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"Compared  t o  

the PC-12,  

a  s m a l l  j e t  

i s  rea l l y  

NO BIG 
THING." 

A necessary fuel 
stop of 45 minutes 

St. potawbmq in Winston-Salem 
is included in 
the CitationJet 
t r i ~  time. 

la mc. 

" I  CAME VERY 

Pe CLOSE TO BUYING 

A S M A L L  JET," 

says PC-12 owner Bob Edwards, President of 

RoadTrailer Rentals Inc., in Ontario. But that was 

before he realized how much more airplane he 

could get in a Pilatus 

Like over 75% more 

pressurized cabin 

volume, for example. ,J 
A huge cargo door. 

And dramatically higher 

operating efficiency. All for hundreds of thousands 

of dollars less in acquisition costs. 

"I thought I needed the speed of a jet," says Bob, 
whose airplane happens to mark the 

100th PC-1 2 delivery Wmddwide. 

"But flying the PC-12 d m  to our 

home in Florid?, with 5 or 6 of our 

fiiends, we would rll b more room, 

we'd spend a lot less money getting 

there, and we'd arrive only minutes later than the jet.* 

That's because the jet has to stop fix &el, and 

we don't, since the PC-12 delivers far more range." 

In fact, up to 79 % more with six passengers. 
Like many other PC-12 owners, Bob remains 

successful by getting more mileage out of each 

dollar invested. 

For more information, please c J I  1 800 Pilatus (745-2887) 
or visit us on the web at www.pilatus-aircraft.com 



David Coats 
President and Board Member 
- - 

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

David served in Vietnam as  an Army 
flight surgeon and a radiologist. After 
entering private practice in Tyler, 
Texas, he traded his Cessna 180 for a 
Twin Comanche, earned his ATP and 
four years later he bought N4388M in 
1987. It was the first Malibu Queen of 
the Fleet at Sarasota in 1991, and Best 
of Show at Monterey in 1996. 

He and his wife, Emily, live in Tyler, 
Texas. He says all members and any 
would be Malibu owner is welcome to 
visit him and his pampered plane at 
Tyler's Pound Field. 

In the last issue of the M-MOPA 
many thanks were given for our writers 
and contributors to the M-MOPA publi- 
cation. Well, after reading all the articles 
in the last issue, I would like to say once 
more, "Thank You." This publication, 
under Sy's editorship, has truly become 
the best. One of our local new members 
confided to me that the M-MOPA maga- 
zine was of more value to him than any 
aviation publication he gets. 

Final plans for the convention in San 
Antonio are being made. Our host, and 
new board member, Richard Bynum has 
gotten the Alamo City ready for our 
gathering. He has had a lot of help from 
our past President, Bill Alberts, with the 
convention details and planning and has 
advised me that this convention is going 
to be, as all the presidents before have 
said, one of the best. Being a native 
Texan, it certainly pleases me to inform 
the membership of this status. San An- 
tonio has a deep historical significance 
to all Texans and freedom lovers every- 
where. 

Pre-convention Activiry 

Don't forget this low pressure event 
-the "chamber rides" -under the super- 
vision of CAMI (Civil Aeromedical In- 
stitute, the Aeromedical Education Di- 
vision of the FAA out of Oklahoma, 
City) will take place on Wednesday, the 
23rd of September. At present, there are 
still some openings available. However, 
I would not wait to the last minute. 
Don't delay on this. Send your applica- 
tion (previously sent out as a supplement 
with the magazine earlier this year) to 
CAMI, if you are not already registered, 
and plan on attending this event. 

YOU WILL NOT BE ABLE TO 
ATTEND THE CHAMBER FUNC- 
TION UNLESS YOU HAVE REGIS- 
TERED THROUGH CAMI. 

This activity consists of a morning of 
classes on pulmonary and aviation physi- 
ology for pilots and then an afternoon of 
training in the "chamber" under the 
watchfuleyes of military/civilian instruc- 
tors to be certain no one becomes too 
hypoxic, etc. We will have the opportu- 
nity to experience insidious hypoxia as 
well as explosive decompression. The 
opportunity to watch your colleagues - 
as well as experience these events your- 
self under controlled conditions - could 
be a lifesaving experience. 

The convention formally gets under- 
way on Thursday, and our new Executive 
Director and also this year's academic 
Chairman, Russ Caauwe, has really got a 
program for us. Archie Trammel, with his 
well known Radar Course, will be the 
featured speaker. Multiple other breakouts 
will also run concurrently. The lead engi- 
neer and project manager, the main design 
man for the PA-46, Jim Griswold, will 
deliverthe Hyman MemorialLecture. This 
is definitely a treat. 

Additional phenomenal speakers in- 
clude Victor Belenko. A MiG Pilot, he 
will regale us with his "Journey to Free- 
dom". Naturally, Chuck Suma will give 
us an update on Piper and the Meridian's 
status. The Meridian mock-up will be at 
the hotel for all to see. 

On Saturday, after two full days of 
academic stress and two full evenings of 
San Antonio festivities, a full -but not 
too full - day at San Antonio Interna- 
tional Airport is planned with Queen of 
the Fleet judging, flight demos, static 
demos, and a Texas style lunch. That 
will be followed by a series of clinics. 
Then, we all head back to the hotel for 
Saturday night. 

By the way, Richard Bynum has a 
real treat in store. I believe it may even 
outdo the incredible evening we all had 

Continued on Page 10 
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MalibuIMirage Lighting Systems 

How many pilots does it take to 
change a light bulb? Just one, if he or she 
has the right information! Changing 
selected lamps on the Malibu/Mirage is 
one of the tasks that the average owner or 
pilot can perform with just a few tips and 
some basic hand tools. 

In this article, I'll give instructions 
on how to accomplish some of the sim- 
pler lamp changes, as well as provide a 
list of part numbers for various lighting 
system components. I'll also give some 
suggestions as to what to do if it turns out 
that the lamp isn't the problem at all. 

Remember, always handle lamps with 
tissue to prevent the natural oils in your 
skin from shortening lamp life. 

Navigation lights 

Remove the two lens retainer screws, 
then remove retainer and strobe lens 
assembly. Caution: support the nav 
light lenses to prevent them from falling. 

To replace the forward lamp, remove 
the colored lens and place it somewhere 
safe. While pushing lightly, turn the 
lamp approximately 114 turn counter- 
clockwise, then pull out. Install the new 
lamp by sliding lamp into its socket. 
While pushing lightly, turn the lamp 114 
turn clockwise. 

To replace the aft nav light lamp, 
loosen the small screw on the ceramic 
socket and pull the lamp from the socket. 

Kevin is an IA who has specialized in MalibuIMirage maintenance for 14 of his 
20 years in general aviation. He is a licensed private pilot with a multi-engine 
rating. Kevin recently formed his own business, Mead Aircraft Services, which 
he runsfrom a small farm in Inman, Kansas. He will continueto provide support 
for the MalibuIMirage fleet in the US. and abroad. 

Push the new lamp into the socket and 
lightly tighten the screw on the socket. 
It's very important that the socket screw 
is loosened before installing the lamp to 
prevent breaking the socket. (Don't be 
surprised to find the socket already bro- 
ken. Of course, you should find a me- 
chanic to replace the broken socket be- 
fore installing the new lamp.) 

After replacing either lamp, reinstall 
the lenses and retainer. When reinstall- 
ing the retainer, be sure to put the short 
screw in the aft hole. Lightly tighten the 
two screws until the lenses are secure. 

Strobe lights 

Caution: always wait five minutes 
after the strobes are switched off before 
touching the flashtube or powerpack. 

An inoperative strobe light is usually 
caused by a failure of either the power 
pack or the flash-tube. (Note: often, an 
ugly, discolored flash tube can still work 
perfectly so don't assume it is the prob- 
lem without first troubleshooting.) The 
average pilot can easily determine which 
of these is the problem by simply switch- 
ing the left and right wing tip power 
packs from one side to the other. 

To do this, remove the screws from 
the outboard wing inspection panels. The 
powerpack will be attached to the inside. 
Disconnect the two electrical plugs from 
the powerpack. The powerpack will 
remain attached to the inspection panel. 
Carry the panellpowerpack to the oppo- 
site wing and reattach. Note: the power 

supply plug has two wires and the output 
plug has three wires. If the problem 
stays on the original side, the flash-tube 
is at fault. If the problem has migrated to 
the previously good side, the power pack 
is at fault. 

New and overhauled strobe light 
powerpacks are available or, if time al- 
lows, the unit can be repaired. 

If the flash tube is bad, call a me- 
chanic. The replacement procedure re- 
quires some special tools and is difficult 
and tedious. 

To replace the powerpack, simply 
disconnect the plugs and remove the 
four screws that attach the powerpack to 
the outboard wing panel. Re-attach the 
new, repaired or exchanged power pack 
to the inspection panel, reconnect the 
electrical plugs and reinstall the panel. 

Landing light 

Remove the two screws attaching the 
wires to the lamp. Remove the four 
screws located on the forward support 
around the lamp. Slide the defective 
lamp out and slide the new lamp into 
position, indexing the tab on the lamp 
with the notch on the aft support. Rein- 
stall and tighten screws. Reattach both 
wires to the new lamp. 

If the lamp is not at fault, inspect for 
broken wires in the wheel well. On rare 
occasions, the control relay or nose gear 
limit switch may be the problem. 

Continued on Page 8 
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Taxi lights 

Remove the outboard wing inspection panel with the 
strobe power pack attached. Remove the four screws on the 
taxi light lens (two on the top side and two on the bottom side 
of the wing). Remove the light and bracket assembly from the 
opening and cut the two wires or existing butt splices. 
Remove the light from the bracket by removing the small hex 
screw. (A modified - shortened - 3/32" hex wrench will be 
required to prevent damage to the lamp.) 

Install the new lamp on the bracket using the original 
screw. Reconnect the wires using new butt splices, and 
reinstall the light and bracket assembly into the wing using 
the original screws. Reinstall the inspection panel. 

A longer service life for your taxi light lamp can be 
obtained by installing a Precise Flight Pulse Light System. 

If a new lamp doesn't do the trick, broken or loose 
connections may be the problem. Give up, and call your 
mechanic. 

Annunciator lights and gear down lights 

These lights contain two small lamps. If one is burned out, 
the lens will have a darkened area. Be sure to replace the bad 
lamp before its twin bums out. 

Push in lightly on the lens. The lens assembly will pop- 
out slightly. Be careful while gently pulling the lens out 
because it will be attached to the socket assembly by a wire. 
Carefully lay aside the lens assembly which should remain 
attached by its wire. Then, pull the bad lamp out of its holder 
and insert a new lamp. Very gently slide the lens assembly 
back into the socket until the latch pins click. 

Note: If the lamp assembly won't stay in place after 
repeated insertion attempts, don't force it. Get help from a 
mechanic. 

' Reading l courtesy lights 
Ice light 

For the Malibu, remove the two support screws and pull 
the light bezel assembly from the headliner while squeezing 
the ears of the light socket together. Then, remove the socket 
assembly from the bezel. To remove the lamp from the 
socket, apply light pressure and turn counter clockwise. 

Insert the new lamp into the socket by applying light 
pressure while turning the lamp clockwise. Clip the socket 
assembly into the bezel by squeezing the socket's ears while 
pushing. Carefully reinstall the light bezel assembly into its 
opening in the headliner. 

For the Mirage, simply pry the light ring downward and 
remove the lens and ring. Remove the lamp by applying 
pressure while turning 114 turn counter-clockwise. 

Install the new lamp by applying gentle pressure while 
turning 114 turn clockwise. Reinstall the ring and lens. 

Post lights 

Inoperative post lights are not always caused by a bad 
lamp. If the lamp does not appear obviously bad, try pulling 
the lamp out of the hood slightly and reinstalling the hood on 
the post light socket. Sometimes this will fix the problem. 

If this adjustment does not work, the problem may be a bad 
lamp. Remove the post light hood from its socket by pulling 
aft. Remove the lamp from the hood. Push the new lamp into 
the hood and return the hood to its position in the post-light 
socket. 

Don't try to replace this one yourself. Although the more 
adventuresome mechanic can change the lamp by merely 
loosening the sidewall, replacement of the ice light usually 
requires removal of the side panel. 

Listed below are part numbers for some lighting system 
components. 

............................... Wing nav lights A7512-24 
........................ Aft nav lights (white) A508-28 

Aft nav light socket ................................. A507 
Strobe light flash tube ............................. A610 

........................... Strobe light flash tube A1610 
............................................ Landing light 4596 

........................................... Taxi light A775-28 
.................................. Readinglmap lights 1495 

.................................................... Post light 327 
....................... Annunciator and gear lights 327 

......................................... Ice light A7796A-24 

In conclusion, reports that I have fallen off the edge of the 
earth are greatly exaggerated. I am alive and well in the 
middle of Kansas. I plan to work out of my home and can be 
reached at (316) 585-2180 or paged at 888-974-0816. 

Please don't hesitate to call me to discuss your Malibu 1 
Mirage or just to ask me "Why Kansas?" 
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The President's Comer - Continued from Page 5 

in Monterey at the famous Sardine 
Factory. 

What more can I say. Y'all come. 
You will have an opportunity to learn 
more about your plane and its future in 
three to four days than you can experi- 
ence in a year. Besides, San Antonio is 
truly a destination city. 

Thank you all for the continuing sup- 
port and comments that we have been 

receiving. The web site is constantly 
improving and the activity on our new 
web site has been phenomenal. 

Since the last magazine we have had 
three Malibus go down. Two were "ap- 
parently" related to engine failure on 
final and preliminary reports are that 
both pilots were uninjured. Planes were 
substantially damaged (one was under- 
water at the time of this writing, as far as 

accident took place at approximately 
2:00 AM in the mountains in IFR condi- 
tions on a DME arc approach. 

Hopefully, we will have more info on 
these for presentation at the convention. 

