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THE PILOT IN COMMAND IS RESPONSIBLE 
FOR THE SAFE AND PROPER OPERATION 
OF HISMER AIRCRAFT AND IT IS THE RE- 
SPONSIBIUTYOFTHE PILOT IN COMMAND 
TO OPERATE THAT AIRCRAFT IN COMPLI- 
ANCE WITH THAT AIRCRAFT'S PILOT'S OP- 
ERATING HANDBOOK AND OTHER OFFI- 
CIAL MANUALS AND DIRECTIVES. 
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%% began nearly a decade ago with a concept. 

A spacious six place airplane capable of weather- 

topping altitudes, ranges previously unheard of 

in other piston singles and cruise speeds well 

in excess of 200 knots. 

S h e  Malibu was introduced to the world in 1984 

and soon after was called "the most significant 

advancement in general aviation in decades." 

Since then, the Malibu has become one of general 

aviation's most extraordinary success stories. 

Call Piper for your local dealer, 407.567.4361 extension 2400 



Bill Alberts 
President and Board Member 

Bill waited until the ripe old age of 43 
for his first flying lesson in 1989 and 
the rest is history with his flying time 
now exceeding 1000 hours total time 
and 850 in his Mirage. 

He finished up his private ticket in a 
152 but decided it would be best to get 
his instrument ticket in the Mirage 
which he purchased as a student pilot. 
Bill flew the Mirage with a pilot for 
business purposes and wondered if he 
would ever be able to fly this plane 
himself. While flying for business - 
and taking his instrument lessons at 
the same time - he flew with his pilot 
for 185 hours until feeling comfortable 
enough to go on his own. 

Teaching high school accounting for 
the first seven years after graduating 
from college, he wound up in the office 
furniture representation and distributing 
business in Pennsylvania, Ohio, West 
Virginia, Tennessee and Kentucky for 
some 23 years until selling his 
business and retiring in November of 
1994. 

March 6, 1996,7:00 AM - Departure airport, ceilings 300 feet, visibility 
less than a 112 mile; destination airport at arrival forecasted to be about the 
same; enroute, rain, sleet, snow, icing forecast. 

9:00 AM -- As my wife Barb drives, I sit and contemplate my decision at 
7:00 AM, this morning. We live in Pittsburgh, Pennsylvania, the midyear 
MeMOPA Board meeting is in Nashville, Tennessee. I must be there tonight 
by 8:30 PM for our first preliminary meeting, cannot miss, cannot be late, 
back up plan made several days ago to drive IS IN USE. 

Currently he keeps busy with the 
MeMOPA organization and travels back 
and forth between his homes in 
Pittsburgh, Pennsylvania and Hilton 
Head, South Carolina with his wife 
Barbara. 

I realize this is the first lengthy trip by car (9 hours and 575 miles) in a long 
time. (Malibu time: 2 hours, 20 minutes) Gazing out the window on 
Interstate 70 heading for Columbus, Ohio, I realize physically and 
psychologically that I feel great. No butterflies in the stomach, clear mind 
and most of all Barb tells me I am being extremely CIVIL. 

I am thinking, this isn't all that bad - Barb's driving - I have hours to 
study everything for the MeMOPA meeting. Lunch in Cincinnati, dinner in 
Nashville and especially not feeling the pressure and responsibility of the go 
decision by plane that I chose not to make. I guess what I am trying to say 
is I know I made the right decision. My backup plan is more time consuming, 
but I am using it to my advantage, and AGAIN I can't believe how much 
better I feel! 

As you read this, the Board Meeting will be long over and many, many 
things will have been accomplished. In addition to the Nashville 1997 
convention site hotel and airport, we have chosen Monterey as the 1996 
convention site and those details have been finalized. Please do not miss 
Monterey as we will be doing some new things and introducing some new 
and exciting member benefits to you. 

Make good decisions andfly safely. 

P.S. Prior to writing this I just returned from Hilton Head South Carolina 
I and the airport has a new FBO, Carolina Air Center. What a change and 

INDEED NEEDED! ! Their new building includes a workout room, his and 
her showers, pilot lounge and sleeping rooms, Avis rental cars, crew cars, 
and best of all an outdoor 9 hole practice green. Going by? Give them a call. 
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CALL US AT 404-355-9682 FOR A COMPLETE LIST OF 
COMPONENTS AND PRICES. 

PLASTECH CORPORATION 
2080 GENERAL TRUMAN STREET, N.W. ATLANTA, GEORGIA 3031 8 FAX: 404-355-541 0 



Kevin is the Director of Maintenance 
and Service Manager for Western 
Piper Sales, Fresno, California which 
has marketed and serviced Piper 
aircraft since 1973. Kevin is an IA who 
has specialized in MalibuIMirage 
maintenance for ten of his seventeen 
ears in general aviation. He is also a 

lcensed private pilot with a rnulti- 
engine rating. 

Western Piper Sales specializes in the 
maintenance of Western States 
MalibuIMirage aircraft and the world- 
wide Pressurized Navajo Fleet. 

Welcome to the second installment 
in a series of articles exploring the major 
Malibu systems. As in the previous 
article, I will describe how the system 
works and list its major components 
along with their functions and location 
in the airplane. In addition, I will provide 
maintenance tips and an abbreviated 
troubleshooting guide. 

The focus of this article is the 
environmental and pressurization 
system. The major difference between 
the Malibu and Mirage systems is that 
the Malibu's environmental package is 
located forward of the firewall whereas 
the Mirage's system is located in the 
nose baggage compartment. 

How Pressure Is Maintained 

Cabin pressure is regulated by the 
panel mounted pressurization controller 
by means of the outflow valve. The 
pressurization controller senses outside 
and inside air pressure and maintains the 
preselected differential by regulating the 
vacuum to the outflow valve. Adjacent 
to the outflow valve is the safety valve 
which prevents pressurization of the 
airplane while on the ground. It is 
controlled by the ground contact switch 
by means of vacuum. To prevent cabin 
over-pressurization, the outflow and 
safety valves will automatically open if 
necessary. 

Major System Components 
How The System Should Work 

Warm compressed air, supplied by 
the two engine turbochargers, is directed 
to the intercoolers where it is divided. 
Most of the air is delivered to the engine 
but that portion designated for the cabin 
passes through the two sonic nozzles, 
which decrease the air's pressure and 
increase its volume. The air then passes 
through the two firewall check valves 
and is delivered to the primary heat 
exchanger where its temperature is 
adjusted by extracting heat from - or 
depositing heat to - outside ram air 
passing over the exchanger fins. 

The source of the ram air (either that 
which is passed over the right hand 
tailpipe for heat or comes directly from 
the outside for cold) is regulated by the 
cabin temperature control valve setting. 
(It is also at the heat exchanger that the 
air supply can be dumped overboard by 
means of the cabin pressure control 
valve.) The conditioned air is then 
distributed into the cabin through ducts 
in the left and right sidewalls. If needed, 
additional heating of the cabin air can be 
done by the supplemental heater. 

Turbochargers. Locatedin the engine 
compartment and driven by exhaust 
gasses, the two units compress all of the 
air supplied to the cabin. 

Sonic Nozzles. Located next to the 
intercooler. Reduces the pressure and 
increases the volume of the 
environmental +r delivered to the cabin. 

Checkvalves. Located on the fuewall, 
they prevent backflow or loss of cabin 
air when engine power is reduced. 

Tailpipe Heat Exchanger. Located 
on right tailpipe. Hot exhaust gasses 
heat the outside air for use in the primary 
heat exchanger. 

Primary Heat Exchanger. Located 
on the forward side of the firewall 
(Malibu) and the right side of the nose 
baggage compartment (Mirage). It heats 
and cools (conditions) supply of 
environmental air using outside air 
passed over the fins. 

Continued on Page 44 
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The specter of Malibus and Mirages 
crashing once again is upon us and the 
tragic loss of life and injury is beckoning 
us to examine our flying habits. There 
have been 8 separate accidents in the last 
3 months world wide with, at the time of 
this writing, a loss of 10 lives. 
Information received from a variety of 
sources once again points to judgmental 
errors. Except in one case, it seems that 
the mechanical integrity of the aircraft 
and engine were not a factor. 

The accidents point to pushing IFR 
limits, running out of fuel, misjudgment 
in landing, bad weather, and possibly a 
medical problem. The numbers of 
accidents in such a short time is a clarion 
call not only to members of the society 
but to all those who read these grim 
statistics WHO ARE NOTMEMBERS of 
M*MOPA. If we continue to fly our 

planes without proper judgment and 
recurrent training then the consequences 
of our actions will be reflected in higher 
insurance rates, devaluation of the 
aircraft, possibly decreased new sales, 
and most important the loss of innocent 
life. Remember if we do not police 
ourselves, the FAA will certainly oblige 
us with all the regulation you can handle. 

What can be done??? 

In my opinion if you normally do not 
go for recurrent training, do so 
immediately, and if the trainer says you 
are not up to snuff, correct that deficiency 
immediately. And trainers if you feel in 
your bestjudgment the trainee is not safe 
DO NOT GIVE HIM THE GREEN 
LIGHT TO FLY THE MALIBU / 
MIRAGE. 

Trainers I also ask you to teach from 
case studies of the accidents and analyze 
them and give your trainees as much 
judgment training as possible. I, for one, 
believe that so-called judgment can be 
taught. If there is a history of more than 

one accident by a trainee then a red flag 
should go up to the trainers and careful 
evaluation of the trainee must be given. 
There are many more draconian things 
that can be done but this is a start. 

Pilots, I beseech you not to fly if for 
any reason you do not feel up to the task 
and trainers if you feel the candidate 
cannot "cut it", by all means do not allow 
this pilot to go out and create havoc with 
himself and passengers. And all of you 
pilots who have not gone for remedial 
training do so immediately if not sooner. 

As a society we can do much from 
establishing strict training standards, 
more safety-styled seminars and hands 
on material at our national meeting, to 
lobbying for type certificate training (I 
hope it never gets to that). 

To the families of those pilots and 
passengers who were lost and injured, 
my deepest sympathy. As a society we 
should remember "never again". 

THE FLIGHT SHOP, INC. 
YOUR GREAT INTERMOUNTAIN FUEL STOP! 

*MMOPA FUEL PRICE $1.65 
*FUEL TRUCK. AVAILABLE 7 DAYS A WEEK 
*TWO FACTORY TRAINED TECHNICIANS 

CALL FOR MORE INFORMATION. I 
BILL BRIDGES 

\ 

THE FLIGHT SHOP, INC. 
P.O. BOX 602 

BRIGHAM CITY AIRPORT 
BRIGHAM CITY, UTAH 84302 

Chevron- 

(801)723-3469 OR (801)723-1736 FAX 
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Chuck Massanopoli has been an A&P 
for over 14 years, and also maintains 
his Inspection Authorization. He has a 
wide range of experience from turbo 
commuter to general aviation aircraft. 

Chuck is currently the Chief Inspector 
for Skytech, Inc., an FAA Certified 
Repair Station that is also the largest 
PA-46 maintenance facility in the U.S. 

Before joining Skytech, he was 
previously employed by Henson 
Airlines a s  a Maintenance Supervisor 
for Dash 7, Dash 8, and Beech 99 
aircraft. Chuck is factory-certified on a 
multitude of aircraft including the 
Malibu and Malibu Mirage and has 
been with Skytech for six years. 

here are two different 

manufacturers of hydraulic 

pumps. TheGar-Kenyon system 

was installed on the PA-46-310P from 

its inception to 1986 (SIN 4608007). 

Significantly, in '84 and '85 models the 

hydraulic system also powers the flaps. 

In 1986 the flaps were removed form the 

system and replaced with electric units, 

which also eliminated the required 

Hydraulic Pressure Indicator. 

The Parker Hannifin system has been 

installed on the PA46-3 10P from 1986 

to the present day PA-46-350P. These 

two systems perform their jobs in 

different ways. 

The Gar-Kenyon System 

This system uses a hydraulic pump1 

motor that turns in one direction only. 

1 The fluid is directed to the up or down 

side of the actuators by means of 

manually controlled shuttle valves (i.e., 

landing gear and flap selector valves). 

One of the drawbacks of this system 

are the O-rings (seals) used on the various 

parts of the selector valves. Over a 

period of time the O-rings will become 

worn or nicked. This will prevent the 

pump from building up pressure due to 

internal leakage in the system. When 

this occurs, the pump will start to cycle 

more often. 

Piper Service Letter 965 introduced 

an accumulator which helped reduce 

pump cycles by supplying a "head" 

pressure to the hydraulic system. The 

constant pressure supplied by the 

accumulator will overcome some of the 

O-ring leakage. Piper Service Letter 

984 introducedthe hydraulic annunciator 

and controller. With this modification 

the hydraulic pump will be allowed to 

cycle approximately 6 times, or run 

continuously for 17 seconds before the 

controller shuts the pump off. When this 

occurs the hydraulic light will illuminate 

and circuit breaker will have to be reset 

to allow the pump to be used again. 

In '84 and '85 model Malibus, the use 

of the flaps and landing gear 

simultaneously places great demands on 

the system and can also pop the circuit 

breaker. Those events can be minimized 

with regular inspections of your hydraulic 

system. 

The major assemblies for the Gar- 

Kenyon system are not currently in 

production and are frequently hard to 

come by. For the most part, fortunately, 

the parts do not often fail. The weakest 

portion of the Gar-Kenyon system is the 

motor and pump assembly. If the pump 

in your aircraft starts cycling, have your 

shop investigate the cause. If allowed to 

Continued on Page 42 
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THIS SECTION IS DEVOTED TO LETTERS, COMMENTS, ADVICE AND GENERAL 
INFORMATION WHICH THE MEMBERS OF THE MeMOPA WOULD LIKE TO SHARE. 
PLEASE SEND ALL CORRESPONDENCE TO HEATHER BLANCHARD 
MALIBU~MTRAGE OWNERS AND PILOTS ASSOCIATION 341 ALBION STREET 

DENVER, CO 80220 FAX: (303) 394-2539 

Dear Sy: 

Here is the saga of the Deutsch 
Connectors. As you now know, there 
are some fairly sophisticated 
connectors for the "hot plate" on the 
Malibu. At the Hilton Head 
Convention, I presented the workshop 
on scratch and haze removal from the 
hotplates. About that time, acompany 
owned and operated by Larry Simpson 
went into business and really does a 
good job of restoration on the surface 
of these hot plates. It is a better job 
with better quality control than one 
can do by himself. However, there is 
still the problem of taking the hot 
plate off and then re-installation. 

