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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 1,000 hours total time 
and 850 in his Mirage. 

He finished up his private ticket in a 
152 but decided it would be best to gel 
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 1994. 

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

As my Mirage hit 1,000 hours this 
past week, I am trying to recall my 
flying experiences of the past seven 
years in my first and only plane. 
Instrument training, about 100 hours, 
and wondering if I will ever 
understand my instructor in total - 
one day it hits me, think, where am I 
in relation to the airport, get a mental 
picture and everything now makes 
sense. I thought my very young 
instructor was a genius, but now I 
start to feel like one. 

For the instrument test, of course, 
I get the toughest examiner. 
Naturally, he chooses an airport we 
never trained on. It only makes sense 
that Cleveland Center forgets us for 
more than five minutes and takes me 
way out of the normal sequence. I 
blow through the localizer and fail 
the ILS portion of the test miserably. 
So much for being a genius. 
Fortunately, I get my head together 
and pass the VOR and NDB. I went 
back the next day and did the ILS 
portion and passed. Failing the first 
time didn't bother me like I thought 
it would; passing satisfied me 
substantially more than I imagined. 

Flying without your instructor1 
pilot on your first high altitude, long 
cross-country, with your family on 
board, I start to hear not real familiar 
terms, 575 not Victor 120, Sarasota 
I11 arrival, not cleared to the airport. 
Then I start worrying about holding 
patterns, and of course, which of 

those entries do I use. Can Iremember 
what to do if I get a back course ILS? 

The next two years, I really 
wondered if the upset stomach and 
butterflies would ever go away as I 
approached every flight. It also got 
very tense every time the go or not to 
go weather-wise decision was made. 

The last four years were spent 
getting comfortable, learning to 
better understand weather, and really 
understanding the airplane. Friends 
find it really hard to understand why 
the Weather Channel is more 
important than HBO. I also have a 
great sense of relief when I call for 
weather twice in ten minutes, and I 
get a different briefer who gives me 
something solid that makes sense 
after the first one talks to me for ten 
minutes but tells me little. On some 
occasions, I have even called the 
FBO at the destination to ask about 
the weather. 

I have yet to get a better feeling of 
satisfaction from anything like I get 
after completing a 3-4 hour cross- 
country flight. When you break out 
on top where the tops were forecasted, 
see the storm scope showing the 
activity 100 miles to West where it 
was forecasted, hearing your call sign 
the first time every time, and making 
that squeeker landing, there is 
nothing better. 
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d n e  Malibus are based on Centennial Airport. 

Seven of those are Mirages and were sold new by 
the Aviation Sales, Inc. marketing personnel. 

Aviation Sales, Inc. also enjoys the privilege of 
selling numerous previously owned Malibus & 
Mirages of high quality worldwide. 

Our marketing department continuously follows 
the Malibumirage market. They are constantly 
seeking high quality aircraft to purchase for our 
inventory. 

(5- 
d h e  Aviation Sales, Inc. office complex, as 
pictured, is located on Denver's Centennial 
Airport. Our facility combines modern office 
space with attached hangars. Full FBO 
amenities are available. 

a r  Maintenance department with state of 

the art equipment, employs only full-time 
Z.A. qualified mechanics. 

Our computer printed log book entries, 
service publication compliance and tail to 
spinner component history reports impress 
not only our customers, but sales and 
maintenance facilities alike. 

We respect you our customer and your 
aircraft. Our "Attention to Detail" 
philosophy extends from the work we 
perform, through our paperwork, to our 
level of customer service. 



AIRCRAFT FOR SALE: 

MIRAGE, 

MIRAGE, 

MIRAGE, 

MIRAGE, 

NEW, Ferry Time 

463 TT, Loaded! 

6 1 8  TT, Loaded! 

805 TT, Loaded! 

=PILATUSF - PC-12 
NOW AVAILABLE WITH AN 

OPTIONAL INCREASED 
MAXIMUM 

TAKE-OFF WEIGHT OF 
9,920 LBS. 

PC-12 specifications include: 
b Crui\e Speed 270 kt\. 
b Range exceeding 1.600 n.m. 
b Operate\ to 30,000 ft. 
b King Air size cabin 
b 4.5 x 4.5 Cargo Door 
b Flushing Potty 

Since 1939, Pilatus Aircraft Ltd. has been an aircraft manufacturer in Stans, Switzerland. 
Pilatus is one of the leading PT-6A powered manufacturers in the world. 

AVIATION SALES, INC. 
Centennial Airport 

12260 E. Control Tower Road 
Englewood, Colorado 80 1 1 2 

Phone (303) 799-9999 

AIA 
Piper m 

SERVICE CENTER 



PA-46 not aligned with the compressor pump PA-46 
Top of Engine Cracked sheave as is normally the case. Mount Boss Area Cracked 

Aircraft engine hard to start and Further investigation warranted 
running lean with highTITreading when disassembly, and it was found that the idler 
flying. Inspected engine and found sheave bearing had completely 
clamp Pm 24609 (Continental) was disintegrated. Subsequent loads imposed 
broken through and primer valve was on the sheave resulted in wear on the 
moving around unsupported. This associated parts and hardware requiring 
caused the primer line to work-harden their replacement. 
and at the B-nut connection. Submitter 
stated this can cause engine fire at a hot PA-46 
start condition. Number 5 Cylinder 

Injector Broke 
PA-46 

Idler Pulley Disintegrated Number 5 cylinder fuel injector line 
broke. Submitter recommends different 

(Canada) While performing engine typeclamping system be used on these fuel 
maintenance, it was noticed that the air injection lines. Current system allows for 
conditioning idler sheave (pulley) was a lot of vibration. 

(Canada) Extensive cracking of this 
exhaust component caused a loss of 
manifold pressure due to turbocharger 
inactivity. The left rear engine isolator 
received heat damage as well. Initial 
metallurgical tests indicate stress 
cracking likely caused by installation 
preload. 

PA-46 
Pilot Left Seat Reel Failed 

During off-airport impact with damage 
not considered to be major, the pilot 
shoulder harness inertia reel detached from 
attach bracket. Pilot did receive head 
injuries by impact on the dash. WOPA 

SERVING THE 
AVIATION 

INDUSTRY 
SINCE 1979 

PIK*GlllESTlAlISURANCE AGENCY 
A viation Specialist 

CUSTOMIZED CLIENT SERVICE 

Specific Policy Research Client Updating 
Insurance Contract Rev i ew  

To serve our clients wlth such care and excellence that 
they cannot find comparable value elsewhere. 

P.O. Box 3474 Simi Valley, California 93093 
(805) 522-3428 (818) 340-3077 . 

(800) 634-01 01 Don M. Grondln 
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Let me introduce you to our new members 
since the last issue of the magazine. 

Klaus Deppert 
D-EBKK 

Frankfurt, Germany 

Another international member! 
Klaus owns a 1988 model. He was 
referred to us by our good German 
friend, Daniel Draxler. 

Robert & Polly Rash 
N92717 

Rowlett, TX 

Robert owned a 1986 Malibu for ten 
years and now owns a 1996 Mirage. He 
is president of a property tax 
management company. 

Bill & Janice Burd 
N46SX 

Fisher Island, FL 

Bill comes to us through the 
generosity of SkyTech upon his purchase 
of a 1986 Malibu with the SIX interior 
and spoilers. Bill is an attorney and a 
former airline pilot. He has over 15,000 
hours total time. I met this new member 
at an Aviation Insurance Association 
convention a few years back. 

Bobby & AM Clampett 
N310BU 
Cary, NC 

Bobby is a golf broadcaster for CBS 
Sports. We'll look for him on television. 
He owns a 1986 Malibu and was referred 
by AOPA. 

William Heinecke 
HS-RGR 

Bangkok, Thailand 

Another country heard from! William 

is chairman of The Minor Group, the 
sole distributor of Piper aircraft in 
Thailand. He tells us there are a couple 
of other PA46 owners in Bangkok that 
he'll help us solicit as members. William 
owns a 1995 Mirage. 

Ronald & Barbara Ebel 
N92502 

Salem, OR 

Ronald is an ophthalmologist and 
owns a 1994 Mirage. His ratings 
include commercial ,  seaplane, 
helicopter and CFII. 

Teryl Airman 
Nl2RS 

Jacksonville, IL 

Teryl is in the funeral home industry. 
His 1990 Mirage has the RDS-81 and 
KLN90B. Teryl comes to us from 
SkyTech. Thanks, guys! 

Charlie & Kay Chitty 
N9113Z 

Isle of Palms, SC 

Charlie owns a 1986 Malibu and 
is retired. Our good member, Ernest 
Igou of Tennessee, referred this new 
friend to us. 

David Kimbrell 
N92274 

Lawrence, KS 

David is CEO of his company, 
Oread. His Mirage is a 1990 model 
with spoilers installed. 

Bob Greenberg 
N357CS 

Parkland, FL 

Bobisthenew ownerof a 1985 Malibu 
with spoilers. He's involved in the 
computer software industry. As a wise 
consumer, Bob had conversations with 
many of our members prior to his 
purchase, and as adiligent new owner, he 
ordered the Reference Manual to get up 
to speed. Bob comes tous from SkyTech. 

Roy & Linda Armstrong 
N4375P 

Gulfport, FL 

Roy is president of Armstrong Elevator 
Co. His 1985 Malibu has extended fuel 
and the Ram cooling mod. Roy heard 
about us through Aviation Consumer. 

Robert Bere' 
N715BB 

Midland, MI 

Robert was referred to us by the factory. 
He is a business director with Dow 
Chemical. His 1996 Mirage has spoilers, 
Stormscope and the Moving Map 7000. 

Jim & Amy Warfield 
N49PK 

Frederick, MD 

Jim was referred to us by Derek Wendell 
of SkyTech. He owns a 1989 Mirage and 
is a Ford and Subaru dealer. 

William Morton 
N1818W 

Alpharetta, GA 

William is a physician and an attorney. 
What a combination! He owns a 1994 
Mirage withone of the coolest N#'s around. 
William has a multiengine, CFII and a 
commercial rating. 

Joinme in welcoming these new friends. 

By now, you have all received your 
1997 Dues invoices. If you've paid your 
dues, thanks so much for your prompt 
response. If you haven't paid your dues, 
please take a moment to send it in now. 
M*MOPA is the envy of similar 
organizations and we rely on your timely 
support to continue to bring you the best 
member benefits going. 

REMEMBER TO MARK YOUR 
CALENDAR FOR THE 1997 
CONVENTION AND FLY-IN - 
SEPTEMBER 10 - 14,1997, Nashville, TN! 

In the meantime, FLY SAFE! M-MOPA 
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ANNOUNCING 

INITIAL AND REFRESHER TRAINING 

NOW AVAILABLE WITH 

MARY BRYANT 
THROUGH 

ECLIPSE 
INTERNATIONAL, INC. 

