies for 
the management of safety risk.” That sounds burdensome, doesn’t it? For-
tunately, it does not have to be. And while developing an SMS will not hap-
pen overnight, it is easier today than ever before to build and facilitate an 

how can you take an airline system and 
make it work when it’s just me flying by 
myself?” My answer is simple, “One size 
does not fit all.” 
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 LETTER FROM THE CEO (continued from pg 3)

effective SMS. This is in part because it has been done 
often before, and there is extensive expertise for us to 
rely upon. Technology advancements also have made 
it easier to collect and analyze data economically, 
providing immediate feedback to the user and trans-
mitted, anonymized and grouped to identify patterns. 
Most importantly, we have passionate, knowledgeable 
volunteers on MMOPA’s new Safety Committee who 
are committed to seeing this through. Committed to 
making our community safer for everyone.

No matter the size - your single-pilot operation 
through the world’s largest airline - the four pillars of 
SMS are the same:

Safety Policy - establishes the commitment to 
continually improve safety and the elements 
required (e.g., systems, processes, tools) to 
achieve established safety goals

Safety Risk Management - includes 
hazard identification, risk assessment, and 
risk management

Safety Assurance - evaluates the 
effectiveness of the SMS

Safety Promotion - facilitates a positive 
safety culture through training, education, 
communication, and a positive safety culture

Let’s focus for a moment on the Risk Management 
pillar, which is the centerpiece of the day-to-day 
“living” SMS. One element of the safety risk manage-
ment pillar would include FOQA - Flight Operations 
Quality Assurance - which allows us to use data to 
figure out where the hazards are and the risks that 
those hazards involve. MMOPA’s Safety Committee 
Chair, Kim Coryat, introduced the concept of SMS 
with a brief overview of a number of safety programs 
including FOQA, in her Aviation Safety column in 
the last edition of MMOPA Magazine and again in 
her Risk Management presentation at the MMOPA 
Tucson Live Convention & Fly-in. You may also have 

heard of FOQA by another term, “Flight Data Moni-
toring.” No matter its name, it is about proactive data 
analysis in order to be predictive to prevent accidents 
from happening.

Also at MMOPA Tucson Live, Dierk Reuter from 
the TBM Owners & Pilots Association gave a compel-
ling presentation showing real data from the TBM 
community and how pilots were able to learn how 
they actually were flying their airplanes vs. how 
they thought they were flying them. Through their 
FOQA program, they identified the need to enhance 
training and education related to flying stabilized 
approaches, for example, which is directly helping to 
reduce the number of prop strikes by TBM operators 
upon landing. Similarly, data collected via a FOQA 
program for PA-46 operators would help us learn how 
we are flying our airplanes and help us to solve one 
of our real-world issues: runway excursions. Driving 
the benefit of FOQA to an individual pilot level home, 
Ferenc Csatlos, a Piper Malibu owner and pilot, CFI 
and member of MMOPA, addressed the tools he uses 
to effortlessly capture data on a flight-by-flight basis, 
review the data, and how he practices for proficiency 
and safety, based on what he has learned from his 
actual previous flight experiences.

The data we gather about how we actually fly our 
airplanes will positively influence training we receive 
- both initial and recurrent - and lead to better safety 
outcomes for our community. Embracing SMS is the 
starting point for MMOPA. Building and deploying the 
tools to make SMS accessible and valuable to you is 
the next step. 

MMOPA’s entire leadership team - staff and volun-
teers - is unwavering in our commitment to improving 
M-Class safety, one flight at a time. 

More Information about SMS: https://www.faa.
gov/about/initiatives/sms/explained/components

FOQA Presentations from MMOPA Tucson Live: 
https://mmopa.com/tucson-live-replay/  

www.MMOPA.com
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MMOPA CEO 
Mike Nichols  mnichols@mmopa.com

MMOPA COO 
Jenna Reid  jreid@mmopa.com

The Malibu M-Class (MMOPA) is a not-for-profit organi-
zation dedicated to the interests and safety of owners and 
pilots worldwide who fly PA-46 derivative (Malibu, Mirage, 
Meridian, JetPROP, Matrix, M350, M500 & M600) air-
craft. MMOPA was founded in 1988, and now serves more 
than 1,500 members. MMOPA is not affiliated with the 
Piper Aircraft, Inc., of any other manufacturer/vendor.

Membership is available to any registered or prospec-
tive owner and/or operator of qualified aircraft or any 
qualifying individual or organization involved with or provid-
ing a service for the PA-46 family of aircraft. Dues are 
$275 of which $60 is applied toward your subscription 
to MMOPA Magazine. Members also have access to the 
MMOPA members website and forums, Jeppesen subscrip-
tion 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, PA-46 pilots and enthu-
siasts 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 PA-46 aircraft in the safest possible 
manner. The foundation’s sole purpose is to promote, sup-
port 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 who own 
a PA-46 receive a 20% discount off annual data subscrip-
tion and 50% off Trip Kits for electronic charts outside 
your standard geographic region for 28 days. Also 10% 
off training and pilot supplies. To receive the discount, fill 
in your Jeppesen account number within your MMOPA 
account profile.

MMOPA Training Directory: MMOPA Vendor Mem-
bers who have represented that they offer type-specific 
initial and recurrent PA-46 training with an insurance-
approved syllabus.

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

8  M M O P A  M A G A Z I N E   N O V E M B E R  /  D E C E M B E R  2 0 2 2

Kelly Aero



Kelly Aero



10  M M O P A  M A G A Z I N E   N O V E M B E R  /  D E C E M B E R  2 0 2 2

Welcome New MMOPA Members
David Moore
Kurt Folden
John Taylor

Mike Forman
Keith Stephenson

John Travers
Drew Sanderson
Morgan Olson

Paul Pion
Lauren Duvall

Lauren Denison
Steve Mayer
Jack Somsen
Paul Kawolis
Noga Holck

Brandon Gardner
Ronald Blevins
Deon Van Dyk
Roxanne Dulon

John Kolar
Michael Hemmingsen

Caitlin McCarthy
Colin Gibb
Ely Luna

Richard Milam
Francis (Shorty) Schultz

Gordon Ramsay
Mike Trudeau

Rob Winchcomb
William Vis

Greg Hughes
Vincent LoPresto
Dave Doucette

Terry Roach
Evan Northup
Gabe Halpern

Alex Nikle
Doug Griswold
Alba Walcott

Robert Chalgren
Timothy Masson

Zed Richards

William Lazzeri
Luis Aguilar
Tim Abner

Michael Milligan
Marc McAtlin
Jeff Schans

Bruno Durant
Bryan Jorgensen

Aaron Spotts
Christy Bright-Barnett

Ashley McWatters
Alex Gertsen
John DeLoach
Dierk Reuter
Joel Tobias

Aaron Rucker
Matthew Czinger

Wayne biddell
Keir Myers

Mike Nichols
Michele Perrone

Steve Yucht
JR Bird

Matt McCormick
Simon Cross

Timothy Gleeson
Derek Braun
Paul Millner

Victor Mendes
TK Herman

Sylvain Gilbert
Thomas Mahoney

Jun Choi
Michael Maurice
Roman Sivashov

Chris Yu
Kris Stratton

David Beck
Gene Torrisi
Ken Parker

Tim Henrickson
Shane Cohn

Scott McKinlay
Wayne Wright

Tim Homan
Juergen Maier
stuart clumpas
Robert Wagnon

Al Torres
Erik Diederich
Balaji Prasad

Ahmaida Zeglam
Patrick Hett

Luke Peterson
David Trussell
Kenneth Lea
Jeff Ferguson
Miles Backer

Michael Chase
Daniel Schmale

Ivan Moore
Cody Welch

Scott & Susan Smith
Allan Filgueiras
Angel Mulkay
Antonio Elias

Andrew Fleming
Barry Taft

Robert Conboy
Ben Lakin

Bradley Grimsley
Brandon Hansen
Bill Sutherland
Robert Luhrs

Brock Benjamin
P. N. Risser

Heather Cannon
Christopher &  
Deborah Hess
Charles Jones
Dennis Thakor
Derek Shires