Fly Safe! Mark your calendar for 
San Antonio, September 24th through 
September 26th for the convention, and 
if you take the Chamber Ride, then plan 

I know). One of the accidents apparently on arriving on the 22nd. 
resulted in two fatalities. Occurring on a 
flight from Wisconsin to Montana, the 

AIRCRAFTCOVERS 
CANOPY COVERS AND INTAKE PLUGS 

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

Covers Also Available: 
Windshield Only 
Engine Propellers 

3RUCE'S CUSTOM COVERS TOLL FREE (U.S.): 800/777-640: 
189 E. California Ave. PHONE 408/738-395! 
hmnyvale, CA 94086 FAX 408/738-2725 
custom made utilizing the latest in fabric and sewing technology 
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OVER THE PAST MONTH OR SO I HAVE RECEIVED MORE 

REPORTS OF VARIOUS GEAR PROBLEMS, SO 1 THOUGHT IT MIGHT BE 

BENEFICIAL TO DISCUSS SOME OF THEM IN MORE DETAIL. 

David Conover 

David is the Vice President of Service 
Sales for SkyTech, Inc. He has been 
employed in general aviation for over 
15 years following a stint in corporate 
aviation with Falcon Jet. David has 
worked with all phases of Malibul 
Mirage service including 
avionics installations and major 
airframe repairs. Prior positions 
include Service Manager for SkyTech, 
Inc. and the Designated Service 
Advisor for The New Piper Aircraft with 
a responsibility of seven Northeastern 
states. 

A graduate of Spartan School of 
Aeronautics, David is an FAA licensed 
Airframe & Powerplant mechanic. 
Additionally, he holds a Private Pilot. 
Instrument License and is Malibul 
Mirage qualified. 

In the last issue I discussed some of 
the more frequent landing gear prob- 
lems on the PA-46 aircraft. I would 
also like to discuss a recent occur- 
rence with a sequence valve in a Mi- 
rage aircraft. 

The two most commonly reported 
discrepancies with the landing gear 
were erratic landing gear indications 
and hydraulic pump cycling. 

There have been several cases of 
the RH main landing gear indicator 

In the last issue, I also mentioned 
the replacement of the micro switches 
and the addition of washers in accor- 
dance with Piper Service Letter 995 
on the Gar Kenyon landing gear actua- 
tors. I have received several reports of 
some difficulty in replacing the 
switches. As a reminder, the switches 
are mounted on a small PC board and 
are readily accessible on the actuator. 

However, the aircraft must be 
jacked to allow the partial retraction 
of the actuator to insure a proper fit. If 
the actuator is not partially retracted, 
the switch will not fit properly and 
most likely will be damaged. In 
most cases when the switch fails, 
the landing gear green light will not 
illuminate. 

not functioning properly. On one oc- 
casion, it was simply a burned out 
lamp. Remember that there are two 
lamps in each annunciator. If a gear 
light seems a little dim, then one of the 
lamps is most likely burned out, and it 
should be replaced before the second 
lamp decides to give out. 

Another gear indicator problem is 
a little more discrete. It was noted that 
the RH gear light was very intermit- 
tent and did not "pop out" as easy as it 
should. Further investigation revealed 
that a radio tray screw was pressing 
into the assembly. The clearance along 
the radio rack assembly is very ad- 
equate. However, on the lower LH 
side of the radio racks, the clearance 
between the attachment rails and the 
gear indicator assembly is quite close. 
With all the after-market avionics op- 
tions, the radio racks are being filled 
from top to bottom, so this is an area 
that could present a problem. In most 
cases, this problem would be discov- 
ered on the ground checkouts. 

Additionally, a flight test is rec- 
ommended after any major installa- 
tion which will detect any possible 
discrepancies. 

The Parker Hannifin landing gear 
actuators have been pretty reliable 
over the past couple of years. How- 
ever, I have received several reports 
of actuators that will not indicate a 
down and locked position. The prob- 
lem seems to be exasperated by cold 
temperatures. 

Recent reports indicate that the 
problem occurs after high altitude 
flights which "cold soaks" the actua- 
tors. The problem can be difficult to 
identify on the ground. If the system 
wiring and gear rigging is inspected 
and found to be satisfactory, then the 
actuator will most likely need to be 
replaced. 

Continued on Page 50 

MaliMirage Magazine Summer 1998 Page 11 



MAUBU/MIRAGE SPECIAUSTS. A staff of thirteen maintenance veterans and a BendixIKing avionics expert 
provide superior technical support. As Northern California's only Factory Authorized Piper Service Center, in 
cooperation with AVEX, Inc., Flightcraft's Hayward facility combines MalibuIMirage experience with factory support 
and an extensive parts inventory. 

7'URN ENGINE I? GRAM. Flightcraft's unique QUICK TURN engine replacement program provides an 
overnauled engine directly rrom our inventory. No waiting for time consuming overhauls. Call for details about 
installing a balanced and blueprinted Lycoming engine in your Mirage! 

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

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

CALL JAMESALLEN 

800.752.7924 or 51 0.264-5567 

Pi" 
19990 Skywest Drive - Hayward, California 94541 

a PAPE' GROUP company 



Here are our new members since the 
last issue of the magazine. 

Lee &Diane have a 1995 Mirage. Lee 
is an 800 hour pilot with Private, Instru- 
ment and Multi-engine Ratings. 

Colin M. Cohen 
Dulles, VA 

Colin was referred by AVSIG, and 
holds Private SEL Fixed and Rotary 
ratings. 

Gary G. Miller 
N9292S 

Ft. Worth, TX 
Jonathan & Diana Sisk 

N9160X 
Lexington, KY 40511 

Gary owns a 1997 Mirage and is chair- 
man of Park Street Inc. 

Anthony P. Hurst 
N46WH 

Jackson, MI 
Jonathan & Diana have a 1989 Mi- 

rage. He owns an electronics manufactur- 
ing company. Lars Perkins 

N754MA 
Wayland, MA 

Anthony is the owner of Abecca 
Corporation. Gerald Babb 

N46TW 
Saratoga, CA Cheryl Spahn 

N345MM 
Cincinnati, OH 

Lars owns a 1986 Malibu and was 
referred by John Costello. 

Gerald owns a 1989 Mirage, which 
has a BFG Skywatch (TCAS) installed. John Brumit 

N364JB 
Elizabethton, TN 

Cheryl is a 5,100 hour ATP corporate 
pilot for Mowhawk Machinery, Inc. They 
own a 1990 Mirage. 

Rich Standt 
Gene Schussheim 

N9127L 
Tinton Falls, NJ 

John was referred by his brother Steve, 
another member. He is president of Carter 
Finance & Thrift Corp. 

Jack Culbertson 
N87NF 

Atlanta, GA Referred to us by Brooks Davis, Rich 
& Gene own a 1987 Malibu. Bo & Michelle Jacobson 

N36S 
Bloomfield Hills, MI 

Jack is Professor of Surgery at Emory 
University. His 87 Malibu has a lT6-34 
STC by Rocket Engineering. 

Robert & Maria Lotter 
N197MA 

Newport Beach, CA These folks have an October delivery 
date for a 1998 Mirage. They were ref& 
to us by Kris Layson of Northern Air. 

James Swink 
N462LT 

Tyler, TX 
Robert & Maria own a 1997 Mirage. 

They were referred by Richard Farnell. 
Robert owns a life insurance/financial ser- 
vice firm. 

Kevin & Brenda Foley 
N243KF 

Gatlinburg, TN 
James ("Jed") Swink is a corporate 

pilot for Corp Wings Inc. in Tyler, Texas. 
He was referred to us by Dave Coats, our 
president. 

Dan Lawson 
Silver Spring, MD Kevin & Brenda are owners of a 1998 

Mirage. Kevin is a hotel and theater owner. 
Dan was referred to us by Arnold Steven L. Perkins 

Sperling. N4386N 
Pipestone, MN 

Lee & Diane Korman 
N77PK 

Cherry Hill, NJ Continued on Page 16 
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Columbia Aircraft Sales, Inc. 
The Exclusive Piper Distributor & Service Center 

for New York, New Jersey & 
New England 

SnolaCatn: 
4 Authorized New York, New Jersey & New Eng- 

land New Piper Service Center. 
4 Staffed with factory trained technicians. 
4 High performance, single engine specialists. 

Allfimia 
4 Authorized senrice Center for Allied Signal, 

King Silver Crown & STEC Autopilot Systems. 
4 specializing in the installation of King, TrimMe & 

Garrnin GPS systems. 
4 Custom Design & Installation for all equipment 

& Inflight Enterta ' ~t Systems. 

Parts 
4 Authorized Piper Pmts distributor 
4 Direct connection to Piper's Parts Distnition Center 

for immediate confirmation of an item in stock. 
4 Fast, courteous service. 

S a k  
4 A Professional Sales & Technical Team with knowl- 

edge & expertise in all Piper models to help you find 
the right aircraft to fit your needs. 

4 Network of Authorized Sales Affiliates conveniently 
located through out Columbia's territory. 

One call Connects You To 35 Malibu/Mirage Experts! 
Experience The Co Zum bia Diflmence! 

Columbia Aircraft Sales, Inc. 
Groton-New London Avport 

Groton, CT 06340 
FAA Certified Repair Station W5R204N 

Phone: (860)449-8999 
Fax: (860)449-9924 

Email: columbia@pcnet.com 
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Dick was our M*MOPA President for 1994 and 1995. A retired USAF Colonel with 
28 years of Active, Guard, and Reserve time with about 2500 hours in fighters a s  a 
USAF Flight Surgeon, he is currently an Anesthesiologist in Austin, Texas. Dick has 
been a member of the M*MOPA family since a year after its conception. His hobbies 
are camping, backpacking, scuba diving, sailing, fishing, computers, and driving his 
truck, but his greatest love is flying his Malibu. 

The Most Prescribed New Drug in 
the History of Medicine 

By now, most of you have been ex- 
posed in one way or another to the often- 
humorous accounts and reports of the 
now most prescribed new drug in the 
history of medicine - Viagra (Pfizer, 
Inc). It's the latest baby boomer drug 
for some folks whose medical case his- 
tories show a need for its use. 

Yes, it works. Taken about an hour 
before sex, it will be effective for about 
4 hours in about 80% of participants. 
Viagra is, in the weeks after its release, 
the most prescribed drug in the country. 
It is selling at over six times the best 
antidepressant and hair growing drugs! 

Malibu pilots listen up. Even though 
some famous people report this agent to 
"be great", we don't know all the long 
term, frequent use, or even short term 
over-use ramifications about this new 
legally prescribed drug. I know it sounds 

marvelous. But, in my limited knowl- 
edge about this agent, I would be care- 
ful. The old saying still applies that few 
ever died from a cold, unless you fly 
with one! 

We Malibu pilots are usually push- 
ing ourselves into physiological ex- 
tremes. A little chemistry in our body 
can do some unpredictable things - es- 
pecially at altitude. What this drug is 
doing in the lower extremities is also 
doing in the vessels in your eyes and 
head. In my brief research of Viagra, I 
read that 3% of research subjects (at 
ground level) get bluetgreen visual halo 
disturbances. 

Also, a more common side effect are 
headaches - some "severe and blind- 
ing". This, according to the pharmaco- 
kinetics of this agent, is probably a vas- 
cular type phenomenon (i.e. Migraine 
type headache and visual disturbances). 
A pilot must be cautious of these pos- 
sible side effects. 

The data is just not out on this new 
drug. The best that I can see from my 
reviews is that a few of the test popu- 
lation (who interestingly did not want 
to relinquish the test drugs!) had blue/ 
green halo visual disturbances, and 
some had "severe headaches". From 
the pharmacology of this drug, I would 
surmise that these disturbances are 
vascular in nature like a migraine. 
There is no data for the use of this drug 
- even hours before flight for pilots. 

Folks, let us Flight Docs find out 
more about this drug before it is found 
in your blood samples at an accident 
investigation scene. This agent may 
sound good for lovers; but to me, 
doesn't sound to be too good to avia- 
tors. Come back with dialog on the 
Net site www.mmopa.org. Or, con- 
tact me at: txviking@swbell.net. 

We have a lot of Doctors out there 
flying the Malibu - come back with 
any better information. 

San Antonio '98 
MoMOPA's 8th Annual Convention 

September 23 - 27,1998 
Don't Miss This One! 
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M-MOPA Headquarters- Continued from Page 13 

Steven was referred to us by Attitudes 
Inc. He is CEOofEllison Meat Co, and holds 
Private and Instrument tickets. His 1985 
Malibu has the 550 conversion and spoilers. 

Guillermo Del Castillo 
N40PM 

Champaign, IL 

Guillermo (Bill) Del Castillo is a sur- 
geon and president of C.P.S. Ltd. He has 
installed extensive sound proofing in his 
1986 Malibu. With over 6,700 hours, he 
holds ATP and multi-engine tickets. 

Mickey Seeman 
4341V 

Jonesboro, AR 

Mickey is flying the veiy 1984 Malibu 
that I flew for 1,500 hours. It's agood bird, 
Mickey! 

Michael Freeman 
Montgomery, AL 

Michael is a 1995 Mooney Ovation 
owner looking for a new or late model 

Mirage. Welcome to our Association! 

John F. Hanson 
N9267Q 

North Platte, NE 

John is president of supermarkets in 
North Platte, Nebraska. His 1996 Mi- 
rage has spoilers and vertical profile 
radar. 

Blair T. McKendrick 
N398PM 

Farmington Hills, MI 

Blair is the owner of a brand new 1998 
Mirage and will be stepping up to the 
Meridian when it is available. 

Joe & Suzette Brumleve 
Effingham, IL 

These new members currently own an 
A36 Bonanza. Joe is the founder of three 
software companies and a CPA firm. 
Welcome Joe & Suzette! 

Donald E. Robinson 
N962DA 

Odessa, FL 

Donald is owner of Turko Packing 
Inc. He is a 2,000 hour Private pilot and 
is Instrument rated. Recommended by 
Henry Van Kesteren and Bill Marshall. 

Robert W. Muzzy 
N9095K 

Bend, OR 

Rob is owner of a motorcycle racing 
team. He has a 1986 Malibu. His pilot's 
name is Douglas Meyer. 

Owen & Sonja Mills 
NSlSM 

Venice, FL 

Owen & Sonja own a new 1998 Mi- 
rage. As an executive in Telecommunica- 
tions, Owen says he "builds obstructions 
to air navigation! ". 

