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David Coats 
President and Board Member 

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

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. 

Kansas City 

This is the convention not to miss. 
Piper is bringing the Meridian - both the 
one that flies and the Mock up. The 
academic program is loolung great - see 
the last issue for my comments. Our 
Kansas City hosts, Barbara and Richard 
Wiens have been hard at work with Bill 
Alberts and Richard Bynum and the 
MmMOPA board, along with many of 
our members, in preparing for a great 
convention. "Doc" Campbell is gearing 
up for the Queen of the Fleet. Larry Lee 
and Richard Bynum, along with some 
Kansas City members help, are applying 
their magic to the parking and airport 
activities. We are expecting the largest 
number of vendors ever and with the 
new technologies, there should be some- 
thing for everybody. 

Kudos to Piper 

By now, all Piper owners are aware 
of Piper's Special Announcement con- 
cerning the Wing Attach Service Bulle- 
tin . M*MOPA says congratulations to 
the New Piper Aircraft, Inc. for this 
policy. M*MOPA looks forward to 
Piper's continued improvement in their 
product support program and thank them 
for their support for M*MOPA and its 
programs. 

Conversation(s) with Jim Griswold 

At the mid year MmMOPA board 
meeting, several members of the board 
were privileged to enjoy an evening 
with Jim and Helga Griswold in Kan- 
sas City. Topics discussed included 
the single, two, and more, blade prop 
controversy, the matched engine for 
the Malibu, "the ideal Malibu", Malibu 
Competition and associated rumors, 
spoilers, engine monitors, and reli- 
ability of gas versus turbine engines. 
One could write a thesis based on this 
evening alone. 

However, Jim Griswold's comments 
concerning the reliability of gas engines 

versus turbines warrants repeating. 
Hopefully, I am doing justice to what I 
think I really heard. Basically, Mr. 
Griswold commented that if one treats a 
four stroke cycle aircraft engine with the 
same standard of care that most turbines 
receive, and if the accessories are of the 
same high quality used for turbines, then 
gas engines have basically the same re- 
liability as turbines. 

All of us truly enjoyed the evening 
with Mr. and Mrs. Griswold. Mrs. 
Griswold provided us with a little ad- 
ditional history of the window design 
of the Malibu and how she and "Jim" 
late one evening drew out the "win- 
dow placement" literally on the proto- 
type at the Vero Beach airport. He did 
the workof drawing, and she did artis- 
tic evaluation and made the final judg- 
ment call of where the windows would 
be placed. This type of design in- 
volvement must be why Americans 
think of airplanes as feminine objects 
and why they are so beautiful. 

The Ideal Malibu? 

Back in the seventies, there was a 
flood at the original LockHaven Piper 
plant and this "Act of God" allowed 
Piper to make a decision to discon- 
tinue one of their most successful prod- 
ucts - the Twin Comanche. A light 
twin with one of the prettiest wings 
available at that time, they replaced 
this line with the original Seneca - 
somewhat of a slug - that gradually 
metamorphosedinto areasonable twin 
today.. . the Seneca 5. But, the beauty 
of the Twin Comanche was never re- 
captured until the Malibu amved. 

The Seneca's Continentals were 
never as reliable as the Piper Twin 
Comanche's 160 hp Lycomings ei- 
ther. This engine business cuts both 
ways. Lycoming and TCM both build 
good engines, but both have had some 
models that have been less than opti- 
mally matched to the airplane. 

Continued on Page 6 
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President's Comer - Continued horn Page 5 The Real Challenge for Us A11 THANK YOU ALL! 

Today, Piper sits on the threshold of 
the new millennium. They have intro- 
duced a turbine version of the original 
Malibu with some very nice enhance- 
ments. However, are they missing a real 
opportunity? Imagine a MalibuIMuage 
today from the factory with a current 
Continental 550 (with crankshaft prob- 
lem now solved) under the TCM Top 
Care Program and a routine 25-hour oil 
analysis program supported by Conti- 
nental, a "Meridian type" interior with 
the STec autopilot and the Meggett and 
Gannin instrumentation. 

I would add to it A R M ' S  latest 
technology, the ARNAV 5200 MFD, 
Nexrad andMetar etc. uplinks from their 
upcoming relationship with ARINC, and 
a quality engine monitoring system such 
as the GEM-610 with data recording. 
This could, then, be a part of the factory 
support (i.e. the data could be down- 
loaded and forwarded to TCM for analy- 
sis along with the oil analysis). 

The New Piper Aircraft, Inc. could 
also take this opportunity to reduce 
the operational costs by looking at 
what we all know. For example, the 
gas lifts for the seats cost way too 
much. Redesign or seek out an Ameri- 
can vendor if the folks in Koblenz 
(and our own import rules) can't pro- 
vide for a more reasonable deal. With 
most of the major wear and tear items 
already identified through the S.B. and 
AD process and the continued tweak- 
ing of this wonderful design, add to 
that the fact that all of these features 
listed above are current inventory 
items for the most part, what a plane it 
would be with less parts count and 
better reliability and under The New 
Piper Aircraft, Inc. umbrella. 

A dream? No, without a great deal of 
difficulty, this could be reality and should 
not cost too much to bring to market. But 
the real dream is -The Ultimate Malibu 
-the above airplane with only four seats, 
about 30 inches shorter and 50 to 60 
knots faster! I would trade4388M today 
for such a four passenger Ultimate 
Malibu. (They could call this one the 
PA-46s for short version, also speed!) 

Flight Training. The airlines, the 
corporate folks and Part 135 operators 
train every six months and enjoy a sub- 
stantially (actually a dramatically) bet- 
ter safety record than general aviation. 
One unique group that appears to have 
moved these two classifications together 
is Cessna with their CJ Program. Granted 
it is a fanjet. But many of these planes 
are being flown by owners not unlike our 
M*MOPA members. 

But what is different is what the own- 
ers are required to do in order to fly these 
airplanes. Even though they are not 
professional pilots, nor may they even 
be high time pilots, Cessna's marketing 
folks recognized there are many pilots 
with the money and the desire to own a 
CitationJet. But, they did not have the 
"required time" to meet insurance re- 
quirements. So, Cessna went to one of 
the big insurance companies and to 
HightSafety and made a deal. Anyone 
who qualified for a ProCard Status from 
Flightsafety in the CJ (simulator) and 
trained every six months qualified for 
insurance and, hence, they were able to 
purchase and enjoy their own CitationJet. 

I would like to challenge us all to 
foster a similar development for the PA- 
46. This proposal is being addressed at 
this time. How many of the accidents 
and incidents in this airplane would have 
taken place had this kind of program 
been in effect and all had participated? I 
don't have the answer, but I think the 
question is worth asking. After all 
M*MOPA is about safety. 

Maintenance is continually improv- 
ing, and we owe a big thanks to many of 
our vendors and to the mechanic com- 
munity for this status. We now have 
available many excellent instructors and, 
now, two simulators are available to us 
for training with more possibly coming. 
Is there any good reason why we can't 
improve our statistics? Let's all look at 
this and resolve to maintain our planes 
and train to excellence. Discussions are 
now on-going with trainers, The New 
Piper, and with the insurance industry to 
develop a "ProCard Type" program. 
Your input is appreciated. 

I have really enjoyed the past two 
years as President of M*MOPA, and 
look forward to many more years of 
enjoyment with this fine airplane and the 
people associated with it. Working with 
your M*MOPA Board and the member- 
ship has been a true pleasure. Our mem- 
bership is now at an all time high and 
continuing to grow. 

A special thanks to Mark Swatek 
and Bill Alberts for our financial situ- 
ation. As Secretary/Treasurer, Mark 
has constantly guided the Board in the 
right direction and all of us are aware 
of the wonderful job Bill has done 
with our conventions and raising 
money. Our financial situation is quite 
secure and gives us the flexibility to 
provide member services that very few 
owner organizations enjoy. These in- 
clude the outstanding conventions, the 
magazine, the web site, and the annual 
index update, now being updated 
yearly by Boardmember Me1 Rushton. 

Of course, we are all lucky to have 
Russ Caauwe as our Executive Direc- 
tor, and Russ is not only a superb 
director, but also an experienced 
Malibu and Mirage pilot with over 
4,000 hours in these two models of the 
PA-46. Our influence with many ven- 
dors is well appreciated. Thank you 
all for this opportunity and a special 
thanks to each of the Board members 
for their support, help, and advice, 
and, of course, all of the work that 
each one has done. I will always 
treasure this experience. 

In Conclusion 

Our editor, Sy Weiner, has called for 
more articles. One reason our M*MOPA 
magazine is so good is the quality of 
those articles. Let's keep them coming, 
and don't forget to thank all of the au- 
thors. We depend on them. 

Keep up the good maintenance prac- 
tices, train and fly safe. See you in 
Kansas' City. 
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Your Engine's Cooling System 

Recently, I've noticed that aircraft 
engine cooling systems have become a 
hot topic among factory representatives 
and engine overhaulers. This seem- 
ingly mundane system has even become 
the focus of seminars and service bulle- 
tins. I've been on this soapbox myself, 
first writing on the subject of cooling 
systems over four years ago. So, be- 
cause of this increased attention and my 
belief in the cause, I'd like to address the 
subject this issue. 

Most aircraft engines are cooled by 
ambient air being forced through the 
cylinder fins. Without adequate cooling, 
the life expectancy of the cylinders and 
other engine components is dramatically 
shortened. Therefore, owners and op- 
erators should be aware of the extreme 
importance of diligent baffling system 
maintenance. Repairs to the top end of 
an engine can be very expensive and lead 
to long downtime for your aircraft. 

Since this system is easily ignored 
and poorly understood by most, I will 
briefly describe its construction and op- 
eration. First, air supplied by the pro- 
peller or forward motion of the aircraft 
enters the engine cowling. Some of this 
air is diverted to intercoolers, oil cool- 
ers, and engine accessories. 

The rest is directed to the cylinders 
by means of aluminum baffles which 
are fastened to the engine. There is a 
separation between the engine baffles 
and cowling which is needed to reduce 
the transfer of engine vibration to the 
airframe. These gaps are filled with 
flexible rubber seals. 

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 runs from asmall farm in Inman, Kansas. He will continue to provide support 
for the MalibuIMirage fleet in the U.S. and abroad. 

This systemmay look simple, but con- 
tains many potential trouble spots. With 
time, the rubber baffle seals become de- 
formed, detached or hardened. Also, en- 
gine vibration can cause cracks on the 
aluminum engine baffles. When any of 
these things happens, the incoming air is 
not properly directed and concentrated, 
resulting in high cylinder head and oil 
temperatures which, as weknow, aredeath 
to an engine. One possible consequence 
of high temperatures is excessive cylinder 
barrel wear resulting in low compression 
and high oil consumption. Burnt valves 
are another possibility, resulting in low 
compression and rough operation. And as 
every pilot knows, high temperatures di- 
rectly limit your ability to climb at the 
expected rate. 

In addition to the performance and 
mechanical problems cited above, failure 
to attend to cooling system components 
may affect manufacturerwarranty claims. 
I know of several cases where w m t y  
claims on damaged cylinders on factory 
remanufactured engines were turned down 
flat when factory representatives noted 
inadequately maintained baffling systems. 

In these cases, the owners should not 
have been surprised at the outcome, con- 
sidering the fair warning provided by 
Teledyne Continental Motors Service In- 
formation Directive 97-2, which calls for, 
among other things, yearly inspection of 
cooling system components. Further, ad- 
herence to this directive enhances the 
warranty of the cylinder components. 

Luckily, all elements of this system 
are easily accessed, making maintenance 
simple. Perform the following every time 
the cowling is removed: 

Ensure that all baffle seals are trained 
forwardand securely attached tothebaffles 
and/or cowling. 

Inspect the cowlings or baffles 
for staining, whichusually indicates that 
their contact with baffle seals has been 
interrupted. 

Make sure the engine baffles are 
securely attached to the cylinders and 
crankcase. 

Check engine baffles for cracks. 
Number and severity of cracks can be 
reduced by eliminating excess engine vi- 
bration, usually by means of dynamic 
propeller balancing. 

Points at which wires and cables 
pass through the baffles and at which they 
contact the crankcase must be sealed. 

By this time it may have occurred to 
the reader that tubber may not be the ideal 
material from which to make baffle seals. 
Fortunately, recent years have seen the 
introduction of silicon baffle seal mate- 
rial. This silicone material is resistant to 
the effects of heat and age, giving it an 
almost indefinite life. There are even kits 
available that include pre-cut and formed 
seals designed to replace the originals on 
nearly every airplane. I've been satisfied 
with the kits sold by Gee Bee. This is one 
system in your airplane where a little 
effort brings big rewards. Careful atten- 
tion and relatively minor repairs to baffles 
and seals can result in dramatic improve- 
ments to your airplane's performance. 

As always, if you have questions about 
cooling systems or anything else, feel free 
to contact me at 316-585-2180. 
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CALL us AT 404-355-9682 
FOR A COMPLETE LIST OF COMPONENTS AND PRICES. 