Dr. Klaus Gerecht
Dianne White

David McVinnie
Douglas Scheid

Mark Doutt
Brian Scott
Dean Shults

Donald Kukla
Andreas Sokhegyi

Dan Vivoli
Jim Yankaskas
Edward Angel

Ed Cooper
Ed Trautman

Edouard Kohler
Edmund (Ned) Markey III

Frederick Poage
Christopher Jaggers

Lester J. Kyle Jr
John Lankenau

Robert Lee
Peter Milnes
Eugene Fraser
Fred Weibel

S. John Granmayeh
Herbert Schiffer

Jay Asdell
Jack Finch
Jason Hills

Jon Bradford
Joe Casey
Jeff Collins
Jim Kelly

Jeffrey Storey

Jeffrey Plotka
John Foster
John Huss

Johannes Weis
Joseph Fluet
Jack Lohmann

Joey Sager
John Siner
Karl Rogers

Kevin Jennings
Chase Key

Kevin MacDonald
Kenneth Meyers
Kimberly Coryat

Steve Austin
Jeff McAllister
Michael Megler

Larry Grant
Donald Goldberg  

CFI-CFII-MEI
Larry Jackson
Mark Donnelly
Sigi Kromer

Tom Ball
Michael Boyer
Mike Brubaker
Manuel Casiano

Carl McQuillen
Manuel David
David Irvine

Mark van Berkel
Mark Nielsen
Matt Vitale

William (Bill) Laxson
Chris Krein

David Randall
Neal Lintecum

Nicholas Theyer
Fernando PAEZ
Dave Bennett
Paul Goracke
Philip DiTrolio
Paul Himes

Paul Rekieta
Ranferi Denova

Rick Bryan
Rick Converse
Ronen Elefant

Roger Florkiewicz
Richard Columbia

Ryan Oltman
Miro Majorek

Richard Rogers
Russ Stromberg

Friedrich Koester
Jeff Schweitzer
Shea Hensley
Carl Griffith
Keith Nord

Carl Thompson
Scott McKeever

Soeren Klein
Sam Scheef

Stephen Bobko-Hillenaar
Terrell Barden

Tony Bright
Todd Duellman
Brandon Lewis

Tim Ray
Tammie Jo Shults

Tony Overfield
Todd Raabe

Terry Theken
Joseph Witt
Victor Rivas
David Ward

Max Applegarth
Chris Zhang
Craig Adams

Lifetime Members
Thank you for your support of MMOPA and its mission of safety, advocacy & community.

*As of Nov 14, 2022
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 SAFETY

AFlight Operations Quality  
Assurance (FOQA) program 
is essential for Safety Risk 

Management and Safety Assurance, 
two of the pillars of an overall 
Safety Management System (SMS).  
SMS is going to demonstrably move 
M-Class pilots into safer operations, to 
bring down our accident and  
incident rates. FOQA helps to improve 
the safety performance of pilots by 
identifying risks and threats that are 
not obvious and often fleet-specific.  

What is FOQA?
There are two aspects to FOQA: 

Flight Data Monitoring (FDM) 
and Quality Assurance (QA). FDM 
helps the organization know what 
is happening in the fleet, not who is 
doing it or why it is being done. Many 
of you may already be doing this by 
using some of the flight performance 
apps such as CloudAhoy (https:// 
www.cloudahoy.com/) that are 
available for the iPad. These apps are 
great for personal improvement, and 
we highly encourage you to use them. 

Why FOQA?  

Figure 1. 
FOQA Cycle

However, to get the most benefit, your 
data and the data from other users 
must be aggregated for analysis so 
we know what is happening across 
the fleet.

FDM looks at collective data to 
identify our collective threats. It’s 
about knowing, for example, air-
speed at touchdown to see if it may 
be contributing to fishtailing on 
landing, which is a possible precursor 
to runway excursions. The QA aspect 
is the monitoring of the effectivity of 
changes made through the SMS. 

Is it Confidential?
Flight data are deidentified for 

analysis; the only identifying values 
that would be needed are the PA-46 
variant and avionics. Names, tail 
numbers and serial numbers are not 
relevant to this type of analysis. FOQA 
needs to know the variant so that it 
can analyze data using the correct 
limitations. It needs to know the 
avionics source so that it can identify 
the data stream correctly.

Your airline pilot friends may  
have told you that FOQA gatekeepers 
will call you if something looks bad  
in your data. This is true, in the  
airlines. The airlines have a QA  
aspect that does involve direct per-
sonal communications through the 
pilot’s union to help determine  
the why of an event. This can be  
very useful information; why is  
something we need to obtain to 
really fix our problems. However, gate-
keeping is not feasible for a voluntary 
program such as ours. Instead, we  
will be looking for ways to obtain the 
why anonymously along with the data, 
perhaps with a form that can  
be filled out and transmitted after 
landing so we can have the full 
QA benefit.

How does FOQA work?
FOQA looks through flight data to 

find exceedences and events, which 
are operations outside of POH, FAR 
and Best Practices limits. Generally, 
there are tolerances for deviations. 
For example, 85 kt. is approach speed 

by Kimberly Coryat, MMOPA Safety Chairman



 M M O P A  M A G A Z I N E   N O V E M B E R  /  D E C E M B E R  2 0 2 2  13

program. It is something that could be 
developed in the future. 

After determining event probabili-
ties, FOQA analysis can help us deter-
mine risk. Higher risk events result 
in higher priorities for mitigation. 

for the Meridian, fully configured. 
Flying 80-95 knots would be within 
tolerance. Flying 79 kt for a second or 
two would be an exceedance, but only 
a minor one. Flying at 110 kt for 30 
seconds would be a large exceedance 
and flagged as an event. FOQA would 
look for these events, determine their 
frequency and therefore probability. 
For example, FOQA analysis may find 
that 10 out of 100 flights has a high-
speed exceedance on final approach at 
200’. We might also look for how many 
landings experienced fishtailing down 
the runway. Taking this a step further, 
how many landings that fishtailed 
were also fast on approach? FOQA will 
have those answers!

Not all FOQA exceedance events are 
valid. Airline experience has shown 
that some apparent exceedences are 
justified. A common situation is with 
gusty winds on approach, or a higher-
than-normal published approach 
glide path. This requires a higher level 
of detailed analysis that will not be 
available to us as we launch our FOQA 

Mitigations are implemented through 
warnings posted on MMOPA’s website, 
training changes and possibly even 
procedural or technological changes. 
For example, there have been reports 
that the M600 low speed protection 
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comes on near approach speed. Deter-
mining how frequently this occurs and 
to what degree the approach becomes 
destabilized would be helpful data 
to forward to Piper and Garmin for 
review and possible revision. 

What is not part of 
FOQA?

