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THE PILOT IN COMMAND IS RESPONSIBLE 
FOR THE SAFE AND PROPER OPERATION 
OF HISMER AIRCRAFT AND IT IS THE RE- 
SPONSlBlLrrY OFTHE PILOTIN COMMAND 
TO OPERATE THAT AIRCRAFT IN COMPLI- 
ANCE WITHTHAT AIRCRAFTS PILOTSOP- 
ERATlNG HANDBOOK AND OTHER OFFI- 
CIAL MANUALS AND DIRECTIVES. 
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Bill Alberts 
President and Board Member 

Bill waited until the ripe old age of 43 
for his first flying lesson in 1989 and 
the rest is history with his flying time 
now exceeding 1,000 hours total time 
and 850 in his Mirage. 

H e  finished up his private ticket in a 
152 but decided it would be best to get 
his instrument ticket in the Mirage 
which he purchased a s  a student pilot. 
Bill flew the Mirage with a pilot for 
business purposes and wondered if he 
would ever be able to fly this plane 
himself. While flying for business - 
and taking his instrument lessons at 
the same time - he flew with his pilot 
for 185 hours until feeling comfortable 
enough to go on his own. 

Teaching high school accounting for 
the first seven years after graduating 
from college, he wound up in the office 
furniture representation and distributing 
business in Pennsylvania, Ohio, West 
Virginia, Tennessee and Kentucky for 
some 23 years until selling his 
business and retiring in November of 
1994. 

Currently h e  keeps busy with the 
MaMOPA organization and travels back 
and forth between his homes in 
Pittsburgh, Pennsylvania and Hilton 
Head, South Carolina with his wife 
Barbara. 

On the first leg of my flight to the 
Monterey Convention, Barb and I were 
flying from PGH to Tomah, Wisconsin 
to visit some friends. The weather from 
PGH to 40 miles from destination was 
VFR when a cloud layer formed below 
us on descent. 

About 20 miles out, I asked Indy 
center how low he could take us and he 
replied 3,300 feet. Unfortunately, we 
were in the clouds and could only see 
ground periodically. Tomah airport had 
no approaches, and even though I had 
not noted an alternate on my flight plan, 
I did go over my choice the night before, 
which was Sparta airport with an NDB 
approach. 

After going over the Tomah airport 
(according to my Argus) without ever 
seeing the ground, I asked Indy Center if 
Sparta was my closest and best choice 
sinceTomah was now out of the question. 
He replied Volk Field was very close and 
had an ILS approach, to which I replied, 
"Fine, give me an initial heading while I 
look up the approach plate." 

After looking profusely for the Volk 
plate, I told Center I could not find it and 
asked him if there may be a secondary 
name, to which he replied, "not to his 
knowledge." I asked for a few more 
seconds while I looked at my airport 
directory and saw that it was listed as 
VoWCamp Douglas. I immediately went 
back to the approach plates and struck 
out again. 

By now, about 5-10 minutes had 
passed. Barb HATES being in the clouds, 
so I told Center "still no luck." To which 
he said "no problem" and gave me the 
ILS frequency and another turn. 

After several more turns we broke 
out about 1,700 feet above the airport, 
which was dead ahead. On about 112 
mile final, Indy Center said "91902 

cleared for the low approach." I heard 
him! I knew that he said "cleared for the 
low approach," but why!?! I did what I 
thought best with a wife that now has 
been in the clouds for quite some time, at 
low altitude, with a lot of turns and was 
giving me those what are we doing here 
looks. I LANDED. 

To my amazement, there were Air 
Force planes parked everywhere and the 
runway seemed to be extremely long. 
First hint! I think I messed up! Center to 
me "91902 I cleared you for the low 
approach. Did you land?" Yes sport, I 
am on the ground and am not sure why 
we did all this if I could not land. 

Center to me, "call the tower on 
127.5." "Tower, 91902 off the active, 
what do you suggest?'"We suggest you 
go back to the runway where you turned 
off, you still have 5,000 ft. left. Take off 
and the Tomah field is 6 miles ahead on 
runway heading. Follow the interstate." 

DING! - guess what? I just learned 
something. Indy Center got me below 
the clouds legally and I did not realize 
what he was trying to tell me without 
actually saying it. I safely took off, flew 
under the clouds with plenty of altitude 
above any obstacles and landed at my 
original destination with the only 
problem being my white knuckled wife. 

I didn't know whether to feel stupid, 
thick, or whatever, but another GREAT 
LEARNING EXPERIENCE. 
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THE OFFICERS FOR THE COMING YEAR ARE AS FOLLOWS: 

PRESIDENT: BILL ALBERTS, VICE PRESIDENT: DAVE COATS, SECRETARY I TREASURER: MARK SWATEK 

SERVING THE 
AMATION 
INDUSTRY 

SINCE 1979 

A viation Specialist 

CUSTOMIZED CLIENT SERVICE 

Specific Policy Research - Client Updating 
Insurance Contract Review 

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

P.O. Box 3474 Simi Valley, California 93093 
(805) 522-3428 (8 1 8) 340-3077 

(800) 63491 01 Don M. Grondln 
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David Conover 

Dave is Service Manager at SkyTech, 
Baltimore, Maryland. 

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

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

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

T his year's Service Clinic was a 
welcome opportunity to take a 
closer look at Malibus and 

vlirages based in the West and 
aidwestern U.S. 

Before elaborating on the results of 
he clinic inspections, I would like to 
bank all the people that worked with us 
his year. In addition to the team of 
:ech~cians from SkyTech, the fine folks 
it Modem Aero pitched in again this 
year and we were pleased to have expert 
issistancefromMr. EdWilkenson. This 
goup of technicians tirelessly work from 
:arly in the morning until late in the 
ifternoon to accomplish a daily goal of 
mspections. 

In addition to the technicians, I would 
like to thank the line service personnel 
From Del Monte Jet Center for all their 
help. 

Having six conventions and clinics 
behind us, I can honestly say that the 
service that was provided by Del Monte 
was by far the finest we have had! This 
year we duplicated a program that we 
initiated at the 1995 Hilton Head 
convention by having all of the 
inspections prepared for review at the 
Saturday "Auport Day". Behind the 
scenes, and often working until the "wee" 
hours of the morning, Ann Staley was 
able to complete all the reports just in 
time for the Saturday review! My hat 
goes off to all the above mentioned 
individuals for another job well done! 

The M*MOPA SERVICE CLINIC is 
comprised of 19 different categories that 
divides the aircraft into various areas of 
concern. The inspection not only 
addresses the mechanical condition of 
the aircraft, but reviews the maintenance 
records and provides a complete avionics 
ramp inspection. Every year we try to 

add a new twist to the inspection. This 
year we performed a more detailed 
avionics check which allowed us to 
provide the participants with a log entry 
for their transponder and a VOR check. 

During this year's MaMOPA 
convention we performed 22 clinic 
inspections, 17 of which were PA-46- 
310 aircraft and 5 were PA46-350P 
aircraft. The geographical breakdown 
was 7 aircraft from the Western U.S., 9 
from the Mid-Western U.S., 2 from the 
Southeast, 2 from the Northeast, and 2 
Malibu's were from outside the U.S. 
One of the international aircraft was 
from Canada and the other aircraft made 
the trip from Warwick, England! 

I will break down each of the 
individual categories with a brief 
description of the inspection area, and 
some of the more common problems that 
were noted. 

Propeller 

The propeller area inspects the 
propeller and all related components. 

Of the 22 aircraft inspected, we 
discovered 20 deficiencies in this area. 
The most common discrepancy continues 
to be the improper shimming of the 
spinner assembly. Loose spinners will 
lead to cracked spinners and bulkheads. 
The second most common area of 
concern was worn or improperly aligned 
de-ice brushes. 

Cowling 

The cowling assembly is inspected for 
cracking and fastener condition. 

The cowling inspection produced 7 

Continued on Page 38 
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Dear Sy: 

Attached is a portion of a page 
from the Brookstone catalogue. 
These shades fit nicely in the Malibu 

cockpit windows. Might be a useful 
tip in the magazine. 

Bob Lindsay 

Dear Heather: 

Having returned back to 

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

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

PLEASE SEND ALL CORRESPONDENCE TO HEATHER BLANCHARD l 

MALIBU~MIRAGE OWNERS k h ~ ~  PILOTS ASSOCIATION l 34 1 ALBION STREET 
l DENVER, CO 80220 l FAX: (303) 394-2539 

Germany (after having enjoyed one their wives. We made lots of 
more week in beautiful Monterey), 
we would like to reflect by this letter 
on this great event. 

It was the first time that my wife 
and I had attended a Malibu 
Convention, although we have owned 
and flown a MalibuIMirage since the 
summer of 1993 (D-EVPA SIN 
4622 138 based in KoblenzlGermany, 
a small town at the junction of the two 
beautiful rivers Rhine and Mosel). 

Looking back, we can say from the 
bottom of our hearts that this 
convention was a wonderful 
experience, both with respect to the 
various sessions and lectures on 
aviation issues, as well as to the 
versatilityof social events which were 
fitted so nicely in the agenda. 

We were impressed by the high 
standards and the style by which the 
convention was organized and 
handled. This applies both for the 
hotel and the activities "on the ramp" 
at the Monterey Airport. We can only 
extend our respect for the impressive 
organizational work that must have 
taken place "behind the curtains" to 
run a show like this so smoothly, 
enjoyably, and on top of all, safely! 

We wish to thank you, Heather, for 
this in the first place, as well as Bill 
Alberts, Dave Coats, Larry (with the 
violet wig), Sy Weiner, and all the 
other board members and staff who 
took an active part in the program, and 

friends and enjoyed exchanging 
experiences with pilots from the 
U.S., Canada, and of course, 
Derrick Clarke from U.K. who has 
the guts and the professionalism to 
cross the Arctic Zones of the 
Northern Atlantic and fly all the 
way through theU.S. toCalifornia. 

Such a sight is unique and very 
unusual for someone from Europe 
who can hardly see even two of 
such airplanes at the same spot. 
Although we will write to other 
members whom we met 
individually, it would be very kind 
of you if you could pass on our 
letter to the board members and to 
the chairman, Bill Alberts. 

With regard to the 1997 
convention in Nashville, we will 
do our best to have more pilots1 
owners of PA-46 from Germany to 
join us for attendance. 

If we can be of any assistance 
with regard to any member of 
M-MOPA, who wants to come to 
Germany or is looking for the same 
kind of contact here, either private 
or business, please contact us. In 
the meantime, we remain with best 
wishes for a continuous growth 
and successful operation of 
MeMOPA through 1997 and 
beyond. 

Horst and Magdl Rubroder 

Continued on Page 23 
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Oxford Aviation's mastery of DuPontm IMRONm refinishing and interior craftsmanship by factory-trained and certified 
technicians has earned us the reputation of being the best. Mooneys, Cessnas, Pipers, Beechcraft, all factory-new Lake 
Amphibians, and almost every other make of aircraft have come to Oxford. 

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

Don't Give Your A imP toJust Anyone. Inside, outside, all around, I 

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

RFD 1, BOX 1275, Oxford, Maine 04270 
(207) 539-4779 FAX (207) 539-8441 

Rated #I by Light Rane MaMewcwAviation Consumer &mine. 

