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THE PILOT IN COMMAND IS RESPONSIBLE
FOR THE SAFE AND PROPER OPERATION
OF HISMER AIRCRAFT AND IT IS THE RESPONSIBILITYOF THE PILOT IN COMMAND
TO OPERATE THAT AIRCRAFT IN COMPLIANCE WITH THAT AIRCRAFT'S PILOT'S
OPERATING HANDBOOK AND OTHER
OFFICIAL MANUALS AND DIRECTIVES.

MAUBUMIRAGE SPEClALISfS. Kevin Mead, A&P, IA, leads Flightcraft's MalibuIMirage team. Nationally recognized as a leading MalibuIMirage expert, he is also a regularly published columnist. A staff of ten maintenance
veterans and a BendixIKing avionics expert provide superior technical support. As Northern California's only
Factory Authorized Piper Service Center, in cooperation with AVEX, Inc., Flightcraft's Hayward facility combines
MalibuIMirage experience with factory support and an extensive parts inventory.
QUICKTURN ENGINE PROGr '-U. Flightcraft's unique QUICK TURN engine replacement program provides an
overhauled engine directly fron, ,ur inventory. No waiting for time consuming overhauls. Call for details about
installing a balanced and blueprinted Lycoming engine in your Mirage!
AFERMARKET PRODUCTS. Flightcraft offers modification products including the VK TSIO-550 engine installation, Speed Brakes, Sound Proofing, Digital Tachometers & Monitors and RAM Cooling Kits.
LOCAnON. Flightcraft's facility 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 service support.

CALL THE MALIBU / MIRAGE EXPERT

A

Piper
-

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

Back in 1991, just before the very
dark clouds gathered over the Malibu/
Mirage aircraft, a group of MalibuIMirage owners and Heather Blanchard met
together and organized the M-MOPA.
Each of us flying a PA-46 is certainly
indebted to that timely organizational
event. The M-MOPA played a major
role in the subsequent exoneration of the
aircraft.
Today, we are without a doubt one
of the premier aircraft owner operator
organizations. Heather has been instrumental in providing the organizational underpinnings to the M-MOPA
and certainly has assisted all of us in
the continued growth and development of this organization.

David Coats
President and Board Member

David's earliest dream was to fly in
his Dad's footsteps a s a Naval Aviator.
Lack of 20120 uncorrected vision
precluded the normal approach, so if
he couldn't be a regular Naval Aviator,
then Annapolis was not for him. But,
there was a back door; be a doctor
first, then one could be a Naval Aviator
with less than perfect uncorrected
vision. That is the real reason he
initially decided to become a physician.

For seven years now she has been
dedicated and committed to M-MOPA.
She should be justifiably proud of her
accomplishments which have helped all
of us to be positioned where we are
today. She has, however, decided it is
time to seek different vistas and, as the
current President of the M-MOPA, I
believe I can say for all us that we are
sincerely appreciative of all her work
and we all wish her the best.

David served in Vietnam a s an Army
flight surgeon and a radiologist. After
entering private practice in Tyler,
Texas, he traded his Cessna 180 for a
Twin Comanche, earned his ATP and
four years later he bought N4388M in
1987. It was the first Malibu Queen of
the Fleet at Sarasota in 1991, and Best
of Show at Monterey in 1996.
He and his wife, Emily, live in Tyler,
Texas. He says all members and any
would be Malibu owner is welcome to
visit him and his pampered plane at
Tyler's Pound Field.

Heather, Good Luck, and may you
continue to see those checkered flags
first.

I

With this announcement of Ms.
Blanchard's departure, your board was
faced with the task of finding a replacement. This organization was extremely
fortunate in its inception and early development in having Heather as our executive director. I believe here it would
be appropriate to say thanks to our first
President and Founder, Dr. Sy Weiner
and also our publisher, Paul Neuda, who
knew of Heather's experience and skills
and tapped her for this job.

1

Now, it appears that your current

board has truly "lucked out" in finding a
replacement for Ms. Blanchard. Fortuitously, one of our newest members of
the board of directors, a long time memberof M-MOPA, and a high time Malibu
(over 1,500 hours) and Mirage (over
2,000 hours) pilot stepped forward for
this position and his application was
overwhelmingly approved. Please welcome Russ Caauwe to his new position
as your executive director of the
M-MOPA. Russ has a long and distinguished career in aviation, business and
technology in addition to his extensive
experience in the PA-46. Please see his
bio in this current issue.

The new address for your association is:
M-MOPA
P. 0. Box 1824
Frernont, NE 68025
Phone: 402-721-8840
email: rcaauwe@gpcom.com
As you all know, Russ is also this
year's academic chairman, so he has
double duty for the next six months. The
academic program is really looking phenomenal, and I would encourage each of
you to mark your calendar for San Antonio - on the River. Our host FBO is
Hallmark Jet Center at San Antonio International Airport (SAT). Dates are
September 24,25,26. Chamber rides on
the 23rd. Don't forget to send your
registration in to CAM1 in Oklahoma
City - those forms were in the package
containing the Winter 1997198 issue of
Malibu-Mirage magazine.
Now I would like to say a big
"Thanks" to all the writers for the magazine. I believe that the quality of our
magazine is such that it could be called a
journal. It is like our convention, constantly improving. When I received the
last issue, I did not put it down until I had
Continued on Page 8

.

Malibu-Mirage Magazine Spring 1998

.

Page5

Columbia Aircraft Sales, Inc.
The Exclusive Piper Distributor & Service Center
for New York, New Jersey &
New England

Service Center:

4 Authorized New York, New Jersey & New England New Piper Service Center.

4 Staffed with factory trained technicians.
4 High performance, single engine specialists.
AmMonics:
4 Authorized ServiceCenter for Allied Signal,
King Silver Crown & STEC Autopilot Systems.
4 Sspecializigin the installation of King Trimble &
Garmin GPS systems.
4 Custom Design & Installation for all equipment
& Infli@t Entertainment Systems.

Parts:
4 Authorized Pmer Parts distributor
4 Direct conneckon to Pi$s PartsDistribution Center
for immediate confinnation of an item in stock
4 Fast, courteous service.

Sales:
4 A Professional Sales & Technical Team with knowledge & expertise in all Piper models to help you find
the right aircraft to fit your needs.
4 Network of Authorized Sales Affiliates conveniently
located through out Columbia's territory.

One call Connects You To 35 Malibu/Mirage Experts!

Experkme The Columbia Difference!
Columbia Aircraft Sales, Inc.
Groton-New London Airport
Groton, CT 06340
FAA Certified Repair Station #SO5R204N
Phone: (860)449-8999
Fax: (860)449-9924
Email: columbia@pcnet.com
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ENGINE-OUT
IFR PROCEDURES
On December 4,1996 Malibu N394PM was climbing through 4,500 feet
eastbound from Harrisburg, Pennsylvania enroute to Somerset, New Jersey.
The pilot noticed a falling oil pressure and rising oil temperature.
The engine started running rough and oil stained the windshield.
hortly thereafter,theengine
seized as the pilot made an
altitude of 5500 feet. His
position was 2 NM from Decks
Airport (9D4) and 18 NM from
Lancaster PA (LRP). What are
the options and proper procedures
available to deal with this unfortunate and true scenario?

Malihu Glide Performance

1
.+

Pe

glide ratio of 12:1many options are
available. Key factors to consider in glide
performanceare airspeed,bank angle, aircraft configuration and wind.
Airspeed can profoundly affect the
glide distance. Too slow and drag increases, the aircraft can even stall. Too
fast and glide distance is also shortened
by increased drag. However, increased
airspeed can be used to increase descent
rates if too high on the approach, while
retaining the ability to add drag or to
trade airspeed for further glide distance.
The best glide performance with all
things considered will be at an airspeed
of 90 to 100 KTS.
A second factor is bank angle. The
smallest bank angle will cause the least
loss of altitude per unit time (see Figure
1). The problem with shallow angles of
bank is that the aircraft turns more
slowly. As seen in Figure 1, a 360" turn
at a 45" bank will lose only 825 feet as
opposed to 1,650feet at a shallower 10"
bank. Therefore, the steeper bank angle
is more appropriate. In an IFR environment, the bank angle should not exceed
30" so as to minimize the risk of losing
aircraft control.

'

Bank Angle Effects
Bank
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1650 1060
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945 825

Figure 1

Aircraft configuration is the most
variable and predictable factor in glide
performance. Changing the propeller
pitch to low RPMcanextend the glide up
to 30% over a high RPM/low prop pitch
setting (Figure 2).
-

Prop Pitch and Glide Distance

High Pitch

If oil pressure is lost, the
prop pitch becomes fixed, but
many engine failures retain a
windmil-ling prop and adequate
oil pressure to control prop
pitch. Stopping the prop to reduce drag can require afull stall,
and doesn't add enough glide
performance to justify the risks.
In an IFR environment this
should not be attempted.

has a huge glide penalty. Gear
extension takes around 9 seconds and
emergency extension is much faster.
During this extension the aircraft will
lose about 100 feet. Because of the
severe drag penalty and usual finality
(irreversibility) of this action, we suggest extending the gear only at the last,
when landing is imminent or additional
drag is needed. The flaps also increase
drag and can be extended sequentially
from 10" to 36".

Steeper Descents

Lk%

Reversible

Prop Pitch

Moderate

Yes

Slips

Moderate

Yes

Airspeed

Large

Yes

Gear

Large

No

Flaps

Large

No

Figure 3

Low Pitch

Figure 3 summarizesthe performance
consequences of these configurations.
Figure 2

To be complete, wind effects are
Continued on Page 46
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President'sCorner - Continued from Page 5

read it completely and taken Lester's
quiz at the end!
Now hear this! The MsMOPA Web
Site is operational - and how! If you
have not experienced the new Web Site
at the old address <www.mmopa.org/>
then go to it and get your password from
Yves Gelinas - our official Web Master
- and participate and profit from your
new web site.
Thanks are in order for many of our
members andmember/vendorswho have
volunteered to work as "contacts" to
assist the web master in keeping our
Web Site at its peak. Below is a list of the
areas on the web site, the contact person,
and hisher email address.
Welcome, Executive Committee
David Coats
<dacoats@earthlink.net>
Events, Membership List - Russ
Caauwe <rcaauwe@gpcom.com>

Places to Fly - Murdoch Campbell
<cpilot@concentric,net>

These areas of responsibility will be
rotated from time to time among members. If you have an interest in a particular area,please contactme, Yves Gelinas,
or the current contact person and let us
know of your interest.

Property Exchange - Sy Weiner
<skysy@enterprise.america.com>
Incident Reports
David Pomerance
<dpomerance@ibm.net>

The new membership directory for
'98 went out with the last issue and has
some very nice new features. The real
captain's name is listed and the pilot's
Airframe - David Conover
email address is included. With the new
<skytech9@mail.idt.net>
web site, we will now be able to update
your membership directory every time
Avionics -Joe Rodeman
we have a new member. You can also
<skytech9@mail.idt.net>
download the membership list and immediately email all members whose
Engines - Ed Wilkinson
email address is in the membership list.
<n25ew@hallistic.com>
If yours is not there, and you have an
email address - send an email to Yves
Tips on Flying -Ron Cox
and let him know. You will all have to
<76365.3352@compuserve.com>
contact Yves by email to get your passRecommended Links, Products and word as well. Incidentally, I noted that
Services - Pending your mid-year board when I initially attempted to download,
meeting in March '98. Please address I had to go back and assign a good bit
any inquiries, comments, suggestions more memory to Netscape.
etc., to <dacoats@earthlink.net> or to
Continued on Page 10
any of the board members.

1996and 1997 were outstanding years for Lester's Malibu Training Courses with
50 aircraft and 68 pilots in 1996 to 68 aircraft and 80 pilots in 1997. That totals
over 510 Malibu schools since 1984. Fly in for quality training, don't be fooled by
the price. All my past customers are alive and well

Refresher From $370.00

Initial From $1090.00

Client Recommendations
I have flown with Lester for the past eleven 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 Factory, Inc.

On Thursday,June 26th, six Malibus and a Baron embarked on a 2400 NM, eleven
day tour of Alberta and the Northwest Territories in Canada. Little did twenty-one
participants know that under the muskeg and scrub forest of Alberta we would see the
phenomenal Athabasca tar sands, or how the windswept tundra of NWT would show us
one of Canada's largest lakes, its longest river. and a spectacular waterfall &ice the
height of Niagara. This experience was truly to be an adventureof a lifetime.
Melvin A. Rushton
uring the days prior to our
group's official departure,
Malibus from DAB, DAL, and
MKC arrived at Edmonton City Centre
Airport (CYXD). Clearing customs, after venturing across the Canadian
boarder, is trivial with the advent of
CAN-PASS. From the point of departure from the U.S., pilots simply call
1-888-CAN-PASSand advise the Canadian customs official of their intended
arrival time and airport. A customs
permit number is obtained over the
phone, and is later used when calling the
local customs official upon landing.

We were encouraged to anive early
and spend a few days and nights in North
America's largest mall, the West
EdmontonMall. Arrangements had been
made for the Americans to stay in "theme
rooms" in the 355 room Fantasyland
Hotel that accompanies the 800 retail
stores. Unfortunately, some of us did
not allow enough time to experience this
hotel and mall. A week could easily
have been spent there alone!
Thursdaymorning at 8:30 AM, Allen
Williams, who had organized the adventure,briefed us for the 201 NM leg to Ft.

McMurray (CYMM). With enroute
weather of broken clouds layered to
11,000 feet, we departed IFR, flew on
top, and were disappointed at not being
able to see the unfamiliar terrain below.

Radar vectors were provided (for the
last time) to the ILS, and as we broke out
at 2,800 AGL, we began to see a dense
forest of trees and winding rivers. Here
a 47 passenger tour bus (yes, we HAD
room for more participants!) picked us
up for the 40 km drive to the Athabasca
tar sands.
Continued on Page 31

President's Corner - Continued from Page 8

In January, Mark Swatek and I were
in Denver and visited with Buzz Rabatin
and Carol Germanotta of ASI, and we
discussed among many things the status
of the baggage compartment (front and
rear) for the Meridian. There are conflicting reports in the aviation literature,
but Buzz & Carol had just returned from
a Piper distributor's meeting and convinced me that the front baggage space
so popular in the MalibuMirage will not
be a feature of the Meridian. However,
Piper is investigating possible adjustments to the Meridian main cabin bag-

gage compartment to make it more functional - that spells - allow space for golf
bags.
Also, probably of more significance,
Piper is on a very ambitious schedule
and Buzz advised that they will probably
have the prototype flying as we gather in
San Antonio for our annual convention.
Some of the production tooling has already been completed. New brochures
for the '98 Mirage were available. Check
Piper's web site for this information.