PLASTECH CORPORATION 
2080 GENERAL TRUMAN STREET, N.W. ATLANTA, GEORGIA 3031 8 FAX: 404-355-541 0 
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IN TURBOPROP SINGLFS. @ 
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Combine revolutionary design excellence from Piper and 
the power of Ratt 81 UhitnG Canada, and let the excitement begin! 
The Piper Malibu Meridii has created a bun like nevw before turboprop engines ever buik In fdct with more than 27,000 
in the General Aviation industry. One look, and it's easy to see in operation, the PT6 series of engines have logged over 
why. Stunning good looks. The absolute latest advances in 200 million hours. 
digital avionics and LCD instrumentation. A luxurious, all- The superior quality and service from Piper. and the w- leather interior for six. Cruise speeds topping 300 mph. world's premier turboprop engine from Pratt &Whiney 

And there's the Pratt & W h i i  Canada PT6A4A Canada. A match made in aviation heaven! We think so. 

m engine - a member of the most reliable, most popular Take a closer look and you will, too. 



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. Max corrected CHT in MCP 
climb is 364 degrees F, giving a margin 
of 96 degrees F below the limit of 460 
degrees F. Max corrected CHT at 
25,000 feet "best economy" leaned 
cruise at 262 HP (75% of engine's max 
rating of 350 HP) is 403 degrees F, 
giving a margin of 57 degrees F below 
the limit of 46Odegrees F. ... [It] is much 
easier to manage in cruise, without the 
50 degree F "lean-of-peak TIT 
requirement." 

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

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

- or - 
Call one of our approved installation facilities: 

Aviation Sales Denver, Colorado 
Flightcraft Eugene and Portland, Oregon 
Flightcraft Hayward, California 
Image Air Bloomington, Illinois 
Modern Aero Eden Prairie, Minnesota 
Piloten Services Straubing, Germany 
Skytech Baltimore, Maryland 
TCM Customer Service Center Fairhope, Alabama 

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

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

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

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

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

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

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

NEW - TCM TSIO-550-C Continental Engine.. . $67,700 plus fi-eiit 
REBUILT - TCM TSIO-550-C Continental Engine. . . $53,580 plus fre'it  
(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-550-C 

8 3 

(FORMERLY VK LEASING, INC.) # 



Available for your 520 or 550 Malibu 
and for your Mirage. 

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

CALL . . . WE WILL FAX OWNER COMMENTS. 

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. 



Now IT MEANS T --' TUS I I w 

Too! 

CALL THE PROS IN DES MOINES FOR YOUR MALIBU AND PEATUS NEEDS. 



MALIBU ON STEROIDS 
TO SAY YOU WILL BE IMPRESSED IS AN UNDERSTATEMENT 

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 over 8,200 ll 
and 5,700 as an instructor. 

Does the whiff of Jet-A send Walter 
Mitty thoughts of F-16's or massive 
throttle controls on B-757's through your 
subconscious? Or does it just make you 
wish that you could go higher and faster 
than your present Malibu? Then look no 
further - the Malibu community has 
something for you. The DLX Jet Prop 
produced by Rocket Engineering of Spo- 
kane, Washington. 

I recently had the privilege of con- 
ducting a Turbine Transition with John 
Marshall, the owner of N9100Z, and the 
recipient of a recent DLX installation. 
Upon our arrival at Spokane, we met 
Darwin Conrad, CEO and President of 
Rocket Engineering. Darwin is the prin- 
ciple designer, test pilot, production en- 
gineer, and sales force behind the DLX. 

Lest, you think that Rocket Engi- 
neering is a one-man show, nothing could 
be further from the truth. Darwin has 
assembled a dynamite engineering, pro- 
duction, and sales team at his Spokane 
base. From the minute you walk into the 
reception area, the staff makes you feel 
at ease. Their customer service repre- 

sentatives have already made a reserva- 
tion for you at a nearby motel, and they 
provide you with a courtesy car through 
your stay. 

Felt's Field, the location of Rocket 
Engineering, is a throwback to the way 
we would like general aviation to be at 
all levels. Great approaches, friendly 
controllers, excellent on-field restaurant 
(for those $100 hamburgers), fast line 
service, and, in general, a deeply com- 
mitted local and civic support for all 
levels of general aviation. Lest I forget 
to mention, great local natural scenery 
embossed by the Cascade mountains. 

The DLX modification is the mating 
of the time tested PT6-34 engine with 
the already greatMalibu/Mirage airframe 
(Fig # 1). This modification brings all 
the weights of the original Malibu to 
those of the Mirage. Next the instrument 
panel is modified to accommodate sev- 
eral of the turbine gauges that are needed 
- Ng (gas turbine), N1 (compressor), Nf 
(propeller control), boost and header 
pumps, manual fuel control override, 

Continued on Page 14 
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Malibu on Steroids - Continued from Page 13 

and dual battery system (Fig#2). All the 
previously mentioned controls are stra- 
tegically located for flow control during 
engine starts and in-flight monitoring. 
Though many of the aforementioned 
gauges may be unfamiliar to you, two 
hours of cockpit orientation make you 
forget things like MAP and TIT that are 
needed for piston engine flight. 

The FT6-34 is a flat rated 560 horse- 
power from a thermodynamic rating of 
750 horsepower. These horsepower 
numbers have to do with the rating of the 
engine at the aircraft approved altitude 
of FL 270. When was the last time you 
bought an aircraft and it met or exceeded 

every number the manufacturer told you 
it would do? Get ready because the DLX 
produces such numbers. 

Let's get down to the real reason we 
were visiting Darwin and company and 
flying the DLX. The first thing Darwin 
does is take you out to see what your 
money has bought. The production team 
mates the FT6 engine to the Malibul 
Mirage airframe with a totally new en- 
gine mount, redesigned environmental 
heat exchanger, fiberglass engine cowl, 
and fuel header tank. The workmanship 
is precise and professional, accomplished 
by technicians who take personal pride 
in their work. There is no "slam barn, 
thank you, ma'am" approach to produc- 
tion that you find in some facilities. 

After the airframe and engine instal- 
lation orientation, we proceed inside the 
aircraft for a gauge by gauge explana- 
tion, limitation, and function. This takes 
almost two hours. The cockpit orienta- 
tion was followed by a Computer Based 
Training (CBT) program on the function 
of the PT6 and its major components. 
The program is animated for the oil and 
fuel sections, so it is obvious how these 
systems are supposed to operate. A short 
50-question open book test on the engine 
followed. Either know the information 
or you are going to learn it. 

John and I flew a four-hour orien- 
tation flight with the company instmc- 
tor, Mark Conley. Put your fears away 
about flying turbine equipment. After 
a series of takeoffs and landings, stalls, - 
steep turns, and climb to altitude, your 
confidence level in the DLX will be 
soaring. Takeoff acceleration is what 
you would expect from a 560 horse- 
power engine. Fast on the runway and 
magnificent in the climb (2,500 to 
3,000 FPM), you will be saying,"Why 
didn't I do this before?" 

Some modifications to the Malibu 
fuel system have been incorporated to 
increase the fuel capacity because of the 
higher fuel bums associated with the 
PT6. Remember, something for noth- 
ing does not exist in aviation. The 
overall fuel capacity has been expanded 
from the standard 120 gallon usable to 
15 1.2 gallons in theDLX. Greater horse- 
power equals faster speed, thus increased 
fuel bums. At FL 270, we saw fuel 
bums around 34 GPH at 560 horse- 
power and a TAS of 255 knots plus. 

The Shadin Engine Trend Moni- 
toring instrument provided instanta- 
neous fuel flow, horsepower, TAS, 
TTS, and multiple other flight and 
engine calculations as fast as you could 
move the control knobs on the instm- 
ment. It actually takes a good couple 
of hours of reading the instrument 
handbook and working with Jet Prop's 
avionics technician to get comfortable 
with the instrument. 

Continued on the Next Page 
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Malibu on Steroids - Cont'd from the Previous Page 

A 14-gallon header tankis installed 
in the forward baggage area. It does 
reduce the area available in the bag- 
gage area but leaves well over two- 
thirds of the original space available 
for storage. 

The purpose of the header tank is to 
provide a continuous flow of fuel to the 
PT6. Unlike piston engines, the PT6 
requires a few more start sequences if 
the fuel flow is interrupted to the engine. 
Therefore, the large capacity header tank 
is installed to provide an uninterrupted 
flow of fuel to the engine. The header 
tank contains its own boost pumps and 
quantity gauges (Fig # 3). The system is 
totally automatic and, except for the 
potential failure of the header tank boost, 
requires virtually no input from the pi- 
lot. An emergency boost transfer pump 
is manually activated if the header tank 
boost system is alerted through the sys- 
tem fail lights on the annunicator panel. 

The fuel system has been augmented 
with the V-K type auxiliary tanks. The 

sump boost pumps are still selected via 
the fuel selector as on the original 
MalibuIMirage. A method to transfer 
fuel out of the wing with an inoperable 
boost pump is available through the 
emergency boost transfer pump. 

One big improvement the Jet Prop 
has that all MalibuIMirage aircraft ought 
to be blessed with is an improved envi- 
ronmental heat exchanger. The DLX 
has a redesigned exchanger that uses 
more bleed air from the PT6 to give at 
least 25% more heat to the cabin than the 
original heating system. At -38C OAT, 
this is a welcomed improvement. 

Taxiing the aircraft, you notice right 
off the bat that the DLX is more stable 
and has less of the original darting char- 
acteristics of the MalibuIMirage. 
Though the position of the landing and 
nose gear has not been changed in the 
modification, the installation of the PT6 
evidently has increased the stabilization 
of the aircraft during taxi, takeoff, and 
landing. The other significant item that 
is different from the original aircraft is 
the use of Beta and reverse during the 

taxiing of the DLX. A lever on the 
power lever (formerly known as the 
throttle) is pulled up and the power lever 
retarded aft, decreasing the blade angle 
to the zero to five degree range, slowing 
the forward progress of the aircraft while 
at the same time saving wear and tear on 
the brakes. The use of reverse during 
the landing roll effectively slows the 
aircraft with minimum braking and side 
movement, a characteristic that the 
Malibu is notorious for during the land- 
ing rollout, again saving wear and tear 
on the airframe and brakes. This turbo- 
prop feature also ensures the great land- 
ing numbers advertised for the aircraft. 

After twenty-seven hours in the air- 
craft with John, doing a complete ma- 
neuver series to include stalls, emer- 
gency descents, instrument approaches, 
normal, short field, and no flap take-off 
and landings, all I can say about the 
DLX is a big thumbs up. I'm looking 
forward to the opportunity to fly the 
DLX during future turbine transitions 
and refresher courses. 

As always, Fly Safe. 
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&e Aviation Sales, Inc. office complex, as 
pictured, is located on Denver's Centennial 
Airport. Our facility combines modern office 
space with attached hangars. Full FBO - 
amenities are available. 

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 ~al ibu/Mira& market. They are constantly 
seeking high quality aircraft to purchase for our 

i inventory. 

?!%r Maintenance department with state of 
3 

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 - 1960 TT, 770 SFREMAN, "0" 

STOH, King IFR w/KNS-8 1, KFC- 150 APIFD, 
KLN-90A & Garmin GPSs, WX- 1000, Argus 

5000, Copilot Instr., Ice, Air, Fuel Mgmt. System, 
5 Disc CD, Intercom and Tanis Engine Heater. 

1994 Mirage - 7 19 TT, "0" STOH, King IFR 
wIKNS-80 RNAV, KLN-90A GPS, KFC- 150 

APIFD, RDS-8 1 Radar, WX- 1000+ Stormscope, 
Argus 5000 Moving Map, CoPilot Instr., Ice, 

Spoilers, Intercom and Shadin Miniflow 

NOW AVAILABLE WITH AN 
OPTIONAL INCREASED 

MAXIMUM 
TAKE-OFF WEIGHT OF 

9,920 LBS. 

) Operates to 30,000 ft. I I 
) King Air size cabin 
) 4.5 x 4.5 Cargo Door 
) Flushing Potty I I 

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 12 

Phone (303) 799-9999 

IA 
Piper SERVICE CENTER 



rresloenr or nvlarlon I ralnmg 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 A n y  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 over 8,200 TT 
and 5,700 as an instructor. 

The legendary Vince Lombardi used 
to say there are only three things to 
football: running, blocking and tack- 
ling. So simple, yet so truthful. Flying 
also has its three cornerstones: altitude, 
airspeed and heading. Those who can 
control their aircraft using these param- 
eters simply have the right stuff. 

In flying with hundreds of pilots, it is 
always those who can master the basics 
that show the greatest control of their 
aircraft in all flight situations. Those 
who choose to fly the autopilot for long 
unintempted periods, sometimes pay 
the price for their lack of proficiency 
when their skills are most needed at the 
most inopportune time. The latest Air- 
worthy Directive on Icing dictates that 
pilots hand fly the aircraft when en- 
countering ice. As a minimum, this 
event has the aircraft IFR, possible tur- 
bulence, and changing control inputs. Is 
this the time to experiment with your 

ability to hold altitude, heading, and air- 
speed? Obviously not. Be at ease with 
your abilities as the situation changes. 

How best to learn these skills? Prac- 
tice. Not just when you are receiving 
instruction but every flight you make in 
your aircraft. Determine precise head- 
ing, altitude, and airspeed control until 
you can perform the tasks within a toler- 
ance of plus or minus five percent. Then 
maintain your newly developed edge by 
alternating segments of the flight be- 
tween you and the autopilot to include 
approaches. That storm-ridden night 
when all seems to fail, it will be a com- 
fort to know that within you, the skills to 
safely fly your aircraft are a fingertip 
away from the controls. 