Bob Welter 
NlllMK 

Mt. Dora, FL 

Bob is president of Data International 
Leasing. He has a 1989 Mirage and was 
referred to us by Attitudes, Inc. 

1996 and 1997 were outstanding years for Lester's Malibu Training Courses with 
50 aircraft and 68 pilots in 1996 to 68 aircraft and 80 pilots in 1997. That totals 
over 5 10 Malibu schools since 1984. Fly in for quality training, don't be fooled by 
the price. All my past customers are alive and well. 

Refresher From $370.00 Initial From $1 090.00 

Client Recommendations 

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

Sy Weiner 

For Scheduling or Further Information 

Call Factory, Inc. 561=562-5438 
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CHALLENGE YOURSELF 
EVERY TIME I FLY AND TRAIN IN A MALIBU OR MIRAGE, I CONSIDER 

MYSELF VERY FORTUNATE TO HAVE BEEN ASSOCIATED WITH THIS 

AIRPLANE AND WITH AN ENGINEER OF THE CALIBER OF 

JIM GRISWOLD FROM ITS VERY START. 

John Mariani 

John Mariani, a senior engineer at 
Northrop-Grumman, has been 
associated with Piper Aircraft 
Corporation for nearly 15 years a s  an 
engineer (on the original PA-46 design 
team since project inception in 1979 to 
FAA type certification in 1983), test 
pilot and, finally, ground and flight 
instructor in the Customer Training 
Center. 

His qualifications include, besides a 
degree in Aeronautical Engineering, a 
Master of Science degree in 
Mechanical Engineering, ATP, 
seaplane and Flight Instructor licenses 
for single, multi-engine and instrument 
with approximately 5000 hours of flight 
time. 

He is available (through Aviation 
Training Management of Vero Beach) 
for initial and recurrent training in the 
PA-46-31 0P and 350P. 

'hile conducting initial and 
refreshertraining for this out- 
standing airplane since 1989, 

I traveled to most of our beautiful USA, 
and to Canada, South America, and Eu- 
rope. Never, during all this training 
activity, have I had a moment that was 
dull or unpleasant. 

I have been welcomed into your 
homes and treated like a member of the 
family and a friend; I have gone to fancy 
restaurants with you or simply to a bar- 
becue in your backyard; and I sat in your 
living room talking about airplanes with 
you until the early hours of the morning. 
But, first and foremost, I have had the 
privilege (and I have always considered 
it a privilege) of training you in your 
airplane. Ican think of very few occupa- 
tions in which you can have as much fun 
and satisfaction as I did training in this 
airplane and still get paid for it. 

For all of this, and especially for 
putting up with me in the intense few 
days that we spend together during train- 
ing, I am grateful to all of you. This also 
applies to the friends that I have yet to 
meet and are taking the time to read this 
article. 

What I am about to tell you will 
probably shock you. You always heard 
that the most dangerous part of any flight 
is the drive to the airport. Well, that may 
be true if you fly the airlines, but if you 
fly a general aviation airplane, that's 
simply not so. According to NTSB (Na- 
tional Transportation Safety Board) sta- 

tistics for 1997, scheduled U.S. aircarri- 
ers had an accident rate per 100,000 
hours flown of 0.290, while the corre- 
sponding rate for U.S. general aviation 
was 7.5 1. Furthermore, for 1997, sched- 
uled U.S. air carriers had a fatal accident 
rate per 100,000 hours flown of 0.021, 
while the corresponding rate for U.S. 
general aviation was 1.42. 

What this all means in stark terms is 
that, in 1997, you were 26 times more 
likely to be involved in an accident and 
a staggering 68 times more likely to die 
by flying a general aviation airplane than 
a scheduled air carrier. Consider also 
that for general aviation, 1997 had the 
lowest accident (including fatal acci- 
dents) rate of the last 16 years. 

If you ever wondered why the insur- 
ance rate for flying your airplane is so 
high, the above figures might provide a. 
clue. Insurance companies are in busi- 
ness tomake aprofit, and they hate risks. 
What I just said may anger the marketing 
departments of some manufacturers and 
probably some of you as well, but it is a 
plain fact. 

Ladies and gentlemen, to say that 
our safety record, as general aviation 
pilots, is "not good" would be a gross 
understatement. 

The safety record of the PA-46, while 
not particularly bad, is not that good 
either. Let me stress that the airplane, 
by and large, is not at fault for this. I 

Continued on Page 18 



Challenge Yourself - Continued from Page 17 

have always considered the PA-46 as 
one of the easiest and most pleasant 
airplanes to fly. However, by its in- 
herent great capability (namely long 
range and high altitude), it can place 
you in situations and environments 
that will require the highest level of 
knowledge, skills, and judgment to 
master successfully. 

On the subject of required knowl- 
edge, one of my favorite subjects is ic- 
ing. Most of these airplanes have left the 
factory equipped and approved for flight 
into known icing, and the equipment and 
its operation is explained in the Ice Pro- 
tection System supplement of your Pilot's 
Operating Handbook. 

How many of you have taken the 

time to read, and especially to under- 
stand, this supplement from cover to 
cover? 

I know, it is not the most exciting 
reading, but in it there is information that 
can potentially save your life. 

Most of you regularly fly in -or at 
least have had a brush with - icing 
conditions. I have, and, quite frankly, 
I am scared of them. Even in an 
airplane equipped and approved for 
flight into known icing, I will do my 
best to avoid it. 

Your airplane, as many others, was 
(to quote the POH): 

"designed and tested for operation 
in the meteorological conditions of FAR 
25, Appendix C ,  for continuous maxi- 

mum and intermittent maximum icing 
conditions". 

As impressive as all this sounds, what 
exactly does it mean? 

In Figure 1, I have summarized these 
requirements. Where do they come from? 

Well, let me surprise you. These 
FAA icing certification standards were 
derived from a 1949 NACA (National 
Advisory Committee for Aeronautics - 
the forerunner of NASA) Technical Note 
(TN 1855), which summarized the icing 
research conducted during World War I1 
and immediately thereafter. 

In this report, four major types of 
icing encounter were identified. Two of 
them, you guessed it, were "continuous 

Continued on the Next Page 

FAR 25, Appendix C, 
Continuous Maximum lcing 

lcing encounter in stratiform clouds for 17.4 NM. 
Max. water droplet size of 40 microns diameter. 
0.15 grams per cum meter max. liquid water content 
with above droplet size. 

FAR 25, Appendix C, 
Intermittent Maximum lcing 

lcing encounter in cumulus clouds for 2.6 NM. 
Max. water droplet size of 50 microns diameter. 
0.40 grams per cum meter max. liquid water content 
with above droplet size. 

1 MICRON = ONE-MILLIONTH OF A METER 

Figure 1 : Summary of FAA icing certification standards 
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Challenge Yourself - Cont'd from the Prev. Page 

maximum" and "intermittent maximum" 
icing, which were later adopted as the 
FAA certification standards. ' 

The other two types of encounter 
were not adopted for icing certification 
for the simple reason that there was no 
known ice protection system that could 
effectively cope with them. They were: 
"freezing rain" (rain existing in the "su- 
percooled'"') state, usually as a result of 

(l)Supercooling occurs when water drop- 
lets remain in the liquid state at a tempera- 
ture below the normal freezing temperature 
(32°F or 0°C). Supercooling is a highly 
unstable state which will cause the water 
droplets to freeze on impact with the least 
disturbance. 

a temperature inversion) and "instanta- 
neous icing" (large water droplets exist- 
ing in building cumulus cells, where the 
strong lifting action would take them to 
an altitude where they would become 
"supercooled"). 

Well folks, guess what, we still do 
not have an ice protection system that 
can effectively fight these two bad 
boys. These latter two conditions will 
largely exceed the conditions of FAR 
25, Appendix C, for which your ice 
protection system was "designed and 
tested" (see Figure 2), therefore mak- 
ing you, upon entering these condi- 
tions, an unpaid test pilot. 

What makes freezing rain especially 
terrifying, besides its incredibly fast ac- 
cumulation rate, is the fact that you do 
not have to be in IMC to encounter it, but 

simply flying through rain at an ambient 
air temperature (below 32OF or 0°C) 
that allows the water droplets to become 
"supercooled". 

Of course, a freezing rain encounter in 
IMC, in the unlikely event that you sur- 
vive it, makes for an even more terrifying 
tale to relate to your grandchildren. 

Therefore, notwithstanding what your 
friendly airplane salesman has told you, 
your expensive ice protection system 
(for this or any other airplane certified 
under the same requirements) should 
only be considered an escape tool, which 
has been "designed and tested" for icing 
conditions that are mild and, most espe- 
cially, quite brief (think of how long it 
takes you to cover 17.4 or 2.6 nautical 
miles in your airplane). 

Continued on Page 37 

This is what you might find in freezing rain 

This 
Syst 

50 microns 
(0.001 97 inch) 

Figure 2: Comparison of supercooled water droplet size 
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I 'RAINING 
SPECIALIZING IN INTENSIVE 

WEEKEND TRAINING A T  YOUR 

LOCATION OR OURS. 

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

Toll-Free 1-800-537-0960 
(In Sacramento, California) 916-853-8080 

Shaw Aviation lnsurance 
License # OBI4220 

Buy Your Malibu lnsurance From Someone Who Knows The Market 
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by Walt Tollefson, Corporate PilotlATP 

he 401(k) Company of Aus- 
tin, Texas started its flight 
department in March 1998. 

Ini~ially, we rented a Cessna 210N 
for about four months. Then, we 
purchased a Mooney TLS and kept 
it for 16 months. Finally, we pur- 
chased a new Piper Malibu Mirage, 
N9277 1, in October 1996. Since the 
beginning, N9277 1 has been trend 
monitored and operated very me- 
thodically. After 17 months of trend 
monitoring, I thought it would be 
nice to share some of our proce- 
dures and discoveries with other 
M*MOPA members. 

From the beginning, I have trend 
monitored all of the aircraft that 
The 401(k) Company has operated. 
Since we fly single-engine aircraft 
in all kinds of weather, day and night, 
it seems rather academic to do so. 
As a responsible corporate pilot, I 
feel it is my duty to know ahead of 
time what is going on inside of the 
engine before I take important pas- 
sengers on a trip somewhere. 

Some of the items of particular 
concern for me were normal fuel 
consumption, turbine inlet tempera- 
tures, cylinder head temperatures, 
oil temperature, oil pressure, oil 
analysis results and true airspeed. 

I needed a consistent method of 
recording my observations, so I de- 
veloped a handy performance plan- 
ning card (on Page 22) which I use 
on each and every trip to record my 
trends and other important data. 

Continued on Page 22 

HERE ARE SOME OPERATIONAL STATISTICS 

YOU MAY FIND INTERESTINO 

Average Stage Length 

Average # Passengersttrip 

Average Trip Time 

Total Passenger Miles 

Awnrsnn Tslrnnff \Alninht r,."ICIY" I UI\"VII ..UIYI I t  

Average Landing Weight 

Average Operating Weight 

Average Cruise Altitude 

Average Temperature at Altitude 

Average True Airspeed at Altitude 

Average Power Setting 

A s m m n n  TI n w k i n n  Inlnt Tnmnnroh am 
n v w a y c  I UI UII IC 11 IIGL I GI I I~GIQLUIG 

Average Cruise Fuel Conel lmntinn 

Average Fuel Consurnpl 

Average Oil Consumptic 

Average Cruise Cylinder Head TernpS 

224.26 NM 

1.78 

1.4 Hours 

103,669.3 NM 

A l l R K I R C  
7 1 I V." LY" 

391 9.4 LBS 

401 7.96 LBS 

1 1,481.9 Feet 

0.68 Degrees C 

179 KTAS 

66% . 

I c m  n f i n r m n r  c 

#1 368 Degrees F 

#2 357 Degrees F 

#3 376 Degrees F 

#4 366 Degrees F 

#5 389 Degrees F 

#6 362 Degrees F 

I  UJV YC3YlCZG3 I  

39.72 GPH 

.23 GPH 

15 QuartstHour 



Trend Monitoring - Continued from Page 21 

PA 46-350P MALIBU-MIRAGE PERFORMANCE PLANNING CARD 
WALT TOLLEFSON, THE401(K) COMPANY, 98 SAN JACTINTOSUITE 1100. AUSTIN, TX 78701 

DATE DEPARTING FOR TAKEOFF TIME 

Vm 198 
Vno 168 

Full Pwr CWmB 125 
2500 RPM, FUU THROTTLE. 42 GPH 
BESTRATE, llOKlAS 
Descsnt 
2500 RPM, .?FIREDUCE AS REO) 

Max B o a  178 

Enrerg.ncy- 
ERension 90 
Tire P~~ 50 NOSE 

Max TI0 
Max LDG 
Max Bag. FWD 100 
Max Bag. AFT 100 
Mar Zero Fuel 41W 

Center 01 Gravity L imk FUEL CONSUMPTWN CHECK: 
FUEL ON BOARD 

4300 143.3 147.1 URNRATE 
4100 139.1 147.1 BURNOUT 
4000 137 146.5 
2450 

130.7 137.3 
130.7 137.6 RESERVE 

2400 

1 3347 1 7 KIAS 

55 MAIN 

CHECK SWPUES FOR SPECIFII: PASSENGER REOUlREMENlS 
JERRY KEN DEBBIE ROBERT 

TAKEOR ZERO FLAPSrrO 10% TAKEOFF 20 DEGREES FLAPYSMORT flELD 
EXPECT GEAR WARNING HORN ... 