After many phone calls back and 
forth to Piper distributors, having been 
told by Piper in Vero that I had to go 
through the distributors, I finally 
located the required data that I think I 
can now explain anddetail the process. 
It really is quite simple once all the 
data is known. I must give credit to 
Emory Haynie of Texas Piper in El 
Paso, Texas who took the time to look 
up the part numbers but we still had 
trouble getting the tools. 

Then I had a "bright idea". I was 
going to spend a day with Attitudes in 
the Flight Training Device (FAA has 
reclassified many of these devices 
that formerly were called 
"simulators") at Vero in early January. 
So, I called Bob Scott and asked that 
since they were negotiating with Piper 
to open up a maintenance school, 
perhaps their line of communication 
would be betterthan mine. Bob made 
arrangements to have someone look 
up these numbers and also 
demonstrate to me how to use them in 
order to pass this information along. 

I took my two examples of the 
Deutsch Connectors and gave them to 
Bart Jones of Piper Aircraft Company, 
who then crimped the proper size wire 
on them and got the proper "plastic tools" 
to release and to insert the connectors. 
He then demonstrated how to use them. 

Basically there are two sizes of Pin/ 
Connectors made by Deutsch used on 
the Malibu Hot Plate that require a small 
special tool (one for each size) to slip 
over the wire at either end. However, if 
the plane is going to be AOG, then you 
don't really need to remove the connector 
from the supply wire - simply remove 
the end going to the hot plate. 

There are four wires. Two are small 
and use the smallerdiameterpin remover1 
installer tool. Two are larger and 
naturally use the larger diameter pin 
removerlinstaller tool. The plastic set 
for each size connector comes together 
but can be separated to allow working in 
a close space or with a short wire. I 
believe this will be necessary with the 
hot plate. One could also remove the 
wire and leave the connector attached to 
the hot plate and this might actually be 
easier because of the length of wire 
involved. 

My mechanic, Ed Wilkinson, 
suggests this is better because then you 
can temporarily apply asleeve of "shrink" 
over the pin coming out of the airplane 
and then tuck these four wires and pins 
covered with "shrink" under the covering 
bracket and continue flying. Of course 
you are not legal to fly into known icing 
with a non-functioning part of the deice 
system. 

The extractor tool basically slips over 
the wire and is then advanced into the 
rubber connector body until you can feel 

it stop, gently push harder until you 
can feel it displace the prongs that 
hold the pins. Then remove the pin 
and tool form the connector body as 
a unit. 

To install, use the "installer tool" 
in like manner. Here, however, the 
pin is simply pushed home into the 
connector body. With the larger size 
wire, one hardly needs the installer. 
The wire itself is generally rigid 
enough to allow the installation of 
the pins. With the smaller wire the 
inserter is necessary. 

Ed Wilkinson and I have made a 
video demonstrating this technique 
with an example of each size wire 
and with the small plastic tools given 
to me by Bart Jones. I have sent this 
Video and the tools with theexamples 
used to make the Video to Larry 
Simpson of Aero Clear in St. Paul, 
Minnesota. He will make this video, 
plus the tools and samples, available 
to anyone that wants to have their 
Hot Plate redone. 

They can review the video, 
practice with the sample wires and 
connectors and then remove their hot 
plate and send it off for restoration. I 
presume Larry Simpson would 
require a small deposit to assure return 
of the video, tools, etc. so they can be 
available for the next customer. 

Sy, we thought about doing this 
through M-MOPA, but actually 
letting Mr. Simpson run this show is 
better since his company is in this 
business and furthermore he would 
be available to the customers to 
answer other questions. There is also 

Continued on the Next Page 
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Check-In - Continued from the Previous Page 

the problem of the gasket which Aero 
Clear is working on at present. Anyone 
who wants to talk to me about how to 
remove the gasket without too much 
damage can call me and I will give them 
the information they need as well as a 
source for the small plastic wedge tool I 
used and demonstrated at the Hilton Head 
convention. 

I sent one of these tools along with the 
video and perhaps Larry will make it 
available as well. It only costs one dollar. 
Included in the video is an X-ray of the 
connector and pins all together and then 
separated as well as the technique that I 
used to remove the hot plate. The video 
really does make this whole process very 
simple. 

I hope this will help the membership. 
I wish I had known this before I cut 
through mine and replaced the highquality 
Deutsch Connectors with "Handshakes." 

Larry Simpson is working on a newer 
type of gasket material and adhesive that, 
if successful, will be a real winner. Each 
hot plate sent to him for repair would then 
be returned with the new gasket on it and 
ready for installation on your airplane 
with a lot less hassle than the current 
method of having to use silicone. 

Incidentally, member John Pezold 
came up with agood idea for the Monterey 
Meeting that we are going to try to 
implement. An announcement will be 
made in the pre-convention notices for 
anyone who would like to schedule to 
have their Hot Plate removed at the 
convention. Aero Clear will then take 
them back to their facility to be resurfaced. 
They will then be sent to the owners for 
reinstallation. The owner, of course, will 
have the opportunity to observe the 
removal process and discuss the process 
for reinstallation with the mechanic. 

Ed Wilkinson had advised that he 
would be happy to take any calls 

concerning this issue. Lany Simpson or 
I would be happy to do so as well. 

David A. Coats 

Dear Bill: 

I thought I'd pass on some comments 
on the Hilton Head experience. 

Before we get into the suggestions, 
you need to know that I thought the 
entire affair was very well-run; certainly 
the best of the three I've been privileged 
to attend. It's obvious, even to a dolt like 
me, that an awful lot of work went into 
planning and executing the affair. 
Congratulations to you, Larry, Heather 
and all the others. 

It's much tougher to critique this last 
convention than previous meetings, 
because it went so well. However, ever 

Continued on Page 13 

I AIRCRAFT COVERS1 
CANOPY COVERS AND INTAKE PLUGS 

Windshield 

Horizontal 

I BRUCE'S CUSTOM COVERS TOLL FREE (U.S.): 800/777-640 
9 10 E. California Ave. PHONE 
Sunnyvale, CA 94086 FAX 408/738-2729 

custom made utilizing the latest in fabric and sewing technolo- 

Malibu*Mirage Magazine Spring 1996 Page 11 



COLUMBIA AIRCRAFT SALES, INC. 
I a Groton - New London Airport, Groton, Ct 06340 

CALL GARY SAUNDERS 
Phone: (860) 449-8999 or (860) 448-1 234 

Fax: (860) 449-9924 

NEW ENGLAND'S AUTHORIZED 

PIPER DISTRIBUTOR 

DELIVERY POSITIONS AVAILABLE FOR I996 

SIN 065 - OCTOBER 1996 

TRADES WELCOMED - ALL MAKES AND MODELS 

COMPUTERIZED PARTS - A VIONICS 
FAA REPAIR STATION 

A 
Piper -, =. THE TRADITION CONTINUES 
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Check-h - Continued from Page 11 

the crotchety fellow, 1'11 lay a few 
comments on you. They reflect my own 
thoughts as well as those of the Brit from 
Malta and Countess Shantz. . 

Breakfast: Something more 
substantial might be appealing to many - 
the Brit and me, for instance. Coffee, 
melon slices, small stale rolls and coffee, 
all while standing up, aren't necessarily 
the best way to commence a day. 

Overall, the food was much improved 
over the past two years. A breakfast 
improvement would be welcome, 
however. 

The pick-and-choose academic 
course selection was good. Keep that 
feature. However, schedule similar 
courses for the same time, when you're 
reasonably certain a person won't want 
to attend both, i.e., the Lycoming and 
Continental engine sessions. 

The Airport Day was fun - we got out 
into the fresh air. I never did find the 
seminars or workshops that were 
advertised. Did they fall by the wayside? 
The flying demos were a tad corny - I 
don't believe I learned much from them. 
All the landing and takeoff action was at 
the north end of the field, whereas the 
spectator tent was towards the southend. 

The FBO did a nice job, overall. 

During the maintenance panel 
discussion on Friday, Sy asked for a 
show of hands from the audience on how 
high and how far we flew our aircraft. 
An expanded questionnaire along these 
lines, mailed to the members before the 
convention might be an interesting topic 
for summary and discussion during the 
convention. 

The presence and event sp'onsorship 
by manufacturers of competing aircraft 
has troubled me in past years and even 
more so this year. I'm refemng to Pilatus, 
TBM and the new single jet from 
Visionaire. Itjust strikes me as downright 
crude. The clear message is that the 
Association is so poor that we'll take 
financial help from anyone. But this is a 
Malibu-Mirage meeting and we're there 

because we like our airplanes. I don't 
like the idea of providing the competition 
such an open stage upon which to display 
their wares. 

I have no problem whatsoever with 
those folks having a static display and 
stand at the FBO. But I don't like to see 
them occupying booth space and paying 
for apart ofthe convention viasponsoring 
cocktail parties and the like. I often 
wonder what Suma must think when he 
sees his competitors invited to peddle 
theirproduct at his airplane's convention. 
Perhaps M*MOPA has reached a level 
of growth where at the next convention, 
the competition can be relegated to the 
FBO ramp. Personally, I'm willing to 
pay more for the convention if you need 
money to offset the losses incurred by 
barring the competition from the 
convention proper and accompanying 
sponsorships. Why not twist the arms of 
the other Piper dealers who have not yet 
coughed up any support for the 
convention? 

All of us are continually concerned 
about AD'S, SB's, SI's and SL's. The 
Association could provide all owners a 
big help by publishing a periodic roster 
of all such publications to date with the 
serial numbers affected by each. 
Distribute an update at each annual 
meeting. 

Could you arrange to have a stand- 
mounted Continental and Lycoming 
engine, complete with all accessories, 
displayed at the airfield? Then have 
someone like Kevin Mead and Jeff from 
Sun Aviation conduct small clinics 
during Airport Day, maximum of 10 
people per session, explaining the 
problems frequently encountered and the 
appropriate remedies. It's much easier 
to gather around an engine, below eye 
level, unencumbered by cowling, to see 
the thing rather than looking at slides or 
standing on tiptoe to peer over the lower 
cowling at a part of the engine. This 
session could be repeated several times - 
-as long as it takes to instruct all interested 
owners. 

The Memorial Lecture was much too 
long. One hour would have been 
sufficient. In its three-hour format, it 
began to seem like a speech by a 

Communist premier to the party faithful. 

Next year, it would probably be 
appropriate to have someone from the 
FAA there to explain all the new rules 
they're about to implement -- medical, 
etc. 

A session by someone from Piper 
explaining the unusual weight, weather 
or aircraft loading circumstances, in 
which we should use non-standard flap 
and speed settings fortakeoff and landing 
would probably be welcome. That should 
be accompanied by recommended 
settings for MAP, RPM and airspeed. 

A directory of after-market equipment 
available for each plane (Malibu and 
Mirage) might be useful for all of us. 
Spoilers, the 550 for the Malibu, Larry's 
plastic parts, Bruce's cowl plugs, etc. 
Perhaps aone-hour session on this subject 
might be interesting, together with a 
handout. 

Provide some guidance to the 
speakers on minimum size of visual aids, 
especially for people who make their 
presentations in the main meeting room. 
Some of the material projected onto the 
big screen was too small to be legible to 
anyone beyond the first few rows. 

As more and more planes come 
equipped with weather radar, we need a 
presentation by someone from Bendix- 
King on how to use the device. That 
presentation might also include a 
discussion on the extra added features 
available for display on the radar screen 
such as moving map, checklists, etc. - 
and how much all those goodies cost. 

Cliff Evans 

Dear Bill: 

I'm pleased to let you know that at the 
end of December I sold my P-210 and 
purchased a 1986 Malibu, N100SK. At 
the time, the airplane had a 250 hour 
factory new engine and a fresh annual. 

Upon taking delivery Jason Bialeck 
and I received training from PIC, and 

Continued on Page 28 
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Lester Kyle 

With over thirty years of instructing and 
10,000 hours of flying time, Lester 
specializes in ratings upgrades from 
Private to Commercial and Commercial tc 
ATP. He also provides instrument training 
for non-instrument rated pilots. In 1984, 
Lester was with the Piper Factory Trainin! 
Center instructing in various aircraft until 
1990, when he founded F.A.C.T.O.R.Y., 
Inc., specializing in Malibu training. 

s a student pilot we were 
introduced to Weight and 
Balance. We knew it was 

Iportant but certainly not as important 
; learning how to manipulate the flight 
mtrols. Subsequently, we learned that 
r every new aircraft we were to fly, it 
as of utmost importance. We had to 
low how to balance the plane about a 
:rtain point (the CG range). 

Strange things happen when the plane 
loaded out of this range. Loaded 

~rward of the C, the aircraft is more 
able but the stall speed is higher and it 
sults in a delayed and more difficult 
keoff and landing. Loaded aft of CG, 
ore ominous things happen. The stall 
,eed drops, there is less stability and, at 
,me point, if the aircraft were to enter a 
all, the pilot could not recover and this 
ould lead to a stall spin. 

There are marked differences in the 
loading graphs of the Malibu and the 
Mirage(see the enclosed graphs). If the 
Malibu is fully loaded, it cannot come 
out of CG after a substantial fuel bum. 
(After fuel bum, the aircraft is just inside 
the CG range). 

In the Mirage, it is possible to take off 
within CG and, after fuel bum, to be aft 
of the CG range where the aircraft is in a 
potentially dangerous condition. 

This condition of dynamic instability 
is very important and most of us are 
aware of it but many pilots trivialize the 
point. Often you will hear that it is OK 
to overload the aircraft as long as one 
stays in CG range (mistakenly thought 
of as only at the beginning of the flight). 

Continued on the Next Page 
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Weight & Balance - Cont'd from the P r e ~  Page 

We can see that the CG envelope slopes back 
as the aircraft gets heavier (after 4,100 lbs. in 
the Malibu and 4,300 lbs. in the Mirage. 

But, how much does it slope back? One 
inch, two inches, or none at all. It is a total 
guessing game and you are now the test pilot. 
This, of course, may prove fatal; for as you 
know three aircraft that crashed - which took 
eight lives - were out of their CG and there 
may weli have been others. Did the nonstandard 
loading cause the crashes??-probably not 
since other factors were involved including 
icing, lackof situational awareness, etc. But to 
what extent did the loading aggravate a bad 
situation? Think about it. 