Henry VanKestern's four bladed prop
and decided to make the '98 Mirage
quieter - it sports a three bladed Hartzel
composite prop. The instrumentpanel is
really gorgeous. Smart boots and radar
are standard. Piper also polled the distributors for positive and negative feedback regarding an FAR 135 package
which, if Piper does introduce it, will be
available as an option when ordering a
new Mirage.
Keep the articlescoming and fly safe.

The marketplace is changing. Piper
must have heard (or could hardly hear)

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 # OBI4220
Buy Your Malibu lnsurance From Someone Who Knows The Market
-
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Dick was our M*MOPA President for 1994 a n d 1995. A retired USAF Colonel with
28 years of Active, Guard, a n d Reserve time with about 2500 hours in fighters a s a
USAF Flight Surgeon, h e is currently a n Anesthesiologist in Austin, Texas. Dick has
been a member of the M-MOPA family since a year after its conception. His hobbies
are camping, backpacking, scuba diving, sailing, fishing, computers, a n d driving his
truck, but his greatest love i s flying his Malibu.

Jet Lag
Well Malibu Drivers, last time I wrote on the
aspects and considerations of flying to altitude.
Now, since so many of you are flying across many
time zones to far away places (envy), Iwould like
to address the contemporary medical issues of
"Jet Lag".

adjust. In order to do this more quickly
and efficiently, we can use our knowledge of these effects to apply some
helpful techniques.

The human circadian rhythm is a 25
hour cyclic variation of over 50 physiological and psychological rhythms curWhen we get to those far away places, espe- rently identified. It is influenced by
cially traveling West to East to get there, we often hormones secretedby the pituitary gland
feel 'out of place' -and we are. Our body clocks at the base of the brain, and our
are misplaced and we are not up to performance chronotype. Our chronotype is what
-especially, if we expect to fly or race the next characterizes us as a "morning person"
day. My military experience gave us the recogni- or "night person." Functions thus regution that we neededto get into positionaday early lated include sleep-wake cycles, appeto 'accommodate'. But situations like Desert tite, digestion, and body temperature.
Storm violated this concept. The kids had to be
These are synchronized by such events
'on station'the next morning-after flying 22 hours
the night before. This scenario may be similar to as daylight, meal times and wakeful social interactions. Each of the many
some of your Malibuexperiences-consequently,
this commentary and article. Ithink this article by known physiological rhythms synchroDr. Strauss summarizesthe jet lag contemporary nize at their own rate. When these
rhythms are shifted, as occurs when travvery well.
eling across several time zones, the resulting changes affect the way we feel
and function. Emotional effects, such as
Jet Lag
mood dysfunction, usually resolve rapby Dr. Samuel Strauss
idly. Body functions, such as sleepave you ever flown on a vaca- wake cycles, digestion, body temperation to Hong Kong or on busi- ture, heart rate, kidney function, and
ness to Europe and wondered alertness can take several days to fully
why you're ready for bed at noon or adjust. Some of the commoncomplaints
hungry at 3 AM? If so, you've experi- of jet lag sufferers are difficulty falling
enced what many people call "Jet Lag." asleep, or staying asleep, staying awake,
and stomach problems.
Each of us has a built-in biologic
Of the flights that cross several time
clock that controls our sleep-wake patterns, hunger intervals and many other zones, current research suggeststhat most
functions. Scientists studying this phe- disruptive are those when traveling from
nomenon call these daily cycles circa- West to East such as when travel is from
dian rhythms. When these rhythms Seattle to Europe. This is due to apparare disturbed due to travel across sev- ent lost time when comparing local time
eral time zones, our bodies need to at amval to elapsed time. When travel-

ing westward, essentially pacing the
earth's rotation, local time at arrival is
closer to departure time. Therefore, in
that direction the net effect on the circadian cycle is not as dramatic.
Complete recovery may require as
much as one day per time zone crossed.
Actual recovery times depend mostly on
the number of time zones crossed and
the direction of travel with some individual variability.
The effects of jet lag can be reduced
by taking several measures that have
been shown to be effective. One is to
gradually shift the sleep-wake time to
approach the time at the destination.
Adjusting at the rate of one hour per day
is ideal. When this is not practical,
adjusting sleep balance after arrival with
short naps are helpful in improving alertness and performance.
Avoiding heavy meals and excessive
alcohol are also recommended. Studies
have shown that a high protein, low fat
diet with a small to moderate intake of
caffeine can provide appropriate stimulation needed to stay awake until local
bedtime. Exercise would also provide
additional benefit.
Studies among military pilots have
recently demonstrated benefits for sleep
and alertness with the short term use of
the hypnotic Temazapam prior to desired sleep times. Others have touted the
use of the hormone Melatonin for this
purpose, but its safety and effectiveness
Continued in Column 2 on Page 16
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World's Fastest Propjet --

,

-

$1.395 Million Fully Equippe,
Deliveries Scheduled Fall 1998
Pratt & Whitney PT6A-66A 1,572 ESHP
30,000 ft. Pressurization
:
' Place Executive Cabin

e

501 Lakewood Blvd. Long Beach Airport, CA 90808 USA
el: (562) 938-8618 Fax: (562) 938-8620 www.AASlaircraft.com

'1

.Ul specifications are p . * W i , subject to change by Ahll, and hrUbe used for basic comparison purposes only. *Single engine executive aircraft.

I

ARE TREMENDOUS! ADDITIONALLY, THERE ARE VAST DIFFERENCES

BETWEEN ONE MODEL YEAR TO THE NEXT IN CERTALN CASES.

I

I
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David Conover
David is the Vice President of Service
Sales for SkyTech, Inc. He has been
employed in general aviation for over
15 years following a stint in corporate
aviation with Falcon Jet. David has
worked with all phases of Malibul
Mirage service including
avionics installations and major
airframe repairs. Prior positions
include Service Manager for SkyTech,
Inc. and the Designated Service
Advisor for The New Piper Aircraft with
a responsibilityof seven Northeastern
states.
A graduate of Spartan School of
Aeronautics, David is an FAA licensed
Airframe & Powerplant mechanic.
Additionally, he holds a Private Pilot/
Instrument License and is Malibul
Mirage qualified.

I

ithout going into a long list
of each and every change, a
quick review indicates we
have two generations of hydraulic systems, two flap systems, two different
powerplants, different propellers, four
different windshield de-icing configurations, two interiors, different switch locations and a vast array of engine instrumentation changes over the last several
years. Not to mention all the after market enhancements that have become
available such as spoilers, different
powerplants, long range fuel tanks, different propellers, avionics, and windshields to name a few.
Over the last couple of months we
have been receiving a large number of
questions from first time owners or their
maintenance facilities. New owners
generally fall into several different categories. We have individuals who have
purchased early model PA-46 aircraft,
we have the late model aircraft owners,
and the new aircraft owner.

ticular item only to find out that they
may not have the latest service or parts
manual.
A great number of PA-46 owners
have their maintenance performed at
maintenance facilities which maintain
large numbers of PA-46 aircraft. However, there are many Malibus being maintained at facilities that only maintain one
or two aircraft. Piper Distributors work
very closely with facilities that fit into
this category. I don't mean to imply that
there are not some pretty sharp technicians in these smaller facilities, because
there are. What we usually find is the
really sharp technicians are "up front"
with their customer when they start to
get into something a little more than they
are equipped to handle.

Unfortunately, as technology advances, it has started to become impractical for the average 2-3 man shop to
purchase and maintain all the equipment
required to maintain a Malibu or Mirage
aircraft. Whathas developed is a hybrid
Most of the owners have moved up type of maintenance program with the
from a previous aircraft and have re- smaller shops performing all the routine
searched their decision very carefully service and some of the inspections.
and, on average, the delivery and initial Periodically the owner has an inspection
pilot training is accomplished without a performed by one of the larger facilities.
hitch. Then they bring the aircraft home Sometimes this is due to the conveand everything is fine until something nience of having specialized equipment
to ground pressurize the aircraft or to
breaks!
provide avionics service on site. UnforFrom an owner's standpoint, they tunately, sometimes "catching up" is
have carefully weighed all the options more expensive than anticipated.
and have purchased an aircraft tailored
The PA-46 aircraft, although very
to their needs. From a maintenance
facility's point of view, it can get very reliable, is a highly sophisticated mafrustrating! Unless a facility has several chine bothelectrically andmechanically.
PA-46 aircraft to maintain, it can be a One of the most effective ways an owner
constant learning curve. We get quite a can gauge his maintenance facility is to
few calls from shops looking for a parContinued on Page 14
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Wear 'N Tear - Continued fmm Page 13

be involved (we don't mean to go out
and grab a wrench). Over the years in
working with M-MOPA and many PA46 owners we have found that an owner
who takes a little more time to go through
his inspection report thoroughly and actively discusses both airworthy and optional items with a maintenance facility
has a much better understanding of the
aircraft. This understanding can be a
valuable aid when writing up discrepancies from the cockpit and describing
them to the technician. In talking to
some of the owners who have taken trips
to some of the more remote (and beautiful) areas of the world this understanding can be very helpful.

guide breaks down most of the time
sensitive inspections and the PA-46 service manual describes each taskin greater
detail. Your maintenancefacility should
be using the inspection guide on a regular basis. Copies of the inspection guide
can be ordered through a New Piper
Distributor.

In reviewing the data that we recently received on particular discrepancies and problems with the PA 46 fleet,
two items stood out. The most common
item was landing gear discrepancies associated with the Gar Kenyon system.
This was closely followed by aircraft
window leakage.

The landing gear discrepancies have
primarily involved gear safe (green) anThere are several sources that amain- nunciators not coming on or staying on
tenance facility can turn to for assis- after gear retraction. The most common
tance. The New Piper Aircraft requires problem has been the switch that is lothat each distributor have an authorized cated on the underside of the landing
Distributor Service Advisor (DSA) on gear actuator. The switch is soldered
staff to answer technical questions and onto on small PC board and is replaced
assist shops in the field. The DSA has as an assembly. The switch can be
access to the factory for assistance and removed without having the aircraft on
additional information asrequired. Since jacks for troubleshooting. However, the
a telephone can only do so much, an- switchcannot be reinstalled without havother way to improve a shop's under- ing the actuator partially retracted or the
standing of the PA-46 aircraft is to for- new part will be permanently damaged.
ward copies of the M-MOPA magazine This process will require the aircraft be
to them for review. Since the very first positioned on jacks.
issue there have been articles pertaining
The second area that can be a posto specific maintenance issues and tips
sible problem is in the same basic locafrom the field.
tion on the actuator. An older Service
The M-MOPA reference manual is Letter (SL995) describes the installation
extremely helpful in this regard as it of washers to prevent the landing gear
organizes articles by topic. Addition- light from staying on regardless of acally, Attitudes, Inc. and The New Piper tuator position. Although there have
Aircraft have put together a complete been some wiring problems and internal
maintenance training program available actuator problems, these two items rein Vero Beach. The full Piper product solve many gear indication problems on
line training is six days. The Mirage the Gar Kenyon hydraulic system.
portion of the program can be attended
The window leaks have been a little
independently which reduces the time
more discrete than the landing gearprobaway from the shop.
lems. We have had complaints about
As the Malibu fleet ages there are moisture showing up in the interior panadditional special items that will require els, whistling noise in the cabin, and
attention. These items are not included popping sounds coming from what
in the normal 100-houror annual inspec- sounds like under the instrument panel.
tion schedule. The PA-46 inspection Most of the above mentioned problems

.
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have occurred on older Malibu aircraft.
However, the popping sound was noted
on some Mirages.
The only sure-fireway to isolate leaks
in the cabin is to pressurize the aircraft
on the ground with a ground pressurization cart. With this piece of equipment,
an aircraft can be pressurized to maximum differential to indicate the areas in
need of attention.
There are some safety precautions
involved with this procedure so strict
adherence to the Piper Service manual is
advised. Once pressurized, the aircraft
can be sprayed down with a soap solution that will bubble when a leak is
identified. On larger leaks such as the
door seal and windshield area you can
feel and hear the rush of air. Once the
areas are identified the aircraft can be
depressurized and repairs undertaken.
Unfortunately this test is not available at
all facilities so this may be one of those
items that needs to be performed at one
of the larger maintenance facilities.
The leaks that are allowing moisture
to enter the cabin are of a particular
concern. These leaks occur while the
aircraft is on the ground and it can take
quite a bit of moisture before it shows up
on an interior panel. Once moisture has
contacted the interior panels, it not only
reduces the fire retardant properties of
the material but can actually produce a
corrosive by-product as well!
Most of the Malibu and Mirage interior panels and insulation are rarely removed during normal maintenance. As
we have noted in previous articles, there
have been numerous accounts of some
pretty severe corrosion when an aircraft
has been totally stripped down during
major installations or complete interior
renovations.
The other areas of corrosion have
been on the belly of the aircraft. We have
one recent report from a late model
Malibu where the corrosion had reached
a point at which skin replacement was
considered.

Continued on Page 16

Kevin is an IA who has specialized in MalibutMirage 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, a s well as
Portland, Oregon, and Eugene, Oregon.

T

his article will be about the engineinstrumentsusedon Malibus
and Mirages through 1996. I'll
describe the location, function and
common problems associated with
each instrument.

Tachometer
Malibu series aircraft utilize an electric tachometer, despite some Piper Maintenance Manual information to the contrary. The tachometer's function is to
indicate propeller RPM. A sensor on the
lcft hand magneto registers the pulses of
the magneto's rotating magnet and then
sends the information to the tachometer.
I want to stress that the Malibu's tachometer is electrically operated and does
not use a cable.
One problem the tachometer can have
is intermittent readings or no indication
at all. In these cases it may be (especially
on In-Step units) that the tachometer is

Another possibility is that the Amp
plug of the left magneto may have broken wires or disconnected pins. Repair
these wires or connections making sure
that the magneto pickup Amp plug
is secured to the left magneto.

tached, by a hose, to the engine's induction system and gives engine power or
turbo boost readings in inches of mercury.
Continued on Page 30

A failed left magneto drive
could also be the culprit and occurs most commonly with Bendix/
TCM magnetos. Always have
the magneto checked internally
at each annual inspection making
sure the rotor bearings are adequately greased.

TCM and Piper recommend
annual accuracy checks for the
tachometer. Never adjust your
propeller governor without checking tachometer accuracy first.
Manifold Pressure Gauge
This non-electric gauge is at-
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Wear 'N Tear Continued from Page 14

We look forward to hearing from the membership with
their specific problems and questions. As always, you can
reach us at 410-574-4144 or via fax at 410-682-0263. Our
"e" mail address is skytech9@mail.idt.net. We are in the
early stages of constructing a completely new web site that
should be on line shortly.