SPECIALIZING IN INTENSIVE WEEKEND TRAINING ATYOUR 
LOCATION OR ST. PETERSBURG, FL 

81 3.822.1 61 1 
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THE KFC 150 AUTOPILOT / FLIGHT DIRECTOR 

David Conover 

Dave is Service Manager at SkyTech, 
Baltimore, Maryland. 

He has been employed in General 
Aviation maintenance since 1981, 
including a stint in the avionics 
installation department at Falcon Jet. 

A 1981 graduate of the Spartan School 
of Aeronautics, Dave is a licensed A&P 
Mechanic with extensive electronics 
background and has been directly 
involved with PA-46 maintenance and 
repairs since 1983. 

He is also a Piper Aircraft authorized 
Service Advisor (DSA) for six states. 

I 

I guess the question I hear most 
often is "If everything is so good, 
how come it's broke again?' I don't 
think there is any simple answer, 
except for the fact that the autopilot 
system is a highly sophisticated, 
integrated group of components that 
report to one central brain -the auto- 
pilot computer. In most cases where 
a problem arises, the computer is 
acting on erroneous information given 
to it from other sources. 

itting down to review all the 
information I have received 
on various failures and service 

difficulties over the past month or so, it 
became apparent that the first edition of 
this column should address problems 
that were common several years ago 
and still seem to pop up with an alarming 
frequency. The largest number of 
problems and failures I received have 
involved the auto-pilot and related 
components. 

Since the first Malibu came off the 
production line, it seems like there has 
been a storm of auto-pilot problems. In 
the mid-eighties, there were a multitude 
of service bulletins and service upgrades 
that AlliedSignal issued to improve the 
performance and reliability of the system 
and many of these bulletins involved 
computer software improvements. 

The next generation of upgrades 
involved the improvement of the servo 
drive units to a more "rugged" model. 
Over the years, there have been 
refinements to the drive cable 
adjustments and protective devices to 
reduce the amount of moisture and 
contamination on and in the servo 
motors and clutch assemblies. The 
flight director unit, which has a whole 
list of product enhancements, still fails 
quite frequently. 

Pitch oscillations can be generated 
from several different sources, including 
the altitude encoder, servo's, or the flight 
director. The encoder only comes into 
play for aircraft with the KAS297 altitude 
preselector system. The type of problems 
vary, but in certain cases can be quite 

Continued on Page 35 

Of all the problems we see in our 
service facility and discuss with owners 
throughout the world, the most common 
problems we encounter are: auto-pilot 
won't capture the localizer or glideslope, 
pitch oscillations, and a whole list that 
involves the flight director. 

Many of the approach mode 
difficulties are alleviated by a better 
understanding of the system and its 
operation. The KFC- 150 system is a rate 
based system. Simply speaking, it takes 
no reference from the pitottstatic system 
in the approach mode. It is merely 
comparing the heading information and 
the relationship to the VOR deviation 
needle, the navigation needle pointer, 
and the glideslope information. The 
comparison takes a little time toevaluate. 

On some occasions, a tight turn onto 
the localizer which puts you almost on 
the glideslope or worse yet, under it, will 
just not capture properly. This accounts 
for about half of the problems. The other 
half have involved components that 
compliment the auto-pilot. 

As the units get older, we are seeing 
an increased number of HSI units with 
faulty deviation needles and internal 
offsets. In some of these cases, the auto- 
pilot was working satisfactorily but the 
presentation to the pilot was in error! 
Testing the auto-pilot in VFR conditions 
and paying particular attention to every 
little detail can usually detect a problem 
before you find it in an IFR situation. 
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MALIBU/MIRA G E SPECIALISTS 
Kevin Mead, A&P, IA, leads Flihtcraffs MalibulMirage team. Nationally recognized as a leading MalibuMirage 
expert, he is also a regularly published columnist. A staff of ten maintenance veterans and a BendMng 
avionics expert provide superior technical support. As Northern California's only Factory Authorized Piper 
Service Center, Flightcraft's Hayward facility combines MalibuMirage experience with factory support and an 
extensive parts inventory. 

AFTERMARKET PRODUCTS 
Flightcraft offers modification products including the VK TSIO-550 engine installation, Speed Brakes, Sound 
Proofing, Digital Tachometers & Monitors and RAM Cooling Kits. 

LOCATION 
Flihtcraffs faci l i  is located at the Hayward Airport, just minutes from San Francisco, Oakland and San Jose. 
As a full-senrice FBO, Flightcraft offers complete aircraft maintenance, avionics, parts, charter and ground 
senrice support. 

CALL THE MALIBU / MIRAGE EXPERT 

19990 Skywest Drive - Hayward, California 94541 
a PAPE' GROUP company 



"I didn't think we could top Hilton Head, but we did in Monterey. Then I thought that we 
can't top Monterey, but Nashville '97 is shaping up to do just that. DON'T MISS IT!" 

Bill Alberts, President 

"From autopilot to Zirk fittings, the 1997 Seminar schedule has it all! We'll 
present some new topics and new slants on recurring topics. Our speakers are the best in the 
business with special expertise in the PA-46 systems, operations and maintenance. This is 
information you can't get anywhere else! Plan to refresh what you know, learn something new 
and generally share your experiences in the finest aircraft in the world!" 

Me1 Rushton, Academic Chairman 

"Nashville is the place you'll want to be for true southern M*MOPA hospitality, great flying 
events and superb educational programs for the Annual Convention. Our Pre-Convention activity 
to the U.S. Space & Rocket Center is a unique opportunity for the aviation enthusiast. The 
Optional Activities include tours of historic mansions, the Grand Ole Opry and the sites that make 
Nashville the great city it is. The Friday Dining Adventure is a riverboat cruise and stage show. 
The Airport Barbecue and Saturday's Gala Banquet round out this 'not to be missed' Convention. 
Mark your calendars now! 

Mark Swatek, Social Chairman 

1997 Member Hosts, Charles and Marie Hampton of Dickson, Tennessee 

"M-MOPA is profoundly grateful to our 1997 Member Hosts. From the moment we left 
Monterey, Charles and Marie have worked tirelessly in planning the Nashville Convention, and 
will continue to provide the member support so vital to our success. The Tennessee Volunteers 
have 'stepped up to the plate' in a big way. Every one of these members make all the difference!" 

Heather Blanchard, Executive Director 
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Continuing Medical Education meeting lectures 
(AMAIAAFP Accredited) 

National Meeting 

Regional Chapter Meetings 1 Tours - Alabama, Kentucky, Wisconsin, Rhode Island, Caribbean 

Quarterly magazine, The Flying Physician Monthly newsletter, the "Bulletin" 

Member Discounts 1 Programs 

Aviation Insurance 
Vacation Resorts 
Aviation Supplies 
Car Rentals 
MBNA Credit Card 
Vacation Home Sharing 
Aviation Simulator Pilots 
Aviation Medical Examiners 
Military 

Attention Physicians interested in Aviation, FPA Welcomes Associate Members 

I a Yes, I am a physician pilot interested in FPA Membership 
I 

I a Yes, I am a physician interested in aviation and FPA ASSOCIATE Membership 
I 

I a I am interested in FPA CORPORATE Membership 
I 

I I 
Please mail or FAX membership information to: 

Name I 
Address I 
City State Zip 

I 

Fax 
I 
I 

I 
Flying Physicians Association, Inc. P. 0. Box 677427 Orlando, FL 32867 

I 
I Telephone (407) 359-1423 Fax (407) 359-1167 I 
L----- , ,---------------------------I 
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Four main areas of the MalibuMirage 
utilize electrothermal de-ice systems. 
These are the propeller, windshield, pitot 
tube, and stall warning vane. These will 
be the focus of this article. For each I will 
provide brief descriptions of how they 
work, a list of some common problems, 
and precautions for operation and 
maintenance. 

Propeller Heat System 

This system is operated by a panel- 
mounted switch. When the switch is 
activated electricity is transmitted by 
means of carbon brushes to arotating slip 
ring behind the spinner bulkhead. 
Attached to this ring are leads that are 
connected to the actual heating elements 
embedded in the propeller boots. Along 
the way, the flow of this electricity is 
controlled by a timer that automatically 
turns it on and off at 90 second intervals. 
An ammeter on the instrument panel 
indicates electrical current draw. 

If your propeller de-ice system is 
not working. one of the following could 
be to blame: 

Worn brushes. These should be 
replaced. When replacing brushes, make 
sure the alignment is correct and the slip 
rings are clean. Recurring problems with 
worn brushes suggest a warped slip ring. 

Broken leads. Repair or replace. 
When replacing leads, make sure they 
are tightly secured to the propeller hub. 

Inaccurate ammeter. Repair 
or replace. 

Kevin is an IA who has specialized in MalibuIMirage maintenance for 12 of his 
19 years in general aviation. He is a licensed private pilot with a multi-engine 
rating and is the Service Manager for Flightcraft, Inc. in Hayward, California. 
Flightcraft has been a leading F.B.O. since 1948 and is a Piper Authorized 
Service Center with additional locations in Seattle, Washington as  well a s  
Portland, Oregon and Eugene, Oregon. 

Windshield Heat System 

In the Malibu the windshield is heated 
by means of an external panel (the "hot 
plate") which is embedded with wire 
elements. When conditions dictate, the 
pilot activates a switch on the instrument 
panel. The windshield is then kept at a 
pre-set, constant temperature by means 
of a relay and controller. 

If your windshield ice will not melt, 
one of the following could be the problem: 

Malfunctioningcontroller. These 
cannot be repaired and must be replaced. 

Malfunctioning hot plate. This 
could be caused either by broken wires or 
a defective temperature sensor. This 
item can usually be repaired. 

When operating this system on 
the ground for test purposes, limit its use 
to twenty seconds. 

The Mirage windshield has no 
external panel, the elements being 
embedded in the windshield itself. 
Unlike the Malibu, it has both High and 
Low settings. Otherwise, the system's 
operation is similar. 

The Mirage's windshield de-ice 
problems are usually caused by the 
heating elements in the windshield itself. 
The controller in the Mirage is not as 
problematic as that of the Malibu. 

Again, limit ground operation of this 
system to twenty seconds. 

Pitot Heat System 

The pitot tube heating element coils 

around the tube itself and is activated by 
means of a switch on the instrument 
panel. The heating element is connected 
to theelectrical supply by aceramic plug. 

This system has few components 
and its failure is almost always due to 
its ceramic plug. The plug's ceramic 
housing breaks, leaving its internal 
pins unsupported. Once loosened, 
these pins are likely to overheat, 
causing system failure. 

Caution: When testing this systemon 
the ground, be very careful when touching 
the pitot tube. A serious bum can result. 

Stall Warning Heat System 

In the Malibu, the lift detector case 
and vane are heated by electrical elements. 
The Mirage's system differs in that its 
vane does not have its own heating pad. 

If your Malibu lift detector heat fails, 
it is usually due to extended ground 
operation which bums up the vane heating 
pad. The entire lift detector must then be 
replaced. To avoid this problem limit 
ground operation to 15 seconds. This 
particular problem is virtually unknown 
in the Mirage. 