I 69 
80 

I 

WOr 1 78 

I , ," 

GROUNDROLL 1 
vx 

vy 

GROUND ROLL 

ZERO FUEL(41W) 

91 
110 

USEFUL LOAD IS 1198.2 LBS 

-. . . .. - 
CHT #4 
CHT #5 
CHT #6 
LEFT AMMETER 
RIGHT AMMETER 
SYSTEM VOLTAGE 
VAC 

1. Make opening stafement 
2 Express concam 
3. State rtre p o h m  
4. Propose a solution 

[CRUISE TRENDS 
MANIFOLD PRESSURE 
PROPELLER RPM 
TIT 
OIL TEMPERATURE 
OIL PRESSURE 
FUEL FLOW 
CHT XI 

-15. Achieve agreement I 

CHT 12 USE HIGHER RPM SETTIhGS AMJVE20.000 FEET 
CUT Y3 

POWER SEmNG TABLE(Max Svc Life) 

- ICockpt Resourn Management lENROVTE COMMUNICAnONS/ATC CLEARANCES 1 

- 

BEST GLIDE 

ZIIOHP, 
1650!ZfOHP, 

1IY))IP. 

165Off5HP. 

90 KIAS 
2.4 NMllOW FEET 
413 FPM --- 
CRUISE ALT 
SURFACE ALT 
GLIDE TIME 
GLIDE DISTANCE 

HIGH SPEED 
NORMAL CRUISE 

ECONOMY CRUISE 

LONG RANGE 

ARRIVAL ATlS 

LANDING WEIGHT 
V,d I 4 

- 

. . .- 
PERCENT POWER 
CRUISE ALTITUDE 
PRESSURE ALTITUDE 
DENSITY ALTITUDE 
IOAT 
OAT CORR RAM AIR 
ISA 
INDICATED AIRSPEED 
TAS (0%) 
TAS (ASI) 
PRESS. CTLR ALT 
CABIN ALTITUDE 
DIFFERENTIAL PSI 

LANDING DISTANCE 
INSTRUMENTAPPROACHSPEED 
FAF TO MAP 

RPM 
2500 
2500 
2400 
24W 
2200. 
2200 

. .. . - . . . . .. 
FPM DESCENT RATE 
VDP-HAT13W+.Ol I 1 

VOR CHECK RECORD 

PILOT REPORTS 

MP 
32 
29 

30 
25 
26 
20 

MAINTENANCE WRITE-UPS 

LANDING TIME LEFT TANK 

TRIP TIME I ADD I I 

FF 

22.7 
19.8 
198 
17.7 
17.7 
137 

R W  TANK 

HOBBS END 

HOBBS START 
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TIT 
1650 

1650 
1650 
1650 

I 1 I I 
WANT 

IN 
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The following is a direct quote 
from FAA Certification 

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

"The TSIO-550-C engine is very well 
cooled in this installation; qualitatively, 
based on my previous experience, it 
runs cooler than the original TSIO-520- 
BE engine. Maxcorrected CHT in MCP 
climb is 364 degrees F, giving a margin 
of 96 degrees F below the limit of 460 
degrees F. Max corrected CHT at 
25,000 feet "best 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 limitof 460degrees F. ... [It] is much 

Your Malibu is eligible to have a TCM TSIO 550C engine installed - 
rated at 350 HP, derated to 310 HP. 

We can install your new engine at our facility at the beautiful 
Albert Whitted Airport in downtown St. Petersburg, Florida 

- or - 
Call one of our approved installation facilities: 

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

easier to manage in cruise, without the 
50 degree F "lean-of-peak TIT 

-1 

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

30 more HP at 75% power (75% x 350 = 262.5 HP as opposed to 75% x 3 10 HP 
= 232.5 HP). 

Flying at speeds comparable to your 520 BE engine, the 55OC will just be loafing 
along with comparable fuel flows and less manifold pressure or lower RPM - 
which equates to cooler temperatures and longer life. 

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

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

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

The exchange installed price is $63,250 plus freight. 
(Subject to manufacturer's price increase. May be higher outside the U.S.) 

This includes new isolation mounts, fluid hoses, dynamic prop balance, STC and Flight Manual Supplement. 

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



Available for your 520 or 550 Malibu. 
Mirage STC forthcoming. 

Enjoy the benefits of vibration free flying with 
reduced noise level and increased performance. 

Price $1 3,700 outright 
Installed and balanced at our facility for $250. No freight charge and no sales 
tax on STC items installed in Florida. Your shop can buy this propeller and STC 
from us. Work out installation, crating and freight charges with them. 



Trend Monitoring - Continued from Page 23 

slowly reduce power to a normal 
cruise manifold pressure of 29" (ap- 
proximately 66%). Then I begin to 
lean the engine 50 degrees at a time 
until reaching a maximum TIT of 
1650 degrees Fahrenheit. 

This takes a few minutes to do, 
but is well worth it. It seems that the 
more slowly you change the tem- 
perature of the metal inside the en- 
gine, the longer it will last. 

N92771 does not have spoilers, 
so I tackle descents a little differ- 
ently. First of all, I plan for a 500 
foot per minute descent, So if I have 
to lose 9,000 feet (cruise altitude 
minus airport elevation), I start my 
descent at least 18 minutes out. 
Usually, when I put the nose down, 
my ground speed increases. 

Therefore, I add another couple 
of minutes to the formula. I like to 
target 20" of manifold pressure on 
an instrument approach or in the 
traffic pattern, so I begin reducing 
manifold pressure one inch a minute 
when I am 9 minutes out. 

The POH suggests that you do 
not reduce TIT below 1350 degrees 
Fahrenheit until short final, so I start 
increasing my fuel mixture 50 de- 
grees at a time when I am 6 minutes 
out (1650 minus 1350 = 300 degrees 
= 6 minutes). 

I know that there will be excep- 
tions to my engine management tech- 
niques due to air traffic control, 
weather and other factors. Neverthe- 
less, it is my hope that these tech- 
niques will contribute to the maxi- 
mum service life of the engine (i.e., 
not needing a Top Section at 500 hours 
and achieving a 2,000 hour TBO). 

Continued on the Next Page 
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Trend Monitoring - Cont'd from the Previous Page 1 

Rather than performing an an- 
nual inspection once a year, The 
401(k) Company chose to proceed 

- - - - - - - A - - * * " - - - - - - - - - - - - - " - - - - - - - - "  

with an aggressive 50 Hour Phase I l 3  i-L-- 1 ~ % S I L I C O ~  

Inspection program. Your mainte- 
nance provider should be able to 
obtain a copy of The New Piper 
Aircraft's approved Phase Inspec- 
tion program if you are interested in 
doing this. 

In the past, I have seen many 
people spend lots of dollars correct- 
ing little problems that grew into 
big ones because they did not catch 
them until the annual inspection. 

To date, N9277 1 has flown a to- 
tal of 360 hours. That equates to 
just over 21 hours a month. 

As far as direct operating costs 
are concerned, we stack up like this 
(aggressive maintenance and all): 

Fuel and Oil 
$53.1 7/hour 

Maintenance 
$36.80/hour 

Total (not including reserves) 
$89.97/hour 

All in all, I think the Malibu Mi- 
rage is simply one of the finest 
single-engine aircraft in the world. 
Not only is it a fantastic owner-pilot 
aircraft, but it is an excellent entry 
level corporate aircraft as well. If 
you trend monitor your Malibu or 
Mirage, you will not only improve 
safety, but you will also be able to 
document how well the aircraft was 
flown. 

This record may also serve to 
increase the airplane's value on the 
used market should ever the need 
arise. 
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tins have been addressid. 

48 New Piper's au- 
horized sales out- 

let for seven Middle 
Atlantic States from 

Pennsylvenla to South Carolina, SkyTech has led the nation in the 
sale of new and preswned Malibus and Mirages tor the past eight 
years in a row. We tnck the pre-owned Malibu market serial nunber- 
byserial number worldwide, and are the only company in the U.S. to 
receive daily updates on Malibu transactions from the FAA. Our 
knowledge of available units and selling prices allows ua to position 
our Inventory as the beat VALUES in the market. Additionally, all of 
our Malibus are thoroughly inspected by our Service Department to 
insure that your new Malibu's mechanlcsl conilltion is completely 
up-to-date, and that all aoplicable Service Letters and Service Bulle- 

FTO, Spec to order. Available options include 
two tube EFIS-40, Air Conditioning. Vertical 
ProfXe Radar, WX- 1000E Stormscope, Radar 
Graphics Interface and much more. Full 
Two-Year Warranty. 

1993 Malibu Mirage 

1200Hours TT. 100 Since Factory Overhaul. 
King Equipped KMA-24 Audio Panel, KR- 
87 ADF, KT-76 Transponder, KFC-150 AP/ 
FD, KAS-297B Preselect, KLN-WGPS, WX- 
1000 Series I1 Stormscope, Bendix RDS-82 
Radar, Executive Group, Copilot Instruments, 
Deice Group, AC, and much more. 

Propr lSp l~  
fully FAA Or 

TIRED OF TRYING TO FIND A RUNWAY THROUGH 
SkyTech is pleswd to announce the availability of the FAA approved HEATED WI 
exiating "hot platen as~mbly  and provides excellent visibility and airline technolorn +k a y 
out your windshield, give us a call to discuss scheduling and installation centers in your ud 

Increased Gross Weight, KLN-90B, RDR- 
2000 Radar, Radar Altimeter, WX-1000E 
Stomscope, Skywatch Traffic Avoidance 
System, Two-Tube EFIS with Mechanical 
Co-pilot Instruments, AC, Executive Interior 
with Fully Enclosed Flushing Potty. 

Visit our web site at Rttp 



PARTS Scheduled Service I 
w--ctdlv- 
~ B e ~ 1 ~ b r  
mfkld. M ~ w i S ~  
up by our Piper Authoriwid 
D l a m b u t w ~ A d v b o t f o r  

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

A 4  alreraft! Tlrs ~ s w  winddrkM nlnaves the 
nq am. H you MI Ured of b k i n g  "around" to we 

Avionics .- 
Auto-pilot repair and aoubleshooting 

I Navhm repairs - 
Radar installation and repairs 
Flitefone repair/installation 
GPS installation 
IFR certifications 

Total Customer Support ( 1  . . . - -. - 
Complete system upgrades 
Custom audio/video Systems Since the inception of the Malibu, SkyTech has I been totally engrossed in the Malibu aircraft. Our 

total support concept has grown from astrictly sales 
and service int of view into a com lete su port 
network. f have developed the h h b u  !arts 
Exchange Network capable of servicing Malibu 
customers and service facilities anywhe~ in the 
world. Our oats deoartment continues to erow and 

vide serhces f& a wide range of mahenance 
Edities. Our service de~artment continues to lead I I 
the nation in number 6f Malibw serviced and 
maintained. At this point, we have rfonned 
almost eve major rr air conceivable E m  every 
part of the8.s. As &. Malib! enters its second 
decade of operation, SkyTech IS devoting a great 
deal of effort to the maintenance and enhancement 
of the existing fleet. 

VI  r 
y Martin State Airport 

Baltimore, MD 
i 41 W574-4144 
I I @ FAX 4101687-2927 
I 

Upgrades / Major Repairs 
10-550 Conversions Custom interiors I Spoiler installation ~ m g  a d  

Aircraft recovery rebuilding 
~ ~ d o w  replacement Complete fuselage 
Heated windshields rebuilding 

In short, nomatter what type of problem or question 
you have, SKYTECH, INC. is poised to solve it! 



NTSR Identification: 
CHI98LA052 

Accident occurred DEC-02-97 
at VICKSRURG, MI 

Aircraft: Piper PA-46-350P, 
registration: N6295Z 
Injuries: 2 Uninjured 

On December 2, 1997, at 1330 
eastern standard time, a Piper PA- 
46-350P, N6295Z, operated by Hov- 
Aire, Inc., sustained substantial dam- 
age when it hit trees on the side of the 
runway during an aborted takeoff. 

The 14 CFR Part 91 flight was 
departing an unnamed grass airstrip on 
a local maintenance test flight when 
the pilot lost control of the aircraft after 

it hit a dip in the runway. The private pilot 
and passenger were not injured. Visual 
meteorological conditions prevailed and 
no flight plan was filed. 

NTSB Identification: FTW98LA139 
Accident occurred FEB-24-98 at 

DALLAS, TX 
Aircraft: Piper PA-46-350P, 

registration: N9254X 
Injuries: 1 Uninjured 

On February 24, 1998, at 1535 cen- 
tral standard time, a Piper airplane PA- 
46-350P, sustained substantial damage 
following a nose gear collapse during 
the landing roll at Dallas Love Field, 
Dallas, Texas. 

The airplane, owned by JRW 
Aviation, Inc., Dallas, Texas, was 
operated under Title 49 CFR Part 9 1. 
The commercial pilot, sole occupant, 
was not injured. Visual meteorologi- 
cal conditions prevailed for the per- 
sonal cross country flight and a flight 
plan was not filed. The flight origi- 
nated at Lampasas, Texas. 

Company personnel reported that 
the aircraft was on a visual approach 
at the downwind position for runway 
13L when the aircraft lost all electri- 
cal power. The pilot performed the 
emergency landing gear extension 
procedure; however, the position of 
the gear could not be confirmed due 

Continued on Page 44 

am S ERVICE Modem Aero, Inc. 
We now maintain over 40 Malibu/Mirage aircraft on a regular basis, and many of these 
people came to us from more than 1000 NM away from Minneapolis. As a result, we have 
expanded our Service Department staff. In this way, we can ensure the best possible 
turnaround time for our customers. We offer: 

Experienced Malibu/Mirage Parts Dept. Open 7:30 AM - 6:00 PM CST 
Service Technicians 

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

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

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

Telephone: (612) 941 -25% Fax: (612) 941-0307 Toll Free 1-800-937-2376 
Certified Repair Station MZER l98L 
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Lester Kyle 

With over thirty years of instructing 
and 12,000 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. You have been cleared to ex- 
ecute a published sidestep maneu- 
ver for an approach and landing on a 
parallel runway. At what point dur- 
ing the approach are you expected 
to execute the side step maneuver? 

2. Which information, in addi- 
tion to headings, does the radar con- 
troller provide without request dur- 
ing an ASR approach? 

3. You're on an instrument ap- 
proach that only has circling mini- 
mums. When are you allowed to 
make a straight-in landing? 

4. While being radar vectored 
for an approach, the CDI needle in- 
dicates you're crossing the final 
approach course. If you haven't 
been cleared for the approach, what 
should you do? 

5 .  What should you do if you 
execute a missed approach before 
reaching the missed approach point? 