The interior of a MalibuIMirage is inherently fairly quiet.
Other than the air noise from the outflow valves there should
be no other whistling or air noise. If the noise is not coming
from the door seal, it is probably a window. In some cases the
sealant has just lost some of its properties over the years and
pressurization cycles.

Med + Facts

The popping noises heard from the cockpit have been
described as the sound of popping rivets. The actual noise
occurs as the windshields shift during pressurization. In the
Piper Service Manual, the specified torque on the windshield
attachment screws is very light. The windshields sit in a bed
of sealant and then another layer of sealant is applied before
the windshield retainer plate is installed. Over time the
sealant in this sandwich tends to breakdown somewhat.

- Continued from Page 1 1

for this use have not yet been established. With high speed jet
travel the world has certainly become a smaller place. Incorporating these recommendations into your trip plans should
help take the "lag" out of jet travel. Have a great trip.
This article was written by: Dr. Samuel Strauss, Virginia
Mason Clinic Aerospace Medicine (425) 242-365 1. Comments should be directed to the author at occsl s@vmmc.org.

Pressurization sealant is a two-part mixture that is time
and date sensitive. It only takes a small portion of the sealant
to slightly break down or dry out and the window shift can
occur. In some cases a complete windshield re-torque will
quiet the popping. If you have access to a pressurization cart,
it will usually be noted that there is also air leakage around the
frame which will require more extensive sealing procedures.

Training includes:
a manual
testing materials
a ground and inflight instruction

-

-

As a Malibu driver, I think we can at best: hydrate, stay in shape,
avoidcaffeine, and alcohol; and above all, get there a day early to have
time to adjust and let our bodies catch up on sleep and 'rhythm' to the
time zone we get to. Aeromedically,our bodies are just not as fast as
our aircraft - a need to know for us 'fast movers'!

-

POST OFFICE BOX 2611 VERO BEACH, FLORIDA 32961

MALIBU/MIRAGE PILOTS
TO QUALITY AND ECONOMICAL INITIAL/REFRESHER TRAINING
ATM OTHERS

-

RON COX PRESIDENT

-
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Mobile, on-site training
Experienced Instructors
Engine Out Procedures
NO false sim control response
Weather avoidance/GPS training
Computerized presentations
Customized training material
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MALIBU-MIRAGE
ENGINES
Why your engine does, or doesn't, run rough lean of peak,
and other things learned from over 3,000 engines.
George Braly

D

epending uponthe way you look
at it, the advent of the Teledyne
Continental Motors TSIO520BE. with its then novel "leanof peak"
(LOP) operating recommendations,was
either far "ahead of its time" or very
much further "behind its time".
Capt. John Miller (age 92, Retired
Eastern Airlines pilot) points out that he
and other pilots and engineers have been
investigating LOP aircraft piston engine
operation since at least the era of
Lindbergh's flight. Most celebrated
among pilots are the fabled stories of the
P-38 long range missions in the Pacific
during WWII. High manifold pressures.
Low RPM, very lean mixtures. Unfortunately, the engineering study and development of aircraft piston engines in general, and LOP operations in particular,
came to a sudden stop with the arrival of
the Boeing 707 on the airline scene.
It is interesting to browse through an
old collection of engine manuals, from
the period of the early to middle 1960s.
For example, at that time, Lycoming
recommended that their 540 cubic inch
engines be run lean of peak, and that the
pilot should run the engines rich of peak,
only if they were very careful to avoid
excessive cylinder head temperature.
So what was different about that engine than the current version of big bore
supercharged Lycoming engines? For
one thing, those earlier high horsepower
Lycoming engines had a gear driven
supercharger. But, for the purposes of
our present investigation, the only significant difference was that the fuel was
very evenly distributed to each of the six
cylinders. How? By injecting the fuel
directly into the compressor where it

was thoroughly mixed with the induction air and then the entire, perfectly
uniform mixture was evenly delivered to
each of the six cylinders.
Subsequent to that era, gear driven
superchargers were abandoned and
lighter turbo-superchargers became the
preferred method to superchargeour high
powered piston engines.
During that same time frame, the still
current standard fuel injection scheme
was adopted by both TCM and Lycoming. These systems involve the continuous delivery of a precisely calibrated
spray of fuel into the induction system
intake port, just upstream from the intake valve. Typically, the fuel injection
nozzle sprays directly upon the intake
valve guide. In this scheme, when the
intake valve is closed, the fuel continues
to spray into the intake port area, creating a very rich fuel-air charge, just waiting to get sucked into the cylinder when
the intake valve next opens.

TSIO-550. However, I will try to point
out related issues affectingthe Lycoming
Mirage engines, as appropriate.
Before we begin, it is worthwhile to
review something basic. The concept of
operating an engine "lean" has been mislabeled and mis-identified in so many
general aviation publications that the
term has lost its true meaning. When a
mechanic says "don't run the engine too
lean" what does he mean? About 99%of
the mechanics will tell you what they
mean by "lean" is really a mixture setting somewhere between peak EGT and
about 50F rich of peak EGT. Anything
more than about 50F rich of peak is
"rich" and anything less than about 50F
rich of peak is "too lean".
And, of course, all of that is nonsense
in an engineering sense. "Lean" means
a fuellair ratio that results in an EGT
somewhere lean of peak EGT. Period.
Anything else is a"rich" mixture. In that
context, the following is the most succinct and accurate statement I have seen
on the subject of leaning general aviation aircraft engines.

In this regard, the Lycoming and the
Teledyne Continental Motors systems
are very similar. In fact, the normally
"Leaner is cleaner. Leaner is
aspirated TCM nozzles can be directly
substituted for the normally aspirated
cooler. Cleaner and cooler are
betterfor the engine."
Lycoming nozzles, if they are adjusted
to give the correct flow rate. The fuel
injector nozzles in the turbo-charged
Carl Goulet,former V .P . ofEngineering, TCM, in a conversation
systemsare very nearly interchangeable,
with the differences being largely in the
with the author, in May of 1996.
details of the upper deck reference air
Over the last three years, my complumbing, and not in the inherent charpany, General Aviation Modifications,
acteristics of the individual systems.
Inc. (GAMI) has measured the cylinder
Because most of the Malibu airframes to cylinder variations in fuellair ratios
have the TSIO-520 BE engines, this ar- for literally hundreds of fuel injected
ticle will focus most directly on that engines. That includes everything from
engine and its slightly larger cousin, the
Continued on Page 18
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Balanced Fuel/Air - Continued from Page 17

four cylinder 10-360s to TSIO-550Cs,
to Lycoming TIO-540s.

side,horsepower decreases with decreasing fuel flow, all at constant air flow
(manifold pressure).

The figure shown below is a plot of
What is certain is that there is no the EGTs, TIT and CHTs of a TSIOproduction, stock,fuel injected aircraft 520BE. Notice that on this engine, cylengine built today that will consistently inder number 1 peaks fist as the fuel
run all cylinders more than 25F lean of flow is reduced from a rich mixture
peak, smoothly, without stumbling or setting to a lean setting.
uncomfortable vibration.
Ask yourself: When this engine is
The reason is now clear. I would like operating on the lean side of peak, which
to discuss that reason with you, and what cylinder is producing the least horsecan be done about it.
power? It is, of course, the leanest cylFirst, if you look at a
typical power chart for
ANY generic internal
combustion gasoline engine, you will find that
when operated on the rich
side of peak, and in particular, when operated between 25F ROP and 200F
rich of peak, the horsepower remains relatively
constant,regardless of the
fuellair ratio and regardless of whether or not different cylinders are operating at 50F rich of peak
or 150Frich of peak. This
concept is very important
to understand.
By comparison, when
operated on the lean side
of peak, at the same manifold pressure (MP) and
RPM, the horsepower
produced by the engine is
directly proportional to
the fuel flow. More importantly, the horsepower
of each individual cylinder is directly proportional to the fuel flow to
each cylinder.
See figure (Page 19).
Notice that on the rich side
of peak EGTiTIT that the
horsepower curve is relatively flatregardless of the
fuel flow. On the lean
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inder, andnot by aninsignificantamount,
either. By comparison, when operated
on the rich side of peak EGT, the same
engine's cylinders produce relatively
even horsepower because, as we saw
from looking at figure 1, variations in
fuellair ratios makes very little difference in cylinder to cylinder horsepower
on the rich side of peak.
Conventionalwisdom has taught generations of pilots that engines run rough
when "leaned out" because of something mysterious called "lean misfire".

TS10420 BE With Normal Varlatlons in , FIA Ratio8

Continued on the Next Page

Many TSIO-520BE operators have had
the experience of leaning their engine to
40 - 60F lean of peak, only to discover
that it runs "rough" and in the past, the
"explanation" has been "lean misfire".
That is simply not accurate. If you
come to GAMI's Hangar "A", at Ada,
Oklahoma, I will be glad to put you
behind a 550 cubic inch turbo charged
TCM engine that runs silky smooth at
140F lean of peak. That being the case,
it follows that there is no "lean misfire"
in any individualcylinderjust
because it is running lOOF or
more lean of peak, or the engine I am referring to would
run very rough indeed.

I

On the other hand, if, on
that engine, I take one of the
fuel injectors, and increase
(note,increase,not decrease)
its fuel flow by as little as
1.5%. then the same engine,
on the same day, will probably run rough at as little as
25 to 50F lean of peak, rather
than 140F lean of peak. If it
was "lean misfire" that made
engines run rough on the lean
side of peak, then how can
you make an otherwise
smooth running engine run
rough by increasing the fuel
flow on one cylinder by less
than 2%?
The answer, of course, is
that "lean misfire" has little
or nothing to do with whether
or not your engine runs rough
at 50 or 75F lean of peak.
What you feel when you perceive that your engine is running rough on the lean side of
peak is simply cylinder to
cylinder variations in horsepower. Five cylinders may
be producing 32 to 33 horsepower each, but one cylinder
may be producing 34-36
horsepower. Under those
conditions, the enginewill run

rough. Further, the roughness itself is a
bit random. That is because no cylinder
produces the exact same horsepower on
each successivepower stroke. There are
a whole host of factors that introduce a
small amount of random variation in
cycle to cycle horsepower output of the
same cylinder.
Thus, when cylinder number 1 (right
rear of the TCM engine) produces a
power pulse in the high range of its
random but normal horsepower range,
say 36 horsepower, and it is followed by
cylinder number 6 (front left) producing

apowerpulse at the low end of its normal
range, say 32 horsepower, the pilot feels
a significant shake or vibration pulse in
the engine. These periodic, but random,
events make the pilot believe that something terrible is wrong with the engine.
The following are the necessary conditions for any engine to run smoothly,
both rich of peak and lean of peak:
1) The rotating and reciprocating
mass of the engine must be reasonably
well balanced;
Continued on Page 22
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from FAA certification
Flight Tests:
(Temperatures are corrected to
simulate a 100 degree F day.)
"The TSIO-55042 engine is very well
cooled in this installation; qualitatively,
based on my previous experience, it
runs cooler than the original TSIO-520BE 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 46Odearees F. ... lltl is much
easier to managein cruise, iiihout the
50 degree F "lean-of-peak TIT

rded 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:

-

-

Flightcraft Eugene and Portland, Oregon
Flightcraft Hayward, California
Image Air Bloomington, Illinois
Modern Aero Eden Prairie, Minnesota
Piloten Services Straubing, Germany
Skytech Baltimore, Maryland

d1
I
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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 plus freight.
(Subject to manufacturer's price increase. May be higher outside the U.S.)
This includes new isolation mounts, fluid hoses, dynamic prop balance, STC and Flight Manual Supplement.
FAA STC Number SA0038 OAT

Approved to replace TSlO 520 BE with TSlO 550C

Available for your 520 or 550 Ma~libu.
Mirage STC forthcoming.
Enjoy the benefits of vibration free flying with
reduced noise level and increased performance.

Price $13,700outright
Installed and balanced at our facility for $250. No freight charge and no sales
tax on STC items installed in Florida. Your shop can buy this propeller and STC
from us. Work out installation, crating and freight charges with them.

Balanced FueKAir - Continued from Page 19

2) The air flow delivered to each
cylinder must be relatively uniform from
cycle to cycle and from cylinder to cylinder; and
3) The fuel delivered to each cylinder
must be relatively uniform from cycle to
cycle and from cylinder to cylinder; and

4) The spark timing must occur in a
uniform manner from cycle to cycle and
from cylinder to cylinder.
If you take away any of the above
necessary characteristics, then it is absolutely certain that the engine will not run
smoothly, at least on one side or the other
of peak.
For example, let us assume, for a
particular engine, that l , 3 , & 4 are true.
But number 2 is not true on this engine
because the air flow delivered to each
cylinder is not uniform since there is an
induction leak at a rubber coupling at the
number 4 cylinder induction piping.

What happens? On the rich side, there is
plenty of fuel, but the number 4 cylinder
does not have enough air, compared to
the other cylinders. Number 4 produces
less horsepower than the other five cylinders, and the engine runs rough. But
only when operated on the rich side.
However, on the lean side, when all
cylinders have more air than they need,
but identical fuel flows, number 4 may
continue to produce about as much horsepower as any other cylinder and the
engine might well run smoothly!
The much more typical case results
when all the cylinders get about the same
amount of air, but they get varying
amounts of fuel in each cylinder. In that
case, the engines will run smoothly on
the rich side of peak, but they will run
rough on the lean side of peak.
The Lycoming engines have some
aspects of the worst of both worlds. We
have measured inherent variations in
cylinder to cylinder fuel flows and they
have some peculiar variations in cylinder to cylinder air flows. As a result,

most pilots recognize that most TCM
engines run noticeably smoother than do
most Lycoming engines, with exceptional examples to the contrary existing
among both brands of engines.

What, IfAnything, Can Be Done?
GAMI has collected data from a
number of TSIO-520 BE and TSIO550C engines over the last two years.
We have, on an experimental basis, corrected cylinder to cylinder fuellair ratios
in several of these "tuned" induction
system engines, and rendered them dramatically smoother when operated on
the lean side of peak. This is easy and
legal to do among the "EXPERIMENTAL" aircraft and we have proven that
it works on these engines with their
so-called "tuned" induction systems.
An STC for the TCM engines with the
tuned induction systems is in progress,
hut it remains to he seen as to how
many "hoop jumps" the FAA is going
to require in order to certify the necessary modifications.
Continued on Page 26
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(813) 822-1611

INTERNATIONAL, INC.

Dear Heather:

and the benefit of their experience.

I am a recent new member and
Malibu convert. When visiting the
Piper booth at the EPA in August
1997, I decided it was time to give
serious consideration to the Malibu as
an alternative to my Beechcraft
B36TC. Because of the surface history and raw statistics, frankly, I was
afraid to even take a ride in one until
1had studied the aircraft carefully.