Another cause of Malibu lift detector 
heat failure is erosion of the vane 
element's coating, which results in the 
short circuit of the element. Then the 
entire lift detector must be replaced. 
Extend the life of this element by periodic 
re-coating. Again, this problem does not 
occur in the Mirage. 

Look for my article about Malibu 
and Mirage ignition systems in the 
next issue. MMOPA 
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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, LA., 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 MalibuJMirage 
specialists. You have come to trust Tom Scarbrough 
with your MalibuNirage 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 Malibumirage major and minor 
repairs, custom installations, STC's and 
service bulletins / letters. 
Custom computer AD research and billing. 
Avionics installations and repairs. 
Continental and Lycoming factory support 
representative available. 

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

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

Quick Turnaround Large Inventory 
Courteous, Knowledgeable Staff 

Superior Service 

I I FREE OIL FILTER WITH OIL CHANGE SERVICE I 
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Mary Bryant 

Mary has been a pilot for twenty-three 
years and has instructed in the Malibu 
since 1988 when she worked in the 
Piper Training Center. Subsequently, 
she was Eastern Region Sales 
Manager and Malibu Mirage 
demonstration pilot for Piper Aircraft. 

In 1991, Mary co-founded Attitudes 
International, Inc., 'The New Piper 
Aircraft Inc.'s Exclusively Approved 
Malibu Training School". From 
1991 -1 996 she served as President 
of Attitudes and regularly instructed 
in the PA-46. 

Mary currently provides MalibuaMirage 
initial and refresher training through 
Eclipse International, Inc. Mary has 
ATP, CFII, and ME1 certificates, a BA 
from Northwestern University and an 
MBA from the University of Illinois. 

Mary can be reached at (888) 7 GO 
SAFE or e-mail MaIibuMary@MSN.com. 

W hen is the last time you used 
the emergency gear 
extension procedure to 

extend the gear? Did the procedure 
work properly? Not only is it a good 
idea to practice the procedure to 
sharpen your own skills, but it will 
also help ascertain whether the gear 
will actually extend should a real 
emergency be encountered. 

Isolated incidents have occurred 
during training in which the nose gear 
did not extend properly when the 
emergency procedure from the Pilot's 
Operating Handbook was used. 
issuming compliance with all 
ipplicable service bulletins, the problem 
iequently appears to be the tension in 
he nose gear assist spring. Over time, 
he spring may no longer have the 
.equired tension to help assist the nose 
sear overcome the airloads it faces 
luring the extension process. 

Let 's start by reviewing the 
:mergency gear extension procedure. 
rhis emergency is one of those "nice" 
:mergencies that is rarely time 
;ensitive. In other words, unless you 
ire low on fuel, have smoke in the 
:abin or some other pressing need to 
get the aircraft on the ground, there is 
10 rush to execute the procedure. In 
Fact, I recommend that you take your 
.ime, remove yourself from the airport 
~ a f f i c  pattern to an area in which you 
can work with minimal distractions, 
refer to the Pilot Operating Handbook 
and leisure1 y go through the procedure. 
If this is not done, the chances are 
increased that you will fail to complete 
a required check list item such as 
verifying the position of the day / 
night dimmer switch. 

There are two different emergency 

gear extension procedures depending 
on which hydraulic system your aircraft 
has. (NOTE: Refer to your Pilot 
Operating Handbook for the specific 
procedure appropriate for your aircraft. 
This article assumes compliance with 
all service bulletins.) The procedure 
provided below applies to Malibus and 
Mirages with the Parker Hannifin 
hydraulic system on aircraft that were 
manufactured after mid- 1986. 

Prior to emergency extension procedure: 

Battery Master Switch - Check On 
Circuit Breakers - Check 
Day /Night Dimming Switch - Day 

(in daytime) 

If emergency gear extension is required 
due to electrical power failure, the gear 
position indicator lights will not illuminate. 

If landing gear does not check down 
and locked: 

Airspeed - Below 90 MAS 
Hydraulic Pump Power Circuit - PULL 

Breaket (25 amp) 
Landing Gear Selector - DOWN 
Emergency Gear Extend Control - PULL 

(while fishtailing airplane) 

For aircraft manufactured before 
mid-1986 which have the Gar-Kenyon 
system, there are two principal 
differences in the procedure. 

One difference is the position of the 
gear selector when the emergency 
extension knob is pulled. The Gar- 
Kenyon system specifies the selector 
should be in the "up" position when the 
emergency gear extend control knob is 
pulled and then moved to the "down" 
position once the gear is extended. The 

Continued on Page 39 
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AD 97-01-03 
Airworthiness Directives 

Textron Lycoming Reciprocating 
Engines 

Final rule; request for comments 

Summary: This amendment adopts 
a new airworthiness directive (AD) 
that is applicable to certain Textron 
Lycoming reciprocating engines. This 
action requires removal from service 

of defective piston pins, and replacement 
with serviceable parts. This amendment 
is prompted by a report of failure of a 
piston pin. The actions specified in this 
AD are intended to prevent piston pin 
failure, which could result in engine 
failure. 

Dates: Effective January 21, 1997. 

Supplementary Information: The 

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

ALL MATERIAL AMS 3320 - 3/32 TEMP RANGE -65 TO +450 

PA46 - 310 P (16 Seals) $350.00 PA 46 - 350 P (29 Seals) $475.00 

Listed below b our stocking dealers 

West Coast Central East Coast 
Flightcraft Aviation Sales Sky Tech 

1-800-752-7924 303-799-9999 410-574-4144 

Western Piper Modern Aem West Air, Inc. 
1-800-60-PIPER 1-800-937-2376 410-876-7200 

Federal Aviation Administration 
(FAA) received a report of metal 
detected in an engine oil filter on a 
Textron Lycoming Model AEIO-540- 
LIB5 reciprocating engine. The 
investigation revealed the metal in the 
oil filter was caused by a failed piston 
pin, Part Number (PJN) LW-14077. 
Failure of the piston pin may cause 
puncturing of the engine crankcase by 
the piston rod resulting in the loss of oil 

ieading to total power failure and 
possible fire. Failure of the piston 
pin may also cause jamming of the 
engine crankcase by the piston rod 
resulting in total power failure. 

The FAA has determined that 
a quantity of piston pins, marked 
with code 17328, were produced 
that did not meet manufacturing 
specifications. The defects are 
grooves in the piston pin created 
during manufacturing that result 
in the fatigue failure of the pins. 
Textron Lycoming has notified the 
FAA of three piston pin failures 
that were reported at 50,62.4 and 
386 hours total time in service 
(TIS) with the defective piston pin 
installed. This condition, if not 
corrected, could result in piston 
pin failure, which could result in 
enginc failure. 

Since an unsafe condition has 
been identified that is likely to exist 
or develop on other engines of the 
same type design, this AD is being 
issued to prevent piston pin failure, 
which could result in engine failure. 

This AD requires removal 
from service of defective piston 
pins, and replacement with 
serviceable parts. The actions 
are required to be accomplished 
in accordance with the Mandatory 
SB described previously. 
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NTSB Identification: 
NYC97LA024 

Accident occurred Dec-02-96 at 
Myerstown, Pennsylvania 

Aircraft: Piper PA-46 
Registration: N3Y4PM 

Injuries: 1 Serious 

On December 4, 1996, at 1521 
eastern standard time, a Piper PA- 
46, N394PM, was substantially 
damaged during a forced landing 
nearthe Decks Airport, Myerstown, 
Pennsylvania. The private pilot 
received serious injuries. Visual 
meteorological conditions prevailed 
for the personal flight that originated 
at Harrisburg, Pennsylvania, about 
1500. A VFR flight plan had been 
filed for the flight conducted under 
14 CFR Part 91. 

According to the pilot / owner, 
he flew an uneventful flight from 
Somerset, New Jersey, to 
Harrisburg. After landing, without 
shutting the engine down, he 
received taxi and flight following 
instructions for a return flight to 
Somerset. During the climb after 
takeoff, passing4,500 feet, the pilot 
noticed the engine oil pressure 

decreasing, and the oil temperature 
increasing. The pilot asked the air 
traffic controller for the distance to the 
Lancaster Airport, and was informed 
by the controller that it was 18 miles. 

When the pilot observed oil on the 
windshield, and the oil pressure 
continued to decline, he informed the 
controller he could not make it to 
Lancaster and requested the nearest 
airport. The controller informed the 
pilot the Decks Airport (9D4) was about 
6 miles from the airplane's location. 
The pilot stated that during the turn to 
9D4, at 5,50Ofeet, theengine was running 
"very rough." Hc also stated that when 
heleveled the wings, the "engine seized", 
the propeller stopped rotating, and oil 
conlpletely obscured the pilot's vision 
out the front windshield. The pilot 
continued to receive heading anddistance 
information from the controller for 9D4. 
In preparation for landing at 9D4, the 
pilot lowered the landing gear. 

During the final descent to the 
airport, the pilot could not see forward 
though the oil covered windshield. 
When the pilot observed houses out the 
side window, and could not see the 
airport, he elected to land in a field. 

After touchdown, the right wing 
struck the ground, and the airplane 
came to rest about 314 mile Northeast 
of the airport. Initial examination of 
the engine revealed the number two 
cylinder connecting rod protruding 
from the engine block. 

NTSB Identification: 
CHI97LA050 

Accident occurred Dec-19-96 
at Red Oak, Iowa 

Aircraft: Piper PA-46 
Registration: N446RD 
Injuries: 1 Uninjured. 

On December 19,1996, at 1521 
central standard time, a Piper PA- 
46, N446RD, sustained substantial 
damage during a forced landing 
due to loss of engine power near 
Red Oak, Iowa. The private pilot 
was not injured. 

The 14 CFR Part 91 flight 
departed Milford, Iowa, en route 
to Red Oak, Iowa. Visual 
meteorological conditions 
prevailed and an instrument flight 
plan had been filed. M-MOPA 
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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) 916-853-8080 

Shaw Aviation lnsurance 
License # OBI 4220 

Buy Your Malibu Insurance From Someone Who Knows The Market 

Call Us For a 
Renewal Quote! 

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 Bendix /King service center since 1980, we have gained the experience to 
diagnose and repair your Malibu 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. # CP3R431L 
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THIS SECTION IS DEVOTED TO LETTERS, CO-S, ADVICE AND GENERAL 

INFORMATION WHICH THE MEMBERS OF THE M * M O P A  WOULD LIKE TO SHARE. 

PLEASE SEND ALL CORRESPONDENCE TO I - ~ A T H E R  BLANCHARD 
MALIBU~MIRAGE OWNERS AND PILOTS ASSOCIATION 34 1 ALBION STREET 

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

Dear Dr. Weiner: 

I purchased my 1985 Malibu 
(350), N461DK, from Dave 
Kingen in September, and have 
flown it some 40 hours. I am 
writing to compliment you and 
the Association on the fine 
magazine and videos, all of which 
are very informative. 

