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DISCLAIMER
The comments, articles, stories, letters
and information contained i n this magazine are the personal opinions of the
writers and are not and are not t o be
construed t o be official policy or commentary of the Malibu.Mlrage Owners
and Pilots Association.

-

-

Neither the Association nor its directors,
officers nor the publisher give any official
sanction to any articles, storles, letters or
information contained herein.
THE PILOT IN COMMAND IS RESPONSIBLE
FOR THE SAFE AND PROPER OPERATION
OF HISMER AIRCRAFT AND IT IS THE RESPONSlBlLlPlOF THE PILOT IN COMMAND
TO OPERATE THAT AIRCRAFT IN COMPLIANCE WITH THAT AIRCRAFT'S PILOT'S
OPERATING HANDBOOK AND OTHER
OFFICIAL MANUALS AND DIRECTIVES.
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As THE SOLE DISTRIBUTOROF PIPERAIRCRAFT IN

CALIFORNIA
AND HAWAII,
AVEX IS DEDICATED TO
PROVIDING SALES AND SERVICE TO AIRCRAFT OWNERS, BUSINESSES AND PRWATE PARTIES WITH BOTH
NEW AND PRE-OWNED AIRCRAFT.

SALES
OURSALES STAFF MAINTAINS A DATABASE ON AIRCRAFT DATING BACK OVER EIGHT YEARS AND HAS
EARNED A REPUTATION FOR SERVICE EXTENDING
LONG AFTER THESALE IS CLOSED. MAYBE
THAT'S

NUMBER
ONEIN MIRAGESALES IN
THE WORLD FOR 1996.
WHY WE'RE

SERVICE
As AN AUTHORIZED PIPERSERVICE CENTER,

MALIBUoMIRAGE
OWNERS WISHING
TO PROTECT
THEIR
INVESTMENT
SHOULD CALL
ON THE
PROFESSIONALS
AT AVEX.
"-".--.

d

l

-

1

AVEX CAREFULLY SCREENS OUR A&Ps AND IA's,
ENSURING THAT YOU HAVE ONLY THE M O f l EXPERIENCED, HIGHLY-TRAINED PERSONNEL WORKING ON
YOUR AIRCRAFT.

SK AVEX A&P AND IAS WHO, T m E T H E R

A

tel 805.389.1188
fax 805.389.3323

TER IN HAYWARD,
ARE READY, WILLING AND ABLE
TO HELP YOU MAINTAIN THE VALUE OF YOUR ASSET

So IF YOUR MALIBU MIRAGEIS DUE FOR SERVICE OR IF YOU'RE INTERESTED IN BUYING OR

SELLING ONE, NO ONE IS BETTER ABLE TO SERVE
YOU THAN AVEX IN CWLLO

FLIGHTCRAFT
IN HAYWARD.
GIVE US A CALI ..

AND

California's Piper Distributor

As you read this I will be
within weeks of ending my two
years as president of MaMOPA.
It has gone by very quickly and I
feel very confident that during
my two years we have certainly
gone in the right direction.
If there is one thing that I
would like to see improved upon,
it is the attendance at our annual
conventions. For those of you
who come, it would be hard to
improve on the conventions
themselves. For those who have
never attended - or haven't
attended one in the past two years
-you have missed some dramatic
changes.

Bill Albert~
President and Board Member

Again, there will be an all day
affair at the airport with a large
static display of Malibus and
Mirages, plus new Mirages for
sale by many of the Piper
Distributors. The Pilatus PC-1 2,
TBM 700, the VisionAire Jet and
Cessna's CitationJet, along with
the turbine Malibu and a Lancair
IVP should also be as well.

This year, on Saturday's
Airport Day, there will also be
many other exhibitors and
seminars going on during the day.
Of course there will also be the
usual air demonstrations by many
of the airplanes and the judging of
This year's convention in the Queen of the Fleet Malibu and
Nashville from September 10th Mirage. All will be vying for the
through the 14th should, and beautiful trophies handed out at
probably will be, the biggest Saturday night's grand farewell
convention ever. The airport dinner.
authority at John C. Tune Airport
has literally rolled out the red
PLEASE mark your calendars
carpet for our association and the for these dates and do everything
local FBO has done the same.
possible to attend this wonderful
event. I guarantee you will enjoy
The Loew 's Hotel in downtown yourself, make new friends and
Nashville is only a 10 to 15 minute learn more about your airplane in
ride from the airport and it has four days than you could in four
wonderful accommodations and years if you do not attend.
convention facilities. It is also
Again it has been a pleasure to
within walking distance of
shopping and other activities for serve as your President for the
the ladies.
past two years.

Bill waited until the ripe old age of 43
for his first flying lesson in 1989 and
the rest is history with his flying time
now exceeding 1,000 hours total time
and 850 in his Mirage.
He finished up his private ticket in a
152 but decided it would be best to get
his instrument ticket in the Mirage
which he purchased as a student pilot.
Bill flew the Mirage with a pilot for
business purposes and wondered if he
would ever be able to fly this plane
himself. While flying for business and taking his instrument lessons at
the same time - he flew with his pilot
for 185 hours until feeling comfortable
enough to go on his own.
Teaching high school accounting for
the first seven years after graduating
from college, he wound up in the
office furniture representation and
distributing business in Pennsylvania,
Ohio, West Virginia, Tennessee and
Kentucky for some 23 years until
selling his business and retiring in
November 1994.
Currently he keeps busy with the
MoMOPA organization and travels back
and forth between his homes in
Pittsburgh, Pennsylvania and Hilton
Head, South Carolina with his wife
Barbara.

number of exhibitors this year.

I

The quality of our seminars
for this convention will be
superior to what we have done in
the past, and we will have arecord
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The following i s a direct quote
from FAA Certification
Flight Tests:
(Temperatures are corrected to
simulate a 100 degree F day.)
"The TS10-550-C engine is very well
cooled in this installation; qualitatively,
based on my previous experience, it
runs cooler than the original TSIO-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 460 degrees F. ... [It] is much
easier to manage in cruise, without the
50 degree F "lean-of-peak TIT
requirement."

to have a TCM TSIO 550C engine installed I I Your Malibu is eligible
rated at 350 HP, derated to 310 HP.
W e can install your new engine at our facility at the beautiful
Albert Whitted Airport in downtown St. Petersburg, Florida
- or
Call one of our approved installation facilities:

-

AirFlite PTY, Ltd. Western Australia
Aviation Sales 1 Denver Englewood, Colorado
Flightcraft Eugene and Portland, Oregon
Flightcraft Hayward, California
Image Air
Bloomington, Illinois
Intermountain Piper Salt Lake City, Utah
Mod Works Punta Gorda, Florida
Modern Aero
Eden Prairie, Minnesota
Piloten Services Straubing, Germany
Skytech Baltimore, Maryland
Victor Aviation Palo Alto, California
Western Piper Sales Fresno, California

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 I
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 HI
= 232.5 HP).
Flying at speeds comparable to your 520 BE engine, the 550C will just be loafin
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 continent;^
powered Malibu will perform better than a Mirage - due to approximately 731
pounds less basic airplane weight and a Continental tuned induction system.
The 550C engine is approved to use your same propeller - the externit
dimensions and weight of the 550C engine are identical with the 520BE, therefor
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
If your Malibu is not already equipped with spoilers, we recommend Power Pac Spoilers.
We can install them at the same time of your 550C engine change for $10,750.

Sixty-three Owners Can't Be Wrong!
Ask the Pilot Who Flies a TSIO 550C
N9123V
N 1O6LB
N24WM
N68BS
N4384T
N26030
N9 lO6V
D-EFDR
N25635
C-GPWM
N70DL
N97VK

n

N5OOGF
N9083U
F-GHRR
N4385K
N9095B
N9275Y
N922 1M
C-GWLH
N8EQ
N4386N
N7O 1T F
N9 130N
N88PL

FAA STC Number SA0038 OAT

N4375R
N4323D
N 12EV
N85PG
N 1OEY
N9 122L
N7 11XL
N9 136Z
N135US
N934TR
N4387D
VH-MOY
N2604X

N9 184F
N623DS
N46U
N 1O7PM
N6214Q
N188RW
N234DM
N315WF
N88AM
N4366Q
N4372L
N9220T
C-GKAL

Approved to replace TSIO 520 BE with TSIO 550C

amount of time in the Malibumirage
and can coax articles from folks, call
Heather and tell her you would like to
give the job a whirl. It has been gratifying
to see the magazine grow and become,
what I believe, to be one of the best
aircraft type magazines in the industry.

In this issue of the Malihrt-Mirage
Magazine, there are two articles which
are of particular importance, namely the
cost of operating a Mirage and Encoder/
Preselect problem. The cost article is
particularly well documented and
surprisingly the Mirage did quite well in
comparison to the Mooney. The details
of the article are particularly important
for tax and business purposes.
The more thought provoking article
questions the role of the encoder in
sudden pitch changes while the Vnav
portion of the preselect is active. The
altitude information fed by the encoder
is partly digital and partly baroreceptor.

A failing baroreceptor of the encoder
could lead to sudden pitch changes some rather severe. Whether this could
be involved in the 1990-91 episodes is
still to be seen and I have asked John
Foster of Skytech to render an opinion
regarding this matter. It would stretch
the imagination to think it was involved
in all cases, but it is possible.

I want to thank all of those who have
and continue to donate articles to the
Malihu-Mirage Magazine and are
keeping the magazine a very high level.
My special thanks goes to our Publisher,
Paul Neuda, without whose advice Icould
never have started the organization or
have had such a successful magazine.
Now it is time for that long awaited time
to write the book "The Malibu Excellence Personified".
MMOPA

At this juncture I would like to say
that my tenure as Editor and Founder of
the magazine is coming quickly to an
end. I have tendered my resignation but
will stay on until a new editor is found.
If you have aviation writing experience,
some editorship background, a fair

4m

SERVICE

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 MalibuIMirage
Service Technicians
Huge MalibuIMirage Parts
Inventory
800 Watts Line for Service and
Parts
TBM 700 Service Center

Parts Dept. Open 7:30 AM - 6:00 PM CST
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) 94 1-2595 Fax: (6 12) 94 1-0307 Toll Free 1-800-937-2376
Certified Repair Station MZER198L

.
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LE;T OURTOP
OF THE LINE

WIPROVE
YOUR
-

2926 eiper aivG Vcro h h , Fl32960 U.U.
Telephone 561.567.4361
Fax (561) 77&214ri, or visit w wet, site at
a kttp://www.~.com/

f i e Ì via ti on Sales, Inc. office complex, as 'r
pictured, is located on Denver's Centennlal
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.

@%r Maintenance department with state of
the art equipment, employs only full-time
LA. qualified mechanics.
Our computer printed log book entries,
service publication compliance and tail to
spinner component history reports impress
not only our customers, but sales and
maintenance facilities alike.
We respect you our customer and your
aircraft. Our "Attention to Detail"
philosophy extends from the work we
perform, through our paperwork, to our
level of customer service.

-

AIRCRAFT FOR SALE:
wry Time!

b 7995 MIRAGE, 4 6 3 TT, Loaded!
b 7 9 9 4 MIRAGE, 678 TT, Loaded!
Loaded!
b 7993 MIRAGE,&

-

=PILATUSr

PC42
NOW AVAILABLE W I T H AN
OPTIONAL INCREASED
MAXIMUM
TAKE-OFF WEIGHT OF
9,920 LBS.

PC-12 specifications include:

b Crui\e Speed 270 kt\.
b Range exceeding 1.600 n.m.
b Operate\ to 30,000 ft.
b King Air \ize cabin
b 4.5 x 4.5 Cargo Door
b Flushing Potty
Since 1939, Pilatus Aircraft Ltd. has been an aircraft manufacturer in Stans, Switzerland.
Pilatus is one of the leading PT-6A powered manufacturers in the world.

AVIATION SALES, INC.
Centennial Airport
12260 E. Control Tower Road
Englewood, Colorado 80 1 1 2

Phone (303) 799-9999

AA

Piper

H

SERVICE CENTER

MALIBU/MIRAGE SPECIALISTS
Kevin Mead, A&P, IA, leads Flightcraft's MalibuMrage team. Nationally recognized as a leading Malibuhlirage
expert, he is also a regularly published columnist. A staff of ten maintenance veterans and a BendixKing
avionics expert provide superior technical support. As Northern California's only Factory Authorized Piper
Senrice Center, Flightcraft's Hayward facility combines Malibuhlirage experience with factory support and an
extensive parts inventory.

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

LOCA TION
Flightcraft's facility is located at the Hayward Airport, just minutes from San Francisco, Oakland and San Jose.
As a full-service FBO, Flightcraft offers complete aircraft maintenance, avionics, parts, charter and ground
service support.

CALL THE MALIBU / MIRAGE EXPERT

-

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

MAYBESOMEDAY,BEFORE

OUR

GA AIRCRAFT CONVERT TO DIESEL OR TURBINE,WE MAY HAVE A

PERIOD OF TIME WHEN OUR GASOLINE POWERED ENGINES CATCH UP WITH OUR MODERN
AUTOMOBILES USING ELECTRONIC IGNITION WITH AUTO SPARK ADVANCE AND

FADEC SINGLE

UNTIL
THAT TIME,IF IT HAPPENS,THE LARGER PISTON ENGINES AS USED IN
OUR MALIBUS
/ MIRAGES
WILL HAVE TO BE MANUALLY LEANED WITH THE MIXTURE CONTROL.

LEVER CONTROL.

' e would all like a nice set of
numbers to go to, i.e., RPM /
MP / Fuel Flow for the power
output we want. In general terms, those
numbers are published in our Aircraft
Flight Manual or supplemental
information as with our 55OC installation.
In ideal conditions, these numbers work
quite well. But ideal conditions are upset
by many variables, i.e. temperature, dew
point, altitude, intake leaks, exhaust leaks,
turbo/wastegate problems, hi-tension
spark leaks in harness and plugs, magneto
problems and the list goes on.

Henry Van Kesteren

-

--

Henry ("Van") is President of VK
Leasing, Inc., involved in experimental
aviation projects with higher horse
power engines, including MU2's,
Cheyennes and Aerostars. His most
recent experiment was installing a
turbine engine in a Piper Malibu. Van
holds the STC to convert Malibus to
the 550C. He holds an ATP, CFll in
airplane and helicopter, and an A&P.
He is typed in 7 0 7 % Saberliners, Lears
and Citations. At age 75, Van has
logged over 36,000 hours T.