By October 3 lst, I became the happy
owner of a 1986Malibu with 1,660hours
and 300 hours since a new 550. Over the
phone I found out the plane had been
maintained the last two years by Kevin
Mead at Flightcraft who I had gotten to
know well at the convention. I was able
to contact Kevin who faxed me detailed
work orders from the last two years,
including the installation of the 550.

I contacted the NTSB for each of
the accident reports in addition to
obtaining the AOPA safety study.
After careful study, it was clear that
while this aircraft requires careful
initial and recurrency training that the
history of the aircraft is explainable
with major pilot error.

I knew at that point, sight unseen,
that I had identified an excellent Malibu.
The prior several years maintenance on
the aircraft had been done by David
Conover at SkyTech who I also contacted and affirmed a positive history on
the aircraft. SkyTech was also helpful in
making themselves available for a prepurchase inspection of another aircraft
which turned out to have a questionable
maintenance history.

The next step was attending the
Nashville Association meeting and
visiting the many technical experts,
attending the seminars, and hearing
the experience of many Malibu owners. The Nashville experience was
extremely valuable in setting my aircraft focus andequipmentneeds which
then transitioned to aresearch of available aircraft.
My search focus was for a Continental Malibu with electric flaps and,
if possible, a550conversion. I wanted
spoilers, altitude preselect and auxiliary heat for our Midwest location.
About 30 days of careful search identified fourteen '86 to '88 Malibus,
three of which had the 550 conversion. During my search, I was able to
talk with a number of Malibu owners
who also gave me operating advice

My purchase concluded on October
3 1st with a trip to Los Angeles to pick up
N9 106V and a pre-purchase inspection
by Kevin Mead. It has excellent equipment including engine monitor, fuel
computer, spoilers, KLN90B approach
approved GPS, WX 1000+, preselect,
auxiliary heat, RMI, SX interior with
Mirage shades, Argus 5000, new paint
in 1994, Radar Altimeter, RDS 8 1 POD
Radar, and TCAD.
I simply could not have concluded a
successful purchase of the Malibu as I
have without the many, many benefits I
obtained through the contacts through
the Malibu Association and the benefits
of attending the convention. I can't
imagine being an owner of a Malibu

without being amember of the Malibu
Association or missing out on the
many opportunities of attending the
annual convention. I want to thank
you and other officers and directors,
and other members, and the technical
consultants who have worked with
me during the last few months in
concluding the successful purchase
of my Malibu.
Jon D. McMurtrie

Dear Sy :
I recently experienced a leaky
nose gear actuatoron my 1990Malibu
Mirage N122SR. Rolan Henley, of
Henley Aircraft Services at Addison
Airport in Dallas, Texas, has been
doing our maintenance (with exceptional service and quality of work),
and in October 1997 replaced the
actuator switch seals. This problem
took 8 hours to troubleshoot and repair ($400).
In early December 1997, we noticed the repaired actuator began to
leak again, this time the puddle was
quite larger. Henley again diagnosed
the problem and reported that the
actuator would have to be replaced.
Parker Hannifin, the manufacturer
and sole supplier, would not allow
the actuator to be repaired in the field
and had withdrawn from the market
their seal replacement kit (#765325,
approx. $200 +I-).
Henley offered three alternatives
for the replacement part:
Continued on Page 27
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f i e via ti on Sales. Inc. office complex, a:
pictured, is located on Denver's Centennial
Airport. Our facility combines modern office
space with attached hangars. Full FBO
amenities are available.

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.

f%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.

Balanced Fuel/Air - Continued from Page 22

We do know, from specific examples when the cylinder to cylinder
variations in fuellair ratios are eliminated, a TSIO-520BE will routinely
run more than 75-IOOF lean of peak,
and run smoothly, with significantly
lower cylinder head temperatures, and
excellent fuel economy.
In addition, we have recently modified a Lycoming TIO-540 engine, so
as to balance the cylinder to cylinder
fuel air ratios in that engine. That
engine is also running at 50 to 75F
lean of peak and running smoother
than it runs on the rich side of peak,
with dramatically lower cylinder head
temperatures.
We expect that over the coming
months we will be able to apply our
precision fuel injector nozzle technology to these engines and make all of
these airplane engines run as God and

SERVICE

Curtiss-Wright intended them to run ....
The Lycoming STC should be
available by the time your read this
on the lean side of peak!
article.

George Braly

Footnotes:

' During the 1950s and early 196Os,
the Wright 3350 engines in DC-7s and
Connies operated well over 100 million hours, at cruise mixture settings
that Malibu pilots would recognize as
being the equivalent of running their
engines at 75F to lOOF lean of peak.

George is co-owner of General Aviation
Modifications, Inc. (GAMI), inventor of
GAMljectorsTM. He first soloed in 1965,
became a CFI-I at age 19, and has
accumulated over 7,000 hours in a wide
variety of personallyowned singleandmultiengine general aviation aircraft, including
some recent time collectingdata on Malibu
engines.

Among other reasons, the effort
by TCM to avoid cylinder to cylinder
fuel variations in their more common
runner-updraft engines resulted in the
tuned induction engines.

George is a graduate of Brown University
with a major in aerospace engineering. A
practicingattorney, heworked for Ted Smith,
in R&D, in the early Aerostar program.

This worked in some ways, but it
has also resulted in some adverse characteristics when compared to the more
common runner-updraft TCM engines.
More about this in a later article.

He has a strong interest in dispelling "Old
Wives'Talesnandfinding better engineering
solutions to improved operation of general
aviation aircraft through the use of state of
the art data acquisition equipment.

AIRCRAFT
Modem Aero, Inc.

We now maintain over 40 Malibumirage aircraft on a regular basis, and many of these
people came to us from more than 1000NM 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
.
MalibulMirage
Service Technicians
-

Huge MalibuIMirage Parts
Inventory

800 Watts Line for Service and
Parts
TBM 700 Service Center

Parts Dept. Open 7:30 AM - 6:00PM CST

1
I

JOHNCURTIS

TSIO-550 STC Installation Center
Radar Pod Installations
Dealer for Spoilers, Inc.
We Ship Parts, Same Day; Worldwide

14801 Pioneer Trail, Flying Cloud Airport, Minneapolis, MN 55347
Telephone: (612) 941-2595 Fax: (612) 941-0307 Toll Free 1-800-937-2376
Certified Repair Station MZER l98L
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Check-In - Continued from Page 23

1. Purchase a "repaired" actuator
$4,998.00
2. Purchase an overhauled actuator
$5,702.00
3. Purchase a new actuator
$7,100.00
We chose option 2 and purchased
and installed an overhauled actuator (8
hours labor and parts).
In discussions with several aualified
A&P's, the general consensus is that this
part can be effectively field overhauled
by a qualified person at a cost substantially less than any of the three prices
listed above. Parker Hannifin would not
talk to our A&P and referred all calls to
Piper.
We are genuinely pleased with our
aircraft and maintenance facility, but do
feel this cost is excessive and an alternative needs to be addressed. If any of your
readers have light to shine on this subject, I would love to hear from them.

educational story out of it.

Sy:
I am a new member who just bought
an '86 PA46 with 550. I have read all
back issues. Since much of the fleet (I
know, I looked at 15) are in, or nearing,
need for paint and interior rehab, how
about asking members to share experience and names of shops with Malibu
experience in paint and interior costs.
Jon McMurtrie

Dear Sy:
Experienced dual alternator failure
at 25,000 on 12/4/97,just South of Reno
and made successful emergency landing
at Reno, Nevada. Left alternator had bad
bearing. Right, cause unknown. 1994
Mirage with approximately 300 hours.
Ron Ebel

Dear Editor:
Donald Zale

Dear Editor:
Had a gear failure due to hydraulic
fluid lost which was due to an "0"ring
on the sequencing valve. "0"ring replaced - failed repeatedly. Get details
from Dave Conover, SkyTech.
M. V . Chiodo

When on autopilot in moderate icing
conditions at 16,000 feet, the autopilot
suddenly disengaged and airplane went
into severe climb attitude and airspeed
decayed to 80 KTS. Airplane was
brought under control by force and immediate nose down trim. I am confident
that elevator froze to tail section and
suddenly broke free when airplane was
trying to trim due to decaying airspeed
caused by ice load. Lesson - when in
ice, regularly move all controls manually to keep them free. Rest of flight was
uneventful.

Chip Osborn

Dear Mirage Owners:

At the end of May 1995, the MT
(Muhlbauer) Propeller Company,
Straubing, Germany, tested a newly developed 4-blade propeller for LBA licensing with my Mirage D-EVSM.
This propeller is already licensed in
the USA for the Lancair IV with a 350
horsepower Continental engine where it
is capable of 300 knots and an altitude of
35,000 feet.
Here, the results which are of interest
to you:

1. The static jet thrust and the nominal takeoff run (80 meters; shorter) are
much better than the original.
2. The climb performance up to
about 13,000 feet was roughly the same
but better above 13,000feet. The performance curve showsthat the performance
curve of the 4-blade propeller runs almost linearly above 13,000feet whereas
that of the original propeller falls off
considerably at about 13,000 to 14,000
feet.
3. The cruising speed is about the
same up to 4,000 feet, but even better
above up to 20,000 feet (2 to 4 knots).

(The measurements were only made
up to FL200 but the run of the curve
proves that the performance will also be
better than the original above FL200).

Jim Gero

Dear Editor:

A faster descent is also possible.
On N76BF, a 1996 350P, cylinder
heads gone after only 290 hours. Engine
vibration shaking everything to pieces.
Can't find solution.
William Flores

Dear Sy:
Icing, fatigue, poor decision making, loss of manifold pressure, ice pellets, lightening, moderate turbulence. I
think I can make an interesting and

4. Noise measurements: The noise
measurement showed a further reduction in noise (77,6 dB (A)) = 7,4 dB
below the limit. The limit demanded by
aviation protesters will probably be reduced another -4 dB to -6 dB. In this case
Continued on Page 35

.
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Atlantic

states

from Pennsylvania to South Carolina, SkyTech has led the
nation inthesaleof newand pre-owned Malibusand M i r a w for
the past eight years in a row. We track the pre-owned Mallbu
market serial number-by-serial number worldwide, and am the
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only company in the U.S. to receive dally updatea on Malibu
tmsactlons from the FAA. Our knowledge at available units
and selllng prices allowsusto positionour inventoryas the beat
VALUES in the marka. Additionally, all at our Mallbus are
thoroughly lnapected by our Sewlce Department to Insurethat
your new MafIbu's mechanical condition is completely uptodate, a d that all appiic&le Service Letters and Service B u l b
tina have beon addrimwd.

"lsodilmp*
insulrrtbA a

The 8111 a
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TIRED OF TRYING TO FIND A RUNWAY THR

1998 TBM 700
1998TBM 700. Spec to order. Available optionsinclude
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)

1998 Malibu Mirage (FiePhoto)
Many changes for 1998 include New Generation King
Avionics, Three Blade Composite Propeller, 80 Amp
Alternators, New Transcoil Engine Instrumentation
Package with GPS Interface and Percent Power, BP
Goodrich Smartboot System, Cockpit Entry Handhold,
Stylized Exhaust Tunnels, Restyled Control Wheels.
Allcovered by aComprehensiveTwoYearManufacturer
Warranty.

I l

LL

1997 Pilatus PC-12
Demo time only. King Silver Crown Equipped
including EFIS 40, KLN-90B GPS, RDS-82 Vertical
Profile Radar. KFC-325 Autopilotrnight Director,
Electric Standby AttitudeGyro,Color Moving Map,
Known Icing, Air Conditioning, Executive Interior
including Fully Enclosed Flushing Pony, Laterally
Tracking Seats, Three Writing Tables and much
more. 270 KTS and 1700NM Range with FULL (8)
seats.

m

Visit our web site at httpgJ/w

SkvTech is DrOUd to offer
hdexcitin S/X upgradefor
.he~alibu&O~.
The Malibu
SIX is a custom interior
!' 'M -is
your existin aircraft into a league of its own! The
rt .um lncludesafuilv ~ ~ g c e r t i f i Ie
STdCU) comDosite headliner
3t*ad..igned side kdge assembly, modified air distribution,
Walshadeassemblies. Ail this is wrapped up with custom
q hWhw that is custom tailored to a customer's specific
' -* a#n seating is redesigned and completelyremanufactured
r rrrdty foam construction. Additionally, the SIX includes an
r llrutaion package to reduce cabin noise and improve the
w rog.rtiesof the aircraft.
F-ent

onics specialists. Four technicians also hold IA Certificates. Our extenshre
experience with the Malibu and Mlrage has allowed SkyTech to become the
large8t MallbuNlmge Sewice Center Inthe US. Our 18,000 sq. ft. maintenance
facility and custom8r shuttle servlce serves Malibu operatorsfrom Canada to
Fkwkla. For customemwho remainovernight, we provlde primoffice space

is tailored for the very discriminate owner who

u 'nesl possible interior refinement available. We are proud to

TRAINING

-

SkyTech would like to congratulate wr recent grab
uates from Piper's full line
Maintenance Technicians
Programl SkyTech hadnine
technicians com~letethe
trainlng programi In addltlon to the Piper training we
also congratulate our technlctans who succemfully
completed the Lycoming
engine training school in
Williamsport. PA. and our
avionics technicians who
completedthe Allied Signal
radar and new generation
transponder training programs in Oiatha, KSI There
is no substitute for factory

ct W S/X conversions have won the QUEEN OF THE FLEET
u % previous two M*MOPA conventions. In fact, 1997 proved

OuEEN SWEEP!" Aircraft with the SIX conversion carried all
ma*
in the MALIBU CLASS! Additionally, our modified SIX
c
FIRST place honors in the MIRAGE class! To add the icing

m S/X also won the PEOPLES CHOICE AWARD!

mw who wants a more traditional approach to lnterlor

Ir+nlSkyTech offers a wide range of interior options to fit your
wr-ritltions. Please contact us for a complete interior package
w r rW

of our programs.

iH A ERMANENT OBSTRUCTION?

)IwT=Iechnoiogy
-':&
option for the PA46 aircraft! The new wmasrela
with a "gold film" heating area. If you are tired
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installation centers in your area!
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100hr /annual inspections
Ressurization m i c e
Dynamic prop balance
De-ice system troubleshwtin~mtallation
Engine replacement/troubleshooting

11

.