I implore you, fly your airplanes correctly, 
fly them high, and keep them dry. We all know 
that a six seat aircraft with full fuel and the 
usual added equipment is really a three to four 
seat aircraft. M-MOPA 

MalibulMirageT raining 
/ \ 

Ron Cox 

I Updated t r a in ing  manua l s  I n s t r u m e n t  handbooks  Standardizedf l ight  training 
Diversified t r a in ing  subjects: -High a l t i t ude  ope ra t ions  -Weather  

-Autopilot  - CRM 
Like aircraft equipment, initial and recurrent training cancomeinmany different levelsofquality. Ifthe 

john ~ ~ r i ~ ~ i  training you have receivedup tonow has been a t  best mediocreandgenerally forgettable, youoweit to 
vourselfto trv ATM. the acknowledged leader in MalibdMiraw training. Our rates are a s  competitive a s  
bur t r a i n i n g . " ~ ~ ~ ' s  intensivecourses will upgradcyourlcvel~fproficie&y and increase familiarity with 
yourown aircraft. You will train with ATM's highly experienced instructors: John Mariani, a senior 
engineer on theoriginal Malibu design team, hasover 15 yearsofexperiencein the Malibu as an engineer, 
test pilot and instructor: Ron Cox is a ret~red senior army aviator, formerTraining Center manager for 
Piper Aircraft and Vice President of'Trainingfor SimCom International. Botharc ATP rated pilots who 
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The following is a direct quote I I Your Malibu is eligible to have a TCM TSIO 550C engine installed -- 
from FAA Certification 

Flight Tests: 
(Temperatures are corrected to  
simulate a 100 degree F day.) 

"The TSIO-5504 engine is very well 
cooled in this installation; qualitatively, 
based on my previous experience, it 
runs cooler than the original TSIO-520- 
BE engine. Maxcorrected CHT in MCP 
climb is 364 degrees F, giving a margin 
of 96 degrees F below the limit of 460 
degrees F. Max corrected CHT at 
25,000 feet "best economyVeaned 
cruise at 262 HP (75% of engine's max 
rating of 350 HP) is 403 degrees F, 
giving a margin of 57 degrees F below 
thelimitof 460degrees F. ... [It] is much 
easier to manage in cruise, without the 
50 degree F 'lean-of-peak TIT 
requirement." 

- 
r$ed at 350 HP, derated to 310 HP. 

We can install your new engine at our facility 
at the beautiful Albert Whitted Airport in 

downtown St. Petersburg, Florida 
- or - 

Call one of our approved installation facilities: 

Apex Flight Services, LLC Bloomington, Illinois 
Aviation Sales 1 Denver Englewood, Colorado 
Flightcraft Eugene, Oregon 
Flightcraft Portland, Oregon 
Modern Aero Eden Prairie, Minnesota 
Skytech Baltimore, Maryland 
Victor Aviation Palo Alto. California 
Western Piper Sales ~resno, California Y- 
AirFlite PTY, Ltd. e Western Australia I 

Here is what this new 550C Continental engine will do for your Malibu: 

Take off using only 88.5% power (88.5 x 350 HP = 310 HP). The engine is 
approved for continuous operation at 3 10 HP. 

30 more HP at 75% power (75% x 350 = 262.5 HP as opposed to 75% x 310 HP 
= 232.5 HP). 

Flying at speeds comparable to your 520 BE engine, the 550C will just be loafing 
along with comparable fuel flows and less manifold pressure or lower RPM -- 
which equates to cooler temperatures and longer life. 

Flying at normal power settings, with comparable payloads, your Continental 
powered Malibu will perform better than a Mirage -- due to approximately 330 
pounds less basic airplane weight and a Continental tuned induction system. 

The 550C engine is approved to use your same propeller -- the external 
dimensions and weight of the 550C engine are identical with the 520BE, therefore 
no airplane modifications are required. 

The 550C engine has a TBO of 2,000 hours. 

The exchange installed price is $59,850 plus tax. This includes new Lord mounts, hoses, 
dynamic prop balance, STC and Flight Manual Supplement. 

If your Malibu is not already equipped with spoilers, we recommend power pac spoilers. 
We can install them at the same time of your 550C engine change for $10,750 plus tax. n 



"The diagnosis: Cooler smoother and quieter 550C engine 
delivers with increased performance during takeoff, climb 
and cruise speed and you know . . . this is a winner!" 

Dr. O'Farrel Shoemaker, Memphis, TN 

" 14 knot increase in speed at 75%. Same fuel flow and speed 
at 65% as with 520 running 75%. Runs cool" 

Dr. Don Goldberg, Beverly Hills. CA. N9275Y 

"I am thankful for your efforts obtaining the 550 STC for the 
Malibu. Performance of the aircraft is definitely improved" 

Dr. Tom Malloy Lake Oswego, OR, N922 IM 

"At 65% power FL250, lean of peak; what a feeling to see 
operating temperatures in the middle of the green." 

Ljle Kallis, Red Deer, Alberta. Canada, N550VK 

What Malibu Owners Are Saying 
About Their New Continental TSIO 
550C Engines: 

"With the 550C engine, at gross weight, I am realizing 
a 10 knot increase in TAS at altitude. This number 
increases to 14 knots at mid-weight. I used to plan on 
a climb of no more than 700 FPM at gross. I now plan 
for I000 FPM. I have been using the TCM numbers for 
climb and cruise and have been setting cruise power 
about 70%" 

Gene Quesnov. Visalia, CA, N9122L 

"CHT+ oil temperatures are running considerably lower. 
The engine runs stronger and quieter than the 520" 

David Stauffacher, Madison, WI, N71 IXL 

"Just a note to tell you how pleased I am about the performance 
of my new engine. I've noticed asignificant improvement in take- 
off acceleration, climb, cruise-climb and speed. 

I particularly like being able to run the engine at 55% power while 
still achieving true air speed of between 175 and 194 knots. 
CHT's of 300 - 3 15 degrees and oil temps of 130 - 140 degrees. 
I also really like the additional options and flexibility in 
performance that this engine gives me. 

The ram cooling kit conversion has also been outstanding." 

Mike Clieezem, St. Petersburg, FL, NIOEY 

"Malibu N9 1362 has 15 hours on new 550C engine and used only 
1 112 quarts of oil. Engine smooth - increased performance of 10 
to 14 knots in the 65% to 75% range. 2300 RPM and 29.5 MP 
gives a good quiet 65% power setting. Thus far we are enthused." 

Howard A. Herniel, Mankato, MN, N9136Z 

FAA STC Number SA0038 OAT Approved to replace TSIO 520 BE with TSIO 550C 
f4 



YOUR WESTERN STATES MALIBUIMIRAGE SERVICE AND PARTS 
EXPERTS MAINTAINING 50 MALIBUIMIRAGE AIRCRAFT 

WESTERN PIPER SALES - FRESNO, CA 
Div of Central California Aviation, Inc. 

LOCATED IN THE MIDDLE OF THE BEAUTIFUL CENTRAL 
CALIFORNIA SAN JOAQUIN VALLEY FOR 23 CONTINUOUS YEARS 

SERVICE: Expert Scheduled Service, MajorMinor Service and Repairs, Fuselage-Wing Repair 
and Rebuilding, Aircraft Recovery, Insurance Repairs and Rebuilding, Window Replacement, Lycoming and 
Continental Engine Specialists - Replacement/Troubleshooting, Pressurization Service, Spoilers, De-Ice 
Installation/Replacement/Repairs, Prop Balancing. King Avionics and Autopilot Service on Site, Air Shuttle 
Service. 

Our director of Maintenance, Mr. Kevin Mead, I.A. (Formerly with the outstanding Skytech, Inc. of Baltimore, 
MD) is your personal service representative. 

SALES: Sell - Consign - Purchase Pre-owned Malibu and Mirage. 

SPECIALISTS IN: De-Ice System Installations and Repairs, RAM Engine Cooling 
Kits, Plastech Window Shade Mod, Super Soundproofing Mods, Trouble Shooting, 
Pre-Purchase Inspections and Evaluations, Engine Fuel Systems, Pressurization 
Experts, Cylinder and Engine Overhaul and Exchanges, Van Kesteren TSIO-550 
Engine Upgrade Installation Specialists With No State Sales Tax Event. 

Robert D. Pursell, President 
Kevin Mead, Director of Maintenance 

FAX: 1-209-252-7837 



This issue, we will talk about the 
Continental engine TSIO-520-BE as 
installedinall 1984through 1988 Malibu 
aircraft. During our years of experience 
with the Continental powered Malibu's, 
we have found many common 
misconceptions from owners, and "non- 
Malibu" maintenance people. Here are 
some of the "rules to live by" if you own, 
or operate a Continental TSIO-520-BE 
engine. 

Do not overhaul a "bad cylinder" 
if it does not need it. 

TCM service bulletin M84-15 tells 
you how to determine a bad one. Make 
sure your service facility uses the orifice 
tool and SB M84-15. 

Operators of the engine must operate 
at 50 degrees lean of peak at 75% cruise 
power. If you run 75% at peak or rich of 
peak you will be pulling more horsepower 

President of ASI-Aero Services and Modern Aero, Inc., Tim has been involved in 
aircraft sales and service for over 12 years, specializing in selling and servicing 
the Malibu and Mirage aircraft since 1986. He holds a degree in Mechanical 
Engineering with major concentrations in internal combustion engine design, 
welding and metallurgy. Tim's 25-year aviation experience includes Multi-engine 
and Instrument ratings with approximately 3,000 plus hours total time, with over 
1000 hours PIC in PA-46s. 

than design. This will cause premature 
cylinder wear due to higher than normal 
temperatures, both T.I.T. and cylinder 
head temperatures. 

Look at the engine performance 
curves printed in this article. Note that 
75% of 3 10 rated horsepower is 232 HP 
You can see how 75% power can be 
exceeded by running rich of peak T.I.T. 
Rich setting of mixture at 32.5" MP and 
2400 RPM could result in horsepower 
output of 247 HP or almost 80% power. 

High altitude "bumping" is almost 
always attributable to intake system 
leaks. Other contributing causes could 
be improper magneto timing, "e" gap, or 
also improper plug gap. The Continental 
fuel system adjustment set-up is critical 
to long life and proper performance of 
the engine. Proper fuel set-up needs to 
be checked at least annually by a service 
facility that knows what they are doing. 

Keys to the Malibu engine are 

This is the only engine Continental 
builds with a modulating fuel divider 
and with metered fuel pressure settings. 
The upper deck pressure system should 
be re-sealed every 200 hours. This upper 
deck pressure talks to the aneroid in the 
fuel pump which can increase or decrease 
fuel pressures. If the fuel set-up is 
wrong you will not know if your engine 
gauges are reading correctly. 

In summary 

If you keep all of these maintenance 
and operating procedures in mind, you 
will find the Continental TSIO-520-BE 
powered Malibu to be a real joy to own 
and especially to fly. Next issue we will 
talk about the Lycoming powered 
Mirage. Stay tuned for more on how to 
prolong your. engine life. WOPA 
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dm S ERVICE Modern Aero, Inc. 
We now maintain over 40 MalibuMirage aircraft on a regular basis, and many of these 
people came to us from more than 1000 NM away from Minneapolis. As a result, we have 
expanded our Service Department staff. In this way, we can insure the best possible 
turnaround time for our customers We offer: 

Experienced MalibuIMirage Parts Dept. open 7:30AM - 6:00 PM CST I JOHN CURTIS 
Service Technicians 

TSIO-550 STC Installation Center 
Huge MalibuIMirage Parts 

Inventory  ad& Pod Installations 

800 Watts Line for service and 
Parts Dealer for Spoilers, Inc. 

TBM 700 Service Center We ship Parts, Same Day; Worldwide 

14801 Pioneer Trail, Flying Cloud Airport, Minneapolis, MN 55347 
Telephone: (612) 941-2595 Fax: (612) 941-0307 . Toll Free 1-800-937-2376 

Certified Repair Station MZER l98L 

SERVING THE 

AVIATION 

INDUSTRY 
SINCE 1979 

A via tion Specialist 

CUSTOMIZED CLIENT SERVICE 
Beginnins With the Eflbrt tu Know Our Client's Values d Requhments 

Specific Policy Research Client Updating 
Insurance Contract Review 

Our Commitment= 
To serve our clients with such care and excellence that 

they cannot find comparable value elsewhere. I 
P.O. Box 3474 Simi Valley. California 93093 

(805) 522-3428 (81 8) 340-3077 
. 

1 

Don M. Grondin 
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Dick has been our MoMOPA Past President for the last two years (1 994 and 1995). 
A retired USAF Colonel with 28 years of Active, Guard, and Reserve time with about 
2500 hours in fighters as an USAF Flight Surgeon, he is currently an Anesthesiologist 
in Austin, Texas. Dick has been a member of the M*MOPA family since a year after 
its conception. His hobbies are camping, backpacking, scuba diving, sailing, fishing, 
computers, and driving his truck, but his greatest love is flying his Malibu. 

OPTIONS 

In my last Med Facts article, I 
admonished you all to 'listen' to that 
little inner voice that you have so 
exceedingly paid for in time, money, and 
experience. I alluded to always being 
aware of options during every flight. 
During my military experience, I flew 
with several outstanding pilots and I 
observed a commonalty that would 
surface during difficult cockpit decisions 
that would result in bringing us to safety. 
It was g~tions. I mean always having a 
rolling mental list of "What Ifs" just like 
the GPSLoran nearest airfield rolling 
along during the flight - which provides 
one nice option. I would like to share 
with you the experience of arecent flight 
filed from Austin, Texas to Fresno, 
California that exhausted my option list. 

I am off to Fresno to shoot a video for 
the Organization, with Kevin Mead doing 
our Annual at Western Piper Sales (won 
at theM*MOPA Auction at Hilton Head). 
The usual numerous gathering of weather 
information reveals relatively clear air 
in the South West, but winds were 
gathering with the 'Jet' dipping deep 
into the west Texas area in a hair pin turn 
configuration, and nestling adeep surface 
low in New Mexico and Colorado with 
snow falling 1-2 inches an hour. Intense 
upper level winds were developing. 

My thought was to stay low at 16,000 
with 4,000 feet to spare above the 
mountain MEAs and sneak through EL 
Paso to Tucson for gas. It looked great as 
I entered the 16,000 foot envelope 
between layers and relatively clear air 

with & 60-80 knots on the nose. 130 
knots GS - ugh! But, the Airliners above 
me were crying for smooth air, and a 
Bonanza at 12,000 was doing the same 
below me. I was in relatively smooth air, 
and feeling rather good about my plan so 
far. My 130 knot GS would get me into 
Tucson within IFR minimum fuel 
requitements. 

As I approached West Texas, the 
surface began to appear as though a 
massive forest fire was burning. In 
reality, it was the surface winds blowing 
dust and sand to 8,000 - 10,000 feet. 
Impressive! El Paso ATIS began 
reporting specials almost every few 
minutes. Now the surface winds at El 
Paso were 50-60 knots cross on the main 
runway with blowing sand to 112 mile 
visibility! My GS had deteriorated to 
110 knots, and a quick call to WX Metro 
related that it was not much better around 
the comer to Tucson. A Southwest 
Airliner above me declared a deviation 
back to Dallas for cross winds at El Paso 
exceeding their requirements (had never 
heard that before). 