There is even a variation in numbers
if we have nose gear doors installed or the
RAM Cooling Mod with the nose gear
doors removed. To further complicate
things, all these variations and possible
problems intensify with altitude. We all
know that we must go high to go fast. The
rule of thumb 2% per 1,000 feet added to
your indicated airspeed really does work.

So, What is the Simplified
Leaning Procedure?
First, let mequote leaning instructions
from my 550C STC leaning instructions
and then expand some on that.
"Leaning should accomplish two
goals:

the Basic Flight Manual are not exceeded."
Now toexpand on these leaning goals.
Piper, on the 520 Continental, says to run
50 degrees lean of peak in cruise.
Lycoming says to run on peak in cruise.
My thought is to run as lean as possible
but keep the engine smooth. If your
engine is running rough and you can make
it smooth by moving the mixture fore or
aft, you have done the correct thing
provided you comply with goal #2. If you
are not in compliance with #2 by a
comfortable, safe margin, i.e. well within
the green arcs, then you have some options.
They are:

1) Increase airspeed if you are
climbing,

2) Reduce power if you arecruising,

3) Increase RPM and reduce MP.
This usually helps in the flight levels,
because that is where your turbos are
working the hardest and creating the
most heat. Horsepower is the result of
RPM / MP combination and the turbos
produce MP.
4) Increase fuel flow. Assuming
you are already running as lean as
possible to keep the engine smooth, your
only option after 1, 2 and 3 is to bum
more fuel for cooling.

1) Engine Smoothness
So, where are we? Lean of peak - on
2) Insure cylinder head temperatures
and turbine inlet temperatures as stated in

Continued on Page 40
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MoMOPA HAS MOVED!
SAME CITY AND ZIP, SAME PHONE AND FAX, SAME STAFF

NEW STREET ADDRESS:
1937 GRAPE STREET
Please change your records as follows:

A viation Specialist

CUSTOMIZED CLIENT SERVICE
Be@s

Witfi ibe Efiiott to Know Our Client!!Valws d,Requhwaents

-

Specific Policy Research
Client Updating
Insurance Contract Review

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

SERVING THE
AVIATION
INDUSrnY
SINCE 1979
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P.O. Box 3474

Simi Valley, California 93093

(805)522-3428 (81 8)340-3077
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Don M. Grondin

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

Ignition Systems
Welcome to the fifth installment in
my Malibu and Mirage maintenance
series. In this article I will explore the
Slick andTCM/Bendix ignition systems.
Magneto types include the Slick 6220 1
6320 and the Bendix /TCM S6RSC-25P
forthe Malibu, bothofwhich incorporate
two impulse couplings. The Mirage
uses the Slick 6260 16360 (right) and the
Slick 6263 16363(left). The left magneto
utilizes a starting vibrator.
The major components of this
system include:
Magneto-an ignition generating
and distributing device connected to and
turned by the aircraft engine. It is
important to emphasize that the magneto
is a self-contained unit which is discrete
from the aircraft electrical system.

attachment

start the engine. This process also allows
the necessary spark delay.

Starting points and starting
vibrator (Mirage only). The "shower of
sparks system". Since the spark
producing capacity of the magneto is not
adequate to start the engine alone, the
vibrator provides the coil with a stronger
pulsating direct current. An electrical
versus a mechanical means of creating a
spark during starting.

Now I will attempt to describe the
ignition process. Inside the magneto,
rotating magnets create a reversing
magnetic field which causes current to
flow through the primary windings of
the coils. As the field intensifies, it
extends to the secondary coil windings.
Then the points open, causing the
magnetic field tocollapse, inducing high
voltage in the secondary coil windings.
This current is then transferred to the
spark plugs through the distributor gear
and block. As the current jumps across
the spark plug gap, the resulting spark
ignites the fuel vapor.

Distributor block
point for ignition leads.

-

Impulse coupling (Malibu only)
-a device which holds the magneto still
momentarily so that energy is stored in
the coupling's internal spring. When
released, the magneto can then spin fast
enough to generate a spark adequate to

Continued on Page 16

No electrical power is required to
run a magneto.
Points-these intemptthecurrent
as it flows through the primary windings
of the coil.
Condenser o r Capacitor suppresses contact point arcing.
High tension coil -the part of the
magneto which creates, then conducts
high voltage to the distributor gear
electrode.
Timing and distributor gears these ensure that the spark occurs at the
right time and in the right cylinder to
ignite the fuel vapor.

Malibu-Mirage Magazine
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Malibu Maintenance - Continued from Page 15

One common misconception about
how the ignition system works is the
belief that it is somehow dependent on
the electrical system. Many owners
believe that if their battery dies in flight
their engine will quit. Once the engine is
started, it no longer requires the battery.
The magneto supplies all the electrical
energy the engine needs to keep going.
Another false, but widely-held,
belief is that magnetos only require 500
hour inspections. It is easy to see why
owners are confused, since the
maintenance manuals and inspection
guide contradict each other on this point.
I come down firmly on the side of
the inspection guide. My 13 years of
Malibu /Mirage experience have shown
me that much engine damage and
inconvenience can be avoided if the
magnetos are inspected every year.

Common Ignition System
Problems
Symptom: High altitude miss or
roughness. Adjusting the mixture has no
effect and engine runs smoother at lower
altitudes.
Possible causes:
Loss of
pressurization to magnetos. Internal
deterioration of magnetos. Spark plug
gap too wide.
Preventive Measures:
Inspect
inside magnetos and adjust spark plug
gaps at every annual inspection or every
100hours of operation. Pressurize and
check for magneto leaks. Check vent
fittings for blockage every annual or 100
hour inspection. Install vented magneto
filter to reduce moisture contamination.

Symptom: Very low or no magneto
Higher
drop during magneto check.
than normal TIT indication. Difficulty
starting. These symptoms are most
common in TCM magnetos.
Possible causes:
magneto point gap.

MalibwMirage Magazine
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Preventive measures: Inspect
internal conditions of magnetos at every
annual or 100 hour inspection.

Symptom: Surging RPM and fuel
flow at take-off and during full power
climb. (Mirage only)
Possible causes: Malfunctioning
magneto.
Preventive measures: Inspect
internal condition of magnetos at every
annual or 100 hr inspection.

Symptom: Engine won't start or is
very difficult to start.
Possible causes: Defective starter
vibrator.
Closed or broken starting
points in left magneto. This problem
occurs only in the Mirage.
Preventive measures: Troubleshoot
starting problems at the first signs of
problems.

Symptom: Inoperative magneto.
Possible causes:
Magneto
inoperative because of one or more of
the following reasons:
1) Closed or broken points.
2) Broken or stripped timing gears.
3) Damaged magneto bearings and
sheared drive cushions.
4) Defective coil or capacitor.

Preventive Measures: At the risk of
sounding like a broken record, I must
again stress that you should not overlook
the magnetos at the annual inspection.
With the exception of a defective coil or
capacitoryou should not have any failures
between inspections if the magnetos are
properly maintained.

Maintenance Tips
1) Ensure that a vented magneto
filter is installed on the TCM 520 and
550 engines.
2) Inspect rotor shaft bearings for
signsof overheatingor lack of lubrication
at each annual inspection. (TCM Bendix
magnetos only.)

Active Service Bulletins
Slick S.B. 1-86 Impulse coupling
inspection (every 500 hours.)
Slick S.B. 1-88 Moisture contamination inspection (every 100hours.)
TCM / Bendix S.B. 623 Impulse
coupling inspection.
TCM / Bendix S.B. 639 Installation of impulse couplings.
TCM / Bendix S.B. 64 1Defective
capacitor.
TCM / Bendix S.B. 645 Tmpulse
coupling stop pin inspection.
Please join me next issue for a
discussionoftheTCMTSIO-520andTSIO550 fuel injection systems.
M-MOPA

CORROSION
ISSUES
IN THE MALIBU
FLEET
s the Malibu fleet ages, we
continue to receive reports
from operators about
zorrosion issues. Additionally, we see
a steady number of aircraft coming into
our service facility that have corrosion
in varying stages. Since we have so
many questions that arise on this issue,
[ think it is important to recap the major
areas of concern and give a brief
description of the possible causes and
preventive actions.
Corrosion is a chemical reaction
that - if left unaddressed - can lead to
substantial structuraldeterioration. Just
like many medical conditions, if the
problem is discovered at an early stage
and addressed in the proper manner,
the patient can enjoy a full recovery.
The largest single issue is early
detection and proper treatment. I have
broken the problems down into four
major areas and have added several
additional issues that we see developing
as the airframes age.

David Conover
Dave is Service Manager at SkyTech,
Baltimore, Maryland.
He has been employed in General
Aviation maintenance since 1981,
including a stint in the avionics
installation department at Falcon Jet.

A 1981 graduate of the Spartan School
of Aeronautics, Dave is a licensed A&P
Mechanic with extensive electronics
background and has been directly
involved with PA-46 maintenance and
repairs since 1983.
He is also a Piper Aircraft authorized
Service Advisor (DSA) for six states.

I

The first three have been addressed
in manufacturer Service Bulletins and
an FAA Airworthiness Directive.
However, even if an aircraft has
complied with the Bulletins or A.D.,
regular inspection of the affected areas
needs to be conducted to preclude a
relapse.
The first area1 would like todiscuss
is corrosion on the various steel fittings
on the aircraft. There are steel fittings
on the empennage and wing attach
points on the Malibu and Mirage
aircraft. As the steel fittings begin to
age and the protective treatment that
was applied at manufacture begins to
wear thin, the plates begin to rust.

The horizontal attach points are
usually the first to show signs of
corrosion, followed by the wing attach
points and the elevator trim rods. These
areas are prone to moisture and where
they touch the aluminum skin, corrosion
induced by dissimilar metals will occur.
Among othertreatments, the plates
were coated with agreenchromatefinish
to protect them prior to installation on
the aircraft. As they begin to corrode
the paint begins to flake off and blister.
This opens the door to the first stages of
oxidation. We have removed plates
that actually have a coating of rust
present on a majority of the surface.
The troublesome part of this
episode is what you can't see is
sometimes much worse!
Piper Aircraft took the lead on this
program as it developed and introduced
Service Bulletin 962. The Bulletin
expanded the inspection criteria and
called for a detailed inspection of these
areas with a supplemental coating to
be applied to block out and reduce the
corrosion. The primary areas detailed
in the S.B. are the tail attach points, the
wing attach points and the elevator
trim rods.
Generally speaking,theresults after
S.B. compliance have been quite
successful. However, there are aircraft
that have not fully complied with the
S.B. or the corrosion was to a point at
which treatment was not really the best
option. Once there is corrosion present
on these areas (the levels are spelled out
in the S.B.), the only way to eliminate it
is to replace the part.
Continued on Page 20
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A New Name wit@Familiar Faces
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8 ~A'Swith 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
Custom designed inspection programs and annuals.

Frasca 142 simulator with Malibu performance capabilities.
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-550-C engines, STC approved outboard fuel caps.
Engine analyzer installations with Tanis Heater integration.

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

Dynamic propeller balancing.
Digital tachometer and volVammeter installations.
Over 60 MalibufMirages 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-NormalAirport
RR1 Box 21
Bloomington, IL 61704

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

A few months ago, I was asked by a
minister at Spruce Creek if I could fly
some medical supplies to Honduras. I
said, "No problem," and was soon put in
contact with a physician of sorts who
had received a load of soon-to-expire
antibiotics and multivits from a generic
company. (Apparently there is a central
distributing service in Tampa.) He
announced he would tag along since he
would like to see patients at a mountain
orphanage which was taking care of
native Indian children.
The orphanage was run by the
Seventh Day Adventists and aphysician
whose whole family was in the medical
missionary business. I was under the
impression that all I had to do was load

up, do the FAA and Honduran paper
work, drop off the load and return within
a couple of days or go on to Costa Rica
for more contacts. It was my impression
the MD coming along was also sharing
some of the cost of the trip since he was
also a volunteer.
Unfortunately, a s t h e d a y
approached for the departure, I received
an emergency call from the orphanage
that a manifest had to be done, that it
had to be cleared with Honduran
customs, and in addition, fees had to be
paid for the material - in short, a mess
on the last day.
The physician had no idea of what
to do so I spent hours trying to get

everything settled. I should have
realized at that time there was going to
be confusion.
Anyway, the fateful day arrived and
I left Spruce Creek with a slim copilot
(on-board since I was having some erratic
heart beats - benign but disturbing) and
we landed at DAB to pick up the MD.
Earlier, I had cautioned him not to bring
any excess baggage since we were
already overweight. After shooting the
ILS to minimums, he appeared on the
ramp with almost 100Ibs. of extraweight
and I refused to have him board. He
jettisoned a 100 Ibs. of antibiotics so he
could come along. This was another
signpost which suggested trouble.
Continued on Page 27
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Wear 'N Tear - Continued from Page 17

