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THE PILOT IN COMMAND IS RESPON- 
SIBLE FOR THE SAFE AND PROPER 
OPERATION OF HISIHER AIRCRAFT 
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THE PILOT IN COMMAND TO OPER- 
ATETHATAIRCRAFT IN COMPLIANCE 
WITH THAT AIRCRAFT'S PILOT'S OP- 
ERATING HANDBOOK AND OTHER 
OFFICIAL MANUALS AND DIREC- 
TIVES. 
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Sy Weiner 
President and Board Member 

As we go into our second annual 
meeting, the momentum is gath- 
ering for a great year. Although 
the organization has come a long 
way, we still need to improve the 
participation of as many mem- 
bers as possible. I have been 
delinquent in not calling every 
new member as we receive the 
application. 1 apologize for this 
and hope to improve this defect 
in communication. 

As we move into our second year, 
we are constantly trying to im- 
prove our services to the mem- 
bers including some of the fol- 
lowing: 

1. Increase member participa- 
tion. 
2. Increase the member benefits 
and supply welcoming material 
for new members. 
3. Increase the number and types 
of articles for the newsletter. 
4. Improve the gathering of gov- 
ernmental information without 

increasing costs (e.g. SDRs.) 
5. Arrange planned trips of inter- 
ested members to offshore places. 
6. Develop a governmental rela- 
tions committee as a standing 
committee. 
7. Brainstorm the organization 
members for ideas and canvass 
the members for operational in- 
formation. 
8. Improve the networking. 

There are two specific areas of 
interest I would like to address. 

I have had the opportunity to 
travel commercially to Guate- 
mala and have met with a local 
Aerostar owner who would be 
interested in having the Guate- 
mala Aero Club host a fly-in to 
Guatemala. From there we could 
go to several places in Guate- 
mala such as Tikal, the Atlantic 
and Pacific Coast Airports and 
even a side trip to Belize or 
Cozumel. If there is interest, let 
me know ASAP for a trip in the 
winter of 1993, Jan-Mar. At least 
10 aircraft are necessary to make 
this trip worthwhile. If you are 
interested, either call Heather or 
contact me. The details will be 
worked out after there has been a 
display of interest. 

Also, I have spoken to many 
owners and there seems to be 
some interest in some improve- 
ments to the aircraft, e.g., engine 
change, interior creature com- 
forts, single pane windshields, 
automatic alternate air door, etc. 
I have some ideas for some 
changes, but if you can just give 
us some idea of what changes 
you would consider, if any, then 

we can see if there are vendors 
who may be interested in going 
through the certification process 
if necessary. 

Two little items in the nature of 
follow-up. The spoilers continue 
to work fine and am using them 
to make greaser landings and in 
Florida to use as a precision means 
of avoiding buildups when there 
is a pilot discretion descent. 

Secondly, we still need to have 
more info on satisfied customers 
and their recommendation for 
repair and service. 

Let us know. 

If you like to write and have some 
information that we all can share, 
let us hear from you. Just fax it 
off and we would all love to share 
your comments. 

Remember the meeting in Santa 
Fe at the end of September. Will 
see you all. It looks like it is 
going to be a great meeting. 

Happy, safe, and comfortable 
flight level flying! ! 

Sy Weiner 

NOTE 

Due to the length of various 
articles in this issue, 

along with the convention 
information, some stories 

were omitted. These will be 
published in the next Issue. 
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Kevin Mead 

Director  of  Main tenance  fo  
SkyTech, Inc. in Baltimore, one c 
the largest Piper Service Centers i 
the U.S., which specializesin Malib 
maintenance. 

Kevin is a graduate of the Sparta 
School of Aeronautics and holds a 
FAA Airframe and Powerplant li 
cense with Inspection Authorizatio 
(IA). He is also a licensed Privat 
Pilot. 

This is the fourth in a series of articles 
about maintenance of Malibu series air- 
craft. In the three previous articles, I 
discussed the Continental BE and 
Lycoming T10-540-AE2A engines. I 
will now shift my focus to the Gar- 
Kenyon hydraulic system which was 
installed in the earlier Malibu's, (Serial 
Numbers 46-8408001 through 
4608007). The earlier models may be 
divided into two groups: those with 
hydraulically operated flaps and those 
withelectrically operatedflaps. It should 
be noted that the hydraulically operated 
flap system incorporated a pressure 
gauge in the instrument panel. 

The format will be the same as in the 
previous articles. I will first provide a 
list of common symptoms which will be 
followedby a list of their possible causes. 
Lastly, I will list a few measures that 
can be taken to help eliminate or mini- 
mize the occurrence of these problems. 

SYMPTOMS 

1) Landing gear will not retract com- 
pletely. Protection timer eventually 
shuts the system down and gear will fall 
to downlock position. (The system will 
work normally in the down position.) 

POSSIBLE CAUSES 

1) Low hydraulic fluid level. 

2) Free-fall valve spool o-ring leaking 
internally. 

3) One gear actuator bypassing inter- 
nally. 

PREVENTIVE MEASURES 

1) Check hydraulic fluid level every 50 
hours of operation. 

2) Make sure that maintenance person- 
nel are performing emergency gear ex- 
tension checksproperly. If this check is 
performed improperly, i t  can cause dam- 
age to free-fall valve spool o-ring. These 
o-rings are difficult to get. Therefore, 
an extra should be kept on hand. 

3) Watch for fast cycling of pump or 
tripping of protection timer, as these 
usually are signs of internal leakage of 

cylinders or valves. 

SYMPTOMS 

1) (Hydraulic flaps only) Hydraulic 
pump cycles continuously with flap 
handle full up or down. (Pressure gauge 
fluctuates). The cycling stops when the 
flap handle is moved slightly from ei- 
ther extreme position. 

POSSIBLE CAUSES 

1) Flap control valve linkage is out of 
adjustment. 

PREVENTIVE MEASURES 

1) This condition cannot be prevented. 
Adjustments can be performed when 
symptoms appear. Be sure that these 
adjustments are performed by a very 
experienced mechanic as they can be 
very difficult and tedious. 

SYMPTOMS 

1) Gear warning horn sounds after 
selecting gear up if flaps are in take-off 
position. Horn stops as soon as flaps are 
retracted slightly. 

POSSIBLE CAUSES 

1) Flaplgear position warning switches 
out of adjustment. 

2) Excessive play in flap selector cable. 
(Hydraulic flaps only). 

PREVENTIVE MEASURES 

1) This condition cannot be prevented. 
If symptoms occur, adjust the switches. 
Due to normal play in the linkage, flight 
checks will be required after making 
adjustments. 

SYMPTOM 

1) Gear retracts normally but hydraulic 
pump cycles continuously until protec- 
tion timer shuts system down. Even 
after shut-down gear will remain up. 

POSSIBLE CAUSES 

Continued on Page 20 
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Jan Klinck 
Convention Chairman 
and Board Member 

Well, as we look forward to our Second 
Annual MalibuIMirage Convention, the 
Board of Directors and I are very happy 
with the progress we have made as a 
newly formed association. For those of 
you who were so lucky as to attend the 
first convention in Sarasota, you know 
how much fun and how educational the 
first convention wasand that we owe Sy 
Weiner a big Thank You for the splen- 
did job he did in organizing our first 
convention. 

The Board and Heather have been work- 
ing for months now attempting to im- 
prove this year's convention through 
the many suggestions we have received 
from different members. Remember 
this is your association, and we want to 
try to accommodate the needs and de- 
sires of all our members. 

This year we are meeting in Santa Fe. It 
is centrally located to more of our mem- 
bers while we still have a glorious set- 
ting for rest and relaxation. We are 
currently working with vendors and 
educators to formulate the excitingpro- 
gram for this year with more time to 
relax and socialize. Our membership 
continues to climb each month. Now 
we have over 200membersout of a total 
fleet of approximately 500. 

We have several new ideas we would 
like to try this year for the enjoyment of 
all. First, would members be interested 
in a silent auction of items provided by 
members and vendors? Items to be 
auctioned could include equipment, sup- 
plies, education, art, wine,vacationcon- 
dos, etc. Proceeds could help raise 
money for the daily operations of the 
Association. At the same time, the 
auction could be fun for the member- 
ship. 

We will be polling the vendors this 
month and would ask each member 
who might have something to offer to 
contact Heather or me, so we may plan 
accordingly. I would also appreciate 
any input from you concerning addi- 
tions and suggestions concerning both 
this year's convention and future con- 
ventions so we can make it a fun hap- 
pening for all. 

Another idea is to have a rally or ex- 
tended fly-in after the convention to Las 
Vegas, the Grand Canyon, or some other 
destination within 200-400milesofNew 
Mexico. This would allow members to 
extend their trips and socialize with 
fellow members. Please call or send 
information concerninganyotherdesti- 
nations you might like to see as a trip 
after the convention. Also, we thought 
it might be fun to have mid-year (early 
Spring) regional fly-ins to some neat 
areas where members have found the 
people, scenery and accommodations 
to be exceptional. 

Well, I must get back to the convention 
programs so you know what we have 
tentatively planned. As a result of the 
suggestions from last year, we have 
changed to a 3 day convention format 
with a little more free time. 

The convention starts with a Thursday 
evening arrival. Programs starting Fri- 
day morning, including "Severe 
Weather," by Bill Zinser and 
"Stormscope Techniques," by a repre- 
sentative of the manufacturer. 

Friday afternoon we'll have "High Al- 
titude Flying Techniques," by former 
USAF flight instructor, Paul Neuda and 
"Physiological Effects of Hypobaric 
Flight," by former USAF Flight Sur- 
geon, Dick Perschau. After flying high 

with these two exceptional speakers, 
we will continue with "Correct Autopi- 
lot Techniques,"by King Avionics with 
insights from Gary Picou of Avionics 
Review. Thanks to Mark Swatek for 
suggesting these topics. 

Friday evening will start with cocktails 
followed by dinner and guest speaker 
Bill Zinser, former NCAR research pi- 
lot, discussing Flying in Volcanoes for 
NCARwith some breathtaking slidesof 
such an adventure. 

Saturday will be a half day session with 
free time in the afternoon or your choice 
of small break out sessions with spe- 
cific subjects covered by the engine 
manufacturers and various vendors, in- 
cluding spoilers etc. 

Saturday morning will start with a "Re- 
view of Special certification Review 
Board Recommendations" by John Fos- 
terwith a follow-upby Langhorne Bond 
on "Federal Investigation of the Malibu 
and its Aftermath." 

Saturday luncheon will feature Larry 
Grant on setting the speed record in his 
Malibu #I. For those who attended last 
year, you know what an exceptional 
speaker Larry is and how stimulating 
and fun his adventures are. 

Saturday evening will be cocktails and 
dinner. 

Sunday will be a more relaxed schedule 
with sessions in the morning and in- 
spection and judging of the fleet in the 
afternoon. 

Sunday morning will start with an In- 
surance Panel Discussion looking into 
the future concerning product liability 
as well as insurance for the Malibu and 
Mirage with several companies repre- 
sented and Sandy Rand as moderator. 
After Sandy, John Foster is hoping to 
have an NTSB member present to dis- 
cuss final findings of the different acci- 
dents involving MalibuIMirage aircraft. 

After these two interesting sessions, we 
will have lunch and then travel to the 
airport to have the fleet inspection and 
the 2nd Annual Selection of Queen of 

Continued on Page 13 
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In previous issues, we have covered the 
pre-flight, taxi and associated checks. 
Now we are ready to fly. 

Remember we said in the beginning, 
don't wear a headset, fly VFR if at all 
possible - IFR with a second pilot, be 
alert and be ready for the unexpected. 

Bring the throttle up to full power prior 
to releasing the brakes. This accom- 
plishes two things, first it gives you an 
opportunity to look at all the engine 
gages to verify again that everything is 
a go. Secondly, it provides for the 
shortest take-off distance for the flap 
position/lift off speed that you have 
selected. Remember, take-off perfor- 
mance charts state that the numbers 
given are from a starting point repre- 
sented by where you areup to full power. 

Keep an eye on the manifold pressure, 
prop rpm and fuel flow during the take- 
off roll and make a mental note of these 
readings. Keep your right hand placed 
along the bottom of all three levers on 
the power pedestal with your thumb 
wrapped around the top of the throttle 
lever. I find most customers I fly with 
keeptheir complete hand on the throttle, 
without touching either thepropormix- 
ture controls. 

I once was taking-off in a Cheyenne I1 
in Lock Haven, and abruptly discov- 
ered the pilot seat stop was not secured 
to the seat track. During my take-off 
roll, the seat slid backwards approxi- 
mately 18". If I would have had my 
hand grasping the throttle, I probably 
would have pulled the throttles back at 
a time that I surely did not want to, 
operating out of a relatively short strip. 