I have never been manager of Piper's training center, just an instructor there, nor 
have I been manager of any nationally known Flight Center. I did own and operate 
my own FAA approved flight school. I have conducted over 450 Malibu initial and 
refresher schools including 50 in 1996 while obtaining 1 1,000 pilot hours. 

Refresher From $345.00 Initial From $995.00 

Client Recommendations 

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

Sy Weiner 

For Scheduling or Further Information 
Call Factory, Inc. 561 =562=5438 
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The engine mount assembly of your 
MalibuIMirage must withstand 
tremendous pressure. This tubular steel 
structure supports the weight of the 
engine and transmits power generated 
by the propeller to the airframe. Rubber 
shockmounts areemployed at attachment 
points to insulate the airframe from 
engine vibration. These shock mounts 
are placed under the Malibu engine and 
at the rear of the Mirage engine. 

In addition, the engine mount 
assembly holds the nose gear, retract 
cylinder, and emergency downspring in 
position. The power from the engine and 
stress from the nose gear is transferred to 
the airframe at just four points on the 
firewall and four points on the nose gear. 

Since the demands on these 
attachment points are so great, their 
inspection and maintenance are very 
important. Collapse of the nose gear is 
just one of the serious problems that can 
occur if these areas are neglected. 

Aside from careful ground handling 
and executing a perfect landing every 
time, engine mount preventive 
maintenance is limited primarily to close 
and regular inspection. Below, I have 
listed some trouble-prone areas which I 
believe merit special attention. 

(a) Visually inspect for cracks near 
the weldjoints at welded tubularclusters. 
Dye-check any suspicious areas. 

NOTE: On the Malibu, I have noticed 
that the right-hand side of the nose gear1 
engine mount attachment cluster is 

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

vulnerable to cracking. On the Mirage, 
the right-hand side of the nose gear 
actuatorlengine mount cluster seems to 
be vulnerable to cracking. 

(b) Make sure that the engine mount 
attachment and nose gear attachment 
hardware is adjusted to the recommended 
torque values. It isn't uncommon to find 
the nose gear retract cylinder hardware 
very loose. Some owners have reported 
mount damage caused by loose hardware. 

(c) Ensure that all of the required heat 
shields are in place. Excessive heat can 
cause damage to unprotected steel engine 
mounts and rubber shock mounts. 

Additional maintenance suggestions 

Any components or wire bundles 
should be attached to the mount using 
rubber-linedclamps, not nylon cable ties 
(TY -RAPS). 

When attaching components to the 
engine mount, avoid putting undue stress 
on the mount structure. 

Clean and repaint any rusted areas 
on the engine mount. 

The following Service Bulletins 
and Service Letters apply to 
the engine mount assembly 

Piper PA-46-3 1 OP SB# 960 Engine 
Mount heat shield installation. 

Piper PA-46-3 10P SL# 996 Engine 
Mount heat shield installation. 

Piper PA-46-3 1 OP SL# 100 1 Engine 
Mount inspection & modification (in my 
experience, if this modification is not 
performed, the engine mount tubing is 
very likely to crack). 

Piper PA-46-350P SB# 960 Engine 
Mount heat shield installation. 

I'd like to extend my thanks to the 
many owners that participated in my 
maintenance seminars at this year's 
M-MOPA Convention in Monterey. 

As always, I'm available for questions or 
clarifications at 1-800-752-7924, Monday - 
Friday from 8 AM - 5 PM (PST). MMOPA 
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Since 1979, Westair has delivered personalized quality service to owners of singles, twins and fleet operators at fair 
prices. Our Director of Operations and Maintenance, Tom Scarbrough, I.A., is available as your personal Malibmirage 
maintenance supervisor. Courtesy cars, fuel discounts for maintenance customers, golf packages and more. Call today 
and discuss your needs with Tom Scarbrough. 

QUALITY: Westair will inspect and repair your 
aircraft on time with professional Malibmirage 
specialists. You have come to trust Tom Scarbrough 
with your Malibmirage over the years (formerly 
Maintenance Manager at Skytech, Baltimore, MD). 

GUARANTEE: We guarantee the work we do 
and stand behind it 100% with one on one personal 
service. 

VALUE: Westair's labor rates and parts prices are 
very competitive. 

The bottom line is the love for flying, so let Westair 
keep the cost down at the bottom line, without giving 
up Quality and Safety. 

Trained on all MalibuJMirage major and minor 
repairs, custom installations, STC's and 
service bulletins 1 letters. 

Custom computer AD research and billing. 
Avionics installations and repairs. 
Continental and Lycoming factory support 
representative available. 

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

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

Quick Turnaround Large Inventory 
Courteous, Knowledgeable Staff 

Superior Service 

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

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

In 1991, Mary co-founded Attitudes 
International, Inc., 'The New Piper 
Aircraft Inc.3 Exclusively Approved 
Malibu Training School". She currently 
provides transition training in PA-46's 
and other aircraft. Holding an ATP, 
CFII, and ME1 certificates, Mary has a 
BA from Northwestern University and 
an MBA from the University of Illinois. 

review of Malibu-Mirage 
accidents and incidents reveals 
that many involve aircraft 

which are overweight and/or out of CG. 
Although this may or may not have been 
the major cause of the event, inattention 
to this important aspect of flight planning 
can be a contributing factor. As more 
state of the art equipment becomes 
available and is added to the aircraft, 
useful load decreases. 

As the Malibu-Mirages have become 
heavier, it is not unusual for an aircraft 
with full fuel and 100 Ib. of baggage to 
accommodate no more than two large 
adults without being over specified 
weight limits. Although we all know 
how important it is, proper attention to 
weight and balance is often neglected 

because of the time and hassle it can take 
to complete. 

To help address this issue, a weight 
and balance kit is now available that 
enables a pilot to precisely calculate 
weight and balance in less than a minute. 
The weight and balance kit consists of an 
anodized aluminum vector loading 
template (plotter) and a printed CG 
envelope on which to plot. Tablets of 
printed CG envelopes and a reusable 
laminated CG envelope are also 
available. 

The plotter works on the same "vector 
sum" concept as the plotters previously 
provided by Piper Aircraft. However, 
it's even simpler to use. Military and 

Continued on Page 14 
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Weight and Balance - Continued from Page 13 

commercial operators have used this 
method for years. Unlike an electronic 
computer, the plotter is extremely small, 
can be carried anywhere, and requires no 
batteries. 

Illustrations of the plotter and graph 
are provided in figures 1 and 2. An 
abbreviated example of their use follows. 

Please take a moment now to look at 
both the plotter and the graph before 
continuing with this article. It will make 
the example a lot easier to follow. The 
instructions accompanying each kit 
should be consulted for additional details. 

1. Plot the BEW (Basic Empty 
Weight) on the graph. The example 
shows 3,114 Ibs. at 135.2" aft of datum. 
These are actual numbers from an 
existing Mirage. 

2. Place the zero tick mark of the 
CREW scale of the plotter on the BEW 
point noted on the graph and draw upscale 
to add the combined weight of the cockpit 
occupants. If additional passengers are 
present, place the zero tick mark of the 
CNTR ROW scale on that point and 
draw upscale to include the combined 
weights of the center row passengers. 
Place the zero tick mark of the AFT 
ROW scale on that point and draw upscale 
to add the combined weights of any 

-- 

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

pi&z&z3m-3nl 
TFMP RANGE -65 TO +450 

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

Listed below h our stocking dealers 

West Coast Central Eest Coast 
Flightcraft Aviation Sales Sky Tech 

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

Western Piper Modem Aeru West Air, Inc. 
1-800-MPIPER 1-800-937-2376 410-876-7200 

passengers to be included in this row. 

The example includes 300 Ibs. at 
only the crew location. No passengers in 
either the center or aft seats are included. 
Continue this process for forward and aft 
baggage, if any is to be taken. The 
example includes 100 Ibs. of baggage in 
the aft compartment. If no weight is to be 
at a station, then simply ignore it and 
include no vector for it. 

3. Place the zero tick mark of the 
FUEL scale on the zero fuel point and 
draw upscale to the gallons or pounds of 
fuel on board at liftoff. This point is the 
takeoff CG and weight. Note that the 
plotter translates gallons into pounds for 
you. Also note that full fuel of 120 

gallons (720 lbs.) would be outside 
the envelope in this example. 

The graph quickly illustrates that 
only about 105 gallons (630 lbs.) of 
fuel can be accommodated and still 
be within the envelope. To find 
landing CG and weight, back down 
the fuel vector to landing fuel. This 
point is the landing CG and weight. 
The example shows 20 gallons at 
landing and is within the envelope. 

The manufacturer of the kit 
indicates there is less than 1% error 
introduced from use of the plotter - 
much less than typically is attributed 
to errors in estimates of weight for 
passengers, baggage or actual fuel 
quantities on board. 

The manufacturer also estimates 
that a complete weight and balance 
can be completed in 10-20 seconds. 
Even tripling this estimate yields 
about a minute. I personally can 
attest that it takes less time to complete 
a weight and balance with the plotter 
than it does using an electronic 
computer. 

As a further benefit Erom plotting 
the vectors, the pilot obtains a quick 
picture of what happens to weight 
and balance as passengers, baggage 

Continued on the Newt Page 
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allows the pilot to rapidly 
determine a more rearward 
loading to yield faster 
climbs and cruises. CG 
travel from fuel burn is 
shown from take off to 
landing. 

and fuel are added. Maximum, zero fuel, So  no more excuses for not doing Weight and balance kits for Malibd 
landing, take off and ramp weights are weight and balance! W e  all know Mirages and other aircraft can be obtained 
shown to assist in compliance with that overweight andfor improperly from American Aeronautics for about 
operating limits. The vector system also loaded aircraft do  not perform well $45. Call 1-800 Fly in CG. WOPA 

The vectors can be 
added in any order; the 
answer will be the same. If 
a last minute passenger or 
bag appears, simply draw 
a new vector, no need to do 
the problem over again. 

However, in the case of 
a near gross weight flight, 
leaving fuel to the last 
vector will provide an 
immediate answer to the 
question of how much fuel 
can be loaded and still 
remain within legal 
loading limits. 

Both Malibus and 
Mirages have typically had 
about 1,300 lbs. (plus or 
minus 50 lbs.) useful load 
in the past. After 
subtracting 720 lbs. for full 
fuel, this leaves about 580 
lbs. for people and 
baggage. However, it is 
now common to see aircraft 
with useful loads closer to 
1,200 lbs. leaving less than 
500 lbs. to accommodate 
people and baggage. 
Further, the aircraft's 
tendency towards forward 
CG's provides additional 
loading challenges 
including limited 
usefulness of the forward 
baggage compartment. 
The plotters clearly 
illustrate these loading 
limitations and can assist 
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Call Us For a 
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 

Shaw Aviation Insurance 
I Buy Your Malibu Insurance From Someone Who Knows The Market 

BENDIXIKING 
FACTORY SERVICE CENTER 

WEATHER RADAR AUTOPILOT 
RADAR ALTIMETER 

SILVER CROWN GOLD CROWN 

We are committed to providing top quality, reliable avionics and installations. 
As a Bendix / King service center since 1980, we have gained the experience to 
diagnose and repair your Malibu avionics correctly the first time. 