The most frequent problem we hear
about is the horizontal stabilizer attach
brackets. From the reports we receive,
and what we have witnessed in our
facility, the best solution is to change
out the brackets when they do not meet
-to the letter- the criteria defined in the
S.B. Although it is a fairly labor
intensive project, in the long run it is
necessary to insure continued structural
integrity.
In addition to S.B. 962, Piper
Aircraft introduced Service Bulletin 958
and a later revision 958A. This bulletin
addresses the corrosion that could be
caused by moisture building up against
the fuselage where the horizontal
stabilizers are joined. The bulletin is
very simple and adds two drain holes
on each side to drain excess trapped
moisture.
This is an area of special interest.
Portions of the tail attach brackets
extend into this area and it is virtually
impossible to get a good visual
inspection of this area. On the tail
sections that have been removed for
attach bracket replacement, this area
shows the most corrosion.
The details as outlined in S.B. 962
and 958A describe the areas to treat
with a corrosion control compound
(Dintrol) after the areas are cleaned and
free from any evidence of corrosion.
This treatment requires recurrent
inspection and coating as necessary.
During the re-certification of the
Malibu by the Special Certification
Review Board, there was an issue
brought up about the amount of
corrosion on the autopilot pitch and
yaw servos.
AlliedSignal had a published
annual inspection provision for servos
and their associated clutch assemblies
(capstans).
However, many
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maintenance shops that did not have
avionics capability would not receive a
copy of it.
Piper issued Service Letter 1009
t o correspond with the Allied
recommendation and the FAA added
their opinion with an Airworthiness
Directive. A.D. 92- 18-08 calls for the
addition of moisture covers to the
servos assemblies. The problem that
can be encountered with corrosion in
the servo / capstan assemblies is the
torque sensing capability of the servo
does not change, but the ability to
respond to this input can.
To complicate matters, the tension
required to overcome the autopilot can
change drastically when the capstans
are contaminated. Most aircraft have
the covers installed and have
experienced improved operation of their
autopilots. The issue that is starting to
show up again is that some moisture
and other contaminants can still get
into the servos, and the AlliedSignal
inspection recommendation is still
applicable.
Without the annual inspection of
your servos by an autopilot facility there
could be some corrosion developing.
Even if the corrosion has not reached a
point to affect autopilot operation, it
could be causing irreparable damage to
the servo and/or capstan. With proper
compliance to the mentioned S.B.'s
and regular inspections, we should be
able to reduce problems in this area
drastically.
The final area of concern that has
manufacturer attention is the engine
mount assembly. As frequently
described, the engine mount is in very
close proximity to the aircraft exhaust
system. The heat from the exhaust acts
as an constant catalyst to mount
deterioration.
When recently discussing this with
an engine mount repair facility, we

were advised that once they strip the
mount and inspect it, there are usually
some tubes that require replacement
due to heat distress. Also, an exhaust
system that has excessive leakage at the
slip joints can pump the raw exhaust
directly on the mount.
Piper Aircraft announced Service
Bulletin 960 to address this problem.
This S.B. includes the addition of heat
shields to protect the mount and a high
temp paint for additional protection.
Once the shields are installed and
the mount is painted, regular inspection
of these areas at normal maintenance
intervals seems to be sufficient.
Additionally, the exhaust system slip
joints need to be fitted properly to
preclude exhaust leakage in the engine
compartment.
The remaining issues I would like
to address involve areas that are not
addressed in any Service Bulletin.
Whereas the first four areas I discussed
were correctable with a manufacturer's
input, the following items are geared to
general maintenance and need to be
part of your regular maintenance
program.
Corrosion along the belly of the
aircraft has become more prevalent in
the last few years. In most cases, the
skins can be cleaned, retreated, and
then repainted to protect the area. The
exhaust is a contributor to belly
corrosion. Part of the gases or film
formed from the exhaust is very
corrosive. Prevention for this is aregular
cleaning and waxing of your belly.
The other item that aggravates the
belly corrosion is from the relief tube.
It is recommended to put some lemon
juice or some other neutralizer through
your relief tube system after use.
Additionally, thorough cleaning of the
belly toremove any residue is essential.
Continued on the Next Page

.

Wear 'N Tear - Continued from the Previous Page

The amount of corrosion on the
belly of the fuselage varies. We have
severalreports of corrosion attacking a
large portion of the belly from the
exhaust system back past the entrance
door area. The corrosion usually begins
as paint blisters concentrating around
the rivet heads and then spreads.
Some of the reports have indicated
that the corrosion was to a point where
the belly had to be stripped, cleaned,
treated with a corrosion preventive
product, then primed and painted. I
have not received any reports of
fuselage skins that required
replacement, but from the extent of
the reported corrosion, there have
been some very close calls! We
have reports from both Malibu and
Mirage aircraft that have required
this attention.
The other area that has popped
up over the last few years is interior
corrosion. The areas that have been
most prevalent are the interior attach
brackets. These areas are not readily
visible without some interior
removal. There are also several
reports that include areas where the
carpet was touching the aluminum.
The most severe case I have
experienced is a wing spar that was
severely corroded and required
extensive repairs. There are several
causes for this that contribute in
combination. The first is quite
simple. The wing spar is adjacent
to the cabinets. Spilled beverages
add the moisture required to start
the process. The other area involves
proper cleaning of interior panels.
Aircraft fabrics are treated with
a chemical to reduce their bum
potential and their ability to sustain
fire. This chemical, when combined
with moisture, can produce a
corrosive compound. From time to

time detailed interior cleaning is
necessary.

cleaning and the limited use of heavy
saturation processes is desirable.

The route most commonly chosen is
a steam or machine cleaning. Since the
air circulation in the interior is somewhat
limited, the drying time for a fabric can
be asubstantialamount of time. The best
practice is to have all carpets and interior
panels removed and allowed to dry fully
prior to installation.

There are several other areas that
may be experiencing corrosion of some
form. We will follow up on them and
advise the membership as the
information is received.

An additionalproblem overlooked
most of the time is the fire rating of the
fabric. Some of the fire retardant
coatings are only fully rated until the
materials are altered such as with
cleaning. Whenever possible, spot

I appreciate all the inputs I have
received from the membership about
the various maintenanceproblems and
concerns. I look forward to receiving
these inputs and look forward to seeing
everyone in Nashville. As always,
information can be faxed to me at
410-687-0263 or you can email us at
skytech9@mail.idt.net. MMOPA

YOUR CHOICE OF COLORS: SCAT ORANGE, MED BLUE, LIPSTICK RED OR SMOOTH BLACK
9U MATERIAL AMS 3320 - 3/32

TEMP RANGE -65 TO 4 5 0

PA 46 - 310 P (16 Seals) $350.00

PA 46 - 350 P (29 Seals) $475.00

Listed below is ow stocking dealers

West Coast

Central

East Coast

Flightcraft
1-800-752-7924

Aviation Sales
303-799-9999

Sky Tech
410-574-4144

Westem Piper
1-800-@PIPER

Modem Aem
1-800-937-2376

West Air, Inc.
410-876-7200
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Since 1979, Westair has delivered personalized quality service to owners of singles, twins and fleet operators at fair
prices. Our Director of Operations and Maintenance, Tom Scarbrough, LA., is available as your personal Malibumirage
maintenance supervisor. Courtesy cars, fuel discounts for maintenance customers, golf packages and more are available.
Call today and discuss your needs with Tom Scarbrough.

1995 PIPER
FACTORY
MALIBU/MIRAGE
TRAINED STAFF
QUALITY: Westair will inspect and repair your
aircraft on time with professional Malibumirage
specialists. You have come to trust Tom Scarbrough
with your Malibumirage over the years (formerly
Maintenance Manager at Skytech, Baltimore, MD).
GUARANTEE: We guarantee the work we do
and stand behind it 100% with one-on-one personal
service.
VALUE: Westair's labor rates and parts prices are
very competitive.
The bottom line is the love for flying, so let Westair
keep the cost down at the bottom line without giving
up Quality and Safety.

I/

Trained on all Malibumirage major and minor
repairs, custom installations, STC's and
service bulletins / letters.
Custom computer AD research and billing.
Avionics installations and repairs.
Continental and Lycoming factory support
representative available.

Westair, Inc.
200 Airport Drive, Westminster, MD 21 157
Telephone: (410) 876-7200 Fax: (410) 876-8324

Quick Turnaround Large Inventory
Courteous, Knowledgeable Staff
Superior Service

FREE OIL FILTER WITH OIL CHANGE SERVICE
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'hy do we do the things we
do? NTSB accident report
statistics identify pilot error
as the primary cause of PA-46 Malibu/
Mirage fatal accidents. Why does a well
trained, highly experienced, highly
motivated pilot, flying in the best aircraft
with excellent ground support fail to
perform at a critical stage of flight thereby
resulting in a fatal accident? This is an
article about self-examination and selfimprovement that may help you better
understand how to avoid being the subject
of such a question.

Bob
Scott
Bob is Co-founder, President and CEO
of Attitudes International, Inc., exclusive
factory training specialists for The New
Piper Aircraft, Inc.

In addition to a twenty-year Air Force
career, Bob's aviation background
includes twenty-one years with Piper,
serving a s Production Test Pilot,
Corporate Pilot and Director of the
Piper Training Center where he was
responsible for development of the
Malibu, Seneca, Saratoga and
Aerostar pilot training programs.

What exactly is "pilot error"?
Typical examples of pilot error taken
from NTSB PA-46 accident reports
include as causal factors: "misuse of
engine controls", "failure to follow
correct IFR procedures" and "improper
use of anti-ice / deice system". Why
these acts of error by these pilots?
In asking the question, "Why this
act of error by this pilot?", is it enough to
say that a fatal accident attributable to
pilot error was a matter of "misuse of
engine controls" or "failure to follow
correct IFR procedures" or "improper
use of anti-icetdeice system", or is there
more to be understood about pilot error
than these "causal factors" reveal? In
some cases, especially those involving
high-time pilots (pilots that should have
known better), the fatality begs the
question, "What possible underlying
mental lapse or physical limitation might
have been a part of the accident
equation?" In other words . . . "What
really happened here?"
An accident principle known as the
"chain of errors" suggests what really
happened here, almost without exception,
involved a domino effect of events
ultimately leading to the point of fatality.
In most cases the cascading chain of errors
had its origin in a human performance
failure, and in some cases that human
performance failure occurred long before

the pilot entered the cockpit for the fatal
flight. When all is said and done, pilot
error is human error.
Why do we do the things we do? We
may never know entirely in those cases
where the answers went down with the
aircraft - nobody can second guess the
final thoughts or actions of a dead pilot.
We can, however, draw important
conclusions about our own human
behavior which significantly impact our
actions as pilots.
In searching for ways to explain pilot
error, we learn that various "human factors"
brought to an accident by a human operator
play a key role in many accident scenarios,
and that our understanding of these human
factors can play an important role in
preventing accidents. Understanding
yourself can keep you alive.
The human body is an incredibly
complex "machine" with performance
characteristics far more numerous and
mysterious than the most sophisticated
aircraft. Indeed, the most complex of all
human performance functions, the ability
to think and reason - clearly, quickly and
realistically - is essential to safe piloting.
It is our thinking style, perhaps more than
any other factor, which influences every
decision we make, yet we seldom take the
time to critically and objectively analyze
our thinking habits and patterns in order
to improve them.
From the subtle, subconsciences,
mundane mental processes to the
sensational, adrenaline pumping,
momentous-course-of-action decisions,
our thinking effects the safe outcome of
our piloting in three important ways.

Our Thinking Shapes and
Molds Our View of Reality
Our perception of reality is shaped
Continued on Page 52

Malibu*Mirage Magazine

Summer 1997

Page 23

OVER

SAVE

*1000~00
THE NEW PIPER
AIRCRAFT, INC.

AND

-

---- =
=
==
- ---- - --- -- -- -=-- - -------- International Inc.
,
, ,

f i i

i i i u-u--u

Present
I
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Claud and Carson are principals in
UDP, Inc. They own a 1995 Mirage.
Once again, SkyTech brings us these
new members.
It's convention timeagain! I hope u!e
havea chance to meet these new members.

Richard Job
Vero Beach, FL

Frank & Helen Wewers
Lenexa, KS

Richard is the Manager of
Marketing and Sales for Attitudes
International, Inc. Many of you know
Attitudes through your initial or
recurrent training with the President
and CEO Bob Scott.

Frank currently owns a C- 182 and
has joined to learn more about his possible
purchase of a PA46. Smart man - who
also purchased the Reference Manual to
learn even more. He is president of his
company, Manning Systems, Inc.

Bill & Nancy Dudley
N922WD
Wando, SC
Bill is the new owner of a 1997
Mirage. He comes to us by way of
SkyTech who generously paid his first
year's dues. Bill is involved in the
communications industry.

Ed & Kathy Wahler
N722EW
Fletcher, NC
Ed owns a 1996 Mirage. He is
president of his company and is
involved in point-of-sale retail systems.

Doug Kratz & Tom Hawkins
N9258Q
Bettendorf, IA
Doug is the chairman and Tom is
the pilot for Englehart Corp., a
manufacturer. Their aircraft is a 1995
Mirage with spoilers installed.

Claud & Carson Gilmer
N595PM
San Antonio, TX

Attitudes has long been a supporter
of M*MOPA through convention
seminars, exhibiting and advertising in
our magazine.

Dennis & Susan Townsend
N9284X
Towson, MD
Dennis is the new owner of a 1997
Mirage. Once again, SkyTech has
brought us this new member. Dennis is
CEO of a real estate investment
company.

Rich Graham
NBllSK
Newport Beach, CA
Rich is a corporate pilot for a
property management company. He's
operating a 1985 Malibu. Rich has over
11,000 hours total time and is ATP and
CFI rated.

Niles Hanson
N9278X
Eugene, OR
Niles owns a 1996 Mirage and has a
multi and commercial rating along with
two type ratings in Cessna products. He
is president of amanufacturing company.

Bob Bell
NlOOSK
Hickory, NC
Bob is CEO of a shoe care company
that includes five brand names we're all
familiar with. He owns a 1986 Malibu. Bob
was referred to us by Diva McCandless.

Jerry & Dani
N94MA
Jo Cossette
Salina. KS
Jerry is a physician. He owns a 1986
Malibu withextended fuel tanks and radar
pod installed.

John Costello
Norwell, MA
John is a computer consultant with
Brett Aviation, Inc.

Gaston & Nicole Gelinas
St. Barnabe, Quebec
Gaston is in the market for his PA46.
He is president of a printing and binding
company. Solly Capua, president of the
Piper Distributor for Canada, referred
this new member to us.

Luzi Matzig
HS-ASL
Bangkok, Thailand
Another international member! Luzi
& co-pilot Siew Hoon have operated this
1984 Malibu for three years. The engine
has been replaced and spoilers installed.
Luzi is General Manager of a travel
company. Luzi has put out a call for an
alternative to the high cost of replacing the
hydraulic pump inearly model PA46. Any
ideas out there? This new member comes
to us by way of Bill Heinecke, the Piper
Distributor in Thailand. Many thanks!
Continued on Page 26
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Ray & Karen Westall
N117KR
Carlsbad, NM

Dennis Gordon
Iowa City, IA

Ray is an oil and gas producer and
owns a 1997 Mirage.

Dennis is with Gordon Aircraft, Inc.,
an aircraft services company. He wisely
ordered the Reference Manual. Joel
Miller referred this new member to us.

Don & Shelly Groppetti
Nl46DG
Visalia, CA

David Morman
N914DC
North Platte, NE

Don comes to us from his fellow
Visalian, Gene Quesnoy. Don is an
automobiledealer andownsa 1996Mirage.