I completed my initial training 
in late November with Lester Kyle 
and found his ground school as 
informative as was FlightSafety 
in the C-421, especially with 
several planes in the hanger where 
I could study the construction 
much easier than with the 
mechanical diagrams. I had flown 
very little the past three years 
since selling my 42 1, and found 
his instrument training to be 
excellent. His mechanical 
knowledge is outstanding. The 
information I've gleaned from the 
Association and Lester, as was 
the case with FlightSafety, can 
more than pay back the cost of 

maintenance savings, as well as 
increasing the safety factor. 

I spent time today in Tyler with 
Dave Coats, who has been more than 
helpful in many respects, including 
giving me a replacement sun visor I 
needed on the co-pilot's side. What 
a great new friend! 

With the exception of roominess 
and a potty, I like the plane as well as 
the 421, especially the Continental 
350 H.P. engine. I've always had 
excellent luck with Continentals on 
past planes, including the P-Baron 
and 42 1 ' s. I have found the key to be 
not exceeding 65% in cruise, running 
them cool, and especially, not 
reducing power at altitude for descent 
- flaps, gear and speed brakes are the 
answer to getting rated TBO, along 
with regular oil and filter changes. 

Keep up the good work. 

Bert A. Nelson 

Dear Sir: 

With reference to Malibu- 
Mirage Vol. 5 #4 dated Fall 1996 
. . . in..the article entitled Tech/ 
Mod Corner by Tim Ashenfelter, 
he states that it is the "pilot's and/ 
or owners responsibility to ensure 
recumng AD'S are complied 
with." 

If you look at the. . . following 
from . . . FAR Part 91.403, you 
will see that it is the owner or 
operator's responsibility: 

Erom Part91.403: GENERAL 
(a)  The owner or operator of an 
aircraft is primarily responsible 
for maintaining that aircraft in 
an airworthy condition, including 
compliance with part 39 of this 
chapter. 

Michael J. Young 
CFII, A & P, ZA 
PA-46 Znstrqtor 

Miark your Cahndar 
?lie 1997 ALmfiviLk Convention 

Wednesday, S e p t d e r  10th 
t f i r o ~ f i  

Suday, Septetder 14th 
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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 



Suggested Steps to Buying Your 
Aviation Insurance 

The aviation industry is an industry 
of specialists. Whether it is piston or 
turbine, engine or airframe, avionics 
or interior, those who serve your needs 
in maintaining your aircraft are 
expected to be highly trained 
technicians in their area of specialty. 
The same level of expertise should be 
a concern to you in selecting your 
insurance agent or representative. 

In aviation insurance, unlike most 
other types of insurance, we deal with a 
very small but specialized underwriting 
community. The aviation underwriter 
has little or no involvement with any 
other kind of insurance. He is usually a 
pilot, enjoys the industry and prides 
himself on this unique career. The 
insurance agent who helps in purchasing 
your aviation insurance should be just as 
experienced and talented in his area of 
specialty as any of the other aviation 
technicians or advisors whom you select. 

Select Your Agent Carefully, 
Then See That He Does His Job 

Pick your aviation insurance agent 
carefully and steer clear of amateurs. 
There are very few aviation insurance 
specialists compared to the total number 
of general insurance agents. A general 
practitioner (agent) usually will know 
only a few aviation underwriting 
companies at best and will have such a 
small volume of aviation business that 
he will not be able to match the client 
with the most appropriate company. 

President of CS&A Aviation Insurance, Inc., one of the largest and most prominent 
aviation insurance specialists in the Southeastern United States. Tom has distin- 
guished himself in the area of aviation risk management and in the placement of 
insurance for high performance aircraft. He works extensively with FBO's, mainte- 
nance, parts, training and service organizations. 

A graduate of Middle Tennessee University, Tom has been involved in aviation 
insurance for the past twenty years. 

Unlike many other lines of insurance, 
aviation insurance policies vary greatly 
in content and coverage. It is very 
important your agent understands the 
broad forms from the limited forms. 
Although you may qualify or want a 
restricted form of coverage, your agent 
should have the knowledge and ability 
to counsel you on the differences. 

Make sure your agent has direct 
contracts with the underwriting 
companies and is not brokering your 
account through another agent to get 
your risk underwritten. This is a 
relationship business. It is important 
your agent has a good working 
relationship with the underwriters and 
the claims departments of the 
companies from which you are 
requesting quotes. A middle man just 
adds possible complications and 
makes any future client 1 underwriter 
relationship virtually impossible. 

Don't Over Shop 

There are only a small number of 
underwriters capable of writing your 
coverage. If you have selected a strong 
agent who specializes in aviation 
insurance, he can approach the entire 
group for you. Pitting two or more 
agents against each other is usually 
counter productive because an 
underwriter will only extend terms to 
one agent at a time. The first quote or 
declination given by a company must 
remain the same for any subsequent 
agent you appoint. Your selection 
process should be that of choosing your 
agent. If only one agent is presenting 

your risk, the underwriter will know 
this is the person with whom he must 
deal. You eliminate the confusion of 
multiple agents contacting the same 
underwriter and keep your insurance 
marketing at a most professional level. 

If you do not like your agent or are 
not confident in his service or ability, 
select a new agent and give him the 
authority to represent you by "agent 
of record letter." Your new agent will 
be glad to provide you a copy of the 
desired wording. 

Once your agent has his assignment, 
ask for a recap of the response each 
underwriter gave. If the underwriter 
offered a quote, what was it? If the 
underwriter declined the risk, why? 

Don't Shortcut on 
Underwriting Information 

I see many of my clients treat the 
application process as a necessary evil. 
In reality, this is one of the most 
important aspects of the insurance 
placement process. The better you 
and your agent present yourrisk to the 
underwriting community, the better 
response you will have. This is 
reflected in broader coverages and 
premiums savings. 

Keep in mind, only you can do the 
proper job in preparing your resume. Your 
agent does not know your history as well as 
you. So, a word of advice, help the agent 
develop the underwriting submission and 
give this task priority. 

Continued on Page 34 
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Malibu S 
Piper's autho- 
rized sales out- 
let for seven 

to South 
Carolina, SkyTech has led the nation in the sale of 
new and pre-owned Malibus and Mirages for the past 
eight years in a row. We track the pre-owned Malibu 
market serial number-by-serial number worldwide, 
and are the only company in the U.S. to receive daily 
updates on Malibu transactions from the FAA. Our 
knowledge of available units and selling prices al- 
lows us to position our inventory as the best VALUES 
in the market. Additionally, all of our Malibus are 
thoroughly inspected by our Service Department to 
insure that your new Malibu's mechanical condition 
is completely up-to-date, and that all applicable Ser- 
vice Letters and Service Bulletins have been addressed. 

1997TBM 700. Spec to order. Available options include 
Two Tube EFIS Package, KLN-90B Approach Certified 
GPS, RDS-82 Vertical Profile Radar. WX-1000E 
Stormscope, RMI, Air Conditioning, Leather Interior, 
CD Player, Two Year Warranty. (File Photo) 

Buy NEW and benefit from Pipa's comprehensive Two 
Year "Spinner to Tail" warranty. Standard equipment 
includes RDR-2000 Vertical M l e  Radar, I(LN-90B 
Approach Cemfied GPS. Transicoil Instnunentation 
Package including digital display and exceedence 
recorder, Flight Director, Altitude ReSelect, Co-Pilot 
Instruments, Leather, Air Conditioning, Cockpit 
Clearance Recoder.. . Ask about the five year avionics 
warranty. 

p 
'4 

gram! 1 
a l e a p  
plete r 1 

New P. 
new co 
rics, l e t  

sheep 
proofi r 
carpet 1 

signed 
vents, r 

C o n k  
p a h r  

3emo time only. King Silver Crown Equipped 
ncludingEFIS40, KLN-90B GPS, RDS-82Vertical 
%file Radar, KFC-325 Autopilot/Flight Director, 
3ectric Standby Attitude Gyro, Color Moving Map, 
Known Icing, Air Conditioning, Executive Interior 
ncluding Fully Enclosed Flushing Potty, Laterally 
hacking Seats, Three Writing Tables and much 
more. 270 KTS and 1700NM Range with FULL (8) 
ieats. 
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I have never been manager of Piper's training center, just an instructor there, nor 
have lbeen manager of any nationally known Flight Center. I did own andoperate 
my own FAA approved flight school. 1 have conducted over 450 Malibu initial and 
refresher schools including 50 in 1996 while obtaining 1 1,000 pilot hours. 

Refresher From $345.00 Initial From $995.00 

Client Recommendations 

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. 

Sy Weiner 

For Scheduling or Further Information 
Call Facto y, Inc. 561 462.5438 

CANOPY COVERS AND INTAKE PLUGS 
Custom made for all makes, models, and m ~ c a t i o n s  
Reduces interior temperature by approx. 25" F. 
Prevents damage caused by lealdng door and window seals. 

Cover8 Atso Avaitdble: 
Windshield Only 
Engine Propellers 

BRUCE'S CU6C"MIM.COVERS ToLC FREE (U;S.): 800/777-640! 
389 E. California Ave. PHONE 408/738-395! 
3unnYYale, CA 94086 FAX 408 1738-272 ---. - - -  

&tom made utilizbg the latest in fabric and sewing technology 



Columbia Aircraft Sales, Inc. 
The Exclusive Piper Distributor & Service Center 

for New York, New Jersey & 
New England 

The 1997 Malibu/Mirages Are Arriving! 
New Deliveries in March & June 

Our team of Sales Professionals is ready to assist you 
in the search for just the right aircraft to fit your needs. 

Once you've chosen your plane 
Coiumbia Air Services, Inc. is here to provide expert 

technical assistance,warranty service & parts. 
Why go anywhere else! 

One Call Puts You In Contact With 35 Piper Experts! 
CofumMa Aircraft Sales, Inc. 

Grotonhlew London Airport 
Groton, CT 06340 

FAA Certified Repair Station #S05R204N 
Phone: (860)449-8999 

Fax: (860)449-9924 
E-mail: colurnbia@pcnet.com 
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GPS NAVIGATION WITH THE KLNSOB 
TIPS ON USING GPS - NUMBER II IN A SERIES 

6 Kenneth Herman, 1996 

Kennet hHe- 

Ken lives in Richmond, New 
Hampshire, where he serves as the 
President of the Monadnock Pilots 
Association and as a member of the 
Keene, NH Airport Advisory 
Commission. He is a retired federal 
government executive and a graduate 
of the University of Maryland. 

Ken has held GPS seminars for FAA 
inspectors, is an FAA Aviation Safety 
Counselor and writes articles for the 
FAA Northeast Safety Brief. He has 
also conducted presentations on GPS, 
PC Flight Simulators and Field Morey's 
West Coast IFR adventures for various 
pilot groups. 