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

Tel: 209-252-7967 Fax 209-252-9703 
5045 East Anderson Fresno, California 93727 

Fresno Air Terminal FAA R.S. # CP3R431L 
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Lester Kyle 

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

In my last article I wrote aboi 
Judgment, and skill was one of the stel 
in leading to good judgment. Perha! 
I'm going backwards, but that may nc 
be uncommon for me. When we tal 
about skill lets take a look and see ho 
Webster defines it: 

AND SKILL 

Expertness, knowledge and the 
ability to apply it in practical ways 
and in art, or showing expertness 

as clever as an artist. 

You may have noticed in the 
definition the word knowledge was there 
and this also happened to be in the 
building block for good judgment. 

Does this mean if we don't develop 
good slulls that we cannot be a pilot? Of 
course not. People may learn to fly by 
rote. It only means we may never be a 
good pilot. Are we born with skills? 
Certainly not, though some pilots may 
have better motor movement or the ability 
to gain knowledge more readily. 

As we gain knowledge toward our 
goal of reaching a higher skill level, we 
should continue to search for more 
knowledge as our flying continues. 
Things sometimes change rapidly; just 
look at our GPS navigation system. We 
have so much more weather available, 
from the weather channel on TV, to most 
FBO's who have computer terminals, to 
our onboard Stormscope and weather 
radar. 

Knowledge may stay with us much 
longer than our skills, because our brain 
seems to retain knowledge better than 

our motor skills stay fine tuned, but still 
our knowledge needs to be fed. 

Skills are something that we must 
continue to polish as long as we wish to 
fly. As much as we would like to be like 
fine wine and get better every year, it just 
does not work that way. If we do not 
practice and continue to train, our skills 
deteriorate - and sometimes quite 
rapidly. We may not recognize this 
ourselves, and for this reason, we should 
continue to train or at least fly annually 
with someone in the professional training 
field. Perhaps after a certain age, maybe 
twice a year would work better. 

I have served clients who train twice a 
year and it certainly shows up in both their 
knowledge and skill level. One gentleman 
has been so unfortunate that two engines 
were lost in only one year and he is not the 
youngest person I fly with. 

When the second engine was 
installed, I went with him to pick up the 
aircraft. Yes, we trained on the way 
home. Why? Because it works. It 
worked for him, it works for me and the 
other professionals I know. You must 
be a professional business person to 
afford to fly. Trust flying with those 
same professional business techniques 
and reach those goals. WOPA 
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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 



The following is a comprehensive 
study of the TCM 550C engine's to- 
date  performance, with data  
compiledfrom a recent questionnaire 
sent to all 550C owners registered 
perJuly I ,  1996. Neither TCMor VK 
Leasing participated in this effiort 
except only tofimish names of 55OC 
owners. Some 5,000 550C hours 
have been studied, with the majority 
of owners responding. 

Hours on the 550C Engine 

Highest time was 620, with combined 
mean time at 240 hrs. 

Problems With the 550C? 

Seventy percent of respondents stated 
engine operating "perfectly" while other 
complaints were directed to: 

Runs hotter than previous 520 BE 
(one owner). 

Turbo inlet failure at 200 hrs. 
Intake valve problems (one owner). 
One owner had mag problems. 
One owner had controller waste- 

gate problems. 

Has TCM Been 
Responsive to Complaints? 

Ninety-two percent of respondents 
were very happy with TCM . . . two 
were "marginally" satisfied, while two 
were dissatisfied. 

Rate of Climb Achieved 
With New Engine 

All respondents reported higher 
ROCs consistent with acceptable CHTs, 
with virtually all figures up from 800 
FPM with the old 520BE to 1000-1 100 
FPM on the new 550C. 

Which Engine Runs 
Smoother in Cruise? 

AND THE TCM 550C ENGINE 

Nine percent stated the 520BE was 
smoother: Four percent said there was 
no change, and the balance stated the 
550C was smoother. NOTE: Half of 
owners stating a smoother 520BE were 
also recording various 550C maladies. 

Which Engine Runs 
Cooler in Cruise? 

Eighty-six percent stated the 550C 
was the cooler engine; six percent said 
there was no difference . . . eight percent 
claimed the 520BE ran cooler. Those 
with RAM NOSE KITS stated both 
engines ran much cooler. 

TASIFuel Bum at 
FL180 (75% Power) 

TAS on the 550C engines ran from a 
reported high of 2 16 TAS down to 192 
TAS (burning 16.5 gph). Speeds were 5 
knots above 520BE speeds, but fuel 
consumption on the 550C was 
substantially higher than the 520BE, 
ranging from a high of 24 gph (same 
owner reporting highest TAS (216) to a 
low of 16.5 gph. This shows that some 
owners are opting for Lean of Peak while 
most at 75% are using Rich of Peak. 
Lean of Peak and Rich of Peak usage 
will be discussed later. Average bum for 
all owners at this altitude and power 
setting was 20.6 gph, which bears no 
significance since nearly 50% of owners 
were Lean-burn, one guy was AT PEAK!, 
and the rest Rich of Peak. 

TASIFuel Bum at 
FL210 (75% Power) 

Most owners reported extrapolation- 
expected (two knots per thousand feet) 
gain in TAS, with highest TAS coming 
in at 220 burning (WHEW!!) 24 gph. 
Average TAS for all reporting was 2 12 
TAS burning 21.1 gph. Only one pilot 
opted to go Lean of Peak (16.5 gph) at 
this altitude. 

TAS I Fuel Burn at 
FL250 (75% Power) 

Average TAS at this altitude was just 
short of 220 knots, with one screaming 
in at 246 TAS(??) while our turtle friend 
at the rear of the pack crawled in at 200 
knots, burning 18 gph (suggest he check 
rigging and I or airspeed indicator 
calibration). Average bum was 20.3 gph 
with nearly 40% of the owners running 
Lean of Peak, in the 16.5 - 17.8 gph 
range. The Rich of Peak gang averaged 
22 gph, with highest guzzling in at 24 
gph. 

TAS I Fuel Burn At 
FL180 (65% Power) 

Good, steady TAS readings came in 
averaging 195 knots, with one reporting 
170 knots burning 20.5 gph (obviously a 
typo or he flies with his legs down). Fuel 
bum averaged 17.4 gph with many 
owners coming in at 16.5 gph running 
cool and Lean of Peak. 

TAS 1 Fuel Bum At 
FL210 (65 % Power) 

Two hundred knots TAS came in for 
most of the owners averaging 16.5 gph 
for the Lean of Peak crowd and 20.5 for 
the Rich of Peak guys. Sixty-seven 
percent opted for the Lean of Peak mode, 
thirty-three percent running Rich of Peak. 

TAS I Fuel Bum At 
FL250 (65 % Power) 

Owners averaged 210 TAS with 67% 
running Lean of Peak 16.5 gph and 33% 
running Rich of Peak burning 20.5 gph. 
No reports of engines running hot Lean 
of Peak at this altitude. 

The Rich or Lean 
of Peak Issue 

Continued on Page 20 
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TCM 550C Engine - Continued from Page 19 

The FUCH OF PEAK (Rich of Peak) 
vs. LEAN OF PEAK (Lean of Peak) 
mode should be broken down as follows: 

VK Leasing, Inc., holder of the STC 
for this engine, has been recommending: 

At 75% power at any altitude. . . use 
RICH OF PEAK. 

At 65% power (or less) . . . use LEAN 
OF PEAK. 

My survey shows that most 550C 
owners are following the above 
guidelines. I have personally discussed 
this Rich of Peak-Lean of Peak issue 
with TCM engineers, and they state the 
engine is designed to operate (at any 
power setting) either Lean of Peak or 
Rich of Peak as long as head temperatures 
are "properly controlled". "Proper 
control" was inferred to mean via higher 
climb speeds andlor Rich of Peak settings 
at above-standard OAT temps . . . 

Don't we always see above-standard 
temps at any altitude??? 

Increased Speed and Fuel 
Penalty Over the 520BE 

Combining all data received, we find 
the 550C Malibu cruising at 14.3 knots 
faster than same power-setting 520BE 
airplanes. That seems high for only an 
average 4.1 gph fuel increase, but the 
numbers show that you are getting a 7% 
increase in speed for a 25% increase in fuel 
consumption. The 25% fuel increase is 
unfairly weighted by those operating Rich 
of Peak at 75% power. Take 65% power 
Lean of Peak operators only and the fuel 
increase is only 13% for the same 7% 
increase in speed. We all like to go fast. 

All of the respondents stated that VK 
Leasing was excellent to work with. . . 
except one. . . (one in every crowd??). 

Only one respondent stated that the 

additional performance did not justify 
the extra cost of the 550C. He showed 
"only partial response from TCM in 
correcting engine problem" on his 
questionnaire. 

Final Comment 

Most owners indicated very much 
satisfaction towards their new engine. 
My personal friend Lyle Kallis, top man 
with 600 hrs. on his 550C, makes his 
living taking care of dozens of engines in 
his oil field operations, and he insists that 
28" and 2500 rpm 50-70 degrees Lean of 
Peak is the best way to operate the 550C. 
Lyle says he knows the engine is happy at 
these power settings . . . tough to argue 
with experience and 550C mileage. 

P. S. The results of owner 
satisfaction was so favorable, that I 
decided to install the 550C in my own 
Malibu! Please feel free to call on me 
for additional input. M-MOPA 

A1,RCRAFT COVERS 
I CANOPY COVERS AND INTAKE PLUGS 

Custom made for all makes, models, and modiilcations 

Covers Also Available: 
Windshield Only 
Engine Propellers 
Wings Empennage 

TOLL FREE (US.): 800/777-640E 
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DES MOINES FLYING SERVICE, IN( 
rn 

AA 
Piper IN THE 1rdDWEST. 

Too! 



COLUMBIA AIRCRAFT SALES, INC. 
Groton - New London Airport, Groton, Ct 06340 

CALL GARY SAUNDERS 
PHONE (860) 449-8999 OR (860) 448-1 234 

FAX: (860) 449-9924 

NEW ENGLAND'S AUTHORIZED 

TAKING ORDERS ON 1997 POSITIONS 
NEW 1996 MIRAGE, FTO, IN STOCK 
FULL WARRANTY, AVAILABLE NOW 

1985 MALIBU, "0" SFREMAN, 1250rTA, ONE OWNER 

TRADES WELCOMED - ALL MAKES AND MODELS 

COMPUTEMZED PARTS - A VIONICS 
FAA REPAIR STATION 

THE TRADITION CONTINUES 
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Check-In - Continued from Page 9 

Dear Heather: 

The following is to share with membership for "Check-In": 

NO GEAR, NO FLAPS, 
NO LIGHT! 

All three gear lights OFF following take-off retraction, 
but Gear Warning annunciator light ON said something 
was amiss. Annunciator light's past occasional false 
indications were considered, but this time with the hydraulic 
pressure needle resting firmly upon zero, there indeed was 
a problem. There'd be no more normal gear or flap 
operation this flight . . . 