Recently, while taking off in a Malibu 
310P I felt the mixture control kick 
backwards approximately one-eight of 
an inch when the nose gear retracted 
into the wheel-well. When themechan- 
ics investigated my squawk, they found 
that one of the hydraulic line fittings 
going into the pneumatic cylinder was 
replaced in the field with an incorrect 
fitting. This was not found during the 
routine gear swing that is part of an 
annual inspection because the mixture 
is normally in the cutoff position. This 
condition could have eventually broken 

the fitting resulting in a loss of the 
hydraulic system. 

Some additional items that should be 
checked during the take-off phase in- 
clude: gear retraction time; record the 
hydraulic pressure gage reading after 
the gear and flaps are retracted on those 
Malibu's equipped with the gage - a 
leaky seal could cause the pressure to 
leak down, causing the pump to cycle. I 
had one Malibu in which the pump 
cycled every 4 minutes. Replacing the 
o-rings corrected the problem; verify 
the elevator trim positioning - if the 
aircraftcontrol forcesseem normal, then 
chances are the indexing is correct. Of 
course, constant monitoring of all en- 
gine gages is essential. All readings 
should remain in the green without any 
fluctuating needles. 

One thing I have noticed on all Malibu 
Mirage aircraft is that to maintain full 
throttle, I must maintain a constant for- 
ward pressure on the throttle, no matter 
how much friction I have set in. Upon 
relaxing this pressure, a 1" to an occa- 
sional 2" loss in manifold pressure is 
observed. 

In June, we installed a new engine on an 
early serial number Mirage. The me- 
chanics could not get the manifold pres- 
sure and other mechanical settings ad- 
justed properly. The end result was that 
a couple of tie rod ends were very stiff 
and were replaced with new and free 
movement tie rod ends. The flight re- 
vealed that not only did they get the 
engine set-up perfect, but the spring 
back on the throttle was gone. I could 
actually push the throttle all the way 
forward and it would stay there - 42" 
MAP all the way up to critical altitude 
and I never touched it once. I believewe 
will eventually see this change for all 
Mirage aircraft in the form of either a 
Service Letteror Service Bulletin when- 
ever Piper gets back on its feet. 

5. CLIMB - Full power should be used 
during the climb so critical altitude can 
be measured. During this phase of the 
flight, I would normally engage the 
autopilot. 

Now we will begingoing through all the 
systems again - remember we did all we 

could on the ground during the engine 
run-up sequence. Use 120 KTS for 
climb speed and record all engine read- 
ings at a minimum of every 5,000 ft., 
preferably every 2,000 ft. Don't forget 
to include altitude, outside air tempera- 
ture and indicated airspeed at each data 
point. If an engine set-up is going to be 
required at the end of your flight, the 
mechanic will need this recorded data. 
The more points (altitudes) that you 
have recorded, the more information 
the mechanic will have to fine tune your 
engine. 

During the climb, verify that all the 
components of the pressurization sys- 
tem workproperly. The rate knob should 
be able to vary the rate-of-change be- 
tween 200 - 2,000 fpm. Keep in mind 
the cabin altitude indicator represents 
pressure altitude (29.92) 

At some point during the climb, record 
theactual RPM with the precision strobe 
tac and also record the aircraft tachom- 
eter reading. Once we get into cruise. 
we will take these readings again. 

Somewhere between 5,000' and 10,000' 
AGL, go ahead and switch fuel tanks. If 

Continued on Next Page 

Andrew Cindric was with Piper 
Aircraft Corp. in Vero Beach, FL. 
as Director of the Aircraft 
Completion Center, involved in 
avionicslelectrical packages, cus- 
tom interiors and exteriors. 

Prior to Piper, Andy was Avionics 
Manager with Atlantic Aviation 
Corp., Cheyenne Sales Manager 
in Rochester, NY and Cheyenne 
Marketing Managerwith Piper in 
Lakeland, FL. His experience 
with Piper goes back to 1972. 

Andy has a BS in Electrical Engi- 
neering from West Virginia Uni- 
versity. Andy is a commercially 
licensed pilot with instrument and 
multi-engineratings.He has2700+ 
total time, 800+ hours in turho- 
propsand 100 hoursMalibu time. 

This is the fourth in a series of 
articles on Return to Service Test 
Flights. 
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Return to Service - Conrd from Previous Page 

you ran the engine on each tank on the 
ground for a minimum of 3 minutes on 
each tank, then there should not be a 
problem. 

Remember, try everything in flight that 
you possibly can. Turn on the prop 
deice, windshield heat and pitot heat 
plus cycle the boots every 5,000'. Any 
time you switch on an electrical system, 
verify that there is current flowing by 
observing the ship's ammeter. Remem- 
ber you only see one-half of the total 
load on each alternator because they 
should be sharing the load evenly. 

If you switch on the pitot heat and there 
is a current increase, then you can feel 
fairly certain that it is workingproperly. 
The Mirage has two digital ammeters 
which makes it easy to detect a current 
flow. On the Malibu 310P, you may 
have to turn the switch on and off sev- 
eral times while observing the amme- 
ter. Many systems pull little current and 
using this ON-OFF method makes it 
easy to detect a change in the analog 
(needle) type ammeter. 

The reason I say the systems must be 

tried again and again as you climb is 
two-fold. First you want to verify that 
the system works each and every time 
you call for it, once is not enough and 
secondly, some equipment may fail 
based on altitude, temperature, etc. 

Earlier this year I flew an '84 Malibu in 
which the deice system tested fine on 
the ground and down low. As I contin- 
ued to climb, the prop deice current 
flow dropped to half. This meant we 
were loosmg one of the two electrical 
deice boots on the propeller. The final 
fix was to replace one deice boot. 

If we would have only tested it once, 
earlier in the flight, we would have 
checked it off as functioning properly. 
However, it seemed to malfunction ei- 
ther based on altitude, temperature, or 
maybe even prop loading. What I do 
know is that it never worked at high 
altitude. This could have produced a 
very interesting icing encounter for the 
owner if only one blade shed the ice. 
The vibration could have been serious. 

Another Malibu 310P revealed that the 
deice boots did not cycle to the proper 
pressure because there were not three 
(3) distinct flashes of the DE-ICE an- 

nunciator. The boots worked fine be- 
low 10 - 12,000 feet, but above that the 
indication for the 2nd inflation cycle 
was missing. The 2nd cycle is for the 
lower wing boots which we cannot see 
from inside the aircraft in flight. 

The only means we have to verify that 
the boots are going to crack the ice off 
the leading edges is the 3 cycles of the 
annunciator light. When the light is 
illuminated, it shows that the particular 
segment in the cycle has reached a mini- 
mum air pressure that will insure the 
boots have inflated to a point where the 
engineers have proven is sufficient to 
crack the ice from the wings. Anything 
less than this, all bets are off - maybe it 
will, maybe it won't! 

At some point during the climb, 
record the point where the manifold 
pressure drops 1" (37" on the 310P 
and 41" on the 350P) below the red 
line. This is the critical altitude. 
Make sure the mixture, prop and 
throttle are all full forward. Record 
the pressure altitude, outside air 
temperature and indicated airspeed 
along with all other instrument 
readings. In the next issue, we'll 
continue with checks at altitude. 

M-MOPA 

a &  @ 54 .2 Call Us For a 
Renewal Quote! 

I 
i If your insurance is about to renew, let us give you a quote from one of 
I 

several top companies we represent. You don't have to pay the highest price 
to get the highest quality coverage. Call Alan Gallaway today. 

Toll-Free: (In California) 1-800-338-1661 
(Outside California) 1-800-537-0960 
(In Sacramento, California) 916-428-5503 

Werlhof Aviation lnsurance 
I Buy Your Malibu lnsurance From Someone Who Knows The Market 
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BY: RICHAIWA. PERSHAU, M.D. 

Richard A. Pershau, MD 

Colonel, USAF Reserve, MC, SFS 

Started flying around age 12 and 
got private pilot's license at age 
16. Remembers falling asleep in 
Paul Poberenski's garage while his 
Dad, Uncle Vern and Paul talked 
about setting up an "Experimental 
Aircraft Pilots' Organization". 

Entered the Air Force after 
medical training and became a 
Flight Surgeon. Flew over 2,000 
hours in fighter squadrons with 
time in F-100s, F-4s, F-1 1 ls, 
F-105s, F-5s, F-18s, F-104's and 
the F-16. Recently "retired" to a 
USAF Reserve consultant in 
Anesthesiology after 27 years of 
active and reserve service. 

Currently in active practice in 
Anesthesiology in Austin, Texas 
and is in a partnership with two 
others in Malibu 4377A. Has 
about 2300 civilian hours and 
about 300 in the Malibu. Consid- 
ers the Malibu "one of the sweet- 
est airplanes he has ever experi- 
enced". 

The Malibu Environment 

COLD 

We fly our Malibus where it is cold, and 
to where it can be fatally cool. With the 
usual adiabatic temperature change for 
altitude (3 degrees F11000' or 2 degrees 
C/1000'), we can take off with pleasant 
surface temperatures in the 70's F, and 
be at -5 degrees F at 25,000 feet. That 
is what makes brass- toilet seats in the 
Yukon cold! 

But, our Malibus keep us warm at alti- 
tude, especially for the guy on the sun 
side, and before you put this down think- 

cdd  in the middle of summer, remem- 
ber that we fly over some very high and 
distant terrain where it can get cool. 

Cold is another hazard of the Malibu 
environment -just like hypoxia -which 
we may be forced to contend with in a 
survival situation. The rationalforwrit- 
ing about cold in the summer is sup- 
ported by the fact that surviving in the 
cold may be especially more unantici- 
pated and unprepared for when we make 
the sweaty take off. 

Cold is relative 

It is the absence or lessening of heat. 
We call the challenge of cold 'hypo- 
thermia stress'. I can tell you about the 
relativity of cold because I grew up in 
Minnesota! Consequently, the home of 
my upbringing makes me an expert (!). 
But, I have been more uncomfortable in 
the 'cold' of San Francisco and New 
York. People die on Arizona deserts 
from hypothermic exposure. I have 
been chilled in the Colorado mountains 
during the summer to the point of being 
very distressed. 

Hypothermia is very uncomfortable and 
a killer - especially when we are not 
mentally and physicallyprepared for it. 
Being mentally prepared requires train- 
ing and attitude, being physically pre- 
pared requires knowledge and bringing 
along a few helpful items. Suddenly 
being confronted with survival in the 
cold, can be surprising, devastating, 
death or survival. 

We have come a long way in providing 
our military forces with exceptional 
equipment to survive unanticipated 
events (cold, heat, injury, POW), but 
one bottom line we have learned from 
our survivors is that the WILL To Sur- 
vive was what brought most of them 
through. The Will. It is helped by 
training (what we are doing now), expe- 
rience (go to the schools), and mental 
preparation (helped by all the above). 
So let's analyze COLD - its effects on 
us, our ability to survive it, and our 
preparation for it (even in the middle of 
the summer) . 
As a kid, I remember skating down a 
newly frozen Minnesota river with two 
buddies. We didn't know much about 
cold except we were sure having fun in 
it. There was little snow around during 
an early 'cold snap'. Great time to skate 
long and far on the previous summer 
streams. We were smarter than the 
average kid so we tied a rope between us 
- knowing the ice was fresh. Sure 
enough, Charlie fell through (the friend 
in the center of our rope). In only 5 feet 
of water, we had Charlie out in a split 
second. We immediately knew from 
our Minnesota upbringing that death 
was imminent due to mixing cold and 
wet. We stripped him of the rapidly 
becoming painful cold-wet, and had 
Charlie to the nearest farm house with 
in minutes. But, I'll never forget those 
minutes. 

Charlie was initially lucid and thankful 
wewereso 'smart7 with therope. Within 
minutes, he was shivering (shaking) so 
violently that we were afraid he would 
hurt himself, and he complained of the 
'painful cramps' of it all. It was diffi- 
cult to keep him walking to the farm 
house in the distance. At the farm 
house, Charlie was 'much better' - he 
seemed strange, but felt OK. His in- 
tense shivering had even stopped. The 
ambulance quickly took him away. We 
felt that we were heros until we learned 
that our friend almost died from 'hypo- 
thermia'.at the hospital ER. 

There has not been much scientific re- 
search done for cold survival until re- 

Continued on the Next Page 
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Med+Facts - Continued from the Previous Page 

cent years by some very dedicated Navy 
and Coast Guard flight surgeons and 
scientists. The Nazis did some crude 
concentration camp experimentation 
due to losing pilots downed in the North 
Sea. Helpful fisherman would pick up 
the downed Third Reich pilot and he 
would be initially lucid and thankful. 
Later the well meaning fisherman would 
find their placement of the pilot, down 
below by the warm stove, somehow 
resulted in the pilot's death. 

The  events of hypothermia 
a r e  a s  follows 

Hypothermia begins by exposure to wet 
(water) or dry (land -the Arizona desert 
in the summer). The rate of heat loss 
(hypothermia) is 25 times faster in wet 
or wind ("wind chill factor"). During 
the first few degrees of internal tem- 
perature decrease ('core temperature'), 
our bodies try to protect us from further 
heat loss by shivering in order to gener- 
ate some needed heat and restricting 
heat loss. 