It is very important to understand 
what FOQA is not—it is not “big 
brother”.  Your name will not be 
attached to your data. No one is going 
to call you, no one is going to rat you 
out to the FAA or your insurance com-
pany. You can get feedback through a 
flight performance app and you can 
see fleet performance when MMOPA 
publishes aggregate analyses. If you 
messed up spectacularly, no one will 
know it was you. If you’re the best pilot 
out there, no one will know it is you. 
Your identification is irrelevant. You 
are, as we used to fear, just another 
meaningless file number. 

Why are we interested  
in FOQA?

FOQA is at the heart of Safety  
Risk Management as well as Safety  
Assurance—a systematic and ongoing 
analysis and monitoring of fleet-
wide safety performance.  Identified 
trends, risks and potential hazards 
are forwarded to other groups to 
improve our collective safety. It will 
be used to improve training and 
recommended practices.

Without FOQA, it will be difficult 
to make significant improvements to 
our safety record. We don’t know why 
accidents are happening in our fleet. 
We don’t know the precursor events. 
We have our suspicions, and we have 
some NTSB reports from previous 
accidents. But for every accident 
there are hundreds, perhaps thou-
sands, of near-accidents that remain 
unknown. Without FOQA, we’ll just 
keep doing what we are doing. We 

won’t know the problems plaguing our 
fleet, so we won’t be able to fix them. 
Without FOQA, we will continue 
in ignorance, not knowing why our 
airplanes crash. With FOQA, we can 
illuminate some of the factors that 
contribute to our accidents before they 
line up to become a statistic. Before 
you become a statistic, because it can 
happen to any of us.

The definition of insanity is doing 
the same things but expecting different 
outcomes. If we don’t change our ways, 
we will continue to lose friends, col-
leagues and airplanes. Our insurance 
rates will continue their skyward tra-
jectory. Our older pilots will be priced 
out of insurance well before they are 
ready to give up flying our wonderful 
airplanes. With FOQA, we have the 
potential to demonstrate to the under-
writers that we are actually reduc-
ing our risks. Aviation underwriters 
understand FOQA and SMS, because 
these are widely deployed, reliable  

Factory Direct McVinnie
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programs that are well docmented and 
encouraged by the FAA, CAA, ICAO, 
EASA and other aviation authorities. 

Reduced risk = reduced losses. 
The insurance companies are very 
interested in loss control activities. 
Data-driven, provable performance 
improvements are our best shot at 
controlling insurance costs – but most 
importantly, saving lives. 

How do we  
implement FOQA?

We on the Safety Committee are 
working on the details right now. 
It will involve adding a data collec-
tion and transmission device, such as 
AirSync (https://www.air-sync.com/) 
to your airplane to automatically 
upload your data to the FOQA analysis 
program. For those who are unable 

to upload automatically, there will be 
a website for manual upload from SD 
cards. We are still determining costs 
by looking at several vendors for both 
the hardware and software. Standby 
for more information on this! The 
more pilots who participate, the richer 
the data so therefore the richer the 
analysis. The more we can learn, the 
safer we can become. 

Steel
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 SAFETY

It was great seeing so many folks 
in person at our annual Conven-
tion in Tucson this past Sep-

tember. We had strong continuing 
participation in the Master Aviator 
Program, as well as an enthusiastic 
response to Kim Coryat and several 
other speakers on the use of data 
and big iron initiatives to improve 
safety in the PA-46. On Friday of 
Convention, I presented our annual 
Safety Review, which I will summa-
rize in this article. The full presenta-
tion is on the MMOPA website avail- 
able for download (https://mmopa.com 
/safety-review-2022/).

At a high level, we had a much bet-
ter record this year for PA-46 safety 
than my previous report. From our 
2021 Nashville Convention through 
August 2021, we had 10 accidents (as 
defined by the FAA), with three of 
those resulting in fatalities. This  

by Manny Casiano, Past MMOPA President

MMOPA Safety Review   
The Year in Review

Figure 1 - Map of PA-46 
accident locations.

compares to 21 overall (with four 
fatals) the prior 12 months. (There 
was an additional fatal accident in 
Arizona just before Convention, 
which I’ll discuss next year. We also 
had various reported incidents which 
give additional perspective on our 
flying year.

I usually start with a review of prior 
years’ accidents, in case final NTSB 
reports revealed something different 
than what we already knew. This year 
there were no particularly revealing 
final reports, so I have nothing new 
on that front. But there are definitely 
questions remaining about some of 
this year’s accidents, and in a future 
review I’ll hopefully report on addi-
tional findings. Note that this article 
will talk a lot about accidents vs 
incidents – generally accidents involve 
more severe injury and/or more 
airframe damage; if you’d like more 

details, please see my Safety Review 
slides online.

Our current year’s accident loca-
tions are shown in figure 1 – nine in 
the US (three of those fatal), and one 
more non-fatal accident in Canada. 
Please note that very few of these 
recent accidents have final NTSB 
reports (and some don’t even have 
preliminary information), so there 
is some speculation involved in 
discussing these. But I still believe 
we can learn from these. And of 
course, I mean no disrespect to any 
of the involved pilots; any of us can 
have a bad day. I’ll begin with the 
fatal accidents.

We had a solo pilot flying 
a Meridian from Wyoming to 
Steamboat Springs, Colorado, a one 
hour flight. Steamboat Springs is a 
challenging uncontrolled airport at 
6900’ elevation, with numerous 9,000 
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to 10,000 foot mountains nearby 
(figure 2). As he was being vectored 
for the approach, the METAR was 
not encouraging, with both ceiling 
and visibility a bit below the Cat-
egory A minimums. At night... In 
mountainous terrain…

As you might expect in the moun-
tains, this instrument approach has 
multiple stepdown fixes (figure 3). For 
currently unknown reasons, the pilot 
crossed both PEXSA and WAKOR 
roughly 600 feet too low. At WAKOR, 
the pilot started what looks like a 
missed approach turn, and then 
descended a little more (to 300 
feet below the circling minimums, 

before beginning to climb (figures 
3b). He struck the 8,300 foot moun-
tain at just over 8,100 feet elevation, 
and perished.

There are a number of possible 
links in this accident chain: confu-
sion about location on the approach, 
perhaps an incorrect altimeter setting, 
not recognizing the correct place to 
begin a missed (in this approach, the 
runway threshold). Unfortunately, 
we will likely never know the pilot’s 
thinking process. But this accident 
is a strong reminder of the need to 
follow approach procedures precisely, 
especially in actual weather and at 
night. Potentially, there could well 
have been a problem with situational 
awareness for this pilot; I’ll discuss 
SA more later. And finally, there is the 
question of preflight risk assessment. 

Perhaps (given below minimums 
weather, mountains, night, and rela-
tively low PA-46 experience) this was 
a flight that should have waited for 
improved conditions, even at the cost 
of a six hour drive home. Another 
reason to use the MMOPA FRAT 
(Flight Risk Assessment Tool. 
https://mmopa.com/mmopa-frat-tool/).

A second tragic fatal accident  
from February 2022 was a takeoff 
crash. The Meridian was in Olathe, 
Kansas, for an annual at a highly 
experienced PA-46 shop. After com-
pletion of the annual, the owner-pilot 

Figure 2

Figure 4

Figure 3 Figure 3b
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was departing on runway 36 for home 
(figure 4). He’d filed and been cleared 
for an IFR flight to Albuquerque, 
New Mexico. Wind was 350 at 15 
knots, hence the north departure. 