6. You are flying a propeller 
aircraft within 20 miles of the air- 
port of intended landing when ATC 
asks you to reduce to 160 KTS. What 
is your responsibility when comply- 
ing with the speed adjustment? 

7. According to FAR 91, what 
point at your destination should be 
used to compute estimated time 
enroute on an IFR flight plan? 

8. Which approach and landing 
objective is assured when you re- 
main on the proper glide path of a 
VASI? 

9. You're at 10,000 feet when 
ATC tells you to "Descend at pilot's 
discretion to 4,000 feet." 

10. Once you have filed an IFR 
flight plan, when should you notify 
ATC when your departure time 
changes? 

11. On a departure from an un- 
controlled airport, you have been 
issued a clearance void time. It is 
now 5 minutes beyond that time, can 
you still take off? 

.awl 
a~npedap paw mod puodaq a ~ o w  
lo moq auo padqap aq IIIM awp am1 
-redap prwe molC uayM : sw .O 1 
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DMFS 
IS MOINES FLYING SERVICI NC. 

I 

XHIS NAME HAS MEANT 

Now IT MEANS w PILATUS I I I 
Too! 

FACTORY AUTHORIZED NEW AND USED MALIBU SALES 

LARGE EXPERIENCED PIPER MALIBU SERVICE CENTER 
HUGE PIPER PARTS INVENTORY AND EXPERTISE 

NEW AND USED PILATUS SALES 

FACTORY TRAINED PILATtJS TECHNICIANS 
COMPLETE AVIONICS SALES AND SERVICE 



To the Membership: 

As a new member of M-MOPA, I 
thoroughly enjoyed the recent and 
very well-organizedmeeting inNash- 
ville. We all swapped a lot of neat 
Malibu stories. Several people who 
heard the story of my love affair with 
the Malibu encouraged me to submit 
it to the magazine. Perhaps my story 
will inspire other submissions. 

In The Beginning 

My first small plane flight, in a 
charter my father had hired for a busi- 
ness trip, crashed after the pilot landed 
on amuddy runway. We had to climb 
out of the plane sideways, but I was 
only 9 and didn't know that was not 
normal. 

About a decade later, my father 
took landing (not flying!) lessons in 
case a charter pilot became incapaci- 
tated. Having no interest in learning 
to fly, but with no other plans that 
July, I read his neglected flying text- 
book. A week later, a flight instructor 
friend gave me an oral test, but 
couldn't stump me after three hours. 

I then tried to leave the airport, but 
he physically restrained me until I 
reluctantly signed up for a simulator 
session. I was quite adverse to some- 
thing as risky as piloting, and told him 
of my originalexperience, but he asked 
what harm could come from just a 
simulator ride? 

Plenty, as it turns out. 53 days 
later, after intensive, headache-pro- 
ducing daily flights, I became a pri- 

THIS SECTION IS DEVOTED TO L E ~ R S ,  COMMENTS, ADVICE AND GENERAL 

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

PLEASE SEND ALL CORRESPONDENCE TO: RUSS CAAUWE, MALIBUOMIRAGE 
OWNERS AND ~ O T S  ASSOCIATION, P .  0 .  BOX 1824, FREMONT, NEBRASKA 
68025 FAX: (402) 753-0765 

vate pilot. Now I had to explain to my 
just-as-risk-adverse family how flying 
really wasn't that risky! Over the next 
five years, I also obtained my instrument 
and commercial ratings, though mainly 
to avoid the then newly introduced bien- 
nial flight reviews. 

Announcing The Malibu 

In 1984, I was living in Malibu when 
I learned of a new plane from Piper of the 
same name. I was naturally curious. 

By good fortune, my FBO at S h t a  
Monica had one available for rental at 
something like $150WET! After aquick 
demo flight, I was in ecstasy. To get 
serious, I read the manual and then had a 
check-out flight for all of about 2 hours. 

It had been my desire for many years 
to circle the country, and that's just what 
I did after that check-out flight in No- 
vember. I rented the Malibu for 20 days. 
The itinerary included stops at Albu- 
querque, West Palm Beach, Raleigh, 
Virginia, Hartford, Albany, NY, New 
Jersey, Akron, St. Paul, MN, Calgary, 
Alberta, San Jose, and back to Santa 
Monica. (I skipped a planned stop in 
Seattle due to a major snow storm.) 

All told, I logged 47 hours, includ- 
ing 14 in actual IMC, 16 landings, and 
7 instrument approaches. The flying 
went without a hitch. I remember to 
this day the thrill of seeing Boeing 
727s passing BENEATH me as I flew 
over Dallas. The only problems I 
encountered were being way too hot in 
Florida (the air conditioner was bro- 
ken), and being way too cold (and 
almost declaring an emergency) when 

landing in Calgary where the wind 
chill was way below 0 Fahrenheit. 

Today, you might think it reck- 
less to put a Malibu out on rental, or 
to charge only $150/hour for it. You 
might also have some reservations 
about driving one after only 2 hours 
of dual! I got lucky concerning the 
first two points. (Incidentally, that 
plane is listed in the current 
M-MOPA membership roster.) As 
for the limited training, I can only 
offer that, as previously noted, I learn 
a lot from reading manuals, and few 
(including the insurance companies) 
back then considered this such a 
dumb thing to do. 

I was totally in love, but the affair 
was short-lived. When my work 
changed a few months later and I 
couldn't fly as often as I used to, I 
decided to stop flying altogether 
rather than do so while getting rusty. 

The Interlude 

The hiatus lasted seven years, 
during which time I started a new 
business, got married, had a kid, 
moved to Florida, and then acquired 
a second business in Charlotte, NC. 
Now I had a commute worthy of a 
plane and a bona-fide business rea- 
son to deduct it. 

However, my confidence was 
rather low after such a long time, and 
flying had become quite unfamiliar. 
What was all this ABC airspace, 
DUATs, computer flight planning, 
and GPS stuff? Also, I couldn't 

Continued on Page 47 
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d n e  Malibus are based on Centennial Airport. 

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

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

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

f i e    via ti on Sales, Inc. office complex, 
pictured, is located on Denver's Centennial 
Airport. Our facility combines modern office 
space with attached hangars. Full FBO 
amenities are available. 

inventory. 

f % r  Maintenance department with state o 

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

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

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



AIRCRAFT FOR SALE: 

1989 Mirage 
1202 TT, 636 STOP, King IFR 

WIKLN-SOB GPS, KNS-81 RNAV, 
KFC-150 APIFD, Encoding Alt., 

WX-1000+ Stormscope, 
Argus 3000 Moving Map, etc. 

I I 9,920 LBS. 

PC-12 specifications include: 
) Cruise Speed 270 kts. 
) Range exceeding 1.600 n.m. 
b Operates to 30,000 ft. 
b King Air size cabin 
b 4.5 x 4.5 Cargo Door 
b Flushing Potty 

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

AVIATION SALES, INC. 
Centennial Airport 

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

Phone (303) 799-9999 

A!! 
Piper €a 

S E R V I C E  C E N T E R  



The VisionAire Vantage is redefining the business aircraft market ~ 

For the first time, small and medium size companies can expand their business 
I 

with an affordable jet aircraft. Find out how easy it is to own the VisionAire Vantage. 
Contact VisionAire today. 

-- -- -- 
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Challenge Yourself - Continued from Page 19 

If your planned route of flight and 
altitude puts you smack in the middle of 
extensive icing conditions, either'during 
your climb or your cruise, some re-plan- 
ning for a different route and/or altitude 
is in order. And even if the forecast icing 
conditions are mild and not so extensive, 
always leave yourself an escape route. 
That means knowing the freezing level, 
the presence of any temperature inver- 
sion, the altitude of the cloud tops and/or 
the altitude of laycrs (if reported). 

Remember that if the freezing level 
is on the surface and you pick up enough 
ice to defeat your ice protection system, 
you do not have an escape route any 
longer. To put it bluntly, you will crash 
and probably die. 

Another essential piece of informa- 
tion in the POH, that is sometimes over- 
looked, is the speed at which to climb 
through an ice layer (130 KIAS). 

If you find yourself trying to climb in 
icing at 130 U S  (with full ice protection 
operating) and, even with maxcontinuous 
power, your airplane does not have any 
climb performance left. Guess what, you 
don't belong there any longer and it is now 
time to use that escape route. 

If you persist and increase your pitch 
attitude (and decrease your climb speed) 
trying to squeeze some climb perfor- 
mance that the airplane simply cannot 
give you, you will end up collecting a lot 
of ice on unprotected areas of the air- 
frame (see Figure 3), which will ulti- 
mately bring you down. 

Similarly, if your level cruise air- 
speed, with max continuous power, drops 
below 130 KIAS, it is also time to use 
that escape route. 

On the subject of your ice protection 
equipment, even in those relatively mild 
conditions for which it has been "de- 
signed and tested", the failure of any 
piece of equipment required for known 
icing demands an immediate exit from 
those conditions (time again to use that 
escape route). 

To persist and continue is not only 
illegal (look up FAR 91.9(a)), but also 
quite dumb. Your ice protection system, 
which, as we have seen, even when fully 
operational was not something you 
should bet your life on, has now been 

Continued on Page 38 

Climb at low airspeed (high angle of attack) 

Climb at 130 KIAS (low angle of attack) 

Figure 3: Effect of angle of attack 
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Challenge Yourself - Continued from Page 37 

considerably degraded. Think of this 
situation as similar to facing a mad tiger 
while armed only with a pellet gun (hint: 
the tiger is about to have a fulfilling and 
balanced meal). 

Another item whose knowledge is 
sometimes overlooked are the effects of 
tailplane icing. The empennage, due to 
its thinner airfoil profile, is a more effi- 
cient ice collector than the wing. Even a 
small accumulation on the horizontal 
tail will affect its ability to produce (nega- 
tive) lift to balance the positive lift pro- 
duced by the wing. 

This condition can beaggravated by 
the deployment of flaps (especially full 
flaps). Flaps deployment with an ice- 
accreted horizontal tail in an airplane of 
conventional configuration like the PA- 
46 will produce an increased downwash 
angle on the horizontal tail, causing the 
ice-deformed airfoil to reach, and possi- 
bly exceed, its critical angle of attack. 
This will cause the tail to stall with the 
resultant loss of aerodynamic pitch con- 
trol (see Figure 4 on Page 39 opposite). 

Well folks, if that happens close to 
the ground, as when selecting full flaps 
on short final with ice on the horizontal 
tail, the airplane will violently and sud- 
denly pitch down. At this juncture, you 
will find out that gravity really works 
and that you are about to give the farmer's 
daughter one last, deadly kiss. 

Since I have been engaged in PA-46 
training, I have always recommended 
not using flaps when coming in for land- 
ing with a load of ice on the airframe, and 
most especially on the horizontal tail. 
You can see it from your pilot seat and, 
at night, you should carry a flashlight 
powerful enough to enable you to see it. 

If you have a compelling desire to 
find out the handling qualities of your 
airplane when deploying wing flaps with 

an ice-accreted tailplane, you have again 
assumed the role of unpaid test pilot. 
Make sure your life insurance policy is 
paid up and advise your passengers that 
they will probably experience a most 
exciting ride. 

The New Piper Aircraft Corporation 
has finally made a timely revision to the 
Ice Protection System Supplement of 
the POH by adding the following (part of 
Revision 12, dated 10/31/97, for the 
Malibu and Revision 16, dated 111141 
97, for the Mirage): 

"If ice removal from the protected 
surfaces cannot be accomplished (i.e. 
due to a failure of the surface deice 
system) prior to the approach, the flaps 
must be left in the full up position" 
(underline is mine). 

Every year we lose a few airplanes 
to icing, and the majority of these 
losses occurs during the approach and 
landing phase. 

If you are bringing in an airplane 
with a load of ice on it, that airplane is, 
aerodynamically, a completely different 
animal from the one that you are used to. 
I can guarantee you that your airplane, at 
this point, is not going to be very user- 
friendly. Why not give yourself a better- 
than-even chance for a safe landing and 
follow some simple procedures such as: 

1. Avoid abrupt maneuvers (this 
is definitely not the time to perform 
steep turns). 

2. Do not extend your flaps. 

3. Add 10-15 knots to your nor- 
mal flaps-up approach speed (i .e. fly 
the approach at 110-115 KIAS and, 
remember, that your actual stall speed 
is now much higher than for an ice- 
free airplane). 

4. Pick the longest runway that 
you can find and do not expect your 

braking action to be impressive (on an 
icy runway, you should stay off the brakes 
altogether). 

5.  Donot extend your landing gear 
until the landing is definitely assured. 
Your mutated airplanebeast, even with 
full engine power, might not be able to 
handle the increased drag from the ex- 
tended landing gear. 

6. Maintain power all the way to 
the surface. Engine power, and the re- 
sulting increased flow on the lifting air- 
foil from the propeller, might very well 
be the deciding factor between controlled 
flight and an uncontrolled sink. 

7. Last, but definitely not least, do 
not be shy in exercising the right given to 
you by FAR 91.3(b) and letting ATC 
know that you have an emergency (be- 
lieve me, you do!). If you don't, and 
keep your mouth shut because of fear of 
the paperwork and legal ramifications 
resulting from declaring an emergency, 
ATC might continue giving you all kinds 
of funny vectors and might even keep 
you in ice a while longer. Do not let this 
happen to you! Speak up! 

Another tailplane icing effect, one 
that is peculiar to the configuration used 
in the horizontal and vertical tail of the 
PA-46, is the ice accretion on the unpro- 
tected aerodynamic horns of the elevator 
and rudder. 

I discussed this condition in detail in 
the Spring 1994 issue of the M-MOPA 
magazine (Volume 3, Number 2) and I 
will not repeat it here. Suffice to say, 
though, that if the ice shape on the horns 
is allowed to grow and bridge the gap to 
the fixed surface (horizontal stabilizer 
or vertical fin), the movable surfaces 
(elevator or rudder) will be locked in 
place, which gives you two very com- 
pellingreasons for not using the Autopi- 
.lot in icing (as I suggested to you in that 
1994 article). 