The Bonanza below me at 12,000 
suddenly, and in higher voice, reported 
that a "SUDDEN JOLT' just opened his 
two utility doors with one departing into 
the windstream. He immediately went 
into a field 20 miles ahead of him with 
another report that the heavy computer 
equipment in his baggage compartment 
appeared to have overturned. He said 
that "in his 55 years of military and 
civilian flying that he never experienced 
this before". I had heavy snow to the 
North, Mexico to the South, bad 100- 

150 winds above me, and apparently, 
bad turbulence below me. I am feeling 
pretty good about my decision for my 
16,000 foot flight in hazy, but relatively 
smooth air. Fresno, here I come! 

Then, one of the most bizarre 
experiences occurred to me and my 
Malibu. As I approached the mountain 
range atEl Paso, an insidious "Big Hand" 
from above felt like it was pushing the 
aircraft down! The autopilot had the 
Malibu 17 degrees nose up, the IAS was 
rolling down through 90 knots, and 
application of full power stopped the 
altitude loss at 500 feet. Center was 
immediately interested ... I reported that 
I was apparently in a mountain wave 
effect, but correcting. My first thought 
was that the pitot was freezing, but 
confirmed that the pitot heat was on. 

The GPS and Loran both indicated a 
ground speed of 53 knots, and manifested 
the actuality of the event. Next option. 
A quick chart review of runways around 
me showed nothing with runways 
favoring the surface winds -- which 
seemed to be accelerating with blowing 
sand with every special ATIS from El 
Paso. Next option. A field immediately 
below me in the Guadeloupe Park area 
looked inviting, but being locked into 
this little field for the night for sand 
storms didn't feel good (the 'Little 
Voice"). 

The 'Little Voice' was beginning to 
stir within me. I felt like I was about to 
become a fly, flying down a straw in a 

Continued on Page 32 
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AVIATION SALES 

The Aviation Sales, Inc. modem maintenance 
facility incorporates 

state of the art equipment to maintain your aircraft. 

A t  Aviation Sales, Inc. our 
log book entries, service publication compliance and 

tail to spinner component history records 
impress not only our customers, but sales and 
maintenance facilities throughout the country. 

D E N V E R -  

Attention to detail is our hallmark. 
Your aircraft upholstery and carpet will be protected 

during maintenance. Annual Inspections include 
a complete detail, compliments of Aviation Sales. 

SERVICE CENTER 

CENTENNIAL AIRPORT 
12260 Em CONTROL TOWER ROAD 
ENGLEWOOD, COLORADO 80112 



If you find you require a King Air size cabin, or a 4.5 x 4.5 ft. cargo door you should consider 
the PC XII. Enclosed flushing lavatory, lateral tracking seats, 

refreshment cabinets and entertainment center are included in the executive interior. 

The PC XI1 has a cruise speed of 2 7 0  kts., a range exceeding 1,600 nautical miles 
and operates to 30,000 ft. 

Pilatus has been manufacturing aircraft in Stans, Switzerland since 1939 and is 
one of the leading PT-6A powered manufacturers in the world. 

Aviation Sales, Inc. has been a full line Piper Sales 8T Service Center for thirty years. 
Our experienced sales staff has sold well over 1 0 0  new and previously owned Malibus. 

Aviation Sales, Inc. also inventories a wide variety of pristine, low time, 
late model aircraft. From the Malibu through entry level jets we can offer you 

professional sales and brokerage services. 



SIryTech b Piper's authorized sales outlet for six 
Malibu t 

Middle Atlantic States from NIuyland to South Cue- 
lina, and has led thenation in the sale of new and pre- 

Skytech is proud to mmounce the exciting acw MALIBU & 
owned Malibus and Mirages for the past seven years yow M a b a  iets a lea- all its own. The SIX package rdrLrr 
in a row. We track the pre-owned Malibu market 
serial n u m b e r - b y e  number worldwide, and are New paint in designer scheme, sped brakes (4 
the only company in the U.S. to receive daily updates oltimate in leather and fabrics, redesigned seats with@ 
on Malibu transactions from the FAA. Our knowl- crew seats with lmbar support, new sound 
edge of available units and selling prices allows ua to upgraded arpehg, ~knwte conhued passe- 
position our inventory as the best VALUES in the 

""d 
r e d e s i g n e d a r m r t s t s a n d a i r v e a t s , d ~ l p  

market. Additionally, all of our Malibus are thm- 
to in- Contactuslerfurtkrdttrrilsdar 

vice Bulletins havebcm addmaid. 

t 

Only 1400 Total T i  with 100 hours SFRM. King 
Equipped including Altitude Re-Select, KNS-80RNAV. 
Coupled Trirnble Global Positioning System, WX-1OA 
Stormscope, Digital Transponder, Grapluc Engine Moni- 
tor, Co-Pilot Inshuments, Known Icing. Interior options 
include Leather, Air Conditioning, Oxygen, Executive 
Writing Table, and Refreshment Centers. 

Ferry time only. King Silver Crown Equippec 
I I 

including KLN-90B GPS. Five-Tube W S  Systen 
with Co-Pilot Displays, Multi-Function Displaj 
with Four-Color Vertical Rofile Radar, KFC-32! 
Autopilot/Flight Director. Knownlcing. Air Con, 
ditioning. Battery Powered Emergency Gyro, and r 
multitude of other options. Includes Executive 
Interior withFully EnclosedFIushing Potty, Latera 
Tracking Seats, Three Writing Tables. Two Re, 
freshment Centers, and a host of other amaities 
Spring Delivery. 

19% Mslibu Mirage N350PM I I 
An ALL NEW panel-mounted "State-of-the-Art" En- 
gine and Systems Monitoring installation compliments 
significant changes to the cockpit environment for 19%. 
Included in the standard equipment package is the new 
RDR-2000 Four-Color Vertical Profile Radar, KLN90B 
Approach-Certified GPS, Cockpit Clearance Recorder, 
Co-Pilot Instrumentation. Flight Director, Altitude Pre- 
Select, Yaw Damper, Known Icing, Air conditioning, 
Leather Interior, and much, much more. Two Year 
Warranty. 

I 



I pecialists 
i : Service 

Skytech's FAA-Certified Repair Station and Piper-Authorized 
service Facility employs nineteen maintenance technicians and 
avionics specialists. Five technicians also hold IA Certificates. 
Our extensive experience with the Malibu and Mirage has al- 
lowed Skytech to become the largest Malibu/Mirage Service 
Center in the US. Our 18,000 sq. ft. maintenance facility and 
customer shuttle service serves Malibu operators from Canada to 
Florida. For customers 
who remain overnight, 
we provide private of- 
fice space and a cour- 

y-@-fk- tesy ck free of charge. 

Martin State Airport 
Baltimore, MD 
41 WWUl44  

FAX 4101687-2Qn 

I 

Total Customer Support I 
1 

Since the inception ofthe Malibu, Skytech has been 
totally engrossed in the Malibu aircraft. Ow total 

I support concept has grown from a strictly sales and 
service int of view into a com lete support net- I work. G e  have developed the h i b u  Parts Ex- change Network ca able of servicing Malibu cus- 
tomernand service Lilities anywhere in the wodd. ~ 
Our parts department continues to ow and pro- I I vide- services for a wide m~ ~Ymaintenmce ~ 
facilities. Our service de art&nt continues to lead . I the nation in number of dalibus serviced and main- ~ 
rained. At this point, we have 
every major re air conceivable KZ'SsZz 1 
part of the u.Q As the Malibu enters its second 
decade of operation, Skytech is devoting a great 
deal of effort in the modification and enhancement 
of the existing fleet. 

I I In short, no matter what type of problem or question 
you have. SKYTECH rNC. is poised to solve 

Scheduled service 
100hr / annual inspections 
Pressurization service 
Dynamic prop balance 
De-ice syst:m troublesh~ting/instalIation 
Engine shooting 

I I Avionics 
Auto-pilot repair and troubleshooting 
Navlcom repairs 
Radar installation and repairs 
Flitefone repairlinstallation 
GPS installation 
IFR certifications 
Complete system upgrades 

Upgrades 1 Major Repairs 
10-550 Conversions Aircraft recovery 
Spoiler installation . window replacement . Heated Windshield 

rebuilding 
Wing repair and Installation 

rebuilding Custom Interiors 



RAM remanufactured 
Continental (TCM) TSIO-520-BE engine. 

RAM nose gear door removal lut I'M-OPl and FAA 
STC SA8963SW allows the Malibu nose wheel doors 
to be removed for improved engine cooling. 

RAM installs an engine cooling and performance package during the 
installation of a RAM remanufactured engine. The package includes 
removal of the nose landing gear doors and installation of RAM 
Surestand red silicone rubber engine baffle seals. CHT is reduced 
50°F. Oil temperature is reduced 25°F. Cruise performance is 
reduced two to three IUAS depending on altitude and aircraft 
configuration. With RAM'S improved cooling package installed, 
owners are given the option of using revised fuel settings during 
cruise climb. The optional mixture setting is closer to best power 
mixture which provides improved climb performance fuel economy. 

AIRCRAFT COPRORATION 
7505 Airport Drive Waco Regional Airport 

P. 0. Box 521 9 Waco, Texas 76708 
81 7-752-8381 Fax 81 7-752-3307 



I hope you all have marked your 
calendars for the Monterey Convention 
- October 2 - 6, 1996! In the meantime, 
let me introduce you to our new members. 

Deiter Breitkreuz 
D-EMDB 

Hofheim, Germany 

Another international member! 
Deiter owns a 1988 Mirage with speed 
brakes installed. 

Frank Varasano 
N12321 

New York, NY 

Frank's 1996 Mirage is scheduled for 
an April delivery. He's a management 
consultant. 

Neal Nichols 
N84HL 

Arlington, VA 

Neal owns a 1984 Malibu and is 
involved in ground transportation. He 
has graciously volunteered for the 
Maintenance Committee. He was 
referred to us by member, Roger Young. 

Eugenio Pozzo 
N369Z 

Venezia Mestre, Italy 

Our second Italian! Eugenio is an 
entrepreneur and owns a 1995 Mirage. 
He comes to us by way of fellow Italian, 

John Mariani. 

John Eddie Williams & Dawn 
Nelson 
N46JW 

Houston, TX 

John is an attorney. He owns a 1985 
Malibu (#36) with Van Kesteren's 350 
HP mod. He has volunteered for the 
Membership Committee. John was 
introduced to us by Mary Bryant of 
Attitudes International. 

John Goodrich 
N9123V 

Portola Valley, CA 

'We're hoping John can join us at the 
Monterey Convention. John is an 
attorney also, and owns a Malibu with 
his partnerlmember, Ralph Eschenbach, 
who joined last year. 

Tim & Connie Bryant 
N9245D 

Austin. TX 

Tim is president/ownerlCEO of a 
financial company that is based in 
Nebraska. He owns a 1994 Mirage and 
was referred to us by our good buddy, 
Buzz Rabatin at Aviation Sales in 
Denver. 

Ron & Pam Bullen 
C-GTCS 

Calgary, Alberta 

Ron is a businessman in Canada, and 
our Canadian member, Allan Williams, 
referred him to us. He owns a 1987 
Malibu. 

Dale Brown 
Incline Village, NV 

Dale is considering aMalibu purchase 
and joined to learn more about the aircraft. 
His co-pilot is Diane Joelson with the 
Sacramento Police Department. He is 
an author of military aviation action 

adventures, including Flight of the Old 
Dog, Storming Heaven, and others you 
may know. Welcome, Dale! And let us 
know when you find your Malibu. 

H. Anthony Miller 
N795MA 

Warsaw, IN 

Anthony is president and general 
manager of Instrumedical Technologies, 
Inc. He owns a 1995 Mirage and is 
commercial rated. 

Richard & Mary Paschke 
N4378S 

E. China, MI 

Richard owns a 1985 Malibu with the 
RAM cooling mod and spoilers. He is a 
graphic artist. Member Jim Ghilzon is 
responsible for this new member. 

Russell Otterbine 
N44TC 

Mt. Pleasant, MI 

Russell is a beer & wine wholesaler, 
and owns a 1990 Mirage with spoilers. 
He and his copilot, Christina Branch, 
operate from the Boyne City, MI airport. 
Ron Cox at ATM referred this new owner 
to us. 

Dennis Mortensen 
N9220T 

Sandy, UT 

Dennis owns a 1986 Malibu with 
spoilers installed. He trains with our 
friend, Floyd Asher, of Intermountain 
Piper in Salt Lake City. 

Andrew Tumicki & David Hussey 
N4384T 

Glassport, PA 

Andrew and David are airport 
neighbors with President, Bill Alberts. 
Bill gets credit for this one. They own 

Continued on Page 36 
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Check-In - Continued from Page 13 

have decided to do our maintenance with 
Skytech. 

Since then we have flown the Malibu 
over 106 hours on business. My 
employees love the airplane, especially 
as compared to the P-210. It is not only 
faster and more comfortable but, in their 
words, it looks and feels like a "real" 
airplane. I also love the airplane. It 
combines the speed and flight 
characteristics of my old Mooney, the 
comfort and redundancy of our old E-90, 
and the performanceleconomy 
relationship that originally attracted me 
to the P-210. 

Now that I actually own and operate 
a Malibu, I look forward to becoming a 
more active member of the association. 

Richard C. Pietrafesa Jr., C. E. O., 
Polo / Ralph Lauren 

Dear Editor: 

I have experienced terrible autopilot 
problems. Simultaneous failure of pitch 
servo and integrated circuits in the KC 192 
computer (intermittent) making it very 
difficult to zero in on the problem. Please 
remind M*MOPA members that there is 
a new bulletin on the KAS 297 and that 
servos, according to a King Bulletin, 
should be inspected every year or 1000 
hours whichever comes first. 

Lupo Rattazzi, 1-OBER, 
PA-46-35OP, Italy 

Dear Sy, 

I wonder if we could share some 
recent experiences that we've had with 
our Malibu? Thanks to our very own 
Bill Prymak, we had some super 
soundproofing /insulation installed. The 
results are incredible. We were able to 
lower the heater output at FL250 and the 
back was comfy. The cockpit noise 
without the Bose headsets was reduced 
dramatically (7 or 8 dB). The cost was 
$800 for parts and 35 hours of labor 
which includedreplacement of the entire 
headliner (which was dirty anyway). 