Professionalism in flight is  a 
learned, not an inherent, skill. Flying 
is a continuing educational experience. 
Keep your flying skills honed, your 
aircraft in good mechanical shape, and 
exercise good judgment and every 
flight will be SAFE. 

SERVING THE 
AvIArnON 

INDUSrnY 
SINCE 1979 

A viation Specialist 

CUSTOMIZED CLIENT SERVICE 

Specific Poiicy Research - Client Updating 
Insurance Contract Review 

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

P. 0. Box 3474 Simi Valley, California 93093 
Tel: (805) 522-3428 Fax: (805) 522- 1739 ' 

(800) 6344l 01 Don M. Grandin 
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Phillip Wm. Fisher 
N25PF 

Detroit, MI 

Phillip is a private investor who owns 
a 1998 Mirage. He is IFR, SEL, SES, 
and Rotor rated. 

Jack Murphy 
N4377A 

Austin, TX 

Jackis CEO of American Phys. Sew. 
Group. His is a 2,700 hour Pvt, instru- 
ment rated pilot. He is part owner of a 
1985 Malibu. 

William F. Haberstock 
Salt Lake City, UT 

Mr. Haberstock is president of In- 
termountain Air, a Piper distributor. 
Welcome to our group! 

Bob Gisburne 
N86000 

Carefree, AZ 

Bob is an engineer with TechnoLab, 
Inc. He has a 1996 Mirage with Spoilers, 
Argus 7000 and electric co-pilot AI. 

Axel Weinreich 
N6919A 

Franksville, WI 

Recommended by Lester Kyle 
(Thanks, Lester!), Axel has a 1985 

Malibu with spoilers and a 550 engine. 
He is PresidentIOwner of a company 
involved in instrumentation for flow. 

Bill Bristow 
VH-LBE 

Chapel Hill, Australia 

Bill is in the advertising business. He 
has a 1989 Mirage, and is a 1350 hour 
instrument rated pilot. Our international 
membership grows! 

Dr. Johnnie E. Bates 
Hamilton, Alabama 

Dr. Bates is a physician in 
Hamilton, Alabama. He holds Pri- 
vate, MEL, SEL and Instrument rat- 
ings, with about 800 hours. 

Walter Mdinowski 
N19500 

McLean, VA 

Walt is president of Labat-Ander- 
son Incorporated. He is a 750 hour 
instrument rated pilot, and has a 1994 
Mirage. 

Gamey B. Scott, Jr. 
N9944S 

Waverly, TN 

Mr. Scott is PresidentIOwner of Scep- 
ter, Inc. and Aluminum Ingot Casting 
Company. He has a 1999 Mirage. With 
4,000 hours, he holds Cornrn, Instr, SEL 
and Rotocraft-Helicopter ratings. 

Tim Elliott 
N43870 

Sulphur Springs, TX 

TimisV.P., Sales, of CPI, acompany 
involved in document workflow prod- 
ucts. He has a 1985 Malibu and was 
referred by Dave Coats. 

Patrick A. McCall 
N189ET 

Orange, CA 

Patrick has a 1984 Malibu. He is a 
4,000 hour Instrument, Multi, Com- 
mercial, Single and Multi rated pilot. 
He is an attorney. 

Michel Bedos 
C-FRPX 

Manotick, Ontario 

We welcome another Canadian mem- 
ber! Michel has a new Mirage on order 
for delivery in August 1999. 

Phil Rosenbaurn 
Austin, TX 

Phil is a 500 hour pilot who joined 
our Association via our website. Wel- 
come to our organization, Phil! 

N. Judge King 
N26TG 

Minneapolis, MN 77414 

Mr. King is a 6,000 hour pilot and is 

Continued on Page 20 
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M-MOPA Headquarters - Continued from Page 19 

Commercial, Instrument and Float Plane 
rated. He is the owner of a new 1999 Mirage. 

Bryan Adams 
N4323P 

Breckenridge, CO 

Bryan is CEO of CNC Technologies 
and lives in Breckenridge. He has a 1984 
Malibu. 

Harold Harrison 
N221TB 

Dublin, OH 

Harold has a 1985 Malibu with a Victor 
Black Edition engin& and an Oxford Paint 
and Interior. He is an Engineer. 

Leonard Shaffer 
- N4384T 

Durham, NC 

Leonard is areal estate investor. He is 

buying a 1985 Malibu with a 550 en- 
gine, spoilers and a pod radar. 

Dr. Pino Guillermo 
N9101Q 

Wichita Falls, TX 

Dr. Guillermo is an orthopedic sur- 
geon. He owns a 1986 Malibu. He holds 
Multi-engine, Instrument and glider rat- 
ings, and has over 1730 hours. 

Bill Harris 
N9138Q 

Lake Oswego, OR 

Bill owns his own business in Lake 
Oswego and has a 1989 Mirage - Serial 
Number 3! (I have been flying serial 
No. 1, Bill!) 

Roger & Donaleigh Young 
N25635 

Clifton, VA 

Roger and Donaleigh are both Pri- 

vate, Instrument rated pilots. He has 
5,000+ hours and she has 1,500+ hours. 
They are in the business of building 
swimming pools. They own a 1985  
Malibu with a 550 engine. 

Randall Cox 
College Park, MD 

Randall is general manager of College 
Park Aero Services, Inc. 

Elias Zouein 
Jacksonville, FL 

Elias owns New Craft Inc, a com- 
mercial real estate business. He cur- 
rently owns a PA28-201T. 

Steven Boyd 
N960MA 

Frisco, TX 

Steven is in healthcare and has a 1996 
Mirage. He holds Multi-engine, Commer- 
cial and Instrument ratings. 

It's all  in the mixing of 

High Technolog 
& Crafimanship. -4 

To enjoy the way a "new" auml t  
looks and feels, get ready to pay hundreds 
of thousands of dollars. But, smart aircraft owners 
know there's a way to beat that cost these days. 

Have your interior/exterior reJinished by the most 
recognized craftsmen in the country. 

For years, turbines, twins, and singles have come to Oxford Aviation in every condition imaginable. Maybe they choose 
us because of our high technology and our meticulous attention to details. With over 1000 aircraft now carrying the Oxford 
Aviation placard, we've earned the distinction of creating a 'tfreet of satisfaction." 

Maybe they choose us because of our state-of-the-art drying and mixing rooms, our downdraft spray booths, control 
balancing, or our superb interior craftsmen and design staff who handle everytlung from a Cherokee to a Metroliner. 
With our greatly expanded facility and new technology, more slots are now available in the coming months. 

On the ramp, if they ask, "Is that new?" ... tell them, "It's better than new ..it's been 
@nished by V o r d  Aviation." 

TOTAL 
QUALITY 
MAINE 

O X F O R D ~ I O N  INc 

ReJinishing the Cmft ,..ReJining the Dream. 

75 Number Six Road, PO Box 990, Oxford, Maine 04270 (207).539.4779 FAX (207).539.8441 E-Mail: OXFRD @ AOLCOM FWAA Certification #OACR 582 S 
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Lester Kyle 

Lester has accumulated more than 
12,000 hours of instruction of which 80 
percent or more is in the Malibu and 
Aerostar. He spent three years as a 
Marine Air Wing crew chief on 
helicopters transporting troops to the 
front line. Lester holds a Bachelor 
degree in Math and Physics from ICS. 
A graduate of the Spartan School of 
Aeronautics with an A&P license, he 
later went on to give instruction in the 
maintenance program at Spartan. A 
graduate of Riverside Airlines with an 
ATP, CFII, MEI, as well as a Seaplane 
rating, Lester instructed at the Piper 
Training Center from 1984, at which 
time Lester's Aircraft Training was 
formed. 

Thanks for being patient with me a 
I covered a few Instrument procedure 
through the Trivia. This will be the las 
in this series of Instrument questions 
It's time to get back to reviewing th~ 
aircraft systems. 

1. In which airspace is VFR on to] 
strictly prohibited? Airspace A, B, C, D 
E, or G. 

2. You are IMC and have two wq 
communication failure, you do not exer 
cise your emergency authority. Wha 

should you do with the transponder? 

3. The temperature is +8 degree C 
at an airport elevation 1,850 feet MSL. 
If a standard lapse rate exists, what will 
be the approximate freezing level? 

4 What is the velocity of wind in a 
core before it can be called a jet stream? 

5.  The amount of water vapor the 
air can hold largely depends on? 

6. When being vectored for an ILS 
approach, at what point may you start a 
descent from your last assigned altitude 
to a lower altitude if cleared for the 
approach? (Remember the air carrier 
that flew into a mountain at Washington 
National.) 

7. You are given priority handling 
by ATC in an emergency and you did not 
deviate from any rule in FAR 9 1. When 
must you submit a written report? 

8. During your weather briefing, 
your airport of intended landing is fore- 
cast to be 1,500 overcast and three miles 
at yourETA. In this situation, how much 
fuel is needed for this flight? 

9. What is the purpose of FDC 
notams? 

10. A micro burst will dissipate im- 
mediately after striking the ground. True 
or False? 

11. Micro bursts occur only with 
heavy rain in thunderstorms. True or 
False? 

12. What is the best procedure if you 
inadvertently penetrate a thunderstorm? 

See you next issue. 
Lester Kyle 
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T he Queen of the Fleet competi- 
tion will become a more pre- 
dominant portion of the airport 

activities at this year's M-MOPA con- 
vention in Kansas City. We will be 
asking all participants to pre-register if 
they plan to vie for the coveted trophies, 
and all competing aircraft will be parked 
in a reserved area along with last year's 
Malibu and Mirage queens. 

The judges' scores will be tabu- 
lated while still at the airport, and the 
winners will be announced at a special 
award presentation to be held at the 
end of the airport day's activities. We 
have changed the format to give spec- 
tators an opportunity to view the win- 
ning aircraft. 

Aircraft are divided into two classi- 
fications: Malibu and Mirage. The 
judging process assigns points for three 
different criteria: interior, instrument 
panel and exterior. In reviewing an 
aircraft's interior, the judges are prima- 
rily concerned with the physical condi- 
tion of the seats, flooring, side panels, 
headliner and window dressings. 

Cleanliness is the primary focus, al- 
lowing for normal wear and tear of age. 
The cabin should be cleared of clutter, 
baggage and other personal effects be- 
fore being staged for the judging. It is 
not necessary to have a "new" interior to 
receive a high point score; good mainte- 
nance and grooming will garner one 
many points in this area. 

The instrument panel is scruti- 
nized for condition, obviously, as 
well as the variety of equipment in- 
stalled, ergometric placement of 
equipment and eye appeal. Again, 
older equipment is not discounted 

Doc Campbell 

and cleanliness and condition are of 
paramount importance. 

The exterior affords the individual 
pilot a great opportunity to earn points 
with alittle elbow grease. You guessed 
it! Cleanliness is most important, fol- 
lowed by condition and appearance of 
the paint, condition of the boots, tires, 
propeller, windows and cowling. 

A thorough scrubbing (don't for- 
get the wheel wells, the undercarriage 
and the mating area of the wings to the 
ailerons and flaps) is necessary. Get 
off the dirt and apply some wax. Treat 
and shine the boots. Perhaps rub a 
little Armorall to the tires and you are 
certain to score well on your exterior. 

The scores for the three criteria are 
summed: some bonus points are added 
for age and hours flown, and the air- 
craft with the highest totals are de- 
clared the winners. For each, the 
Malibu and Mirage classifications tro- 
phies are presented for the Queen, 1 st 
Runner-up and 2nd Runner-up. 

Additionally, the judges select their 
unanimous favorite, chosen solely on 
subjective values for the Judges' 
Choice award, and the spectators are 
given an opportunity to select their 
favorite to win the People's Choice 
award. Of course, all competing air- 
craft owners will be presented with a 
metallic dash plaque commemorating 
their participation. There may even 
be a few new trophies this year to be 
presented to the aircraft flying into 
Kansas City from the greatest dis- 
tance, aircraft with highest hours, etc. 

As you return your registration for 
the convention, be sure to check the 

appropriate location on the entry, in- 
dicating that you will be entering your 
aircraft in the Queen of the Fleet com- 
petition. Good luck! 

MoMOPA Oshkosh Fly-out 

Some of your fellow M-MOPA mem- 
bers are planning to fly their Malibus1 
Mirages into the EAA convention this 
year at Oshkosh, Wisconsin. They will 
meet at nearby Madison airport on Sun- 
day, July 25,1999, in the morning. From 
there, they will fly as a group into the 
Oshkosh airport. All the MalibusMi- 
rages will be parked together on the 
airport camping grounds making for an 
impressive display of our outstanding 
aircraft. 

Some members have expressed the 
desire to camp-out next to their aircraft 
and generally enjoy each other's 
camraderie. Doc Campbell will pitch a 
screened-in tent to serve as the MoMOPA 
hospitality facility and you are invited 
to camp and cook as you please. Dick 
Perschau is making arrangements for a 
mini-van to be at the disposal of our 
membership should we desire to travel 
into town for carousing or dinner. 