As Cold continues to consume us, we 
slowly lose the ability to defend our- 
selves by the onset of fatigue and cloud- 
ing of consciousness. This is deter- 
mined by: conditioning, health, amount 
of body fat, injury, debilitation, cold 
body part exposure, wet, a host of in 
general detriments, and the WILL TO 
SURVIVE - or lack of it. As I tell my 
kids while skiing, "fight the fall" - more 
injury may occur if one gives in to the 
fall than preventing it. 

After ourcore temperature passes around 
90 degrees F., shivering stops (an omi- 
nous sign - remember Charlie), and our 
minds may actually perceive our sen- 
sory inputs as feeling warm. The numb- 
ness in our extremities replaces pain. 
Remember Jack London's great book 
where the main character, in the last 
chapter, is actually going to beat the 
Arctic cold, that he is trying to survive, 
by finally trying to light his last three 
matches, and the last match finally 
catches (actually only in his mind) - and 
he becomes warm at last (and euphoric). 
A great story, but in reality, the charac- 
ter actually is succumbing to the Cold 
and dies in a pleasant perceived eupho- 
ria of warm. Cold ain't all that bad in 
those respects! 

The last perceptions of cold's finale are 
often perceived,we think, as warm. Lost 
hunters searched for and found in dry 
cold exposures were often tracked by 

garment parts being discarded until they 
found a 'semi-nude' hunter. These cases 
were often cordoned off as a sex offen- 
sive (bad bear huh!). The hunter, in 
reality, was just becoming progressively 
hypothermic while trying to 'walkout', 
and began feeling warm in the deeper 
stages of hypothermia. Cold debilitates 
our ability to perform and perceive. 

We know ofseasoned well trained Navy 
personnel who can survive from prac- 
tice helicopter warm water sea crashes 
for long periods of time, who did not 
make it for 20 seconds at freezing water 
exposures. Cold reduces our 'time-of- 
useful-consciousness' just like hypoxia 
does (reference last issue of Med-Facts). 
The rest of cold physiology is more for 
the docs - for hopefully, that is where 
we will be. The deeper stages of hypo- 
thermia may actually preserve the vital 
organs (brain) and mimic hibernation. 
Individuals have survived over 50 min- 
utes of cold water drowning exposure, 
over 80 hours of 23 degree C water 
time, and days of sub-zero land expo- 
sure. The docs must assume life in the 
most frozen of specimens, and attempt 
a slow dry rewarm and life support. It 
often works. 

COLD SURVIVAL 

Let's just pretend that the Malibu brings 
us unintentionally into a hypothermic 
survival situation (bad thought, but pos- 
sible). Successful pilotage and surviv- 
ing the crash is very nice. But then, the 
work begins. Hypothermia is always 
around the corner to surround us. Sleep- 
ing in an aircraft shell is very chilling 
unless heated. It generates cold when 
out in the environment. Asnow cave or 
shelter out of the wind and close to the 
ground will usually provide more 
warmth. The addition of a small fire or 
even a candle will increase temps 
greatly. 

I can remember a small candle almost 
melting our ' snow survival ' cave dur- 
ing survival school in the Alps. Avoid- 
ing wet at all costs is paramount. 

Wet + Cold Kills 

Remember the Eskimo movie where 
anyone falling through the ice was left 
for the survival of the tribe with the 
knowledge that wet andcold meant sure 
death. We would hike all night in snow 
survival school only to be rewarded 
with the 'freedom' of time to build our 
snow caves at 0400. The experienced, 
stripped themselves of their sweaty 
clothing and laid them on the snow 

(high altitude and dry) with the immedi- 
ate freezing of their clothes. 

The dry ice would then be shaken out 
and returned to their now dry steaming 
nude bodies for the reward of 'dry' -and 
consequently warmth. The rest of the 
'unexperienced' suffered in the work 
clothes of the sweaty at cold and alti- 
tude. Remember that cold is tolerable, 
and wet is tolerable, but cold andwet is 
death. Sweaty feet can be disastrous, 
but keep your shoes on in cold water - 
conserves heat. 

Cold Survival Equipment 
for o u r  Malibus 

In the States, we teach short term sur- 
vival and assumption of early rescue. 
The odds of this are with us, and you 
WILL BELIEVE this! Consequently, 
we keep ourselves as good as we can 
right on. Drink as much water as your 
body tells you it needs right off. Severe 
conservation early on may accelerate 
mental deterioration right when the res- 
cuers are trying to contact you. The 
survival priorities are: first aid (stop 
injury),signal, shelter and dry (night 
and cold comes quickly), heat, water, 
food, and then take an inventory of your 
resources and read the survival book. 

I carry several selected pieces of equip- 
ment in a 'survival pack' . This may 
surprise some of my Malibu driver 
friends, but I don't feel that the Malibu 
carries me over any less hostile terrain 
than my F-4 or F-16 did. Surviving 
south Texas almost seems more formi- 
dable than Viet Nam. I am not being 
fictitious. The cold, and dry, and 
varmints of south Texas are not surviv- 
able for the unprepared. What prepara- 
tion can we take? 

Physical and Mental Survival 
in the Cold 

Mental preparation is like practicing 
emergency procedures, and afew pieces 
of equipment helps. The military does 
a great job of preparing a 'seat survival 
pack' that is supposed to accompany us 
on our egress from our trusty fighter, 
but, often gets left in the flames. The 
next best option for the military jock is 
a sown in mini life support 'kit' in our 
parachute harnessthat usually stayswith 
us to the ground - usually. I would 
alwayscarry alittle bit extra-very close 
to me - in my flight suit. My favorite 
pieces of survival equipment for my 
Malibu are: 

Continued on Page 26 
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We're up to 217members! The Malibu- 
Mirage magazine has a great deal to do 
with our steady increase in member- 
ship. Every issue is distributed widely 
as an invitation to join the Association. 
And it works! The magazine has be- 
come a "must read" for any owner1 
operator. I'm convinced that if you're 
not reading The Malibu-Mirage, you're 
behind the curve in operating the air- 
craft. 

Thanks to Sy Weiner as Editor and Paul 
Neuda as Publisher, the magazine has 
become a vital source of information 
and education, and it improves with 
every issue. 

Please think about your own contribu- 
tion, whether it is technical, operational 
or advisory. What you learn about your 
aircraft is worth sharingfor the safety of 
us all. And what fun you've had in your 
aircraft is important, too! Tell us about 
your adventures; we'd all love to share 
them with you. 

I want to thank those of you who re- 
sponded toour MechanicQuestionnaire. 
This information isvital to a cross coun- 
try flier who needs experienced assis- 
tance while enroute. We are currently 
evaluating the responses, doing some 
screening and compiling a good list of 
recognized maintenance facilities 
around the country. 

We will publish this list in the next 
membership directory. You can keep 
this directory in the airplane with you so 
you'll know who to turn to if you have 
any trouble. It'salsoa good idea to keep 

the directory in the airplane in the event 
you run across a MalibuIMirage on the 
ramp somewhere. Look him up! If he's 
a member, say HI and if not, invite him 
to join. 

CONVENTION NEWS 

Jan Klinck's article in this issue will 
give you a good idea of what to expect 
at the upcoming Convention and Fly-In 
in Santa Fe. We have put together a 
terrific program for the MalibuIMirage 
pilot. There's something for everyone, 
including flight considerations and tech- 
niques, equipment operations and is- 
sues that effect your ownership. The 
Break-outs allow the opportunity to get 
"up close and personal" and the alterna- 
tive programs will enhance your enjoy- 
ment of one of the finest little cities in 
the West. Plan to attend! Register soon 
with the hotel and with M/MOPA. All 
the necessary materials are enclosed. 

NEW MEMBERS 

I'd like to introduce some members that 
have joined recently. I know you will 
welcome them to the Association and 
we hope you will have a chance to meet 
them at the convention: 

Clifford & Katherine Evans 
N350PM 

Raritan, NJ 

Clifford is an engineer with the 
Henderson Corp. in New Jersey. He 
joined in June this year. He owns SIN 
4622052. 

Joe & Fran Norton 
N9090N 

Tulsa, OK 

Joe is with Norton Luggage in Okla- 
homa, and has logged over 4000 hours 
total time. His ratings include seaplane 
and glider. He owns a 1986 Malibu, 
based at Tulsa Riverside Airport. 

Dave Domenico 
Englewood, CO 

Dave has been a Piper Distributor, Avia- 
tion Sales Inc., for many years and is 
largely responsible for bringing the 
PA46 to the Rocky Mountain region. 

Dave is very much involved in Malibu 
aircraft sales and runs a fine Malibu 
maintenance facility in Denver. 

Bob DeLong 
N7ODL 

Dana Point, CA 

Bob is president of Superior Spring Co. 
in California. He owns a 1986 model 
and has 2000 hours total time. 

Continued on Page 17 

TRAINING 
UPDATE 

The following facilities offer 
initial andlor recurrent training 
for the Malibu0Mirage: 

Attitudes It~ternational, Inc. 
Refresher training Mobile school 
schedules provided in The 
Malibu-Mirage magazine ad. 
Call: (813)821-6835 

Aviation Training Management 
Training on request with Ron 
Cox. See ad in this magazinc. 
Call: (407)778-7815 

F.A.C.T.O.R.Y., INC. 
Refresher training on request 
with Lester Kyle. 
Call: (407)562-5438 

Piper Aircraft Corporation 
The only option for simulator 
training. Initial and Refresher 
training. 
Call: (407) 567-4361 

Professional Instrument 
Courses, Inc. 

Initial and Refresher training. 
Call: 1-800-435-9437 
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The 1992 Convention- Continued from Page 7 to US, we'll have the awardingof the 2nd home and for those who decide to con- 
Annual Queen of the Fleet. tinue their enjoyable 3 day fly-in vaca- 

the Fleet by popular ballot. After a tion to Las Vegas and points beyond. 
wonderful Sunday afternoon at the air- With this grand evening of cocktails, 
port, we will share dinner with Jim dinner and socializing, the official con- Happy flying and we'll see you in Sep- 
Griswold, designer and chief engineer vention will end. Transportation will be tember. Remember we said these were 
of the Malibu and Mirage, who is cur- provided Monday morning to the air- tentative plans so don't miss out on any 
rcntly with the FAA. After Jim speaks port for those who choose to travel surprises. Make plans today! 

M W A  

HIGHLIGHTS OF THE 
2ND ANNUAL MIMOPA CONVENTION AND FLY-IN 

Santa Fe, New Mexico - September 24 - 28,1992 

KEYNOTE SPEAKER 
Jim Griswold, original designer and chief engineer on the PA-46 series aircraft. Enjoy his insights 

into the considerations and the joy of creating the finest single engine aircraft in the world. 

SEMINAR TOPICS 

SEVERE WEATHER 
Techniques in recognition, approach to and avoidance of thunderstorms, turbulence, microbursts 

and other threatening weather, by a former NCAR research pilot. 

STORMSCOPE OPERATIONS 
Techniques in using your on board equipment by the manufacturer. 

HIGH ALTITUDE FLIGHT TECHNIQUES and HYPOBARIC PHYSIOLOGY 
By a former USAF flight instructor and USAF Flight Surgeon. 

AUTOPILOT DO'S AND DON'TS 
By the manufacturer of the King autopilot. 

RECOMMENDATIONS OF THE SPECIAL CERTIFICATION REVIEW BOARD 
A review of the recommendations to the FAA by the SCR board following the A.D. 

THE IMPACT OF THE FAA MALIBU INVESTIGATION AND THE AITERMATH 
A review of the investigation and the impact on MalibuIMirage pilots and all general aviation 

operators, by Langhorne Bond, former FAA Administrator. 

BREAKOUTS 
Enjoy free time in Santa Fe or participate in a variety of less formal, more personal sessions with 

the vendors and engine manufacturers. 

INSURANCE PANEL 
Panel discussion with representatives of the aviation underwriting industry. 

NTSB FINDINGS 
Tentatively scheduled here is an NTSB representative to review the findings in some of the PA46 

accidents. 

OTHER ACTIVITIES 
In the works are a variety of alternative activities, including a culture and arts tour of Santa Fe, an 

outing to the ancient Indian dwellings and a lecture presentation for the non-pilot copilot. 

Also available in the area: golf, swimming, tennis, white water rafting, and some of the greatest 
shopping in the West! 