We also installed the RAM baffle 
seal kit. Cost $275 and 10 hours of labor. 
The result is a 40 degree drop in CHT at 
FL250 and 75% power. On a visit to St. 
Petersburg, Florida, we had Van install 
his fuel caps which adds 32 gallons, if 
you accidentally fill up past the tabs. I'm 
happy to share more details on N9 184F 
with any of our members. Thanks. 

Arnold Sperling 

To the Membership: 

On arecent flight from Austin, Texas 
to Vero Beach, Florida, the effects of ice 
on the Malibu/Mirage were once again 
very aptly displayed. Due to weather 
directly to the East of Austin, the flight 
had to be planned initially to the West 
and then direct Dallas followed by a 
large deviation to Texarkana then 
Jackson, MS for fuel. Thinking we had 
the more serious part of the trip behind 
us, we began a climb out of Jackson to 
FL 230. 

Passing through 16,000 MSL the 
aircraft began to show signs of icing. All 
available anti-ice equipment had been 
preflighted and turned on prior toentering 
the clouds. The aircraft, a Mirage, had 
full 42" MAP applied; 130 KIAS on the 
airspeed gauge, as the POH recommends, 
and showing only 300-400 fpm in the 
climb. This vertical rate of ascent was 
very quickly going to show a zero rate of 
climb since the ice on both the wings and 
horizontal stabilizer was showing 112 to 
314 inch of ice. The boots were actuated 
and a slight rise in the rate of climb 
occurred. 

Things were not looking good for 
flights at this altitude or getting any 
higher. Knowing the temperature was 
warmer below, specifically above zero 
at 13,000 MSL we requested an 
immediate descent to 13,000MSL. ATC 
complied and we started our descent to 
lower altitude. All during this exercise 
the airspeed remained above 130 KIAS. 

Passing through approximately 
15,000 MSL the control wheel slammed 
back, a large bang in the rear of the 
aircraft was heard and the nose pitched 
over to around a 15 degree nose down. 

We just encountered tail plane icing. 
Since we were already at max power, all 
we could do is keep the nose down until 
the airplane began to fly again. We lost 
approximately 600 ft, during the stall 
recovery. The whole time for this to 
occur was less than 30 seconds. 

We requested lower to 11,000 MSL 
where we broke out of the clouds and the 
outside air temperature was above 
freezing. The pilot I was flying with had 
10,000 plus hours and was current in 
several jets and turboprop aircraft. Still 
when the event occurred, my hands and 
feet came up on the controls and, in what 
I hoped was a steady voice, asked what 
had happened in those few seconds. We 
guessed the loud bang was ice departing 
the tail of the aircraft, although the surface 
of the wings showed little build up aft of 
the wing boots. One theory offered by 
John Mariani is that when the tail stalled, 
the bang was caused by the elevator 
hitting the stops inside the tail cone. 

Had we been on the autopilot would 
the results have been the same? I don't 
know, but I worked the scenario through 
my head several times. If you were not 
an experienced pilot around ice and 
thoroughly familiar with the KFC- 150 
Autopilot system, would you have 
identified the cause and applied the 
appropriate control inputs as rapidly as 
we had or would the aircraft have rolled 
into one of those NTSB type vertical 
dives with total loss of the aircraft? Think 
about it. What would be your reaction? 

Upon arrival at Vero Beach we did 
notice a bend on the metal above the 
elevator on the right side of the horizontal 
stabilizer. The control surfaces were 
free and no cracks were observed in any 
of the hinge brackets on the elevator. 
The aircraft was to be furthered inspected 
and, as of this writing, no further damage 
had been found. 

Stay alert when flying around icing 
conditions. Get the autopilot off so you 
can feel the controls. Control sticking in 
any of the axis of flight can be a serious 
condition for the pilot. Get out of icing 
conditions as quickly as possible. Even 
though the aircraft is approved into 

Continued on Page 40 
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Education is never cheap! - 
Are you paying t o  

3 educate your shop. 

TRAINING AND EXPERIENCE. The factory has 
not offered maintenance training in years. Nor have 
they widely offered this training on the Mirage. CAT 
technicians have more collective experience on PA46 
Series aircraft than anyone else in our region. They 
have worked both with and for the factory. And most 
importantly, they have years of hands-on experience. 
CAT has maintenance experience on over 30 Malibu/ 
Mirage aircraft - from S/N 5 (with over 4000 hours 
on it), to brand new PA46-350's. 

SPECIALIZED IN-HOUSE SERVICES. CAT provides 
such services as: computerized maintenance tracking 
at no charge, video probe inspection, eddy current 
and NDT inspections, propeller dynamic balance, 
Power-Pac spoilers, engine repair/exchange, custom 
installations, and warranty assistance. 

LOCATION. We are conveniently located in the 
San Jose Jet Center Complex, consistently one of Pro 
Pilots' Top Ten FBOs. 

COMMITMENT. CAT is committed to quality and 
customer service. Our success testifies to that. So the 
next time you have maintenance requirements, or 
need technical advice, remember to call on us. 

A\ - 
Corporate Air Technology 

1250 Aviation Avenue, Suite 125 San Jose, CA 95 110 

FAA CERTIFIED REPAIR STATION A U3R384L. Corporate Air Technology is 
convenientlv located within the Sun Jose Jet Center Complex at Sun Jose International Airport. 



Since 1979, Westair has delivered personalized quality service to owners of singles, twins and fleet operators at fair 
prices. Our Director of Operations and Maintenance, Tom Scarbrough, I.A., is available as your personal MalibuMirage 
maintenance supervisor. Courtesy cars, fuel discounts for maintenance customers, golf packages and more. Call today 
and discuss your needs with Tom Scarbrough. 

QUALITY: Westair will inspect and repair your 
aircraft on time with professional MalibdMirage 
specialists. You have come to trust Tom Scarbrough 
with your Malibmirage over the years (formerly 
Maintenance Manager at Skytech, Baltimore, MD). 

GUARANTEE: We guarantee the work we do 
and stand behind it 100% with one on one personal 
service. 

VALUE: Westair's labor rates and parts prices are 
very competitive. 

The bottom line is the love for flying, so let Westair 
keep the cost down at the bottom line, without giving 
up Quality and Safety. 

1995 PIPER FACTORY 
MALIBU/MIRAGE TRAINED STAFF 

Trained on all Malibmirage major and minor 
repairs, custom installations, STC's and 
service bulletins 1 letters. 

Custom computer AD research and billing. 
Avionics installations and repairs. 
Continental and Lycoming factory support 

representative available. 

Westair, Inc. 
200 Airport Drive, Westrninster, MD 21 157 

Telephone: (410) 876-7200 Fax: (410) 876-8324 

Quick Turnaround Large Inventory 
Courteous, Knowledgeable Staff 

Superior Service 

I FREE OIL FILTER WITH OIL CHANGE SERVICE 1 
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If your insurance is about to renew, let us give you a quote from one of 
several top companies we represent. You don't have to pay the highest 
price to get the highest quality coverage. Call one of our agents today. 

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

Shaw Aviation lnsurance 
(Formerly Werlhof) 

Buy Your Malibu Insurance From Someone Who Knows The Market 

Call Us For a 
Renewal Quote! 

d 

FACTORY SERVICE CENTER 
WEATHER RADAR AUTOPILOT 

RADAR ALTIMETER 
SILVER CROWN GOLD CROWN 

We are committed to providing top quality, reliable avionics and 
installations. As a Bendur/Kmg service center since 1980, we have 
gained the experience to diagnose and repair your Mahbu avionics 
correctly the first time. 

Contact one of our technicians today. For a quick solution to 
your problems, send us your troubled avionics for a no-cost 
repair estimate. 

Tel: 209-252-7967 . Fax 209-252-9703 
5045 East Anderson . Fresno, California 93727 

Fresno Air Terminal . FAA R.S. # CP3R43 1L 
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Med+Facts - Continued from Page 21 

wind tunnel into a box, to obtain my goal 
of Tucson to refuel. With my GS now 
down to 93 knots, the option for my 
Tucson objective was diminishing. My 
option list for this flight was running out. 
Then, a similar vertical humcane-like 
exposure put the Malibu through another 
event with full power only able to stop 
this process with a 700 foot loss before 
recovery. If I were to have been IMC, it 
would have been truly spooky. All this 
was happening in what seemed to be 
clear calm airflow. 

My option list was exhausted. My 
next move was: "Center- Malibu 77A, 
request". Center: "roger request". 
"Malibu 77A requests present position 
direct Austin" - last option. Center: 
"Roger only able left turn direct San 
Antonio, direct Austin". N4377A: 
"Roger, left direct to SAT now". Then 
the 'little voice' called again. In 1957, 
my uncle turned away from a squall line 
that was moving 110 knots while was 

doing 1 10 knots, and fell a short distance 
to the ground with fatal results. Now, 1 
am going to turn away from a 150 knot - 
humcane, and do the same. Full power, 
and a careful slow 180 resulted in only a 
500 foot leaf like rudder walk fall out. 

Center was again interested, but by 
now, understood what was going on 
above them. A quick call to AWAS 
revealed surface winds in Austin up to 
25 knots gusting to 40 and increasing. I 
revealedmy 'mountain wave' experience 
to AWAS, and an immediate SIGMET 
was released for the area. There was a 
women pilot below me in a Cherokee 
140 getting ready to traverse the same 
area at 12,000. My only advice to her 
was "don't even thinkabout it". Iwonder 
if she made it? 

During the return to Austin, at a GS 
of 347 knots, I wondered if I was getting 
old orjust weak. After a 'sporty' landing 
at Austin, I ventured over to my A&P's 
hanger to ask about doing our Annual at 

recent experience with him. I also 
admitted my feelings about getting old 
andlor weak. He related, that as aNTSB 
Investigator, he investigated large 
Airliners being 'pushed' to the ground in 
similar clear air occurrences. He also 
said: "If it would make you feel any 
better - that 414 over there made it through 
there just an hour ago, but paid aprice. A 
stroll over to the 414 rcvcalcd two wing 
panels and one winglet torn away from 
the wing! The news that night reported 
that the Guadeloupe Park Ranger 
building had its roof torn off by 120 knot 
surface winds. This was the Park whose 
runway I almost tucked into, if it were 
not for my little voice. 

As we get older, we might not be 
getting bolder. But, I guess getting older 
is not such a bad option, at least it keeps 
us on the right side of the grass. 

MED FACTS-OPTIONS- keepthem ahead 
of your Malibu. Send me your MED FACTS 
interestsforfuturearticles. My email address 

Austin this year. I also discussed my is txviking@io.com MMOPA 

Oxford Aviation's mastery of DuPontm IMRON' refinishing and interior craftsmanship by factory-trained and certified 

technicians has earned us the reputation of being the best. Mooneys, Cessnas, Pipers, Beechcraft, all factory-new Lake 

Amphibians, and almost every other make of aircraft have come to Oxford. 

The Quality Starts in the Details. From design consultation, 

preparation, corrosion proofing, to final finishing, Maine 

craftsmen working in America's most sophisticated and 

environmentally controlled facility painstakingly reverse 

what the ravages of nature have done to your aircraft. 

Look at our record: "Best of Show" or "Queen of the 

Fleet" for every major manufacturer. As well as the 

original "Good as New 172" by AOPA! 

Don't Give Your AircraJ tojust Anyone. Inside, outside, all around, 
I 

from paint to glass, interims to annuals, engine exchanges to STOU 

speed kits. Call us for detailed information and a quotation. 

DdPont and IMRON are reg&!ered IrademarXs 
01 E I du Ponl de N m u r s  8 Company 

RFD 1, BOX 1275, Oxford, Maine 04270 
(207) 539-4779 FAX (207) 539-8441 

Rated #l by lght Plane MainferWnce/Aviation Consumer Magazine 
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THE KFC 150 AUTOPILOT SYSTEM 

A sk any aircraft owner who has 
taken an autopilot repair to an 
inexperienced shop, and he will 

tell you a story of the huge sucking 
sound in his wallet. Of course, many 
factors influence the cost of an autopilot 
repair, but finding what really failed will 
be the final factor in that cost. Getting to 
that point however, can become a never 
ending expense for you or the poor shop 
that has stumbled on a basket case. Here 
are some guidelines to make your next 
autopilot repair smoother and keep that 
wallet vacuum cleaner off the deep shag 
setting. 

The KFC 150 - or for that matter 
any autopilot - is by far the most 
complex system in your aircraft. To 
diagnose this system quickly requires a 
technician with the right equipment, 
training, and above all, experience with 
your type of autopilot. An experienced 
technician will take time to listen to a 
customer carefully and ask enough 
questions to get an accurate report so 
that he can begin troubleshooting even 
before he enters the cockpit. A simple 
ground check of the aircraft may be all 
that is required to identify the faulty unit. 
Blind troubleshooting is not easy and 
this is where many shops can loose their 
reputation and destroy good relationships 
with a customer. Keep in mind that no 
shop is perfect, and proverbial gremlin 
can sneak in and give even the best shop 
a run for their money. 

Before taking an autopilot to a shop 
be sure to have an accurate description of 
the problem. You may want to make a 
flight just to verify the squawk. Include 
as much information as possible, even if 
it seems minor to the problem that made 
you bring it in forrepair. For instance, an 
overshoot in capturing an altitude is 
sometimes caused by a worn pitch 
capstan clutch. The degrade in 
performance is subtle and you may have 

just lived with it. But if the pitch servo 
is replaced due to an unrelated problem, 
the worn clutch remains and so does the 
problem. The technician may or may not 
catch this worn clutch, but with complete 
information, the clutch would have been 
removed and inspected along with the 
servo, saving you the cost of removing 
the servo to get to the clutch at a later 
date. 

If the problem is not easily identified 
or described, then a test flight with the 
technician isrequired. It is recommended 
that this test flight be done with every 
autopilot repair since a technician who is 
familiar with the performance of the 
autopilot may identify a problem that 
has gone unnoticed. The test flight should 
be performed in smooth airto distinguish 
between turbulence and performance 
problems. If the problem occurs at 
certain altitude or in certain flight 
conditions, try to duplicate them. Also 
make sure the technician is aware of this. 

Check the maximum bank and pitch 
angles along with the roll and pitchrates. 
If the flight director has been replaced 
without setting up the computerto match, 
an alignment may be all that is required 
to bring the performance back up to 
standards. The flight director command 
bars can also give a good clue to the 
performance of the system. Make a note 
of its performance during autopilot 
operation. Large deviations or 
oscillations may indicate the servos are 
slow to follow up or completely 
unresponsive tocommands. Also, check 
the performance of the horizon. This is 
the computer's only source of the aircraft 
attitude and if it is slow to erect or seems 
to lay over in flight, the computer will be 
given faulty information. Try manually 
flying straight and level - eyes closed 
-and your copilot giving you erroneous 
random information. You will 
undoubtedly find yourself worn out and 

in an undesirable attitude. 