Following usual checks, we set up for return to base in our 
1984 Malibu. Emergency gear-down procedures followed; 
both mains in the green, but no nose wheel light to confirm its 
extension! 

Two fly-by's later and additional fish-tailing still didn't 
help, but tower confirmed all three wheels appeared down, 
and we glided in, nose high, sans flaps, for ano incident touch- 
down. The nose gear light illuminated immediately upon 
mains reaching terra firma. 

What happened? There were two separate problems 
involved: 

Number 1. Hydraulic fluid reservoir and lines were found 
to be completely empty. A new pump was installed, and oil 
refilled, (old pump had seized). Start-up, and an oily shower 
of hydraulic fluid out the nose gear actuator identified where 
it had gone. 

Subsequent investigation showed a 3/16" hardened steel 
chip separated from the machined upper end of the actuator, 
apparently causing a slash found on the forward O-ring seal. 
The pump kept running, and without Piper's Hydraulic 
Annunciator and Controller Mod, which would have shut it 
off automatically, out went the oil, and pump failed. 

Recommendation: The mod would have saved cost of a 
new pump. 

Number 2. Nose-gear light was another problem. 

Who can forget theirfirst look at late model 
P-51 's with their onepiece stretched bubble can* 
pies? The dramatic transition from the visu- 11 
ally obstructed, flat pane, greenhouse construc- 
tion -- to aerodynamically clean, 360 degree 
unobstructed vision is wtually unchanged af- 
ter 50 years. The acrylic plastic that made 
this advancement possible is the same mate- 
rial you look through today. 

What is if about this material that continues 
to make it the windshieltihindow material of 
choice for almost all general and business c k s  
aircra.? Accordmg to the Modern Plastics 
Encyclopedia, there are three areas of great- 
est interest to aircraft window applications: 

1) Weatherability -- Long term, outdoor 
weathering of acrylics shows no significant 
change in color or physical properties. * I 

2 )  Clarity and Brilliance -- Acrylics trans- 
mit 92% of white light, equaling the clarity of 
optical glass. Haze measurements of 1 to 3% 
are typical for new acrylic. * I 

3) Chemical Resistance -- Acrylics are not 
affected by most household detergents, clean- 11 
ing agents, and lor solutions'of inorganic acids, 
alkalies, and aliphatic hydrocarbons, esters and 
ketones. (Note: A good rule to follow: If you 
don't know what it is, don't use it.) 

* Watch future issues for more about 
color change and clarity & haze. 

A deice hot plate removal and installation 
kit containing: Dave Coats video and Deutsch 
connector removaVinsertion tools, and gasket 
separation tool is available for loan by calling 
us at 6121771-8693. I 

Tested on jacks, it lighted each time emergency gear was 
extended. Checked in the air, it would not light until airspeed 

Continued on Page 26 
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Piper's autho- SALEs rized let for sales seven out- 

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

I997 TBM 700 

1997 TBM 700. Spec to order. Available options include 
Two Tube EFIS Package, KLN-90B Approach Certified 
3PS, RDS-82 Vertical Profile Radar, WX-1000E 
bmscope, RMI, Air Conditioning, Leather Interior, 
:D Player, Two Year Warranty. (File Photo) 

Buy NEW and benefit h m  pipg's comprehensive Two 
Year "Spinner to Tail" w m t y .  Standard equipment 
includes RDR-2000 Vertical Rome Radar, KLN-90B 
Appnwcb Catified GPS, Transicoil Instnunentalion 
Package including digital display and exceedence 
recorder, might Director, Altitude ReSeIea, &Pilot 
Instruments, Leather, Air Conditioning, Cockpit 
Clearance Recorder. . . Ask about the five year avionics 
warranty. 

gram! 1 
a lea@ 
plete ai 

New p 
new ca 
rics, red 
sheeIJ4 
pmf ir  
carpeth 
signed 
vents, r 

Contad 
pac4?  

Ferry time only. King Silver Crown Equipped 
inC1udingEFIS 40, KLN-90B GPS, RDS-82Vertical 
P r d e  Radar, KFC-325 AutopilotIFlight Director, 
Electric Standby Attitude Gyro, Color Moving Map, 
Known Icing, Air Conditioning, Executive Interior 
including Fully Enclosed Flushing Potty. Laterally 
Tracking Seats, Three Writing Tables and much 
more. 270 KTS and 1700 NM Range with FVLL (8) 
seats. 



pecialists 
Skytech is proud to an- 
nounce the exciting 
new MALIBU SIX pro- 

i e  Malibu SIX upgrade will propel your Malibu into 
. all its own. The SIX package addresses your com- 

.Lraft with: 

Skytech's FAA-Certified 
SERVICE Repair Station and Piper- - Authorized Service Facility 

employs nineteen maintenance technicians and avionics 
specialists. Four technicians also hold IA Certificates. Our 
extensive experience with the Malibu and Mirage has allowed 
Skytech to become the largest MalibdMirage Service Center in 
the U.S. Our 18,000 sq. ft. maintenance facility and customer 
shuttle service serves 
Malibu operators from 
Canada to Florida. For 
customers who remain 
overnight, we provide 
private office space and 

1 ~ n t  in designer scheme, speed brakes (spoilers), all 
itemporary interior, the ultimate in leather and fab- 
'&gned seats with high density foam construction, 

- - I n  crew seats with lumbar support, new sound- 
: package, accordion style pleated shades, upgraded 
-5. remote controlled passenger CD system, rede- 
.omvosite headliner, redesigned arm rests and air " 
nd Gersonalized registration number. a courtesy car free of - charge. 

: . us for further details and a complete information 
Scheduled service 

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

Avionics I 
Auto-pilot repair and troubleshooting 
Navlcom repairs 
Radar installation and repairs 
FLitefone repairrmtallation 
GPS installation 
IFR certifications 
Complete system upgrades 

I Total Customer Support 

I I Since the inception of the Malibu, Skytech has been 
totally engrossed in the Malibu aircraft. Our total 
support concept has grown from a strictly sales and 
rervice point of view into a com lete su port 

I I 
network. We have developed the balibu {arts 
Exchange Network capable of servicing Malibu 
customers and service facilities anywhere in the 
world. Our parts department continues to grow and 

vide services for a wide range of maintenance r“. acdities. Our service department continues to lead 
he nation in number of Malibus serviced and 
maintained. At this pint, we have performed 
b o s t  every major re conceivable from almost , , "$" of the U . ~ S  the Malibu enters its 
secon decade of operation, Skytech is devoting a 
great deal of effort in the modification and 
:nhancement of the existing fleet. 

11 

A Martin State Airport Upgrades / Major Repairs 
0 10-5JO Conversions custom hterior~ Baltimore, MD 

41 01574-41 44 
FAX 41 01687-2927 

If 
I I Ln short, nomatter what type of problem or question 

you have, SKYTECH, INC. is poised to solve it! Window replacement rebuilding I 



Check-In - Continued from Page 23 

was reduced to 75 knots, instead of the 
100 knot maximum recommended! 
Why? 

At this time our shop speculates 
one of the following reasons: 

1. Extension spring tension may 
have weakened over 12 years. 2. 
Increased air resistance following 
installation of RAM'S nose gear mod; 
or 3. A combination of both. 

Recommendation: 

Emergency landing gear 
deployment be tested under actual 
flying conditions. If gear down and 
locked indications are at inordinately 
low speeds, adjustments be made to 
function as recommended. 

Gil Fortune 

Dear Heather: 

Thank you for returning my 
convention check. I was very upset not 
being able to attend this year. Even 
though my work schedule prevented 
my attendance this year, it was equally 
disturbing to find out that our seminars 
are not "sanctioned by the insurance 
carriers, even after they have been 
"sanctioned" by the FAA Wings 
Program. 

The organization should work to 
have the seminar serve as an annual 
refresher course to satisfy the insurance 
carriers. It seems like there is no better 
source of education concerning the 
MalibuIMirage than the pilots who fly 
them regularly. 

Also, enclosed please find a 
photograph of my Malibu sitting next 
to (at least as close as security allowed) 
President Clinton's Air Force One at 

Continued on Page 35 

MalibulMirageT raining 

Ron Cox 

major aviation underwritern 
for initial and recurrent 

- - 

-Autopilot 

Ins t rument  handbooks 0 Standardizedfl ight  training 
Diversified t ra in ing  subjects: -High al t i tude operat ions -Weather  - CRM 

Like aircraft equipment, initial and recurrent 1 ramingcan come in many different levelsofquality. Ifthe 

john ~ a r i ~ ~ i  training you hav&ceiveduptonow has been a t  best mediocre and generally forgettable, you owe i t to  
yourself to try ATM, the acknowledged leader in  Malibu/Mirage training. Our rates are  a s  competitive a s  
ourtraining. ATM'sintensive courses will upgrade your level ofproficiency andincrease familiarity with 
your own aircratt. You will train with ATM's highly experienced instructors: John Mariani, asenior 
engineer on theoriginal Malibu design team, has over 15 yearsofexperience in theMalibu as anengineer, 
test pilot and instructor: Ron Coxis a retired senior army aviator, former Trainingcenter manager for 
Piper Aircraft andvice PresidentofTraining for SimCom International. Both are ATPrated pilots who 
will bringtheir experience to you tomake you a more knowledgeable, safer pilot. MALMlR 2 
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Henry Ponder Concrete Products. He owns a 1985 Malibu 
N787HP with a PT6-28. He also holds a rotocraft 

Missouri City, TX rating. Our member Warren Wood referred 
Norman to us. 

Henry owns a 1995 Mirage. He is 

Once again, let me introduce you to 
our new members since the last issue of 
the magazine. Many of these folks were 
in Monterey at their first convention and 
I hope you had a chance to meet them. 

Kern & Kim Mollett 
N212KM 

Canal Fulton, OH 

Kern is treasurer with MCA Sign 
Company and owns a 1996 Mirage. Piper 
referred this new member to us. 

Ed & Sonya Wilkinson 
Tyler, TX 

Ed has been participating in our annual 
convention as an A&P working on the 
Service Clinic. His company is Wilkinson 
Aircraft Services and he has been 
maintaining Dave Coats' aircraft for some 
time. 

Bruce & Sandra Cook 
N14BC 

Belleville, IL 

Bruce is an attorney and owns a 1995 
Mirage that he flies with his "copilot" of 
31 years, Sandra. 

Rodger Long 
N9246M 

Shreveport, LA 

Rodger is chief pilot for Will-Flite 
Aviation, Inc. He's operating a 1994 
Mirage with spoilers installed. Rodger 
has over 9,000 hours total time and holds 
an ATP and CFIA&I ratings. 

- 
CEO of a dynamic marketing services 
firm. He uses his aircraft in his business. 
Henry was referred to us by Aero Cooper. 

Kevan & Polly Kvamme 
N28BR 

Everson, WA 

"Butch" hasmodifiedhis 1986Malibu 
airframe to adapt to high altitude 
photography. He is a developer involved 
in construction. Sounds like he has a 
unique purpose for his aircraft; this would 
be an interesting article forthe magazine! 