You will be free to spend the days 
and evenings as you desire, absorbing 
all the aviation culture thrown your way 
in the Oshkosh milieu. It promises to be 
the first of many future trips together to 
this grand event. If you have any desire 
to join your fellow Malibu pilots, con- 
tact Doc Campbell at 248-338-4980, 
Ext. 26 (days, EDT), 248-738-9103 (eve- 
nings) or at cpilot@concentric.net 
unailto:cpilot@concentric.net.> 



320 HOURS TOTAL TIME. King equipped 
Dual KX- 165 NavIComs, KLN-!JOB Approach 
Certified GPS, KN63 DME, KR-87 ADF, KT- 
7 1 Transponder, US-297 AltitudePreselector, 
RDR-2000 Vertical b i l e  Radar, and KFC- 
150 Flight DirectorlAutopilot System. 
ExecutiveOroup.Co-PilotInstruments, Pncrine 
Monitoring System, and much more. 

1 1999 MIRAGE 

FTO, Spec to order. Standard new featur--. 
EMIS Engine Monitoring System, BFG Smart 
Boot System, Recise Flight Speed Brakes, 
Allied Signal KFC-225 Flight Control 

stem. Available ODtions include: Arms 
7WOCE Moving ~ 8 : ~ .  BPG WX- 1 &E ~OT~n~OIIILationmd~eta~~S on 
Stc--cope, Sw--'"-nsponder, andmuch New ~~~~~~~i~~ Turboprop! 
mc Two-Ye, A warranty. I I 

Visit our web site at http: 



Scheduled Service 
100hr 1 annual inspections 
Pressurization service 

= Dynamic prop balance 
De-ice system troubleshooting/installation 
Engine replacement/troubleshooting 

Total Customer Support 
Since the inception of the Malibu, SkyTech has 
been totally engrossed in the Malibu aircraft. Our 
total supportconcept hasgrown froma strictly sales 
and service point of view into a complete support 
network. We have developed the Malibu Parts 
Exchange Network capable of servicing Malibu 
customers and service facilities anywhere in the 
world. Our parts department continues to grow and 
provide services for a wide range of maintenance 
facilities. Our service department continues to lead 
the nation in number of Malibus serviced and 
maintained. At this point, we have performed 
almost every major repair conceivable from every 
part of the U.S. As the Malibu enters its second 
decade of operation. SkyTech is devoting a great 
deal of effort to the maintenance and enhancement 
of the existing fleet. 

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



The Socata TBM 700 ... 
d 

Keep up with . . 
the competition. 
(Call CAI for more infirmation) 

In today's fast paced world you need to have a 
"Rocket Ship" like the Socata TBM 700 to keep up 
with the competition. With an average cruise 
speed of 285 KTAS at 28,000 feet the aircraft will 
fly 1175 NM with IFR reserves, luggage, full fuel, 
and 3 persons on board. 

With over twenty years experience in selling 
Corporate Turboprop and Jet aircraft Corporate 
Airsearch Int'l has the experience, integrity, and 
knowledge to lead your company into the new 
millenium. Our company has specialized in the 

C~LL THE PROFESSIONALS AT CAI FOR MORE 

INFORMATION ON THE FOLLOWNG AIRCRAFT FOR SALE: 

SOCATA 
G R O U P E  AEROSPATIALE 

Photo Courtesy of Socata Alrcrafl 

Socata TBM 700 for the last several years and all 
of our clients have been extremely satisfied with 
our service as well as the quality and perfor- 
mance of their TBM 700 aircraft. 

For further information on how you can become a 
TBM 700 owner please call James P. Hanley, Vice 
President, Sales & Marketing for a current listing 
of TBM 700's for sale or to arrange a demonstra- 
tion flight. Our company can facilitate a trade of 
your current aircraft for a TBM 700. 

1999 TBM 700, FULLY EQUIPPED 
NEW LARGE DOOR, 2-YEAR WARRANTY 

1997 TBM 700,265 HOUR T m a  TIME 
EFIS, LIKE NEW CONDITION, WARRANTY 

1995 TBM 700,525 H o w  T m a  TIME 
EFIS, FREON AIR, NICE P m  & INTERIOR 

CORPORATE 
AIRSEARCH 
INTERNATIONAL, luc. 

150 E. Palmetto Pk. Rd., Suite 550, Boca Raton, FL 33432 Tel: 561.750.8221 Fax: 561.750.6221 
www.CaiJets.com email: caiOCaiJets.com 



Dick was our MmMOPA 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. 

On Your Back! 

I just finished some great refresher 
training with ATM. I always humble 
myself when I do this, in that I find there 
is always more to learn. John said that 
we would do just a little "advanced IFR" 
training for this session. My partner and 
I do refresher training every year whether 
we think we need it or not - and always, 
we learn more about how to fly the 
Malibu better. We were practicing in 
actual IMC, and John got me into such 
partial panel that there was nothing left 
but to fly the approach with timed-turns 
+ the whiskey compass + a very un- 
damped ball and bank. 

So, I took out my little key chain that 
had a small one inch level that I got at 
ACE Hardware. I placed it on the glare 
shield for a little bit of resourceful infor- 
mation for wings level. This is why my 
partner and I installed an electric backup 
attitude indicator, which is a great $300 
insurance piece of equipment. But, with 
this instrument also out, John thought 
my level was great and wished he had 
his camera to document this great sur- 
vival maneuver. 

The training was, as usual, excep- 
tional for instrument update and espe- 
cially good to retrain some of the old 
stick and rudder maneuvers necessary to 
get this bird on the ground from almost 
any unusual situation - engine out at 500 
after takeoff, short field landings, or 
extreme crosswinds. John Mariani 
doesn't hesitate to utilize any actual 
weather situation available in order to 

train and educate. I always enhance my 
confidence level in this bird with this 
type of training. 

I have observed a few Malibu driv- 
ers who have never had or have lost the 
basic stick and rudder ability to really 
fly the Malibu or any other airplane, for 
that matter. I mean basic hard cross- 
wind landings, or hard push sideslips, or 
recovery from being on your back, or 
the like! These folks are literally button 
pushers. They rely on the sophisticated 
autopilot systems to get them through. I 
flew with one fellow, whom I will never 
fly with again, who demonstrated this 
talent to me, and I don't think he is with 
us anymore. 

I am pleased to tell you all that none 
of these observations were of M*MOPA 
members or military trained folks. I am 
always enthralled at the talent and pro- 
fessionalism in the M*MOPA organiza- 
tion. These folks were simply able to 
buy themselves into advanced aircraft 
with little basic flying ability. "Button 
Turners'' I call them. 

A few years ago, Tony Lavier (former 
test pilot for the Skunk Works) felt the 
same observation in the GA fleet and 
teamed up with several acrobatic in- 
structors to form a program called "Re- 
covery from Unusual Attitudes". His 
feeling was that contemporary flight 
training in this country didn't adequately 
instruct basic unusual attitude training, 
i.e., spin recovery, etc. I thought this 
consideration had great potential for the 
GA pilot today, and I entered into this 

program at Santa Paula, CA with one of 
Tony's chosen acrobatic instructors - 
Rich Stohl. 

Rich had recently published a book 
on recovery from most any GA aircraft 
with his P-A-R-E technique that he 
developed from spinning almost ev- 
ery GA aircraft he could get his hands 
on. P-A-R-E is something that comes 
up to the brain when you are upside 
down or the bird is totally not respond- 
ing - POWER-AILERONS-RUDDER- 
ELEVATOR. I will leave you to attend 
one of these courses to figure out which 
way to do these maneuvers with your 
feet and hands. (I am not currently 
certified as an instructor.) The P-A-R-E 
thought will work in any GA aircraft, and 
in most any out of control spin situation. 

So, why not take some unusual atti- 
tude or acrobatic training. "I am prone to 
airsickness," may be one excuse. Be- 
lieve me, I am too. I have never been sick 
in a cockpit or ship that I feel I have 
control of. But, I refuse to let my kids get 
me on the "Mr. T O A D  tea cup ride at 
Disney World, and I stand on the bridge 
or on the front deck of any vessel at high 
seas. Any fighter pilot can get any back 
seater sick. When we have control of the 
bird and our environment - we can con- 
trol airsickness. Anyone along for the 
ride is prone to throwing up. 

A good acrobatic instructor will honor 
your prone-to-airsickness, and quickly 
show you the maneuver, or let you do it 
with a little voice preparation. He or she 

Continued on Page 28 
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loses money if you give up the instruc- 
tion early! Just tell them your hesita- 
tions. They will work with you. "I 
don't need to be an acrobatic pilot to 
fly the Malibu," is another excuse. 
That's true, but those basic abilities 
may save your life and the lives of 
your family some day. 

I entered the Unusual Attitude pro- 
gram simply to learn how to get my 
GA aircraft off my back or out of a 
spin. That exposure prompted me to 
obtain further acrobatic certification 
simply because I felt so much better in 
control of flight with this training. I 
hope you know that the Malibu only 
had to pass a one-turn spin with recov- 
ery in order to become certified! I 
don't think-anyone has recovered a 
Malibu from a multiple turn spin. 

In Unusual Attitude training, they 
will let you wind up the Decathlon or 

Pitts as many times as you want before 
recovery as long as there is altitude to 
play in. The aircraft, in a very nice spin 
or inverted spin, is at peace with itself 
like a leaf falling to the earth. It is up to 
the pilot to stop all that aircraft comfort 
before crew discomfort sets in. The 
instructor will usually quietly tell you 
that it's about time to recover - if you 
wish - before taking over. 

"The training is too expensive," yet 
another excuse. Nonsense. I encour- 
aged a friend of mine to attend unusual 
attitude training. He called me a couple 
months after the training to say that he 
recovered his Bonanza, with family on 
board, when finding himself on short 
final - almost on his back - from some 
type of turbulence, but instinctively re- 
covered. He based his survival on the 
Unusual Attitude training recently re- 
ceived. He had developed a second 
sense from this type of training as to 
how to properly respond to a sudden 
out-of-control situation. 

I laughed when my partner installed a 
G-meter in our bird (he is a former Top 
Gun F-4 jock), but I found it very helpful 
when John put me into some aggressive 
unusual attitude recoveries - kept me 
from ripping the wings off. The best 
feeling that I received from Unusual At- 
titude training was when my instructor, at 
my request, invited me to try some ad- 
vanced maneuvers. When trying French 
Knots or Lomschevaks, a neophyte is 
always going to fall out of a few before 
any accomplishment, but that was the 
best training of all. 

To suddenly realize that the bird was 
not doing anything I imputed, or to real- 
ize that I was in an inverted or upright 
spin was the best training of all. I, with 
instructor quietly watching all this, had to 
diagnose that I was out of control and had 
to recover before hitting the ground. "I 
have always had a fear of falling out of 
the sky." Well, this is the best way to 
correct that fear. You can direct this type 

Continued on the Next Page 

We are looking for a few good pilots . . . 

themselves to  

If your goal is real Malibu-Mirage proficiency 
and you are willing to work hard ti  achieve it, 
CALL US. 

\VlXTION TRAINING MANAGEMEN 
'ost Office Box 2611 Vero Beach, Florida 3296: 

CALL (561) 778-7815 or FAX (561) 778-9958 
Insurance approved for factory equivalent initial and recurrent 

John Marlan1 
Director of Tralnmg 

Mahbu/Mirage 

?A 46 training. 
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Med+Facts - Cont'd from the Previous Page 

of training to correct any fears you 
may have. Believe me, I have done it. 

John Mariani brought a NASA tape 
to our refresher training session last 
week revealing NASA's endeavors to 
explain the recent icing accidents. They 
mimicked tail icing with Styrofoam on 
the tail and flew with those shapes at- 
tached to the airframe to see if diagnoses 

and recovery procedures were obtain- 
able. Tail icing created a yokelstick 
lightness -almost to the yoke going full 
forward. This was opposed to wing stall 
with shutter. When the ice on the tail 
broke loose, the aircraft pitched sud- 
denly and violently to a full nose down 
attitude. The recovery was the absolute 
opposite of wing icing, in that full yoke 
aft was required to recover! 

This knowledge, for us GA Malibu 

drivers who don't fly every day, re- 
quires some refresher training to ac- 
quire. I have flown with some of the 
best-of-the-best pilots and some of the 
worst. But, you know, the best pilots 
never really thought they were! The 
best were always asking and challeng- 
ing others to teach them more. 

We have a valuable resource in our 
M*MOPA organization -our trainers. 
Use them. 

AIRCRAFT COVERS~ 
CANOPY COVERS AND INTAKE PLUGS I 

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

Covers Also Available: 
Windshield Only 
Engine Propellers 

BRUCE'S CUSTOM COVERS TOLL FREE (US.): 800/777-6401 
389 E. California Ave. PHONE 408/738-395 
Sunnyvale, CA 94086 FAX 408/738-272 

custom made utilizing the latest in fabric and sewing technology 
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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 13 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 Lester Kyle's Aircraft Training 
561 462.5438 

Modem Aero's FAA Certified Repair Station and Piper-Authorized Service 
Facility has been providing the highest quality and most reliable service you can 
depend on for over 31 years. You can count on our attention to detail and 

Modern Aero, Inc. complete Customer Satisfaction. Our Service Tech~ciam are factory trained 
with extensive experience regarding the MalibuMirage. Modem Aero provides 
scheduled service and minor repairs to major installations. 