The pitch functions are the most 
common complaints. Frequently, the 
problem can be found in the pitch servo 
and the trim servo follow up. The trim 
servo follows the change in pitch attitude 
to release excessive force on the pitch 
servo. A three-second delay is designed 
into the system to keep the autotrim from 
responding to short-term forces in light 
turbulence and possibly inducing a 
porpoise effect. If the aircraft pitches up 
or down upon disengagement, there is a 
good indication of a fault in the autotrim 
system. When the autotrim system fails 
or is performing poorly, the pitch servo 
will be overworked. Left unrepaired, the 
pitch servos life will be greatly shortened. 

To get an idea of the demands placed 
on the servos with this problem, manually 
fly the aircraft and transition from an 8- 
degree climb to level flight without 
trimming for the entire flight. You will 
soon find yourself worn out and ready to 
disconnect. Other things to look for 
include overshooting the capture altitude, 
error between the selected and final 
altitude, pulsating movement in the yoke, 
an over-active trim, or autotrim in one 
direction only. 

The roll modes are less demanding 
on the servos and most squawks are poor 
roll rate or poor NAV tracking. If the roll 
is sluggish during turns, try helping the 
servo by gently applying roll force to the 
yoke. If this works, the clutch is probable 
slipping. The clutches are asafety design 
to enable the pilot to resume command 
of the aircraft even with stuck solenoid. 
The clutches are designed to slip, but 
excessive slippage due to lubricant 
contamination during aircraft 
maintenance, or improper adjustment 
during installation can occur, and over 

Continued on Page 46 
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Client Recommendations 
I have taken lessonsfrom Lestersince my original familarization course and have 
been faithful in returning to Lesterforthe last 7 years of recurrent training. I found 
Lester to be very knowledgeable about the correct way to fly the aircraft, as well 
as the mechanical quirks of the machine. I have thoroughly enjoyed my 
experience and highly recommend him as your source of recurrent training. 

Refresher From $325.00 Gayle and Judy Schaefer 

I have flown with Lester for the past 9 years since my initial training and what I 
like about Lester is his way of correcting you and advising you about what needs 
to be improved. In addition, his mechanical knowledge of the aircraft has more 
than once led to a needed fix of potential problem. I now take recurrent training 
every six months including night and IFR and never fail to learn something new 
on every visit. Highly recommended. 

Initial From $950.00 Sy Weiner 

For Scheduling or Further Information 

Call Factory, Inc. 407=562=5438 
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A Piper PA-46-350P Mirage lost 
power and collided with a tree short of 
Runway 34L at Van Nuys, California, 
at 1922 PDT on Monday, July 10. 
VMC prevailed for the cross-country 
flight from Camarilla, California. The 
pilot stated that he heard the engine 
skip while on approach. He 
immediately switched the fuel selector 
valvefromthe left tank to the right tank 
but engine power was not restored. 
The airplane's right wing broke off 
during the collision with the tree. About 
two inches of fuel was found in the 
right wing tank as it lay flat. No fuel 
was found in the left wing tank. The 
airplane was substantially damagedand 
the private pilotlowner received minor 
injuries. 

A Piper PA-46-350P Mirage 
collided with terrain while taking off 
fromFortMyers, Florida, at about 161 5 
EST on Sunday, December 3. VMC 
prevailed at the time and an IFR flight 
plan was filed for the planned cross- 
country flight to Orlando, Florida. A 
witness stated that the pilot aborted the 
takeoff after getting airborne. The 
airplane then drifted left and collided 
with terrain. The airplane was 
substantially damaged but the 
instrument-rated private pilotlowner 
and the passenger were not injured. 

On December 14, 1995, at 1445 
eastern standard time, a Piper PA - 46 
- 310P, N9102V, was substantially 
damaged following a collision with 
power lines and terrain during a forced 
landing attempt near Greenwood, South 
Carolina. The commercial pilot was 
seriously injured, and his passenger 
was fatally injured in the accident. The 
aircraft was being operated under the 
provisions of CFR Part 91 by the pilot 
at the time of the accident. Visual 
meteorological conditions existed at 
the time of the accident, and no flight 
plan had been field for the personal 
flight. The flight departed Charlotte, 

North Carolina at about 1330, and was 
enroute to Chamblee, Georgia. 

Witnesses stated that the pilot of the 
aircraft called on the local radio frequency 
and reported that he was low on fuel, and 
needed assistance in finding an airport. 
He was given directions to the Greenwood 
Airport. The pilot later called on the 
radio, and reported that the aircraft was 
out of fuel, and that he was attempting a 
landing on a four-lane road. 

The aircraft impacted power lines and 
the terrain during a landing attempt on a 
roadway about three miles Northeast of 
Greenwood, South Carolina. The aircraft 
fuel selector was selected to the left fuel 
tank. Examination of the left Fuel tank 
revealed that there was less than two quarts 
of fuel remaining in the tank. 

On December 26, 1995, about 2245 
eastern standard time, a Piper PA - 46 - 
310P, NIIOOSJ, registered to Scott Gold 
Company, Inc., was substantially damaged 
during a forced landing near Anthony, 
Florida. Visual meteorological conditions 
prevailed at the time and an IFR flight 
plan was filed for the 14 CFR Part 91 
personal flight. The private-rated pilot 
sustained serious injuries and one 
passenger sustained minor injuries. The 
remaining five passengers were not 
injured. The flight originated about 2210 
from the Kissimmee Municipal Airport, 
Kissimmee, Florida. 

The pilot stated to an FAA airworthiness 
inspectorthatduringcruiseflight at 14,000 
feet mean sealevel, heobserved adecrease 
in manifold, then oil pressure. He declared 
an emergency to air traffic control and 
they vectored the flight to anearby airport. 
The pilot was unable to glide to the airport 
and while descending, theairplanecollided 
with trees. The airplane than impacted the 
ground and came to rest upright with the 
landing gear collapsed. 

Preliminary examination of the engine by 
the FAA inspector revealed a hole in the 

crankcase adjacent to a cylinder. 

On January 16, 1996, at 0900 
Eastern Standard Time, a Piper PA- 
46-350P, N921 OF, collided with a light 
pole at the JimMeadBaseball complex 
while on final approach to Falcon Field 
in Peachtree City, Georgia. The 
business flight operated under the 
provisions of 14 CFR Part 91 with an 
instrument flight plan filed. Instrument 
weather conditions prevailed at the time 
of the accident. The airplane was 
destroyed; the commercial and private 
rated pilots were fatally injured. The 
flight departed Lakeland, Florida, at 
0700 hours. 

According to Atlanta Approach 
Control, the flight received routine 
instrument handling, and was instructed 
to contact Falcon Field Automated 
Surface Observation System for the 
current weather observation. The flight 
was vectored to intercept the localizer 
course for the Localizer 31 Approach. 
At 0859, Atlanta Approach terminated 
service with the flight and issued the 
flight the current altimeter setting. No 
further radio communication was 
received from the flight. 

At approximately 0900, a witness, 
located less than 114 mile east of the 
accident site, heard the snapping sound 
of a light pole at the baseball complex. 
The witness stated that the fog was so 
thick that he could not see the airplane 
on the ground. 

Examination of the accident site 
disclosed that the airplane collided with 
a light pole on the southeast edgeof the 
baseball complex. Wreckage debris 
was scattered over an area 700 feet 
long, and 75 feet wide. The 
examination also revealed that the right 
wing collided with a utility pole about 
60feet above the ground. The airplane 
wreckage was two miles southeast of 
runway 3 1, and 2400 feet right of the 
approach course centerline. MOPA 
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1985 Malibu with spoilers and the 550C 
conversion. Andrew is a corporate pilot 
and David is CEO of MAC AIR, Inc. 

Peter Eversole 
N46PT 

Lacrosse, WI 

Peter owns a 1990 Mirage with 
spoilers. He's an auto dealer. Peter has 
over 4,000 hours with multiengine, 
commercial and helicopter ratings. 

John & Nikki Holcomb 
N12RS 

Huntersville, NC 

This new member is courtesy of 
SkyTech, Inc. John is involved in the 
distribution of packaging products. He 
owns a 1990 Mirage with the RDS-81 
Radar. 

Joseph & Ellerine Grzebik 
N43412 

Santa Rosa, CA 

Joseph owns a 1984 Malibu and 
lives in one of the prettiest cities in 
California. 

W. Carroll & Jean Stephenson 
Smithfield, NC 

C m l l  is currently an A36 driverlooking 
for a PA46. He's an insurance agent. 

I -YOUR CHOICE OF COLORS: SCAT ORANGE, MED BLUE, LIPSTICK RED OR SMOOTH BLACK 

ALL MATERIALAMS 3320 - 3/32 TEMP RANGE! -65 TO +450 

Listed below is our stocking dealers 

West Coast Central East Coast 
Western Piper Aviation Salw Sky Tech 
1-800-60-PIPER 303-799-9999 410-574-4144 

Modern Aero 
1-800-937-2376 

John Miller 
N954SB 

Park City, UT 

John is CEO of his company and 
owns a 1995 Mirage. 

Richard & Julia Geist 
N9117J 

San Rafael, CA 

Richard is rejoining the M-MOPA 
with his purchase of a 1987 Malibu. 
The new 'Bu has spoilers installed. 
Richard is a physician. Welcome back! 

Rick Weitekamp 
N872R 

Springfield, IL 

Rick is president of R.W. 
Refrigeration Distributing. Heowns 
a 1989 Mirage and comes to us 
through the generosity of SkyTech, 
Inc. 

Wade & Sharon Russell, Ben & 
Susan Stevens 

N14EV 
Huntsville, AL 

Wade and Ben are partners in a 
1985 Malibu. Wade is aretail grocer 
and Ben is an oil company 
distributor. 

Clemens Cappell 
D-EJCC 

Winhoring, Germany 

Our international rolls are 
growing! Clemens is aformer flight 
surgeon in the German Navy. He 
owns a 1985 Malibu with a 3 blade 
prop (!) and speed brakes. Our 
German member, Ernst von 
Sonnenburg, referred him to us. 
Thanks, Ernst! 

I know you all join me in 
welcoming these new friends and I 
hope we have an opportunity to meet 
them at the Monterey Convention. 

In the meantime, FLY SAFE! 

M O P A  
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A 11 pilots dream about great flying 
adventures. Malibu pilots not 
only dream about adventures, 

they also make them happen. This is one 
small example of a recent trans Atlantic 
crossing that I would like to share with 
you for the excitement of the planning 
and the thrill of the flying. 

Because safety is the most critical 
dimension of flight, I share with you the 
careful planning and preparation that 
went into my recent three week single- 
engine trip to Africa. 

The sun had not yet risen as Anil 
Madan I left our hotel in St. John's, 
Newfoundland to face an icy, blustering 
Arctic wind on our way to the airport to 
commence our trans-Atlantic crossing. 
This was not a ferry flight to deliver an 
airplane to Africa; it was the pipe dream 
of two middle aged pilots looking for a 
diversion form daily work. 

The first area of focus was our route 
of flight and leg lengths. We departed 
from Jet Aviation in Bedford, 
Massachusetts ,in our Piper Malibu, 
packed to the brim with two pilots, a 130 
gallon auxiliary fuel tank, 20 pounds of 
maps and safety equipment galore. 

Safety was the most important factor, 
we spent a great deal of time preparing 
forjust about any problem that we could 
think of. 

The route to Nairobi, Kenya was 
planned with careful attention to detail 
using the FliteStar computer program 
with world wide data base. Although the 
range of the Malibu was 3,000 NM, no 
leg length exceeded 1,900 NM. We 
checked for AvGas availability at each 
of our stops and we brought a case of oil 
with us. The Jepp charts were brand new 
and we carried VFR charts as well. 

Next we reviewed our equipment 
needs. Navigating the Atlantic is 
significantly easier with a GPS and we 
also had a back up battery-powered GPS 
in case the flow of electrons were to 
cease from the dual alternators in our 
ship. Communicating with Air Traffic 
Control requires more than a VHF radio. 
A single side bank high frequency radio 
- which is quite out of the ordinary 
when flying in the U.S. -is needed for 
long range communication and position 
reporting when flying trans-oceanic. 

The remainder of our safety 
equipment included a life raft with 
survival equipment, life jackets, a hand 
held aircraft radio and a hand held marine 
radio in case we had to look for a boat to 
land on. The floating ELT and an 
American Express card rounded out our 
supplies. 

Before agreeing to insure our flight, 
our insurance company strongly 
suggested that its chief pilot, Bill Watt, 
go over the safety and planning issues of 
the trip in great detail. His advice was 
immensely helpful and made the 
adventure appear to be very easy. 

An annual inspection at Jet Aviation, 
a fill-up with 250 gallons of gas; and the 
rest, as they say, is history. The winds 
were from the west as we departed from 
Boston on a clear, cold day in January. 
The frrst leg of our flight took us to St. 
John's, Newfoundland. There we found 
an outlet for our Tanis heater, Avgas and 
a hotel room for the night. 

The Canadian Flight Service weather 
briefing was superb and the route to 
Santa Maria, Azores showed 1,400 NM 
of clear skies with a tailwind. We had 
already received permission from 
Transporte Canada to cross the Atlantic 
in a single engine plane and this permit 

can be applied for and received via fax or 
phone as long as you are carrying the 
appropriate safety equipment. 

Six hours at FL250 and we arrived in 
SantaMaria. This longrunway, aformer 
military strip, has fuel, weather, 
restaurants and a nice hotel. The Azores 
are a little jewel of vacation spots and 
Anil and I stayed for a couple of days to 
play golf with the airport manager. We 
also made a side trip to a neighboring 
island for a day of touring. 

The departure from the Azores to 
Tangier, Morocco was uneventful as was 
the flying. The sky was clear and there 
was no air traffic. HF and VHF radio 
communications presented no problems 
and in a few hours we were on the ground 
in Morocco on an airport that was big 
and quiet. Clearing customs and buying 
gas was not a hassle and we proceeded 
into the city to look for a hotel and golf 
course. 

Tangier is acity that offers everything 
imaginable and then some, for sale. One 
must be careful about the myriad of 
street vendors; We were befriended by a 
rug merchant who spent a day showing 
us the tourist sights and then tried 
vigorously to sell us some rugs. When I 
declined, he insisted upon calling my 
wife, Charmian, in Boston to find out 
what color rug would be best for our 
kitchen. We escaped without a rug, 
although in retrospect there was probably 
room in the plane for a small one. 