Total Customer Support
Since the inception of the Malibu, SkyTech has
been totallv enmossed in the Malibu aircraft. Our
has grown from a strictlysales
view into a com lete su port
develooed the alibu arts
Exchange Network capabld of servicing Malibu
customers and service facilities anywhere in the
world. Our parts department continuesto grow and
provide services for a wide range of maintenance
facilities. Our servicedepartment continuesto lead
the nation in number of Malibus serviced and
maintained. At this ~oint.we have oerfonned
almost eve major re h conceivablef;om every
Malibu enters its wcmd
put of the1.s. AS
decade of operation, SkyTech is devoting a great
deal of effort to the maintenance and enhancement
of the existing fleet.

h

Martin State Airport
Baltimore, MD
4101574-4144
FAX 4101687-2927

Scheduled Service

$

I

IFR certifications
Complete system upgrades
Custom audiolvideo Svstems

1

I

&

In short, no matter what type of problem or question
you have, SKYTECH, INC. is poised to solve it!

Avionics .

Upgrades / Major Repairs
10-550 Conversions

I

Window reph~ement

Custom interiors

.Complete
fuselage
rebuilding

Malibu Maintenance - Continued from Page 15

If you have a suspicious manifold
pressure reading, I recommend you check
the engine before you check the gauge.
Inaccurate indicators or leaks in the supply line can create a false reading, but
these problems are rare. However, TCM
recommends that the gauges be checked
annually.

Fuel Flow Indicator
This electrically operated gauge indicates in gallons per hour the fuel being
consumed by the engine. It receives its
information from a fuel flow transducer
attached to the metered fuel line.
If your fuel flow gauge suddenly
indicates zero, suspect the fuel flow
transducer.

A pegged gauge needle is caused by
a broken ground wire.

If your gauge needle is pegged or
erratic, look for broken or loose connections.

Oil Temperature Gauge
Turbine Inlet Temperature Gauge
This electrically operated gauge indicates the engine's oil temperature. It
receives this information from a temperature probe attached to the engine.
This indicator's most common problem is erratic movement caused by a
defective probe Cannon plug.

Cylinder Head Temperature Gauge
This electrically operated gauge indicates the engine cylinder head temperature. It receives its information from
a probe attached to one cylinder barrel,
in the case of the Malibu, or all six, in the
case of the Mirage.

This gauge indicates turbine inlet temperature using information received from
a thermocouple attached to the left turbo
transition tee. Interestingly, this thermocouple provides the electricity to operate the gauge.
Gauge failures are rare, but do happen. Usually, erratic or zero gauge
readings are caused by a burned up
thermocouple. Piper S.B. 995 part 1
recommends that the T I T indicator
accuracy be checked on all models. Part
2 recommends replacement of Mirage
thermocouples every 250 hours.

If your readings are erratic, suspect
the Amp plug pin connections at the
transducer.
Never perform fuel system adjustments using information provided solely
by the aircraft fuel flow indicator. Use
accurate test gauges only. TCM recommends that the accuracy of the fuel flow
indicator be checked every year.

Oil Pressure Gauge
The electrically operated oil pressure gauge gives measurements provided by a remote mounted oil pressure
transducer, which varies the resistance
to the indicator to provide the proper
indication.
If your oil pressure gauge reads zero
when you have oil in the engine, suspect
a shorted transducer.
A higher than normal indication is
usually caused by a dirty transducer
ground strap. An easy way to check if
this is the case is to read the indicator
with the master switch on and the engine
off. If your gauge indicates any oil
pressure at all, the strap is most likely the
culprit.
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Fuel Flow Transducer

Canadian Adventure - Continued from Page 9

There, Syncrude, the world's largest
producer of synthetic crude oil from oil
sands, provided a fascinating tour of the
oil sandsand thereclamation areas, which
they are committed to developing into
useful land. At a cost of $12/barrel,
surface mining is done with a 32 story
high scoop that puts the oil sand on
conveyers that snake back to the plant
where the oil is extracted. While we
couldn't drive down into the mining
areas due to recent rains, we were given
samples of the oil sand!
After a quick bite to eat at the airport,
we were on our way to Yellowknife
(CYZF), a 362 NM leg. Two-thirds of
the way there, over Ft. Smith, radar contact was lost. As Allen had reminded us
during the morning's briefing, we'd be
resorting to position reports (everyone
remembers PTATEN, right?) for the next
2,000 NM! One by one, thirty nautical
miles out of Yellowknife we contacted
the tower with our final position report,
and we were cleared to land. The long
final took us directly over the third largest lake in North America, the Great
Slave Lake, so we stayed VERY HIGH
on final. Arrangements had been made
at the FBO for our flock to line up on
taxiway Delta.
The Northwest Territories cover fully
one-third of Canada's landmass. Today,
it is home to 65,826 people, only as
many as might fit into a large sports
arena! In 1999, it will be divided along
the beeline (aroughly northwest to southeast line) into Nunavut (home to the
Inuit) in the east, and the Northwest
Territories (home to the Inuvialuit, Dene,
and Metis) in the west. (Apparently the
name for the "residual" area of the NWT
when Nunavut pulls out hasn't been chosen yet. A recent poll found that most
people favor staying with the name
"Northwest Territories", however, one
group favors "Bob".)
Yellowknife, its present capital and
home to 17,596 Canadians, would be our
base for the next five days. Fortunately

for us, the annual Midnight Seaplane
Fly-in was scheduled for that weekend.
It got off to a festive start with a
Bar-B-Que and the telling of bush pilot
stories that evening.
In Yellowknife, our fleet grew by
three. Finally, our entire party had assembled. There were Allen Williams,
his kemosabe, Dorothy Brewer, his son,
Reagan Williams, Reagan's
friend, Carolynne Cantin, and
friends Peter and Charlotte
Edgar from Edmonton
(C-GWLH); Lyle, Deb,
Chelsa, Taylor and Carson
Kallis from Red Deer
(C-GTRG); Bobbie and
Sandy Crevolin from Calgary
(C-FVSC); Sy and Marylou
Weiner from Daytona Beach
(N77LS); Chip and Nancy
Osborn from Kansas City
(N667PC); Tom Polgreen
and m e from Dallas
(N4323D), and our friends
in the Baron, Jim and Dale
Blodgett from Derry, NH
(N73JW).

ered only three holes were completed!)
Monday, we assembled at the
Yellowknife FBO fora briefing by Allen,
a veteran of many flights to the farthest
northern parts of the NWT. We had
already given up radar service and LORAN coverage. Now we were about to
learn that we were going to give up the
Continued on Page 38

Saturday, we had time to
explore Yellowknife. We
checked out small galleries,
visited the float plane docks,
and searched out small (seating for twenty or so) restaurants. Sunday's big event
was the float plane fly-by,
including demonstrations of
water pickup and d r o p
(12,000 gallons) using an
L 100-30Super Hercules configured for fire fighting. A
Cessna 337 served as a birddog. That night, in a hanger
at the airport, was the event's
dance and banquet with caribou and musk oxen as the
featured food! It wasn't until
the next morning that we
found out that some of our
group stopped at the local
golf course formidnight golf!
(And, it wasn't until the
NEXT day that we discov-
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Here are our new members since the
last issue of the magazine:

John & Gisele Raymer
N117NJ
Cincinnati, OH
John owns a 1998~Mirage. He's
based at Cincinnati-Lunken w o r t .

..

Gary & Jane O'Neil
Manchester, NH
Gary currently owns a 1996 Seneca
IV. " ~joined
e M-MOPA to learn more
about the PA46 and wisely ordered the
Reference Manual and Maintenance
video. Gary is president/CEO of an
advertising agency.

Albert & Pamela Reilly
N960MA
Cincinnati, OH

Johnnie & Suzanne Long
N202SE
'hpelo, MS
Many thanks to Lester Kyle for this
new member! Johnnie is president of a
school fund raising concern. He owns a
1989 Mirage.

Alex Michael Itel
St. Petersburg, FL
Here's a neighbor of Henry Van
Kesteren and Mary Bryant. Alex owns
a 1986 Malibu. He also ordered the
Reference Manual and the Maintenance
video to get up to speed in his new
aircraft.

Tom & Cathy Arnold
N92765
Naperville, IL

company involved in the senior living
industry and owns a 1995 Mirage.

David & Linda Jo Pomerance
N397PM
Stuart, FL
David has come back to the fold. He
was a previous member, and has rejoined
with his 1997 Mirage. AND he contributed to the Founders Fund with his $500
contribution! David is Chairman of Dynamic Healthcare Technologies.

Richard Rochfort
N9284X/N98M
Baltimore, MD
Richard joined listing two PA46's to
his name! One is a 1997 and the other is
a 1998 Mirage. He is a photographer,
consultant and a part-time pilot. Richard
learned about us through AOPA and
SkyTech.

Albert is president of a greenhouse
manufacturing company. He owns a
1996 Mirage with spoilers, Argus
7000CE and 950 Stormscope.

Tom owns a 1996Mirage with spoilers installed and long range fuel. He is
president of a systems integration company. He was referred to us by AON,
his insurance underwriter.

David Kane
N92849
Weston, MA

David & Marilyn Wheaton
N9268R
Sand Springs, OK

Ourfirst member of 1998! Pauljoined
M-MOPA to learn more about the PA46.
A wise consumer! And ordered the Reference Manual to boot. Welcome!

David is adeveloper. With co-owner,
Bill Cress, he owns a 1997 Mirage. He
comes to us courtesy of Columbia Aircraft Sales.

David is a retired executive from the
telecommunications industry. He owns
a 1996 Mirage.

Peter & Remko Sijben
N22SY
Roermond, Holland

Matt & Fran Dalton
Pauma, CA

Mitchell & Robin Pozez
N33VM
'hcson, AZ

Another internationalmember! Peter
was referred to us by The New Piper
Aimaft. He owns a 1997 Mirage and is
a furniture retailer.

Mattcunentlyownsa1974BeechF33A.
He joined to learn m o abuut
~ the PA46

Mitchell was referred to us by member, Cary Marrnis. He is president of a

Paul & Karen Kurth
Rancho Palos Verdes, CA

The VisionAire Vantage is redefining the business aircraft market
For the first time, small and medium size companies can expand their business
with an affordable jet aircraft. Find out how easy it is to own the VisionAire Vantage.
Contact VisionAire today.

VANTAGE

www visionalre corn

M W P A Headquarters - Continued from Page 32

Jim & Rachel Berry
Huron, OH

and Bahamas! Warren is a retired business owner and now a biblical seminary
student. His ticket is endorsed for float
planes as well as Navajo and 310R.

James and Sue Campagna
N91770X
Glen Cove, NY

Jim is currently a Saratoga owner
whojoined to learn more about the PA46.
Jim ordered the Reference Manual to do
his homework prior to the purchase decision. Rachel is a pilot, too! Jim is an
orthopedic surgeon.

James is self-employed and owns a
1989 Mirage with a pod modification.

Edward Scully
N9898M
Ruxton. MD

Stephen Ege
N90SE
Washington, DC

Edward owns a 1998 (!) Mirage. He
is retired as Vice Chairman of First USA
Bank.

Welcome back to Stephen. He is a
lawyer and owns a 1989 Mirage.

Kennon Shea
N9099Z
Quincy, CA

Warren & Wendy Labrie
C-FCIR
Blythewood, SC
Warren owns a 1985 Malibu with
Canadian registry. He lists his aircraft as
being based in South Carolina, Ontario

Kennon is president of a company
involved in health care. He owns a 1986
Malibu. Kennon's ratings include multi
and commercial, CFI and glider. He has

6,000 hours total time.

Rick Bryant
N54SB
Ruxton, MD
Rick comes to us through the generosity of SkyTech. He is a venture capitalist
and owns a 1995 Mirage with spoilers.

John & Emmie Berend
N8600
Plain City, OH
John comes to us by way of Ron Cox
at ATM and Dick Roby. He is retired
from the logistics industry and owns a
1996Mirage. He graciouslyvolunteered
for the safety and maintenance committees. Thanks, and welcome!
Please join me in welcoming these
new members. Mark your calendars
now for the San Antonio Convention Sept. 23 - 27, 1998.
In the meantime,FLY SAFE!

A viation Specialist

CUSTOMIZED CLIENT SERVICE
Be@g

W16b fhe Wliort bKnow Om Uient's Valucs -d,R

Specific Policy Research
Client Updating
Insurance Contraa Review

Our C o d b n e n t t

\
SERVING THE
AVIATION

INDUSTRY
-
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Simi Valley, California 93093
.

(805)522-3428 (818)340-3077

(800)634-0101

SINCE 1979
Ma/ibuMrage Magazine

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

Don M. Gmndin

Check-In - Continued from Page 27

the Mirage would still pass with a reserve of 1,4 dB.

I wish you happy flying and happy
landings with best regards.

on the ground and that the NDB is intermittent! Point of learning - next time
"Listen Up".

Ernst F. von Sonnenburg
Ernest Igou

5. The prescribed vibration measurements on the propeller blade and
the center of the blade as well as on the
crankshaft, the two alternators and the
coolant compressor were made and
showed no resonances in the range
from 2,200 to 2,500 rpm and prescribed
special measurement by 2,650 rpm in
all performance ranges. The values
will still have to be approved and confirmed by the LBA in Germany, of
course. I soon hope to receive the full
traffic license for my aircraft and then
this 4-blade Muhlbauer propeller will
be officially licensed for the Mirage
throughout the European Community.
Finally, the biggest advantage is the
considerable reduction of vibrations in
the cockpit. The Mirage is now quieter
than the Malibu with the Continental
engine and 3-blade-propeller! I got the
propeller at once and have been flying
since the end of May on a temporary
license. Fitted out with the Muhlbauer
4-blade propeller, I now have a completely new aircraft - much quieter and
more comfortable!

(I no longer need ear phones). The
low vibration gives me a completely
new flying feeling, this is extremely
important for the gyroscope instruments.
(I already had a defective co-pilot horizon and pilot kymograph). In short, a
luxury I always wanted!
Subjectively, too, the difference between the Mirage with the 2-blade original propeller and with the Muhlbauer 4blade propeller MTV- l4-BIl9O- 17 is
immense. Tractor vs. Cadillac!
A Mirage with this propeller will be
easier to sell than with the original propeller! The company MT Propeller
Muhlbauer, D-94348 Atting, Airfield
Wallmuhle. Tel. 0049-9429-8433 and
Fax 0049-9429-8432 will be glad to give
you further information.

What Can Happen When
You Fail To "Listen Up"
Once I was standingat a wall mounted
phone in the operators' office at Park
Rapids, Minnesota, trying to file FR to
Davenport, Iowa. A charter plane with a
mob of loud fishermen (and fisherwomen) landed and crowded into the
small office making so much noise that
I could not get all of the information for
my flight. Mistake numberone. I should
have asked for a repeat from the FAA
person. I did catch something about an
NDB, but who worries about NDB's
these days. I filed and took off, glad to be
out of that mob.