David owns a 1993 Mirage. He is
president of Snell Services.

Yves Jobic
F-GMBC
France

Miles & Jeanne Cannon
N350MM
Barrington, IL

Donald "Pete" & Bobette Atwell
N92728
Breckenridge, TX
Pete comes to us by way of
Director Mel Rushton. He owns a
1996 Mirage and is involved in
ranching, oil and gas, and the
semiconductor industry. Busy man!
Please take a moment now to fill out
your Convention Registration and make
your hotel reservations for the Nashville
Convention! It's so important to our
planning that we know you're coming.

REMEMBER,you must be acurrent
member to attend the convention. SOif
you haven't paid your 1997 dues yet,
Another international member!
Miles is president of a real estate please do! We're looking forward to
Yves is director of a biscuit factory in and property management company another great Convention and to seeing
Semur En Auxios. He owns a 1984 and is semi-retired. He owns a 1990 you all soon!
Malibu and has commercial, multi- Mirage with spoilers and the Argus
In the meantime,FLY SAFE! WMOPA
and seaplane ratings. Patrice Beitz in 5000CE. Ron and John at ATM

NTSB Identification: SEA97LA098
Accident occurred MAY-05-97 at Tooele, U T
Aircraft: Piper PA-46-310P, Registration: N977RA
Injuries: 2 Uninjured
On May 5, 1997, approximately 0915 mountain daylight time, N977RA, a Piper PA-46-310P sustained
substantial damage during a hard landing while doing touch-and-go landings at Tooele, Utah.
The private pilot, who owned the airplane, and the certificated flight instructor were uninjured. No flight
plan was filed for the flight which had originated about 30 minutes before at Salt Lake City, Utah. The ELT
did not actuate. Visual meteorological conditions prevailed at the time of the accident.
The private pilot, who was in the left seat and was performing a flight review, told FAA inspectors that
the airplane was configured with 20 degrees flap. The left wing dropped, which was recovered with rudder.
The airplane drifted to the left side of the runway and hit hard, collapsing the nase wheel and separating the
right main landing gear. MOPA
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Honduras Continued from Page 19

So off we went to Marathon in the
Florida Keys for refueling and weather
from MIA FSS for San Pedro Sula.where
we would be landing in Honduras. The
weather was afternoon showers without
anything significant which gave us a
clear shot down.
77LS lifted off at 10:30 AM for the
750 mile trip at FL200 using a new
airway which took us within 15 miles of
the Cuban coast with an initial routing
through the Maxim intersection. Then it
was a straight flight to Cozumel VOR
with a left turn to Belize VOR and then
approximately 160 miles later into San
Pedro Sula. As we let down, we entered
showers and had to do a VOR arc at 25
miles with a step-down from 8,000 feet
to sea level on the 04 radial. We were
number two or three in a non-radar
environment reporting our position
frequently. Finally we landed in
Honduras.
The plane was met by a bevy of
custom officials (they thought we had
some illegal stuff) but the orphanage
folks intercedcd as we tied the plane
down, and I paid the civil aviation folks

for their service in helping us, hoping
they would recognize us when we were
ready to depart. This never materialized
and we were out 50 bucks. The fuel was
pumped from a tank in the ground directly
into the airplane at a cost of US$3.30 a
gallon. A total of 80 gallons was usedfor
thc 4.5 hour trip at a power setting of
67-69% (29.5 12400).
After the fueling, the physician
disappeared and we had no idea what
was next. The custom folks were all
over our boxes since they apparently
had no idea the material was coming
into the country, but the folks from the
orphanage along with the errant M D
appeared and said they had a car with a
driver from the Aeropuerto. W e piled
in and, a few short moments later, the
police boarded our van and impounded
it in the police station. We found out an
airport employee cannot transport
passengers, it must be done by taxi.
My frustration level was still high at
that time. I normally do not make
reservations no matter where I go, but
finally we found a lovely hotel on a side
street with New York City prices but it
was clean and simple. The owner tookme
and my co-pilot under his wing and the

missionary doctor went off to the hills.
We stayed three days and saw the
foothills of the country, some nearby
peaks, and the main lake on the way to
the capital which is in the interior. The
country is very lush, loaded with fruits,
and is very clean. Many Korean garment
factories were noted along improved
highways. The people are pleasant and
gracious, especially in the country, and
the main streets in town are safe to walk.
After three days in a nice hotel with
good food (do not drink the water) and
several side trips, we were off for the
return flight. The errant doctor met us at
the airport and we had no problem getting
to the plane and weather. Filing was
easy and fast. The final bill for airport
and approach services was US$143, a
high amount we thought, but it did
include ATC services with a US$30
dollar a night parking fee.
As we were leaving, the crew was
not required to pay a departure tax but
passengers are. The MD refused (he has
not paid a nickel) and I went ballistic. It
was only $8.00 and the trip was costing
me over a thousand.
Continued on Page 33
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1997TBM 700.Spec to order. Available options include
Two Tube EFlS Package, KLN-90BApproach Certified
GPS, RDS-82 Vertical Profile Radar, WX-1000E
Stomscope, RMI, Air Conditioning, Leather Interior,
CD Player, Two Year Warranty. (File Photo)

Buy NEW and benefit from Piper's comprehensiveTwo
Year "Spinner to TaiPwarranty. Standard equipment
includes RDR-2000 V d c a l Rome Radar, KLN-90B
Approach Certif~edGPS, Transicoil Instrumentation
Package including digital display and exceedence
recorder, Flight Director, Altitude F'reSelect, Co-Pilot
Instruments, Leather, Air Conditioning, Cockpit
Clearance Recorder. .Ask about the five year avionics
warrantv.

.

Demo time only. King Silver Crown Equipped
includingEFIS40,KLN-90BGPS, RDS-82Vehcal
Profile Radar, KFC-325AutopilotIFlightDirector,
Electric StandbyAttitude Gyro,ColorMoving Map.
Known Icing, Air Conditioning.Executive Interior
including Fully Enclosed Flushing Potty, Laterally
Tracking Seats. Three Writing Tables and much
1 more. 270 KTS and 1700NM Rangewith FULL (8)

-

SkyTedtisproud toannounce the exciting
new M L I B U S/X proThe W b u S/X upgrade wit1propel your ~ a l i b u i n t o
me all ifa own. The SIX package addresses your comrircrpftwith:

pint in designer scheme, speed brakes (spoilers), all
interior, the ultimate in leather and fab=ats
with high density foam construction,
sLin crew seats with lumbar support, new soundingplcl?ge, accordion style pleated shades, upgraded
ting, m o t e conholled passenger CD system, red*
4 a m p s i t e headliner, redesigned arm rests and air
and personalized registration number.

employs nineteen maintenance technicians and avionics
specialists. Pow ~
c
b alsos hold IA Certificates. Our
extensive experience with the Mdibu and W a g e k;ts allowed
SkyTed\ to become the largest MalibuNirage Service Center in
the U.S. Our 18,000 sq. ft, maintenance facility and cuetamer
shuttle service serves
Malibu operators h m b
m
Canada to Florida. For
customern who mBlain
overnight, we provide
private officespaceand
a cowrtesy car free of
charge.

rt os for further details and a complete information

Scheduled Service
9

100hr 1 annual inspections
Pressurization service
Dynamic prop balance
De-ice system troubleshooting/installation
Engine replacement/troubleshooting

.I
I

II

Auto-pilot repair and kubleshooting
Navlcom repairs

,-

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

~.airshow.net/skytech.html

i
I

,

Since the inception of the Malibu, SkyTech has
been totally engrossed in the Malibu aircrati. Our
total support concept has grown from a strictly sales
and servlce int of view into a complete su port
network. $ have developed the Malibu !arts
Exchange Network capable of servicing Malibu
customers and service facilities anywhere in the
world. Our parts department continuesto grow and
rovide services for a wide range of maintenance
Lilities. Our service. department continuesto lead
the nation in number of Malibus serviced and
maintained. At this point, we have rformed
every
almost every major re .ir conceivable
Malibu entersjts second
part of the U.S. As
decade of operation, SkyTech is devotmg a great
deal of effort to the maintenance and enhancement
of the existing fleet.

&

II

1 11

I

IFR cextifications

complete system upgrades

Ern

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

I

-

1

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

FACTORY SERVICE CENTER
WEATHER RADAR AUTOPILOT
RADAR ALTIMETER
SILVER CROWN GOLD CROWN
We are committed to providing top quality, reliable avionics and installations.
As a Bendix 1King service center since 1980, we have gained the experience to
diagnose and repair your Malibu avionics correctly the first time.

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

Tel: 209-252-7967 Fax: 209-252-9703
5045 East Anderson Fresno, California 93727
Fresno Air Terminal FAA R.S. # CP3R431L
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CAU us AT 404-355-9682
FOR A COMPLETE LIST OF COMPONENTS AND PRICES.

THISSECTION
IS DEVOTED TO

LETTERS, COMMENTS, ADVICE AND GENERAL
INFORMATION WHICH THE MEMBERS OF THE M * M O P A WOULD LIKE TO SHARE.

PLEASE
SEND ALL CORRESPONDENCE TO: HEATHER
BLANCHARD,
MALIBUOMIRAGE
OWNERS
AND PILOTS
ASSOCIATION, 1937 GRAPE
STREET,
DENVER, CO 80220
FAX: (303) 394-2539
Dear Sy,

'

After attending two annual
conferences, I had become
disillusioned by all the controversy
concerning how to lean (rich of peak/
lean of peak) the Continental engine.
Recently, I was on a flight from
Jacksonville, Florida, back home to
Maryland. At altitude I could not
lean the engine 50 degrees lean of
peak due to roughness, but the
engine ran fine 50 degrees rich of
peak. I had the engine checked out
upon my arrival home and found
the points on the left mag had closed
and there was evidence of pitting
due to moisture.
The point I want to make is
having attended the Malibu
Conferences gave me the
confidence I would not ruin my
engine running it rich of peak. This
may be a small example of how
attending these conferences can
help. Who knows when another
situation might arise?

now operates under "HS-ASL" since
three years and have had lots of little
technical problems. I have major
problems with the hydraulic pump and
understand the company producing this
pump has gone into bankruptcy sometime
ago. As a result, it now costs in excess of
USD 5,000 - to get a new hydraulic
pump assembly.
Any ideas?

Jim Giero
972.771.4433

Dear Sy:

Dear Dr. Weiner:

At high altitudes (i.e. above 20,000
feet) when encountering ice (light),
before or after initiatinganti-ice measures
(alternate air, prop heart), the engine
misses and can only be corrected by
going to rich mixture (i.e. 16 gallon /
hour to 21 gallon / hour) (75%). 1985
Malibu - Continental Engine - Any
ideas? Mechanics are stumped.

Dave Schoonmaker
303.526.9778

Dear Sy:

Enclosed please find my
membership application for the
Malibu / Mirage Owners & Pilots
Association together with my check
for USD 125.
I have flown a 1984 Malibu,
previously called "N96CM" which
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When descending from flight
levels at 500-700 fpm and at 25" /
2400 RPM, before reaching clouds
where icing is suspect, the ability to
open secondary manifold induction
door can be difficult. Problem is dealt
with if opened prior to descent and
consequentincrease in airspeed. P46350. N118JG.

Luzi A. Matzig
Bankok, Thailand

Jay Ricketts

Dear Ms. Blanchard:

Dear Editor:

Just past 60 hours on my new 550 C
engine. . . what a delight to see 355 deg
CHT at FL230! At 28 / 2450 and 16.2
gph I'm truing 220 KTS mid-weight,
and 217 KTS when heavier. . .engine is
strong, cool at 1,000FPM climbs and all
performance parameters met or
exceeded.

Bill Prymak

I have owned a Mirage for two
years, and am based in Guayaquil,
Ecuador
with
Ecuadorean
registration HC-BUX (known
affectionately as high class bucks).
It is a 1990 model and was acquired
from SkyTech. I want to report to
you and to all fellow Malibu owners
an incident of potentially grave
consequences I lived through about
six weeks ago.
The flight would take us from
Guayaquil, Ecuador to Panama City,
Panama, Grand Cayman over Cuba
to Miami and on to SkyTechat Martin
State Airport near Baltimore,
Maryland for a 1,000check and some
assorted maintenance.
For this flight I had a co-pilot
with me which is big help on long
legs - particularly overwater. We
were level at FL 240 about halfway
from Guayaquil to Panama's Marcos
Continued on Page 34

Honduras - Continued from Page 27

As we taxied out for takeoff, traffic
was landing on the opposing runway
on this towered field. This, I.was told,
is not an uncommon practice on nonwindy days since there are mountains
inland. S o takeoff is toward the sea and
landings toward the mountains. It
makes sense, but it scared the hell out
of us for a moment.