EDUCATION, INFORMATION AND FUN! 
ALL IN SANTA FE. 
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OF THE MALIBUOMIRAGE BY THE FAA 

A Special Certification Review (SCR) 
was initiated by the Federal Aviation 
Administration (FAA) to review the 
certification of the Piper Malibu and 
Mirage airplanes. The Malibu was first 
certified in 1983 and is considered one 
of the first cabin class, pressurized, pis- 
ton powered, single-engine airplanes. 
The Malibu is powered by a 310 horse- 
power engine, whereas the Mirage is 
powered by 350 horsepower. The air- 
planes are certificated to operate to a 
maximum altitude of 25,000 feet. Piper 
Aircraft Corporation (PAC) phased out 
the production of the Malibu and re- 
placed it with the Mirage in 1989. Over 
five-hundred of these two models have 
been delivered. 

The Piper Malibu certification basis is 
Federal Aviation Regulation (FAR) Part 
23 through Amendment 23-25; FAR 
Part 25.783(e) of Amendment 25-54 
and 25.831(c) and (d) of Amendment 
25-41; and FAR Part 36 throughhend- 
ment 15. No equivalent findings apply. 
The airplanes were designed and built 
under the Delegated Option Authoriza- 

tion (DOA) as provided by FAR Part 
21.231. 

Six Malibu and one Mirage airplanes 
were involved in seven inflight struc- 
tural breakupsover a twenty-twomonth 
period. The FAA subsequently issued, 
and later revised, an Airworthiness Di- 
rective (AD) that restricted the opera- 
tion of the airplane. The restrictions 
were based upon some common envi- 
ronmental conditions that the airplanes 
had encountered prior to the accidents. 
Flight into known or forecasted ice, 
thunderstorms, moderate or severe tur- 
bulence was prohibited. In addition, the 
AD prohibited the use of the autopilot 
or vertical trim control for altitude 
changes and mandated the use of alter- 
nate air and pitot heat for the entire 
flight except for takeoff and landing. 

The SCR was conducted by a team of 
FAA engineers, inspectors, and pilots 
who were tasked with reviewing the 
certification process, service history, 
and operation of the airplane. The SCR 
Team was not tasked to determine the 

probable cause of the accidents. They 
examined the structural integrity of the 
design including loads analysis and flut- 
ter, the autopilot and electric trim sys- 
tem design and operation, the propul- 
sion system includingthe induction sys- 
tem, magneto system, and oil system. 
The review also included the review of 
systems and equipment including in- 
struments and their power sources, ice 
protection, pressurization, hydraulic, 
and control systems. The team evalu- 
ated the flight characteristics of the air- 
plane, autopilot, and they reviewed pi- 
lot training and guidance material. The 
manufacturing process was also evalu- 
ated by looking at historical service 
data and assembly procedures. 

The Team determined that "No one 
major design feature of the Malibut 
Mirage airplane or BendixIKing auto- 
pilot was found to be non-compliant 
with thecertification requirements, how- 
ever, several areas were identified for 
improvement of design and clarifica- 
tion of operational instructions." 

Continued on the Next Page 
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The Team made sixty recommenda- 
tions that they felt would improve the 
airplane and its operation. Forty-seven 
of these addressed suggested product 
improvements and FAA rule and policy 
changes. Ten of the SCR recommenda- 
tions have already been accomplished. 

STRUCTURAL INTEGRITY 

The review of the airplanes structural 
integrity began with a review of the 
available data from Piper. Where ad- 
equate test or analytical data for the 
review was not available, programs were 
initiated to generate it, which included 
utilizing the resources of PAC and 
NASA. Symmetrical and non-sym- 
metrical loading were evaluated as well 
as the structural differences between 
the Malibu and Mirage models. The 
review also examined the data relative 
to flutter analysis and testing that sup- 
ported certification. 

The additional data generated focused 
on horizontal tail loads, dynamic re- 
sponse togusts, wing and horizontal tail 
divergence, wing and horizontal tail 
flutter, and aileron and elevator control 
reversal. 

The review showed that the appropriate 
FAR's had been complied with and that 
there is reasonable probability that the 
airplane has adequate strength within 
the approved flight envelope. TheTeam, 
however, recommended that certain riv- 
ets should be replaced on the airplane 
tail where propeller induced fatigue can 
be expected, that PAC conduct addi- 
tional aerodynamic load analysis, that 
the FAA should consider increasing the 
elevator balance weight design criteria 
to theone used in military airplanes, and 
that consideration be given to speed 
brakes, or the ability to extend the land- 
ing gear, up to the design dive speed. 

AUTOPILOT CERTIFICATION 
AND ELECTRIC TRIM 

The autopilot control system is one of a 
sophisticated family of digital autopi- 
lots designed with many different op- 
tions and capable of being installed in 
many different general aviation airplane 
models. 

The data from the original certification 
of the BendixIKing KFC 150 autopilot 
was reviewed as well as the results of an 
audit conducted by the Wichita Aircraft 

Certification Office (ACO) of the origi- 
nal certification project done in Febru- 
ary, 1991. The audit concluded that the 
system was in compliance. The SCR 
Team reviewed the data and conducted 
in flight evaluations in order to verify 
the audit findings and to evaluate any 
circumstances which could possibly 
cause the autopilot or electric trim sys- 
tems to disrupt the flight path of the 
airplane and cause a high speed descent. 
The flight tests were conducted without 
the usual intervention by the test pilot to 
take appropriatecorrective action within 
the time period normally prescribed. 

The Team concluded that if the system 
is operated improperly, hazardous de- 
viations in the flight path may occur if 
not recognized by the pilot in a timely 
manner. They, therefore, recommended 
that information and additional training 
in the system operation be made avail- 
able. Although the autopilot system 
complies with the present FAR's, the 
Team recommended some design im- 
provements and operational procedure 
changes. They also suggested that the 
FAAconsider creating an additional set 
of requirements in the FAR's, appli- 
cable to aircraft certification and to op- 
erations, for airplanes capable of flight 
at and above 18,000 feet. 

PROPULSION 

The air induction system was reviewed 
for compliance. Flight testing showed 
that the air selector valve does not com- 
pletely seal off the primary air source, 
and that moisture laden air can enter the 
induction air plenum. The Team was 
concerned that this moisture may enter 
the pressurized magnetos and result in 
engine power loss or it may enter the 
engine manifold pressure indicator 
plumbing and cause an erroneous mani- 
fold pressure indication. They, there- 
fore, recommended that the alternate air 
system be redesigned and that the FAA 
review its policy and guidance pertain- 
ing to a sheltered source of alternate air. 

The SCR Team reviewed the engine 
lubrication system for compliance with 
FAR 23.1011. The oil not only lubri- 
cates the engine, but also is utilized to 
actuate the turbocharger wastegate 
valve. Operation at less than the mini- 
mum oil quantity specified in the Pilot's 
Operating Handbook (POH) could re- 
sult in less power being produced when 
the turbocharger is required. Although 
the system is in compliance, the Team 
recommended that a placard noting the 

POH verbiage be placed adjacent to the 
engine oil service port and that installa- 
tion of an improved oil pump suction 
tube, as specified in a Piper Service 
Bulletin (SB), be made mandatory. 

SYSTEMS AND EQUIPMENT 

In the systems and equipment review, 
several areas were reviewed. The 
vacuum system powers some flight in- 
struments and the deice system. The 
airplanes have two independent pumps 
with one serving as a supplement for 
deice boot operation or as a backup 
should the standard pump fail. The 
Team recommended that the vacuum 
gauge be modified per a Piper SB, that 
the optional vacuum pump clutch be 
upgraded, and that the FAA consider 
developing a regulation requiring an 
"integral" annunciator for all flight in- 
struments that are vacuum operated. 

The review of the pitot static systems 
indicated compliance with the FAR's. 
A review of Service Difficulty Reports 
(SDR's) did not indicate any failure 
trend. The ice protection system was 
also found to be in compliance, but the 
Team recommended that a pitot heat 
operating light be installed. 

The pressurization system and hydrau- 
lic systems were evaluated and flight 
tests were also conducted. The systems 
were found to be in compliance. 

Protection of empennage flight control 
components was reviewed to evaluate 
the effect of trapped water. Water be- 
tween two mating control surfaces or in 
control cable supports can freeze and 
affect the pilot's ability to control the 
airplane. The Team also felt that the 
yaw servo did not have an adequate 
cover to protect it from moisture. In 
addition, the drainage of the elevator 
was felt to be inadequate and the Team 
recommended a modification to pre- 
vent water from being trapped within 
the elevator lower fairing. Trapped 
water could freeze and result in a con- 
trol surface bindingwhich might lead to 
a mis-trim condition. The team also 
noted a problem -with improper modi- 
fication of the elevator trim control cable 
guide tubes. Action is already under- 
way by the Directorate to correct the 
situation. 

FLIGHT CHARACTERISTICS 

A thorough review of the flight charac- 

Continued on Page 18 
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Dear Heather: 

In the Service Difficulty Reports section 
of the February 1992 issue of the maga- 
zine, my Mirage 600 CR was mentioned 
as having had a tachometer failure. Sub- 
sequent lnvesti ation revealed total de- 
structionofthe k eft magneto. Iwanted to 
amplify this report by sharing with your 
readers symptoms that occurred earlier. 
For several months, I had been com- 
plaining to my mechanics about less 
performance than I had experienced even 
with my earlier Malibu. 

Although take off and climb perfor- 
mance seemed normal, cruise perfor- 
mance seemed to be about 10 knots less 
than POH and less than the Malibu. Fuel 
flow was 2 or 3 gph less than the book 
even though I had manifold pressure and 
rpm gauges checked. I further had con- 
s~derable difficulty in startin the air- 
plane at high altitude airports &000feet 
plus) and without extreme care in lean- 
ing, the engine would die while taxiing. 

After replacin the magneto, perfor- 
mance returne d to normal. Cruise air- 
speeds are as expected by the manual, 
and I no lon er have to lean the airplane 
at Lake ~ a i o e .  It's obvious that the 
magneto was not performin properly 
for several months, but noneo f the checks 
revealed any problem. I hope this may 
help another Mirage owner. 

Bill B. May 

Dear Editor: 

A GREAT PLACE TO RON (Remain 
Over Night) 

I always love to read about great places 
togo in my sweet Princess (N4377A) for 
the $100 hamburger. Texarkana, Ar- 
kansas (Texas) proved to be great on this 
trip. I have been there several times 
before, and always have been pleased. 
Texarkana is in the middle of many 
fli h t  plans due to its location in central 
d A .  The Loc BC 04 or ILS 22 makes 
the approach a 'piece of cake'. The 

THIS SECTION IS DEVOTED TO L E ~ R S ,  COMMENTS, ADVICE AND GENERAL 
INFORMATION WHICH THE MEMBERS OF THE MeMOPA WOULD LIKE TO 
SHARE. PLEASE SEND ALL CORRESPONDENCE TO HEATHER BLANCHARD l 

MALIBU~MIRAGE OWNERS AND PILOTS ASSOCIATION l 341 ALBION 
STREET l DENVER, CO 80220 l FAX: (303) 394-2539 

runway slopes upward to the 04 direc- 
tion which provides some disillusion. 
From the pleasant response of the lady 
on tower, to the efficient greeting of the 
only FBO, TAC AIR (FBO Manager 
Steve Pickle), the Texarkana experience 
begins with pleasant feelings. "Yes Sir, 
we understand that the Malibu has no tie 
down loops, but we will cross-tie the 
gear without hindering the gear doors, 
and, we are aware of the travel limita- 
tions of the nose gear for towin 
immediate warm fuzzes to fee f" ing brings good 
about that they will cuddle my baby! 
My previously arranged rental car was 
standing closely by for the cursed 'BAG 
DRAG' - which was very much amelio- 
rated by their anticipation of my arrival. 

The next nice experience in Texarkana 
was the Sheraton Hotel located on the 
"Loop" at the Texas Arkansas Line (a 
divislon between wet and dry for those 
concerned). The receptionist advised 
me that my 1-800 number reservation of 
$49.00/night was on file, but that my 
special weekend rate for my ver nice 
room was $39.00/night! Yes, I' 7 1 take 
that. Then I was given a mound of free 
drink tickets, discounts at the restaurant 
tickets, and free entry into the dance/ 
club chamber that was actually very 
enjoyable. I left realizing that I com- 
pletely forgot to present my 20% off my 
dinner (which was excellent) chit to the 
very pleasant waitress - I gave it to avery 
unsuspecting lady when I left on Sunday 
morning- she was suspicious, but happy. 
What fun. 

I was recommended by local friends, to 
the "Woody's Sports Cafe" owned by 
the local radiation oncolo ist, Dr. Ro- 
nald H. Woody, M.D. ~ i e r  asking, I 
was introduced, by my very pleasant 
and efficient waitress, to Pete Gray, who 
is the restaurant manager. He informed 
me that the restaurant was established 
on June 2, 1987, and has been doing 
quite well ever since it was the dream 
thought of Dr. Woody. 

It  has that atmosphere of 'Cheers', and is 
a true 'Sports Bar' with 22 TV monitors 
receiving 10 sports bands from 3 satel- 
lite discs outside. Pete, the manager, is 

delightful. He is a previous commercial 
pilot with considerable 'hanger talk' 
experience. What fun we had discuss- 
ing old war stories and lies! I t  brought 
me back to days of squadron life. The 
food was excellent, and the menu was 
unique and varied - obviously hand 
rubbed over and over by Ron and Pete. 