To Our Members:
You can receive alerts on various
aircraft and systems online via the
Internet. The following is taken from
FAA AC 43-16 and reprinted here for
your information.
The Regulatory Support Division
(AFS-600) has established a "HomePage" on the Internet, through which the
same information is available. The address for the AFS-600 "HomePage" is:

Also, this address has a large quantity of other information available.
There are "hot buttons" to take you to
other locations and sites where FAA
Flight Standards Service information
is available. If problems are encounUpon approaching DVN (an uncon- tered, you can "E-mail" us at the
trolled airport), the closest weather was following address:
given as 600 and 1-112. Sounded okay
since my minimums were 500 and 112
for the localizer approach. I was cleared
to the LOM which was the initial point.
We hope this will allow you to conI had tuned it in and identified it some 20 tact us by a means which will be convemiles back.
nient and save some of your time. We
welcome the submission of aircraftmainAs I approached it, my pointer began tenance information via any form or
to swing to the right so I followed it, format. This publication provides an
wanting to center the IP before turning opportunity for you to inform the genleft to the localizer heading. The more I eral aviation community of the problems
turned the more the needle turned. HEY, you have encountered.
something is wrong -WAKE UP -identify again - NO SOUND - realization The Service Dificulty Reporting
It is off the air. . . (my ADF needle goes (SDR)program also brings the probto 908 when it is dead).
lems to the attention of those who are
able to resolve the problems. Your
Turn to the localizer heading imme- participation in the SDR program is
diately and get on center. Verify your vital so accurate maintenance infordistance out by a radial from the VOR, mation is available to the general aviaalso checkGPS distance. Descend,break tion community.
out, land and head for the rest room, then
to a phone to the ATC to tell them you are
Sy Weiner
By the way, I wanted to tell them that
the fishing was "no g o o d but had the
thought that fishing was not all they
were there for.

.
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A New Name wit~'vamiliar Faces
p"

8 IA's with over 75 years combined MalibuIMirage experience.

Over 100 pilots since training began in 1984.
Approvals for both initial and refresher training.

Computerized aircraft history capability including all AD'S
and SB's

Frasca 142 simulator with Malibu performance capabilities.

Custom designed inspection programs and annuals.

Our instructors regularly fly in Malibu aircraft under part 135
and provide "real world" training experiences.

Power Pac spoiler installations.
We provide training and maintenance ferry pilot services.
Radar pod installations and pod erosion boots.
We offer the most cost-effective pricing in the industry.
Installation center for RAM STC'd alterations, STC'd
TSIO-55042 engines, STC approved outboard fuel caps.
Engine analyzer installations with Tanis Heater integration.

For more information, please contact:
JAY ALLEN, Director of MalibuMirage Training
JEFF CARNAHAN, MalibulMirage Training

Dynamic propeller balancing.
Digital tachometer and voltlammeter installations.
Over 60 MalibuIMirages sold since 1984.
Pressure vessel leak testing.
TCM factory trained fuel-system set up and analyzing.
We are also a Service Center for the Socata TBM 700 and
Pilatus PC XI1 and have Flight Safety trained technicians for
King Air, Citation and Learjet.
For more information, please contact:
PATRICK BEATY, Service Manager
ERIC STOCKWEATHER, Chief Inspector
Bloomington-Normal Airport
RR1 Box 21
Bloomington, IL 61704
800-232-4360
309-663-2303
309-663-8885 FAX

Access to AMSTAT, a national on-line aircraft information
service, which can assist us in locating the ideal aircraft.
Trade-ins welcome.
Upgrade sales to TBM 700 and Pilatus PC XII.
For more information, please contact:
KEN RITTENHOUSE, Sales Manager

We announced our intent to STC the MT 4 blade prop at the Nashville Convention.
Soon after, we visited the FAA certification ofice in Atlanta and after
processing the required amount of paper documentation (a ton), we
received a TIA (Flight Test Authorization) on December 12th.
Henry Van Kesteren

0

ur application covered both the
520 and 550 powered Malibus;
however, the FAA wanted the
tests flown in a 520 Malibu as they
acknowledged the 550 runs cooler than
the 520. They were particularly interested in climb performance and cooling
being as good or better than the performance as stated in the basic Malibu
flight manual.
M-MOPA members, Gil and Isabelle
Fortune, let us put their beautiful '84
Malibu into experimental category for
the tests which had to be done at max
gross weight at both forward and aft
CG's. With the FAA test pilot in the
right seat, this Malibu with over 1,400
hours on theengine, was able to match or
better the optimistic basic flight manual
numbers. The FAA flight test report was
all satisfactory with the following overall evaluation: "This 4 blade MT propeller is an excellent replacement for the
original 2 blade propeller. It definitely
provides a very low vibration at any rprn
or power setting and cockpit/cabin noise
level is improved."
We received our STC on Friday, January 9th, and as the president of MT
Propeller was scheduled to visit us on
Monday, January 12th, we wanted to
schedule a flight on Sunday, January
1lth. Dick Paschke, who was scheduled
to get the first prop, was not available.
So Bill Frick, second on the list, and his
friend Dr. Levy, flew in on Sunday from
Stuart, Florida for the first U.S. 550
tests. Not only is Bill an excellent pilot,

his stunning Malibu is equipped with the
most sophisticated engine monitoring
equipment, including a Shadin Air Data
Computer. This was the perfect choice
for these initial tests as he meticulously
records flight data on every flight he
makes.
It took Doug a little over an hour to
remove the two blade and spinner and
install the 4 blade and spinner. Doug
then performed a dynamic balance test
and the prop checked out at .15 without
adding weights. After lunch on a delightful Florida afternoon, with 3 on
board and 90 gallons of fuel, we went
flying.
The initial acceleration is pronounced; and while we didn't do a comparative 2 blade check, takeoff appeared
shorter and solid. Bill's first comment
was, "Boy, it's smooth." Climb was
comparable with the 2 blade. Bill usually climbs at 33" / 2600 rpm and 130
knots indicated, but we didn't notice any
significant change by reducing to 33" /
2500 rpm. Possibly all power settings
can be attained with a smooth engine at
lower rpm settings, but we didn't check
it out on this flight.
During climb, Bill made the comment that the 4 blade appears to keep the
engine cooler. I think that may be because the prop angle of attack starts
closer to the hub, forcing more air into
the engine cowl inlets. In cruise, we
removed our headsets and noted the lower
noise level. We were able to converse

with Dr. Levy, who was in the back seat,
without difficulty.
We didn't record increases in speed,
as noted in German tests. However, it
seems that every plane comes up with
different cruise numbers as I've noted
after selling seventy 550 conversions.
After studying the cruise results of our
flight, we found the difference was that
the German 2 blade numbers were an
average 5 to 8 knots slower than Bill's 2
blade numbers. His 4 blade numbers
closely matched the German 4 blade
numbers. We started improvingapproximately 5 knots on Bill's 2 blade numbers
above 12,000' and at 25,000' with TAS
220 knots. Bill's comment was, "I want
this prop." We descended at 27" / 2200
rpm. At lower power settings, the prop is
still exceptionally smooth at lower rpm.
After 2.2 hours of flying, Bill dropped
me off at Whitted and taxied out with a
big smile on his face.
The next day, I met with Gerd
Muehlbauer, President of MT Propellers.
He was pleasantly surprised that we had
already received our STC, as apparently
things don't happen that fast in Germany.
Along with other propellers he builds,
he can deliver 5 Malibu props a month
starting in March. They will be shipped
to his new assembly and repair facility
in Orlando, adjacent to Aircraft Propellers at Orlando Exec (Hemdon). This is
good news as we will have an MT facility in the U.S.
Continued on Page 52
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CanecflenAhenhrre Conthud from Page 31

workers work two weeks on and two
weeks off, working a twelve-hour shift,
sevendays a week.) Conveniently,there
ability to use our magneticcompasses as
is a weather station on the field, which
well! First, Allen reviewed Class F
We began the 234 N M outbound leg used to be run by the Canadian governairspace, since many of us never encounter uncontrolled airspace in the of our day-trip to Lupin (CYWO) about ment, but is now staffed by Echo Bay
lower Forty-eight. He reminded us that 10 AM. Peter, whose father founded employees.
we could be VFR or IFR, in VMC or Echo Bay Mining in the early 1960's and
In the pattern at Lupin, we observed
IMC conditions. The primary reason to sold the enterprise in the 1970's, had
be under IFR,he explained, is to facili- arranged permission to land for a private numerous Caribou in the area and a herd
tate getting into the controlled airspace tour of the facility. Usual traffic is the of Musk oxen grazing adjacent to the
company's 727 which arrives every two runway. Upon landing, we were met by
at the end of a flight.
weeks to bring supplies and workers for a school bus driven by John, an Inuit who
Next, he taught us "southerners" the next two-week stint. (On-site, 450
Confirnmdon Page 40
about Canadian Northern Domestic Airspace and Southern Domestic Airspace.
NDA begins just north of our next stop,
a private airstripat the Lupin gold mine.
There, the magnetic variation is 35O and
the compass is unreliable Therefore, all
headings, runways, VOR's (when they
exist), wind&rection,etc. are specified
in TRUE north.
Lupin for that pilot! We can now see
how easily a pilot can get lost, if one is
not careful!

This meant some modifications to
our HSI and GPS that we had never
head of! First, the s l a v e b switch for
the HSI - sure, we knew what it DOES,
but we never knew WHY one would
want to do it!
Well, that flux detector is equally
unreliable way up north, so the HSI must
be set to the freemode, and manually set
to TRUE north using a runway heading
before departure
one would do with
a directionalgyro). Next, the GPS had to
be told to read out TRUE north. Each of
us had a panel mounted GPS and, in
addition, many of us had hand held units
as well.

Purcell Lodge View of Purcell Mountain in Spring Thaw. July 6.1997

6

Forthe next hour we were all pouring
through the various GPS manuals to
leamhow to set the auto variation fea- I
ture to manual and enter a variation of
OO! It turned out at least one panel mount
unit did this automatically above the
75thparallelONLY; on another, it could
not be done at all, and on the Garmin
195,there is aTRUE option on its menu.

I

Yet another, the Apollopanel mount,
would always set itself back to automatic after a power down, causing some
minor confusion upon departure from

.

, 2;:.
At Edmunton Airport First Morning Why are eveyone's hands in their pockets?
,
Is it just cold or are they holding on to all their money?

Paul R. Neuda
The organizational meeting of the
southeastern Regional Division of the
MalibuoMirage Owners and Pilots Association took place on Saturday, February 21st at the Spruce Creek Fly-In
Community in Daytona Beach, Florida.
Sy and Marylou Weiner hosted about
35 of us for lunch and a day in the
Florida sun. Sy kicked off the meeting
by offering suggestions as to what the
purpose of this regional group should
be. All attending unanimously decided

that the camaraderie and networking
afforded by such a group was the most
important reason for its existence. One
suggestion which all also found agreeable was to hold a short session dealing
with operations and maintenance. At
least two trips per year are planned.
The group is arranged on a very informal basis with a very simple organizational structure - a benevolent dictatorship. Sy was unanimously elected our
leader for the first year and a volunteer

will be sought for the following year.
Very large THANK YOU's have to
go out to Lenny and Pat Ohlsson for
helping arrange the Fly-In and providing tours for the participants. In addition, Larry Hayman housed some of the
attendees and helped with parking our
airplanes in new hangars at Spruce
Creek. Walt and Dale Messick gave
informal tours of this fly-in community
and provided accommodations for
friends flying in for the event.

Canadian Adventure

- Cont'd from Page 38

lives in a community about 30 km south
of the mine. We were immediately invited to a complimentary lunch in the
dining hall, where we had an opportunity to talk with some of the employees.
We learned that during their time
off, they enjoy fishing, hiking, bicycling, and a 6-hole sand golf course in
the summer. In winter, it's a different
matter but they did not elaborate on
that! They told us that Echo Bay remains the NWT's largest gold producer, producing 2,400 tons per day.
After a drive through the mine site and
the tailings, and a quick stop back at
the cafeteria for a snack, we were taken

back to the airstrip. We were ready to
depart about 3 PM.

up with a cracked bulb - wonder where
that came from?

Oh, did I mention Lupin and our next
stop had GRAVEL airstrips? Well, Allen
didn't either, until a couple of days before! While we all initially expressed a
desire to avoid gravel strips, Allen and
Lyle explained how they were a way of
life up north and gave us a lesson on their
use. During touchdown, keep the nose
wheel off as long as possible and then,
keep the yoke full back. During takeoff,
advance power very slowly, get the nose
wheel off the ground ASAP, and then
add more power - right, Allen?) During
the post-landing prop inspections, only
one prop even sported a ding. However,
three weekslater, my landing light fumed

Monday's "day-trip" was to have only
taken us to Lupin and back to Yellowknife. However, Tom and I had asked
our host, Allen, for arecommendation as
to where we might fly and spend the
night above the Arctic Circle (after all,
we were SO close). Lo and behold, each
of our group had expressed the same
interest, so our "day-trip" was spontaneously modified to include a landing at
Kugluktuk, formerly known as Copper
mine,(CYCO), on the south shore of the
Arctic Ocean (technically, the Coronation Gulf).