There is a lot of material on the
Internet regarding precautions in your
visittoHonduras, especially in the border
area with Nicaragua. Cholera, chagas
disease and othernasties are still evident.
Malaria is endemic and the water is not
safe to drink. The winter weather in the
foothills is pleasant and reminds one of

mountain meadows. There are no
volcanoes here as are found in Guatemala.
It is worthwhile to make a trip there, but
it does not have the pizzazz of a Costa
Rica. The flying is easy and safe. Call
me for more info or send email to
skysy@enterprise.america.com.
WMOPA

The flight back at FL 210 retraced
our steps except we landed at Key West
to clear customs (whom we contacted
the night before). Using 69% power, we
made it back in 3 hours and 45 minutes.
The weather that day was exceptionally
clear and the trip was smooth.
Aside from the passenger and cargo
related problems, the flight is easy, the
folks are nice, the tie downs, fuel and
miscellaneous fees are heavy for us
Norteamericanos. Also, do not attempt
this flight without a well established
missionary group who have done these
things before.
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Gellabert general aviation airport, a 670
mile leg, mostly overwater. We gave
our mandatory position reports to Bogota
Control which now has excellent radar
and VHFradio coverage,even 100miles
off the coast of Colombia, and at this
time of the morning (8:30), a lot of
traffic was flying the nearby airways.
Passing Sisel and about 50 miles
south of Vumal (these are all overwater
intersections),we suddenly heard a loud
banging noise in the engine
compartment. I looked immediately for
signs of engine problems but RPM,
manifold, oil press and temp gave normal
cruise readings. As the seconds passed
we continued hearing the loud banging
noise and also started to see a piece of
black material flapping around outside
the front of the engine cowl, apparently
along with the propeller.
We didn't immediately know it, but
our #1 alternator belt had broken and
somehow got entangled with the #2
alternator belt and also with the air
conditioner compressor belt. At that
point, all three belts were off.
Sure enough both alternator inop
lights went on and we had a total electrical
failure on our hands - overwater - 100
miles off the coast of Colombia and
about 150miles north of Esmeraldas, the
northernmost airport in Ecuador, but
situated about 300+ miles South of
Taboga (Panama VOR).
We decided not to take any chances,
called Bogota Control, declared an
emergency, and told them that we were
headed for Tumaco Airport on the
Colombiancoast. We told the controller
we had an electrical emergency with
dual alternator failure and expected to
lose all electrical power and radio
communications capability in about 25
minutes or less.
We initiated a slow descent and
turned everything off. Even though
Bogota gave us a good vector towards
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TumacoAirport on the Colombian coast,
we kept the KLN-90B on for navigation.
Weather back over the Ecuador /
Colombia coast was overcast with light
rain and diminished visibility over
Tumaco. About 20 minutes into the
emergency and closing up on Tumaco,
we talked to Cali approachand eventually
with the Tumaco tower.
By this time we figured it was no
help going to the closest airport
(Tumaco), which we knew had little or
no help we could use as far as mechanics.
About 50 miles northwest of Tumaco
we called them and said we would fly on
to Esmeraldas, an international airport
in Ecuadorean territory at the oil port of
Esmeraldas.
We contacted Esmeraldas with the
last drop of battery power to let them
know we were inbound and the nature of
our emergency. I know the guys there as
well as the area, so we felt much more
comfortable at this point. Still over
water and with no electrical power, we
dead reckoned back to Esmeraldas.
Weather was reported overcast at
3,000 and VMC under the cloud deck, so
it was pretty much VMC except for the
let-down through the overcast. With
vacuum instruments working fine, my
co-pilot, a retired Ecuadorean Air Force
Colonel, calculated our position and we
initiated a slow spiraling descent through
the overcast. We broke out clean at
about 2,500, and we could see the ocean
while descending through the overcast.

Flying over the airport, we used the
emergency gear extension below 90
KTS, however, I could not feel the nose
gear locking as you regularly do on the
rudder pedals, and of course, there were
no gear lights to check. Luckily a crop
duster pilot was the only aviator at the
airport. We made a low pass and he saw
all three gears down and locked as far as
he could tell. We made ano flap approach
and landing (thank ATM and John
Mariani for the good training) without
any further problems.
After engine shut-down, we could
clearly see the damage caused by the #1
alternatorbelt and apiece of the alternator
cooling fins which broke off and
contaminated all alternator and AC belts.
That piece of the cooling fins was found
aft in the engine compartment on top of
the right intercooler.
A lot of black marks made by the #2
alternator belt and air conditioning
compressor belt were very clearly seen
outside the front bowl and a small dent
in the cowl air inlet plus a lot of paint
damage. The #1 alternator belt was lost
during descent.
One month later, after new
alternators, belts and vacuum pumps
were installed, we executed the same
flight successfully all the way up to
Martin State, and the aircraft is
undergoing a 1,000 hr inspection and a
Mattituck Red Gold rebuild and
blueprint.

With familiar sights ahead we even
tried to continueour flight down to Bahia
de Caraquez, a small airport south of
Esmeraldas with air taxi operations,
mechanics, hotels and pilot friends who
would readily help us; however, the line
of CB's we avoided with radar at FL 240
on the way up was a problem.

Some Advice: Redundancy is great
in the Malibu. However, I believe that
this redundancy in one very compact
engine compartment is potentially selfdefeating. I amnot in any way criticizing
the Piper design, but I feel that some
steps toward better alternator, pulley
and belt maintenanceare necessary. We
all have read about alternator problems
on Mirages.

I plugged my ICOM into the panel
antenna plug and contacted Esmeraldas
again (they certainly were surprised as
they knew we had no electrical power,
but I explained later).

However, I most emphatically
recommend to Mirage owners to replace
the set of belts at any sign of wear. (Yes,
Continued on Page 38

MALIBU
MIRAGE
VS. MOONEY
TLS
After 16 months of operating a 1992
Mooney TLS, The 401(k) Company
elected to move up to a 1996 Piper Mirage.
We took delivery last October. It is avery
attractive airplane because of its cabin
class comfort, pressurization, additional
passenger capability and low operating
cost. The change of pace has been simply
delightful.
In an effort to compare apples to
apples, I went back through my
spreadsheet and deleted almost all costs
associated with hiring a professional pilot

and supporting his activities. I also
normalized theMooneyTLS' yearly flight
hours to those of the Mirage. To date, we
have flown our Mirage 142 hours at an
average of 23.7 hours a month.
Our average stage length is 215.41
nautical miles (247.89 statute miles) and
our average block speed is 186.18 knots
(214.25 mph). As far as The 401(k)
Company is concerned, the Mirage makes
an excellent corporate platform. It is both
comfortable and economical, especially
when compared to a twin engine

AIC SUPPLIES

$1.040.57

MEDICAL
TRAININQ
pl0NlCS

$70.00
$2,014.20

$0.00

MP
RPM
TIT
OIL TEMP
OIL PRESSURE
FUEL FLOW

wn

CHT n

CHTm
CHT U
CHT 16
w#I
LEFT AMMEIER
RIGHT AMMETER
SYS VOLTS

reciprocating airplane or turboprop.
All things considered, the following
numbers should accurately reflect the
operating costs of our new Mirage versus
our used Mooney TLS.

Direct Operating Costs
FueNOil-$51.27/hour: The 4Ol (k)
company's average stage length is 215.41
nautical miles. At this distance, we
normally climb to an altitude of 12,000
Continued on Page 36

DIRECT COSTMR WITH RESERVES
AVERAGE GALSMR
AVERAGE QTSHR
AVERAGE XPASMRIP
TOTAL NM'S FLOWN
TOTAL SM'S FLOWN
TOTAL PASS NM'S F L O W
TOTAL PASS SMS F L M
AVERAGE STAGE LENGTH(NM)
AVERAGE STAGE LENGTH(SM)
AVERAGE TRIP TIME(HRS &TENTHS)
AVERAGE BLOCK SPEED(KN0TS)
AVERAGE BLOCK SPEED(MPH)
AVERAGE TRUE AIRSPEED(KN0TS)
AVERAGE TRUE AIRSPEED(MPH)

VACMM
%PWR
CRUISE ALT
PRESS. ALT
DEN. ALT
IND. OAT
TRUE OAT
ISA TEMP
TAS GPS
TAS AS1
PRESS. Cll
CABIN M T
DIFF. PRESS
AVG TO W l
AVG LDG WT
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Cost Comparison Continued from Page 35

feet and bum an average of 22.3 1 gallons
per hour at 66% power. For maximum
engine service life, we limit our Turbine
Inlet Temperature to 1,650 degrees F or
peak, whichever comes first. Normal
cruise fuel flows range from 19.7 gph to
20.4 gph. Our Mooney TLS averaged
21.88 gallons per hour and cost us
$43.98/hour.
Maintenance - $33.42/hour: The
401(k) Company strongly advocates
preventative maintenance (catching
problems before they get too big). While
our Mooney TLS received an annual
inspection every 100 hours, we placed
our 1996 Mirage, N9277 1, on The New
Piper Aircraft's 50 hour phase inspection
program. To date, it has undergone
Event 1 and Event 2 inspections. Event
3 was scheduled for the week of April
7th. Both airplanes received oil changes
every 25 hours. The Mooney TLS cost
us $50.26/hour.

-

Training-$14.18/hour: The40l(k)
Company sent me to Vero Beach to attend
Attitudes International's Mirage training
program at the factory. Every six months,
I complete an instrument proficiency
check in the airplane with a local CFII.
The Mooney cost us $1 1.06/hour.
AircraflSupplies-$7.33/hour: The
401(k) Company purchased Jeppesen's
High Performance Package (Charts and
Approach Plates), AIM, FAR'S and
Airport Directory for the airplane. In
addition to this, all professional books
and aircraft snacks are lumped into this
category. The Mooney TLS cost us $6.561
hour.

Miscellaneous - $1.2llhour:
MoMOPA, AOPA memberships, etc. I
have no data for the Mooney TLS.
HangarJLanding Fees - $2.99/hour:
These fees are related to "on the road"
expenses only. The Mooney TLS cost us
$1.24/hour.

Medical - $0.49/hour: I take a
First Class Medical Examination every
six months. The Mooney TLS cost us
the same.

Reserves
Engine OverhaulReserves -$25.00/
hour: My research shows that a brand
new TIO-540-AE2A engine costs
$112,533.00. An exchange costs
$102,533.00. A factory remanufactured
engine costs $78,613.00. Finally, an
overhaul costs about $50,000.00.
The 401(k) Company leased the
airplane new and chose to reserve for an
overhaul. An appropriate amount of
money is placed in our aircraft reserve
account at the end of each month.
Top Section Reserves - $7.20/hour:
While it is our hope that operating at 66%
power, not letting our Turbine Inlet
Continued on the Next Page

COST PROJECTIONS (BASED ON ACTUAL DATA), RESEARCH (L HISTORICAL COMPARISONS
COMPARED
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AVERAGE AVlONlCSMR
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$31,491 92
$9,435.90

1

INFLATED WE TO AIC RENTAL DECEMBER 1986
AND INmAL TRAININQ COSTS

1

n67.00
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Cost Comparison Cont'd from the Prev. Page

Temperatures exceed 1,650degreesF, and
not letting our Turbine Inlet Temperatures
change more than 50 degrees F a minute
will contribute to achieving a 2,000 hour
TBO, we reserve for a top section at 1,000
hours ($1,200.00 a cylinder).
Propeller OverhaulReserves-$] .03/
hour: We will just overhaul our propeller
at 2,000 hours (approximate cost =
$2,050).
Total ReserveslHour
$33.23 Total Direct
CostlHour (Without Reserves)
$110.89 Total
Direct CostlHour
(Including Reserves)
$144.12 Total

It is interesting to note that our 1992
Mooney TLS' Direct cost/hour (including
reserves) was $167.00. The bottom line

was that we had to reserve more money
per hour because the engine already had a
significant amount of time on it.

valuable proposition than owning aused
four place Mooney TLS.
During the 16months we operated
the Mooney, we flew 79,306.4nautical
passenger miles (9 1,264.27 statute
passenger miles). In the six months
we have operated the Mirage, we have
flown 42,560 nautical passenger miles
(48,977.2 statute passenger miles).
The bottom line is that aircraft
utilization is way up.

Fixed Cost Breakdown
Monthly Lease (Ten Year)
$8288.25 versus $4322.73
for the Mooney TLS
Monthly Hangar
$300.00 versus $300.00
for the Mooney TLS

Yearly Direct Costs (Inc. Reserves)
$40,987.70 vs. $47,494.80
for the Mooney TLS

Monthly Insurance
$970.31 versus $310.00
for the Mooney TLS

Total Fixed Costs/Month-$9,558.56
versus $4932.73 for the Mooney TLS.
At an average of 23.7 hours a
month, The 401(k) Company will fly
N9277 1 284.4 hours a year. It is obvious
that owning a Mirage is a much more

Yearly Fixed Costs
$114,702.72 versus $59,192.76
for the Mooney TLS
Yearly Total Costs
$155,690.42 versus $106,687.56
for the Mooney TLS

Oxford Aviation's mastery of DuPont" IMRON" refinishing and interior craftsmanship by factory-trained and certified
technicians has earned us the reputation of being the best. Mooneys, Cessnas, Pipers, Beechcraft, all factory-new Lake
Amphibians, and almost every other make of aircraft have come to Oxford.

The Quality Stmts in the Details. From design consultation,
preparation, corrosion proofing, to final finishing, Maine
craftsmen working in America's most sophisticated and
environmentally controlled facility painstakingly reverse
what the ravages of nature have done to your aircraft.
Look at our record: "Best of Show" or "Queen of the
Fleet" for every major manufacturer. As well as the
original "Good as New 172" by AOPA!

Don't Give Your Aimaft toJust Anyone. Inside, outside, all around,
from paint to glass, interiors to annuals, engine exchanges to STOW
speed kits. Call us for detailed information and a quotation.

;~S?A%$&
MAINE
DuPcnl and IMRON are re@aeredtrsdmrka
OI E I du Poni de N ~ ~ 6- COWY

RFD 1, BOX 1275, Oxford, Maine 04270

(207)539-4779 FAX (207)539-8441
Rated #I by L@t PIane Mcuntenance/AViabonConsumw Magan'ne.
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Check-In Continued from Page 34

the propeller has to be removed, but that
does not take long.) Also have your
alternators checked and balanced by a
qualified shop at every annual.

flyingtheiraircraft as Ido take redundant
systems in the Malibu - particularly the
Mirage's dual alternator system - with
some extra consideration and thought.

Personally check pulley alignment
along with your mechanic so you have
peace of mind. A report of this incident
was sent to SkyTech's Dave Conover
and to Piper including some pictures
of the relatively minor damage caused
outside as well as a picture of the
culprit alternator with broken fins, so
some kind of SB could be forthcoming
soon. I have spoken extensively with
Dave about this, and he was certainly
surprised to hear of a dual alternator
failure. Piper people comment this IS
the very first dual alternator failure
they have ever heard of.

I fly my Mirage in short hops in
Ecuador due to the size of the country.
However, our geography is
overwhelming. The short 145 NM trip
from Guayaquil to Quito, which I do
regularly for our department store
operations, takes me from sea level to an
MEA of 18,000 in a short distance. So
I fly my Mirage hard at FL200 going up
and at FL210 on the way back due to
terrain. I need reliability, and that is
what I expect from a sophisticated
machine like the Malibu. By the way, I
would love to write something on high
density altitude operations. Quito
Airport is at 9,000feet with temperatures
of over 20" Centigrade during the day.

Dr. Weiner, I apologize for this extra
long report, but I think it is necessary for
Malibu owners who enjoy owning and

I am an instrument 1 multi engine
rated private pilot with 1,500hours total
time. I flew a Piper Seneca 111before the

I

Malibu for about 1,000hours.