The airplane rotated and lifted off 
at 80 kts, but the airspeed steadily 
decayed, until the plane crashed just 
past the end of the runway (figure 
5). Shortly after liftoff, the pilot told 
tower “We gotta come back around, 
four five foxtrot”; there were no 
further communications. The plane 
crashed, with the nose pointed back 
towards the runway (figure 6); the 
front part of the plane burned, and 
the pilot died.

Note in figure 5 that this entire 
fatal takeoff sequence lasts 50 

seconds. Of that, there are only 21 
seconds from liftoff to crash. It’s clear 
from the transponder data that the 
plane never accelerated after liftoff; in 
fact, his airspeed steadily deteriorated 
from 80 knots to less than 65 knots 
in the last 10 seconds of the flight. 
The pilot only had 20 seconds after 
liftoff to realize he wasn’t climbing or 
accelerating, and then decide what to 
do. That’s very little time.

I have to wonder if the nose pointed 
back at the runway might indicate 
he stalled trying to turn back. With 

the HUGE benefit of hindsight, his 
best shot in this dire situation may 
have been to land gear-up straight out 
on the airport property, even off the 
runway. Even hitting a fence or road 
while sliding would likely have had 
a better outcome than what actually 
happened. But as I mentioned, he had 
less than 20 seconds to realize his pre-
dicament and decide to abort; that’s 
really hard.

Obviously, right after an annual, 
the suspicion is something mechani-
cal. The pilot did have an overhaul 
of the fuel control unit of his PT6, 
among a lot of other normal annual 
maintenance. This shop usually does 
post-annual test flights (though I 
don’t know for certain whether one 

Figure 5

Figure 6

AOPA
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was done here). I hope we learn more 
from the final report, when it eventu-
ally comes out, but I don’t know how 
much the NTSB will be able to learn 
from what little is left of the front half 
of the plane. The only comment I have 
at this point is that if you lose your 
engine at 100 feet AGL on takeoff, 
your only reasonable choice is to land 
straight ahead level and under con-
trol, and hope our [quite strong] cabin 
protects you from whatever you hit…

The third fatal accident I’ll discuss 
is the tragic mid-air that’s gotten so 
much attention in aviation circles. 
This was a mid-air collision: the 
PA-46 was a ‘97 Mirage with a JetProp 
conversion, flown by a husband and 

wife, both pilots; the other plane was 
a 1977 Cessna 172, with a CFI and 
student on board. The JetProp was 
on an IFR flight plan from Coeur 
d’Alene Idaho to Las Vegas. The 
172 was doing laps in the pattern. 
North Las Vegas airport has three 
runways; 30L and 30R are parallel, 
and were in use at the time.

The Cessna was doing touch-and-
go’s in a right pattern for 30 right; 
the JetProp [7CX] was told to do a 
midfield entry for a left pattern for 
30 left (figure 7). 7CX and ATC (both 
approach control and the tower)  
confirmed landing on 30L four 
separate times. Looking at the ground 
tracks (figure 8), the JetProp crossed 

midfield 550 feet above the Cessna, 
going quite quickly for a traffic pat-
tern. The Cessna was in the right 
downwind, and requested a short 
approach. In reality, both planes 
made short approaches. Sadly, it 
appears to me that, despite the con-
firmations, the JetProp lined up for 
final on 30R, not 30L (figure 9), going 
almost twice the speed of the Cessna. 
The two planes collided, and all four 
people were killed.

Plane & Pilot Magazine had a good 
article on general aviation mid-airs 
last year. There are roughly 1-2 dozen 
mid-airs in the US annually (includ-
ing GA, commercial and military). 
Not surprisingly, most of these 
collisions occur within 5 miles of an 
airport, usually at or below 1000 feet 
AGL, and usually in visual condi-
tions. Around half of these occur in 
the traffic pattern. Unlike this partic-
ular accident, 78% of collisions occur 
at non-towered airports, and half 
involve no communications. But like 
our accident, in almost 40%, there is 
a CFI aboard one of the planes, and 
the most common scenario is a fast 
low-wing plane overtaking a slower 
high-wing plane from above.

This terrible accident has been  
discussed extensively. Obviously, 
there are multiple potential factors 
people have raised here: parallel 
runway procedures, low wing & high 
wing planes turning final, midfield 
crosswind entry at busy airports, 

Figure 7

Figure 8 Figure 9
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circular pattern approach, excess 
speed in the pattern, “overshooting” 
final vs lining up for wrong runway, 
configuration of the airport runways, 
pilot ages, and so on. 

But, I would argue the major issue 
here is situational awareness. What’s 
going on around you. What are you 
doing vs. what are you supposed to be 
doing. Does everything make sense, 
whether or not the controller inter-
venes. In my opinion, our friends in 
the JetProp lost situational awareness 
at their home field. Everything else is 
a result of that…

despite none of this year’s fatals being 
convection associated. 

Looking at the non-fatal accidents, 
patterns are much clearer.

Just after last year’s Convention, 
there was a training accident in 
Florida. The experienced pilot had 
1,100 hours in his plane. He and his 
very experienced CFI had departed 
from Vero Beach that morning and 
done a fair bit of training, as you can 
see from Figure 10. They stopped for 
a break in Immolakee, and then took 
off to do some power off landings 
there. The first practice engine-out 
was successful, and they took off 
to do another. According to state-
ments from both the pilot and CFI, 
they pulled the power on downwind, 
dropped the gear and 1st flaps, 
but flew too far out on downwind, 
especially given that the winds were 
picking up. The plane got too low on 
final, and they added the power too 
late, crashing short of the runway, but 
under control, in the swampy terrain. 
There was significant damage to the 
plane, as you can see in Figure 11. But 
fortunately, there were no injuries. 
As I say every year, our planes have 
a very strong cabin structure, and an 
upright crash under control is usually 
very survivable.

The final NTSB report for this 
training crash says the cause was 
the CFI’s delay in powering up. I 
understand why they wrote that, but 
I disagree. Any of us undergoing 
recurrency training (vs. initial train-
ing) should be pretty familiar with 
our planes. And I’ll bet every one of 
us records our recurrency training 
as PIC time. My point is that, even 
in a training situation, WE are the 
pilot-in-command, not the instruc-
tor. Almost every year we have one 
of this type of instructional accident, 
and it’s always a situation where both 
people in the plane were waiting for 
the other person to make a decision 
(in this case, to abort the simulated 
engine-out by applying power). My 
position is that in a training session, 
if you become uncomfortable with 
the situation, you as PIC should take 

Situational awareness when 
approaching the airport environment 
is worth thinking about for all of us. 
Each of us should have an estab-
lished process we go thru to acquire 
and maintain SA as we approach an 
airport and fly the pattern. This cer-
tainly involves “see and avoid”, com-
munications, airport layout review, 
ADS-B/TAWS information, and so 
on. We each should have a checklist 
process we use consistently when 
approaching an airport to establish 
and maintain situational awareness.

Most years, many or most of our 
fatal accidents tend to be associated 
with weather (convection and icing). 

So this year’s pattern of three fatals 
is unusual – It is highly likely that 
either an IMC crash into the side of a 
mountain, or a midair collision, are 
going to be unsurvivable regardless 
of cabin strength. But both of those 
are preventable with good situational 
awareness, on approach and in the 
pattern. And an engine failure on 
takeoff is always dicey, but again, 
crashing level under control is invari-
ably going to be better than a stall/
spin. These are some of my takeaways 
from this year’s fatal accidents, but 
remember that over time weather is 
the single biggest killer of PA-46’s, 

 SAFETY

Figure 10

Figure 11
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control, rather than wait for your CFI 
to do something. So in my opinion, 
the cause of this accident is the PIC’s 
lack of remedial action. 