-

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

ALL MATERIAL AMS 3320 - 3/32

I

l-

TEMP RANGE -65 TO +450

PA 46 - 350 P (29 Seals) $475.00

PA46 - 310 P (I6 Scrls) $350.00

Listed below is our stocking dealers

West Coast

Central

East Coast

Flightcraft
1-800-752-7924

Aviation Sales
303-799-9999

Sky Tech
410-574-4144

Western Piper
1-800-%PIPER

Modem Aero
1-800-937-2376

West Air. Inc.
410-876-7200
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Due to the desolate tundra over
which our 322 NM trip would take
us, Sy's one request was that we
return to Yellowknife by dark
(which, of course, meant September)! As the weather was 3,000
scattered, Allen filed a "VFR Notification" for the round robin flight
of five from Lupin to Kugluktuk.
and back to Yellow-knife. We departed as a flight of five at 11,500
feet, overflew a diamond mine at
Koala (4A), and a mere 154 NM
later, touched down within walking
distance of the frigid Arctic waters.
Kugluktuk was the site of two
early settlements, one around 500
BC and the other 800 AD. It is a
community of 1,239 inhabitants. A
taxi, making several trips, took us
the one mile ride to thc town's Visitor Centre for $20 each (well, they
don't get TOO many visitors at their
airport). We walked around town in
balmy 50' clear weather, visiting
craft stores, thc grocery, and the post
office. Some of us had to send post
cards, since we were north of the
Arctic Circle.
After a brief stop to touch the
water at the shoreline, we headed
back to the airstrip to depart at 6 PM.
A herd of Musk oxen at the runway's
edge caused a slight delay as many,
Continued on the Next Page

Canadian Adventure - Cont'd from the Prev. Page

especiallythe children, ran with cameras
in hand to get a close look at them! The
return flight to Yellowknife was a 322
NM leg that took 2.5 hours at an altitude
of 21,000 feet.
Tuesday, on our last day in Yellowknife, our group split up. Some flew a
short distance to a 3,000 foot gravel strip
by Lutsel, KE on the east arm of the
Great Slave Lake. There, outfitters at the
FrontierFishing Lodgeprovided the boat,
a guide, tackle, licenses, eggs Benedict
for breakfast, and cooked fish (naturally) for lunch.
This fishing expeditionreturned with
three fish. (I'm tvld they caught twenty
and released seventeen, and that
five-year-old Carson Kallis caught the
first one!) Allen and his party went up
the Snare River to catch Greyling that
would become our lunch the following
day. Others of us attended the Canada
Day parade in Yellowknife at 11 AM,
shopped at the galleries and craft stores,
or shopped for a picnic lunch for 21
people for the next day.
No Malibu expedition tale would be
complctc without mention of the adventure of mechanical problems. Considering our small fleet flew in excess of
23,000 NM, our problems were minimal. Upon arrival in Yellowknife, Sy in
N77LS had a significant problem getting his gear down. That was remedied
after a day's work by the FBO with Sy
and the folks at Vero Beach standing by
for consultation.
The next problem occurred as we
departed Yellowknife for Ft. Simpson
(CYFS) on Tuesday evening. In
N667PC, Chip, who was last to depart
on this particular leg, radioed us on our
chosen air-to-air frequency that his
run-up had turned up a large drop in
RPM. While several of us offered to
return to take him and Nancy on board,
he opted to stay with the mechanic in
Yellowknife until repairs could be made.
After pulling an all-nighter,themechanic

had the plugs all cleaned up so that Chip
and Nancy didn't miss the next day's
side-trip that was scheduled out of Ft.
Simpson. The only other problem was a
failed vacuum pump on one of the other
Malibus.
Ft. Simpson is a community of 1,266
folks situated on the Mackenzie River,
historic highway to the Arctic. With a
watershed of twenty percent of Canada,
this river serves as a major transportation corridor for human travel, shipping
and a migration route for many species
of birds. Ft. Simpson gave us the option

Renewable Resources
Office
P^-..r....:rn

n

Kavamat Angohikiitkot
Afisiat

Kugluktuk

dinner, in the adjacent bar, we drank and
talked with Jacques, our pilot for the
next morning's Twin Otter excursion.
Yes, Allen had chartered a Twin Otter on floats to take us on a 129 NM
majestic flight into the Nahanni National
Park Reserve with a stop at Virginia
Falls. This park encompasses 4,766 sq.
km.in the heart of the MackenzieMountains in the southwest comer of the NWT.
It protects an area along the comdor of
the South Nahanni and Flat Rivers.
This journey began as we assembled
with day packs and food enough for
forty (OK, we overestimated again) at
the seaplane dock at the town's edge.
After watching the seats being reinstalled
in the Twin Otter, our party boarded it
and a Cessna 182 on floats. We gracefully departed for the breathtaking one
and a half hour flight and aerial tour of
the falls.

X1

of an airport 30 mi from town or another
3,000 foot gravel strip within walking
distance of the Nahanni Lodge, where
we were staying. Not wanting to press
our luck, we all opted for the asphalt,
except Chip, who had nochoice if he was
to catch up with us in time for
Wednesday's adventure.
Upon arrival at the Nahanni Lodge at
8 PM (again, by school bus from the
airport), the proprietor checked-in nineteen hungry travelers. Since any restaurant Ft. Simpson had to offer had long
since closed, he opened up his cafe and
called in his cook. A meal of burgers and
fries was served us by the proprietor/
coroner/ambulancedriverJwaiter! After

The flight offered spectacular scenery and views of unique geological features. We followed a portion of the
South Nahanni River as it wound its way
through broad river valleys and steepwalled canyons. The highlight of the
flight was the landing just upstream of
the magnificent Virginia Falls that are
twice the height of Niagara. There we
disembarked at a float plane dock and
were shown the two hiking trails -one to
the top of the falls and a portage to below
the falls. We all walked one or both.
Our well-deserved lunch consisted
of shrimp cocktail, "Smokies" (which
Allen insisted we include on our shopping list), cole slaw, and, of course, the
Greyling, freshly caught the day before.
Soon we experienced a fantastic departure by taking off directly over the
falls, and a flight at treetop level back to
Ft. Simpson. We were back at the lodge
in time to have dinner before the dining
hall closed. New provisions had arrived,
so salad, soup, pasta, fish and chicken
were now available on the menu!
Continued on Page 44
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CALLUS AT 404-355-9682
FOR A COMPLETE LIST OF COMPONENTS AND PRICES.

PLASTECH
CORPORATION
2080 GENERAL
TRUMAN
STREET,
N.W.

ATLANTA,
GEORGIA30318 * FAX:404-355-5410

I am looking forward to, and very
excited about, sewing M-MOPA in my
new role as Executive Director. I have
been fortunate to attend every annual
meeting and convention since the
organization's inception. Some of these
conventions were seen in "black &
white" since I was looking through a
video cameramuch of the time, but they

were always interesting and educational.
As a corporate pilot, I have always
placed a very high value on the educational value of attending these conventions. Mostly I have enjoyed the pilotto-pilot exchange of experiences, and
the chance to talk directly with the manufacturers and vendors.

We have put together an exciting
program for this year's convention in
San Antonio. Don't miss it! We have
used many of the suggestions you made
on our survey forms from Nashville's
convention to try to give you what you
want. I predict this will be our best
convention ever!

It's all in the mixing of

High Technolog
& Crajsmanship.
To

enjoy the way a "new" aircraft
looks and feels, get read! to pay hundreds
of thousands of dollars. But, smart aircraft owners
know there's a way to beat that cost these days.
Have your interior/exterior rejinished by the most
.
recognized crattsmen in the country.
For years, turbines, twins, and singles have come to Oxford Aviation in every condition imaginable. Maybe they choose
us because of our high technology and our meticulous attention to details. With over 1000 aircraft now carrying the Oxford
Aviation placard, we've earned the distinction of creating a 'tfleet ofsatisfaction!'
Maybe they choose us because of our state-of-the-art drying and mixing rooms, our downdraft spray booths, control
balancing, or our superb interior craftsmen and design staff who handle everything from a Cherokee to a Metroliner.
With our greatly expanded facility and new technology, more slots are now available in the coming months.
On the ramp, if they ark, "Is that new!" ...tell them, "lt's better than nm..it's been
rjimhed by O$rd Aviation."

O X F O R D ~ V ~ A T I O wc.
N
TOTAL
QUALITY
MAINE
75 Number Six Road, PO Box 990, Owford, Maine 04270

7

....

Refinishing the CraJ Refining the Dream.
(207).53YS4779 FAX (207)m539.8441 E-Mail: OXFRn @ AOL.COM

FWJMCzrtifiration #OACR 582 S

MalibuMrage Magazine

-

.

Sp'ng I998 Page 43

Canadian Adventure

- Continued from Page 41

We got up early the next morning for
our departure to Jasper, Alberta (EC4), a
519 NM flight southeast to the Jasper
National Park on the Alberta-British
Columbia border. There we stayed at the
Jasper Park Lodge whose primary attraction (other than luscious dining) is an
18 hole golf course which winds its way
through pines, and offers some of the
most spectacular views in the world.
Snow cappedmountain peaks, called the
Whistlers, loomed over still lakes which
reflected the mountainslikemirrors. The
non-golfers among us walked into the
quaint resort town via a scenic trail that
wound its way past many of the small
lakes. For dinner, Canadian fare was
ordered in the Moose's Nook. For some,
this was followed by a trip back into
town to check out Pete's bar.
Friday morning, we departed for our
last leg - the 124 NM flight to Golden,
British Columbia (CYGE). We flew
VFR over a broken to overcast layer
which kept us from seeing some of the
sights affordedby the Canadian Rockies.
However, close to Golden, the clouds
parted and we were able to see parts of
the Canadian ice fields. We descended
in the clear into the long Columbia River
Valley.
Our final adventure turned out to be
no less spectacular than any of the previous escapades. Here we boarded a helicopter - the only way to get to the beautiful Purcell Lodge. We flew at treetop
level, hugging cliffs to get extra lift during the fifteen-minute flight in beautifully clear weather. After devouring a
delicious lunch prepared by the resident
chef, we donned boots and gaiters and
went for a two hour hike over terrain half
covered by snow on the 4th of July!
When the ground was visible, yellow
glacier lilies and various anemonescould
be seen amongst the lush grasses. Purcell
Lodge is one of a kind. Set in a high
Arctic meadow, recently built of wood
and glass, it gives summer hikers and
winter skiers a rare combination of isolation and comfort. With its ten private
MalibusMirageMagazine
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bedrooms, balconies, hot showers, fireplace and a dining room offering gourmet food, it is more like a luxurious
family home than a wilderness lodge.
The following morning, we woke to
the smell of fresh-baked bread and the
promise of a wonderful, hearty breakfast. By 10 AM, Allen, Dorothy, and
Tom had departed with the lodge's guide
for the seven-mile hike to Copperstain
Mountain. As this arduous, eight-hour
hike included 4,000 feet worth of climbing up and down snow-covered
hills and valleys, the rest of us
chose to watch the progress of
the hikers with binoculars from
the sunny balconiesof the lodge.
Those who stayed behind relaxed, read, took short hikes,
and/or basked in the sunshine.
Bird watching was rewarded by
visits from hummingbirds, blue
birds and barn swallows.

II

That evening, dinner con- sisted of salmon, rice, veggies -

We woke to overcast skies
and cold, fresh air that was 7"
instead of 66" as it had been the
day before! After breakfast everyone bundled up with heavier
coats and mittens for a two-mile
hike in alternating snow and
drizzle. During winter visits to
Purcell Lodge, it is not uncommon for guests to be forced to
stay an extra couple of unplanned days because the helicopters cannot make the trip.
We secretly hoped this would
happen, but after lunch, the overcast turned broken for the helicopter ride down to Golden. By
the time we departed for the
states, the Columbia Valley was
clear enough to bid us farewell

2

with more spectacular scenery.
We are all indebted to Allen and
Dorothy for leading us on such a magnificent tour of their part of the world.
Their ten-day itinerary included some
little-known places that have been their
favorites for years. We thank them for
sharing their secrets with us, because we
know we will return. At the same time,
we can't help but wonder if the NWT
doesn't have more spectacular places
that they didn't tell us about!

Now ITMEANS=I;
. , , , ,1,
Too!

-
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Engine-out IFR Procedures - Cont'd from Wge 7

shown in Figure 4 and should be included in estimatingthe altitude/distance
glide performance.
Wind Effects
GS (K) NM11,OOO feet FeetlNM
20K Head 70
IOK Head 80
Calm
90
IOK Tail
100
110
20K Tail

2.1
2.5
2.8
3.1
3.4

460
410
360
330
300

Figure 4

Just remember that a headwind of
20 KTS will reduce your glide distance by about 30%, so start inbound
at a higher altitude than calm conditions would require.
In summary, the best glide performance is at an airspeed of 90 KTS, prop
at high pitch (low RPM), gear up, and
flaps up. The resultant vertical speed is
550 fpm and the glide range about 2.5
NM/1000 feet altitude (Figure 5).
Best Glide Performance
Airspeed
Prop
* Gear
Flaps
VS
Range
Descent

90K
High Pitch (Low RPM]
UP
UP
550 fpm
2 5 NM11000'
400 feetlNM

-

Figure 5

The IFR Procedure
Now that we know how to configure
the aircraft, how do we make a glider
approach? The initial reactions should
include:

[3] Declare an emergency. "MAYDAY" should get someone's attention.
[4] Turn toward the nearest airport
or landing site. Your LORAN or GPS
can be invaluable for identifying this.
ATC can be a calming and useful source
of information. Unfortunately, radar
sites are often too far away to provide
precise approach guidance.
[5] Assess approach options, including VFR and instrument approaches.
The Malibu cruises at higher altitudes or flight levels. There usually will
be a multitude of airports available from
such heights. Pick a larger airport unless
a better VFR option exists. Most of the
time you can glide to the airport and have
lots of altitude. If your best option is an
IFR approach because of IMC, glide to
the FAF, usually 5 NM from the runway,
with plans to turn inbound at about 3,000
feet AGL. Then add sequential drag as
needed (Figure 6).
IFR Rules of Thumb
5 NM FAF: 2500 to 3500 AGL
Sequential drag increases
>> Reduce prop pitch (High RPM)
>> Change airspeed
>> Gear
>> Flaps
>> Slips
Figure 6

You should be higher than the E S
Glide Slope-just keep 90K inbound and
use gear and flaps only for descent on
short final. We use a second reference
point of 1,000 feet AGL at 1.5 NM from
the runway to help determine if we want
to add a slip or flaps, but reserve gear
extension until closer in.

The Approach
[ 1] FLY THE AIRPLANE. Remember, if you lose control, there are no
options.

[2] Pitch up to establish a 90 KT
airspeed. You may gain useful altitude.
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Let's get back to the scenario in our
fust paragraph. We are 5,000feetAGL so
our calm wind glide distance should be:
5,000 feet x 2.5 NM/1,000 feet = 12.5 NM

We don't have enough glide to make
LRP, but Decks Airport (9D4) is practically
below us. Now, you have two options:
1) Circleabove the airport. About 2,000
feet AGL head outbound about 45' from the
Final Approach Course. At 1,500feet AGL
turn base leg and turn final at 1000' AGL.
2) Glide to a 5 NM F i Approach Fix
(FAF,easyto definewith GPS),circleand be
heading inbound at about 3000 feet AGL.
Manage your glidepath by sequentially adding drag Figure 6).
You don't have to be perfectly lined up
with the runway to make it. If you overshoot
in your turns, always turn back toward the
airportwith your GPS givingyou the bearing
and distance. Airspeed should be 90 KTS,
andtums should be at 30°t045' bank. Don't
put yourgearand flapsdownuntilthelanding
is assured.
Engine-out IFR Procedures
1. FLY the Airplane.
2. Airspeed 90 K. Prop high pitchbow RPM
3. Declare an Emergency
4. Identify and turn toward nearest airport.
5. Identify and fix problem, if possible.
6. Glide distance = 2.5 NM11000 feet AGL
7. Plan the approach:
3,000' AGL at 5 NM FAF.
1,000' AGL on 1.5 NM final.
8. Use gear and flaps only when runway
landina is assured.