An Air LifeLine and Angel Flight Pilot, 
Ken holds a Commercial Pilot license 
with Instrument rating and owns a 
1981 Cessna Turbo Skylane RG II 
equipped with King slaved HSI, King 
IFR non-precision approved KLN-SOB, 
STec-55 autopilot with altitude hold, 
Ryan TCAD-8000, Insight GEM-610 
engine analyzer, and Shadin Digidata 
interfaced to the KLN-SOB. 

Ed Note: Ken has advised us he 
doesn't mind answering questions from 
fellow pilots on GPS. However, please 
do it on your nickel. Telephone: 603- 
239-421 6 or Fax: 603-239-6990. 

This article, the second in a series, 
will cover various aspects of flight 
planning using the King KLN-90B in 
both the aircraft and in the take-home 
mode. We will use a SID, STAR and 
non-precision approach. Initially it may 
sound complicated, but we will practice 
changing, adding and deleting waypoints, 
and then flying our plan. 

Before we begin, let's review the 
MOST IMPORTANT POINT from the 
previous article. Always, always: know 
what the ACTIVE WAYPOINT is and 
WHICH MODE ( k g  or OBS) is set on 
the GPS. lfin OBS mode, know whether 
you are flying TO or FROM the active 
waypoint. 

Our flight will take us from Lebanon, 
NH (KLEB) to Boston, MA (KBOS). 
Set up your KLN-90B in the docking 
station and go to the SET 1 page. Note 
and write down the geographical 
coordinates you see there. After the 
practice session, you can reinsert them. 
You are doing this so that your unit can 
quickly calculate its initial position. If 
you don't have the docking station, I 
highly recommend that you purchase 
one. The KLN-90B has tremendous 
capability, but learning tooperate it while 
flying is far from the best way and can be 
dangerous in IMC. If you don't want to 
get adocking station, I would recommend 
hooking up a ground power unit and 
spending some time going through this 
article with the unit on the ground. 

Now go to the FPL 0 page and delete 
all existing waypoints by turning on the 
left cursor, rotating the outer knob to 
highlight the waypoint, then hitting CLR 
and ENT. Continue until there are no 
waypoints left. 

Once all the waypoints are deleted, 
let's fill in our new flight plan. At the 
first waypoint, insert KLEB and then hit 

ENT. The cursor will move down 
automatically. Then, insert KBOS, our 
destination, and hit ENT. Turn off the 
cursor. Rotate the left outer knob to 
SETUP and the SET 1 page. Turn on the 
cursor and insert KLEB and hit ENT. 
(Note: In a subsequent article we will 
insert coordinates here as we practice the 
more difficult aspects of GPS 
approaches.) 

We have relocated ourselves to 
Lebanon airport. The departure runway 
is 25 and there is a Pilot-Nav Standard 
Instrument Departure (SID) called the 
White River One departure for this 
runway. We will be using the Keene 
transition (IVVl .EEN). Rotate the left 
outer knob to FPL 0. Rotate the right 
outer knob to ACTV and the inner knob 
to ACT 1. That page will show the 2nd 
waypoint KBOS because we are in LEG 
mode and using To-To navigation, so 
theactive waypoint is thenext one, which 
is KBOS. Pull out the right inner knob to 
the scan position and turn one click to the 
left (right will work, too, because of 

Continued on the Next Page 

A Quick Knob Review 

The outer knob turns (in a wrap 
around fashion) toeach of the major 
categories (types) like TRIP, 
MODE, FPL, NAV, etc. Once the 
category is selected, the inner knob 
pages through all of the possibilities 
(also in a wrap around fashion). In 
acategoryand page with the cursor 
on, the outer knob controls the 
position of the cursor and the inner 
knob changes the values, alpha- 
numeric, A-Z,O-9 or if only numbers 
are acceptable, 0-9. The values 
are also in a wraparound fashion, 
so. you can take the shortest 
distance between two points by 
turning the inner knob, left or right 
as necessary. 
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GPS - Continued from the Previous Page 

wrap around) and you will see KLEB 
and a 1 for first point on the flight plan. 

Push in the right inner knob thus 
removing it from the scan position. Now 
rotate the right inner knob to the ACT 7 
page. (SIDS and STARS are found on 
ACT 7.) Select the SID by turning on the 
right cursor and hitting ENT. There is 
only one so the choice is easy. If there 
were more, then you would move the 
cursor to your selection. Now we choose 
the desired transition EEN by moving the 
cursor down to highlight it and hitting 
ENT. Check the SID which goes from 
the airport to the White River NDB 
(IVVNB), on to BAUER intersection 
and then to EEN. To load it in the flight 
plan, press ENT. An arrow should be 
between KLEB and IVVNB. If not, go to 
SET 1 and reenter KLEB, press ENT and 
return to FPL 0 page. You can see the 
STD is now part of our flight plan. 

N l . I V V )  vw SL-858 (FAA) 

WlTE RIVER ONE DEPARTURE (PILOT NAV) Lfk%?%?!~%i 
r w  
a *  

ND C C U  
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So far, so good. Now let's set up a 
STAR for our arrival. Again, go to the 
ACTV ACT 1 page. Because the second 
waypoint in our plan has changed to 
IVVNB, that will be the waypoint on the 
page. Take a close look at the page and 
note how the waypoint is referenced. It 
references it to LEB (a VOR) and shows 
the radial and distance and also provides 
geographical coordinates. 

ALWAYS check the reference when 
you enter waypoints to make sure you 
haven't misspelled them. If you enter an 

intersection into your flight plan, a 
reference page will come up with blanks 
and after a couple seconds of computing, 
the proper references will be filled in. 

This is your only way of making sure 
the computer doesn't take you on an 
undesirable trip. If the waypoint is 
referenced to something on the other 
side of the country and not where you 
think it is, then you have made a mistake 
and have chosen the wrong waypoint. 

Continued on the Next Page 
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GPS - Continued from the Previous Page 

Pull out the right inner knob to scan 
to our destination KBOS, then push the 
knob in and turn to the ACT 7 page, 
where, after turning on the cursor, we 
will select the STAR GDM2 for the 
Gardner Two Arrival and press ENT to 
place it in our plan. 

EEN is just Northwest of Gardner so 
we can join the STAR at GDM. Turn on 
the left cursor to go through the flight 
plan. You will see two unnecessary 
waypoints between EEN and GDM. 
Move the cursor down to ALB and 
ALB23 and delete them in turn by 
pressing CLR and ENT. While we 

cannot change approaches, we can 
change and modify both SIDS and 
STARS.  W e  should have ten 
waypoints in FPL 0. 

Since we are having so much fun, 
let's add an approach. Go to the ACTV 
ACT page and pull the inner knob out 
and scan to KBOS. Then push in the 
knob and rotate it to ACT 8. Winds favor 
runway 27, so select theVORD 27 (VORI 
DME RWY 27) by turning on the cursor, 
moving it, and pressing ENT. Check the 
waypoints against the approach plate 
and, if OK, press ENT to load the 
approach into FPL 0. We could get radar 
vectors from somewhere along the 
STAR, at REVER or be required to fly 
the full approach, going outbound from 
BOS to the IAF at SWAYS. We now 
have 15 waypoints in our flight plan. 

We went from two waypoints to 
fifteen waypoints by adding a SID, a 
STAR, and an approach to our flight 
plan. Because our purpose is to get you used 

to changing your flight plans "on the fly", 
let's leave the complications of radar vectors 
and course reversals to the next article and 
now simplify our trip before we fly it. 

The winds have shifted and we now 
need to set up to do the VORfDME or 
GPS RWY 15R at Boston. This is a 
Phase 111 approach, and the underlying 
Navaids do not have to be on the air. 
First, go to the ACT 8 page for KBOS. 
Remember how to get there? Turn on the 
cursor and select VORD 15R. Press 
ENT to load it into FPL 0. Wow! A 
special page comes up saying press Ent 
to replace the existing approach and asks 
you lo approve the change. Press ENT 
and then turn on the left cursor to see 
what happened in our flight plan. Note 
that the approach beginning with 
KENEE-i, the IAF, has replaced the 
previous approach. Look at the 
waypoints and compare them to the step- 
down fixes on the approach plate. 

BOS 1 I is the step-down at 10.5 DME 
from BOS (The database rounds up to 
create the designator.) CFI 5R is acourse 
fix 8 DME from BOS and the next step- 
down. Then comcs the Final Approach 
Fix (FAF) called INTER-f, then the 
Missed Approach Point (MAP)RW 15R- 
m. Next is the fence, as it iscalled, which 
indicates no auto-sequencing of 
waypoints and is marked by an asterisk. 
The next waypoint is the holding fix 
CELTS-h. Because there could be 
alternate holding instructions and you 
areclimbing andcleaningup the airplane, 
waypoint sequencing stops at the MAP. 

Because we can go to KENEE-i 
from GDM (107 degrees, 35.7 NM), 
we no longer need the STAR. Turn 
the left cursor on (if not already on) 
and move the cursor up to between 
EEN and GDM and you will see 
CHANGE STAR? highlighted. If 
you were to press ENT, the right page 
would switch to the KBOS STAR 
page and let you choose another 
STAR. But we do not want to change 
it, we want to delete it, so don't hit 
ENT! (If you did, turn off the right 

Continued on the Next Page 
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Review the tlight name and contents move down for you. 
plan and you will see 
that in deleting the 
STAR we have also 
deleted GDM as  a 
waypoint, so turn on 
the left cursor and go to 
waypoint KENEE-i 
and try to select GDM. 
As soon as you try you 

Once you have GDM setup, press ENT. 
Review the flight plan which should be: 
KLEB, IVV I -SID, IVVNB, BAUER, 
EEN, GDM, V ISR-KBOS, KENEE-i, 
BOS I I, CFI SR, INTER-f, RW ISR-m, 
*NO WPT SEQ, CELTS-h, KBOS and 
you have 12 numbered waypoints.(Don't 
count the three titles, SID, APPROACH 
and *NO WPT S E Q  which are  

I will see INVALID unnumbered.) 
ADD because the  
computer will not allow 
you to separate V 15R- 
KBOS (the approach 
name) from the 
approach itself, so back 

GPS - Continued from the Prev~ous Page the cursor up one line and it will say 
CHANGE APR? and flash. If you hit 

cursor and turn back on the left cursor ENT, you get a chance to change the 
and return to the point between EEN approach. Don't! If you hit CLR you get 
and GDM.) With CHANGE STAR? a chance to delete the approach. Don't! 
flashing, press CLR, then ENT. You Instead simply start turning the left inner Let's go fly! Turn off the cursor and - 
have justdeleted a STAR. knob toGDM. You will see the approach go to the SET -1 page. Turn on the cursor 

Continued on the Next Page 

Malibu-Mirage Magazine . Spring 1997 . Page 31 
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and rotate the outer knob to move the 
cursorto the blank for Knots (KT). Insert 
150, press ENT, rotate cursor to 
CONFIRM, press ENT, and we are on 
our way. We could choose a slower or 
faster speed and can always return to the 
SET 1 page and change it. I suggest a 
speed slow enough to follow the flight 
plan easily. Rotate the left outer knob to 
the NAV category. Rotate the right 

outer knob to the NAV category. Set 
both sides to the NAV 5 page. Press 
CLR to reduce the moving map to flight 
plan waypoints. 