Taking this a bit further, if you 
are training and your instructor 
suggests something that you feel is 
dangerous, you should both discuss 
it, and ultimately if you as PIC are not 
convinced, refuse. Remember that, 
unless you both arrange something 
different preflight, you are pilot in 
command, even if an instructor is in 
the right seat.

Every other non-fatal accident 
this year is another variation of 
landing accident. 

One was a Mirage whose nosegear 
collapsed on the rollout of a landing 
on a turf runway; this may involve 
a mechanical issue, since airport 
personnel found a fractured bolt and 
fractured trunnion fitting on the run-
way. These parts were forwarded to 
the NTSB; analysis is still pending. 

Another landing accident was 
completely preventable. A Malibu 
landed after a very short flight, and 
then ran off the runway. It turns 
out that the non-mechanic pilot had 
disassembled the nosegear steer-
ing mechanism: “I had removed, 
inspected, and reinstalled the nose 
gear steering arm and failed to prop-
erly secure the steering linkage to the 
steering arm.. So it’s not surprising 
that he lost directional control on 
landing. The lesson here is pretty 
obvious – don’t do maintenance on 
your plane if you’re not qualified…

The other five accidents this year 
were all landing loss of directional 
control (LODC). Involved were two 
M600’s, a Meridian, and a JetProp. 
The common factor in these five 
LODC were what the pilots describe 
as a darting or veering to one side of 
the runway, an attempt by the pilot to 
counter this, and eventually running 
off the side of the runway. Since these 
are accidents, there is substantial 
damage to the plane (usually a bent 
spar or engine mount, almost always 
a nosegear collapse). All accidents 

CIES

Figure 12

Figure 13
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Figure 14

Figure 15
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occurred in VMC or easy IMC. But 
from there, the accidents vary – some 
involve strong gusty crosswinds, 
some had calm winds, and one in 
Canada involved an icy runway skid. 
In one accident, the pilot reports 
being at 120 kts on short final; other 
pilots report 85-90 kts. But in all 
cases, injuries were minor – again, a 
testament to a strong cabin structure 
that can withstand a lot when level.

Given that LODC landing acci-
dents make up half of all accidents 
this year (and most other years), I 
wanted to look at this mishap more 
closely, so I examined incidents 
as well. There are 4 “official” FAA 
incidents this past year for PA-46’s, 
as well as one other that is well-
documented (but inexplicably not 
in the FAA’s database). All five of 
those incidents were landing LODC 
mishaps, with circumstances just like 
the accidents except resulting in less 
airframe damage. And remember 
that it is highly likely there are many 
more LODC events or near-misses 
that were never reported. 

If this year’s accidents and inci-
dents are combined, we get a sum-
mary like Figure 12. This mirrors all 
of general aviation, where landing is 
the phase of flight where most acci-
dents occur. This year the pattern is 
particularly striking, with fully 13 of 
the 15 total official mishaps occur-
ring during landings (the other two 
accidents being one on takeoff and 
one on an instrument approach). If 
we look just at those 13 landing  
accidents, we get Figure 13, where 
landing loss of directional control 
is glaringly apparent. (I cannot 
speculate on why 10 of the 12 LODC 
mishaps involve turbine models – 
one more indication that we don’t 
yet fully understand all the factors 
involved in these events. 

To better understand PA-46 LODC 
history, I then compiled the accidents 
and incidents since 1990, and pulled 
out just the landing LODC events 
(Figure 14). This chart shows raw 
number of accidents (orange) stacked 
with incidents (yellow) by calendar 
year (not Convention year). As per 

the chart note, I’ve tried to restrict 
these numbers to LODC events (vs. 
other types of landing accidents). 

Looking at these raw numbers, 
you get the idea that events have been 
steadily increasing over the years, 
which is true. However, remember 
that in 1990 there were roughly 400 
flying PA-46’s, while currently we 
have more than 2,300 flying PA-46’s. 
If we redo these numbers as a rate 
(with the denominator being aircraft 
flying each year), we get Figure 15. 
Looking at this, it’s hard to make the 
case that things have changed much 
after the first 10 years of the PA-46. 
We’ve had LODC events since the 
PA-46’s inception. There was per-
haps a slight increase over ten years 
starting around 2003, due to engine 
mount nose gear actuator related 
events.  But with redesigned engine 
mounts, those have mostly disap-
peared. And there does seem to have 
been a rise in 2020 and 2021, with 
perhaps a bit of improvement so far 
this year.

Figure 16
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We’ve talked a lot about landing 
control mishaps over the years, and 
had at least two documented mechan-
ical causes: the actuator engine mount 
and towing damage from overturning 
the nosegear. 

And we’ve heard numerous ongo-
ing hypotheses for other causes: tire 
under-inflation, excess landing speed, 
improper nosewheel rigging, etc., etc. 
But I still don’t think we fully under-
stand the nosegear/landing story yet. 
(As an aside, LODC is a significant 
issue in most general aviation air-
frames, not just PA-46’s.)

Let’s step back and look at the big 
picture over time. Figure 16 shows our 
PA-46 fleet numbers (with immense 
thanks to Dave McVinnie for keep-
ing and sharing these stats). Note that 
there are roughly 1,150 flying piston 
PA-46’s, with just over 1,160 turbine 
airframes. (With this roughly 50:50 
mix, as noted above, it’s difficult to 
understand why turbines recently 
predominate in the LODC events.. 

Figure 17 shows the accident raw 
numbers and rates by year since 1984. 

The number of accidents was gener-
ally increasing until five years ago. 
We then had an encouraging few 
years of decreased accidents during 
2016/2017/2018/2019. Unfortunately, 
2020 and 2021 went back up; this year 
might be slightly better. But looking 
at the accident rate (denominator 
being flying airframes), our accident 
rate has been slowly declining (at 
about the same slope as that seen 
throughout general aviation from the 
latest Nall Report). Again, you see 
lower numbers in 2016 to 2019; this 
period shows we can do better than 
we have the past couple of years…

Figure 18 shows just the fatal acci-
dents over time, with raw counts in 
yellow. You can see that we had kept 
fatals down to just one a year from 
2016 to 2018, but jumped back up a bit 
recently. Unfortunately, we’ve already 
had four so far in calendar 2022, 
worse than most of the past six years. 
The fatals rate per 100 flying aircraft 
is the red line, with a decreasing trend 
line. You can see that 2014 and 2015 
were awful years, then we did pretty 
well for three years, with a rise more 

recently. Looking at the big picture, 
we shouldn’t lose sight of the fact that 
we’ve reduced our fatal accident rate 
by over 85 percent since the early days 
of the PA-46, and our fatal accident 
trend line is going down faster than 
GA as a whole. Nevertheless, we’ve 
shown we can do better. There is 
already one fatal to talk about next 
convention; I pray we don’t add more 
in the next few months.

The overall mantra from prior 
years remain pretty much the same: 
weather and loss of situational  
awareness cost lives. Landing mishaps 
cost dollars. 

As I’ve already said, I believe 
we don’t really know the whole 
story concerning landing accidents. 
At Convention, there were several ses-
sions devoted to data acquisition and 
analysis during the approach/land-
ing phases. Better data might help us 
understand what’s actually going on 
during these landing mishaps. That 
in turn could lead to fewer accidents, 
and potentially make MMOPA mem-
bers more attractive to insurers. More 

Figure 18
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to come from the Safety Committee 
on this topic.