If you are lucky, you can hit the Sports 
Bar during a special 'link down' of a 
notable sports event like the Indy or 
Kentucky Derby or what ever. Pete did 
extend an invitation to any Malibu driver 
that calls him direct, after landing, and 
requests transportation to the restaurant 
- he will arrange personal trans ortation 
for you to the Sports Bar antreturn - 
what a deal from an old pilot friend. 

Discussion with 'Dr. Woody' seems to 
confirm all m assessments of 'ole pilot 
friend Pete. Jy the bread puddinf. 1l.s 
topped with a wonderfu van11 a Ice 
cream and berries which seem to be 
wedded together in heaven - another 
Pete original. I asked Pete about his 
prices and got the response of "nothin 
here isoutrageous"- which I will have to 
totally agree with. 

My departure from TACAIR on Sunday 
morning was the usual efficient process. 
My Malibu N4377A was brought pre- 
cisely to the forefront, red carpet (her- 
ally) car to the aircraft, accounts rapidly 
taken care of, free coffee and juices, 
pleasant surroundings, AV Gas at $2.041 
gal was all part of the usual routine. I ot 
my 'direct to AUS AF - climb to FLI t 0, 
and then beamed for 1+23 to AUS in my 
Princess. A very relaxing albeit work- 
in weekend. I highly recommend con- li si ering Texarkana as a stopover, ie, an 
RON place. 

Ref: TAX AIR FBO 1-800-23 FLY US 
that is 1-800-233-5987. Avis rental cars 
available 

Wood 's Sports Cafe "Call Pete" 
903-7J2-6377 

With PA146 Admiration 

Doc Perschau 
M-MOPA 
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Philippe Guittard 
F-GHRR 

Paris, France . 

Philippe isour first member from France! 
He has over 1700 hours total time. He 
owns a 1986 Malibu that is based at Le 
Bourget. He's involved in advertising. I 
think he could help us with our interna- 
tional membership! Philippe has been 
gracious enough to volunteer for our 
membership committee. 

Thomas & Nettie Lou Samuels 
N9143B 

Decatur, IL 

Thomas is a surgeon practicing in Illi- 
nois. This fellow Malibu driver has over 
8000 hours, and more ratings than you 
can shake a stick at, including ATP, 
CFII, Commercial and Glider. 

Denis & Hazel Osborne 
G-BSAB 

Oxford, U.K. 

Another country heard from! Denis is 

retired from a property company. We 
hope he knows our other UK member, 
Derrick Clark. We're very pleased to 
have another international member! 

Larry & Carol Robinson 
N43890 

Amarillo, TX 

Larry is our most recent member. He's 
involved in investments in Texas and 
owns a 1985 Malibu. 

Robert & Janice Goris 
N57CXW 

Willmar, MN 

Robert is a 310P owner involved in 
financial services. He joined today as I 
write this, and I know we all welcome 
him and Janice. We do hope to see you 
in Santa Fe! 

Henry & Ginnie Van Kesteren 
N26030 

St. Petersburg, FL 

Henry is involved in real estate and an 
aircraft company. He tells me that he is 

presently installing a PT-6 on serial #8! 
We'd like to know more about this. 
Henry has over 34,000 hours total time! 
And his "copilot" Ginnie has quite a few 
impressive ratings herself. We hope to 
see them at the convention. 

These are recent members. Please join 
me in welcoming them to the Associa- 
tion. Over time, we will continue to 
introduce our new members and add a 
brief profile of the long standing sup- 
porters of MIMOPA. 

Again, mark your calendars for Sept. 
24- 28, 1992 for the 2nd Annual Con- 
vention and Fly-In. Any ideas or sug- 
gestions are welcome, especially about 
the post-convention adventure as Jan 
Klinck's article suggested. Plansfor the 
convention are firming up now. 

Call Jan at (512)631-3333 or 
call me at (303)399-1440. 

SANTA FE! 
BE THERE OR BE SQUARE! 

And as always, 

FLY SAFE! 
MMOPA 

A v i a t i o n  Training Management parameter associated with the safe 
will help you achieve maximum pro- operation of your airplane. Very, 
ficiency in your Malibu. Using proven, very thoroughly. 
effective techniques. In your own Call us today for details on our 
airplane. At your own location. full lineup of courses includ- 
At very affordable rates. g Cessna twins and P-210s; 

Each course is tailored to you Piper Navajos, Aztecs, Senecas 
individually. Your class size will and Malibus; Aerostars; and 
be limited to one or two stu- Beechcraft Barons, Dukes 
dents. And we'll go over every and Bonanzas. 

(407) 778-78 1 5 

- 
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teristics was conducted by the Team 
which included report and data review 
as well as flight testing. The flight tests 
were conducted to verify certification 
data and to evaluate certain areas of the 
flight operating envelope and installed 
equipment functions for the purpose of 
identifying any flight characteristics and 
operating procedures that could possi- 
bly impact operational safety. 

The airplane is characterized as being 
sophisticated with complex systems. A 
review of the certification did not reveal 
any significant findings or discrepan- 
cies. Handling qualities were consid- 
ered to be excellent by the FAA test 
pilots. The airplanes exhibited pleasant 
high speed performance characteristics, 
and were considered to have normally 
expected acceleration / deceleration 
characteristics for airplanes with a simi- 
lar combination of power, weight, and 
drag. The airspeed change rates were 
not considered alarming or beyond the 
management skills of a normally alert 
average pilot. The Team did recom- 
mend that the difference between the 
pitot-static calibrations for the two air- 
planes be reviewed. 

In addition, they also suggested that 
reduced power descent procedures 
should be reviewed for both normal and 
emergency conditions to ensure that 
they are compatible and practical for a 
general aviation pilotwith average skills 
because, during unexpected conditions, 
the airplane can approach, and exceed, 
its flight envelope limiting conditions 
easily and quickly. 

The pilot interface with the Bendixl 
King autopilot and trim system was also 
evaluated. The system is installed in 
accordance with a Supplemental Type 
Certificate (STC) that allows some lati- 
tude in control location and, therefore, 
each airplane may have a different cock- 
pit configuration. 

The Team determined that a loss of 
attitude sensing to the autopilot com- 
puter from an attitude indicator could 
lead to an un-annunciated failure of the 
autopilot and potential loss of control if 
the pilot did not take timely action to 
recover. 

It was also determined that for the 
airplane's operating power, weight, and 
maximum altitude that the performance 
of autopilot climbs must be closely 
monitored by the pilot or a mis-trim 
condition may occur that could result in 

airplane upset. 

The FAA pilots noted that a force of 
sixty to one-hundred-pounds is required 
to overcome a mis-trimmed airplane. 
The Team recommended that the alti- 
tude display control unit should have a 
specified location in the cockpit, that 
the system response to a loss of the 
attitude sensor needs to be revised, and 
that the pilots need to be better informed 
about the proper operation of the sys- 
tem, its limitations, and the possible 
consequences of improper operation. 

The SCR Team also conducted a thor- 
ough review of the airplane's flight 
manual and supplements. They focused 
on content and consistency of the guid- 
ance provided. TheTeam recommended 
that the supplement procedures be stan- 
dardized between Piper and Bendixl 
King so that coordination for changes to 
approved data, and its publication, is 
improved. Thcy also recomrncnd sev- 
eral changes to the flight manual text. 

MANUFACTURINGIQUALITY 

The SCR also looked at manufacturing 
and quality control. They also reviewed 
all of the PA-46 warranty records. Con- 
sidering the number of aircraft manu- 
factured, the number of claims recorded 
did not indicate any abnormal trends or 
an excessive amount of problems in any 
one area. Although actual installations 
of the autopilot systems could not be 
witnessed because of the plant shut- 
down, all components conformed to 
Piper drawings and the receiving in- 
spections and testing of the systems 
were in compliance. The Team did 
recommend that Piper should add a 
recheck of the clutch torque settings to 
preclude the possibility that the preset 
value might be other than the required 
settings specified in the STC. The in- 
stallation of crown flush rivets, static 
system, and wing were found to be in 
conformity. 

GENERAL 

The content of the Piper factory training 
program was reviewed. In addition, 
two pilots on the SCR Team went 
through familiarization training for the 
airplane. The Team determined that 
instruction on the curriculum topicswas 
excellent, but did not cover the flight 
director, weather radar, autopilot, or the 
electric trim system. They, therefore, 
recommended adding this subject mat- 
ter in addition to emphasizing recovery 
from unusual attitudes solely by refer- 
ence to instruments. The Team also 

recommended that owners/operators 
should develop a pilot education clinic 
focused on the operation of the airplane 
and systems as well as inclusion of 
proficiency flight training. The SCR 
report also recommends that the FAA 
review the pilot certification rules for 
small airplanes operating above 18,000 
feet to adequately consider all aspects 
of the pilot, the aircraft, and the operat- 
ing environment. 

ANALYSIS AND ACTION 
PLAN SUMMARY 

The Small Airplane Directorate as- 
sembled a team to review the SCR Re- 
port in order to analyze the recommen- 
dations and to develop an Action Plan. 
This team consisted of representatives 
from the Directorate's Project Support 
Staff, the Policy and Guidance Section, 
the Regulations Section, and from the 
Atlanta and Wichita ACO's. The Air- 
craft Evaluation Group (TAEG) of the 
Flight Standards Service was also in- 
volved. The team thoroughly discussed 
each of the SCR Report recommenda- 
tions over a four day period. 

The Action Plan defined actions to ad- 
dress the recommendations, assigned 
responsible offices, and established ini- 
tial milestones for completion. The 
Directorate will manage and track the 
follow up activity. 

The analysis concluded that there is no 
unsafe condition that would warrant 
continuation of the current operational 
restrictions. 

The Plan does call for the development 
of five possible AD actions to address 
the concerns in the areas of empennage 
rivet replacement, servo moisture pro- 
tection, elevator moisture drainage, 
vacuum gauge marking, and severed 
control cable guide tubes. The Direc- 
torate has initiated action in these areas 
in order to issue the AD'S in a coordi- 
nated manner so as to minimize the 
maintenance time required of the opera- 
tors. 

The team also recognized the need to 
improve pilot training for the Malibu/ 
Mirage, as well as for other airplanes 
with similar performance and operating 
capabilities. All aspects of normal, 
abnormal, and emergency situations 
should be taught to the pilot. Evaluation 
of the pilot's knowledge, skill, and abil- 
ity must be adequate to ensure the indi- 
vidual is capable of operating any air- 
plane that has high performance capa- 
bilities and complex systems. 

M-MOPA 
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TRANSPORTATION 

SAFETY BOARD 
FACTUAL REPORT 

AVIATION 

HISTORY OF THE FLIGHT 

On May 27, 1990, at 1134 Central 
Daylight Time (CDT), a 1985 Piper 
Malibu piloted by an instrument 
rated private pilot experienced a 
departure from controlled flight 
while leveling at 22,000 feet, and 
subsequently experienced an in- 
flight separation of both wings and 
empennage. The pilot and one pas- 
senger sustained fatal injuries. The 
aircraft was destroyed. Visual me- 
teorological conditions prevailed at 
the impact site, near Naylor, Mis- 
souri. The flight originated from 
Sewannee, Tennessee at 1000 with 
an intended destination of Spring- 
field, Missouri. 

At 1000, the pilot of the Malibu 
contacted Memphis Air Route Traf- 
fic Control Center (ARTCC) re- 
porting he had departed UOS and 
he received an IFR clearance fol- 
lowed by progressive altitude clear- 
ances to Flight Level (FL) 200. 

At 1105, the pilot of the Malibu 
contacted Jackson Automated Flight 
Service Station on "Flight Watch" 
frequency of 122.0, advising his 
location as being on the 031 radial 
of Memphis VOR, 79 miles from 
the VOR at FL 200, with a pilot 
report of "moderate chop", request- 
ing Springfield, Missouri, and 
Wichita, Kansas, forecasts. He was 
provided current and forecast 
weather for both locations. 

At 1125:33, the pilot contacted 
Memphis ARTCC, he requested 
FL220, and received a clearance. 
At 1128: 13 after receivinga request 
for a top report, the Malibu pilot 
reported "...the tops. I was in the 
clouds. I'm in a layer right now at 

about flight level two zero zero to 
two one zero. I was going to try to 
get over it, over." 

At 1129:10, the pilot of the Malibu 
contacted Columbia (MO) Auto- 
mated Flight Service Station (COU), 
on frequency 122.0. The transmis- 
sion was, "going to Flight Level 
two two zero," with a request for the 
Topeka, Kansas, weather, "for about 
an hour from now." The current 
and forecast weather was transmit- 
ted. 