Guy Abraham 
Torrance, CA 

Guy is in the market for a PA46 and 
has joined to learn more about it. He is 
president of Optimox Corp. 

Eric & Lisa Darsonval 
N9095K 

Boulder, CO 

Eric is the pilot and Lisa is the 
president of Hummingbird Helicopters. 
They own a 1986 Malibu. 

William Flores 
N76BF 

Sugar Land, TX 

William is the proud new owner of a 
1996 Mirage. He is EVP and CFO of 
Marine Drilling Companies. 

Norman & Barbara Gavin 
N2428G 

Yalesville, CT 

Norman is president of United 

Pilatus Business Aircraft 
Broomfield, CO 

Chris Finoff is president of this aircraft 
manufacturing company. I'm sure you 
had a chance to meet him at the Convention 
and enjoy their hospitality at the airport. 
Pilatus was one of our generous sponsors. 

David Williams 
N347DW 

Los Angeles, CA 

David is areal estate investor and owns 
a 1996 Mirage. He was referred to us by 
Terry Winson of AVEX. 

Jon Mayer 
N9214Z 

Salinas, CA 

Jon joined M*MOPA at the Monterey 
Convention. He is involved in aircraft 
sales. . 

Walt &'Barbara Kubiak 
N550MG 

Thousand Oaks, CA 

Walt is president of an animation- 
multimedia production company. He owns 
a 1985 Malibu. He was referred to us by 
Terry Winson at AVEX, Inc. 

Mark & Pam Jones 
Chesterfield, MO 

Mark is Director of Marketing and Sales 
at VisionAire Corp., the manufacturer of 
the Vantage aircraft. Mark has been to our 
last two conventions representing 
VisionAire. One of the nicest men you'll 
ever meet! 

Continued on Page 46 
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Dick has been our M*MOPA Past President for the last two years (1 994 and 1995). 
A retired USAF Colonel with 28 years of Active, Guard, and Reserve time with about 
2500 hours in fighters a s  an 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. 

I would like to introduce Dr. Dougal 
Watson to you for this Journal's 
Med+Facts Article on gas expansion 
considerations. I met Dougal on the 
lnternet and have been communicating 
with him via the net ever since. Here is 
one of his excellent publications which I 
think is appropriate and of interest for us 
Malibu drivers. You may find other of Dr. 
Watson's publications on the lnternet at 
addresses posted on our M*MOPA web 
site at: www.mmopa.org. 

"Mummy my ears just went pop!" 
chiming from the back seat as you drive 
the family in the hills. 

The RAAFDoctor's advice to aircrew 
"You should never fly when you've got 
a cold, not even a hint of a cold." 

"BUUURRRRP !!!" or similar 
unmentionable noises denoting escape 
of gas from the body as you climb towards 
8.000 ft. 

A Royal Flying Doctor Service 
speaker advising a group of doctors 
concerning air ambulanceusage. Always 
x-ray penetrating injuries, where air may 
have entered the body part involved, 
before you consider Air Ambulance 
transport. When in doubt insist on a sea 
level cabin altitude. This is especially 
important for open skull fractures and 
penetrating eye injuries. 

What do these four, seemingly 
unrelated, events have in common? 
You've bothered to read this far, so I 
have little doubt that you've read the title 
and now realise that these are all 
manifestations of the expansion of gas 
within cavities of the human body during 
ascent in altitude. 

Background 

Most aviators will remember from 
their license studies that as you climb in 
our atmosphere, the air density and the 
air pressure fall. This occurs in the real 
atmosphere as well as the ICAO 
International Standard Atmosphere that 
your texts mention. 

The drop in pressure is such that at 
18,000 ft. the air pressure is around half 
that of sea level, and at about 33,000 ft. 
it is a quarter of it's sea level value. This 
reduction in air pressure has a number of 
possible adverse effects on aviators; gas 
expansion within body cavities is covered 
here. 

The laws of gas behaviour dictate 
that as the pressure falls, a given amount 
of gas will expand (mass and temperature 
remaining constant). There are a number 
of collections of gas within the body. 

So as a person within an aeroplane is 
subjected to progressively higher altitude 
(and therefore progressively less air 
pressure), the collections of gas within 
his body will expand. This is not a 
problem if the collection of gas 
communicates freely with the outside 

(as with the mouth, nose and, to a degree, 
the sinuses and the middle ear cavity). 
The gas merely expands and escapes to 
the outside atmosphere. But if the gas 
doesn't communicate freely with the 
outside its expansion will cause a build 
up in pressure on the cavity walls which 
can cause discomfort, pain, and even 
impair the function of the organ involved 
(consider gas trapped in tooth abscesses 
or fillings, or the sinuses when you've 
got a cold). 

Several areas of the body normally 
contain gas. These include the lungs and 
air-passages, the sinuses of the face, the 
stomach and bowel, and the middle ear 
cavity. Gas may be present in other areas 
of the body under abnormal 
circumstances such as the gas produced 
when a tooth abscess forms, or sometimes 
a small amount of gas will occur under a 
tooth's filling. After an accident, gas 
may be able to enter the skull, the chest 
or abdomen, or even the eye. The effects 
that gas expansion has on each area of 
the body will be considered individually. 

The Middle Ear Cavity 

The ear drum separates the middle 
ear cavity from the outside. The soft 
walled Eustachian tube connects the 
middle ear cavity to the back of the 
throat. Figure 1 shows the normal middle 
ear at sea level. You will notice that the 
eardrum is not bulging in either direction 
and that the pressure within the middle 
ear equals the outside air pressure. 

Continued on the Next Page 
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Gas - Continued from the Prevrous Page 

DIAGRAM OF THE NORMAL EAR AT SEA LEKL 

SHOWING THE FLAT DRUM AND MIDDLE EAR 

PRESSURE EQUAL TO THE OUTSIDE AIR PRESSURE. 

During ascent, the gas (air) in the 
middle ear cavity expands and a small 
amount of pressure builds up against the 
eardrumcausing them to bulge outwards 
ever so slightly (that "fullness" you feel 
in your ears just before they "Pop"). 
This pressure builds until it is sufficient 
to vent gas through the floppy walled 
Eustachian tubes. As the gas vents, the 
ear drum settles quickly back into its 
normal position. This venting of gas and 
movement of the drum is the "popping" 
feeling we all know so well (see figure 
2.). Popping of the ears is completely 
normal and usually occurs every 500 to 
1,000 ft. of ascent and you may not even 
be aware that it is happening. Yawning, 
swallowing, and chewing tend to make it 
easier for the Eustachian tube to open 
and so can assist in popping the ears. 

Conversely, during descent, as the air 
pressure increases, the gas within the ear 
cavity will contract producing a slight 
vacuum. Normally the ear drum will 
bulge inwards slightly with a similar 
"fullness" as before and then air will 
vent into the middle ear cavity, again 
with a "pop". Because of the floppy 
walls of the Eustachian tube, the air 
tends to have more difficulty moving in 
this direction than in the previous 
example. 

Problems will develop if the air cannot 
vent inwards or outwards through the 
Eustachian tube to equalise pressure with 
the outside. If, for some reason, the 
Eustachian tube is blocked, air will not 
be able to move into or out of the middle 
ear to equalise pressures. 

Pressure will build up in the middle 
ear cavity during ascent (or conversely a 
vacuum on descent) causing the drum to 
bulge further than before and cause pain. 
If the Eustachian blockage is notrelieved 
and the descent (or ascent) continued, 
the drum will bulge further and further 
until it ruptures or tears, causing sudden 
short-lived severe pain followed quickly 
by some relief of discomfort and impaired 
hearing (Fig. 3) 

DESCENT WITH A BLOCKED EUSTACHIAN TUBE 

WILL CAUSE A PROGRESSIVE INCREASE IN 

PRESSURE ON THE EAR DRUM. EVENTUALLY, 
IF THE PRESSURE IS NOT RELIEVED, THE DRUM 

WILL RUPTURE (OTIC BAROTRAUMA). 

THE EFFECTS OF INCREASING ALTITUDE ON THE 

MIDDLE EAR. NOTE THE DRUM BULGING OUTWARD 

ANDTHEINCREASEDPRESSURECOMPAREDTOTHE 
OUTSIDE. THE "POP" IS THE EAR DRUM MOVING 

QUICKLY BACK TO ITS NORMAL POSITION AS THE 

PRESSURE VENTS THROUGH THE EUSTACHIAN TUBE. 

The most frequent cause of blockage 
to the Eustachian tubes is the common 
cold. The membranes lining the 
Eustachian tube become swollen 
effectively blocking the tube. So now 

you can appreciate why flying with a 
cold is dangerous, and in fact why an 
ordinary cold is sufficient to "ground" 
our Air Force pilots. Normal Eustachian 
tubes are often partially blocked during 
descent and many people may get milder 
versions of the problems outlined above. 

Interestingly, children and babies 
have shorter straighter Eustachian tubes 
than adults and tend to have less difficulty 
equalising the middle ear pressure 
("popping"). 

Some susceptible individuals can 
suffer from severe dizziness (vertigo) 
when the pressure in their middle ear 
cavity isn't equalised with the outside. 
A pilot can be rapidly and completely 
disabled by even mild vertigo. 

Otic Barotrauma, literally meaning 
"ear-pressure-damage", is the medical 
term for the problems mentioned above. 

It's well enough to know about such 
problems, but it's just as important to 
know what you, as the pilot, candoabout 
them. First, and foremost, it's downright 
foolish to fly when you've got a cold, the 
flu, sinusitis or any similar problem. 

Air Force pilots are not permitted to 
fly with any of the above problems and 
usually ground themselves without 
necessarily seeing a Doctor. The CAA 
regulations are not as rigid as those of the 
RAAF andmariy General Aviation pilots 
do fly when suffering from colds etc. 
Most of these pilots do not suffer major 
problems, but do they realise the risk 
they are taking and the risk that their 
poor unsuspecting passengers are 
taking? 

Sudden perforation of an ear drum 
can be quite a disabling occurrence. 

Chewing gum or sucking sweets can 
assist the Eustachian tubes in opening 
and may help avoid discomfort or even 
ear drum damage. 

Decongestant tablets such as Sudafed 

Continued on Page 30 
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Gas - Continued from the Page 29 

and sprays such as Drixene act by 
reducing the swelling around the 
Eustachian tubes thus making it easier 
for them to open. These medications are 
fine for passengers in aircraft but should 
not be used by pilots. Although not 
specifically banned by the CAA, I would 
suggest that if you need these 
medications to fly, you are putting 
yourself and your passengers at 
unnecessary risk. 

The other main methods of relieving 
pressure in the middle ears and avoiding 
Otic Barotrauma are active manoeuvres 
such as swallowing and chewing already 
mentioned, and the ValsalvaManoeuvre. 
This involves increasing the pressure in 
your nose and throat by trying to blow 
your nose while keeping your mouth 
and nose tightly closed. 

This increase in pressure will often 
be enough to force the Eustachian tube 
open and relieve the pressure, or vacuum 
within. If you are not familiar with the 
Valsalva I suggest you contact your 
DME (CAA Designated Medical 
Examiner) for advice and training. 