These procedures and numbers have
worked well in training with our aircraft (a
1984 model). Your numbers may be a
little different depending on your model
and equipment (e.g. a radar pod adds
drag). Training with emergency procedures and determining what works best
for you in your aircraft aremostimportant.
Our intent with this article is to describe
what works well in our aircraft, based on
an extensive safety training program.
Hopefully,others will practice and learn
from similar mining. Your efforts will
improve proficiency at emergency procedures even if they are never requred. Remember, the space shuttlehas feweroptions,
worse glldeperfmance (like a flyingbrick)
and hasn't missed yet.

Rise t o t h e CHALLENGE.

AS A PILOT, YOU ACCEPT THE CHALLENGE OF ACQUIRING

to duplicate in the aircraft - can be practiced

and maintaining proficiency in your MalibuIMirage.

and perfected in the simulator with complete realism

And as the world's foremost aviation training

and safety. FlightSafety's MalibuIMirage simulator

organization, we can help

even includes a weather radar

you face that challenge with

unit for pilots who desire

confidence.

this training.

At Flightsafety Lakeland

Classroom instruction is

Learning Center in Lakeland,

facilitated by a host of dedicated

Florida - which trains pilots

audio-visual training aids, and

from around the world - we

conducted by FlightSafety's

offer complete initial and recurrent training programs for the
MalibuIMirage. Training is
conducted

professional instructors - them-

FLIGHTSAFETY LAKELAND LEARNING CENTER

- one of the 38 Flightsafety
centers in the US.. Canada, and France
trains pilots from around the world.

-

in an advanced

selves seasoned pilots who
understand the capabilities
and demands of today's sophis-

simulator featuring a state-of-the-art VITAL visual

ticated, high-performance aircraft. And clients are

display system, providing an exceptionally realistic

also encouraged to learn from each other's oper-

training environment. In the simulator, proficiency

ational experiences.

in normal flight operations can be honed to a

If a high level of proficiency is your goal (and

fine edge with the utmost cost-effectiveness. And

it should be), give us a call. FlightSafety is up to

emergency procedures - even those too dangerous

the challenge.

Flightsafety
intematiil

f o r more information, please call:

Toli-free (800) 726-5037

Or write us at:

T e l (941) 6 4 6 - 5 0 3 7

Fax ( 9 4 1 ) 6 4 4 - 6 2 1 1

2 9 4 9 Airside Center Drive. Lakeland. Florida

33811

@

www.flight=fety.com

LET OUR TOP
THE IIDE

YOUR

2926 Piper Drive, VCrp Beach, FL 32960 U.S.A.
Tekptwme 561.567.4361
Fax (561) 778-2141, or visit wr wcb site at
http://www.newpiper.corn/

Instrument Questions
The following Trivia is based on
circling, visual and contact approaches. Please read preface before
doing Trivia.

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

If the final approach direction of
an instrument approach procedure does
not align the airplane within +/-30
degrees of the landing runway, then it
is technically no longer a straight-in
procedure, and significant visual maneuvering (probably involving at least
part of a traffic pattern) will be required to align the airplane with the
landing runway.
Visual maneuvering is also known
as circling, or as circle-to-land, these
terms being used to describe the visual
phase of flight after completing an
instrument approach, with the aim of
maneuvering an aircraft into position
for a landing on a runway to which a
straight-in approach is not possible.

A circling approach is a more difficult maneuver than a straight-in approach, because it often involves closein maneuvering under low cloud bases
and in rain or poor visibility. It will
require precise attitude flying, wi.thclose
attention to maintaining altitude, while
flying a suitable flight path to position
the airplane for a landing, keeping the
runway environment in view, and maintaining a very good lookout for obstructions and other aircraft.
If you become visual at or above
the circling MDA for the instrument
approach, then you should maintain
circling MDA, or higher, while you
maneuver within the circling area, until
you are in a position to commence
descent to intercept a normal final
approach.

A circling approach is a visual flight
maneuver, and you must remain visual throughout, otherwise a missed
approach is to be carried out.
Good attitude control is essential
in the circling maneuver, with bank
angle limited to 20 degrees or standard-rate (maximum 30 degrees), altitude maintained at or above circling
MDA, and airspeed as desired. The
airplane must also be configured for
landing (with the landing gear and
flaps extended as required), and all
checks completed, before the landing
is made. A well-flown circling approach is the sign of a competent pilot.
It is impossible to design a single
procedure that will cater for all circling situations - this is an area for
pilot judgment and decision. Because
the circling maneuver may have to be
carried out in poor conditions, the pilot must be able to make firm decisions fairly quickly. This ability will
come with experience and with good
planning.
The basic assumption in circling
approaches is that, after initial visual
contact, the runway environment (i.e.
the runway, the runway threshold or
approach lighting aids, or other markings identifiable with the runway)
should be kept in sight while maneuvering in the traffic pattern at or above
the circling MDA.
1. A straight-in procedure aligns
the airplane within + / - d e g r e e s of
the landing runway; an instrument
approach procedure that is not straightin will be followed by a
-to-land
maneuver, once the pilot is visual at or
above the (circlinglstraight-in)MDA.
Continued on Page 50
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Trivia - Continued from Page 49

2. You should commence descent
from the circling MDA:

3. If the highest obstacle in the circling area is 450 feet HAA, you would
feet
expect the circling area to be
HAA.
4. The circling area for an airplane
that maneuvers at 120 KTS or less is

defined by N
way end.

M radii from the run-

5. If you lose visual reference circling-to-land,then you should commence
a missed approach:
6. What two conditions are necessary before ATC can authorize a visual
approach?

7. What weather minimums must

exist for a contact approach?
8. If the reported visibility is less
than 1 mile and you request a contact
approach, would you expect ATC to
issue one?
9. Can ATC assign avisual approach
without pilot request?

10.On visual approaches, radar service is automatically terminated when?

ANSWERS

- --

ON 'SNV '8

Since the MalibuMirage first surfaced as a 1989Model, the POH andTraining schools
tell us the two 70 AMP alternators are self-exciting. This is absolutely not true with zero
battery voltage - they are not. They must have some voltage to do so. If you want to test
this, simply cut off both alternators and battery, turn alternatorsback on first and get zippo.
Also, never pull either of the 70 AMP alternator breakers on lower left panel. This
immediately smokes your volt/ampmeter.
Lester J . Kyle
MalihulMirage Trainer

MaIibuMirage Magazine

.

.

Spring 1998 Page 50

FORTSIO 550 MALIBUS
Henry Van Kesteren
You have to go high to go fast. The
rule of thumb "2% per 1000 feet added to
IAS" does work. Horsepower is achieved
by acombination of MP/RPM. The higher
you go, the harder the turbos have to work,
creating more heat throughout the engine,
but especially in the exhaust system.

altitude, while it probably won't indicate
a mag drop, (the prop governor will take
care of that) will definitely let you know if
something is not okay. GEM and P I
instruction books give helpful hints for
trouble shooting problems if the engine is
not smooth.

Therefore, to achieveequivalentpower
at high altitude, the turbos do not have to
work as hard if you use more RPM.

Possible causes could be: faulty spark
plug, ignition lead, magneto, injector, in-

With these thoughts in mind, and in
response to many questions as to power
settings, I have prepared an expanded
power setting chart for 550 owners.
Actually,with some adjustment, the idea
of increasing RPM with altitude can
apply to 520 Malibus, Mirages or any
turbocharged airplane going into flight
levels. Propeller efficiency must always enter into a power setting equation, but the settings in the accompanying chart seem to work well with the 2
blade propellers on Malibus.

duction air leak, etc. Describe the symptom to your maintenance facility for correction. In every case abide by the leaning
goals in our 550 STC. They are:

1. Engine Smoothness
2. Ensure Cylinder Head Temperatures and Turbine Inlet Temperatures, as
stated in the Basic Flight Manual, are not
exceeded.

TSIO 550-C
ALTITUDE

CRUISE POWER

CLIMB POWER

We will probably develop a new
chart to accompany operation with the 4
blade as soon as we gain experience
with it.
The settings shown are well within
the operating limitations of the engine.
The chart includes maximum recommended temperatures and leaning suggestions. The max temps are conservative enough to allow for some gage
errorsand the leaning suggestions should
simplify reaching desired fuel air ratios.
The mag check after leaning is to
confirm a smooth engine. In my opinion, an in-flight mag check is the best
way to identify a problem because they
intensify and amplify in the thin air at
altitude. You may have a satisfactory
mag check near sea level, but a check at

JmCOMMENDED
MAXIMUM
JEMPERATURES:
TIT - 1650

c n - 410

-

OIL 205

LEANING:

- FULL RICH OR LEAN TO RECOMMENDED F/F.
DO NOT EXCEED RECOMMENDED TEMPERATURES.

-

CRUISE SMOOTH ENGINE. LEAN TO RECOMMENDED
HIGH FIF. THEN FINE TUNE. DO NOT EXCEED
RECOMMENDED TEMPERATURES.

'FINAL CHECK: AFTER LEANING. CHECK MAGNETOS. IF SMOOTH - OKAY.
IF NOT. SLOWLY RICHEN MIXTURE ON ROUGH MAG UNTIL SMOOTH.
IF UNABLE TO GET A SMOOTH CHECK. YOU HAVE AN ENGINE PROBLEM.
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B u r Blade Prop - Continued from Page 37

The recommended TBO at this point
is 800 hours or 5 years. 2,000 hours and
5 years is the goal that will be reached as
800 hours is accumulated on 3 props,
then increased in 300 hour increments
for all props.
The 800 hour inspection requirement
can be done within 5 years at the Orlando
facility at no charge to the owner. 2,000
hours and 5 years is the same as the
recommended requirement on your
present Hartzell2 blade.
My personal observation in flying
the Malibu with the 4 blade was the same
as my first flight in the Lancair IVP after
changing from 2 to 4 blades. It is so
incredibly smooth and quiet that it feels
like a turbine engine. The first takeoff is
convincing, but increased performance
is icing on the cake. I would not consider
changing back to a 2 blade after flying
with this 4 blade propeller.

WOW . . . is the normal reaction at
engine startup from anyone familiar with the
Malibu (wives, owners, pilots, mechanics,
etc.) when they experiencethe smoothness
and lower noise level of the new four bladed
prop. The feel is turbine-like. As you taxi out
and take off the experience is exciting because of the totally
different feel. ~ f t e r
20 hours of cross
country flying, I'm
confident that I have
pickedup5 knotstop
speed - typically
cruise at 220 knots
at FL2401250.

the lower vibration level has to add life to the
plane and avionics.
Thanks Henry Van Kesteren for another great Malibu improvement!

W. G.Frick

Speedisveryimportant to me but
even without the increase I would recommend the prop
due to the smoothness and lower
sound level. I can't
help but think that

AIRCRAFTCOVERS
CANOPY COVERS AND INTAKE PLUGS

$

4.

Custom made for all makes, models, and modifications
Reduces interior temperature by approx. 25" F.
Prevents damage caused by leaking door and window seals.

Covers Also Available:
Windshield Only

BRUCE'S CUSTOM COVERS
$89E. California Ave.
junnyvale, CA 94086

TOLL FREE (US.): 800/777-6401
PHONE 408/738-395'
FAX 408/738-272'

custom made utilizing the latest in fabric and sewing technology
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Yu no longer have to be cowemed about your Malibu insr_rrZnr*.Simply call Professional lnsurance Management
-the ONE insurance agency that completely understands your protection needs - and let them take the
wml ou? of your life. Mona Rathmel or Tim Bonnell of
~rokssionalInsurance Management will handle ever
pee o4 your aviation insurance exactly the way you want it because they know Malibus and the people who fly them.
Professional Insurance Management is a me
of The Malibu.Miraae Owners and mts Associ
'
L
I

Call toll-f ree 1-800-826-4442

Professional
Insurance
Management
AVIATION INSURANCE
2120 Airport Road
P. 0. Box 12750 Mid-Continent Airport
Wichita, KS 67277
1-316-942-0699 FAX 1-316-942-1260

1

ADVERTISING
RATES

TRAINING UPDATE
THEFOLLOWING FACILITIES OFFER INITIAL AND/OR RECURRENT
TRAINING FOR THE MALIBU*MIRAGE

Display Rates
Full Page

Black & White
With One Color
Full Color

$ 250.00
460.00
1,200.00

Half Page

Black & White
With One Color
Full Color

$ 160.00

370.00
790.00

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

OLATHE,
KS / APR 18 - 19
Or by appointment

F.A.C.T.O.R.Y., INC.
VEROBEACH,
FLORIDA

(561) 562-5438
INITIAL
AND REFRESHER
TRAINING

Back Cover:
Full Color Only

Classified Rates

ON REQUEST WITH LESTER
KYLE

The classified advertising section includes
used aircraft, services and used equipment.
Three column format (column width 2-3116").
Regdar line classified (42 typewritten
characters per line - including spaces).
Per insertion
Publisher reserves the right to refuse or withdraw advertising. You will be invoiced for
payment.
Electronicfiles, camera copy or film negatives
only. Overall magazinesize is8-318"X 10-718".
For space requests and scheduling, call
RUM Caauwe, Executhre Mrector
M O P A Headquarters
P. 0. BOX1824 F I o n t , NE 68025
(402)ni-8840 1F ~ (402)
X 7
53.07a

Send all ad materials to the Publisher:
The Jemar Company
3488 North Valdosta Road 1 Ste 200
ValdoQte,Georgla 31602
The Malibu.Mimge Magazine is cmntly distributed to all registereddomesticowners of the PA-46
aircraft, i.e., approximately 700.t. Distribution to
active members worhl-wideis appmm'mately425+.

INITIAL
AND REFRESHER
TRAINING
AVAILABLE AT FACILITY,

OR CAN DISPATCH TO OWNER'S

IMAGE
AIR
(FORMERLY
APEXFLIGHT
LLC)
SERVICES,
B~MINGTO
ILLINOIS
N,
CALL:1-800-262-8247

BASE ON REQUEST

INITIAL
AND REFRESHER
TRAINING
PROVIDED ON REQUEST

JAY ALLENIS D I R E ~OFR
MALIBu TRAINING

FLORIDASpruceCreekFly-in- America's
Premier Fly-in Community. 4,000' ~ a v e d
lighted runway, paved taxiways,full
FBO, golf and tennis
security, 15 minutes
International Airport and the Ocean. Pilots
Serving Pilots. Pat and Lemy Ohlsson,
Spruce Creek Fly-in Realtv. 800-932-4437.

CALENDAR
September 23-27,1998 --8th Annual Convention
To be held in San Antonio. Texas.

night and you're
flying your Malibu
in IFR conditions.
Then all at once, the
electric system fails. Sound
bad dream? At Attitudes,

I

flc simulator for Malibu and Malibu

Attitudes n

y has t h e highest quality, m o s t thorough training

grams for Aerbgtaw, Se

e country and, if desired, our instructors cai
\