We are approaching IVVNB. We get 
a message tellingus to set the OBS on the 
HSI or CDI to 199 degrees. In the 
aircraft we set the OBS on the HSI or 
CDI and fly the course to the next 
waypoint. With the docking station the 
90B will give you the message but fly it 
as if the change had been made and as if 
in the autopilothav mode during this 
flight, which is all TO-TO LEG mode 
navigation. 

Turn on the right cursor and make 

sure the fourth line on the right upper 
window shows TK and an arrow pointing 
up. This is the setting I use. Turn off that 
cursor and turn on the left cursor and 
make sure the left window shows AUTO. 
Turn off the left cursor. 

At BAUER we take up a new course 
of 182 degrees to EEN. Remember this 
course. If things go too fast for you, go 
to the SET 1 page and slow the speed or 
set it to 0 to collect your thoughts. 
Compare the above course with the chart 
and notice that they are not the same. 
182 versus 181. They are different 

because of great circle navigation used 
by the GPS receiver and the way in 

which it avvlies 

the course. In the take-home mode the 
computer sets the course for us. 

Whoops, ATC calls and wants us back 
on the SID between BAUEK and EEN. I 
have had this actually happen. For 
whatever reason -traffic, radar problem, 
etc. - you may be asked to return to an 
airway or procedure and you need to know 
how to do it with the KLN-90B safely. 

You can cancel a DIRECT TO by 
hitting DIRECT TO, then CLR and then 
ENT. But be very careful. Depending 
on your current position the computer 
will make a decision as to which leg it 
THINKS you should be on and provide 
that guidance. That MAY not be correct. 

The safe way to rejoin the course in 
all cases is to re-intercept the 182 degree 
course (remember?) either FROM 
BAUER or TO EEN. Pull out the right 
inner knob and turn to BAUER. 

If in the aircraft, flip the LEGJOBS 
switch to OBS and press DIRECT TO 
twice to ACTIVATE the BAUER 
waypoint, then set your OBS to 182 and 
fly to intercept the course from BAUER. 
The TO-FROM indicator on your HSI or 
CDI will show FROM. 

Turn the right inner knob to NAV I 
PAGE and you will see that the KLN- 
90B TO-FROM indicator shows FROM 
the active waypoint BAUER. The 
horizontal arrow at the top pointing to 
BAUER Does NOT indicate direction 
but instead shows the active waypoint! 

In the take-home mode, the procedure . A 
magnetic variation. is similar. After turning to BAUER in 
The ground track will the scan window on the NAV 5 page, flip 
be the same as if you your docking station LEGJOBS switch 
had used 181 degrees to OBS, hit DIRECT TO twice, then 
and the VOR. OK, ENT to activate BAUER. 
ATC just called and 
cleared us direct to (Note: You can only activate a 
Boston. Hooray! 

Continued on the Next Page 

, .  .... Pull out the right 
L / inner knob and turn it 

then ENT. The KLN- 
90B tells us our new 
Desired Track (DTK) 
is 145 degrees. In the 

C 
aircraft we would set 
ourOBS to 145 and fly 

E 
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GPS - Continued from the Previous Page 

waypoint in the OBS mode. In LEG 
mode it will always only offer DIRECT 
TO. In the OBS mode, the first press of 
DIRECTTO, offers a DIRECT TO: The 
second press, offers ACTIVATE.) 

Now turn on the left cursor and turn 
the left outer knob two clicks to the left 
to highlight the OBS numbers. Rotate 
the inner knob to 182 and turn off the 
cursor. You can then watch the aircraft 
re-intercept the proper course to rejoin 
the SID. You can also go to the NAV 1 
page and see that you are going FROM 
the Active waypoint BAUER. 

We can also rejoin by selecting EEN 

as the active waypoint and re-intercepting 
the 182 degree course TO. Follow the 
above instructions to activate EEN instead 
of BAUER. Set the LEGIOBS switch to 
OBS, then activate EEN. In the aircraft, 
set your OBS to 182 degrees and re- 
intercept. In the take-home mode, insert 
182 into the OBS numbers window. 

Now that we are back on course, the 
rest of the flight is easy. Once we have 
re-intercepted, we can go back to the 
LEG mode in both the aircraft and in 
the take-home mode. Let'sjust sit back 
and watchour flight plan take us through 
the remainder of the SID and into the 
approach to Boston. You will get 
messages when your course needs to 
change at each of the waypoints. There 
will also be messages concerning 
Special Use Air Space. Air space 
messages will not appear once the 
approach is armed or active. 

You will note on the left side of the 
NAV 5 page we will be in the ENR- 
LEG mode until within thirty miles of 
the airport, at which time it will change 
to ARM-LEG. In the aircraft, GPS, 
LEG and ARM will be annunciated. 
Two miles from the FAF, the ACTV 
annuciator will light up and the left 
side of the NAV 5 page will show 
APR-LEG. 

If you wish, change the speed on the 
SET 1 page to match your approach 
speed. At the MAPremember there is no 
sequencing, so your HSI or CDI TO- 
FROM indicator will switch from TO to 
FROM. If you want to land on the 
runway in the take-home mode, go to the 
SET I page and change your speed to 0 
when over the runway. 

To follow thecharted missed approach 
instructions at the MAP, you commence 
the miss while making sure you have the 
right inner knob pushed in. This is very 
important because if you are in the scan 
mode and have a waypoint other than the 
holding fix in the window, then a DIRECT 
TO will choose that waypoint instead of 
thecorrect holding fix. Press the DIRECT 
TO button and, if the waypoint shown is 
correct, then hit ENT. 

Hate to leave you in the holding 
pattern, but that is the subject of the next 
article along with course reversals and 
radar vectors, and maybe even a full 
approach. MOPA 

GPS 
Questions and 

Answers 

Q ATC has given me a 
direct clearance to a 

distant waypoint and now asks me 
for aposition report and they won't 
accept 487 miles from MKG 
(Muskegon, Michigan) or my 
current geographical coordinates. 
What do I do? 

A Turn to the NAV2 page. 
There you will find your 

position relative to a nearby VOR 
with radial and distance 
information. You could also press 
MSG and ENT for information on 
the closest airport. 

Q Iamflying aGPS ap- 
proach and watching the 

HSI w ~ t h  one eye, the altimeter 
with the other eye while looking 
with the thirdeye at the KLN-90B 
NAV 5 page as it counts down the 
distance to the Missed Approach 
Point (MAP). Are there any other 
indications of reaching the MAP 
besides those displayed on the 
KLN-90B? 

A Yes! Because the KLN- 
90B won't automatically 

sequence beyond the MAP, guidance 
changes from TO-TO to TO-FROM 
at the MAP and at that instant the 
TO-FROM indicator on your HSI or 
CDI will change to FROM. (See the 
discussion on missed approaches in 
the article.) -0pA 
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Insurance Matters - Continued from Page 23 

Correct Irzformation is Critical 

It is important to give accurate 
information to underwriters. It is acceptable 
to use approximations on such things as 
pilot hours if you underestimate. Many 
policies will make the hours and ratings 
given on the pilot's underwriting 
submission a requirement of the policy. If 
you overestimate your experience, you may 
find yourself not meeting the minimum 
standards set for you in your policy. If you 
employ a pilot, it is up to you to assure the 
information furnished by your pilot is 
accurate. Check his log books. 

Transition Situations 

If the aircraft to be insured is of amake 
and model unfamiliar to you, work with 
your agent to develop a pilot training and 
transition plan before you or anyone 
approaches the underwriter. A strong 
transition plan takes the burden off the 
underwriter and may turn an underwriting 
rejection into a good quotation. Keep in 

mind, the underwriter is paid to accept or 
reject the riskas it ispresented. Ifaccepted, 
it is his job to price the policy and outline 
the coverages he is willing to extend for 
that price. It is not his job to engineer the 
risk to make it more acceptable. That is 
up to the client and the agent. 

Arrogance Has No Place in Aviation 

All pilots, professional or pleasure, 
want to be thought of as highly qualified 
in the cockpit. Many, however, don't 
want to prepare, train, practice and pay 
the price to be one of the best. We 
frequently see this laziness disguised 
with "pilot's ego". Remember, the 
underwriting community hears all the 
bragging, the excuses and the broken 
promises from agents and pilots eight to 
ten hours a day. No wonder they appear 
skeptical. So, why not recognize the 
environment we are in and set ourselves 
above the crowd. How? 

Don't overlook the importance of 
recurrent training. Most underwriting 
companies are requiring annual schools 

for all pilots flying turbine, jet or high 
performance piston equipment. 
Underwriting statistics have long proven 
the school trained pilot has fewer losses. 
If we know annual training is required, 
we may as well make it a vital part of our 
underwriting submission. We look more 
professional and will be rewarded with a 
better underwriter response. 

Know What Coverage 
You urr Requesting 

Work with your agent and your 
attorney to design a coverage package 
appropriate for your needs. A well 
designed insurance program is more than 
hull coverage, liability limits and price. 

A brief example of other questions 
that must be considered: 

Who is the registered owner of the 
aircraft? 

Is a corporation paying the 
expenses to operate the aircraft on their 
company's business? 

Continued on Page 38 

MalibdMirageT raining 
J 

Ron Cox 

Updated t ra in ingmanuals  Ins t rument  handbooks Standardizedfl ight  training 
Diversified trainingsubjects: -High a l t i tude  operat ions -Weather  

-Autopilot -CRM 
Like aircraft equipment, initial and recurrent tramingcan comein many dlfferentlevelsofquality. Ifthe 

I Insurance approved by an 
majoraviation underwriters I 

forinitial and recurrent / faclotyrquivalmt training, I 

john ~ a r i ~ ~ i  training you havereceivedupto now has been a t  best mediocre andgenerally forgettable, you owe itto 
yourselfto try ATM, the acknowledged leader in MalibdMirage training. Our rates are a s  competitive a s  
ourtraining. ATM'sintensivecourses will upgrade your level ofproficiency andincrease familiarity with 
yow own aircraft. You will train with ATM's highly experiencedinstructors: JohnMariani, a senior 
engineer on the original Malibu design team, has over 15 yearsofexperiencein theMalibu asan engineer, 
test pilot and instructor: Ron Cox is a retired senior army aviator, former Training Center manager for 
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Wear n' Tear - Continued from Page 1 1 

dramatic. The encoder in most PA-46 
aircraft is the KEA 130A. Overall, it has 
been a very reliable unit. 

The KEA130A has two signal 
outputs. One goes to both the 
preselector and to the Mode C portion 
of the transponder. The second source 
goes directly to the preselector and is 
a precision potentiometer that allows 
the preselector to differentiate between 
pressure and density altitude. The 
Mode C outputs seem to be the more 
frequent problem. 