In the meantime, combining last 
year’s landing recommendations with 
further thoughts from this year leads 
to some suggestions:
• Have your own inviolate process 

to establish situational awareness 
when approaching an airport. Be 
especially vigilant when there are 
parallel runways, or both left and 
right patterns being flown to the 
same runway (as is often the case at 
my home base).

• Consider a sterile cockpit procedure 
for your landings and taxiing to 
minimize distractions.

• Fly appropriate approach and 
landing speeds; many of us fly too 
fast on final.

• Make sure your tire pressures are 
correct for every flight.

RC Avionics

Manuel “Manny” Casiano practiced 
general surgery for 23 years in Frederick, 
and then completed an MBA at Hood 
College in 2004. He served as a director on 
the Frederick Memorial Hospital Board for  
six years and later moved into an admin- 
istrative role, serving as Vice President and 
Chief Medical Officer for 14 years. Among 
other things, Manny plays an integral part 
in his accident reviews of the PA-46 fleet.

• Verify your rudder trim is cen-
tered on final.

• Hold your nose wheel off, and cen-
ter the rudder as your nose wheel 
touches down.

• Get your master aviator recogni-
tion by doing a tailwheel endorse-
ment, which should improve 
your landings.
Summarizing the big picture 

lessons we can draw from PA-46 
accident analysis:
• Maintain situational awareness, 

especially around other planes and 
hard objects like mountains.

• Respect convection and ice - 
NEXRAD is not all you need to 
know about weather, and FIKI 
doesn’t mean invulnerable to icing.

• Stay sharp on landing, using  
MMOPA best practices and SOP’s.

• Fly the plane until coming to rest 
(whether on or off a runway).

Finally, remember that historically 
two-thirds of the accidents in PA-46’s 
are due to pilot judgement and/
or technique.

Train frequently with 
expert instructors.

Use MMOPA’s FRAT  
(flight risk assessment tool).

Err on the side of caution in your 
aviation decision-making.

 SAFETY
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GPS Outages:   
Read the NOTAMS, and Cheat!

While it’s admirable to be a diligent pilot, it’s also 
good to cheat sometimes…

On a recent flight in our 2011 Malibu, my wife Stacy 
and I were winging our way cheerfully from Telluride to 
Houston at 17,500’. It was CAVU over the desert between 
Albuquerque and Roswell. It was smooth. The early morn-
ing coffee was still hot. The radio was quiet save for the 
occasional lazy frequency change on Albuquerque Center.  
Up front, I had the XM Radio softly tuned, as usual, to 
Radio Margaritaville, while Stacy was absorbed in a maga-
zine in the cabin.  Life was good.  

Suddenly, all heck broke loose.  I’d say the G-1000 panel 
lit up like a Christmas tree, but that would suggest there 
were both red AND green lights: here, all the lights were 
now red, and most of them were flashing. Multiple alarm 
messages wailed. At the same moment, the autopilot 
shut off, noisily, the ADS-B shut down, and TAWS (the 
Terrain Awareness & Warning System) announced out loud 
(and loudly) it was now disabled. To convey our predica-
ment, and seemingly symbolically, a giant red X appeared 
over our plane icon on the moving map.

by Scott Humphries

Piper
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Jet Swiss

My wife nonchalantly glanced up from her magazine 
and cocked an eyebrow that queried, “What have you 
done, now?”

As I was contemplating our immediate future, we heard 
(from a part of the panel that appeared to still be working) 
a nearby radio call:

“Albuquerque Center, Pilatus 1234.  Uh, did something 
just happen?”

“Affirmative,” Center replied, followed by a pause so 
dramatic it smacked of malice aforethought. “GPS is 
intermittently disabled for a 400nm radius surround-

Now, it was a beautiful day, and no harm was done.  I 
punched “Heading Mode,” reset the autopilot, and got 
on with our day. (For those really paying attention, the 
FAA has published Policy Statement 4910-13, Docket No. 

ing White Sands Missile Range.  Advise if you’d like 
a heading.”

Relief poured over the frequency from the Pilatus 
driver: “Uh, OK, thank you.  Boy, my plane does not like 
that AT ALL.”

I sympathized.
Of course, the information had been RIGHT THERE in 

the briefing for everyone to see, on page 23, in section 12, 
in the NOTAM subsection, in the “En Route” sub-subsec-
tion, in the “Navigation” sub-sub-subsection, at the bottom, 
after the listings of NDB outages, in a small, light font:

 SAFETY

FAA-2019-0539, announcing that it is permissible to cross 
a NOTAM’d GPS interference area, even if it results in 
losing ADS-B where it would otherwise be required.  That’s 
important to the PA-46 community, as we spend most of 

Dan Moore
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our time in required ADS-B territory above 10,000’ MSL. 
That Policy Statement is hard to find, but it’s available here: 
www.faa.gov/air_traffic/technology/equipadsb/resources/media/ 
TEMP-Performance_Requirements_Operators_Aircraft_
Equipped_ADS-B_Out.pdf).

But if we’d all been in the soup, and especially if we were  
flying an approach, not knowing a GPS outage could occur 
might not have been quite so humorous.  And in that case,  
if something did go awry for our Pilatus driver, you could  
be sure Exhibit 1 at the FAA’s Enforcement Action wouldn’t  
be the obscure NOTAM disclosure above, but its Flight  
Advisory, complete with big red letters and a giant map:

As for my diligence that day, I’d cheated. And you  
should too. Sign up for an account with FAASafety.Gov. 
Edit your publications preferences here: www.faasafety.gov/ 
Users/pub/preferences.aspx. Subscribe to “Local Air 
Safety Information” and you’ll receive emails from 
FAASafety.Gov advising you of predicted GPS outages 
near your zip code, complete with links to the giant outage 
maps. Subscribing to “Selected ATC Notices” will add 
emails of notices of planned GPS outages nationwide, 
among other things.  (Those notices are also here: 

Scott Humphries has been a pilot for 30 years, a Malibu  
pilot for five.  He operates Humphries Aviation, an air tour, 
ferry and contract pilot business in Houston, Texas. He  
serves as Wing Leader for Angel Flight’s Southeast Texas 
region, and as a representative of the FAASTeam, the FAA’s  
program to actively promote aviation safety.

www.faasafety.gov/SPANS/notices_public.aspx.) While 
you’re there, why not sign up, too, for “Airports - General 
and Safety Information” and “Runway Safety Information.”  
Lots of useful material, delivered right to your inbox.

Including one email that might still leave you a tad 
startled when your panel goes FUBAR, but won’t leave you 
bumbling around on frequency wondering, “Did some-
thing just happen?”

Of course, these FAA email advisories in no way ab- 
solve pilots of our obligations under FAR 91.103 to perform 
a proper flight briefing and “become familiar with all  
available information concerning that flight.” (Read your 

NOTAMs!)  But they’re helpful, and they often provide 
both information and context to assist flight planning and 
enhance flight safety. 
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Imagine this …
You have plans to fly to an airport 218 miles north 

for a business meeting. Your window is tight; you have 
an early morning meeting at your office you can’t miss 
prior to leaving for the airport. The colleagues you are 
flying to meet must catch another flight within two hours 
of your target arrival time. 

You’re comfortable flying in the current weather 
conditions, but a small southward-moving storm north 
of your destination might threaten your approach. 
Additionally, given the time of day, you can expect 
ATC delays due to vectors and know you’ll have to 
adjust on the fly.