Continued on Page 40 
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Downwash angle of air flowing over horizontal tail 
with ice accumulation 

(FLAPS UP) 

Downwash angle of air flowing over horizontal tail 
with ice accumulation 

(FLAPS DOWN) 

Fig u re 4: Effect of flaps deployment 
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Challenge Yourself - Continued from Page 39 

Reason # 1 is that the pitch response 
of the airplane, with the Autopilot en- 
gaged and the elevator frozen in place, 
will be exactly the opposite to the one 
that the Autopilot is trying to command, 
which can lead to a serious out-of-trim 
condition with a potentially severe pitch 
oscillation leading to possible airframe 
overload and/or spatial disorientation of 
the pilot. 

Reason # 2, as we have become pain- 
fully aware after the Roselawn, Indiana, 
accident of October 1994 (loss of lateral 
control of an ATR-72 commuter while 
holding on Autopilot in freezing drizzle, 
with the resultant loss of 68 lives), is that 
the engaged Autopilot will "mask" any 
aerodynamic "funny business" occur- 
ring while in icing and deprive you of 
any "tactile cues" that something bad is 
about to happen to the controllability of 
your ice-mutated airplane. 

Indeed the Autopilot, as the very 
obedient - but not very intelligent - 
slave that it is, will continue to fly the 
airplane up to the point that it is no longer 
able to do so, at which time it will prob- 
ably disengage and it will give back to 
you the control of a now uncontrollable 
airplane. 

Well folks, it might be too late at this 
point for you to do anything about it, as 
the pilots of that ATR-72 found out. 
Therefore, I will repeat my recommen- 
dations of the 1994 issue of this maga- 
zine, namely: 

( 2 ) ~ h i s ~ ~  required revision of the POH 
to "specify procedures that would prohibit 
flight in severe icing conditions (as deter- 
mined by certain visual cues), limit or pro- 
hibit the use of various flight control devices 
while in severe icing conditions, and pro- 
vide the flight crew with recognition cues 
for, and procedures for exiting from, severe 
icing conditions". A copy of this AD should 
now be part of your POH. 

1. Do not use the Autopilot in ic- 
ing. This was also addressed by Airwor- 
thiness Directive AD 98-04-26 (2) for the 
PA46 series, issued February 17, 1998, 
as a result of the Roselawn accident. 

2. Visually inspect the elevator 
horns at regular intervals and periodi- 
cally check the freedom of elevatormove- 
ment. This periodic check of surface 
movement applies to the rudder as well 
(with the yaw damper off), whose horn 
which, of course, you cannot see is af- 
fected by a building ice shape as well. 

3. Always (and especially in 
IMC) be aware of the trim status of 
your airplane. 

Remember that any change in con- 
trol forces (to very light or very heavy) in 
the pitch, roll or yaw axes of the airplane 
is a good indication of impending aero- 
dynamic "funny business", which you 
must not allow to deteriorate to a com- 
plete out-of-control situation. 

What I am really asking you, my 
friends, is to always challenge yourself to 
be as good a pilot as you can, which means 
understanding your airplane and the envi- 
ronment that it flies in, abiding by the 
airplane's and your limitations (the 
airplane's are easy to find, yours require 
some soul searching), striving to reach 
and maintain the highest level of profi- 
ciency that you can, and ultimately using 
all that knowledge, skills and judgment to 
keep you and your passengers alive. 

Imagine, if next time you board an 
airliner, you heard the captain make the 
following announcement: 

"Welcome aboard, Ladies and 
Gentlemen. The airplane that we are 
flying today is over gross and out of its 
aft C.G. limit, there are some open 
maintenance items, we barely have 
enough fuel to reach our destination, and 
the weather enroute stinks, but I person- 
ally decided to take this flight anyway, 
because I know how important it is for 
some of you to keep your appointments. 

For the privilege of being on board while 
we are attempting to expand the operat- 
ing envelope of this aircraft, you will 
receive an 'I was there andl was scared' 
T-shirt and an additionalfrequent Jlyer 
mileage bonus. So, kick back, relax. and 
enjoy the flight". 

I can guarantee you that, at this point, 
if you did not move out of that airplane 
fast enough, you would have footprints 
on top of your head from the ensuing 
stampede. 

But, seriously folks, if you really 
think about it, isn't this the way that 
many general aviation flights that ended 
up in disaster really got started? 

In conclusion, next time you sit on 
the left seat of your beautiful airplane, 
take a look around and reflect for a 
moment. What you see surrounding you 
is a lot of expensive and, in some cases, 
state of the art equipment. Come to think 
of it, the equipment that you have on 
your airplane would have made an air- 
line captain envious not that long ago. 
Certainly all that nice equipment has the 
potential of tremendously easing your 
workload and, when properly used, can 
be a real asset. 

However, if you are looking for the 
one piece of equipment that, when the 
chips are really down, can save the air- 
plane and your life, you really ought to 
look elsewhere. Yes, it is in the airplane. 
To see it, all you need is a mirror. 

Your airplane, as much as we hate to 
admit it, has no soul and no brain: you 
have to supply both. Whether you are 
white-waterrafting in the ColoradoRiver, 
driving on Interstate 95 surrounded by 18- 
wheelers moving at 90 mph, hunting ti- 
gers in Siberia or flying an airplane in hard 
IFR, when you are playing for keeps, only 
your knowledge, skills and sound judg- 
ment is what will keep you alive. 

Soundsold-fashioned? pemapS,but since 
the beginning of recorded history, nothing 
better has been invented yet. 



GPS SYSTEM UPDATE 
WE WILL TAKE A LOOK AT WHAT THE 1998 AERONAUTICAL INFORMATION 

MANUAL (AIM) HAS TO SAY ABOUT THE GPS SYSTEM. THIS YEAR'S 

AIM HAS EXPANDED ITS EXPLANATION OF THE BASIC GPS CONCEFT 

AND HOW IT IS TO BE USED BY VARIOUS AVIATION USERS. 

Ron Cox 

President of Aviation Training 
Management Inc. of Vero Beach, FL. 
ATM is a company that specializes in 
Initial and Recurrent Training in Single 
and Twin Engine Pressurized Aircraft. 

Ron is a retired Army Senior Aviator. 
He has held several training 
management positions at Piper 
Aircraft and SimCom Training Centers 
before starting full time with ATM in 
1992. 

Ratings include ATP, MEI, CFII, 
Airplane and Rotorcraft. Ron has ove 
5500 TT and 3600 a s  an instructor. 

diately switch into their internal avoid- 
ance mode, as though they have been 
introduced to a vile of the bubonic plague. 
Some brighten with the thought they are 
going to get the chance to learn one more 
tidbit on the use of aviation's latest tech- 
nological smorgasbord. 

GPS operation is based on the con- 
cept of ranging and triangulation from 
a group of satellites in space which act 
as precise reference points. In order 
for this information to have any mean- 
ing to us, the pilots, we need a receiver 
that is capable of receiving the 
satellite's signal and processing that 
information into a form that we can 
use to navigate our aircraft. 

In order to use these receivers in 
the IFR navigation mode, the govern- 
ment has issued TSO C-129. This 
technical service order sets the stan- 
dard that GPS manufacturers have to 
meet in order to certify their receivers 
to IFR standards. Like most govern- 
ment proclamations, it tries to accom- 
plish a multitude of tasks that neither 
the government nor the aviation in- 
dustry can expect to fully accomplish. 

The requirement to meet the pub- 
lished standards of TSO C-129 has 
created a dilemma for both the equip- 
ment manufacturers and pilots. C- 129 
requires that certain information con- 
tained in each manufacturer's receiver 
be projected from a common approach 
database. Jeppesen-Sanderson is the 
provider of this 28-day domestic and 
international database. How each of 
the receiver manufacturers display and 

control this information has caused a 
great deal of concern within the pilot 
population. 

Unfortunately, the pilots who fly dif- 
ferent manufacturers' GPS equipment 
find the commands to activate the indi- 
vidual receivers very complicated. Even 
if you only use a single manufacturer's 
GPS unit, many pilots are confused with 
the buttons and knobs required to access 
difficult and numerous menus required 
to operate this equipment. The term 
"user friendly" is certainly not well de- 
fined amongst the pilot population. 

Thus a movement has developed for 
the GPS equipment manufacturers to 
develop an "emergency page" that will 
be common to all GPS receivers. This 
emergency page will be displayed using 
exactly the same format and information 
in every GPS receiver. This process will 
be similar to what we use in the present 
VOR and ADF system. The obvious 
downside of this recent development is 
that each of the GPS manufacturers are 
going to have a tough time selling mul- 
tiple tasking GPS receivers to pilots who 
90% of the time fly using only the emer- 
gency or common page. 

The GPS receiver needs at least 
four satellites to deliver a three-di- 
mensional position (latitude, longi- 
tude, and altitude) along with time 
solution. The GPS receiver computes 
navigational data such as distance and 
bearing to waypoint, ground speed, 
etc. by using the aircraft's known lati- 
tudellongitude and referencing this to 
the data base built into the receiver. 

Continued on Page 43 
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GPS System Update - Continued from Page 41 

The GPS system consists of 24 satel- 
lites allowing for a minimum of five to 
be observable any place on earth. The 
GPS receiver verifies the integrity (us- 
ability) of the signals received from the 
GPS satellites through receiver autono- 
mous integrity monitoring (RAIM) to 
determine if a satellite is providing cor- 
rupted information. Thus one other sat- 
ellite - in addition to the four required 
for navigation - is required for normal 
navigation. 

To assist in the RAIM quality con- 
trol function to the satellite signal be- 
ing received, a method called baro- 
aiding is incorporated. Baro-aiding 
augments the GPS integrity problem 
by using non-satellite input. Satellite 
data by itself is not accurate enough to 
ensure the altitude of the aircraft, there- 
fore each GPS receiver requests a cur- 
rent barometric setting before proceed- 
ing with the approach. This external 
setting provides a known source of 
altitude information throughout the 
approach. 

RAIM, which will be further dis- 
cussed in future articles, provides two 
type of messages to the pilot. One 
message checks the number of satel- 
lites available for the approach against 
those required for safe navigation. The 
other type of message provides GPS 
system detected errors that exceed the 
known limits for the current phase of 
the flight. RAIM is our quality assur- 
ance tool throughout GPS flight. 

Having experienced the loss of 
RAIM during three GPS instrument 
approaches in the last eight months, 
I can verify the need to have an 
alternate source of navigation tuned 
in before conducting stand alone 
GPS approaches. Stand alone GPS 
approaches, by definition, do not 
require any external navigation aids. 
A survey of an IFR low altitude 

enroute chart for existing naviga- 
tional aids in the vicinity of the stand 
alone GPS approach is required in 
addition to uploading the approach. 
Traveling two miles a minute de- 
scending towards the earth is not the 
time to be voided of any ability to 
successfully navigate to the airport. 

The reason for the loss of the GPS 
signal during approaches can be 
blamed on such diverse phenomena as 
sun spots to satellite alignment. What- 
ever the cause, the ability to back up 
your GPS approach is a must. 

With the expected demise of NDB 
and VOR early in the next century this 
can become a major concern for pilots 
with the use of GPS approaches be- 
coming more prevalent as the FAA's 
World Wide Augmentation Plan for 
GPS is implemented. 

The FAA has recommended in the 
AIM that pilots anticipating the use of 
GPS for instrument approaches be 
proficient in the following areas be- 
fore attempting a GPS approach in 
actual IFR conditions. This recom- 
mendation is well founded. Trying to 
comply with ATC instructions during 
an approach and simultaneously pro- 
gram your GPS receiver is not the 
time for you to realize you really don't 
know which button to push, or knob to 
twist, to recall approach data from 
your data base. 

The FAA has recommended sev- 
eral areas for training for all GPS us- 
ers before using GPS for IFR ap- 
proaches. Although these areas are 
not all inclusive, they do provide a 
good basis for minimum proficiency 
before attempting GPS approaches in 
actual conditions. The following are a 
list of these training areas. 

(a) Utilizing the Receiver Autono- 
mous Integrity Monitoring (RAIM) 
prediction function. 

(b) Inserting a SID into the flight 
plan, including setting terminal CDI 
sensitivity, if required, and the condi- 
tions under which terminal RAIM is 
available for departure. (Some re- 
ceivers are not SID or STAR capable.) 

(c) Programming the destination 
airport. 

(d) Programming and flying the 
overlay approaches (especially proce- 
dure turns and arcs). 

(e) Changing to another approach 
after selecting an approach. 

(f) Programming and flying "di- 
rect" missed approaches. 

(g) Programming and flying 
"routed" missed approaches. 

(h) Entering, flying and exiting 
holding patterns, particularly on over- 
lay approaches with a second waypoint 
in the holding pattern. 

(i) Programming and flying a 
"route" from a holding pattern. 

6 )  Programming and flying an ap- 
proach with radar vectors-to the inter- 
mediate segment. 

(k) Indication of the actions re- 
quired for RAIM failure before and 
after the Final Approach Waypoint. 

(1) Programming a radial and dis- 
tance from a VOR (often used in de- 
parture instructions). 

The next installment on this sub- 
ject will look at how overlay and stand 
alone approaches are constructed. We 
will look at several techniques to fly 
the four segments of an approach while 
using your GPS equipment. 

Regardless of the mode of flight, 
FLY SAFE. 
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NTSB Reports - Continued from Page 30 

to the electrical failure. The nose gear 
collapsed during the landing roll. 

The FAA inspectors and a mechanic 
examining the airplane found structural 
damage at the forward mount area where 
the nose gear mounts at the trunion. The 
propeller and gear doors were damaged. 

- -- 

NTSB Identification: MIA98LA140 
Accident occurred APR-20-98 at 

BEAUFORT, SC 
Aircraft: Piper PA-46-310P, 

registration: N77DE 
Injuries: 1 Uninjured 

On April 20,1998, about 1847 east- 
ern daylight time, a Piper PA-46-3 lOP, 
N77DE, registered to Innovative Dy- 
namics, Inc., collided with a tree then 
the ground short of the runway thresh- 
old at the Beaufort County Airport, 

Beaufort, South Carolina. 