At 1131:00, the pilot of the Malibu 
still with the COU FSS, requested, 
"How does Springfield look now?" 
Acurrent weather with a radar sum- 
mary were issued by COU FSS. 

At 1131:24, the pilot of the Malibu 
stated to COU FSS, "Roger, be a 
little better off going into Topeka." 

At 1132, a Memphis ARTCC con- 
troller observed, "...the Malibu fly- 
ing through his assigned altitude 
FL220 to FL230. I did not have 
traffic, so I watched to see if it was 
a bad hit on his mode C." At ap- 
proximately 1134, he observed, 
"...the Malibu in a coast track." 

At 1133, a second Memphis 
ARTCCcontroller observed, "...the 
Malibu making several altitude 
changes and identing the transpon- 
der. After ident started, the altitude 
was showing triple X, and then the 
primary target." 

At 1133:39, the pilot of the Malibu 
on COU FSSfrequency stated, "I'm 
having a little bit of trouble. I'm 
trying to level out at Flight Level 
two zero zero." 

At 1134:15, the pilot of the Malibu, 
on the COU FSS frequency, stated, 
"I've lost my ah ... cho, Kilo May- 
day, Mayday, Mayd ..." 

A telephone interview with two 
witnesses revealed that sometime 

between 1135 and 1145 a man and 
woman living in a rural residential 
area near Naylor, Missouri, wit- 
nessed the final seconds of the flight 
of the Malibu. 

The man was standing in his yard, 
the woman was inside the house. 
Both reported "hearing a loud en- 
gine sound, like a large truck going 
down the road, at a high speed." 

The man saw the airplane descend 
out of the overcast, estimated by 
him to be about 2,000 feet (AGL). 
He described the aircraft in terms of 
a complete aircraft, descending 15 
to 20 degrees nosedown, wings 
level, with the landing gear ex- 
tended. He indicated that within a 
few seconds, the wings of the air- 
craft broke off simultaneously, in 
what he described as an explosion. 
He described many small parts fly- 
ing through the air. 

He described the fuselage as con- 
tinuing straight ahead passing in 
front of him and impacting in the 
woods behind his house. He indi- 
cated that the wings floated over his 
head, approximately ninety degrees 
to the direction of the fuselage and 
landed in a neighbor's yard. 

Both witnesses indicated hearing a 
loud noiseconcurrent with the wings 
coming off. The woman who did 
not see the wings come off, how- 
ever did see the fuselage, through a 
window of the house, indicated that 
she also heard a loud "crackling" 
noise accompanying the explosive 
noise. 

This report confirms the pilot's re- 
port of clouds layered to above 
23,000 feet. with conditions con- 
ducive for moderate turbulence. 
Weatherreports indicated thefreez- 
ing level to be about 13,000 feet. 

Witnesses at the impact site stated 

Continued on Page 22 
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Maintenance - Continued from Page 5 

1) Hydraulic accumulator charge is 
low. 

2) Hydraulic fluid level low. 

3) Weak hydraulic pump or motor. 

PREVENTIVE MEASURES 

1) Check hydraulic fluid level and 
accumulator charge. 

SYMPTOMS 

1) Down (green) indicator light re- 
mains on after gear is in the up position. 
This occurs more often in cold weather. 

POSSIBLE CAUSES 

1) Down light switch spring tension is 
low. 

2) Down light switch sticking. 

PREVENTIVE MEASURES 

1) Hydraulic fluid leakage noted around 
the switches should be attended to im- 
mediately. 

2) Comply with Piper Service Letter 
#995, entitled "Switch Modification". 

SYMPTOMS 

1) Gear retracts normally but pump 
cycles rapidly. Protection timer shuts 
system down and gear falls to downlock 
position. 

POSSIBLE CAUSES 

1) Internal leakage of either the gear 
actuators, flap actuators, or control 
valves. 

2) Hydraulic accumulator pressure is 
low. 

PREVENTIVE MEASURES 

1) Check hydraulicaccumulator charge. 

SYMPTOMS 

1) Occasionally, landing gear fails to 
retract but works properly most of the 
time. 

POSSIBLE CAUSES 

1) Safety (Squat) switch out of adjust- 
ment or poor connection of cannon plug 
in wheel well. 

2) Landing gear selector cable out of 
adjustment or has excessive free play. 

PREVENTIVE MEASURES 

1) Check adjustment of squat switch 
every annual. 

2) Make sure that careful attention is 
paid to the adjustment of the selector 
cable every annual inspection. 

Unfortunately, the Gar-Kenyon hydrau- 
lic system is not well understood by 
many mechanics, so pilots tend to live 
with problems unnecessarily. To make 
matters worse, parts are becoming in- 
creasingly hard to come by. So it is 
worthwhile putting the time into find- 
ing an experienced and competent me- 
chanic so that small problems don't turn 
into expensive and grounding ones. Fol- 

lowing are some commonly missed 
hydraulic system related SBs: 

Piper S.B. 858 - Nose gear steering 
rotator horn attach bolt replacement. 
Even if you feel this S.B. does not 
apply, you should be sure that 114" bolts 
have been installed. 

Piper S.B. 894 - Nose gear downspring 
mechanism replacement. 

Piper S.L. 965 - Hydraulic pump accu- 
mulator installation. 

Piper S.L. 984 - Hydraulic pump con- 
troller installation. 

Next time I will bediscussing the Parker- 
Hannifin hydraulic system installed on 
Mirages and later model Malibus. 

MWOPA 

MALIBU-MIRAGE ALERT 
TURBOCHARGER FAILURES 

By: Kevin Mead 

Recently there have been many reports of damage to turbocharger 
compressor blades. This damage occurs when the lower alternate air door 
flap cracks, breaks into small pieces and eventually is ingested by one or 
both of the turbocharger compressors, thus destroying their blades. 
While there is no way for an in-flight pilot to predict an imminent flap 
failure, once a failure has occurred there are some damage indicators. 
These include sudden loss of manifold pressure, inability to maintain 
manifold pressure at higher altitudes, or, the ineffectiveness of the 
alternate air control mechanism. The first two of these indicators are not 
as noticeable in the Mirage. 

Due to the recent increase of reported blade damage, I suggest that all 
MirageIMalibu owners have their alternate air door flaps inspected as 
soon as possible and every 50 hours thereafter. 

Here are some inspection guidelines: 

1) Remove either the LH or RH lower cowling and disconnect the inlet 
hose between the airbox and turbocharger. 

2) Place the alternate air control lever in an intermediate position. 

3) Using a flashlight, inspect the upper plate of the lower flap for cracks 
emanating from one or both of the attach bolt holes. Complete removal 
of the flap provides the most complete inspection. 

4) Replace the flap if any cracking is found. 

Listed below are some precautionary steps: 

1) Check lower alternate air door flap every 50 hours. 

2) Ensure that the door is rigged correctly and that the flaps seal tightly 
in both primary and alternate positions. Refer to maintenance manual and 
Piper S.B. #852, Alternate Air Adjustment. 

MMOPA 
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SERVICE DIFFICULTY REPORTS 
(Includes Aviation Alerts) 

COMPILED FROM FAA FILES BY KEVIN MEAD 

PA-46-310P 
Engine Power Loss 

Aircraft entered unforecast icing 
conditions at approximately 18,000 
feet. Engine suffered major power 
loss. Engine induction control for 
alternate airwascycled openlclosed 
numerous times. Power was re- 
stored and aircraft landed success- 
fully without damage. At time of 
incident, alternate induction airwas 
open. 

PA-46-350P 
Flange Burned 

Pilot complained of lack of turbo 
boost at high altitude. After remov- 
ing engine cowling, noticed heavy 
exhaust stains on right side cowl- 
ing. Pressurized entire exhaust sys- 
tem to find leaks, found exhaust 
pipe flange, PIW 40C19819, to have 
a hole burned through at Flange. 

PA-46-350P 
Coil Faulty (Slick) 

Engine surged at altitude. Coil in 
right magneto was found bad. Ref- 
erence maintenance notes 2nd and 
3rd issues. 

PA-46-3 1 OP 
Bracket Cracked 

Cracks were found in two places 
where nose gear trunnion bolts go 
through hat bracket. 

PA-46-310P 
Clip Broken 

Cowling top aft support clip was 
found broken into 3 pieces and 2 
others were cracked. 

PA-46-3 1 OP 
Fitting Cracked 

Fitting failed during flight. Eighth 
inch part of fitting cracked and 
sprayed raw fuel over engine com- 
partment. Reference Continental 
SB #M9O-l9 Fuel Tee replacement. 

PA-46-350P 
Cable Worn 

Duringannual inspection, found left 
aileron balance cable worn at cable 
fairlead. Inspected with 5x magni- 
fying glass and found several bro- 
ken strands. 

PA-46-31 OP 
Aileron Cables 

During annual inspection, the left 
and right aileron cables were found 
worn. The cable wear areas were 
located at the pulley block at wing 
station 93. The cables were worn 
20percent to30percent through the 
outerwireson the aft side. No wires 
were broken. According to the re- 
port, as the pulley block supports 
the cables, it also pulls the cables 
slightly forward toward the spar. 
This load causes the pulleys to wear 
the cables on their aft side. This 
condition is easily seen with the 
flaps down and ailerons turned left 
or right. 

Part total time - 1660 hours. 

PA-46-310P 
Fuel Flow Indicator Wiring 

The pilot complained of low fuel 
flow indications in flight. All other 
engine parameters remained nor- 
mal. Trouble-shooting disclosed 
that a wire at the fuel flow trans- 
ducer had chafed against a fuel in- 
jector line, shorting to the ground. 

Part total time not reported. 

PA-46-350P 
Engine Mount 

After takeoff, pilot heard a "pop7' in 
the nose areaof the aircraft,at which 
time there was a loss of rudder con- 
trol. An uneventful landing was 
made, but without the use of nose 
gear steering. An inspection re- 
vealed that the engine mount had 

broken where the nose wheel steer- 
ing assembly mount bracket is 
welded to the engine mount. The 
breakwas on each sideofthe bracket 
at the edge of the welds. 

PA-46-350P 
Engine Exhaust Flange 

The pilot complained of the lack of 
turbo boost at high altitude. After 
removing the englne cowling, it was 
noted that there were heavy exhaust 
stains on the right side cowling. 
The entire exhaust system waspres- 
surized and it was discovered that 
the exhaust pipe flange (PIN 
40C19819) had a hole burnt through 
it at the flange under the exhaust 
clamp. The submitter suggests that 
the entire exhaust system be in- 
spected every 100 hours of flight 
time. 

Part total time 584 hours. 

PA-46-310 
Nose Gear 

The nose gear collapsed after the 
engine shut down and the crew had 
exited the aircraft. The gear-con- 
trol lever was in the down position, 
but it was found that the control arm 
on the selector valve was not in the 
down position. The play was re- 
moved from the control linkage and 
the rod end at the selector valve was 
turned in 5-112 turns. The submitter 
suggests that while performing 100- 
hour and annual inspections, the 
landing gear selector control cable 
be checked for rigging while under 
the forward baggage floor checking 
the fuel bowl. 

PA-46-310P 
Autopilot trim 

The autopilot trimmed full down, 
then disengaged. During inspec- 
tion, itwasdiscovered that thespring 
PIN 047-09282-001 1, had cracked, 
causing the switch to be activated 
constantly, thereby causing the au- 
topilot to trim full nose down. 

Continued on Page 25 
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NTSB - Continued from Page 19 

that there had been rain in the vicinity, 
however it was not rainingat the time of 
the occurrence. 

During a transmission from the Malibu 
at 1134:15 two "beeps" of a 1200 Hz 
tone "beeping" at a rate of 1.5 "beeps" 
per second, were detected. No other 
discernible tones or background sounds 
were present in that transmission. 

During a transmission from the Malibu 
at 1134:21 the pilot's voice was noticed 
to have a unique vibration or shaking 
characteristic to it that was not present 
in any of the other transmissions. The 
individual "Mayday" words were mea- 
sured during the two second radio trans- 
mission. The rates of change were 15 
Hz, 9 Hz, and 11 Hz, during the begin- 
ning, middle, and end of the transmis- 
sion, respectively. 

WRECKAGEflMPACT 
INFORMATION 

During the on-scene investigation the 
major components of the accident air- 
craft were accounted for. Both the 
primary flight control surfaces and the 
trim surfaces were operated via conven- 
tional closed cable and bellcrank sys- 
tems. The systems had been exten- 
sively damaged by the in-flight breakup 
and subsequent ground impact. 

No evidence of pre-existing defects was 
found. The nose gear was extended and 
locked. The nose gear doors were bowed 
and distorted. Theautopilot servoswere 
removed and examined. No evidence 
of amechanical failure/malfunction was 
found. 

The pitot heat switch was found to be in 
the "Off' position. The cockpit selector 
for alternate air was found in the "Off' 
position. The propeller heat switch 
position was not determined, however 
propeller de-ice ampere meterwas read- 
ing 15 amps. Selection of de-ice boots 
was not determined. 