Are you confident you can make the meeting in time?
If the answer isn’t immediately clear, you’re not 

alone. Good aeronautical decision making is of utmost 
importance in the air. External pressures, unexpected 
challenges, and your level of instrument proficiency are 
among the many factors to consider when considering 
an IFR flight. 

While we can’t remove the external pressures or control 
the weather, we CAN help with instrument proficiency!

Introducing … The Aviator’s Academy – advanced 
online pilot training. 

During my time training hundreds of capable and 
competent pilots at Texas Top Aviation, my most common 
observation with seasoned and rookie pilots alike is 
that the pilot is often aware of knowledge gaps with the 
airplane’s avionics after initial flight training or after 

Introducing   
The Aviator’s Academy

upgrading to a more advanced airplane but aren’t sure 
where to get answers.  Simply put – expert glass panel flight 
training is hard to find.

They know enough to have earned their license, but still 
feel uneasy anticipating unexpected challenges. This leaves 
them feeling at best, uncomfortable, or worse, on edge and 
unsafe. When you’re not as proficient as you could be, an 
easy flight can become stressful quickly in unexpected 
scenarios, and things spiral from there. It doesn’t have 
to be this way.

That’s why The Aviator’s Academy offers online courses 
with real-life scenarios using glass panel avionics. You’ll 
gain more confidence in the air and be equipped with 
better aeronautical decision-making skills after learning 
from the best in the business.

We understand the pressures you face in the air. We get 
it because we have been providing expert, personalized, 
owner/pilot instruction since 2014 at Texas Top Aviation. 
With over 8,000 hours of instruction given in Technically 
Advanced Aircraft and over 13,000 hours in total flight 
time, The Aviator’s Academy instructors are qualified to 
fly and instruct most single-engine aircraft to a level that 
far exceeds what a flight school can provide. Nowhere 
else can you get expert glass panel online instruction for 
Technically Advanced Aircraft.

If you’re in need of an instrument proficiency check 
and fly a technically advanced aircraft with glass panel 
instruments, this is the place to get your ground school 
training. Conveniently online. Expertly taught. 

Mastering your glass panel avionics isn’t impossible.  
You just need a guide. Enroll in the course you need to take 
your skill to the next level. You’ll receive expert, specialized 
online training. Then you’ll fly with confidence. 

Visit www.aviatorsacademy.com  
for more information. 

Cutter

Hank Gibson founded Texas Top Aviation (www.tx-
topaviation.com) and, more recently, The Aviator’s 
Academy (www.aviatorsacademy.com to view course 
offerings). He has 8,500 hours TT and actively in-
structs in PA-46s around the country. He loves teach-
ing and seeing pilots become proficient in their glass 
panels.  He lives in Texas with his wife and four kids. 

by Hank Gibson
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If you’ve attended or watched 
either of the past two conven-
tions, you know about the 

Wright Brothers Master Pilot Award.  
We’ve had the pleasure of recog-
nizing three MMOPA members 
at convention as they marked this 
significant accomplishment.  There 
are several more.  Some may think 
this is a PA-46 related event; how-
ever, it is not unique to the PA-46 or 
our organization.

The FAA Wright Brother’s 
Master Pilot Award is a national pro-
gram that recognizes pilots who’ve 
reached the extraordinary milestone 
of 50-years of safe piloting experi-
ence or 50 or more years of combined 
experience in both safe piloting and 
aircraft operations.  So, if you soloed 
on your 14th birthday (glider), you’d 
have to be at least 64-years old to be 
eligible.  The PA-46 is not exactly a 
“starter” aircraft; however, many of 
us have the history and experience 
to qualify.

by David McVinnie 

Wright Brothers  
Master Pilot Award

So, what does it take?
The 50-years begin with your first 

solo or military equivalent.  Docu-
mentation can be a bit of a challenge 
as that treasured logbook/paperwork 
is often lost over time.  In my experi-
ence, the FAA is not picky and will 
consider just about any “reasonable” 
bit of evidence.  Unfortunately, they 
currently don’t have records that go 
back that far so you’re on your own.

The 50-years doesn’t need to be 
consecutive, and breaks are allowed.  
There’s no minimum number of 
hours and 20 of the required 50 
years can be military experience.  
You do need to hold a CAA or FAA 
pilot certificate, be a U.S. citizen 
and cannot have had any airman 
certificate revoked.  Other adverse 
actions will be reviewed but may not 
be disqualifying.

The current application informa-
tion guide can be Googled as the 
National FAASTeam Wright Brothers 
Master Pilot Award Information 
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guide.  Revision 6 is current as of this 
writing.  I’ll recap the process here.

The downloaded nomination form 
is straightforward and can be filled 
out on the computer.  The nominee 
can fill it in, or someone else can 
complete on their behalf.  A nomina-
tor can also set this up as a surprise 
(the nominated airman won’t know 
until the award is presented).  Keep-
ing it a secret is a bit tricky, but the 
surprise can be well worth it.  A 
nomination can also be processed 
posthumously up to three years 
after passing.  

The nomination package requires 
three letters of recommendation from 
fellow pilots.  There’s a sample one 
paragraph letter in the nomination 
package which wouldn’t take more 
than 5 minutes to complete if you are 
in a hurry.

The package also requires a nomi-
nee resume/biography.  It should 
include a chronological account-
ing and, if a public presentation is 
desired, a small collection of pho-
tographic items which will be used 
during the presentation.

The package is submitted to the 
“local” FSDO - FAASTeam Program 
Manager (FPM) for review which 
takes a minimum of 60-days to 
process.  The program manager 
requests a “Blue Ribbon Package” 
records review and will include 

everything the FAA has on you, and 
you get a copy.

The FPM will contact the submit-
ter and make every effort to arrange a 
suitable public presentation (surprise 
or otherwise) at your local airport 
or an industry function like the 
MMOPA convention.  The FAA will 
do their best to have an official FAA 
representative present the award.  The 
public presentation is not mandatory.

An award certificate is provided 
and there is an optional handsome 
wooden plaque available for an 
additional fee.  The airman and the 
airman’s significant other also receive 
a commemorative pin.  

The recipient’s name is added to 
the FAA’s Roll of Honor were friends 
and family can forever acknowl-
edge the accomplishment.  It’s an 
exclusive list and the recipient will 
be joining the company of greats 
like General Yeager and John and 
Martha King.  You may not consider 
yourself worthy but 50 years of dedi-
cation to our great craft is a Big Deal!  
Accept it with pride!

If you are considering yourself or a 
friend and want additional help, give 
me a call.  I’m working with three 
MMOPA member applicants at the 
present time.  If by chance you know 
an aircraft maintenance specialist 
who’s been wrenching for 50 years, 
the FAA has a parallel program 
for them called the Charles Taylor 
Master Mechanic Award.  