TSIO-550 STC Installation Center TBM 700 Service Center 
Dealer for Spoilers, Inc. Extensive Parts Inventory 
Radar Pod Installations Avionics Installations 

1480 1 Pioneer Trail, Flying Cloud Axport 
Minneapolis, MN 55347 

Telephone: (612) 941-2595 Fax: (612) 941-0307 
Certified Repair Station MZER198L 

Website: www.rnodernaero.corn Ernail: rnodernaero@rnindspring.corn 
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David Conover 

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

A graduate of Spartan School of 
Aeronautics, David is an FAA licensed 
Airframe & Powerplant mechanic. 
Additionally, he holds a Private Pilot1 
Instrument License and is Malibut 
Mirage qualified. 

Service Bulletins 

Over the past few months, The New 
Piper, Teledyne Continental, and 
Textron Lycoming have issued new 
Service Bulletins. As areminder, manu- 
facturers issue Service Bulletins for 
items that they deem could affect flight 
safety, so it is prudent to review the 
specifics of the Service Bulletin 
promptly. The cover page identifies the 
specific parameters of the Service Bul- 
letin and a compliance schedule, which 
outlines the hours or time that an opera- 
tor has to comply with it. 

In the case of TCM CSB 99-3A, 
which involved some crankshafts used 
by TCM, the Service Bulletin became an 
Airworthiness Directive (99-09-17) 
shortly after the bulletin was issued. If 
this applied to your aircraft and you 
reacted promptly, you probably beat the 
backlog in inspections. The number of 
affectedengines grew significantly from 
the initial estimates. Since this particu- 
lar inspection requires a factory repre- 
sentative be present during the inspec- 
tion, you could be grounded waiting for 
compliance. In short, prompt attention 
to any manufacturer bulletins and coor- 
dination with a qualified service facility 
can minimize any inconvenience. 

Since we are in the midst of the 
thunderstorm season, I have been 
asked to review a few preventative 
measures with respect to weather 

detection equipment. 

Most PA-46 aircraft are equipped 
with some form of thunderstorm detec- 
tion equipment. It is highly recom- 
mended that at least once a year the 
systems be tested to verify proper opera- 
tion. Some systems incorporate a "test" 
function but, in some cases, this may not 
tell the whole picture and may only be 
testing a portion of the system. Any 

avionics facility installing this type of 
equipment is required to have the test 
equipment that will properly test the 
system. The time involved to test thun- 
derstorm detection equipment can be 
performed in a very short period of time. 

For aircraft equipped with weather 
radar the test procedure may be some- 
what more involved and actually is per- 
formed by the pilot every time the unit is 
utilized. Weather radar is an interactive 
piece of equipment that requires a sys- 
tem knowledge that can take a little time 
and effort to acquire. Unfortunately, 
every year aircraft with weather radar fly 
directly into violent weather with fatal 
results. In some cases, the aircraft are 
not equipped with any thunderstorm de- 
tection equipment, leaving the weather 
radar as the primary on board weather 
avoidance equipment. 

Weather radar, when interpreted 
properly, can keep an aircraft clear of 
"heavy" weather, but pilots must put 
some work into learning the system well 
before they encounter weather. For pi- 
lots new to the PA46, the ability to fly 
into the flight levels adds a new dimen- 
sion that allows us to fly VFR over much 
of the weather. However, it is always 
important to remember that when the 
storms reach high into the flight levels, 
they become more and more violent as 
they climb. Aircraft encountering high 
level storms can be besieged with vio- 
lent up and down drafts, hail, and heavy 
icing. We have many tools at our dis- 
posal; pre-flight weather briefings and 
flight service reports can paint a good 
picture of the general conditions. How- 
ever, as we all know, conditions can 
change very quickly and quick changes 
usually are bad. 

There are various radar-training pro- 
grams offered throughout the industry 

Continued on Page 32 
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and videos that can give a pilot a better 
understanding of radar operation. It 
seems like a lot of work, but the benefits 
are tremendous. The more you work 
with a radar, the more you understand 
what it is actually telling you, and how 
much information is really available at 
your fingertips. Depending on your 
specific weather radar system, the per- 
formance will vary greatly. However, 
knowing what your specific systemlirni- 
tations are will add to your confidence 
and proficiency when you really need 
the equipment. 

I have been flying and working with 
weather radar for over 17 years, and I'm 
still learning. In fact, I. can't always 
remember proper tilt management, range, 
gain, beam width and all the other fac- 
tors that are required to obtain a proper 
picture of what is ahead. As everyone 
knows, it can get real busy sometimes! 

Several items that are helpful include: 

A Radar Tilt Calculator from 

AlliedSignal (006- 1 8 124-0000). This 
calculator gives you a fast method to get 
a ballpark cross sectional view of what 
your system will see. The calculator has 
a slide scale for lo", 12" and 18" anten- 
nas. If you have an AlliedSignal radar, 
you only need the 10" portion. If you 
are operating the Sperry in-wing sys- 
tem, your results may not be accurate 
as this calculator is based on a flat- 
plate antenna. 

For those individuals who have 
attended an Archie Trammel course or 
have purchased his video-training pro- 
gram, the AJT radar guide is a handy 
reference that can be very useful as a 
quick in-flight reference. 

For those operators with the 
AlliedSignal RDR-2000, Allied offers a 
Digital Radar manual (006-08755-0001) 
which describes the system operation 
and the Vertical Profile Mode. 

To provide a better understanding 
of their radar systems, AlliedSignal has 
recently announced a familiarization video 
(006-08 188-000) fortheRDR-2000 system. 

The AlliedSignal information can be 
obtained through any authorized Allied- 
Signal avionics facility. 

To summarize, a Stormscope with 
very little interaction identifies a general 
area of thunderstorm activity to avoid. 
On the other hand, weather radar can 
provide a wide range of weather and 
ground mapping functions that can be 
invaluable. Working with your radar on 
every flight will add to your confidence 
and understanding of the system. In the 
near future, we can look forward to cock- 
pit links with ground based radar. There 
are several systems currently in devel- 
opmental stages. But as the technol- 
ogy improves, we should have a smor- 
gasbord of choices available before 
we know it. 

I welcome your comments and input 
on discrepancies and failures that you 
encounter on your aircraft. I can be 
reached on the M*MOPA website on the 
Airframe page, phoned at 41 0-574-4 144, 
and emailed at dconover@skytechinc.com. 
I look forward to seeing everyone in 
Kansas City. 

Federal Aviation Administration 
Pilot Responsibility for Compliance 

With Air Trafltic Control 
Clearances and Instructions 

Action: Interpretive rule. 

Effective Date: This document is 
effective March 26, 1999. 

Interpretation: The NTSB's 
Frohmuth-based line of decisions de- 
viates from an accurate construction of 
the FAA's regulations governing air 
traffic control communications. These 
FAA regulations require pilots to com- 
ply with air traffic control clearances 

and instructions. Contrary to the NTSB's 
reasoning, pilots do not meet this regula- 
tory imperative by offering a full and 
complete readback or by taking other 
action that would tend to expose their 
error and allow for it to be corrected. 

Readbacks are a redundancy in that 
they supply a check on the exchange of 
information transmitted through the ac- 
tual clearance or instruction. Full and 
complete readbacks can benefit safety 
when the overall volume of radio com- 
munications is relatively light; however, 
they can be detrimental during periods of 
concentrated communications. Giving a 
full readback of an air traffic control 

transmission could result in the mitiga- 
tion of sanction for a regulatory viola- 
tion when the air traffic controller, un- 
der the circumstances, reasonably 
should correct the pilot's error but fails 
to do so. Accordingly, the FAA may 
take this factor into consideration in 
setting the amount of sanction in FAA 
enforcement orders. However, the 
simple act of giving a readback does 
not shiftfull responsibility to air trafic 
control and cannot insulate pilotsfrom 
their primary responsibility under 14 
CFR 91.123 and related regulations to 
listen attentively, to hear accurately, 
and to construe reasonably in thefirst 
instance. (Italics ours.) 
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Rise to  t h e  C H A L L E N G E .  

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

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

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

organization, we can help even includes a weather radar 

you face that challenge with 

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 international 

For more  i n f o r m a t i o n ,  p l e a s e  ca l l :  T o l l - f r e e  ( 8 0 0 )  7 2 6 - 5 0 3 7  T e l  (941)  6 4 6 - 5 0 3 7  Fax ( 9 9 % )  6 4 4 - 6 2 1 1  @ w w w . f l i ~ h t s a f e t y . ~ o m  

Or  w r i t e  u s  a t :  2 9 4 9  Ai rs ide  Center  Dr ive .  L a k e l a n d .  F lor ida  3 3 8 1 1  



Cot urn bia Aircraft Sales, Inc. 
The Exclusive Authorized Distributor & Service Center 

For New England, New York & New Jersey 

"Perfection Is No Illusion.. . . 
It's A Mirage! 

There's Still lime To Order Your August, 
October or November Mirage Today! 

Glimpse Into The Future With 
Piper's Malibu Meridian! 

Performance, Comfort & Agility, That's 
Simple & Economical To Fly! 

Contact Gary Saunden, "MrSix," or Gordon Ramsay for Brochures & Pricing Today! 

Columbia Aircraft Sales, Inc. 
Groton-New London Airport 

Groton, CT 06340 
Ph: (860) 449-8999 AIL 
Fax: (860) 449-9924 Piper 

E-mail: colum biasales@pcnet.com 
www.columbia-air.com 

Or Contact One of Columbia's Authorized Sales Affiliates 

Andrew Ferguson Don Patch Keith Douglass 
Air Bound Aviation, Inc. Northeast Aircraft Sales, Inc. Shoreline Aviation, Inc. 
Essex County Airport Portland International Jetport Marshfield Municipal Airport 
Fairfield, NJ Portland, ME Marshfield, MA 

e 
(973) 575-1833 (207) 774-6318 (781) 8344928 



A Fair Amount of Confusion Exists Regarding The Diferences Between 
a New Piper Authorized Service Center and an FAA Certijied Repair Station. 

John Foster 

In the course of having a Service 
Bulletin complied with, recently, one of 
our members discovered that his local 
FAA Certified Repair Station was not 
authorized to perform the work. Can a 
service facility be authorized by New 
Piper without being an FAA Certified 
Repair Station? Absolutely. Are all 
FAA Certified Repair Stations autho- 
rized to work on Piper products? Abso- 
lutely not. No wonder he was confused. 

Although the terms "Authorized Ser- 
vice Center" and "Certified Repair Sta- 
tion" look somewhat congruent at first, 
they are really two different things. One 
of the prominent distinctions between 
the two is who is doing the authorizing. 

An FAA Certified Repair Station is 
a maintenance facility that has submit- 
ted its organizational makeup, inspec- 
tion procedures, operating systems, 
record keeping programs, personnel 
training programs, equipment calibra- 
tion procedures, parts tracking systems, 
and almost everything else it does to the 
FAA FSDO (Flight Standards District 
Office) for review and approval. 

Included in the organizational pro- 
cedures is a position called Chief In- 
spector. That person, an organization- 
ally independent technician (who usu- 
ally has an IA and tons of experience), 
brings a second set of eyes and a built-in 
second opinion to everything that is 
done in the shop. 

A Repair Station has also submitted 
to the FAA the list of the aircraft, 
powerplants, and accessories it wishes 
to maintain, along with personnel records 
showing successful completion of the 
manufacturer's schools for those par- 

ticular aircraft and/or systems. All of 
these details are committed to paper in 
the form of a facility's approved Repair 
Station Manual, and all of its subse- 
quent operations are accomplished in 
accordance with "the Manual". 

After theinitial approval, which takes 
about a year if you run a "tight ship" and 
have some experience with the process, 
FAA personnel subject all of the afore- 
mentioned to random audits. The au- 
dits, which you could characterize as a 
two-day ramp check, take place about 
once a year and scrutinize the minutest 
detail of the operation. 

In return, the Repair Station can re- 
turn an aircraft to service after a variety 
of maintenance events, including an an- 
nual inspection, substantial repairs, or 
the completion of pre-approved modifi- 
cations. The record keeping and over- 
sight requirements can also assist the 
Repair Station in other areas of its busi- 
ness, such as making broader insurance 
coverage available because insurers 
know that the repair process is audited. 
Another benefit is that manufacturers 
tend to look more favorably upon repair 
facilities that are FAA Repair Stations 
because checks and balances are in place 
to enhance the level of safety, which is 
clearly a customer benefit. 

How do you know a particular shop 
is an FAA Certified Repair Station? 
Look around the office walls the next 
time you visit. You will see the Certifi- 
cate prominently (because the FAA says 
you will) and proudly (because it's so 
hard to get) displayed. Another way to 
identify a Certified Repair Station is by 
reading logbook entries. Inspections or 
repairs accomplished by a Certified 

Repair Station will reference their CRS 
(Certified Repair Station) number in the 
logbook. 

A New Piper Authorized Service 
Center is different. As a manufacturer, 
New Piper has the authority to establish 
its own criteria for servicing its prod- 
ucts. Early in its existence New Piper 
took a significant stride in customer 
support by requiring its Distributors to 
have an in-house maintenance capacity. 
Previously, it was possible (rare, but pos- 
sible) to operate a sales organization while 
subcontracting all of the service work. 