Aldo X . Borges
Guayaquil, Ecuador

Dear Sy:
Wanted to relate a wonderful
experience I enjoyed on Wednesday at
Kissimmee (just south of Orlando) where
I spent an hour at the controls of Crazy
Horse, an honest-to-God I'i'OOhorsepower
P-51 Mustang.
Lee Lauderback of Stallion 51
Corporation does Mustang flight training
for owners and the merely curious as
well as the US Navy! He talks you
through as many maneuvers as you can
handle and due to the fact that I was
doing the flying under his direction, the
four plus G maneuvers were endurable.
Continued on Page 49

CANOPY COVERS AND INTAKE PLUGS
Custom made for all makes, models, and modifications
Prevents damage caused by leaking door and window seals.

BRUCE'S CUSTOM COVERS

Covers Also Available:

TOLL FREE (US.):800/777-640:
PHONE 4081738-395!
FAX 408/738-272!

989 E. California Ave.
Sunnyvale, CA 94086

custom made utilizing the latest in fabric and sewing technology
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Columbia Aircraft Sales, Inc.
The Exclusive Piper Distributor & Service Center
for New York, New Jersey &
New England

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

Our team of Sales Professionals is ready to assist you
in the search for just the right aircraft to fit your needs.
Once you've chosen your plane
GbfumbiaAir Services, Inc. is here to provide expert
technical assistance,warranty service & parts.
Why go anywhere else!

One Call Puts You In Contact With 35 Piper Experts!
CivfumbiaAircraft Sales, Inc.
GrotoMlew London Airport
Groton, CT 06340
FAA Certified Repair Station #S05R204N
Phone: (860)449-8999
Fax: (860)449-9924
Einail: columbia@pcnet.com
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Leaning / Oil - Continued from Page 13

are up to operating temperature when we
fly up there in our Malibu / Mirages.

peak - or rich of peak? It really doesn't
matter if you comply with goals 1 and 2,
but as a general rule, you will probably be
lean of peak at low power / low altitude
and rich of peak at high power / high
altitude, i.e. flight levels.
Higher speed always costs more, no
matter if it is in a J-3 Cub or a Lear Jet.
So, don't try to skimp on fuel if you like
to go high and fast. Install our extended
quantity fuel caps and you wilI still have
plenty of range.
Engine Oil
At the seminar I was conducting at
Monterey, I was asked my opinion about
engine oil; specifically 15 / 50 or straight
30 SAE 40 or 50 weight ash dispersant. I
recalled flying four engine airplanes with
Pratt & Whitney radialengines to the Arctic
to construct the DEW Line during the 50's.
We used SAE 60 weight oil and diluted it
by pumping gasoline into the header tank
prior to shutdown as our only problem was
turning it over to start in the very cold air.
Once the engine and oil was up to operating
temperature, 60 weight oil was fine.
Think about it. The standard outside
temperature at FL 250 is -35 degrees C
and our SAE 50 is also okay, because we

We live in Florida, so I use SAE 50
AD all year, but my answerto thequestion
was if I lived in cold country, I would use
SAE 40 AD in winter and preheat the oil
I engine prior to start up.
After the convention, I started to think
about 15150oil. I wondered what tells the
oil "okay, it's zero degrees outside, now I
must turn into SAE 15" or "okay, it's 100
degrees in the shade, now I must turn into
SAE 50." Because that seems highly
unlikely, I figured that if you average
SAE 15 and SAE 50, you would come up
with SAE 32.5. Could it be that the oil
company came up with a good advertising
gimmick?
So, I conducted a highly scientific
(??)complicated (??)experiment. I bought
a quart of Aeroshell 15 / 50 (FBO price
3.80) and a quart of Aeroshell SAE 50
(FBO price 2.00) and a quart of Texaco
Havoline SAE 30, and placed them all in
the freezer compartment of my refrigerator
for 24 hours. Then, with three clean one
quart glass Mason Jars, we started to pour
all three simultaneously. Would the SAE
15 take over and reach the top first? No
way! The SAE 30 reached the top first
and the 15 / 50 (SAE 32.5?) was about 1 "
from the top and the SAE 50 was only

about 112 way up, as expected.
Now, we know 15/50doesn't turn to
15 when it's cold, but does it turn to 50
when it's hot? We put the three quarts of
oil in hot water and tried our pour test
again. The straight 30 reached the top of
its Mason jar, first 15/50 was next, and
straight 50 was about 1" below the top
when 15/50 reached the top of its Mason
jar. In other words, the straight 50 held its
viscosity when hot longer than the 15/50.
Another thing that concerns me a bit
is that 15/50 is a semi-synthetic oil. When
Mobil 1 came out with their great
advertising claim for synthetic, I changed
the oil in my Aerostar 700 to Mobil 1.
Twelve hours later, the #3 cylinder on the
left engine swallowed a valve. (The valve
stem broke!) Coincidence? Maybe.
I am definitely not an engineer and
don't claim to know anything about the
lubricating quality of oil. I'm sure
Aeroshell can come up with some good
reason why we should pay almost twice as
much for 15/50.
Other than my short experience with
Mobil 1, I've used straight Aeroshell AD
for many years and flight hours with good
results. I'm not opposed to new products,
but I believe that when you have a winner,
stick with it. WOPA
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2. Malibu-Mirage Magazine: The Board agreed to continue distribution of the magazine to non-member owners. The Board agreed
to increase the size of the mag%sine.
3. Convention Fees: The Board agreed to: a) maintain tne current --Earlymti,convennon regmanon rees ana Increase tne late
Convention registration fees; b) establish a cancellation policy; c) revise the Vendor Exhibit fees.

4. Member Solicitation: The Board agreed to place a classified ad in Trade-A-Plane to solicit new members.

5. Member Benefits: The Board agreed to continue: a) to offer The Service Clinic and Maintenance Video; b) development of the
M*MOPAWebsite; c) the Reference Manual benefit; d) to provide the AOPA PA46 Safety Review, adding periodic updates.
The Board agreed to pursue: a) an expanded Member Directory and b) an independent contractor'for the Wearables program.

6. Future Conventions: The Board approved San Antonio for the 1998 Convention site.

\
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JASONE. PALISIN
(PA~~MIRAGE@AOL.COM
IS) A CORPORATE PILOT
BASED IN DALLAS,
TEXAS. THEFOLLOWING IS THE FULL TEXT OF A LETTER
SENT BY THE AUTHOR TO THE FAA AND IS REPRINTED WITH HIS PERMISSION
This letter is to inform you of an
incident that occurred during a routine
flight from Austin, Texas (AUS) to
Addison Airport, Dallas, Texas (ADS).
This incident in no way deals with
any violation of current FAR'S or use of
ATC in an emergency fashion. The
flight in question took place on March
10, 1997, and the incident at
approximately 19:36 CDT.
I have written this letter to bring to
light a possible connection to the earlier
crashes involving Piper Malibus. The
facts are as follows:
Piper Malibu N9298Y operated by
National Institute for Community
Banking, owned by D&L Flyers, Inc.,
Dallas, Texas. PIC was myself, Jason E.
Palisin, holder of ATP certificate
29 1621500. Aircraft was purchased in
October of 1996from Columbia Aircraft
Sales, Groton, Connecticut. Total time
of aircraft is 2400; 900 on the engine. I
have 315 time in type.
The problem with the aircraft is
mostly noted on ascent or descent while
using the Altitude PreselectIAlerter.
The problem is that of the Encoding
Altimeter, not the Autopilot. Earlier it
was suggested that the culprit of the
late Eighties in-air break-ups was
caused by the KFC-150 Autopilot
system. My accounts may suggest the
encoding altimeter may have played a
role in the mishaps.
N9298Y is equipped with a KFC150 Flight Director/Autopilot, a King
transponder with flight level readout, a

KX-297B PreselectIAltitude Alerter,
and a KLN-90A IFR GPS. All of these
items are tied into electrical data lines
tapped off the encoding altimeter. The
problem of pitch-over was first
recognized the day of purchase on the
pre-sale inspection test flight.

indicator. Upon passing 9,000, the
transponder started to blink. Before I
knew it, the warning horn went off and
the aircraft pitched-over so hard I was
off my seat for a second.

Hitting the autopilot interrupt for
control wheel steering, I stopped the
During a climb, the digital readout pitch-over,re-establishedthe descentrate
of the transponder started to blink, first I wanted, and released the CWS. At that
showing the correct altitude we were at moment, the aural warning went off
e.g. (095) then it would blink and during again, and the aircraftpitched over again,
the blinks the readout would change: this time more violently. When this
(095)-(414)-(530)-(358)-(095) then occurred,I saw the descent rate controller
would go blank (-). At that time, the go from my pre-selected rate of 500
altitude alerter would sound a warning FPM down to 1,100 FPM up, then
horn, and finally, the GPS Message light immediately to 3,000 FPM down, and
would illuminate and blink that an the elevator trim wheel started to race to
altitude fail had occurred. When all of the nose down trim location. At this
this happened, the aircraft went from a second time, I disconnectedthe autopilot
climb attitude, approximately3.5 degrees and reestablished the descent profile by
at 650 FPM to a pitch-over approximately hand with no other incident..
2-3 degrees before we had the chance to
Once on theground I started to think
disconnect the autopilot.
about the earlier crashes and started to
The problem was remedied by piece together my own puzzle and what
recycling the Encoder circuit breaker I saw. These were my conclusions:
and resetting it, restoring the functions
1. The autopilot is a simple
of the autopilot and Mode C of the
transponder. The problem resurfaced computer that responds to the inputs of
one or two times, and after reset did not what the pilot wants it to do, to interrupt
it does not reset it, and when re-activated
show up again.
will return to its last instructions or
commands, therefore positive
The incident that occurred on
understanding and knowledge of
March 10 could be categorized
limitations are imperative for the
as a severe pitch-over.
operation of such systems.
Descending into the DFW Class B,
2. The Malibu, although a single
out of 9,500, VFR, and using the
Preselectors' rate of descentlascent engine piston, is a very complex aircraft.
controller, I set up adescent of 500 FPM. Pilots transitioning from an A36 Bonanza
Indicated airspeed was 175KTS, 5 knots or Cessna T-210 are in for a big surprise.
below the yellow arc on the airspeed
Continued on Page 42
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Pilots unaware have no prior warning.

pilot's input and put it into a steeper dive.

This airplane demands constant training,
recurrent training and requires respect.

6. Upon having an avionics shop
look at the possible problem, they reported
the encoder may have a problem running
four lines off of it, possibly that the lines
have crossed or there may be a voltage
problem. This was evident when they said
the problem may have occurred after the
installation of the KLN-90B GPS.

9. The fact that the rate controller
feature of the KX-297B automatically
defaults to the steep descent rate profile
may also be suspect. I feel that if the
Preselector would have leveled off the
aircraft or defaulted to zero in case of an
uninstructed disturbance, the autopilot
would not try to chase it.

7. Pilots unfamiliar with the
Malibu, its slick and speedy design can
cause the aircraft to accelerate quickly
into the yellow arc or even red line,
especially in a descent. Therefore, if this
pitch-over had occurred, with the same
problem our aircraft had, in a descent,
with the airspeed very high, the possibility
of over-stress is very possible.

The fact that the crashes could have
been linked to pilot error, or improper
decision making, may be relevant, but
this airplane requires pilots to understand
super critical airfoils, the understanding
of high-altitude operations and autopilot
theory and application. In no way do I
consider myself an expert, and I certainly
do not know everything about flying, but
I hope this report of events helps in the
determination of cause. It is a tragedy that
these crashes occurred, but not knowing
why is tough also. I hope this helps.

3. The autopilot / flight director
cames out the last instructions given to it.
Therefore, if the encoder begins to give
conflicting information, the airplane may
not know where it is at, and therefore tries
to compensate with the last data received.
If the encoder, as shown by the transponder
readout, kicks off-line and the last info
sent was that the aircraft is at 41,400 feet
it tries to return the aircraft to where it
originally was told to go, i.e.,the altitude
pre-selected.

4. The pitch-over was only
encountered in a climb or a descent, not in
level flight, and only when the KX-297B
was used for pitch rate control, basically
when the preselector is dependent on
information sent by the encoder.

5. I was aware when the
phenomenon was about to occur, and
therefore, prepared for the pitchdeviations.

8. If the pitch-over occurred in
turbulent or IFR conditions, or both, the
pilot may not havenoticeduntil the airspeed
was observed. In a split-second decision,
if the pilot tried to pull out of the dive
without disconnecting the autopilot, the
autopilot would try to compensate for the

In conclusion to this report, I will be
available for discussion or further
investigation should the need arise. MOPA

I have never been manager of Piper's training center,just an instructor there, nor
have I been manager of any nationally known Flight Center. I did own andoperate
my own FAA approved flight school. I have conducted over450 Malibu initialand
refresher schools including 50 in 1996 while obtaining 11,000pilot hours.