If you do, for example, run into such 
ear problems on descent and are unable 
to clear your ears using the Valsalva 
manoeuvre you can always climb again 
(fuel permitting) until your ears are 
comfortable then begin a slower descent 
profile clearing your ears more 
frequently. 

The reverse applies to ear discomfort 
during ascent where relief will be 
afforded by descent. 

The Sinuses 

The sinuses are air filled cavities 
situated within the bones of the face and 
skull. They open into the back of the 
nose through thin tunnels in the bone 
(See Figure 4). 

DIAGRAM SHOWG SOME OF m E  

SINUSES AROUND THE NOSE. 

As with the middle ear cavity, the air 
within the sinuses expands on ascent and 
contracts on descent. Normally the 
sinuses vent to the back of the nose 
easily and little more than a tickling 
sensation is felt. 

If, however, the linings of the sinuses 
are swollen and their tiny vent tunnel 
blocked the air will not be easily able to 
move to and fro to equalise pressure with 
the outside. This can be caused by 
inflammation of the sinus' membranes 
during a cold or sinusitis. 

When pressure (or a vacuum) builds 
up in the sinuses it is felt as pain in an 
area of the face corresponding to the 
sinus concerned. Pain may be felt in the 
forehead, the cheek, or deep within the 
head and can be quite severe and 
accompanied by profuse watering of the 
eyes. 

You don't need me to tell you that 
severe pain and constant profuse tears in 
your eyes is going to impair your aircraft 
control and decision making. 

To avoid this sinus Barotrauma 
(sinus-pressure-damage) it's common 
sense and a little bit of knowledge that 
we need. As before, flying with a head 
cold or sinusitis puts you and your 
passengers, at an unnecessary risk. Don't 
do it! If you, or your passengers, do get 
some sinus problems during ascent or 

descent, treatment is much the same as 
with middle ear cavity problems. 

Firstly, try nasal decongestants (e.g. 
Drixene) if you have them; this may 
reduce the swelling enough to let the air 
vent. The Valsalva manoeuvre doesn't 
tend to work as well with sinuses as with 
the ear, but it is still worth trying this 
procedure to equalise the pressures. 

If these efforts are unsuccessful and 
the symptoms persist, or worsen, you 
should return to the altitude you were at 
prior to problems (again, fuel permitting). 
The subsequent descent should be taken 
at a slower rate allowing the sinuses to 
equalise pressure as you go. 

Abdominal Distension 

It is perfectly normal for our stomach 
and intestines to contain around a litre of 
gas. This is a mixture of swallowed air 
and other gasses produced by digestion. 
From the principles discussed earlier, 
it's not going to be too difficult to deduce 
what will happen to this gas on ascent. 
Of course, with ascent, this gas will 
expand and when it has expanded 
sufficiently, it will usually vent itself 
from the body via the mouth or the anus. 

Gas expansion in this way does not 
generally cause problems. However 
some people, often relatively 
inexperienced aircrew, do have difficulty 
venting this expanding gas during ascent 
and suffer a bloated feeling and some 
abdominal pains. On the rare occasion, 
this pain can be severe. 

Abdominal distension with altitude 
will be increased if there is more gas in 
the stomach and intestines to begin with. 
This can occur with intestinal infections 
(e.g. gastro), increased air swallowing 
(anxiety, or rushing a meal and not 
chewing enough priorto swallowing your 
food),' and certain gas-causing foods 

Continued on the Next Page 

Malibc*Mirage Magazine Winter 1 W 7  Psge 30 



Gas - Continued from the Previous Page 

(cabbage, cauliflower, Brussels sprouts, 
turnips, raw apple, dried peas and beans, 
fizzy drinks and I've even heard. some 
people mention that baked beans can 
cause increased gas production). 

People who frequently fly at high 
altitude soon become quite expert at 
venting the expanding gas from their 
stomach and intestines and avoid foods 
and drinks that disagree with them prior 
to flight. 

The Lungs 

The lungs and wind-pipe are full of 
air yet virtually never are there problems 
as the air expands. The airways leading 
from the lungs are quite large and usually 
allow the expanding gas to vent easily 
without causing a pressure build-up. 
There has never been a case of lung 
darnagedue to gas expansion at the ascent 
rates normally encountered in General 
Aviation, and to my knowledge none 
have occurred even with explosive cabin 
decompression (e.g. if a 747 loses an 
emergency door at altitude). 

Lung damage would be highly likely 
if an individual were to hold their breath 
during such a rapid decompression, the 
expanding gas would not be able to vent 
as usual, and pressure would build up. 
The only situation where this is likely is 
in a practice Decompression Chamber 
run, and all participants are thoroughly 
briefed prior to such runs. 

The Teeth 

Large changes in altitude can cause 
toothache (Barodontalgia = pressure- 
tooth-pain). The reason this occurs is 
either the presence of small pockets of 
gas in deep (usually unlined) fillings, or 
collections of gas in areas of decay, gum 
inflammation, or root abscesses. The 
pain can be quite severe. 

There is little you can do, except 

descend, to treat this pain. A high degree 
of dental hygiene and care is mandatory 
for aviators. Regular checkups with your 
dentist avoid this unnecessary risk of 
incapacitation. 

Introduced Gases 

The above are all (with the exception 
of the tooth filling) natural collection of 
gas within the body but items worth 
realising that gas can be introduced into 
the body in a variety of abnormal 
circumstances. These situations are really 
the realm of a doctor but it is certainly 
worthwhile that General Aviation pilots 
are at least aware of them. (You may 
have flown for the Flying Doctor or 
performed a Medical Evacuation and 
wondered why the Medical staff insisted 
on "sea level cabin altitude"). 

Consider a bullet wound to the chest 
or abdomen, or a badly fractured skull 
with a large cut over it, or even an eye 
injured when a small sliver of metal flew 
into it. All of these are potentially 
circumstances where air may have 
abnormally entered andbe trapped within 
the body. Consider again the fractured 
skull where a small amount of air has 
entered the skull through the cut and 
fracture. 

What happens if this patient ascends 
in altitude (e.g. aerial ambulance transport 
where sealevel cabin is not maintained)? 
The small quantity of gas trapped within 
the skull will expand and put pressure on 
the brain, not a desirable situation in 
someone who already has a head injury. 

This doesn't mean you should refuse 
to carry people with these injuries; the 
medical staff involved will decide whether 
the patient is fit for aerial transport or not. 
If the facilities are available, they will 
usually x-ray such an injury to see if there 
are any abnormal collections of gas. Still, 
it doesn't hurt for you to understand 
"why". You probably won't curse as 
much when the nurse insists on a sea level 
cabin next time. 

Conclusion 

Changing barometric pressure, 
especially if rapid, can cause discomfort 
and damage unless the pressure within 
the body's gas containing cavities is able 
to equilibrate with the outside air pressure. 
With practice and experience, aircrew 
are able to avoid, or treat, these pressure 
related problems. 

The fall in air pressure during 
ascent causes expansion of gas within 
the body (and vice-versa). Eustachian 
tubes are essentially floppy valves and 
should be opened regularly during 
descent. 

Prevention is far better than 
cure. So don't fly with a cold, watch 
what foods you eat, and visit your 
dentist regularly. 

It may be worthwhile having a 
bottle of nasal decongestant spray in 
the cabin to help if problems arise 
(yourself or passengers). 

This article was originally published 
as: Gas Collections Within the Body in 
the AOPA (Australia) Magazine, Volume 
43 Number 4, April 1990. 

Comments should be directed to the 
author, Dr. Dougal Watson - 
dxw@ozemail.com.au. WOPA 

This is our M*MOPAorganization's 
new web site. It's new, growing, 
and progressively informative & 
interesting. Come join us and 
comment or contribute (see 
"Discussion web site" both open 
and private - members contact me 
for private site passwords 
(txviking@io.com). 

Vendors and sales persons post 
your sites with us - contact Steve 
Bolig at 61 2-945-0300 (Compar Inc). 
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The following is a direct quote 
from FAA Certification 

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

"The TSIO-5504 engine is very well 
cooled in this installation; qualitatively, 
based on my previous experience, it 
runs cooler than the original TSIO-520- 
BE engine. Maxcorrected CHT in MCP 
climb is 364 degrees F, giving a margin 
of 96 degrees F below the limit of 460 
degrees F. Max corrected CHT at 
25,000 feet "best economy" leaned 
cruise at 262 HP (75% of engine's max 
rating of 350 HP) is 403 degrees F, 
giving a margin of 57 degrees F below 
the limit of 460degrees F. ... [ It] is much 
easier to manage in cruise, without the 
50 degree F "lean-of-peak TIT 
requirement." 

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

We can install your new engine at our facility 
at the beautiful Albert Whitted Airport in 

downtown St. Petersburg, Florida 
- or - 

Call one of our approved installation facilities: 

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

kB 

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

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

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

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

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

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

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

The exchange installed price is $59,850 (subject to manufacturer's price increase) plus freight. 
This includes new Lord mounts, hoses, dynamic prop balance, STC and Flight Manual Supplement. 

If your Malibu is not already equipped with spoilers, we recommend power pac spoilers. 
We can install them at the same time of your 550C engine change for $10,750. 



"The diagnosis: Cooler, smoother and quieter 550C engine 
delivers with increased performance during takeoff, climb 
and cruise speed and you know . . . this is a winner!" 

Dr. O'Farrel Shoemaker, Memphis, TN 

" 14 knot increase in speed at 75%. Same fuel flow and speed 
at 65% as with 520 running 75%. Runs cool" 

Dr. Don Goldberg, Beverly Hills, CA, N9275Y 

" I  am thankful for your efforts obtaining the 550 STC for the 
Malibu. Performance of the aircraft is definitely improved" 

Dr. Tom Malloy, Luke Oswego, OR, N9221M 

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

Lyle Kallis, Red Deer, Alberta, Canada, N550VK 

What Malibu Owners Are Saying 
About Their New Continental TSIO 
550C Engines: 

"With the 550C engine, at gross weight, I am realizing 
a 10 knot increase in TAS at altitude. This number 
increases to 14 knots at mid-weight. I used to plan on 
a climb of no more than 700 FTM at gross. I now plan 
for 1000 FTM. I have been using the TCM numbers for 
climb and cruise and have been setting cruise power 
about 70%" 

Gene Quesnoy, Visalia, CA, N9122L 

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

David Stauffacher, Madison, WI, N71 IXL 

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

I particularly like being able to run the engine at 55% power while 
still achieving true air speed of between 175 and 194 knots. 
CHT's of 300 - 3 15 degrees and oil temps of 130 - 140 degrees. 
I also really like the additional options and flexibility in 
performance that this engine gives me. 

The ram cooling kit conversion has also been outstanding." 

Mike Cheezem, St. Petersburg, FL, NIOEY 

"Malibu N9 1362 has 15 hours on new 550C engine and used only 
1 112 quarts of oil. Engine smooth - increased performance of 10 
to 14 knots in the 65% to 75% range. 2300 RPM and 29.5 MP 
gives a good quiet 65% power setting. Thus far we are enthused." 

Howard A. Hermel, Mankato, MN, N9136Z 

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



Thanks for letting Vision Aire 

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

Please call us a t  800-288-1655 fo r  more 
information about t he  VisionAire Vantage. 