The next stop was Malta, a wonderful 
little English-speaking island, in the 
Mediterranean. It was a VFR flight that 
took 6.5 hours. There we met with the 
U.S. Ambassador who invited us to 
dinner at his house and who helped us to 

Continued on Page 39 
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Malibu to Africa - Continued from Page 37 

get a permit to fly to Israel. Malta had 
lovely, friendly and considerate people 
who could not have been more helpful to 
us. The runway, Avgas and weather 
were all first class. There is even a 
Malibu hangared on the island although 
we could not locate the owner while we 
were there. 

With telexed permit in hand, we took 
off for the 6 hour flight to Eilat, Israel. 
The Israeli ATC is incredible. They 
were courteous and extremely precise. 
Turn now means exactly now lest you 
cross the border by error. We complied 
and made an uneventful evening landing 
in Eilat. This tax free resort area is on the 
Red Sea and is a tourist mecca. Avgas is 
less than two dollars per gallon and there 
are no airport fees. Security is tight but 
not obtrusive and our arrival was 
anticipated. Clearing customs took a 
couple of minutes and we were on our 
way to one of the many ostentatious 
hotels in town. 

Since tourism is the major focus of 
Eilat, it comes as no surprise that there 
were many goodrestaurants, watersports, 
and sight seeing events to choose from. 
We made a day trip to Jerusalem in the 
Malibu which presented no logistical 
problems. English is spoken throughout 
the country and small plane flying 
presents no problem as long as you file a 
flight plan. 

Departing from Israel to Kenya 
presented a most interesting problem. 
Neither the Egyptian nor the ~ a u d i  ATC 
wanted to talk with us but we were 
allowed to fly down the center comdor 
of the Red Sea. We climbed to FL250 
and, in the beautiful blue sky, crossed 
Eritrea and Ethiopia to enter Kenyan 
airspace. This was a ten hour flight 
which, with the time change, brought us 
tu Nairobi in the late evening. Customs 
and tie down presented no difficulties 
and we were now ready to spend a week 
in Kenya. 

This is a spectacular country offering 
Mt. Kilimanjaro, Mt. Kenya, the prettiest 
beaches in East Africa, and the Masai 
Mara game parks. All of these are joined 
together by general aviation airports and 
our Malibu was just the right plane for 
the job. We played golf, went on asafari, 
went SCUBA diving and water skiing 
and enjoyed the fine hospitality of our 
Kenyan friends. There is a Piper dealer 
at the airport in Nairobi and Avgas is 
$2.80 per gallon. 

Our departure date came much too 
quickly. We filled the tanks and headed 
for Luxor, Egypt. This ten hour leg 
brought us to a huge airport where we 
were the only plane on the tarmac. Cash 
gifts are a way of life in this country so 
one must always be prepared for the 
inevitable bribes that are required to get 
anything done. That said, we paid our 
way and took a taxi to the Sheraton for 
view of the Nile and a modest dinner. 

Morning arrived and we toured the 
ruins and the museums before our 
afternoon departure for Italy. Overflying 
a great expanse of desert and avoiding 
Libyan airspace brought us back to the 
Mediterranean. And here is where we 
had our only mechanical problem on the 
trip. The #1 Alternator dropped off line. 
We decided to make a pseudo emergency 
landing at the Reggio Calabria airport in 
Southern Italy. After parking and 
clearing customs, we took a taxi to town 
to enjoy some of the finest restaurants 
that we encountered on the entire trip. 
We were fortunate enough to run into an 
English speaking aeronautical engineer 
at the airport and the next day, under his 
guidance, two mechanics replaced the 
alternator brushes and the plane was as 
good as new. We stayed an extra day to 
have dinner with our new friend and to 
tour this beautiful town. 

The following morning we departed 
for Spain to visit a friend of ours. Fuel in 
Italy was very expensive so we only 
purchased the necessary amount for this 
leg of the trip. Our IFR flight plan 

brought us to Seville without any 
problems and we rented a car for our 
short drive. 

Leaving Spain was smooth and 
simple. A couple of dollars for landing 
and parking, low priced gas and a flight 
plan were all that was required. Now the 
winds were out of the West and we flew 
to Santa Maria to refuel and to remain 
overnight. 

In the morning, we got an excellent 
weather briefing in the Azores. There 
were no winds for the first 700miles and 
then a 100 knot headwind for the second 
700 miles. Our tanks were full and we 
climbed to FL240. Our ground speed 
was 170 knots for the first 4 hours. Just 
as predicted the headwinds arrived. Our 
ground speed dropped to 90 knots. We 
descended to FL 180 and we remained at 
90 knots. The air data computer said that 
we had plenty of fuel to reach Canada 
but we wondered if there was some way 
to descend and to go faster. We called 
for weather on HF radio. The freezing 
level was at the surface and it appeared 
that we could not increase our ground 
speed unless we descended through the 
cloud layer at 8,000 feet to a very low 
level. But what if we get ice and that 
slows our speed, we asked ourselves. 
What if we can't climb backup to altitude 
without compromising our fuel reserves? 

Well, we decided to just sit for 11 
hours and go slowly to Canada. The sky 
was clear and the landing at St. John's 
was windy but uneventful. The great 
adventure was over and all was well. 

Now it is time to plan the Australia 
trip. M O P A  

Arnold Sperling is a Senior Flight Surgeon for 
the National Guard as well as an FAA Senior 
Medical Examiner. He has been a pilot for 
more than 25 years and has logged 5,500 
hours. His ratings include single and multi 
engine land, single engine sea, helicopter, 
and instrument helicopter. 

An instrument rated Malibu pilot with 
approximately 1.400 hours in the P A 4 6  Arnold 
has made six transAtlantic crossings. He is 
mamed to Charmian Sperling. 

Mallbu.Mirage Magazine .spring 1996 Page 39 



Check-In - Continued from Page 28 

knowing icing conditions, does not mean 
that it can handle all types of icing 
encountered. 

Know your aircraft, refresh your skills, 
and exercise your judgment throughout 
every flight. Continue to FLY SAFE. 

Ron Cox 

To the Membership: 

We have recently been made aware of 
the following report from Zambia. 

Five German volunteer workers died 
when their light aircraft crashed near the 
Zambian capital, police said Saturday. 
Police spokesman Francis. Musanda told 
AFP that the Germans were traveling in a 
Piper Malibu aircraft registered 2514Q 
from the Zimbabwean tourist town of 
Victoria Falls to Zanzibar where they 
worked for the German Volunteer Service. 

The plane crashed in the Kolue river 
plains when it was caught in a rain storm, 
Musanda said, but details of what caused 
it togodown were not immediately given. 
No one survived. "All we know is that the 
plane suddenly lost contact with the 
Lusada International Airport at the time 
of the crash around 3:30PM, (1330CMT) 
Friday", said Musanda. The names of the 
victims, whosecharred remains have been 
transferred to Lusaka's University 
Teaching Hospital, were being withheld 
until their next of kin were informed. 

A reporter from the semi-official Times 
of Zambia newspaper who visited the 
scene said the light aircraft was still 
smoldering Saturday morning. 

Johr. Foster 

Dear Heather: 

HC-BUX (High Cost Bucks) is an 
Ecuadorian registration. We are in the 
department store business in Ecuador, 
and as we have expanded our operations 
into the city of Quito, I am using the 
Mirage as my personal traveling machine. 
The flight to Quito is short (150 NM) but 
very demanding due to the geographic 
conditions and the airport altitude which 

is over 8,000feet. I would love to write an 
article for M*MOPA on this type of 
operation and safety. In the next few 
months I should have flown into Quito 
quite a few times for a good appraisal of 
the Mirage in this kind of environment. 

Aldo Borges De Prati 

To the Membership: 

I hate noise in my airplane! It's 
distracting, induces fatigue, irritates me, 
and takes away a goodly portion of the 
pleasure of flying my Malibu. 

Ten years ago I initiated noise 
attenuation studies, researched 
manufacturers producing materials to cut 
noise, and came up with a package for my 
airplane that gave birth to the true joy of 
flying . . . finally, I had a quiet airplane! ! 

I tried to share my research and results 
with an article in the May 1992 issue of 
our magazine, but I got caught up in a 
lousy presentation of irrelevant data, a 
hard-to-read sketch of cabin noise 
readings, and, as I look back, a too- 
complicated job that never really reached 
the readership. 

Judging by the number of Malibul 
Mirage owners who have collared me 
subsequent to the 1992 article, there's a 
rising tide of interest in a quieter ride . . . 
so, let's keep it simple. 

Noise volume is measured on a DBa 
scale, and this article will concentrate on 
DBa readings at the PILOT'S EAR, the 
guy that pays the bills. DBa readings in 
the rear seats are usually 3-4 DBa units 
lower. The following table illustrates 
some typical DBa readings from 
environments we are all familiar with: 

Lexus E5300 at cruise speed 68 
Cessna 172 at cruise speed 95 
Bonanza A-36 at cruise speed 91-93 
Scheduled Airline . . . in cruise (1st Class) 78 

. . . in cruise (coach) 81-83 
1994 Mirage: cruise at flight levels 89 
1986 Malibu: cruise at flight levels 87 
My 1984 Malibu at cruise before my soundproofing 85-86 
My 1984 Malibu at cruise ofir soundproofing 81 

Takeoff power and climb power 
readings are 4-2 DBa higher respectively, 
for straight from the factory Malibul 

Mirages, 7-4 DBa lower in my Malibu 
after custom soundproofing. This verifics 
a basic tenet in Malibu/Mirage cabin noise 
studies: Power, not wind velocity flowing 
across the airframe, is the principal noise- 
producing culprit. 

Rememberthe 1970s when noise buffs 
took Bonanzas and tinkered with exhaust 
mufflers, tailpipe extenders, exhaust ends 
turned under the belly into the airstream? 
Some degree of noise reduction was 
recorded, but not enough to warrant the 
STC gauntlet for any marketed products 
that impacted the Bonanza aftermarket. 

What do the above DBa numbers tell 
us? For starters, Piper had done a poorjob 
in noise attenuation right from the 1984 
starting blocks: In 1985 Piper engineers 
flew my soundproofed Malibu and 
proclaimed it "the quietest recip they had 
ever flown in" Jim Griswold took the 
package to the marketing boys, but they 
refused to accept the additional weight: 
"useful load sells, not DBa numbers." 
They sure missed the boat. 

The irony cuts deep when youconsider 
that as the price (of the PA-46) went up, so 
did the cabin noise level. With the new 
Mirages running DBa 89 (I tested three), 
Piper should havedoneabetterjob towards 
noise attenuation. 

So, what do these DBa numbers mean 
in real world terms? What does a DBa 8 1 
cabin sound like? Why not simply wear 
ANC headsets? 

Cutting through the labyrinthic tangle 
of different sound frequencies, CPS 
studies, exponential extrapolation of DBa 
values, the bottom line for us pilots is that 
my 1984 Malibu cabin at 81 DBa has the 
approximate same noise level as a three 
year old Chevy S- 10 pickup cruising at 55 
mph. I can't describe it any simpler. And 
wearing an ANC headset is like making 
love with your lady, wearing boxing 
gloves! 

If you're serious about the quiet cabin 
but wish to try the pants on first, stop in 
and visit me at Denver . . . we'll fly to 
Aspen and ski for a day, if you're so 
inclined. 

I have tried several soundproofing 
manufacturers, and have found 

Continued on the Next Page 
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SOUNDCOAT to have the best results. I 
recently raised hell with their Longmont, 
Colorado distributor reference prices and 
delivery schedules, and my efforts have 
borne fruit: $643.69 for materials, freight 
COD, lead time 4 weeks to ship. You 
should coordinate this installation with 
your annual or 100 hr. 

Would this be a worthwhile member 
benefit? 

Would members use this service? 
How much would M*MOPA be 

willing to spend acquiring videos? 
Would members donate videos? 

* Who would be the librarian and 
handle requests and shipping? 

Me1 Rushton (214-241-0222) 

Contact Todd and Fry Associates, 
Telephone 303-776-733 1 Fax: 776-7247. 
Ask for Cindy and for the Prymak Noise 
Package. 

A quiet cabin such as I now enjoy is 
one of the greatest pleasures you can add 
to your flying experience . . . I'll prepare 
a simplified installation procedure for 
those interested. 

Bill Prymak 

To the membership: 

As a service to members, M-MOPA 
could sponsor a Video Library. In the 
interest of recurrent training, members 
could "rent" any video in the library "free" 
of charge. Topics would include 
everything from weather, to engine 
management, to airspace reclassification. 

1. M*MOPA would purchase high 
quality, relevant videos and ask members 
to donate videos they own but no longer 
use. 

2. Each M-MOPA Magazine would 
contain a list of the video titles in the 
library. 

3. Members would: 
a. Select a video from the list, 
b. Fill in and mail in a request card 

which would be provided in each magazine 
to M*MOPA Headquarters, 

c. Include two checks made out to 
M*MOPA: one for $4.00 for shipping 
and handling, and one for $30.00 to be 
held as a security deposit. The latter 
check would be returned if the video is 
returned within 30 days - else it would be 
cashed. 

4. M*MOPA would send therequested 
video in areusable shipping box. Included 
therein would be a return shipping label 
and return postage. 

all began with yourpersonal greeting upon 
arriving at the Hilton Head Airport. This 
was our first M*MOPA convention 
(certainly not to be our last) and I was 
most impressed with the venue of 
activities, courses, and banquets. 

Early during the convention's activities 
we quickly began to appreciate all the 
money, time, energy and anxiety you must 
have spent to make it all "come off' so 
successfully. 

Dear Editor: 

As the proud owner of Malibu hull 
number 27, I was chagrined to discover 
that, no matter how well I maintain my 10 
year old airplane, the cheap plastic binder 
provided by Piper for the P.O.H. has been 
rapidly disintegrating. So I contacted 
Scott Leather, who makes the fine leather 
binders for approach plate's for Sporty's 
catalogue. Using my Piper binder 
hardware, they created a very nice leather 
binder for my P.O.H. - one that 
unfortunately will probably outlive my 
airplane! Contact Scott at: Scott Leather 
Inc., P.O. Box 10,606 Hwy, 377 North, 
Argyle, TX 76226, Telephone: 817-464- 
0161. 

While all the speeches and seminars 
were both entertaining and educational, 
the highlight of the event was Saturday at 
the airport. Kudos to you! Thank you for 
making our trek to South Carolina such an 
exciting and rewarding one. 

The three of us extended our vacation 
in the Bahamas with Bill Prymak's fly- 
out. That proved to be the most relaxing 
trip we ever spent. It was most rewarding 
to get to know some fellow Malibu pilots 
better than the short amount of time at 
Hilton Head would allow. 

We'll definitely be back again. Thank 
you both for all your assiduous efforts at 
making Hilton Head aresounding success. 