Left Wing 

The left wingwaslocated approximately 
.2 miles from the fuselage impact site. 
The wing separated at the wing root. 
The forward attachment point wasbolted 
in place along with a section of the 
fuselage. The attachment point was 
bent aft approximately 50 degrees. The 
forward attachment point was separated 
and the fuselage attachment hole was 

elongated outboard. The main sparwas 
separated at the root. 

A metallurgical examination of the air- 
frame was conducted by the Office of 
Research and Engineering, Materials 
Laboratory Division of the NTSB. The 
report indicates that all fractures in- 
spected, including those of the airframe, 
including, but not limited to, the control 

surfaces and control cables were con- 
sistent with instantaneousmassive over- 
load failures. 

None of the fractures inspected showed 
evidence of progressive failures. There 
was no evidence of fatigue or corrosion 
of any structural component. Cable 
fractures were consistent with tensile 
fractures. 

M*MOPA 

A comparison of radar data and air- 
plane motion calculations show that, 
astheairplanewasclimbingat about 
500 feet per minute and was slow- 
ing. Based on the best winds avail- 
able, the indicated airspeed could 
have been decreasing from about 
130 KIAS to about 1 10 KIAS. The 
airplane leveled off at about 22,700 
feet and then commenced a descent 
(1 960 seconds, 1632:40) requiring 
about .99 G to .96 G for about 44 
seconds. The airplane lost about 
2,300 feet, reached a vertical veloc- 
ity of about 3,200 feet per minute, 
and attained a flight path angle of 7 
degrees down. 

The subsequentflight path isconsis- 
tent with a G-load of about 1.10 to 
1.25 Gs executed for about 30 sec- 
onds a s  the airplane's descent 
stopped and a climb to 23,000 feet 
commenced. The airspeed would 
havedroppedtowell within the range 
of stall while the airplane's climb 
angle was greater than 25 degrees 
as the highest 
altitude w a s  
achieved. A 
steep descent 
and rapid speed 
increase fol- 
lowed in the next 
60 seconds. 

Airplane perfor- 
mance calcula- 
tions derived 
from recorded 
radar data indi- 
cate that the air- 
plane w a s  
climbing a t  
about 500 feet 
per minute (fpm) 
while the indi- 
cated airspeed 
w a s  dropping 
from abut 130 to 
1 10 KIAS. Data 
from the PA-46- 

31 0P flight manual shows that the 
rate of climb can be about 680feet 
per minute at 23,000 feet, 110 
KIAS, and 3800 pounds. 

Above 22,000 feet, the vertical 
velocity started to decrease while 
the indicated airspeed started to 
increase. The airplane achieved a 
maximum altitude of about 22,700 
feet. For the next two minutes, the 
data isconsistent with theairplane 
gradually pitching down, the air- 
speed continuing to increase to 
about 200 KIAS, and the vertical 
velocity gradually increasing to 
about 3,000 feet per minute down. 

At about 20,500 feet, the airplane 
pitched up and started a rapid 
climb which was accompanied by 
a rapid loss of airspeed. About 30 
seconds later, the airplane stalled 
at about 23,000 feet and the de- 
scent rate rapidly increased. The 
airplane accelerated and subse- 
quently broke up in flight. 
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the next twelve to eighteen months we 
may, in fact, see a relaxing of rates, 
particularly with regard to our aircraft. 

Without question, all underwriters agree 
unanimously that their underwriting 
standards and pilot qualifications will 
be tightened dramatically and their re- 
quirements for recurrency training will 
be mandatory. As stated at our Sarasota 
owners' meeting, someofthe important 
points to remember in trying to shop 
yourself to an insurance company would 
be the way in which you present your 
qualifications and the history of your 
aircraft. 

Sandy Rand 
Board Member 

In this article concerning insurance for 
MalibuIMirage aircraft owners, I would 
like to update everyone on several top- 
ics. The first will include a synopsis of 
current market conditions with regard 
to the purchasing of aircraft insurance 
and the second topic will be a brief 
overview of several areas of insurance 
contracts which provide for limitations 
and/or restrictions of coverage which 
should be carefully reviewed on an in- 
dividual policy basis. 

The first item I would like to cover 
concerns market conditions. Since the 
airworthinessdirectives have been lifted 
on the aircraft, there has been some 
movement in the insurance industry to 
look upon the Malibu in a more favor- 
able fashion with regard to providing 
coverage at a reasonable cost. 

I have had reports from around the coun- 
try that when renewals begin to arrive, 
there appears to be more interested un- 
derwriters willing to quote on the risk as 
well as a stabilization of rates. It is 
probably not reasonable to expect a 
dramatic reduction in rates due to other 
economic factors putting pressure on 
the insurance industry. It is the opinion 
of several experts, however, that over 

Keep in mind that maintenance is key. 
Just because a service bulletin has been 
issued and it is not an air-worthiness 
directive, it does not necessarily mean 
that theunderwriters will not look to see 
if the service bulletin has not been com- 
plied with. Once again, maintenance is 
going to become an extremely impor- 
tant issue. There is even some move- 
ment going on in some parts of the 
industry that records may have to be 
provided in the future to certify to un- 
derwriters that certain mattershavebeen 
taken care of. 

Further to a qualification issue, pilot 
training and recurrency training and 
instrument competency will be ex- 
tremely high on the list of things which 
will be reviewed. There isabsolutely no 
doubt that you have difficulty obtaining 
insurance if you do not stay current both 
by completing a bi-annual and by main- 
taining your instrument competency by 
an approved training facility. 

There are a number of approved train- 
ing facilities throughout the country for 
Malibu's at this point, and you should 
check with your own underwriter to 
determine whether the service you are 
using will meet their qualification. In 
all likelihood, this will be an added 
expense for Malibu owners on an an- 
nual basis but one we must bear and one 
which I feel will ultimately help the 
overall insurance cost we are paying by 
reducing the accident rate. 

The second item I would like to address 
concerns limitations to aviation insur- 

ance policies. The following is a some- 
what random listing of various thought- 
concerning clauses in policies which 
should be reviewed carefully. These 
clauses do not appear in every policy, 
thus it becomes extremely important for 
you to review with your agent or broker 
your individual policy. 

Almost all policies have territorial limi- 
tations. If you are going to travel exten- 
sively in the Bahamas or Canada or 
Mexico, you must make sure that your 
policy provides for that coverage or 
request an extension, for which in all 
likelihood, there will be an additional 
premium charged. Some policies pro- 
vide the territorial restrictions in words 
while others give latitude and longi- 
tude, so  be careful when determining 
what your policy's "out of bounds" lim- 
its might be. 

When travelingwithin theunited States, 
it is also important to understand that 
some policies will not include coverage 
for operations in and out of airports 
which are not designated as such by the 
proper civil aviation government au- 
thorities. If you have any questions 
concerning the airport you are operat- 
ingout ofand itsclassification, you may 
refer to the facilities directory or your 
FAA office. 

Pilot warranties are another area you 
have to be very careful with. In all 
likelihood, your policy stipulates who 
may operate the aircraft and this would 
extend to while it is being operated for 
maintenance purposes. Review the lan- 
guagecarefully, particularly if you have 
recently changed underwriters. In all 
likelihood, your new underwriter, in 
view of recent market changes, ha5 tight- 
ened the restrictions on those who may 
operate your aircraft. Remember, if it is 
operated by someone who is not quali- 
fied according to the stipulations in the 
policy, you are jeopardizing coverage - 
both liability and hull coverage. 

Most general aviation insurance poli- 
cies provide specific language for using 
your aircraft "for hire", even on an 
occasional basis. The language refers 

Continued on Page 26 
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My first acquaintance with the Malibu 
was in April, 1988. Roger had pur- 
chased a PA-46-310P and following the 
Dealer's check-out, asked if I would 
help him obtain an instrument rating 
using his new beautiful "flying ma- 
chine." Roger previously owned Bo- 
nanzas and various other aircraft with 
which he had accumulated over 2000 
total flying hours, sans the instrument 
ticket. As you well know, Malibul 
Mirage aircraft and instrument ratings 
are all embracing, i.e., don't own the 
former without the latter! 

Since that time, I have worked with 
twenty of you in various stages of teach- 
ing from initial flight and instrument 
training through recurrent instrument 
competency, BFR and insurance needs. 
Also, I attended your first convention in 
Sarasota where I talked with many of 
you and learned the way that you use 
your airplanes and what you expect 
from those of us who desire to support 
your endeavors in flying safely. 

Civilian Aviation Accident Data for 
1988 show that General Aviation leads 
Air Carrier by 94.1% to 5.9%. Single- 
Pilot IFR Flight NASA studies show 
that GA Instrument approach accident2 
are 17 times higher than Air Carrier. 
NTSB studies indicate that only two to 
five percent of all aircraft accidents are 
machine induced. 

That statistical factor, if only margin- 
ally correct, points out the wear compo- 
nent - Human Factors - Ladies and 
Gentlemen, that's us! As mentioned 
before, you must be a good instrument 
pilot in order to be a MalibutMirage 
pilot. The next apparent question seems 
tobe: How long does it take tobe a good 
instrument pilot? The answer, FOR- 
EVER. 

The accidents experienced in general 
aviation, especially when flight is con- 
ducted under instrument rules, can logi- 
cally be attributed to a number of fac- 
tors, all subsumed under the broad but 
somewhat misleading rubric "pilot er- 
ror". First, there is the issue of 'recency'. 
The FAA states that "No pilot may act 
as pilot in command under IFR ... unless 
he has, within the past six months ... 
logged at least six hours of instrument 

time under actual or simulated IFR con- 
ditions, including at least six instrument 
approaches, or passed an instrument 
competency check." 

In the extreme instance, this means that 
a pilot may not have flown IFR for five 
months and 29 days, yet he is legal in 
filing for an airport showing a 200-foot 
ceiling and one-half mile visibility. 
Whether he will be able to complete an 
approach on arrival at the airport should 
be a matter of concern. If his profi- 
ciency six months earlierwas excellent, 
the approach may be fine. If his earlier 
proficiency was marginal, the approach 
could be quite a hazardous matter. 

The second issue affecting IFR perfor- 
mance is that of 'training and initial 
proficiency.' While the FAAdoes spell 
out training requirements and objec- 
tives for instrument flight, there is no 
way in which one can equate the scope, 
quality, and intensity of this training in 
general aviation with that given airline 
pilots. The task, however, remains the 
same. During instrument flight condi- 
tions, the Air Traffic Control system 
must, by necessity, treat a general avia- 
tion pilot with 300 hours no differently 
than an airline crew with a combined 
total of 30,000 flight hours. 

The final problem is that of 'cockpit 
workload.' Instrument flight, particu- 
larly without an autopilot, is about as 
difficult asany kind of flying that exists. 
The pilot must fly the airplane, handle 
all communications including numer- 
ous frequency changes, navigate with 
precision, (finding, folding and follow- 
ing many charts and plates) comply 
with all ATC procedures; adjust power 
and aircraft attitude, gear and flap set- 
tings and monitor the status of fuel, 
hydraulic, and electrical systems. In the 
transition phase from enroute to ap- 
proach to landing, much can happen at 
120 knots while dealing with one or 
more of these required tasks. Oh yes, 
stir in some fatigue, unexpected night 
turbulence and last-minute EMERGEN- 
CIES. 

A good pilot is always training. 

Maintaining the requisite degree of in- 
strument currency needs your personal 

effort in scheduling sufficient time dur- 
ing which you can practice transitions 
and approach procedures at different 
airports. If possible, the buddy system 
is a great learning method to accom- 
plish this. On the first leg of your 
training flight, one pilot assumes all 
duties of pilot in command (PIC), and 
the other "overviews". Switch PIC on 
the next flight leg. PIC, left seat. Be 
sure that the overviewer remains just 
that and gives no assistance to the PIC. 
The pilot receiving the most benefit 
may be the overviewer. (How do you 
think flight instructors increase their 
proficiency?-Learning from their stu- 
dents!). 

Sure the PIC may be overworked, but 
look, that effort is practicing 'work- 
load management'. If you have togo-it- 
alone, fly the ATC system and make 
instrument approaches at every stop, 
ATC will always guide you at 100013 to 
a visual approach. (ATC mission- 
Safely expedite the flow of air traffic). 
Rarely, however, will a controller not 
honor your instrument approach request, 
if made early, as they have to make 
space for you anyway, if you have 'filed 
IFR'. Practice coupled as well as hand- 
flown approaches. 

When concerned with 'initial training', 
the new buzz acronym is CRM ... Cock- 
pit Resource Management, which 
roughly means everything that can be 
considered to affect a pilot in an air- 
plane under any environmental condi- 
tion. Airlines and the FAA are creating 
guidelines for CRM training which in- 
clude these elements: psychological 
factors, standardization, situational 
awareness, management and communi- 
cations. A good article on CRM was 
published in the National Association 
of Flight In3tructors (NAFI) magazine, 
July 1991. Top flight training pro- 
grams are currently available which in- 
corporate those essentials. 