The problems usually only occur in 
descents or ascents. The preselector is 
watching the encoder "click" off the 
hundreds and when the encoder sends an 
erroneous signal the preselector still tries 
to maintain the selected "VS". Unless it 
was a brief excursion, this problem will 
usually be accompanied with acall from 
Center asking you tocheck your altitude. 

Sometimes when the encoder goes 
bad it will read crazy altitudes, such as 
34,000 ft! If you have a digital 
transponder (which is referenced to 29.92 
all the time) you can see the readout. 

The pitch and trim servos have had 
a lot of attention in the past and have 
been enjoying a pretty good record. 
However, I was surprised at the number 
of problems that have been reported. 
Although AlliedSignal has a 
requirement to remove, inspect, and 
test the servos and clutch assemblies 
annually, it commonly gets overlooked. 

In some cases, the maintenance 
facility does not have avionics facilities 
on site. But the most common problem 
is with the improved servos and the 
moisture covers, the servos are lasting 
longer. The problems popping up now 
are the normal wear and tear items. I 
should add that Allied has been working 
on a problem with their servo motors 
this year. 

Some of the new servo motors have 

an electrical "run on" characteristic that 
tends to trigger the trim fail warning. I 
believe they have the problem corrected 
at this point. The normal maintenance 
schedule on the servos will keep them in 
top notch condition. 

I left the flight director for last as it 
contributes to the lion's share of auto- 
pilot problems. Several improvements 
to the unit have been out for a couple of 
years and seem to help improve 
performance. By now I would assume 
that everyone has experienced the 
vibrating "V" bars or "V" bars that stick 
in banks and at various pitch settings. 

If you have an older unit, "sticking" 
has been greatly reduced with an 
improved internal assembly and heavier 
duty cases. As the aircraft pressurizes, 
the difference in pressure on the 
instrument increases. The older cases 
could actually begin to collapse slightly 
and could mechanically pinch the bars, 
although most of the old cases that were 
susceptible to a pressure change have 
been removed from circulation. 
However, every once in a while, I hear of 
one getting through. 

One of the most common Flight 
Director problems involves the electrical 
output to the auto-pilot. When a flight 
director is changed it is required that an 
electrical alignment be performed to 
"marry" the various components. 

What we are seeing on some of the 
olderunits is the mechanical presentation 
saying one thing while the electrical 
signal is all over the spectrum. The other 
problem that is becoming more prevalent 
are small mechanical presentation errors 
that appear to correct themselves. Don't 
be fooled! The KT256 flight director 
usually gives you several warning signs 
prior to a total failure. 

Once you have a problem, it needs to 
be checked out by an authorized auto- 
pilot facility. When the flight director 
has a failure, the computer will follow it 
to the best of its ability, which could lead 
to a very unusual attitude. If the auto- 

pilot computer is the brain of the system, 
the flight director is the heart! 

Additionally, any auto-pilot work 
should be followed up with a detailed 
test flight to insure proper performance. 

Although other auto-pilot 
discrepancies can occur, the above 
mentioned items appear to be on the 
increase as they experience Wear 'n Tear. 
From the information I have received 
thus far, I believe corrosion may be up- 
and-coming on the list of problems. 

I would like to hear any comments or 
particular maintenance problems that 
might have been encountered relating to 
this. Items can be faxed to me at 410- 
780-4439 or you can send e-mail to 
skytech9@mail.idt.net. MOPA 
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Dick has been our M*MOPA 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 asan USAF Flight Surgeon, he is currently an Anesthesiologist 
in Austin, Texas. Dick has been a member of the MmMOPA 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. 

Hi Folks, I was especially interested 
in a recent fatal Piper Dakota accident 
of a pilot and passenger (apparently a 
mother or grandmother), who became 
incapacitated and lost the aircraft and 
themselves. It was January 17th in 
New Hampshire, and my first thought, 
was carbon monoxide - which the 
NTSB investigators have ruled in after 
finding a small corrosion hole in the 
aircraft muffler. 

It immediately brought memories 
of flying around in my Dad's PA-17 in 
a Minnesota winter and why it seemed 
to give me a headache after each flight. 
Of course, the healthy young 17 year 
old pilot was not going to admit to anv 
one that flying in the bird in the winter - 
gave me headaches - I was off to flying 
jets in the Military at first chance, and 
no shortcomings of the kid's body were 
going to slow me down! 

After some type of family-required 
insurance physical, our family Doc 
called me in and said that my 
carboxyhemaglobin levels were much 
too high in face of being around a 
family of fighter pilots who smoked. It 
was at the next annual of the current 
bird that the A&P discovered a hole in 
our exhaust system which vented into 
the heating system - most frequently 
used in Minnesota! The airplane was 
trying to kill me -just for trying to keep 
my toes from going numb on my 
Minnesota flights. I have never turned 
on the heat in any aircraft since - on any 
flight - with much unhappiness on the 
part of my many passengers!! 

Folks, we fly in a thermos bottle 
with a life support system of cool and 
heated air. Any intrusions of this system 
can happen. Although, Bruce 
Landsberg's office says this is ven, 
rare. But, not so rare to the 100% - 
occurrence to the Piper Dakota crew. 

Carbon Monoxide (CO) poisoning is 
insidious. That's medical jargon for (it's 
stealthy); you don't know it until it's too 
late. CO is colorless, odorless, and 
insidious. It combines with our 
Hemoglobin 200 times tighter than 
oxygen - so it goes running around our 
bodies, in place of oxyhemaglobin, with 
no oxygen support for ourcells, and loves 
it, without any support of our metabolic 
andoxygenneedsuntil it is slowly released 
or driven off the hemoglobin molecule by 
hyperbaric oxygen. 

This is used by us doctors, 
(remember our chamber experience in 
San Antonio - come to our M*MOPA 
meetings to find out these things). CO 
poisoning in recreational and boating 
accidents, along with aircraft accidents, 
has the highest incidence of poisonings. 

We are lucky, in our Malibus, to 
usually have the exhaust gases mixed 
with the CO - smell gas or develop 
funny feelings of headache, or weird 
feelings, and suspect, as I have told you 
before, of Hypoxia. But wait, the next 
thing to suspect is CO. It will give you 
a very cherry red nail bed appearance 
from the carboxyhemaglobin and then 
headache, dizziness, loss of 
consciousness. and death. 

If these things start to happen to me, 
I am going to open up the ventilation 
system, get on oxygen, and 
consequently, go down and land at the 
nearest airport before I become a similar 
Piper Dakota accident. Also, I am 
going to make sure my annual includes 
some very close inspection of my 
exhaust 1 heating equipment. 

What to do? There are some simple 
"Dot" indicators out there for cheap 
(need to renew every month or so), 
and more sophisticated detectors are 
coming about. The RV, domestic, 
and boating industry are developing 
these devices out of demand for this 
problem. Most folks die in fires of CO 
poisoning and smoke inhalation than 
from the fire itself. 

Come join us at our M*MOPA web 
site: www.mmopa.org. W e  are 
certainly growing and having a great 
time chatting on the site. Sponsors, 
you are beginning to miss out on a 
great mmopahlalibu sales exposure 
with the s i te  - talk to  me at: 
txviking@io.com. 

In Memory: I would like to pay 
tribute to my best friend, a great pilot. 
and my best everflight instructor-my 
Dad. He died last month. We, as 
pilots do, never said good-by to euch 
other - only "ti1 we see each other 
again." Dad, here's to you - I know 
you are having a Great Ride - ti1 then 
. . . your son. WOPA 
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Insurance Matters - Continued fmm Page 34 

Is the pilot an employee of the 
company or an employee of the registered 
owner? 

Is the pilot an employee or an 
independent contractor? 

Is there a workers compensation 
exposure? 

What is the "purpose of use" of the 
aircraft? 

Does your expense reimbursement 
procedure throw you into a commercial 
category? 

Are you planning to operate the aircraft 
outside the United States? 

Do you need aMexican liability policy 
or War Risk insurance? 

What additional insureds are required, 
and is a waiver of subrogation needed? 

As you can see, there are both legal 
and insurance questions to be answered 
when designing agood aviation insurance 
package. It is not up to the underwriter 
to design your policy. It is up to you. 

The Buying Decision 

Althoughprice is important, it should 
not be the only determining factor when 
making your insurance buying decision. 
Aviation insurance is a cyclical industry 
and, as a result, most companies 
experience fluctuating rates. Remember, 
one year is not a trend. A true measure 
of price competitiveness should be the 
average of five or ten years. 

Quality of product and coverage 
design may be much more important 
than the absolute "bottom dollar" price. 
Underwriter loyalty is also a 
consideration. Does the underwriting 
company have the reputation of staying 
with a client through all kinds of market 
cycles? How does the company treat the 
insured after a loss? Do they run at the 
first sign of trouble? 

Building a Relationship 

Make it a priority to meet your 

underwriter. Let him put a face and a 
personality with the number on the 
computer screen. Learn how the 
underwriter thinks and what he is looking 
for in a desired customer. Let him 
understand your safety programs, 
training priorities and plans forthe future. 
If a personal visit is not possible, a three 
way telephone conference call between 
you, your agent and the underwriter is a 
nice substitute. Discuss such things as 
training plans and aircraft you hope to 
add in the future. In short, begin to build 
a relationship with the underwriter. 

It is important that your agent has a 
strong relationship with the underwriter 
if he is to properly orchestrate this kind 
of dialogue. 

Keep in mind, relationship building is 
only possible if you are mature and stable 
in your approach to buying insurance. If 
you jump from company to company each 
year chasing the cheapest price, then this 
exercise is useless. MOPA 

Oxford Aviation's mastery of DuPont' 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! 

I Don't Give Your Aimaft to just Anyone. Inside, outside, all around, I 

from paint to glass, interiors to annuals, engine exchanges to STOW 
speed kits. Call us for detailed information and a quotation. 

OXFORD VIATION IN=. --@- 
RFD 1, BOX 1275, Oxford, Maine 04270 

(207) 539-4779 FAX (207) 539-8441 
Raced Rl by Lighl Edne Mainlsnenoe/AvMW Consumer Magedne. 
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Down and Out - Continued from Page 17 

Parker Hannifin systems specifies the 
selector should be in the "down" 
position before pulling the emergency 
gear extend control knob. 

The other difference is airspeed. The 
Gar-Kenyon system procedure specifies 
100 KIAS and the Parker Hannifin 
system procedure specifies 90 KIAS. 
These numbers should be viewed as 
maximum allowable numbers. Use of 
lower airspeeds is acceptable and is 
highly recommended. In any event, I 
recommend use of no more than 90 
KIAS for either system. 

If you have not recently verified 
the procedure works properly at 90 
KIAS in your aircraft and you 
experience a problem extending the 
gear,  slow to 80 KIAS before 
attempting to extend the gear using 
the emergency procedure. 