FAA/FS-I-8700-2 (Rev. 6) 

WRIGHT BROTHERS  
MASTER PILOT 

AWARD
Information Guide 

December 3, 2021

U.S. Department of Transportation
Federal Aviation Administration

Flight Standards Service – General Aviation &Commercial Division

1

Air Mart
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Congratulations to the 
2022 Class of Master  

Aviator Award Recipients

 SAFETY

Master Aviator
Kenneth Meyers

Salil Donde
William Jones
Greg Zorman
Ed  Trautman
Derek Braun

 Senior Aviator
James Conway

Don Moore
Brian Williamson

Ross Wycoff
Charles (Chase) Kay

Aviator
Mitch VanDuyn

Dennis Trepagnier
Paul Magoon
Charles Jones
Paul LaFave

Gosta Tyrefors
James Connors

Jim Bolch 

Master Aviator Retention
David Bennett
George Brome

Joe Casey
Manuel Casiano
Rick Converse
Hank Gibson

Kevin Jennings
Ron Johnson
Gary Kearney
Donald Kukla
Joel Mack
Tim Ray

Victor Rivas
Valerie Steen

Chandu Thekkath
Deanna Wallace
John Walters
Mark Wolper

Columbia
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SAFETY IN THE SPOTLIGHT AT MMOPA 
2022 ANNUAL CONVENTION 

 UPDATE

MMOPA concluded its annual convention comprised 
of three days of safety and operational education, product 
updates and networking. 88 aircraft flew into Ryan Airfield 
for the event and more than 300 attendees joined together 
with the primary objective of becoming safer Piper PA-46 
owners and pilots. 

 “Witnessing the attendees’ passion for their airplanes 
and their earnest desire to enhance the safety of their 
operations was inspiring,” said Mike Nichols, MMOPA 
CEO. “This year’s convention education programming 
set the stage for us to create a new safety strategy for the 
MMOPA community using Safety Management System 
tools that have proven effective in other sectors of aviation 
and throughout other industries.” 

 The convention’s primary focus was to provide PA-46 
owners with safety education and the opportunity to meet 
with the more than 30 exhibitors, including platinum 
sponsors, Piper Aircraft and Garmin International. 

 “Piper was proud to again be a Platinum Sponsor of this 
year’s annual MMOPA convention,” said Ron Gunnarson, 
vice president, marketing, and customer support at Piper 
Aircraft. “For us, it represents the best opportunity each 
year to listen and learn from the single largest gathering of 
diverse and enthusiastic Piper PA-46 owners.” 

 Participants experienced the following highlights 
during the convention:
• Announcement of largest MMOPA membership to date: 

more than 1,500.
• Introduction of new CEO and COO management team.
• More than 30 companies filled the exhibit hall with the 

latest products and services.
• 40+ hours of safety education, product updates, and 

training sessions were conducted.
• New break-out session format with tailor-made sessions 

recognizing piston vs. turbine aircraft, engine and 
avionics differences.

• MMOPA President’s Award was presented to former 
MMOPA executive director, Dianne White.

• The MMOPA Safety and Education Foundation raised 
$78,000 at its annual auction.

• Master Aviator Awards were presented to 29 attendees.
• MMOPA to expand international reach in Europe.

The educational content was streamed live and recorded 
for subscribers to access on-demand via the MMOPA 
website: https://mmopa.com/tucson-live-replay.

Next year’s MMOPA Convention will be held in 
Colorado Springs, CO from August 31 - September 3, 2023 
at the Broadmoor Hotel. 
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Show your commitment and  
support of MMOPA by  

signing up for the Lifetime  
Membership for only $2,500. 

Lifetime Members receive subscription to MMOPA 
Magazine and access to the Forum for life without having 
to hassle with renewing. 

In addition, Lifetime Members will take part in a private  
reception at the Convention, receive recognition in 
the magazine and receive a special gift box containing 
premium, logoed items, including:

• Custom Yeti

• Luxurious logoed blanket

• High-quality weekender bag, 

• Cotton-twill baseball cap

• Lifetime Member vinyl sticker for your plane,  
computer, hangar, etc. 

Become  
a Lifetime  
Member

RJ Tutt

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

Audio Auth
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Master Aviator  
Program Quick  

Reference Guide
Ending PA-46  
Accidents

The Master Aviator Program is 
a safety initiative that addresses 
key areas of flight operation that 
directly contribute to increased 
safety of the PA-46 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. 

Areas of Emphasis
1. Pilot Flight Experience – Many 

pilots in the PA-46 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 PA-46 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.

Deadline for 2023 Applications:
August 15, 2023

 SAFETY
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MMOPA Call for Volunteers
Are you ready to roll up your sleeves and help MMOPA in 2023? MMOPA is seeking volunteers 
to serve on Committees and to help on special projects that arise. Lend your time, passion, and 
expertise to help advance MMOPA’s mission. Please let us know where you’d be willing and able 
to help, either on a long-term basis, or short-term. 

Areas of focus:
• Audit (financial/accounting experience preferred)

• Editorial Board (for MMOPA Magazine)

• Events (Convention and Regional Events

• Safety

To find all volunteer opportunities, please take  
one minute to complete the form at   

https://bit.ly/MMOPAVolunteers  

or scan QR code.

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

PA-46 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.

* Mid-Year Supplemental Training will greatly increase the knowledge and skills of PA-46 pilots, especially pilots new 
to the PA-46. 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.
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Pilatus

Ad Index

ADVERTISING DIRECTOR • JENNA REID
 Phone: 1-800-773-7798  • Jenna.Reid@vpdcs.com

Pilots N Paws®

www.pilotsnpaws.org

SIMPLE AS 1-2-3
No bothersome paperwork required!
If you love to fly, and you love animals,  
please join us now!  It’s easy, it’s fun, and  
it’s extremely rewarding. Joining is easy  
and takes just a minute of your time.
1. Go to www.pilotsnpaws.org  

and register
2. Post your information and read  

other posts
3. Wait for contacts / make contact 

with others

WHY JOIN THE PILOTS N PAWS  
NETWORK?
• Enjoy flying while helping a worthwhile 

non-profit organization
• Flights are tax-deductible 501c3
• Expand your network of pilot/aviation  

contacts and other professionals
• Gain flight experience and log more hours
• Explore new geographical areas
• An extremely rewarding experience  

every time

is an online meeting place for pilots and other volunteers
who help to transport rescue animals by air. The mission of the site is to  
provide a user-friendly communication venue between those that rescue, 
shelter, and foster animals; and pilots and plane owners willing to assist  
with the transportation of these animals.

A general aviation transport requires just one pilot volunteer and is  
far more efficient and dependable than time-consuming ground trans-
portation for these animals who are often in danger of euthanization. 
Volunteer pilots retain complete authority of their planning and flights,  
and can give as much or as little time as they like.

Pilots  
N Paws®  

®

Statement of Ownership, 
Management, and Circulation for 

MMOPA Magazine
OWNER:  Malibu M-Class Owners and Pilots 

Association, 2779 Aero Park Dr, Traverse City, 
MI 49686-9100   PUBLISHER: Malibu M-Class 

Owners and Pilots Association   EDITOR: Jenna 
Reid   HEADQUARTERS OF PUBLISHER:   

2779 Aero Park Dr, Traverse City MI 
49686-9100

CIRCULATION - Average Each Issue During 
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1. Coast Aircraft 
Services
San Deigo, CA
Tel: 858-436-4556

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 Ser-
vice, Inc. 
Des Moines, IA
Tel: 515-256-5300

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

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

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

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

Domestic Service Centers

NorthwestSouthwest

Midwest

Southeast

Northeast 23. Flightline Group, Inc.  
Tallahassee, FL
Tel: 850-574-4444

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

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

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

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

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

29. Daytona Aircraft Ser-
vices, Inc 
Daytona Beach, FL
Tel: 386-255-2049

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

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

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

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

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

19. Texas Piper North, Inc.   
Addison, TX
Tel: 800-288-8375

20. Texas Piper South, Inc.   
San Antonio, TX
Tel: 210-340-6780

21. Abilene Aero, Inc. 
Lubbock, TX
Tel: 806-747-5101 

22. 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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