Nervous insurance companies demand 
that you seek quality initial and recur- 
rent flight training. I quite agree and 
recommend the programs of Profes- 
sional Instrument Courses, Inc. (PIC, 
Inc.). Professional pilots must have six 

Continued on Next Page 
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SDFWAlerts - Continued from Page 21 

REVIEW O F  PILOT OPERAT- 
ING TECHNIQUES AND 

PROCEDURES 
LOCATION O F  THE KAS 297B 
VERTICAL SPEEI)/ALTITUDE 

SELECTOR 

INTRODUCTION: 

The purpose of this Special Alert is to 
advise all owners and operators of 
Pi er Models PA-46-310P and PA-  SOP airplanes to review the oper- 
ating techn~ ues and procedures of 
their applica%le airplanes and verify 
they are being operated within the 
approved lim~tations. The FAA is 
requesting owners and operators to 
verify that the BendixIKing KAS 
297B Vertical S eed1Altitude Selec- 
tor, an optionaf component of the 
Autopilot system, is located in a posi- 
tion of the instrument panel that fa- 
cilitates ease of cross checking the 
unit with the Autopilot Mode Selec- 
tor. 

This Special Alert is for informa- 
tional purposes only and any recom- 
mendations for corrective action(s) 
are not mandatory. 

BACKGROUND: 

As a result of seven in-flight break- 
ups of the applicable airplanes since 
May of 1989, the FAA and the Na- 
tional Transportation Safety Board 
have held numerous meetings to in- 
vestigate a possible cause. 

Although a cause has not been deter- 
mined, concern has been generated 
regardin pilot proficiency for the 
applicabfe airplane. The PA-46-310P 
and PA-46-350P are considered so- 
phisticated airplanes that require more 
than thenormal pilot operational tech- 
niques and procedures. This is espe- 
cially true during periods of flight 
while operating in turbulent air. 

RECOMMENDATIONS: 

I. It is recommended that all owners and 
operatorsof the applicable airplanes be aware 
of the need to re-emphasize ood pilot oper- 
ating techniques and proce%ures. It is rec- 
ommended that special consideration be 
given to the following: 

a. Design Maneuvering Speed (VA) is the 
maximum speed at which application of full 
available aerodynamic control will not 
overstress the airplane. 

b. Full or abru t control movements must 
not be made agove Design Maneuvering 
S eed (VA). The follow~ng weights and SA speeds apply: 

135 KIAS 133 K I M  
@ 4100 Ibs. gr.wt. @ 4300 Ibs. gr.wt. 

103 KIAS 100 KIAS 
@ 24.50 Ibs. gr.wt. @ 2450 Ibs. gr.wt. 

VA decreases at lighter weight (i.e., as stall 
speed decreases) as the effects of the aero- 
dynamic forces become more pronounced; 
linear interpolation may be used for inter- 
mediate gross weights. However, maneu- 
vering speed should not be exceeded while 
operating in rough air. 

c. When encountering moderate to severe 
turbulence, i t  is recommended that the air- 
speed be reduced to the appropriate VA 
based on the airplane gross weight to pre- 
vent possible airplane overstress. 

d. The airspeed, altimeter, and vertical 
speed indicators can be adversely affected 
by an blockage in the pitot statlc s stem. 
Pitot Keat should always be ap liedwhen 
operating in possible icing con&ions. 

e. Autopilot operational limitations and 
procedures as follows: 

1. The maximum speed at which the autopi- 
lot is to be used is 185 KIAS. 

2. The use of "Altitude Hold" mode is not 
recommended in severe turbulence. 

3. When disconnectin the autopilot, 
always hold the controy wheel firmly. 
Be advised that thePOH cautionsthat up 
to 45 pounds of force may be required to 
hold the aircraft level in the event of a 
pitch trim malfunction. 

4. When operating at or near the maxi- 
mum auto ilot speed, it will be neces- 
sary to re&ce ower in order to main- 
tain the desirecfrate of descent and not 
exceed the maximum autopilot speed. 

11. As a result of the Special Certifica- 
tion Review of the Pi r ModelsPA-46- 
310P and ~ ~ - 4 6 - 3 5 $  airplanes, it was 
noted that some KAS 297B Vertical 
SpeedIAltitude Selectors (VSIALT Sel) 
installed a s ~ a r t o f  the Rendix/KineKFC 
150 Flight control Svstem were cot lo- 
cated iz accordanci with FAA STC 
SA1778CE-D. The STC SA1778CE-D 
ap roved location of KAS 297B VSIAlt 
~ e r i s  defined on Piper Aircraft corpora- 
tion Drawing No. 89961, Sheet 7 of 8 ... 
The Special Certification Review Team 
has recommended that the KAS 297B 
VSIALT Sel be located in accordance 
with the STC SA1778CE-D type de- 
sign. 

Deviations to the approved STC 
SA1778CE-D location must be approved 
by FAA Form 337 with assistance from 
an FAA Aircraft Certification Office. 
The unit should be considered for ap- 
proval by FAA Form 337 only in located 
on the left side of the instrument panel or 
in the radio stack. 

For  further information contact: 

F W i c h i t a  Aircraft Certification 
Office 
AITN: Dale A. Vassalli 
Systems and Equipment Branch 
(ACE-130W) 
Mid Continent Airoort 
1801 Air ort ~ o a d ,  Room 100 
~ i c h i t a ,  RS 67209 

Telephone: (316)946-4132 

August 1992 Page 25 



Med+Facts - Continued from Page 11 

A reflecting mirror - a very simple 
effective attention getter distress signal 
for miles in even low sun levels -can be 
obtained from any surplus or military 
store - can be sight directed like a gun 
telescope. 

Water - a few packs of dehydrated 
water (just kidding) - actually bagged or 
canned water can be obtained from most 
camping or surplus stores - don't con- 
serve early on - stay the best at first for 
the best judgments. 

A knife - either to cut some firewood, 
kill a mouse to eat, or commit haori- 
kauri if a big bear finds me! 

Water proof containerized matches - 
how often do you get to your survival 
site and realize that you plum forgot any 
way to start a fire and get warm - a very 
important and often neglected item - 
now that we are all nonsmokers! 

A hook and line - fish seem more 
appealing to me in the wild than mice or 
snakes. 

A transceiver - what a wonderful thing 
to give yourself for a Christmas present. 

No one else will appreciate it - but you 
will. 

A few high energy long lasting type 
candy bars. Store a long time, pack 
well, they are a lot of bang for the size. 

Perhaps a couple medicines like an 
antibiotic, aspirin, sun screen, sun 
glasses, topical antibiotic and most im- 
portantly an insect repellant. 

A compass - with the hope that I know 
how to use it! 

Flashlight and candle. One of the 18 
lights we usually carry in our 83# flight 
bag would be nice. 

Head and neck gear - remember 
grandma saying to wear a neck scarf to 
stay warm? She was right. 60-70% of 
heat loss comes from the head and neck. 
I carry a surplus Korean War hat - looks 
like the Reds are crossing the 49th, but 
who cares when you're freezing. 

A few maps - nice to have. 

Our WW2 leather flying jackets are 
neat, but I find mine not very warming. 
My double lined cotton flying jacket is 
actually warmer. The best forthe Malibu 

survival pack is a tightly rolled syn- 
thetic ski jacket or, best of all, a nice 
synthetic tightly rolled sleeping bag. 

I also carry a small card typed to my 
self which reads: 

YOU WILL MAKE IT 
NO MA TTER WHAT. 

It carries, I hope, a reminder in what- 
ever state that I am in, that my Will will 
determine my fate, not the state that I 
temporary find myself in ! 

Remember, the W L L  to survive will 
keep you alive. The Alaska Coast Guard 
picked up a young chap after surviving 
insurmountable odds against 72 hours 
of ice water and land survival. He 
explained his will as a determined de- 
sire to see that his divorcing wife didn't 
pick up the estate!! 

We all have our own 'will' to stay alive. 
We need to be ready to activate it and 
prepare at all times for the unexpected 
adverse situation. Just another Malibu 
challenge for the potentially adverse 
environment that our sweet baby can 
bring us over or to ... 

Insurance - Continued from Page 23 

to pleasure or business use and nor- 
mally the aircraft may only be used for 
business use if it has been requested on 
the original application and approved 
by the underwriter. There is a differ- 
ence between business use and "for 
hire" use. You must also be careful to 
understand what is allowed and what is 
not allowed with regard to direct reim- 
bursement of expenses. Most policies 
will allow "direct cost reimbursement" 
but limit these reimbursements to some 
very specific items. 

Those items generally are: 

1) Fuel oil, lubrication and additives, 
2) Travel for crew, including food, 
lodging and ground transportation, 

3) Hanger and tie-down while away 
from base of operations, 
4) Insurance, but only for the specific 
flight in question. 
5) Landing fees, 
6) Customs or permit fees for the spe- 
cific flight in question, 
7) In-flight food and beverage, 
8) Passenger ground transportation, 
and 
9) Flight planningand weather services 
with regard to the specific flight in ques- 
tion. 

If you are receiving direct reimburse- 
ment beyond the afore-mentioned items 
or in addition to the afore-mentioned 
items, it would be worth your while to 
check with your underwriter or agent to 
determine whether or not you are en- 
titled to receive these funds without 
being in violation of your policy con- 

tract terms. 

The name of the game for both obtain- 
ing insurance and operational limita- 
tionsis to read your policy carefully and 
if there is any clause or language which 
you do not understand ask for a full 
explanation to your satisfaction by your 
agent or broker. If you cannot obtain 
such satisfaction, in all likelihood you 
should be dealing with a different insur- 
ance source. 

I look forward to visiting with everyone 
again in Santa Fe in September and at 
that time we will have a full insurance 
panel to discuss both these issues and 
others which may be troublesome to us 
as MalibuMirage owners. Fly safely 
and understand your insurance policy 
thoroughly to avoid unpleasant sur- 
prises. M-MOPA 

The MalibuaMirage Owners 4 Association Needs You! Join Today! 
Call Heather at 303e399aI44O 
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Proficiency Training 

Approved by Major Insurance Companies 

PIC is known as the expert in instrument 
training. We've trained thousands of instrument 
pilots by sending a highly experienced instructor. 
equipped with an IFR trainer, to our student's 
location. The Malibu/Mirage program uses this 
same concept- convenient for you and 
providing a seasoned, knowledgeable, skillful 
Malibu instructor. The syllabus covers the 
systems and operating characteristics you need 
to know to fly your Malibu safely and efficiently. 
You will receive instruction in high altitude 
operations. cabin pressurization safety, operation 
of the auto-pilot system. and much more.. . 
as well as a complete IFR procedures review. 

Through this exciting program you will gain 
insight into the capabilities of your Malibu. You 
will be a safer and more competent Malibu pilot. 

For complete information, or to reserve your 
spot on the schedule, call us today toll-free- 

800-435-9437 (that's 800-1 FLY-IFR) 

Professional Instrument Courses, Inc. 



VESTIGA 

What did Piper and the FAA discover ATTITUDES is owned and operated by Bob Scott 
about high altitude Malibu and Mary Bryant. Bob Scott has been with Piper 
operations? Aircraft since 1971 and has managed the PiperTraining 

ATTITUDES '  Center since 1980. He has worked with the Malibu 
training programs use exclusive 

Piper design and engineering data to analyze the Malibu 
accidents. Suspected events leading up to the crashes 
are discussed and simulated in your aircraft. Preven- 
tion and recovery methods are practiced using tech- 
niques developed in Piper's one-of-a-kind Malibu 
simulator. 

Complete quality refreshertraining at Sante Fe with 
the Piper approved trainers that know your aircraft 
best. The session will focus on the autopilotlflight 
director, adverse weather conditions, emergencies and 
flying tips. 

The Sante Fe ground school is September 23 - 24 
with up to five hours of flight time scheduled to mini- 
mize conflicts with the convention. You'll be able to 
attend the convention programs you want. BFR's and 
ICC's are available. 

program since its inception in 1978 and assisted in the 
recent joint FWPiper investigations. Mary Bryant we- 
formerly an instructor in the Piper Training Cen- 
factory demo pilot, and regional sales director for Piper 
Aircraft. ATTITUDES' training programs are approved 
by the leading insurance underwriters. 

CALL NOW 
FOR SPECIAL CONVENTION PRICING! 

(81 3) 821 -6835 

Other 1992 Training Sessions 
Seattle, WA August 7 - 9 
Rockford, IL August 21 - 23 
St. Louis, MO August 28 - 30 
Santa Maria, CA October 23 - 25 
Dallas, TX November 13 - 15 

Or by special arrangement 

PIPER AIRCRAFT CORPORATION'S ' 

EXCLUSIVELY APPROVED MALIBU MOBILE TRAINING SCHOOL 