Now, all New Piper distributors op- 
erate company-owned Authorized Ser- 
vice Centers. That means the Distribu- 
tor has at least one licensed A&P me- 
chanic on staff, and that the technician 
has successfully completed factory 
maintenance training during the past 
twelve months. The distributor-owned 
Service Center also insures the tooling 
required to work on all of the products 
produced by New Piper are on-site, along 
with a predetermined list of commonly 
used replacement parts. In practice, you 
will find older distributors have a far 
deeper service capacity than the afore- 
mentioned minimum requirements. 

Additionally, other New Piper Au- 
thorized Service Centers located around 
the world meet the same staffing, stock- 
ing, and training requirements. A word 
of caution is in order, however, because 
many maintenance facilities previously 
associated with Piper Aircraft Corpora- 
tion continue to display Service Center 
signs without having received any fac- 
tory training for years or even decades. 
And, it isn't likely that they have invested 
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M a l i b M i r e g e  Magazine . Summer 1999 . Page 35 



New Piper Service Center - Cont'd from Page 35 

heavily in any New Piper-oriented diag- 
nostic equipment lately. 

If the sign displayed by your local 
Authorized New Piper Service Center 
does not include the new logo, be wary. 
They may be competent, or even expe- 
rienced, but they do not necessarily meet 
New Piper's standards, cannot perform 
work under the New Piper warranty, 
and may not have been trained on the 
most recent product refinements and 
maintenance techniques. Check New 
Piper's website at www.newpiper.com 
to see if aparticular facility is an Autho- 
rized Service Center, or call your local 
distributor. 

With all that said, let's go back to 
where we started. A New Piper Autho- 
rized Service Center is the only entity 
that can do warranty work for a cus- 
tomer (e.g., comply with the Service 
Bulletin that precipitated the confusion). 
The New Piper Authorized Service Cen- 
ter may or may not be an FAA Autho- 
rized Repair Station. The FAA en- 
dorses the work of a New Piper Autho- 
rized Service Center by virtue of the 
facility's employment of a certificated 
A&P Mechanic. 

The FAA Authorized Repair Station 
that the owner took his aircraft to appar- 
ently was not an Authorized New Piper 
Service Center. Therefore, they could 
accomplish the Service Bulletin for the 

owner only if: 1) the owner was willing 
to pay for it out of his pocket, and 2) the 
Repair Station had the appropriate PA- 
46 training and technical resources re- 
quired to include the PA-46 on the list of 
aircraft that the FAA has approved the 
facility to work on. 

An A&P employed at your local 
New Piper Authorized Service Center 
has experience, training, and parts at 
his or her disposal and, by design, is 
extremely capable of doing a well- 
informed annual inspection on your 
Malibu or Mirage. Oddly enough, 
however, an A&P mechanic cannot 
return your MalibuIMirage to service 
after its annual inspection. That au- 
thority rests solely with either an FAA 
Certified Repair Station or an A&P 
with what is known as Inspection Au- 
thorization (IA). You could think of 
an IA as something of a master's de- 
gree in aircraft maintenance. That's 
why, in many cases, you will find, as 
a practical matter, that New Piper Au- 
thorized Service Centers also function 
as FAA Certified Repair Stations. New 
Piper Authorized Service Centers that 
are not FAA Repair Stations must em- 
ploy an A&P who is also an IA as a 
legal means to return an aircraft to 
service. 

Members whose aircraft are no longer 
covered by New Piper's two year war- 
ranty sometimes employ the services of 
a single independent mechanic who pos- 
sesses Inspection Authorization. In that 

situation, one person can accomplish 
inspections and repairs, usually with a 
lower overhead and subsequent lower 
costs to the owner. 

A weak point in that approach is that 
the manufacturer directly disseminates 
the latest service information only to its 
Authorized Service Centers. The rest of 
the industry ultimately has equal access 
to service information, but it may be 
somewhat dated when it amves. 

Another issue surrounding the 
single IA format is that there is very 
little in the way of checks and bal- 
ances, so you are basically betting 
your asset that your IA is having a 
good week when the inspection is be- 
ing done. If the IA being used has 
extensive PA-46 experience, (Kevin 
Mead and Ed Wilkerson immediately 
come to mind) then the probability of 
missing something that may be of con- 
sequence later on is mitigated by the 
fact that they are well exposed to typi- 
cal PA-46 trouble spots. Lacking that 
level of experience, reliance on a 
single mechanic with limited over- 
sight is a bit of a gamble given the 
number intricate systems that make 
up a MalibuIMirage. 

John Foster serves as Executive Vice President 
of SkyTech, Inc., a General Aviation Sales and 
Service organization located in Baltimore, 
Maryland. SkyTech is an Authorized New Piper 
Service Center and has operated as an FAA 
Certified Repair Station for more than 23 years. 
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When Dick Foreman 

was look ing ,  

he f ound  that the f o l l ow ing  

a i rcraf t  f l y  as 

FASTond FAR, 
with as much 

RO OM a n d  equal 

.E CONOMY, 
as the PC-12. 

I- 
D I C K  F O R E M A N  President qf R i h a r d  A .  Foreman Associates Inc., 
c f S t a t i ! f i d  f;>nriectirrrt, a natic--1 rnedio brokera~qefirtn that assistc -1;-trts 
uirh the a tion and divestittr broadrast arid entertaitrment C O I  lies. 

'WHEN YOU P U T  T 12 
a I11 A CATEGORY K12, - IT'S A CATEGOhr 3F ONE,' 

says PC-12 operator and pilot Dick Foreman, of 
Connecticut-based Richard A. Foreman 
Associates. "To get comparable room 
and speed, you can go to a King Air 
and have a second engine hanging out 
there, but that means much higher 
costs. Or you can go marginally faster 
with a TBM 700, or still faster in a 
small jet, but you sacrifice a lot of 
space. You can look for an airplane that 
delivers as much for the investment as 
a PC-12, but you won't find it." Dick 
knows, because he did look at all the 
options before he moved up h m  a 

I 
II 

~ a l i b u  to his PC-12 (the 14th built) , , 
back in mid-1995. 

As a pilot, Dick 
likes the PC-12's "pilot- 

sensitive cockpit design, 
the meticulous Swiss 
engineering, and the 

reliable Pratt & Whitney 
PT-6A," among other attributes. 

In a business that thrives on multi- 
million-dollar deals, Dick is pleased that his clients "love the 
spaciousness and the airliner-type stability" of the aircraft. 
And with the generous cargo door, they don't have to drag 
their bags through the cabin. 

"It's not just flying," he says, "it's flying fmt class." 

PILATUS BUSINESS AIRCRAFT (COLORADO) PlLATUS AIRCRAFT LIMITED (SWITZERLAND) I 1 800 Pilatus (115-2887) . w.pc lZ .com 1 41 41 619 6296 vrrpilatus-aircratt.com 

'Mpsured from Wil cabin b u l W  (or, for Malibu M i ~ s g s ,  from back of pilot sssts) to mar p w u m  bulkhead. 



Call Us For a 

I Renewal Quote! 
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 

AvQuest Insurance Service 
(A division of Shaw Aviation lnsurance Service, Inc.) 

License # OBI4220 
I Buy Your Malibu Insurance From Someone Who Knows The Market 

TRAINING 
INITIAL AND REFRESHER 

TRAINING AT YOUR 

LOCATION OR OURS. 

@ ECLIPSE IWERNATJONAL, 
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Two ENGINE FAILURES 
Two. SUCCESSFUL CONCLUSIONS 

The following article relates two engine failures while enroute to quite 
different destinations. Both were handled successfully due 

to the professionalism exhibited by both pilots involved. 

THE FmST OF THESE REPORTS COMES FROM 

TED LUDLOW WHILE ON A TRIP IN THE MID WEST. 

I thought it might be helpful to other 
Malibu pilots to relate the loss of my 
engine on Malibu N9190X while flying 
at 24,000 over the State of Nebraska. As 
you might imagine, the exact altitudes 
where I list things as happening may not 
be precise, as I was quite busy and did 
not make notes on the way down. But 
the sequence of events and emergency 
checks are accurate and may be helpful 
to other pilots. 

I do want to acknowledge my per- 
sonal appreciation for the annual recur- 
rent training I have received from Bob 
Scott at Attitudes International and from 
Lester Kyle for the practice simulations 
covering just such an event. At times 
like this, you are very grateful for those 
times of recurrent training. 

First of all, some background on 
our flight operations: I personally 
have 6,400 hours total time and 400 
hours in the Malibu. Rod Huisken, the 
owner, and I fly this airplane with 
great care on temperatures, speeds, 
and make our standard take-off with a 
maximum of 35 inches of manifold 
pressure unless runway length and 
conditions call for full power. The 
engine has been "babied" for years, 
and right up to the time of failure, 
burned less than one quart of oil every 
7 to 9 hours. Other than routine main- 
tenance problems, there have been no 
signs of difficulty. Total time on the 
aircraft and engine is 1,333 hours. 

The day of the incident, I departed 
Worthington, Minnesota, in clear VFR 
conditions on an instrument flight plan to 
Lubbock, Texas. Pre-flight, run-up and 
takeoff were routine as was the climb to 
flight level 240. The climb was per- 
formed at 35" MP all the way up with 
cylinder head temperatures (#2 cylinder) 
never reading above 380 degrees. How- 
ever, oil temperature appeared slightly 
higher than normal. Initial climb was at 
800 feet per minute. During climb, I 
periodically reduced the rate by 100 feet 
per minute for additional cooling. 

Level off at Right Level 240 and 
leaning and cleaning up aircraft for cruise 
was normal. We operate our aircraft at 
100 degrees below peak turbine inlet 
temperature, which is normally at or 
very near 1,600 degrees. The mixture 
was 1,580 degrees, about 100 to 110 
degrees the rich side of peak. CHT on 
number two was reading 380 degrees 
and oil temperature was still slightly above 
normal. Normal cruise with the autopi- 
lot on. Weather clear and smooth air. 

I was at 24,000 for about 40 minutes 
without any indication of trouble. I had 
my headset on, listening to normal ATC 
chatter, when I heard something like a 
bang or thump which sounded like a bird 
strike on the aircraft. I thought that's 
impossible at this altitude but, neverthe- 
less, looked at both wings and tail for 
possible damage or something breaking 
off the airplane. 

The engine is still running, but I now 
take my headset off to better hear what 
was going on. 

As I scan the panel to check for any 
possible problems, the first thing I notice 
amiss is the deteriorating airspeed, fol- 
lowed by a quick check of manifold 
pressure. (All of this no more than 90 
seconds after the first indications of a 
problem.) I'm in clear air and think I 
can't be icing up the intake, but never- 
theless, open the alternate air as mani- 
fold pressure is down to 20 inches. Al- 
ternate air does nothing for the manifold 
pressure. 

- 
The autopilot continues to hold dti- 

tude and my airspeed continues to dete- 
riorate as I am very, very wide awake 
and very much aware that something is 
seriously wrong. Oil pressure is at this 
time normal, but oil temperature is 
pegged at the red line. Pitch angle is now 
visibly high and airspeed continues to 
sink. (Now perhaps 2 or 2.5 minutes into 
the situation.) Time to get off the auto- 
pilot and hand fly the airplane! Nose 
down, regain airspeed and be sure the 
aircraft is flying and under control. I 
now advise Center that I cannot maintain 
Right Level 240, as I believe (at that 
moment in time) that I had lost one or 
both of my turbochargers. 

Center is slow to respond, but I am 
descending anyway and now passing 

Continued on Page 40 
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Engine Failures - Continued from Page 39 

through 23,300 feet. Engine noise still 
sounds normal, reduced power, and I am 
still trying to determine exactly what has 
happened. A continuing scan of instru- 
ments now shows oil pressure slightly 
below normal, oil temperatures still 
pegged at red line. I now know I am 
losing oil, and at that time, assume it is 
going out the turbochargers. At this time 
CHT light still shows #2 cylinder at 380 
degrees, and I assume it is the hottest. 
Center clears me to 16,000 (I think it 
was), and I begin to increase my rate of 
descent in case I lose pressurization. (I 
did not want to have to deal with no 
pressurization and an emergency descent 
along with everything else.) 

I have now determined I need to get 
this aircraftm the ground, and advise 
Center that I will need to get to an airport 
as I am losing oil pressure. I check my 
Loran for the nearest airport and discuss 
with Center a couple of options that are 
reasonably close. I choose Hastings, 
Nebraska. Center gives me a heading 
and alower altitude. As I am descending 
through approximately 15,000, my prop 
goes into over-speed. Pulling the prop 
control fully back does nothing, so I 
know that my oil is all but gone. Engine 
still running at reduced power. Center 
also advises that they have lost my Mode 
C, which I do not understand. 

While all of this has been going on, I 
have been going through normal emer- 
gency checks: Fuel tank change, emer- 
gency pump on, magneto checks, check- 
ing alternator output which showed out- 
put of 11 amps and battery still at full 
charge. I know if I lose my engine, 
alternator output will go out, so I begin to 
shut downumeededelectrical drain such 
as blowers, air conditioning, etc. Now I 
cycle through all cylinders to check their 
temperature and find numbers 5 and 6 
peaked out overred line. The light gauge 
still shows number two the hottest. 