It is important to slow the aircraft 
adequately before starting the 
emergency gear extension procedure. 
Avoid trying a higher speed initially 
with the thought that if the nose gear 
does not extend, you will then slow the 
aircraft and try again. Two things assist 
during the first attempt whose impact is 
mitigated once the gear is partially 
down. First is gravity. Hydraulic 
pressure holds the gear up in the 
retracted position. 

When the emergency gear extend 
control knob is pulled, the hydraulic 
pressure is released and gravity assists 
in extending the gear. The nose gear 
and doors are also assisted by springs. 
If you do not slow adequately before 
the first attempt to extend the gear, the 
nose gear may extend only partially. 
With the gear partially extended, these 
"helpers" ability to assist are 
compromised. Therefore, do it right 
the first time and slow down sufficiently. 

Using the slower airspeed should 
help assure that the nose gear will 
extend. Once the nose gear is verified 
down, two actions can help if the main 
gear are not yet down. Both actions are 
associated with utilizing airloads to 
assist in the process. 

If the mains are partially extended, 
yawing the aircraft so that the relative 
wind exerts pressure on the main gear 
and gear doors will help. In addition, 
since the relative wind is used to assist 
at this point, faster airspeeds increase 
the relative wind and can actually help 
extend and lock the main gear. 

This, of course, is just contrary to 
the nose gear which extends better at 
lower speeds, since it must overcome 
airloads as it extends into the wind. 

I recommend use of two notches of 
flaps to stabilize the aircraft and reduce 
stall speed when executing the 
emergency gear extension procedure. 
The gear horn is designed to provide a 
warning with 20 degrees (or more) of 
flaps and no gear. To silence the horn 
without disabling it, you can adjust the 
flap selector to just slightly less that 20 
degrees (about 19 degrees) and the horn 
should no longer sound. This will not 
work in early airplanes in which the 
horn is designed to sound at any flap 
setting in excess of 10 degrees. 

The POH procedure calls for pulling 
the gear pump control circuit breaker 
to disable the hydraulic pump during 
the emergency extension process. In 
the Gar-Kenyon equipped aircraft with 
hydraulic flaps, it is necessary to select 
the amount of flaps desired before 
pulling the circuit breaker as the flaps 
will bedisabled after the circuit breaker 
is pulled. In aircraft with electric 
flaps, the flaps are independent of the 
gear system and can be used even 
after the hydraulic circuit breaker has 
been pulled. 

Unfortunately, knowledgeable 
Malibu maintenance personnel tell me 
there is no precise way readily available 
in most shops to measure the tension of 
the nose gear assist spring. Proper gear 
operation is typically checked with the 
aircraft on jacks during annual 
inspections. However, this does not 
completely ensure the gear will operate 
as well in flight when airloads against it 
are increased. In addition, if the fluid in 
the system has been lost due to a 
hydraulic leak, the system will no longer 
have the residual pressure which assists 
in extending the gear when practicing 
the procedure with a fully operational 
system. The only way to really test the 
system is in flight. 

As a separate issue, if trouble 
extending the gear is experienced during 
the emergency extension process, make 
sure the emergency extension release 
knob has been pulled all of the way out. 
There is a mid-point where it may feel 
as if the knob has been pulled all of the 
way out when, in fact, it is only part way 
out. If the emergency extension knob 
has not been pulled all of the way out, 
of course, the gear will not extend. 

In summary, periodically verify the 
emergency gear extension procedure 
works in flight in your aircraft as it is 
designed to do.-Use the POH check list 
when executing the emergency gear 
extension procedure. Ensure your 
aircraft is maintained properly and that 
gear assist springs have adequate 
tension. Adjustment of the spring is 
very limited and periodic replacement 
should be anticipated. If problems 
extending the gear are still encountered, 
use good cockpit resource management 
and have the tower put you in touch by 
radio with a maintenance or training 
organization to assist you further. After 
all, unless there is a pressing need to get 
on the ground, you may as well keep 
working with the problem - you can 
probably solve it. M-MOPA 
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DES MOINES FLYING SERVICE, INC. 

Ih 
Piper IN THE MIDWEST. 

Too! 
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Thanks for letting Vision Aire 

We enjoyed the opportunity t o  be part  of your Sixth 
Annual MaMOPA Convention & Fly-In. We appreciate 
the hospitality we received . . . and the friends we made. 

Please call us a t  800-288-1655 for more 
information about the VisionAire Vantage. 

VisionAire 

C O  R P O  R A T I O N  

A t  Spir i t  of  5t. Louis Airport 
595 Bell Avenue 
Chesterfield, MO 63005 
(314) 530-1007 



The following is a direct quote 
from FAA Certification 

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

"The TS10-550-C engine is very well 
cooled in this installation; qualitatively, 
based on my previous experience, it 
runs cooler than the original TSIO-520- 
BE engine. Max corrected 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 economy" leaned 
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 
the limit of 460degrees F. ... [It] is much 
easier to manage in cruise, without the 
50 degree F "lean-of-peak TIT 
requirement." 

Your Malibu is eligible to have a TCM TSIO 550C engine installed - - 
rGed 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: 

AirFlite PTY, Ltd. Western Australia 
Aviation Sales / Denver Englewood, Colorado 
Flightcraft Eugene and Portland, Oregon 
Flightcraft Hayward, California 
Image Air Bloomington, Illinois 
Intermountain Piper Salt Lake City, Utah 
Mod Works Punta Gorda, Florida 
Modern Aero Eden Prairie, Minnesota 
Skytech Baltimore, Maryland 
Victor Aviation Palo Alto, California 
Western Piper Sales Fresno, California 

h 

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 3 10 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 $63,250 (subject to manufacturer's price increase) plus freight. 
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. 

f l  



1 What Malihu Owners Are Saying 

"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 Shoemuker, 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 Mullqv, Lake Oswego, OR, N9221M 

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

Lyle Kallis. Red Deer, Alberta. Canada, N55OVK 

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 1000 FPM. I have been using the TCM numbers for 
climb and cruise and have been setting cruise power 
about 70%." 

Gene Quesnny, Visalia, CA, N9122L 

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

David Staufacher, Madison, WI, N71 IXL 

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

I particularly like being able torun 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 Cheezem, St. Petrrsburg, 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. Hermel, Mankato, MN, N9136Z 

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



dm S ERVICE Modem Aero, Inc. 
We now maintain over 40 MalibulMirage 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 ensure the best possible 
turnaround time for our customers. We offer: 

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

TSIO-550 STC Installation Center 
Huge MalibuIMirage Parts 

Inventory Radar Pod Installations 
800 Watts Line for service and 

Parts Dealer for Spoilers, Inc. 

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

MODERN AERO, INC. AS1 - AERO SERVICES 
14801 Pioneer Trail, Flying Cloud Airport, Minneapolis, MN 55347 

Telephone: (6 12) 94 1-2595 . Fax: (6 12) 94 1-0307 . Toll &ee 1 -800-937-2376 
Certified Repair Station MZER l98L 
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MALIBUaMIRAGE 
OWNERS WISHING 

1 TO PROTECT 

h THE SOLE DISlWBUTOR OF PIPER AIRCRAFT IN 

CALIFORNIA AND HAWAII, AVEX IS DEDICATED TO 

PROVIDING SALES AND SERVICE TO AIRCRAFT OWN- 

THEIR 
INVESTMENT 
SHOULD CALL 

ERS, BUSINESSES AND PRIVATE PAKITES WITH BOTH 

NEW AND PRE-OWNED AIRCRAFT. 

SALES 
OUR SALES STAFF MAINTAINS A DATABASE ON AIR- 

ON THE 
D A m G  BACK o m  E I G m  m u  m w PROFESSIONALS 

EARNED A REPUTATION FOR SERVICE EXTENDING 

LONG AFTER THE SALE IS CLOSED. MAYBE THAT'S 

WHY WE'RE NUMBER ONE IN MIRAGE SALES IN 

THE WORLD FOR 19%. 

AT AVEX. 
SERVICE 

As AN AUTHORIZED PIPER SERVICE CENTER, 

AWx CAREFULLY SCREENS OUR WS AND L#s, 
ENSURING THAT YOU HAVE ONLY THE M W  EXPERI- 

ENCED, HIGW-TRAINED PEMNNEL WORKING ON 

YOUR AIRCRAFT. 

SIX AVEX A&P AND IAs WHO, TOGETHER 

WITH FhXKXGT, OUR APPOINTED SERVICE CEN- 

TER IN HAYWARD, ,ARE READY1 WILLING AND ABLE 

TO HELP YOU MAINTAIN THE VALUE OF YOUR ASSET. 

So IF YOUR MALIBU MIRAGE IS DUE FOR SER- 

VICE OR IF YOU'RE I N T E ~ D  IN BUYING OR 

P E L L I N G  ONEl NO ONE IS BMTER ABLE TO SERVE 

YOU THAN AWX IN CAMARIUo AND 
FLIGHTCRAFT IN HAYWARD. 

GlVE US A CALL. 

tel 510m782*3335 1 
fax 510m389.M67 ( 

Piper 
California's Piper mtnbutor 



ADVERTISING 
RATES 

Display Rates 
Full Page Black & White 

With One Color 
Full Color 

Half Page Black & White 
With One Color 
Full Color 

lnside Front Cover: 
Black & White 
With 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 includes 
used aircraft, services and used equipment. 
Three column format (column width 2 3/16"). 

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

Per insertion 

Publisher reserves the right to refuse or with- 
draw advertising. You will be invoiced for 
payment. 

Camera copy only. Overall magazine size is 
8 318" X 1 0 718'. 

For space requests and scheduling, Call 
Heather Elanchard, Executive Director 

M O P A  Headquarters 
341 Albion 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 ! h e l  

Valdosta, Georgia 31602 

The Malibu*Mirage Magazine is currently distrib- 
uted to all registered domestic owners of the PA-46 
aircraft, be.. approximately 700+. Distribution to 
active members world-wide is approximately385i. 

FLORIDA Spruce Creekmy-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. 

NG UPDATE 
THE FOLLOWING FACILITIES OFFER INITIAL AND/OR RECURRENT 

TRAINING FOR THE MALIBU*MIRAGE 

CAMARILLO, CA / JANUARY 
DENVER, CO I FEBRUARY 
SAN JOSE, CA / MARCH 

OLATHE, KS I APRIL 
MUNCIE, IN I MAY 
OR BY APPOINTMENT 

INITIAL AND REFRESHER TRAINING 

AVAILABLE AT FACILITY, 

OR CAN DISPATCH TO OWNER'S 

BASE ON REQUEST. 

INITIAL AND REFRESHER TRAINING 

ON REQUEST WITH LESTER KYLE. 

INITIAL AND REFRESHER TRAINING 

PROVIDED ON REQUEST. 

JAY ALLEN IS DIRECTOR OF 

MALIBU TRAINING. 

CALENDAR 
September 10-14,1997 -- 7th Annual Convention 

To be held in Nashville, Tennessee. 