VisionAire 

C O  R P O  R A T I O N  

A t  Spir i t  of  S t .  Louis Airport 
595 Bell Avenue 
Chesterfield, MO 63005 



Check-In - Continued from Page 26 Thanks for everyone's efforts. 

Knoxville, Tennessee on October 10, 
1996. The "bird" even looks good next 
to Number One (you may interpret that 
as you please). 

Dear Sy: 

Don Lochard 

Michael P. Massie 
Perhaps some of our members 

might find the following to be of interest. 
Good Morning Heather: 

My wife and I wanted to let you 
know how much we enjoyed the 
convention. The work and thought of 
all the board was obvious; everything 
was well organized and done correctly. 

I enjoyed talking with many of the 
Malibu drivers, most of whom were not 
familiar with the new Canadian 
telephone customs plan, CANPASS. 

Jane and I are glad we attended last 
weekend (even though we spent 27 112 
hours on commercial airlines). 

I thought I knew how to use the 
Netscape browser to access the 
M*MOPA mailing list, but had to learn 
from our resident expert and M*MOPA 
Web Site creator, Steve Bohlig, how to 
do it properly. 

My question to him was: "How 
can I pull one name out of the member 
file and have the page display only the 
name searched instead of giving me the 
entire list?" 

I found out that it doesn't quite work 
that way and got Steve's answer as follows: 

Go into the private area and 
then use the search engine to find 
the requested search. Then use 
your browser'sfind feature. It is 
in the pull down menu if you are 
using Netscape. This also works 
on any page of the M-MOPA site. 

For example use the web 
pages search command to search 
for "any-name". It will return 
information listing all pages with 
the word "any-name". Then go 
to those pages (the link to the 
pages will be listed at the bottom 
of the search.) 

Then use the pull down menu on 
your browser and use the find command 
(there are some options as to case 
sensitive, etc.) and you can then step 
through the chosen documents finding 
all references to "any-name" -- or 
whatever name you want to find. 

Paul Neuda WOPA 

NTSB Report Brief 
NYC95FA056 

Chippewa Falls, WI 
Piper PA-46-310P 

Aircraft Damage: Destroyed 

The single engine airplane 
departed with two pilots, two 
passengers, baggage and equipment. 
At takeoff, the airplane was 955 
pounds over the maximum allowable 
gross weight, and 2 inches beyond 
the aft c.g. limit. 

After 4 hours of flying, the pilot 
elected to divert to another airport, 
due to icing conditions. During the 
descending left turn from base leg to 

final approach to runway 22, the airplane 
dropped, struck the ground, and slid 250 
feet. The wings were separated from the 
airplane during the ground slide by two 
trees. A satisfactory post accident engine 
run was completed. The airplane was 
calculated to be about 600 pounds over 
the maximum landing weight, and 2 
inches beyond the aft c.g. limit. 

The air induction lever was in the 
primary position, and not the required 
alternate position for icing conditions. 
The propeller and stall warning heat 
switches were off. The airplane had been 
flying in light freezing rain, which the 
POH stated should be avoided. Severe 
mixed icing was reported 25 miles 
northwest of the airport. Winds at the 

airport were from 150 degrees at 10 
knots, gusting to 16 knots. 

Accident cause 

The pilot's improper decision to 
depart into known adverse weather 
conditions, and the subsequent 
encounter with freezing drizzle, 
resulting in an inadvertent stall and 
collision with the terrain during an 
approach to land. Also causal to the 
accident was the pilot's failure to 
adhere to the airplane's weight and 
balance limitations, resulting in an 
overweight and out of balance flight 
condition, and his failure to comply 
with published procedures for flight 
into icing conditions. M.MOPA 
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YOUR WESTERN STATES MALIBUIMIRAGE SERVICE AND PARTS 
EXPERTS MAINTAINING 50 MALIBUMIRAGE AIRCRAFT 

WESTERN PIPER SALES - FRESNO, CA 
Div of Central California Aviation, Inc. 

LOCATED IN THE MIDDLE OF THE BEAUTIFUL CENTRAL 
CALIFORNIA SAN JOAQUIN VALLEY FOR 23 CONTINUOUS YEARS 

SERVICE: Expert Scheduled Service, MajorMinor Service and Repairs, Fuselage-Wing Repair 
and Rebuilding, Aircraft Recovery, Insurance Repairs and Rebuilding, Window Replacement, Lycoming and 
Continental Engine Specialists - ReplacementlTroubleshooting, Pressurization Service, Spoilers, De-Ice 
Installation/Replacement/Repairs, Prop Balancing. King Avionics and Autopilot Service on Site, Air Shuttle 

Service. 

SALES: Sell - consign - Purchase Pre-owned Malibu and Mirage. 

SPECIALISTS IN: De-Ice System Installations and Repairs, RAM Engine Cooling 
Kits, Plastech Window Shade Mod, Super Soundproofing Mods, Trouble Shooting, 
Pre-Purchase Inspections and Evaluations, Engine Fuel Systems, Pressurization 
Experts, Cylinder and Engine Overhaul and Exchanges, Van Kesteren TSIO-550 
Engine Upgrade Installation Specialists With No State Sales Tax Event. 

Robert D. Pursell, President 
1-800-60-PIPER 1-209-252-2926 

FAX: 1-209-252-7837 



SERVICE DIFFICULTY REPORTS 
(Includes Aviation Alerts) 

COMPILED FROM FAA ALES 

PA-46-310P 
Engine Oil Filter Broken 

After cutting oil filter open, the 
manufacturer's anti-drain backvalve 
rolled edge was found cracked 
approximately one-half way around 
and a piece, approximately 1 inch 
long, had broken off. Broken pieces 
were found after oil cooler was 
removed and back-flushed. 

PA-46-350P 
Number 6 Cylinder 

Head Separated 

Operator complained of 
roughness on takeoff. Aircraft 
returned to hangar with oil leaking 
from cowling. Removed top cowling 
and found NR 6 cylinder separated 1 
inch to 2 inches below head. Could 
find no evidence of prior damage. 
(Note: cylinder was repaired 4,54.0 
hours previously for oil 
consumption.) Suspect cause could 
be fatigue or hidden defect. Replaced 
cylinder and piston assy. 

PA-46-350P 
Right Engine Worn Bearings 

Manifold pressure loss at 13,000 
feet. Found turbo blades machining 
into housing. (Bearing failure.) This 
is the third failure of this part 
submitter is awareof. Others resulted 
in depletion of oil supply to the point 
of engine failure. 

PA-46-35OP 
Battery Case Faulty 

ELT battery, one battery showed 
evidence of high heat, and excess 
corrosion cracking battery case. ELT 
manufactured '94. 

PA-46-350P 
Exhaust Bypass Leaking 

Pilot complained engine would 

not produce manifold pressure. After 
ruling out induction and exhaust leaks, 
found wastegate not operating with 
pressure applied to inlet port. Actuator 
found to be leaking internally. Possibly 
caused by sticking valvecausing a blown 
seal in actuator. Wastegate valve should 
be lubed every oil change with 
penetrating oil. 

PA-46-310P 
Left Hand Fork Cracked 

(Canada) A full penetration crack, 5 
cm in length, was found on the nose 
trunnion . . . Replacement part was p/n 
83606-07 and trunnion kit p/n 766-2 1 1. 

PA-46-350P 
Left Intercooler Separated 

Noted during annual, left intercooler 
'clip' separated leaving only screw and 
weld bushing. Submitter stated this is a 
recurring problem. A fix would be to 
bond clip to side of intercooler upon 
installation with high temp red silicone 
adhesive. 

PA-46-310P 
Bracket Corroded 

During inspection, found forward 
horizontal stabilizer brackets exfoliated. 
Piper SB 962, which pertains to this 
area, had been previously c/w. These 
brackets are hard to see without a mirror 
and, likewise, are hard to clean. Submitter 
stated this problem (corrosion) is caused 
by 2 things: increases of moisture into 
empennage, and dissimilar metals. 
Brackets are steel, structure is aluminum. 
It is highly recommended this be a 
mandatory replacement item after 2 years 
or exposure to corrosive environment. 

Turbocharger Repair 

Information for the following article 
was furnished by Mr. Paul Foster, an 
Airworthiness Inspector with the FAA's 

Flight Standards District Office 
located in Long Beach, California. 
(This information is published 
exactly as it was received.) 

Recently, Garrett Airesearch 
Industrial Division, a manufacturer 
of aircraft turbochargers, has been 
receiving units back into theirrepair 
station with previous repairs which 
may cause an unairworthy condition. 
Many of the impeller units are being 
returned with rework whichincludes 
welding and plating. These practices 
are prohibited by the Airesearch 
Aircraft Overhaul Manual (TP20- 
0128),datedAugust 15,1985. Many 
of these units are developing cracks 
in the rework area. The following 
are excerpts from specific 
paragraphs of that manual which 
prohibit certain types of repairs: 

(1) The welding of the turbine 
housing (2.17); 

(2) The straightening of 
compressor wheel blades (2.17); 

(3) The reboring of the center 
housing bearing bores (2.15); 

(4) The restoration, repair, or 
buildup of metal on the compressor 
wheel blade tips (2.30); 

(5) The chrome plating, plasma 
spray, or equivalent restoration of 
turbine wheel shaft journals and 
wheel hub surfaces (2.30). 

As a reminder, Title 14 of the 
Code of Federal Regulations (14 
CER) part43, section43.13(a) states: 
"Each person performing 
maintenance, alteration, or 
preventive maintenance on an 
aircraft, engine, propeller, or 
appliance shall use the methods, 
techniques, and practices prescribed 
in the current manufacturer's 
maintenance manual." WOPA 
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S e ~ ' c e  Clinic - Continued from Page 7 

squawks. On the Malibu aircraft, 
cracking on the nose bowls continues to 
increase with the age of the aircraft. We 
noted aircraft with exhaust system 
rubbing on the left hand side cowl which 
produces a small hole in the cowl. Worn 
fasteners were noted on both models of 
aircraft. As the aircraft age, the anti- 
chafe strip that is installed on the cowling 
to cowling surfaces has continued to 
deteriorate. In addition to causing wear 
on the cowlings, it produces adarkresidue 
that migrates aft of the cowling. 

Exhaust System 

The exhaust system inspection includes 
a look at the system as a whole. Items 

included are the turbochargers, 
wastegate, and exhaust slip joints. 

Due to the large number of 
components and the adverse conditions 
that are placedupon it, the exhaust system 
always produces a large number of 
squawks. This year the 22 aircraft 
inspected provided 45 discrepancies. 
There was one aircraft that was noted to 
have both turbochargers that were 
practically frozen. This was the only 
aircraft this year that required attention 
prior to leaving the convention. Del 
Monte Aviation was able to obtain the 
parts and repair the aircraft promptly. 

Additional inspections revealed: a 
multitude of wastegates leaking oil, slip 
joints leaking exhaust, and several mis- 
aligned heat shields. The exhaust system 
is a relatively high maintenance area that 
requires constant attention at regular 
service intervals to keep it in good 
working order. Based on other 
conventions, the number of exhaust 
system problems has remained relatively 
constant. 