Dan Lee 
Murdoch T. Campbell 

Dear Ms. Blanchard: 

Since joining MmMOPA, I have 
acquired a 1989 MalibuIMirage Aircraft 
from Mr. John Young through a broker in 
California. The "N" number is 9160X. I 
believe that Mr. Young moved up to a 
CitationJet, according to the broker who 
sold me the aircraft. 

Since acquisition, I havealready placed 
approximately 75 hours of time on the 
engine and I can state, without reservation, 
that this is the finest single-engine piston 
aircraft on the market today, as you already 
know. I look forward to many happy 
years of flying this aircraft, mainly for 
pleasure. 

David P. Schreiber, M.D. 

Dear Bill and Barbara: 

You orchestrated a fantastic show - 
what a terrific convention! Debi, Ashley 
and I thoroughly enjoyed ourselves and it 

To the Membership: 

1) Horizon tachometer shows 
following in flight: a) Impending mag 
failure (caution light comes on); b) if 
battery voltage is less than 8 volts, 
tachometer will reset itself when load is 
applied. 

2) Found split spoilers on my 
installation (L yellow light came on 
intermittently). No adverse affects on 
flight operations. 

3) Steering bolt for nose wheel was 
bent to 45 degrees. Should be straight. 
Could lead to loss of control on ground if 
snapped altogether. 

4) Replaced right boot with new type 
and gained 2 - 4 knots. 

5) Combination of green gas (normal) 
and blue gas (LL) make engine sing. 

Sy Weiner M.IuOpA 
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AeroClear 1 Perfectly Clear 
Aircraft Windows & Deice Hot Plates 

Windows, and their first cousins, hot plates, 
are probably the least understood component 
on the aircraft. Part of the reason is they are so 
un-demanding. They do their job year after 
year and never complain, never fail without 
warning, and are never to blame for those 
heart stopping moments caused by inflight 
system failure. Nor dothey attract the cosmetic 
attention and satisfaction of a new interior or 
paint job. Few components on today's aircraft 
can claim to be unaltered originals. 

Acrylic windows and hot plates, like all 
things, age with time and service. however, 
the aging process of windows and hot plates 
does not result in sudden failure, rather a 
slow deterioration in visual quality. The 
accumulation of surface and subsurface 
damage result in hazy, blurred and glare 
conditions. We tend not to notice this slow 
change in visual quality because our eyes and 
brain exert the extra effort to produce a clear 
image of what we believe is there. 

We hope to become a regular contributor 
and resource to the MoMOPA for windows 
and hot plates by introducing members to the 
basic technology and terminology necessary 
to evaluate and communicate vision related 
issues. 

Regarding Dave Coats excellent article in 
Check-In: We are still tying up a number of 
loose ends related to removing and installing 
hot plates. We will be providing more detailed 
information about connectors, gaskets, and 
removal and installation techniques in the 
next MoMOPA issue. 

Your questions and comments are always 
welcome at AeroClear 1 Perfectly clear by 
calling 612-771-8693. 

Understanding Your Hydraulic System - Continued from Page 9 

continue, you run the risk of burning up the motor or wearing 

out the pump body. 

The new electric flap system being made available by Piper 

should help prolong the life of the Gar-Kenyon pumps in the 

'84 and '85 model airplanes. The flap selector valve is 

especially difficult to adjust and causes the pump to cycle as 

much as 50% of the time. 

The Parker Hannifin System 

This system uses a two directional hydraulic pumplmotor. 

The motor changes direction electrically via the landing gear 

selector switch. Shuttle valves mounted in the pump body 

change the fluid direction for up or down selection. The only 

external valve is the landing gear free-fall valve. 

I think most of you are aware of the problems with this 

pump. The pressure switches were a big problem that affected 

operation by not allowing the pump to run when selecting up 

or down (depending on which switch was bad). The failure 

rate seems to be decreasing with the newer style switches. 

Piper Service Bulletin 964 introduced a bypass kit that 

would allow pump to run in the event of a down pressure 

switch failure. The nose gear indication is what controls the 

relay for pump operation. If you have a condition where the 

pump won't stop running in the down position and this kit is 

installed, have the wiring checked between the relay and nose 

down indication. 

The other part of Service Bulletin 964 is the infamous 

power pack upgrade. Unfortunately, the power pack is an 

expensive item. Another Piper Service Bulletin, number 98 1, 

calls for the replacement of seals in the base of the Parker 

Hannifin pump. There were some problems with the seals 

leaking and torque on the base screw being low. 

As you can see there are advantages and disadvantages to 

both systems. Hopefully this article has given you a better 

understanding of the-hydraulic systems in your aircraft. 

Until next time, Safe Flying. W O p A  
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We have I 2  factory trained A&P's, including 5 IA's with over 
60 years combined Malibu experience. 

W e  offer computerized aircraft history capability including all 
We have trained over 80 pilots in 5 years. 

Service Bulletin compliance records. 

W e  have approvals for both initial and refresher training. 
Power Pac spoiler installations 

W e  offer the most cost-effective pricing in the industry. 
Radar pod installations 

Installation center for RAM STC alterations For more information, please contact 
JAY ALLEN. DIRECTOR OF MALIBU 

TRAINING 
Engine analyzer ROBERT MCGUFFIN, - 
installations, MALIBU 

TRAINING 
with Tanis 
Heater inte- 
gration. 

Installation cen- 
ter for STC'd TSIO-550- 
C engine. 

Dynamic propeller balancing. 

Digital tachometer installations. 

Pressure vessel leak testing. 

Factory trained fuel-system analyzing and set up. 

*For more information, please contact 
PATRICK BEATY, SERVICE MANAGER 
ERIC STOCKWEATHER. CHIEF INSPECTOR 
SHARON MULLEN,ADMINISTRATIVE ASSISTANT 

, 
FLIGHT SERVICES, LLC 

Bloomington-Normal Airport 
RRI Box 21 
Bloomington. IL 6 1704 

(800) 232-4360 
(309) 663-2303 
(309) 663-8885 FAX 

We have sold over 60 Malibus since the line was 
started in 1984. 

We have access t o  AMSTAT, a national on-line aircraft 
information service, which can assist us in locating the ideal 
aircraft for you. 

W e  welcome trade-ins. 

For more information, please contact 
KEN RITTENHOUSE, SALES MANAGER 
TED LAWRENCE, SALES 
TOM HILEMAN, SALES 



Malibu Maintenance -Continued from Page 7 

Temperature Control Valve. Located 
next to the primary heat exchanger. 
Controls quantity of cold and/or hot 
outside air to be passed over the primary 
heat exchanger fins. 

Pressure Air Control Valve. Located 
on the forward side of the firewall, this 
valve diverts environmental air from the 
cabin. Outside ram air opens the ram air 
check valve allowing outside air to enter 
the cabin in an emergency. 

Pressurization Controller. Located 
on the instrument panel, this unit allows 
selection of cabin altitude and pressure 
differential by controlling the outflow 
valve. 

Outflow Valve. Located on the aft 
pressure bulkhead, this valve controls 
the amount of air leaving the cabin in 
flight thus adjusting cabin pressure to 
the desired setting. The valve can also 
prevent exceeding maximum pressure 
differential. 

Safety Valve. Also located on the aft 
pressure bulkhead, this valve prevents 
pressurization on the ground, prevents 
exceeding maximum pressure 
differential, and can be used to dump 
pressurized cabin air. It is electrically 
activated by the squat switch or de- 
pressurize switch. 

Cabin Altitude Warning System. The 
sensor is located under the right 
instrument panel and the warning light is 
on the annunciator panel. This system 
indicates when the cabin altitude exceeds 
10,000 feet. 

Troubleshooting 
How the System Shouldn't Work 

Cabin will not pressurize: 

1) Defective, disconnected or rnis- 
adjusted squat switch. 

2) Excessive cabin leakage, 
disconnected supply lines, or open ram 
air check valve. 

3) Pressure air control valve open 
(Dump Position). 

Maximum cabin pressure differential 
cannot be reached, cabin rate of change 
indicator climbs at manifold pressure 
settings above 22 inches, or cabin 
altimeter reads higher than selected on 
controller: 

1) Excessive cabin air leakage 
originating most often at the cabin door, 
belly drain valves, air conditioning 
evaporator drain valve, pressure dump 
valve or antennae. 

2) Very dirty outflow or safety valves. 

Note: To solvecabin pressure leakage 
problems, you should have the cabin 
pressurized in the shop. 

Cabin pressurizes or you experience 
a "bump" at takeoff or on the ground: 

1) Loss of vacuum to controller or 
safety valve system. 

2) Loss of power to circuit, defective 
solenoid valve, or defective squat switch. 

Cabin pressurization fluctuates and 
cabin altimeter moves in flight, at or 
very near maximum pressure differential: 

1) Sensitive maximum 
pressure control in either 
the outflow or safety valve. 

2) Dirty outflow valve. 

Poor cabin heating at 
high altitudes (This is a 
hard one): 

1) Mis-adjusted cabin 
heat control valve. 

2) Broken exhaust heat 
exchanger bypass valve 
spring. 

3) Excessive cabin 
leaks. 

Note: It helps a little to 
install a supplemental heat 
system. 

Cabin altitude warning 
light illuminates at 
altitudes below 10,000 ft: 

1) Mis-adjusted 
warning sensor. 

Note: Check operation of the light as 
broken wires and adjustment problems 
are common. 

Noisy or leaking cabin door, 
emergency exit, or storm window seals: 

1) There really is a cure for these 
problems. Please feel free to call me if 
you need help. As with other leakage 
problems you should pressurize the cabin 
and accurately identify the leaks. 

Oxygen Generator Notice 

Attention 1984 and 1985 Malibu 
owners: The oxygen system installed in 
Malibu and Mirage aircraft has a service 
life of about twelve years . . . Most of the 
canisters were manufactured before your 
aircraft was. Since there is no real way, 
except for a fired canister, to determine 
how well the system will work in an 
emergency, I recommend replacement 
per the manufacturer's recommendation. 

The next installment will cover the 
Malibu and Mirage electric flap 
system. M-MOPA 

October 2 - 6,1996 
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ADVERTISING 
RATES 

isplay Rater 

Full Page Black & White $210.00 
Wih One Color 385.00 
Full Color 1000.00 

Half Page Black & White $135.00 
With One Color 310.00 
Full Color 660.00 

Inside Front Cover: 
Black &White 
Wih One Color 
Full Color 

Inside Back Cover: 
Black & White 
With One Color 
Full Color 

Back Cover: 
Full Color Only 

Classified Rates 

The classified advertising section in- 
cludes used aircraft, services and used 
equipment. Three column format (col- 
umn width 2 3/16"). 

Regular line classified (42 typewritten 
characters per line - including spaces). 

Per insertion 

Publisher reserves the right to refuse or 
withdraw advertising. You will be in- 
voiced for payment. 

Camera copy only. Overall magazine 
size is 8 318 X 10 718. 

For space requests and scheduling, Call 
Heather Blanchard 
Executive Director 

MeMOPA Headquarters 
341 Alblon Street 
Denver, CO 80220 

(303) 399-1440 1 Fax (303) 394-2539 

Send all ad materials to the Publisher: 

The Jemar Company 
2904H North Patterson Street 

Valdosta, Georgia 31 602 

The Malib~Mirage Magazine is cumntly db 
tributed to all registered domestic owners 01 
the PA46 aircraft, te., appmm'mately 500. 
Distribution to active members world-wide is 
appdmately 335. 

The KFCl5O Autopilot - Conitlnued from Page 33 le 
time the clutches wear and the problem 
becomes more noticeable. Other checks 
include oscillations orjerking movement 
in the yoke. You should also ensure the 
servo run in both directions, look for 
offsets in the HDG bug or NAV course 
selector, and again, alignment with the 
Flight director is essential to good roll 
performance. 

By now you might have noticed that 
most of the problems described are found 
in the servos andcapstan clutches. These 
are the moving parts of the system - 
which are exposed to extremes in 
temperature and environment - and are 
therefore subject to wear. BendidKing 
has issued service memo 292 
emphasizing the importance of periodic 
maintenance of the servo and capstan 
assemblies to provide trouble-free 
operation. By complying with this memo, 
a problem can be detected before it 
degrades performance. Additional 
bulletins and mods are also available to 
provide improved performance, better 
computer cooling, and safer operation. 
A BendidKing service center can advise 
you about bulletins that affect your 
particular autopilot and aircraft. 

Remember, an accurate squawk can 
save the cost of hours of troubleshooting. 
Be sure to take the repair to a shop with 
experience and a reputation for 
dependable repairs and insist on a test 
fight with a technician so that you can 
demonstrate the problem. Ask other 
pilots who have similar autopilots about 
their experiences with their repairs. They 
could probably recommend a reliable 
shop that does not have a vacuum with a 
wallet nozzle attachment. MOPA 

CLASSIFIED ADS 
rn 

FLORIDA Spruce CreekFly-in- America's 
Premier Fly-in Community. 4,000' paved 
lighted runway, paved taxiways, full service 
FBO, golf and tennis Country Club, 24 hour 
security, 15 minutes from Daytona Beach 
International Airport and the Ocean. Pilots 
Serving Pilots. Pat and Lenny Ohlsson, 
Spruce Creek Fly-in Realty. 800-932-4437. 
Evening 904-761-8804. 

TRAINING I 

Aaitudes Zntcrnatlonal, Znc. 
St. Petersbrug, F&& 

1-800-749-3226 

Initial & R e h h e r  

Vero Beach, FL I Weekly 
Olathe, KS I Apr 26 - 28 

Colorado Springs, CO I May 8 - 10 
Milwaukee, WI I Aug 8 - 10 

Or by appointment 

l Aviation Training Management 
Vero Beach, F&& 

(407) 778-7815 

Reno, NV I Feb 17 - 19 
Fresno, CA I Apr 20 - 22 

Colorado Springs, CO I May 1 1 - 13 
Or by Appointment 

l Apex Flight Services, LLC 
(Formerly Clark Aviation) 

Bhmington, ZIUnois 
C d :  1-8M-262-8247 

Initial and Refresher training 
provided on request. Jay Allen is 

Director of Malibu Training. 

CloverficId Flight Training Center 
SanIa Monica, California 

(310) 397-2188 

Initial and Refresher training 
available at facility, or can dispatch 

to owner's base on request. 

l F.A.C.T.O.RY., INC. 
Vero Beach, F&& 

(407) 562-5438 

Refresher training on request 
with Lester Kyle. 

CALENDAR 
ktober 2 - 6,1996 - 6th Annual Convention - 
o be held in Monterey, California. 



Quit Wasting Your Time 

VISIT THE PIM BOOTH DURING THE MONTEREY CONVE~ 