At about 13,000, the engine begins to 
vibrate, and while I would like to main- 
tain some power .all the way to touch 

down, it becomes serious enough to shut 
down the engine with idle cutoff on the 
mixture and fully retarded throttle. The 
wind-milling prop continues to cause 
the engine to vibrate, and I make a half- 
hearted gesture at slowing the aircraft, 
and bring the nose up to try to stop the 
wind-milling prop, but not willing to 
risk a stall and lose unnecessary altitude. 
It doesn't work and the shaking and 
wind-milling continue. 

I have presence of mind to check my 
seat belt and shoulder harness. I get out 
the Hastings approach plate to check 
runway layouts, elevation, communica- 
tion frequencies, etc. (I find I am ap- 
palled at myself for having taken so long 
to remember this.) 

I am now descending through the 
clouds and am advised by Center that I 
will need to get below 4,000 before I will 
be able to see the ground. I actually see 
the airport through breaks in cumulus 
clouds at about 6,000 or 7,000 feet and 8 
miles according to the DME. I advise 
Center I have the airport in sight, and 
they clear me to the Unicom frequency. 

As usual with Unicorn, I cannot get a 
word in edgewise to advise pilots in the 
vicinity I am overhead without power. 
Finally, some pilot (bless his soul) breaks 
into the conversation with a loud, strong 
voice telling pilots to "Pay attention! 
There is a Malibu pilot over the airport 
without an engine" (or something close 
to that). Now they listen, and I advise 
that I'm over the airport and ask a wait- 
ing aircraft to hold for me at the taxiway 
of runway 4, and he confirms he will. 

I have time to make one and one-half 
gliding circles, reminding myself not to 
forget the landing gear. On the final 
cross wind leg, I have about 45 seconds 
of panic thinking I have misjudged the 
approach and altitude, and I'm not going 
to make the runway. (I am, after all, 
running out of airspeed, altitude and 
ideas!) Flying the pattern closer and a 
steeper turn to base and, finally, do re- 
member to drop the gear when I know I 
have the runway made. Three green, a 

gentle landing, and roll out without dam- 
age to aircraft. The engine is already 
shut down, so I cancel my IFR flight plan 
with Center, advising them I'm on the 
ground, and I secure the rest of the elec- 
trical equipment. I spend three minutes 
on the knees of my heart thanking God 
for a safe landing and the presence of 
mind to get there. 

The guys from Voyager Aviation are 
there in minutes with atug and tow bar to 
pull me into the hanger. There, we 
determine it appears the engine swal- 
lowed a valve, bent rocker arm, oil filter 
full of metal, and while the engine ro- 
tates freely in the normal direction, it 
will not rotate in the reverse. At the time 
of this writing, the final cause(s) are 
unknown, as the engine is still to be 
evaluated by Lycoming. 

Some Possible Lessons for Other 
Malibu Pilots and Instructors 

I would like to return to flight level 
240 or 250 and reduce the power to 20 
inches and, basically, do a repeat ini- 
tially pretending you did not know what 
was the problem; leaving the autopilot 
on and letting the pilot see how airspeed 
bleeds off, nose attitude pitches up, 
sounds seem normal and, then, when 
you disconnect the autopilot and fly it 
by hand in a descent, note how the flight 
director is telling you to climb, climb! I 
did all this VFR, but I strondv suspect 
that if I had been IFR, it would have 
been much more difficult to interpret 
instruments and determine exactly what 
is happening. This would be very dif- 
ferent in IMC. 

There seems to me much to be learned 
by simulating a partial power failure at 
altitude and then trying to demonstrate a 
turbine failure, magneto failure, or any- 
thing that tends to make the airplane 
sound and seem normal, but everything 
is deteriorating by the minute. It is 
interesting how quickly airspeed 
bleedsoff to near stalling conditions 
at 24,000, and the autopilot is on. It is 
bad enough VFR and IFR; it would be 

Continued on the Next Page 
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real easy to lose control of the aircraft 
and one's wits. 

Some questions that I wish I had 
known: (It may well be that I am alone in 
my ignorance on these items.) Questions 
I didn't think about on the way down, but 
I have thought about them since. 

What will the engine instru- 
ments read at these altitudes if we have 
lost one or both turbochargers? 

How many inches of manifold 
pressure could I expect if I am suddenly 
on one turbocharger or a normally aspi- 
rated engine? 

Are there any really clear in- 
strument indications that the problem is 
the turbo charger(s) rather than a partial 
engine failure? 

If I lose my turbochargers and  
or engine, when should I expect to lose 
pressurization? I never did lose pressur- 
ization on this flight. That is one thing I 
also forgot to reset for landing. I also 
failed to reset my altimeter, and I don't 
remember Center ever giving me a local 
altimeter setting? 

At what point will I lose my 
alternators? 

If the prop is wind-milling, will 
I get any alternator output? It is worth 
practicing shutting down unneeded elec- 
trical equipment to conserve battery 
power for the gear. 

Why did I lose my Mode C on 
the way down? 

How low can the battery be 
and still have enough power to lower 
the gear? 

If the battery is too low, 
how soon would I have to pull the 
emergency drop and still get the gear 
down before touchdown. And, 
would I plan ahead and be ready to 
do this at the last minute if the bat- 
tery were too low? 

I was fortunate in that I had no 
passenger on board. How would I 
keep my own head about me and 
keep them from panicking too? It is 
amazing how our mind works dur- 
ing times like these, and I was very 
grateful for 6,400 hours of experi- 
ence and annual recurrent training. 

I hope this write-up is helpful to other 
Malibu pilots and Malibu instructors. 

If you have any comments or advice, I 
can be reached at 8001533-5314 days or 
http://www.tludlow @ bedfordind.com. 

Dear Sy, 

In response to your call for ar- 
ticles, I've enclosed same. The article 
is based on an engine failure I experi- 
enced in a Malibu during areturn flight 
from Florida, at night, over Lake Erie. 
If you find it to be of interest or value, 
feel free to use. 

The following was compiled at the 
request of the FSDO. Later, they re- 
voked the request anddeclared this event 
an "incident" rather than an accident. 
There wereno injuries, and aircraft darn- 
age was limited to gear doors, cowl, prop 
and a mutant 300 hour engine. 

Our flight departed Fort Pierce, 
Florida, for Detroit at about 2:00 PM 
with three aboard, a few items of lug- 
gage, a small amount of Florida citrus 

and a full complement of fuel. During 
the climb from FRP, we received the 
normal vectors for the initial portion of 
the flight towards Orlando. After a short 
time, we received "direct Orlando and 
assigned Flight Level 190". This por- 
tion of the flight was normal in all re- 
gards. Engine oil pressure, oil temp, and 
cylinder head temps were all within nor- 
mal operating range (and recorded, as 
was normal procedure). The flight pro- 
ceeded as expected. 

Earlier in the day, I made the south- 
bound trip that was flawless. Now after 
Craig VOR, we were asked if FL 180 or 
2 10 was preferred due to restricted air- 
space ahead. I chose 210 and climbed 
without problems or any indication out- 
side the norm. 

Upon reaching the Columbus area, 

now in darkness, I queried the controller 
for discretion to alower altitude. Cleared 
to 16,000 feet, we began a gradual de- 
scent. While descending, we were fur- 
ther cleared to 12,000. Now talking 
with Cleveland, we continued the de- 
scent to 8,000 for the crossing at Junker 
intersection. 

Crossing the South shore of Lake 
Erie, I noticed the manifold pressure 
vacillating between 25" and 30". Thus, 
I decided not to continue the flight 
across the lake. (With hindsight, this 
turned out to be a wise decision.) 
Furthermore, I requested a westbound 
deviation along the shoreline in order 
to sort out the situation and remain 
over land if it was to be needed. 
Cleveland Center approved the re- 
quest immediately. 

Continued on Page 42 

MalibuMrage Magazine Summer 1999 . Page41 



Engine Failures - Continued from Page 4 1 

At this time, power was slowly di- 
minishing between 17" and 20". Now I 
was actively looking for a cause, throttle 
movement had no effect, switched tanks 
. . . nothing, low boost. . . nothing again. 
While searching for the cause, I also 
decided to go to the nearest airport and 
gave the GPS the command to take us 
there. 

Within a few minutes, which seemed 
much longer, I was able to locate the 
field in the mass of Cleveland area lights. 
It was also necessary to turn on the 
airport lighting. Entering the down- 
wind, all looked as well as one could 
expect. The power had stabilized, al- 
though greatly reduced. Thus, with par- 
tial power, the runway was ours. Gear 
down, and as I was about to turn base leg, 
the engine stopped . . . I mean stopped. 
No sputter. No wind-milling prop. Just 
silence! Immediately headed for the 
runway, told Center we had total failure. 

Now on final with the engine silent, 
the dark side of the prop holding still in 
the moonlit sky, gear down, it became 
clear that this runway was beyond our 
point of arrival. As the descent contin- 
ued, I could see the glide would place us 
in Lake Erie's December waters. All 
seat belts were tightened. As we entered 
"ground effect", I was able to see the 
white caps being tossed by the strong 
southwesterly wind (which now became 
my ally). 

Holding the Malibu to a deep stall 
(naturally wanted the slowest ground 
speed I could get), I could hear the stall 
warning blaring as the main gear im- 
pacted the water. We pitched forward 
and stopped abruptly without further 
trauma. It was almost anti-climatic. 

At the moment the airplane came 
to rest, I remember thinking it's going 
to sink. So, I made my way to the 
back, giving the passengers life jack- 
ets, and opened the door, making ready 
for the watery ordeal to swim to shore, 
which was no more than 200 yards 
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away. However, after a few minutes 
of discussion with the passenger about 
where we should go (Lake Erie is very 
dark in December), it became clear 
that we were not sinking, but in fact, 
sitting on the very shallow bottom. 
(The strong winds had created this 
unusually shallow condition, blowing 
the water out of the bay area, where we 
found ourselves.) 

Now, the urgency of our task was 
diminished. We called Cleveland Cen- 
ter (cell phone). They knew our posi- 
tion, but wanted to know if any injuries 
occurred. The necessary calls to have 
help arrive were made. We remained in 
the Malibu for about an hour and a half. 
The local fire department arrived and 
provided assistance to extract us from 
Lake Erie's hold. 

Several weeks after the event, I 
went to Mobile, with several others, 
for disassembly of our three hundred 
hour engine. This proved to be very 
interesting. As the engine was re- 
duced to its basic components and set 
on the bench, it was determined that 
#I piston was detonated beyond rec- 
ognition. As the disassembly contin- 
ued, I could see that two of the remain- 
ing pistons were visually different 
from the other three???? 

After such an ordeal, I suppose it's 
human nature to reflect back and play the 
"what if game". Thus, I engaged in such 
folly several times since that December 
night. However, when all that rethink- 
ing subsided, I've always been pleased 
that never was there a second of panic, 
and not a scratch was received. 

About two weeks after this occur- 
rence, I received an anonymous and 
honorary membership in the seaplane 
association. It has been displayed in 
my hangar office ever since. Always 
wanted to thank those responsible for 
my dubious membership. 

Thanks Doc! 

NTSB Identification: ATL99LA052 
Accident occurred MAR-14-99 

at LAURENS, SC 
Aircraft: Piper PA-46-350P, 

Registration: N345RP 
Injuries: 6 Uninjured 

ern stanaara time, a rlper YA-40- 

350P, N345RP, collided with the 
ground, according to the pilot, during 
the landing roll at the Laurens Countv 
Airport in-lawens, South carolin;. 
The personal flight was operated by 
*L,.-:l-*---J--.L- :-:--- - r m - ~ i  - 
LIIG JJIIUL UIIUCI- LIIG p v i s i v n s  or 1 me 
14 CFR Part 91 with no flight plan 
filed. Instrument weather conditions 
prevailed at the time of the accident. 
According to the pilot, the airplane 
sustained substantial airframe dam- 
.,*- ,.,....-e..,-.:-l ..:'I,-.* --A L:- - 
five passengers were not injured. The 
pilot reported that the flight departed 
, 0 . .  " * '  . r rnrr 



To all our M-MOPA friends, 

For all of the Malibu drivers who 
mow Don and myself, and for those 
whom we are not familiar with, I 
hought you might find this interesting 
?om a female pilot's point of view. 

As most of you are aware, I have 
;pent the last few years teasing Don 
%bout when and where I will be taking 
ny Malibu training. I must agree, I 
lave been a slow, but successful 
earner, and the transition from a Piper 
rri-Pacer to Malibu 9275Y is a fright- 
ming image, even to myself. 

With each rating that I have earned, 
Private Pilot and Instrument, I've al- 
ways made Don promise that next 
Malibu Convention, I'll receive my 
~aining and, of course, I haven't. 
I'his past January, I decided to work 
3n my multi-engine instrument rating, 
and did not even mention to Don that 
my next step would be the Malibu, 
since I really know the importance of 
h e  plane in his life, and I would not 
want to be the cause of any mechani- 
:a1 or structural problems. 