Visual meteorological conditions 
prevailed at the time and an IFR flight 
plan was filed for the 14 CFR Part 91 
personal flight. The airplane was sub- 
stantially damaged and the commer- 
cial-rated pilot, the sole occupant, was 
not injured. 

The flight originated about 1658 from 
the Vero Beach Municipal Airport, Vero 
Beach, Florida. The pilot stated that the 
flight was about 8 miles southwest of the 
airport at 1,500 feet being vectored to the 
airport with the fuellair ratio leaned, 
when he noted that the engine rpm began 
fluctuating. 

He pushed the mixture control to the 
full rich position, which had no effect. 
He then repositioned the fuel selector 
and the engine quit. He turned on the 
auxiliary fuel pump and activated the 
engine alternate air but the engine power 
was not restored. 

He advised the approach controller 
of the loss of engine power and the flight 
was vectored to the marine base, but the 
flight was unable to land there. The pilot 
did not have the Beaufort County Air- 
port in sight and while descending for a 
forced landing, the right wing collided 
with trees. The airplane then impacted a 
shallow marsh and remained upright. 

NTSB Identification: SEA98FAMS1 
Accident occurred APR-11-98 
Aircraft: Piper PA-46-350P, 

registration: N9247W 
Injuries: 2 Fatal 

On April 11,1998, at 0221 mountain 
daylight time, a Piper PA-46-350P 
"Malibu," N9247W, registered to 
CMSystems, Inc., of Polson, Montana, 
and being flown by an airline transport 
pilot, disappeared from radar 20 nautical 
miles east-southeast of the Glacier Park 

Continued on Page 46 
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NTSB Reports - Continued from Page 44 

International Airport (FCA), Kalispell, Montana. 

The aircraft is missing and the pilot and passenger are 
presumed to have sustained fatal injuries. Variable meteoro- 
logical full moon conditions existed southeast of Kalispell at 
the time, and an IFR flight plan was in effect. 

The flight, which was believed to be personal in nature, 
was to have been operated under 14CFR9 1 and originated 
from Madison, Wisconsin, approximately 1900011 the evening 
of April 10, making an intermediate fuel stop at Bismark, 
North Dakota. 

The aircraft's flight plan showed FCA as the destination and 
it is not yet known whether the pilot intended on attempting to 
land at the Polson Airport. Salt Lake City Air Route Traffic 
Control had just cleared the aircraft to turn onto the 15 mile 
DME arc off the FCA VOR/DME, and descend from 12,000 to 
10,000 feet when communications and radar contact were lost. 
The arc begins where the 093 radial (Victor 536) crosses the 15 
mile fix, and the arc progresses counterclockwise terminating at 
the 148 degree radial. 

Terrain under the arc at the turn point is characterized as 

mountainous with steep, heavily wooded slopes, and eleva- 
tions in excess of 7,500 feet. Radar contact was lost at 11,900 
feet. A search has been in progress since Saturday morning 
with no success. 

NTSB Identification: MIA98LA133 
Accident occurred APR-15-98 at MIAMI LAKES, FL 

Aircraft: Piper PA-46-310P, registration: N46SX 
Injuries: 1 Uninjured 

On April 15, 1998, about 1247 eastern daylight time, a 
Piper PA-46-3 IOP, N46SX,registered to an individual, ditched 
in a lake following loss of engine power at Miami Lakes, 
Florida, while on a Title 14 CFR Part 91 personal flight. 

Visual meteorological conditions prevailed at the time 
and an instrument flight rules flight plan was filed. The 
aircraft received substantial damage and the commercial- 
rated pilot was not injured. 

The flight originated from Sarasota, Florida, the same 
day, about 1145. The pilot stated that while on approach to 
runway 12 at the Opa Locka Airport, the engine lost power. 
Attempts to regain engine power were unsuccessful and he 
ditched the aircraft in a lake. 

It's all in the mixing of 
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& CraLftrmans 
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Check-In - Continued from Page 33 

afford a Mirage and had gained too much 
weight to fit back into a Mooney. 

My dilemma was resolved at an 
AOPA convention where I bid on and 
won 20 hours use of an American 
General Tiger (thereby gaining the 
experience needed to later bid and 
win(!?!) the gas-powered generator at 
our Nashville auction). Before the 20 
hours had been used up, I had bought 
the plane. About a week later, Ameri- 
can General went bankrupt, but you 
all know how that goes! 

I flew the Tiger for three years. 
But when we had our third child, the 
seat math meant it was finally time to 
look again at my old love, the Malibu. 

Announcing The Malibu 
(A Reprise) 

I wanted a Malibu and no other 
plane would do. SkyTech didn't quite 
believe how focused I was at first, but 
I kept pushing. I even decided to 
spend my Christmas week completing 
the Attitudes course just in anticipa- 
tion of buying one. Insurance require- 
ments had changed after all. 

As soon as they had a Malibu avail- 
able, I rushed through the purchase in 
about a week's time, just beating the 
end of 1996 despite some hairy last 
minute financing snags. Ironically, 
my new insurance policy allowed me 
to fly the Malibu for up to a month 
PRIOR to taking a course in deference 
to my previous hours. 

I had one remaining fear. I had 
longed for, and dreamed about, the 
Malibu for a decade since last flying 
one. Could reality possibly be able to 
live up to what I had remembered? 

Yes, yes, yes! What a great plane. 
The Malibu was and is everything I 
remember. It compares to no other 
plane I've flown. I am thrilled. And 
my family's rather limited enthusiasm 

about flying in the tiny Tiger soared 
after the five of us went to Nantucket 
non-stop in the Malibu. 

In the past year, I've flown over 
150 hours visiting Nantucket, Martha's 
Vineyard, Connecticut, Maryland, 
Delaware, Virginia, N. Carolina, Ala- 
bama, Louisiana, Texas, California, 
and Nevada. I've just come back from 
the wonderful M*MOPA Bahamas 
group trip, and I'm about to take my 
family to Aruba to see the total eclipse 
of the sun! 

The Malibu has a magical quality 
that makes its breathtaking price well 
worth every penny. It's surprisingly 
easy to operate, with a huge number of 
duplicated gadgets to make it safe. 
And pressurization has little to do with 
avoiding oxygen bottles; its real ad- 
vantages include quietness and climb/ 
descent flexibility. My young chil- 
dren wouldn't use headsets or breath- 
ing apparatus anyway, and my wife 
adores having the room to change dia- 
pers and stretch out. It's truly a family 
plane! 

The Malibu, even in contrast to the 
Mirage, also has great range. I re- 
cently flew 1,900 nautical miles non- 
stop from Las Vegas to southern 
Florida. The winds were not as strong 
as forecast, forcing me to slow down 
to 50% power and 1 1 GPH, but I made 
it in 9 very comfortable hours with 
some fuel still in both standard tanks. 

The only real excitement was when 
a widely-reported meteorite descended 
in flames a tad close while I was flying 
over the Gulf of Mexico at midnight. 

I can't imagine ever needing more 
of a plane though, of course, I'm not 
excluding a turboprop conversion of 
this one! I also can't imagine ever 
again being without my Malibu, and 
that's quite a statement coming from a 
guy who never wanted to be a pilot in 
the first place! 

Bob Greenburg 

Dear Sy: 

Iown the only PA-46 in New Zealand. 
It's an '85 model which I've had since 
January 1987 and have flown around 
2,000 hours. Flying in New Zealand is 
different from some countries. We have 
good access to facilities, the terrain var- 
ies from flat coastal plane areas to moun- 
tainous 12,000 foot ranges. If your air- 
craft is under 2,000 Kg, charges are very 
modest to non-existent if you stay away 
from controlled airfields. 

I've had the usual run of problems 
that all Malibu owners seem to have, 
particularly, short engine life, autopilot 
problems, expensive parts, etc. But I 
love the aircraft and its operational tal- 
ents. We fly a lot around the South 
Pacific, Australia, Fiji and New 
Caledonia, so many of my legs are up to 
1,000 NM and always over water. 

I had a problem the other day that 
may be of interest to other members. 

On lowering the landing gear at 
Auckland International, I had a com- 
plete electric failure. (I overshot the 
runway and called Control on my cell 
phone!) Fortunately, it was daytime and 
a beautiful day. I didn't know it at the 
time but the electric motor that drives the 
hydraulic pump had a complete melt- 
down. I lost all hydraulic pressure and 
had to lower the gear by manual exten- 
sion. I went through the procedure and 
got the mains down, but the nose wheel, 
although extended, would not lock for- 
ward and was trailing back. 

I med everything over a 1 112 hour 
period to get the nose wheel locked. I 
had engineers in the tower giving advice 
and suggesting various remedies. Fi- 
nally one suggested stalling the aircraft. 
I did this and as the aircraft stalled and 
dropped a wing, the gear locked. It 
seems the spring that pulls the nose gear 
into position was just not strong enough. 
Although I had got the speed back to 
around 80 KTS during my attempts, even 
this wasn't slow enough. However, at 

Continued on Page 49 
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Check-In - Continued from Page 47 

the stall as the aircraft dropped away, the 
spring did its job. 

Hope to make one of the Conven- 
tions in the near future. 

The magazine is great. 

I'm out on a bit of a limb here in New 
Zealand A long way from supply source 
and specialized knowledge. The maga- 
zine is great in keeping up with tips and 
general information. 

Regards, 
Brent Ferguson 

Dear Sy: 

PROBLEM: Intermittent fuel flow 
indication; cannot isolate symptoms - 
transducer checks OK. 

PROBLEM OR NOT? Tail flut- 
ter (horizontal stabilizer) with 
spoiler deployed. 

David Press (N20DP), 310P 
97019254876 

Gentlemen: 

It is almost time for annual Malibu 
training. As you know, Flight Safety has 
just opened its Malibu Simulator. It is 
not a full motion model. Recurrent train- 
ing is three days. This includes nine 
hours of ground school (systems), three 
hours of briefing, six hours of left seat 
sim time, and flight time in our plane as 
desired. The cost is $1,900 per person 
and it is discounted by 20% if we bring 
a group. 

Initial training is 5 days and $3,000. 
It is also discounted by 20% for a mixed 
group. Normal training is Monday 
through Friday, but weekends are avail- 
able. This may not be the right thing for 
us to do; but it is nice to know that we 
have a new, first class, option with a 

dedicated Malibu Simulator. More to 
come as we plan the next event. 

Arnold Sperling 

To Our Membership: 

The Southeast Inaugural Meeting 

Despite the stormy weather six 
Malibus/Mirages made it to Asheville on 
April 17- 19 to meet at the world renowned 
Grove Park Inn, a sumptuous resort in the 
grand old style, with lots of activities and 
fantastic service. This is a wise choice for 
the 2001 annual meeting. The planes 
amved piece-meal on Friday and though 
most of the areas around AVL were IFR, 
AVL remained VFR. 

After greeting each other, we all 
trundled off to the Biltmore House the 
following day. This is a must see tour and 
I am sure it will be on the social itinerary 
for the annual meeting in 2001. We were 
able to get "behind the scenes tour" and 
got a real glimpse of how the rich and 
famous lived at the turn of the century up 
until WWI. The tour consumed the whole 
day and still we did not see everything. 

In the evening the pilots were able to 
discuss at length the operations of their 
machines emphasizing differences in 
technique, experiences, and safety is- 
sues. Larry Lee then presented a fasci- 
nating story about the Iceland to Istanbul 
race which he won by 19 seconds. He 
explained he was being fed real time 
wind data from Georgia Tech via airline 
reports which helped make some really 
valuable choices for altitudes and direc- 
tion of flight. 

On the first leg of the flight he saw 
ground speeds of 400 knots. As part of 
the race, numerous stops were made 
including Israel. A side trip to Amman 
was a bonus as it was here that he met the 
Crown Prince of Jordan. Larry, as usual, 
was modest about his accomplishments 
as he tried to push the envelope of the 
Mirage. We are all thankful for his 
energy and creativity. 

The group decided that the future 
meetings will focus on aviation with 
optional tours after the aviation part of 
the program. We will concentrate on 
airfield operations and activities. 

The next meeting is being planned 
for Continental's factory field service 
center at Fairhope, Alabama, with a 
pilot's service clinic including ground 
school, hands-on aircraft inspections and 
more. Watch for an announcement in 
the magazine. I am planning the next 
meeting to take place after the annual 
meeting in San Antonio. 

I would like to thank the participants 
of our first meeting for their tenacity, 
friendliness and generosity. I am sure 
the next one will not have the unfortu- 
nate weather. See you next time. 

By the way, my email address has 
changed to: skysy@mindspring.com 

Sy Weiner 

To the Membership: 

The following information is courtesy 
of Hartzell Propeller Company. 

Hartzell Propeller Inc. announced 
today that the three-bladed propeller fea- 
tured on Piper's enhanced 1998 PA46- 
350P Malibu Mirage is a new advanced 
composite system and will be the first of 
its kind to see widespread general avia- 
tion use. The high-performance airfoils 
of the new propeller are constructed of 
KevlarB which offers the benefits of 
lower weight and longer life than con- 
ventional aluminum blades. Hartzell 
expects to deliver over 50 composite 
propeller systems to the New Piper Air- 
craft by the end of this year. 

Hartzell was awarded the contract 
for the new prop in March of 1997 on the 
strength of its design proposal. After an 
accelerated 8 month process that included 
complete design, development, produc- 
tion tooling, manufacturing, testing and 

Continued on Page 52 



Wear 'N Tear - Continued from Page 11 

To the best of my knowledge, there 
is no authorized repair scenario approved 
by Parker Hannifin on the actuators. 
The only option is to contact your local 
New Piper Parts Distributor to obtain a 
replacement component. 

There have been several reports of 
frequent hydraulic pump cycling. All 
of the reported cases have involved 
Gar Kenyan hydraulic systems. One 
of the most common offenders has 
been the gear selector valve which is 
located under the nose baggage floor. 
The valve contains a "freefall" valve 
and the manual selector valve. 

The valve can be resealed in the 
field and the seals are readily avail- 
able. Contained in the valve is a stack 
of beveled washers. It is important to 
make special note of the exact posi- 
tion of the washers since they provide 
a predetermined tension on the inter- 
nal valve. 