Refresher From $345.00

Initial From $995.00

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

For Scheduling or Further Information

Call Factory, Inc. 561=562=5438
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He writes of a similar but more
powerful episode five months later (on
March 10, 1996), this time on a VFR
descent for which the KAS-297B was
also engaged. Again, the Transponder's
altitude display became erratic and the
aircraft pitched over. He interrupted the
event by depressing the yoke-mounted
Control Wheel Steering (CWS) button.
Inexplicably, he released the button
without turning off the autopilot, and the
pre-selected rate went to an indicationof
1,100fpm up, followed by an indication
Mr. Palisin, who had an ATP rating of 3,000 fpm down. The autopilot, of
and 3 15 hours in the Malibu at the time, course, tried to follow the new rate, and
wrote his letter to bring to light a possible he reports seeing the elevator trim wheel
connection to the earlier crashes race to the nose down trim location. At
involvingPiper Malibus. He experienced that point he disconnected the autopilot
what he characterized as a "pitch-over" and re-establishedthe descent manually.
on a pre-sale inspection flight last
(Note: What is meant by the phrase
October. The altitude encoder, which in
the KFC-150 Autopilot / Flight Director "race to the nose down trim location" is
system installed in the PA-46 provides a little curious, since the time to trim the
the raw altitude information to the elevator from the forward limit to the
Altitude Pre-Select unit (the KAS-297B), rear limit (or vice-versa) is over 45
showed erratic altitude information on seconds.)
his KT-79 Transponder.
Palisin closes his letter by
One of the features of the KT-79 is postulating nine conclusions from his
that it has a digital display of altitude experiences. Given the visibility of his
(corrected to standard pressure) as well letter, it is appropriate and educational,
as your squawk number. Palisin saw the though redundant in many respects, to
erratic altitude display which was address each one.
followedby the autopilotconvertingfrom
Fist, Palisin concludesthe autopilot
a 650 FPM climb to a descent of 2-3
degrees before he had the chance to is a simple computer that responds to the
disconnect the autopilot. He remedied inputs of what the pilot wants it to do, to
the problem, he reports, by cycling the interrupt it does not reset it, and when reencoder's circuit breaker. Apparently activated will return to its last instructions
no further investigationwas undertaken. or commands. True enough. The CWS

A Malibu pilot recounting an
experienceon the Internetrecently caused
quite a stir in the aviation press. Jason
Palisin, a Corporate pilot in Dallas who
flies an eleven-year old Malibu, wrote a
letterto the FAA about an autopilot pitchover incident in March of this year, and
forwarded a copy to an aviation-related
website. The aviation press took note
and began making inquiries with the idea
of making the letter a full-fledged news
item. They may have jumped the gun.

switch that he used to arrest the descent
in the second episode only disconnects
the autopilot servos for as long as you
hold the buttondown; the autopilot itself
is still operating, but the servos that
drive the airplane are temporarily
disengaged.
Second,he mentions that the Malibu
is an especially complex airplane for
pilots transitioning from a Bonanza or
Cessna 210. He points out that the
airplane demands constant training and
respect. From almost any point of view
that is entirely correct. Just remember
the same demand for training and respect
holds true for the autopilot, especially
after you add equipment that is coupled
to it (like a GPS).
Next, to paraphrase, if the altitude
encoder begins to give information to
the autopilot that conflicts with the
autopilot's most recent instructions,then
the airplane does not know its altitude
and tries to correct by returning to the
last altitude selected. His statement is
correct. The more prominent issue,
however, is not the fact that the altitude
selected is different, but that an error in
the encoder will cause the rate of climb
or descent to be increased dramatically.
As an example, owners of earlier
model Malibus equipped with the PreSelect system will recall that they had a
pitch change (later corrected by Service
Bulletin) when thealtimeterwas adjusted
Continued on Page 44
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as you passed through FL180. The
autopilot will behave in the same fashion
today if the Pre-Select gets bad altitude
information.
Fourth, and continuing along the
same line of thought as Palisin's last
conclusion, he says the pitch-over only
occurred in a climb or descent controlled
by the Pre-Selector, because it is
completely dependent upon the
information sent to it by the encoder.
That's true. The only autopilot mode
influenced by the encoder is the Altitude
Pre-Select.
The next conclusion reached in his
letter is that he was a h r e when the
phenomenon was about to occur, and
therefore,' prepared for the pitch
deviations. Pilots who are unaware have
no prior warning. That is clearly correct.
In another conclusion, Palisin
reports that an avionics shop told him the
encoder may have a problem with its
installation, or there may be a voltage
problem. The shop indicated the problem
may have been prompted by the
installation of the KLN-90B GPS.
They may be right, and it's
relatively easy to check. Anytime a
piece of avionics equipment is added
that has an interest in altitude, it is
generally hooked into the encoder. The
equipment installed has to be what the
avionics shops call diode protected.
That means an electrical shield has to
be put in to keep outputs from newly
installed equipment from rearranging
the electrical impulses being sent from
the encoder to the autopilot system.
In Mr. Palisin's case the KLN-90B
was installed in the field, and it is
interesting to note that in KLN-90Bs
with serial numbers lower than 1542,the
required diode protection is not installed
at the AlliedSignal (King) factory. If for
some reason an avionics shop
circumventsthat portion of the installation
manual that calls for the diodeinstallation,
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then erratic electrical signals to the PreSelect are entirely possible. The same
diode protection is required for many
other popular retrofits including second
transponders or altitude alerters.
For purposes of this discussion, it is
noteworthy that none of break-up
aircraft, which is the issue that prompted
Mr. Palisin's comments, had a GPS
installed. Moreover, the installation
records of the U.S. registered aircraft, at
both the factory and field levels, were
reviewed in minute detail by the NTSB
with no installationabnormalitiesnoted.
The next conclusion drawn by
Palisin is fairly obvious. He purports
that the PA-46 picks up speed so quickly
in a descent that the possibility of overstress is very possible. There's no
question about it. The same sleek design
that delivers the airspeed of a twin
turboprop for the operating cost of a
piston single delivers the potential for
rapid speed accumulation when the
aircraft is descending under high power.
That is one of the factors that prompts
insurance companies to nearly always
require recurrent training.
Another postulate from Palisin in
his letter to the FAA is that in a splitsecond decision, if the pilot tried to pull
out of the dive without disconnectingthe
autopilot, the autopilot would try to
compensate for the pilot's input and put
it into a steeper dive. First, if you were
trying to pull out of dive of the magnitude
described, why would you even consider
the further use of the autopilot?
Putting that thought aside, the
observation is still not exactly accurate.
By design the KFC-150 system in any
airplane can be overridden with 40
pounds of force. It's a handful, but we
have watched it demonstratedenough to
know the airplane is controllable even
with full opposite trim. Back in 1991,
we even demonstrated it with NTSB
investigators on board.
Finally, Palisin says the fact that the
rate controller feature of the KX-297B

automatically defaults to the steep
descent rate profile may also be suspect.
Not exactly. There is no Pre-Select
default mode, per se. The Pre-Select
may ask the aircraft to pitch up or down.
The direction of pitch would depend
upon whether or not the erroneous
altitude fed into the Re-Select was higher
or lower than the altitude displayed.
In his summation,Palisin recognizes
that the previous accidents could have
been linked to pilot error (which they
were), or improper decision making
(which they were), but professes that
this airplanerequirespilots to understand
super critical airfoils autopilot theory
and application. It is clear that an
understanding of autopilot theory and
application is extremely helpful to all
pilots. It is alsoindicatedin Mr. Palisin's
writings that he might not possess a
complete understanding of the autopilot
installed in his company's Malibu.
Furthermore, his inferred
understanding of super critical airfoils
might make him a better pilot than the
rest of us, but won't help him fly his
Malibu; it doesn't have a super critical
airfoil. In fact, one of the attributesof the
original wing design, verified and
completely vindicated in the Special
Certification Review, is its simplicity
and strength. The FAA's empirical
testing proved the PA-46 wing to be
stronger than even Piper's own analytical
analysis said it was.
In closing, Palisin says I hope this
report of events helps in the determination
of cause. It is a tragedy that these crashes
occurred, but not knowing why is tough
also. In our mind, the why question has
long since been answered. After
exhaustive investigations the NTSB
issued plausible findings of probable
cause in each accident.
In addition to the usual printed
reports, the findings were reviewed at
the MalibuMirage Owners and Pilots
Association Convention in 1992 by Dr.
Fred Hyman of the NTSB's Human
Continued on Page 46
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Factors division, and John Clark, the
NTSB's Senior Aircraft Performance
Engineer.
Subsequent to that investigation the
AOPA Safety Foundation compiled a
Safety Review, published in 1994, that
included every PA-46 accident since
1984. The review includes substantial
comparativeanalysis. To shed continuing
light on the subject the Malibu 1 Mirage
Owners and Pilots Association conducts
an accident review seminar annually at
its convention.
Ifhindsight is 20120, hindsight with
the benefit of a legal investigation must
be something like 20110. Each U.S.
accident was involved in a lawsuit that
was eventually settled. As the suits
progressed, with imminently qualified
experts from around the world on both
sides of the table, each claim that
involved mechanical components
became weaker and weaker as more

and more information about the pilots
came to light.
Reports such as Mr. Palisin's are
vital to the safety and refinement of the
airplanes that we fly. They need to be
disseminated, and they need to be
discussed. In addition to what we can
glean from his flying experience we
can learn several other lessons that can
be helpful. One is that the Internet is a
powerful tool for information flow, but
the information is largely unedited and
may or may not always be accurate.
A second lesson is that, as pilots,
we need to understand the systems that
aid our flying. A total awareness of
how the autopilot system operates is
essential if one is predisposed to use the
autopilot with regularity. Another
lesson is that training and proficiency
can be the best compensating factors
when mechanical issues make a flight
more entertaining than it was advertised.
Finally, notwithstanding the fact

that the same Autopilot /Flight Director
system is found in thousands of
airplanes, it should be pointed out that
all of the issues that Mr. Palisin raised
are addressed regularly by the Malibul
Mirage Owners and Pilots Association.
Our quarterly magazine consistently
includes a variety of articles and
editorials featuring systems updates,
mechanical alerts, and operational tips.
The annual convention is resplendent
with academic, training, and
operational seminars designed to keep
our members and our airplanes safe.
That is the primary mission of the
organization.
In the end what we learn from Mr.
Palisin's experience is a lesson that we
already knew. The Malibu is like every
other machine on the planet. When you
are in control of the machine, things are
fine; when the machine is in control of you
there is a problem lurking. To his credit,
despite some questionable conclusions
about his experience,Jason Palisin was in
control of his machine. MOPA

MalibdMirageTraining

A

Ron Cox
major aviation underwriters
forinitinl and recurrent

tandardized flight training
-High altitude operations
- \Veather
-Autopilot
- C :RM
I
Like aircraft equipment, initial and recurrent trainingcancome in many dlifferent levelsofquality. Ifthe
training
havereceived
* you~
~ up tonow
i has been a t best mediocre and generally forgettable,you owe it to
yourselfto try ATM, the acknowledgedleader in MalibuMirage training. Our rates areas competitive as
u r training. ATM'sintensive courses will upgrade your level ofproficiency and increase familiarity with
ourown aircraft. You will train with ATM's highly experienced instructors: JohnMariani, a senior
ngineer on the original Malibu design team, has over 15yearsofexperiencein the Malibu a s an engineer,
t pilot and instructor: Ron Cox is a retired senior army aviator, former Training Center manager for
per Aircraft andvice PresidentofTrainingfor SimCom International. Both are ATPrated pilots who
111bringtheir experience to you tomake you a more knowledgeable, safer pilot.
MAI.MIR-2
Diversified t r a i n i n g subjects:
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Lester Kyle
With over thirty years of instructing
and 10,000 hours of flying time, Lester
specializes in ratings upgrades from
Private to Commercial and Commercial to
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.

1. It is night, it is also IMC, -2 C, yet
frost on window prevents you from seeing
the wings. When would you know to
inflate the boots?

5. Icing conditions existed until 1,000
feet AGL on approach. What should be
the aircraft configuration and airspeed
.during approach?

2. Your pitot tube ices over and airspeed
is now zero. What MAP setting would
allow a good controlled instrument
approach?

6. List the steps of preparing your
aircraft for entering ice.

3. Alternate engine air is a must before
entering icing conditions. When should
it be moved back to primary once back in
the clear?

7. You have cycled the boots to remove
ice, not being able to see the boots. How
would you know the cycle was normal?

8. True or False. Flying into icing
conditions with only one alternator
functioning is OK?

4. A X-wind of 15 KTS gusting to 30
KTS and variable 20150 from the left.
What would be your approach speed and
aircraft configuration?

PA-46-350P
Left Wing MLG Door Cracked

finished, extra cuution should be
taken prior to the acceptanceflight.

down when the right main gear
collapsed. Minor damage resulted.

During the annual inspection, a
crack was found in the bottom skin
of the left wing. The crack was .75
inch long and started at the front
comer of the left main gear door.
The crack was located .I250 inch
aft of the S.B. Reinforcement kit.
The crack ran parallel to the spar
reinforcement patch.

On final, I attempted to put down
the landing gear. The gear appeared
to operate normally, but the right
main gear light was not illuminated.
However, all other indicators that the
gear was locked down were
functioning normally. I recycled the
gear, and also tested the gear-locked
horns for proper operation.

When the mechanics lifted the
aircraft, the gear came right down,
but the downlock hook didn't
function properly. I had just picked
up the aircraft from the paint shop,
where they apparently got too much
overspray on the gear, resulting in
the hook binding.

Thefollowing isfrom a NASA
Alert and stresses the point that
whenever a refurbishment is

The reporter suggested that the
I advised the Tower of the paint shop be requested to jack up
situation, executed a fly-by, and was the aircraft and exercise the landing
advised the gear was down. I made gear several times before releasing
the approach again and set the aircraft the aircraft to the owner. ,,,-
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XHIS NAME HAS MEANT
A~A
Piper IN THE

MIDWEST.

Too!

CALL THE PROSIN DES MOINESFOR YOUR MALIBu AND PILATUS
NEEDS.

YOU'LLBE GLADYOU DID!
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According to the certificate Ireceived,
and the one hour on board live video, I
performed just about every maneuver you
could thinkofincluding action inamilitary
restricted area featuring "Soviet" missile
sites, airport and nuclear bomb targets as
well as a strafing pit.
Imagine 350 knots at tree top level
with a straight vertical climb out to 8,500
feet!
This was my first Warbird and
acrobatic experience - what a way to go!
Needless to say, I learnedquite a bit about
flying and what airplanes are capable of.
I highly recommend this experience to all
my fcllow Malibu drivers. Incidentally,
Karen gave me this flight for Christmas
(In case any of you out there are hard to
shop for).
Look forward to seeing you all in
Nashville.
W . G . Frick

Dear Sy :
Anyone have any ideas on some
modification to the relief tube to make it
easier to stow? The setup on my '86
Malibu drives me nuts.
Bob De Long, Sr.

suddenly and precipitously nosed over.
I had to quickly disengage. It tums out
that my chronic but intermittent problem
with Mode C was the culprit. After
getting a new encoder, things worked
fine (until my transponder decided to die
over Cuba!). Let's all ignore the ROC
and watch the airspeed!

Thefollowing wasposted, unsigned,
to the Members Private Discussion
Group 2 page of our M*MOPA web site
and is afollow-on to the write-up on the
autopilot Pitch-Up in this issue.

Cliff Meyers is a 19-year-oldcollege
student from Springfield, MO. He's a
positive young man with a bright future,
who has forged an unusual friendship
with two Malibu pilots from Kansas.

I did not yet read the AvWeb article,
but I also experienced a similar incident.
I was climbing using altitude pre-select
in IMC when I notice airspeed decaying.
Reducing climb rate on the pre-select
did nothing. I disengaged and checked
it out later. I was unable to replicate the
incident.