Well, to my surprise, the day after 
receiving my multi-engine rating, 
without my incessant teasing or ask- 
ing, Don handed me the Malibu study 
guide from Piper and informed me it 
was now time for me to learn all the 
systems in order to fly left seat. This 
only proves that diamonds are not 
always agirl's best friend! The Malibu 
manual is worth a 10-carat rock to me 
anytime! Happy flying, and see you 
all in Kansas City. 

P.S. I really enjoy reading all the 

THIS SECTION IS DEVOTED TO LETTERS, COMMENTS, ADVICE AND GENERAL 

INFORMATION WHICH THE MEMBERS OF THE MaMOPA WOULD LIKE TO SHARE. 

PLEASE SEND ALL CORRESPONDENCE TO: RUSS CAAUWE, MALIBU~MIRAGE 
OWNERS AND WOTS A s s o c ~ m o ~ ,  P. 0. Box 1824, FREMONT, NEBRASKA 
68025 l FAX: (402) 753-0765 

articles in M*MOPA Magazine, and I'm Dear Sy: 
still thankful for being able to attend the 
Archie Trammel1 Course, which has re- 
ally helped me become familiar a lot 
faster with Don's radar equipment. 
Again, thank you forpromoting and help- 
ing the fleet to fly safely. 

Carol Goldberg 

Dear Carol, 

Good for you! I'm sure you will 
enjoy flying the Malibu as much as I 
did. I retired a year ago (corporate 
pilot flying Mirage) and still fly 
backup, but not nearly enough to sat- 
isfy my "flying withdrawal" symp- 
toms! I still do the recurrent training 
every year as I have for the last eight 
years. It amazes me that I still learn 
something new every time I go. It's 
good, I think, to get someone else's 
viewpoint of your flying to point out 
any bad habits you may have picked 
up and not even realized that you have 
done so. (I'm guilty as charged, as a 
rule.) 

We think we have a good bunch of 
speakers lined up for the Kansas City 
Convention. One other nice thing is that 
we have a great airport (Kansas City 
Downtown), and acres of ramp space. 
We are going to be using the old TWA 
airline terminal building for our lun- 
cheon. It's agreat facility. The hotel, the 
Marriott Downtown, is only 5 minutes 
from the airport. 

We are looking forward to seeing 
you there! Thanks for the nice letter. 

Russ Caauwe 

Two Service items that may be of 
interest: 

1989 Mirage - occurrence be- 
tween about 700 and 900 hrs. . . . 
sudden un-commanded pressure 
dump with almost imrnediatere-pres- 
surization . . . about 10 times before 
"cure" found . . . spent many hours 
circuit tracing the pressure electrical 
system with no joy. . . finally found, 
after about one year, an intermittent 
squat switch triggering the dump. 

1997 Mirage - new delivery May1 
June 1997 -from beginning, "beeps" 
from panel instrument system due to 
vacuum indication out of limits . . . 
both high and low. Seventy-five to 
100 hrs. system checking and year 
and a half later, cause determined . . . 
original plumbing for vacuum system 
not consistent with new instrument 
set-up, i.e., an older plumbing con- 
figuration which didn't work with 
new panel . . . new plumbing at least 
75% different than that originally in- 
stalled. Vacuum, of course, there 
from start, but indicated wrong and 
caused constant alarms. All this cov- 
ered by warranty. 

Final note 183CA (1997) above is 
my third "Bu" . . . great aircraft . . . 
would guess I am one of the high time 
Malibu ownerlpilots - about 2,200 
hrs. in type with 800 in WWII in both 
FM2 and F6F. 

Your publication is first rate. 

Henry U. Harder 

Continued on Page 44 
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Check-h - Continued from Page 43 Dear Sy: Dear Sy: 

To the Membership: 

Have an interesting story - happened 
a while back. 

Did a mag check with the Horizon 
Tachometer and left mag dropped 170 
RPM and was rough. Thought it could 
be the plugs since the number 4 CHT 
was low and EGT was up slightly. Plugs 
were cleaned and were normal. The 
magnetos were clean and changed points. 
Problem still persisted. Noted arcing 
inside cap of left mag. Replaced. Prob- 
lem disappeared. 

The run ups were always smooth and 
within normal limits forthe engine. But, 
in retrospect, while pulling throttle back 
to reduce RPM, the yellow light would 
flicker for a moment - apparently the 
unit was arcing (reduced rpm), but I did 
not appreciate it. The dead mag red light 
never came on. So, if there is a large 
mag drop, decreased CHT, increased 
EGT, and rough mag, diagnose arcing 
cap in mag. Can localize it to the 
correct plug, too. The yellow light in 
the Horizon should never come on 
even momentarily. 

Sy Weiner 

Dear Sy: 

Gear warning light on annunciator 
panel goes on during flight. Turbulence 
and nose up attitude light goes off. Pump 
is not running. Very annoying - any 
suggestions? Sometimes, it just goes off 
after 10 minutes or so. 

Ted Blohm 

PA46 (1985) Nose gear actuatorfail- 
ure on roll out. Aircraft down four 
months awaiting new actuator! 

Although the POH says the cabin 
door(s) can be opened on the ground at 
low RPM, don't try it with the accor- 
dion window shade down on the upper 
door section - rips the flimsy thing 
right out! Happy Flying! 

Don Lockard 

At 220 FL, I had my heat plate on; 
it "exploded"! As such, I had to re- 
move it altogether. Looking for an- 
other one. 

Pat McCall 

My 1998 Malibu Mirage was put into 
service in August, 1998. Piper has re- 
placed three expensive new parts with 
"yellow tag7'parts. New cost is $22,160; 
"yellow tag" cost is $16,03 1. Have other 
owners had warranty replacements with 
other than new parts? 

Donald Zale 

Those plush leather seats are okay 
for the back four, not for pilot and co- 
pilot. Too hot, too big, too heavy! ! How 
to get changed? Why does Piper not 
offer option?? 

M. V. Chiodo 

Left main gear will not lock down 
on first extension. Apparently, a whole 
series of new actuations have same 
problem. No new parts available and 
re-build requiring A.O.G. 30 days. 
What are others doing? 

Upon failure of autopilot last year, 
a servo was replaced. Original servo 
appeared to be from factory in 1984. I 
was wrong. Repaired auto pilot, re- 
placed servo. 

Saw your "check in" card in my 
MaMOPA Magazine and thought it 
would be a good idea to pass on some 
information I discovered on my 
Malibu. I own a 1988 Malibu with the 
550 Continental engine. I saw an 
article in 7-3-1 1 by David Conover, 
which referenced the Parker Hannifin 
landing gear in cold weather opera- 
tion, which did not allow one or more 
of the gear to lock in cold weather. 

I called a few shops and found David 
Kenney at Fredrick Repair who sug- 
gested we should drain all the old hy- 
draulic fluid and replace it with new 
fluid. Which we did, and I have not had 
a gear problem since then. 

Landing gear actuators are an ex- 
pensive item, as you know, and people 
have changed them to fix the problem. 
And it did, but as you know, you must 
change a certain amount of oil during 
the process, and in effect, that's what 
"fixed the problem". 

There are times that the actuators 
must be changed but not in all cases. 
Now please let me explain. The reser- 
voir of oil in the system has avent which 
allows moisture in the air to enter the 
system. Over the years it can accumu- 
late enough to freeze parts at altitude and 
also corrode check valves as it did in my 
sequence valve on my nose gear. That's 
when I realized I had a problem. At that 
time, I was using SkyTech for all repairs 
and they replaced my sequencer. When 
I left, I asked if I could have the old 
sequencer, and being an old time me- 
chanic, I took it apart at home and found 
the contamination had pitted the ball 
check valve. That's when I knew I had 
to change the hydraulic oil. 

Ray Spagnoli 

R. D. Hagennan Jim Clark 



QUICK TURN ENGINE PROGRAM. Flightcraft's unique QUICK TURN engine replacement program provides an 
overhauled engine directly from our inventory. No waiting for time consuming overhauls. Call for details about 
installing a balanced and blueprinted Lycoming engine in your Mirage! 

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 JAMES ALLEN 

800.752.7924 or 51 0.264-5567 

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



ADVERTISING 
RATES TRAIPIhlG uDDATF 

Display Rates 
Full Page Black & White $ 250.00 

With One Color 460.00 
Full Color 1,200.00 

Half Page Black & White $ 160.00 
With One Color 370.00 
Full Color 790.00 

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

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

Back Cover: 
Full Color Only 

Classified Rates 
& 

The classified advertising section includes 
used aircraft, services and used equipment. 
Three column format (column width 2-311 6"). 

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

Per insertion 

Publisher resewes the right to refuse or with- 
draw advertising. 

Electronic files, camera copy or film negatives 
only. Overall magazine size is 8-318" X 10-718". 

For space requests and scheduling, call 
Russ Caauwe, Executive Director 

WMOPA Headquarters 
P. 0. Box 1824 Fremont, NE 68025 
(402) 721-8840 1 Fax (402) 7 W 7 6 5  

Send all ad materials to the Publisher: 

The Jemar Company 
3488 North Valdosta Road 1 Ste 200 

Valdosta, Georgla 31602 

The MalibrrMirage Magazine is cunently distrib- 
utedto allregistereddomesticowners of the PA-46 
aircraft, i.e., approximately 7m. Distribution to 
active members world-wide is approximately 5Z5+. 

I CLASSIFIED ADS 1 
FLORIDA Spruce Creek Fly-in - 
America's Premier Fly-in Community. 
4,000' paved lighted runway, paved taxi- 
ways, full service FBO, golf and tennis 
&try Club, 2.4 hour &ty, 15 minutes 
from Daytona Beach International Airport 
andtheocean. F'ilotsSavingPilots. Patand 
Lenny Ohlsson, Spruce Creek Fly-in Re- 
alty. Website: -.fly-in.com. WJ932- 
4437. Evening 90Q-761-8804. 

THE FOLLOWING FACILITIES OFFER INITIAL AND/OR RECURRENT 

TRAINING FOR THE MALIBU~MIRAGE 

INITIAL & REFRESHER 

BY APPOINTMENT 

INITIAL AND REFRESHER 

TRAINING 

AVAILABLE AT FAClLlTY, 

OR CAN DISPATCH TO OWNER'S 

BASE ON REQUEST 

INITIAL AND REFRESHER 
TRAKNING ON REQUEST 

IMAGE AIR 
(FORMERLY APEX FLIGHT 

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

INITIAL AND REFRESHER 

TRAINING 

PROVIDED ON REQUEST 

JAY ALLEN IS DIRECTOR OF 

MALIBU TRAINING 

INITIAL & REFRESHER 

BY APPOINTMENT 

CALENDAR 
September 22-26,1999 - 9th Annual Convention 

To be held in Kansas City, Missouri. 



We Know 
Mahbu is an Airplane 

Not a  each 
You no longer have to be concerned about your 

MalibuIMirage insurance. 
Simply call Professional lnsurance Management - the ONE 

insurance agency that 
completely 
understands your 
protection needs - and 

-A -- 

let them take the worry A-. 

out of your life. Call 
Lisa All ison, 
T. W. Anderson, or 
Tim Bonnell in 
Wichita at I. 

1-800-826-4442, or Bill Voorhis on the East Coast at 
1-888-746-4352 and let Professional lnsurance Management 
handle every aspect of your aviation insurance exactly the way 
you want it - because they know Malibu's and Mirage's and the 
people who fly them. 

Professional lnsurance Management is a member of The 
MalibumMiraae Owners and Pilots Association. 

Call toll-free 
Wichita Home Office Eastern Branch 
1-800-826-4442 1-888-746-4352 

q Professional 2120 Airport Road PO.Box 12750 Mid-Continent Airport Insurance Wichita, Kansas 67277 
1-31 6-942-0699 + FAX 1-31 6-942-1 260 bbb Management Home OMce 1-800-626-4442 - 

AVIATION INSURANCE Eastern Branch 1-888-746-4352 



SIMCOM provides 
FACTORY APPROVED training 
for the MALIBU/MIRAGE 

RECURRENT 

 an today fw your FREE 
personal copy of 

SIMCOM's introductory 
idso tape. 

BEST INSTRUCTORS. SIMCOM instructors are experienced CFll 
rated professional pilots. They are also career aviation educators with 
specific expertise on your airplane. Thousands of satisfied SIMCOM 
customers know from experience that SIMCOM instructors are the best 
in the business. 

BEST PERSONALIZED TRAINING. SIMCOM restricts classes to just 
two pilots so we can customize your training to best meet your needs. 
You proceed at your pace, while focusing on issues that are critical to 
you ... all in an actual aircraft cockpit. 

BEST IN SIMULATION TECHNOLOGY. SIMCOM is the unquestioned 
world leader in visual flight simulation technology. Wide-screen visual 
motion has been proven to be the best approach to flight simulation. 
It works! 

BEST PRICE. BEST VALUE. BEST GUARANTEE. SIMCOM flight training 
provides the best value for your training dollar at the very best prices in 
the business with savings of up to 35%! And,'we are so sure of the 
quality of our programs, we give you a 100% satisfaction guarantee. 

Great Pilots M a k e  Great choices 

Orlando, FL Scottsdale. AZ Vero Beach, FL 
7500 Municipal Drive Orlando, FL 32819 Tel: 407-345-051 1 Fax: 407-345-1282 www.simulator.com 