On early Malibus the hydraulic flap 
valve provides another source for fre- 
quent hydraulic pump activation. The 
proper rigging of the system is inte- 
gral to proper operation at the full up 
and full down limits. Replacement 
valves can be procured through The 
New Piper Aircraft if the rigging will 
not resolve the problem. The other 
option is the removal of the hydraulic 
flap system. The new Piper offers a 
factory-approved kit to upgrade the 
hydraulic flap system to an electri- 
cally actuated system, which perma- 
nently eliminates the problem. 

Another possible source of an over- 
active hydraulic pump is the accumu- 
lator that is installed on the Gar Kenyon 
pump assembly. 

The service manual describes 
the proper pressures and servicing 
procedures. 

On the Parker Hannifin hydraulic 
pump, an over-sensitive pressure 
switch can cause pump cycling. I'm 
pleased to report that the new style 
switches (which have been available 
for a couple of years) have drastically 
reduced Parker Hannifin hydraulic 
system problems. 

The above problems are a recap of 
some recent failures and the common 
repair scenarios. With any mainte- 
nance problem, the best solution is a 
well-trained maintenance technician 
familiar with the PA-46 and access to 
current service publications. Techni- 
cal questions can be forwarded to your 
local New Piper Distributor who has a 
Service Advisor on staff to assist you 
in the field. 

We recently had a Mirage that had 
a failure of the hydraulic sequence 
valve. The valve is located in the nose 
gear wheel well area. Prior to take-off, 
a complete preflight was performed 
with no defects noted. The gear was 
raised after lift-off and the system 
functioned normally. After several 
minutes, the HYD light illuminated 
and remained on. A gear UNSAFE 
annunciator illuminated followed by 
the "popping" of the HYD pump cir- 
cuit breaker. The aircraft was slowed 
down and an emergency gear exten- 
sion was performed. The gear did not 
fully extend. 

Over the next few minutes, the crew 
attempted pitch up/down excursions 
and yaw movements to produce three 
green indications. After numerous 
attempts, three green lights illuminated 
and the aircraft was landed safely. 
The aircraft was placed on jacks and 
the source of the problem was identi- 
fied as a failed snap ring on the se- 
quence valve. 

As the nose gear retracts, it con- 
tacts a mechanism which actuates the 
sequence valve that sends hydraulic 

fluid to the nose gear door actuator to 
close the nose gear doors. What oc- 
curred was a normal gear retraction. 
Shortly after the doors retracted, the 
snap ring failed and produced a large 
hydraulic fluid leak. This leak trig- 
gered a pressure loss, which caused 
the hydraulic pump to engage, which 
illuminated the HYD light. 

The leak was large enough that the 
system was depleted rapidly and the 
hydraulic pump seized up. As the 
fluid level dropped, the system was 
unable to maintain pressure and the 
landing gear started falling out of the 
wheel wells. This caused the gear 
warning light to illuminate. 

However, at the time of the failure, 
the aircraft was operating well above 
the emergency gear speed and since 
the pressure did not drop abruptly, the 
gear did not fully extend. When the 
emergency gear extension was at- 
tempted, there was no hydraulic pres- 
sure to release and little assistance 
was provided from the gear weight 
and nose gear extension spring since 
the gear was already hanging partially 
down. The flight maneuvers of the 
crew were sufficient to force the gear 
in position. 

The source of the problem turned 
out to be a defect in the machined 
groove on the sequence valve that 
holds the snap ring in position. Dur- 
ing the manufacturing process the 
groove was not machined enough to 
fully hold the snap ring in position. 
This is the only case of this occurring 
to my knowledge. 

As always, you are welcome to 
send your maintenance issues and 
questions to me on the M-MOPA web 
site under AIRFRAME or I can be 
contacted at 410-574-4144 or faxed at 
4 10-687-2927. Additionally, you can 
send me an email on our new web site 
at skytechinc.com. 
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Rise  t o  t h e  C H A L L E N G E .  

AS A PILOT, YOU ACCEPT THE CHALLENGE O F  ACQUIRING to duplicate in the aircraft - can be practiced 

and maintaining proficiency in your MalibdMirage. and perfected in the simulator with complete realism 

And as the world's foremost aviation training and safety. FlightSafety's MalibuIMirage simulator 

organization, we can help even includes a weather radar 

you face that challenge with 

confidence. 

At FlightSafety Lakeland 

Learning Center in Lakeland, 

Florida - which trains pilots 

from around the world - we 

unit for pilots who desire 

this training. 

Classroom instruction is 

facilitated by a host of dedicated 

audio-visual training aids, and 

conducted by FlightSafety's 

offer complete initial and recur- FLIGHTSAFETY LAKELAND LEARNING CENTER professional instructors - them- 

rent training programs for the - one of the 38 Flightsafety selves seasoned pilots who 
centers in the US., Canada, and France - 

MalibuIMirage. Training is trains pilots from around the world. understand the capabilities 

conducted in an advanced and demands of today's sophis- 

simulator featuring a state-of-the-art VITAL visual ticated, high-performance aircraft. And clients are 

display system, providing an exceptionally realistic also encouraged to learn from each other's oper- 

training environment. In the simulator, proficiency ational experiences. 

in normal flight operations can be honed to a If a high level of proficiency is your goal (and 

fine edge with the utmost cost-effectiveness. And it should be), give us a call. FlightSafety is up to 

emergency procedures - even those too dangerous the challenge. 

FlightSafety intematii 

For m o r e  I n i o r m a t l o n .  p l e a s e  ca l l :  T o l l - f r e e  ( 8 0 0 )  7 1 6 - 5 0 3 7  T e l  (941)  6 4 6 - 5 0 3 7  Fax (941)  6 4 4 - 6 1 1 1  @ www. i l lghtsa ie ty .conr  

Or  w r i t e  u s  at:  1 9 4 9  A l r r l d e  Center  Dr ive .  Lakeland.  F l o r i d a  3 3 8 1 1  



Check-In - Continued from Page 49 

certification, Piper took delivery of the 
first production units in November. 
Piper's objective was to fit a three-bladed 
system to the Mirage to improve accel- 
eration, shorten take-off rolls and reduce 
cabin and fly-over noise levels, without 
paying aweight or CGpenalty. Hartzell's 
new propeller system directly addresses 
these issues. 

Improved Low-Speed Thrust 
Delivers Real Benefits. 

The new 80 inch, non-feathering, 
constant-speed, composite, three-bladed 
design offers Mirage pilots the superior 
low-speed thrust of an additional blade 
with only a minimal gain in weight over 
a two-bladed aluminum prop. In fact, the 
new composite three-bladed Hartzell 
weighs only 7 Ibs. more than the two- 
bladed aluminum system installed on 
the 1997 Mirage. The prop also features 
a new, radically swept airfoil design. 
Take-off roll is reduced 20 percent while 

distance to clear a 50 ft. obstacle is 
reduced up to 10 percent. 

Additional Service And Maintenance 
Characteristics Lower Cost Of 

Ownership. 

Beyond flight performance, there 
are additional benefits to a three- 
bladed Hartzell composite propeller 
system including: reduced vibration, 
lower inertia, enhanced durability and 
reliability, as well as improved main- 
tenance factors. 

In terms of vibration, the three-bladed 
prop is inherently smoother in opera- 
tion. A two-bladed prop generates two 
large pulses of thrust compared to a 
three-blader's greaternumber of smaller, 
smoother pulses. Three pulses also gen- 
erate a higher frequency noise which is 
less objectionable to aircraft occupants. 
And the prop's new airfoil design dis- 
tributes the aerodynamic load more 
evenly from root to tip which also re- 
duces noise levels. 

The relative light weight of the blades 
also creates a lower polar moment of 
inertia which reduces load on the engine 
crankshaft and overall stress on the en- 
gine. This is of particular importance to 
aerobatic pilots such as Patty Wagstaff, 
Sean D. Tucker and Diane Hakala, who 
are all using Hartzell's similar compos- 
ite aerobatic propeller system. 

In addition, the composite construc- 
tion of the blades allows repairs to be 
made by adding material (rather than 
removing material as required with a 
metal blade) as the prop develops small 
nicks and gouges during normal opera- 
tion. This coupled with the inhcrent 
strength of composites has enabled some 
airlines to put more than 30,000 hours on 
their Hartzell composite blades. 

In fact, this and most other Hartzell 
composite blades enjoy an unlimited 
service life designation from the FAA 
and have undergone literally millions of 
hours of service on commuter airliners. 

g for a few good p 

&A -L-ll--  

at a sensible price 
If your goal is real MalibuIMirage proficiency and 

RON COX 
PRESIDENT 

you are willing to work hard to achieve it, CALL US: I 
AVIATION TRAINING MANAGEMENT 

Post Office Box 261 1 Vero Beach, Florida 32961 
DIRECTOR OFTRAINING CALL (561) 778-7815 or FAX (561) 778-9958 

Insurance approved for factory equivalent initial and recurrent PA 46 training 
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Forget the M i .  Trying to fit your plans Into fneir schedule. Carrying on only what they allow, 

h s W d  d what you really need. Squeezing yourself like a sardine into a narrow seat. Westling the 

-at claim. Take control of your business travel plans with the 1998 Malibu Mirage. 

lhe Mbqje can get into and out of almost any airport or landing strip, which means you 

can gp where you want, arrive when you need, take care of business and be home in time p 
for chmf with the family. Now let's talk comfort: e 1998 Mirage combines luxury and 1 
7 like never before, with a plush leather interior for six people. And for 1998, 

the new theehWA Hartzell propeller and "quietized" cabin make your journey even , 
mom ai4llb(e. Stretch out and ride in pressurized, clirnate-controlled comfort. 0 'r 

'Che M a h  Mirage's streamlined cockpit is designed for optimum comfort, too, with stateof-the 

arf ef@m hwtrummtation, weather radar and navigation systems, all organized logically and 

effWedy. The 1998 Malibu Mirage even has the ingenious smarts00tTM Ice Advisory System from \ 



ADVERTISING 
RATES 

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 - 
Wih One Color 
Full Color 

Back Cover: 
Full Color Only 

classified Rates 
The classified advertising section include: 
used aircraft, services and used equipment 
Three column format (column width 2-3/16") 

~e&ar line classified (42 typewritten 
characters per line - including spaces). 

Per insertion $40.00 

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

Electronic files, camera copy or film negative! 
only. Overall magazine size is 8-36" X 10-718" 

For space requests a d  schaduling, call 
Rum Caauwe, Executive Director 

W O P A  Headquarters 
P. 0. Box 1824 Fremont, NE 88025 
(402) 721-8840 1 Fax (402) 7530785 

Send all ad materials to the Publisher: 

The Jemar Company 
3488 North Valdosta Road 1 Ste 200 

Valdoeta, G6otgia 31602 

The MalibrrMmge Magazine is current& distrit 
uted to all registered domestic owners of the PA-4 
aircraft, i.e., approximately 700+. Distn'bution 1 
active members world-wide is approximately425 

CLASSIFIED ADS 
FLORIDA Spmce Creek Fly-in- America' 
Premier Fly-in Community. 4,000' pave 
lighted runway, paved taxiways, full servic 
FBO, golf and tennis Country Club, 24 hou 
security, 15 minutes from Daytona Beac 
International Airport and the Ocean. Pilot 
Sewing Pilots. Pat and Lemy Ohlssor 
Spruce Creek Fly-in Realty. 800-932-443; 
Evening 904-761-8804. 

T H E  FOLLOWING FACILITIES OFFER INFllAL AND/OR RECURRENT 

TRAINING FOR THE MALIBU*MIRAGE 

OLATHE, KS 1 APR 18 - 19 
Or by appointment 

INITIAL AND REFRESHER 
TRAINING 

AVAILABLE AT FACIIlTY, 

OR CAN DISPATCH TO OWNER'S 

BASE ON REQUEST 

FA.C.T.O.R.Y., INC. 
VERO BEACH, FLURIDA 

(561) 562-5438 

IMAGE AIR 
(FORMERLY APEX FLIGHT 

SERVICES, LLC) 
BWMINGTON, ILLINOIS 
CALL: 1-800-262-8247 

INITIAL AND REFRESHER 

TRAUUJNG 

PROVIDED ON REQUEST 

JAY ALLEN IS DIRECTOR OF 

MALISU TRAINING 

CALENDAR 
September 23-27,1998 - 8th Annual Convention 

Tn Ix? held in Snn Antnnin. Tenas, 



Malibu is an Arrplane 
Not a Beach 

You no longer have to be concerned about your Malibu in- 
surance. Simply call Professional lnsurance Management 
- the ONE insurance agency that completely under- 
stands your protection needs - and let them take the 
worry out of your life. Mona Rathmel or Tim Bonnell of 
Professional lnsurance Managerr 
pect of your aviation insurance exactly 
because they know Malibus and the pec 

lent will handle every as- 
the way you want it - 
~ple who fly them. 
iagement is a Professional lnsurance Mar 

of The MalibueMiraae Owners an6 r w i s  nssor;~auwi. 
)r 

Call toll-f ree 1 -800826-4442 
I 

Professional 
Insurance 
Management 

AVIATION INSURANCE 
21 20 Airport Road 
P. 0. Box 12750 Mid-Continent Airport 
Wichita, KS 67277 
1-31 6-942-0699 FAX 1-31 6-942-1 260 



make sure you get? 
on your investrnentg 

Now that you've invested in a Malibu, the most 
important thing you can take on board is experience. 
Attitudes, Piper Aircraft's only approved training 
center, will prepare you to pilot a W b u  as no 
one else can. 

Attitudes owns the only type-specific simulator for 
Malibu and Malibu Mirage airplanes in the world. 
In our simulator you will gain invaluable experience 
dealing with adverse weather conditions and system 
m&ctions that would be impossible to duplicate in 

I 

t o m  
11ost 

lalibus and  hilirages, 
xining programs for Aerostars, 

as a n d  Saratogas. 

FOR MORE INFORMATION ABOUT ATTITUDES' PROGRAMS, 1 
PLEASE CALL 1.800. WE CAN (1.800.749.3226) 

OR 1 S6l  S69.2790. 