What is the connection? How did
these friendships develop? Cliff was
seriously bumed several years ago in an
automobileaccident. His injuries needed
the expertise of bum specialists and,
with the support of his family and friends
from the SpringfieldShrineorganization,
he was accepted for treatment at the
Shrine's Cincinnati Bum Institute. The

Some months later, I was descending
using the pre-select when the airplane

Continued on Page 50

1RAINING
WEEKEND TRAINING AT YOUR
LOCATION OR OURS.
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many surgeries, treatments, and
evaluations found the Meyers' family
car strained to the limit, along with their
bank accounts. Although medical
expenses were covered, the
transportation from southwest Missouri
to southern Ohio weighed heavily on
family resources.
Cliff's mother, Sherry, read a story
in the newspaper about a teenager with a
brain tumor being flown each month
from Springfield to Houston, TX, by an
organization of volunteer pilots. She
placed acall to Wings Over Mid-America
in the Kansas City area and inquired
about transportation for her son. Cliff's
story left no doubt in the mind of the
Wings' mission coordinator and founder
Jim Stevens, and he immediately went
looking for a pilot whose plane had the
range and power to fly such a mission.
Malibu owners SteveandTy Carter,
Wings only father-son pilots, flew to
Springfield the following week and found
a new friend - Cliff Meyer - as they
headed toward Cincinnati and the Bum
Institute. Two months later it was time
for Cliff to return for his bum mask to be
checked, and Wings volunteer pilot Jeff
Greenberg of Wichita, KS headed his
Malibu toward Springfield and
Cincinnati with Cliff.
"Cliff knows that he is lucky to be
alive", Greenberg said, "and he really
appreciates the Wingspilots." Greenberg
goes on to say that Cliff is so motivated
to get the treatment he needs that he has
driven the distance by himself and ridden
a bus on several occasions. "Helping
someone like Cliff makes me feel like I
am really making a difference in the
world," he said.
Wings Over Mid-America, Inc. is a
volunteer, non-profit organization
dedicated to assisting individuals with
special needs requiring emergency air
transportationand for whom commercial
transportation presents a financial
hardship. Wings has 88 volunteer pilots
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on its roster, who donate their time,
airplanes, fuel and a sincere desire to
help people in medical, personal, and
financial crisis.
Wings has flown over 120 missions
for almost 75,000 miles since becoming
operational in September 1995. Wings
flies primarily in the Midwest, but as
part of Air Care Alliance, a national
network of similar groups, it is possible
to link pilots to provide needed
transportation across the country. Other
Malibu pilots on the Wings roster include
Bill Spumng of Evansville, IN; Steven
Jones, Topeka, KS, and David
Schoonmaker in Denver, CO.
Cliff has been told that his treatment
could continue over several more years,
and for the surgeons to
continue their work a great
deal of travel lies ahead.
Wings is ready to help. Both
the Carters and Greenberg
look at flying missions as
their way to give back to the
community, and as Cliff
tackles both his healing and
his college education, all
three Malibu pilots will be
there for him while doing
something they love to do flying. Who knows? These
Malibu pilots may even find themselves
helping Cliff study for exams from time
to time.
If you're interested in flying your
Malibu with the Wings organization and
helping people like Cliff Meyers, call
1-800-474-9464 for an application and
information. People Helping People In
Need! That's what Wings is all about!
Terri Clamons,
Program Coordinator,
Wings Over Mid-America, Inc.

year period, the airplane apparently flew
flawlessly the first time out.
Finally getting airborne about 11:30
AM on May 9th, Van's 76th birthday, at
first the gear was left down and a few
maneuvers were performed over the
airport. Feeling comfortable with the
airplane, Van pulled the gear up and
made a high-speed pass over the runway
at Albert Whitted Airport and gave
everyone a taste of the real power in the
pressurized Lancair.
Powered by a Continental TSIOSSOC, Van plans to enter the airplane in
the Great Cross Country Air Race -and
plans to win!
Paul Neuda

MOPA

I . Approximately 20 KTS of airspeed
loss.
2. It varies from model to model. Your
instructor should have advised you on
this, otherwise youcould have aproblem.

3. As close to the end of the flight as
possible under some conditions after
landing.
4. Minimal flaps for runway and allow
112 of gust factor to normal approach
speed,
5. No more than 20 degrees of flaps and
add 15 KTS to normal approach speed.
6. Alternate engine air, prop, pitot,
windshield, and stall heat.

Dear Sy:
Henry Van Kesteren finally got to
fly his Lancair IV P. Built over a three-

7. The surface de-ice light would be on
for 18 seconds with a flicker each six
seconds.

8. False, absolutely not.

MOPA

Thanks for letting Vision Aire

We enjoyed t h e opportunity to be p a r t o f your Sixth
Annual MaMOPA Convention & Fly-In. We appreciate
t h e hospitality we received . . . and t h e friends we made.
Please call us a t 800-288-1655 f o r more
information about t h e VisionAire Vantage.

R P O R A T I O N
A t Spirit of S t . Louis Airport
595 Bell Avenue
Chesterfield, MO 63005
C O

Use Caution - Continued from Page 23

by our thoughts. There are at least two
ways in which our thinking can affect our
perception of reality. First, much of what
we call reality is arrived at by a process of
thinking called inference. An inference is
made when we attempt to come to a
conclusion about something on the basis
of something else we already know or
think we already know. Most of what we
take to be reality consists, to alargeextent,
of things we have inferred, and not what
we have actually observed.
I still recall when, as a student pilot,
my CFI took control of the aircraft and
had me close my eyes. After maneuvering
the aircraft he asked me to state its attitude
without opening my eyes. After opening
my eyes, I was amazed. to learn that we
were in a climbing left turn when my
inference (what I knew orthought I knew)
was that we were flying straight and level.
A faulty inference based on inadequate or
incorrect information can result in a faulty
decision, which in turn produces a faulty
action. Once this cycle begins, it can
become a self-perpetuating monster,
capable of creating a chain of errors to the
point of fatality.
Faulty thinking is a habit. It happens
daily, creating problems in every area of
our lives. If you find yourself frequently
"creating wreckage" and then regretting
and repairing your actions, you may be
stuck in a pattern of faulty thinking.

first place honors in the Air Force Gun
Smoke competition (comparable to the
Navy's Top Gun Award). His style of
thinking and acting in and out of the
cockpit was the same -respectful, careful
and thoughtful - whether he was dealing
with people or planes.

distractions, drug, alcohol or medication
impairment, etc., all contribute to
physiological breakdown, making us more
vulnerable to more faulty thinking.

Second, the valuejudgments we make
about events in our life also shape our
view of reality. For example, suppose
your plans to fly to a financially important
business meeting are unexpectedly
threatened due to rapidly deteriorating
weather creating below minimum
conditions. You might interpret this event
as the worst possible thing that could
happen to your plans and judge the
outcome of canceling your flight as
extremely negative, feeling as though you
may never get another chance at such a
lucrative business opportunity.

Thoughts are the stuff action is made
of. In our example, irrational thinking
fueled by negative feelings could lead you
to jeopardize your life by acting in a way
you should not (flying when you should
not fly). To control your actions you must
first control your thoughts.

But you could, alternatively (and
more rationally), interpret this event as
merely unfortunate, or even as a good
thing, depending upon whether you can
put it into a perspective that values safety
over money, or whether you believe a
delay or cancellation could work
strategically in your favor or whether you
believe in the potential for other attractive
business opportunities. Notice how the
different value judgments we make about
what has happened to us influence and
direct our interpretation of reality.

Our Thinking Largely Determines
Our Feelings and Emotions

Please don't assume that how you
thinkandact in thecockpit willbedifferent
from how you otherwise behave. Quite
the contrary. Since thinking styles, mindsets, attitudes,etc., are deeply programmed
habits, they are in fact the very first and
most natural course of action we follow in
any given circumstance, and most
especially in a threatening situation
requiring immediate action. If you have a
tendency toward arrogant impulsive
behavior on the ground, you'll quite likely
find that to be your dominant style of
thinking and acting while piloting.

Making value judgments about the
events in our life can also determine our
feelings or emotions about these events.
For example, by telling yourself the missed
business meeting is "the worst possible
thing that could happen," you produce a
feeling of being upset, angry and anxious.
The more negatively you view the event,
the more intense your negative feelings
about the outcome will be. These feelings
of negativity are self-defeating and serve
to reinforce your thinking that this event
is a temble thing.

On the other hand, a positive example
of this comes to mind when I think about
one of the most careful and thoughtful
people I know, a brilliant pilot who as a
fighter-jock earned (among many other
flying achievements) the distinction of

Research has shown that over thirtyfive damaging physiological changes
occur within the body as it responds to
negative emotions. Negative emotions
(worry, anger, resentment, etc.), and other
factors such as fatigue, hunger, pain,
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Our Thinking
Influences Our Behavior

Knowledge is a powerful component
of correct thinking. That's why smart
pilots continually train - to learn and relearn information upon which correct
(safe) thinking is based. But sometimes
knowledge alone is not enough to insure
correct thinking. Sometimes we invite
disaster through faulty reasoning, which
occurs when we justify a questionable
action in spite of what we have actually
observed (learned) to the contrary.
Using faulty reasoning in an attempt
to exempt us from established principles
of flight (it won't happen tomementality)
is comparable to swimming up-stream
while wearing a lead-weighted straight
jacket - it's an irresponsible waste of
energy which ignores the laws of physics
and can produce dreadful consequences.
I recently read about a physician who
continues to smoke tobacco in spite of
what he has actually observed about its
devastating effect on his health. Why do
we do the things we do?
Clear, quick and realistic thinking is
not always easy to come by, especially in
a moment of impending crisis. But it is
always in our power to re-interpret a
situation and re-direct our thinking. Even
in a moment of impending crises. It takes
awareness, continual training and practice
to develop correct thinking skills until
they become a habit-knit part of our
character. The process of correct thinking
has its roots in personal responsibility.
Believing you alone are responsible for
your thoughts, feelings and actions will
empower you to take command of your
life - in and out of the cockpit.
Why do we do the things we do?
Think about it.
MOPA
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ADVERTISING

TRAINING UPDATE
THE FOLLOWING FACILITIES OFFER INITIAL AND/OR

RECURRENT

TRAINING FOR THE MALIBUDMIRAGE

Display Rates

-

Full Page

Black &White
With One Color
Full Color

Half Page

Black & White
With One Color
Full Color

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

Classified Rates
The classified advertising section includes
used aircraft, services and used equipment.
Three column format (column width 2-3116").
Regular line classified (42 typewritten
characters per line - including spaces).
Per insertion

$40.00

ENGLEWOOD,
CO / JUN27 - 28
HAYWARD,
CA / JUL 12 - 13
GRAND
RAPIDS, MI / JUL26 - 27
DESMOINES,IA / AUG9 - 10
PORTLAND,
OR / AUG30 - 3 1
NASHVILLE,
TN / SEP9 - 10
M * M O P A CONVENTION
GROTON,
CT / SEP20 - 2 1
A u s n N , T X / OCT11 - 12
BALTIMORE,
MD / NOV8 - 9
Or by appointment

INITIAL AND REFRESHER
TRAINING
AVAILABLE AT FACILITY,
OR CAN DISPATCH TO OWNER'S
BASE ON REQUEST.

Publisher reserves the right to refuse or withdraw advertising. You will be invoiced for
payment.

F.A.C.T.O.R.Y., INC.
VEROBEACH,
FLORIDA
(561) 562-5438

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

INITIAL
AND REFRESHER

For space requests and scheduling, Call
Heather Blanchard, Executive Director
M4OPA Headquarters
1937 Grape Street Denver, CO 80220
(303) 399-1440 1 Fax (303) 394-2539
Send all ad materials to the Publisher:

The Jemar Company
3409 North Valdosta Road ISte 200
Valdosta, Georgia 31602
The Malibu~MirageMagazine is currently distrib
utedto allregistereddomestic owners of the PA46
aircraft, i.e., approximately 700+. Distribution tc
active members world-wideis approximately 38%.

TRAINING
ON REQUEST WITH

LESTER
KYLE.

IMAGE
AIR
(FORMERLY
APEXFLIGHT
SERVICES,
LLC)
BLOOMINGTON,
ILLINOIS
CALL:1-800-262-8247

INITIAL
AND REFRESHER

TRAINING PROVIDED ON REQUEST.
JAYALLENIS DIRECTOR
OF

MALIBU
TRAINING.
FLORIDA SpruceCreek Fly-in- America's
Premier Fly-in Community. 4,000' paved
lighted runway, paved taxiways, fu
11service FBO, golf and tennis Country Club.
24 hour security, 15 minutes from Daytona
Beach International Airport and the Ocean.
Pilots Serving Pilots. Pat and Lenny Ohlsson.
Spruce Creek Fly-in Realty. 800-932-4437.
Evening 904-761-8804.
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September 10-14,1997 - 7th Annual Convention
To be held in Nashville, Tennessee.

Malibu is an mlane
Not a Beach
the
PIM
Booth
During
the
Nashville
Convention

You no longer have to be concerned about your Malibu insurance. Simply call Professional lnsurance Management
-the ONE insurance agency that completely understands your protection needs - and let them take the
worry out of your life. Mona Rathmel or Tim Bonnell of
Professional lnsurance Management will handle every aspect of your aviation insurance exactly the way you want it because they know Malibus and the people who fly them.

-

of

Call to1I-free 1-800-826-444

mi
bh)

Management

AVIATION INSURANCE -'

I
-

2120 Airport Road
P. 0. Box 12750 Mid-Continent Airport
Wkhita, KS 67277

1-316-942-0699 FAX 1-316-942-1260

-
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Now that you've invested in a Malibu, the most
important thing you can take on board is experience.
Am'tudes Piper Aircraft's only approved training
- center, will prepare you to pilot a Maliiu as no .
one else can.
.
&is& o m s the
type-spear simhtor tor
h@bu and Malibu Mirage airplanes in the world.
In our simulator you will gain invaluable experience
dealing with adverse weather conditions and system
malfunctions that would be impossible to duplicate in
wbll-fl:-\t.
1wa1 q In fact, the simulated situations are so realis. -ptlc and'
approve .
Attitudes c ---
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