Engine Mount 

The engine mount is inspected for 
cracking, corrosion and heat distress. 

Unlike some other years, during this 

year's inspections we did not find any 
cracked mounts. The 2 squawks that 
were discovered involved corrosion on 
the tube assemblies. The possible 
explanations for this improved condition 
includes: proper service bulletin 
compliance and the fact that many aircraft 
have recent engine changes. As part of 
a normal engine change it is common to 
clean and treat any corroded areas. 

fuel systems inspected. The most 
common areas of concern included 
outdated hose assemblies and broken or 
leaking sump drains. We did note 5 
aircraft with exceptionally stiff mixture 
cables. As the aircraft age, we have 
found more and more aircraft requiring 
cable changes. Due to the construction 
of the cable, lubrication at the accessible 
areas does not loosen it up; the only 
option is to replace the cable. 

Ignition 
Oil System 

The ignition area inspects magneto, 
ignition harness, andfilter condition. 

We discovered 6 discrepancies in this 
area. The improved status of this area 
can also be explained by the number of 
relatively low time engines we inspected. 
Old style moisture filters, and improperly 
positioned moisture filters on the 
Malibu's were the most common item 
found. Additionally, we noted some of 
the magneto pressurization fittings loose 
in the magneto housing. This condition 
can lead to ignition problems at altitude. 

Baffles 

The bafle inspection includes the 
condition of the seal material, the 
mounting structure and the proper 
alignment of the bafle assemblies. 

Since proper bafle maintenance and 
alignment is your best defense against 
heat build up, this is an area that can 

always use improvement. 

There were 29 discrepancies noted 
on the aircraft inspected. The most 
common squawk was deteriorated baffles 
seals. We also noted baffle cracking. As 
part of an engine change new baffle seals 
should be installed. There are several 
options on the market which are improved 
from the original product and should last 
longer due to their silicone content. 

Fuel System 

The fuel system inspection looks for 
leakage and hose condition. 

There were 16 squawks noted on the 

The oil system inspection covers the 
engine area for general leakage. We 

also inspect some individual 
components for security and leakage. 

Thirty-four discrepancies were 
discovered this year. The largest item 
was the existence of outdated hose 
assemblies. Even though several aircraft 
had relatively new engines, we noted 
various oil leaks on push rod assemblies, 
engine oil sumps, prop governors, and 
cylinder base seals. It is hard to determine 
the exact amount of the oil leakage from 
a ramp inspection. However, from the 
amount of residual oil in the engine 
compartments, the leaks noted were more 
of the annoying, messy nature. 

Air Conditioning 

The air conditioning system is 
inspected for proper compressor/belt 

alignment and tension. 

Of the 22 aircraft inspected, we noted 
10 squawks on the air conditioning 
system. The largest share of the squawks 
involved the belt tension and alignment. 
We did note one compressor bracket 
cracked and one aircraft in which the belt 
and idler pulley assembly were totally 
missing! 

Since we do not run the aircraft we 
can not determine proper Freon level. 
Based on the number of Freon leaks we 
locate in our service facility, I would 
imagine some of the aircraft inspected 
were low on charge. 

Continued on the Next Page 
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Induction System 

The induction system has traditionally 
produced large numbers of 

discrepancies. The inspection covers 
the induction airbox and related 

linkages. We also inspect the 
induction plumbing, clamps, and hose 

assemblies. The turbocharger 
inspection overlaps with the exhaust 
system inspection and inspects the 
"cold" side of the turbocharger for 

foreign object damage. 

I must admit that the results this year 
were encouraging! Although we had 30 
squawks noted, there were no damaged 
turbocharger impellers or broken 
alternate air box doors! I think this is the 
first year that I can make this statement. 
For the benefit of the new members, I 
would like to mention that several years 
ago almost every aircraft inspected had 
broken doors and we found numerous 
damaged turbochargers. Proper 
maintenance and the compliance of the 
Piper Service Bulletin 961 A has brought 
this problem under control. 

Unfortunately, the 30 items that were 
noted this year involved linkages that 
were loose and were in need of repair. 
Additionally, an excessive amount of 
looseness on the bearing blocks and shafts 
was noted. These are some of the areas 
that if left uncorrected could return us to 
the high failure rates of previous years. 
Proper maintenance of these areas is 
essential to prevent premature failures. 

Landing Gear 

The landing gear inspection covers the 
three gear assemblies in their entirety. 

We also examine tire and brake 
condition. 

Due to the large number of 
components, and the increasing number 
of cycles on the gear assemblies, we 
expect a large number of squawks. This 
year we discovered 60 squawks. The 
most common squawk was leaking 

sequence valves, closely followed by 
leaking gear retraction hoses. The list of 
other items include: rod end wear, 
cracked hat brackets, torque link bushing 
wear, and sticking nose wheel brakes. In 
short, the gear assembly has a multitude 
of moving parts and requires regular 
maintenance to keep it in proper working 
order. 

Wings 

The wing inspection covers the overall 
wing condition. This includes the 

control su@aces, control cables, and 
de-ice boots. 

Wing discrepancies accounted for 55 
squawks during the clinic inspections. 
The two most common areas of concern 
were worn aileron cables and leaking 
fuel sump tanks. The sump tanks are 
routine type problems which are easily 
corrected. The control cables can be 
corrected by installing the improved 
cables from Piper (Service Letter 1012). 
We discovered several stall vanes not 
heating and quite a few working rivets 
on the wing fairings. Most de-ice boots 
were in pretty good condition. However, 
we did find several RH wing boots that 
are probably on their last season of 
reliable service. 

Empennage 

The empennage inspection inspects the 
horizontal and verticalfins for obvious 

stress or looseness. We also inspect 
for corrosion in the tail area and the 

auto-pilot servos for moisture or 
contamination. 

Of the 18 discrepancies noted, the 
most common item discovered was the 
corrosion on the trim rod assemblies and 
the steel tail attach brackets. These are 
areas covered under Piper Service 
Bulletin 962A and should be addressed. 
There was a limited amount of corrosion 
noted on the exterior of the autopilot's 
servo covers. Since a small amount of 
moisture and contamination can affect 
the autopilot performance (and more 
importantly, the forces required to 

ovemde the autopilot servo from the 
cockpit). 

Allied-Signal's recommendation for 
yearly inspections should be followed. 

Fuselage / Cabin Area 

The inspection of thefuselage and 
cabin area covers a wide array of 

items. We cover cabinfurnishings and 
all the exterior fuselage. 

The 38 squawks noted were not very 
severe in nature. The largest two areas 
involved the cabin door seal and door 
actuators. We noted a few working 
rivets on the fuselage and some light 
belly corrosion. On the Mirage aircraft 
wenoted someof the doorcables fraying. 

Instrument Panel 

The instrument panel inspection 
covers the panel security and the 
proper security of the avionics 

equipment. Radio cooling and a 
general inspection of the wiring 

bundles is also included. 

We noted 7 discrepancies in this area. 
Most of the problems centered around 
inoperative lighting. since this area is 
under constant scrutiny by the pilot, most 
discrepancies are discovered and 
corrected promptly. 

'Exterior 

The exterior portion of the clinic 
inspects the antenna system of the 

aircraft and the static wicks. 

We only noted 2 squawks in this area 
which involved antennas that were 
cracked and eroded. 

Functional Test 

The functional test of the clinic 
involves the ramp test of all of the 

avionics and interfaces in the aircraft. 
Portable generators are utilized for 

the VOR, MKR, DME, and 

Continued on Page 40 
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TRANSPONDER inspections. 
Additional avionics are inspected 

using ramp tests. 

We noted 11 squawks in the avionics 
area. Common items included VOR 
calibration and transpondor frequency 
errors. We also noted several display 
deficiencies and erratic frequency 
channeling. 

Paperwork Conformance 

The inspection includes a review of the 
maintenance records of the aircrafr 

and service bulletin review. 

We noted6 discrepancies in this area. 
The largest item was overdue 24-month 
altimeterlstatic system inspections. This 
was closely followed by 2 overdue ELT 
batteries. The service bulletin 
compliance, for the most part, was 
satisfactory. However, there were still 
several aircraft with quite a few open 

bulletins. Although service bulletins are 
not mandatory under the FAA 
requirements, THE NEW PIPER 
AIRCRAFT considers them mandatory. 
From an operator's standpoint, 
compliance with service bulletins can 
improve reliability and preclude some 
expensive repairs by correcting a problem 
in an early state. Overall, this area 
continues to show improvement over 
previous years. 

In conclusion, the overall trend we 
witnessed this year is continued 
improvement over the previous years. 
One of the ironies of this year's 
inspections is that the aircraft that had 
been through the clinic in previous years 
clearly had a fewer number of 
discrepancies than those that hadn't. I 
realize that the service clinic program is 
only one barometer to judge the condition 
of the fleet. 

However, my concern would be that 
the maintenance lessons learned in the 
past continue to be properly reinforced 

to new Malibu owners and operators in 
an effort to maintain or improve the 
overall reliability of the Malibu fleet. 

As the fleet continues to age, there 
are many service issues that are beginning 
to develop. Beginning with the next 
M*MOPA magazine issue, I would like 
to focus on one or two areas of concern. 
I hope to add some insight into problems 
that we are encountering on an 
intermittent basis but have seen a trend 
that is increasing in frequency. 

One of the most important ingredients 
of this column will be the input that I 
receive from the membership. I would 
appreciate any information on a specific 
problem that you may have encountered 
which, in your opinion, was particularly 
odd. Please fax any information to my 
attention at 4 10-780-4439. You can also 
leave me an email message at 
skytech9@mail.idt.net. 

Look for Wear And Tear in the next 
issue. WOPA 

AIRCRAFT S ERVICE Modern Acro, Inc. 

14801 Pioneer Trail, Flying Cloud Airport, Minneapolis, MN 55347 
Telephone: (612) 941-2595 Fax: (612) 941-0307 . Toll ~ r e e  1-800-937-2376 

Certified Repair Station MZER l98L 

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

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

TIM ASHENFELTER 
JOHN CURTIS 

TSIO-550 STC Installation Center 
Huge MalibuIMirage Parts 

Inventory Radar Pod Installations 
800 Watts Line for service and 

Parts Dealer for Spoilers, Inc. 

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



MALIBUaMIRAGE 
9 OWNERS WISHING, 

TOPROTECT 
THEIR 

I I INVESTMENT 
AS THE SOLE DISTRIBUTOR OF PIPER AIRCRAFT IN 

CALIFORNIA AND HAWAII, AVEX IS DEDICATED TO 

PROVIDING SALES AND SERVICE TO AIRCRAFT ow- SHOULD CALL 
ERS, BUSINESSES AND PRIVATE PARTIES WITH BOTH 

NEW AND PRE-OWNED AIRCRAFT. 

SALES 
OUR SALES STAFF MAINTAINS A DATABASE ON AIR- 

ON THE 
()RAFT DATING BACK OVER EIGHT YEARS AND HAS PROFESSIONALS 

EARNED A REPUTATION FOR SERVICE EXTENDING 

LONG AFTER THE SALE IS CLOSED. MAYBE THAT'S 

WHY WE'RE NUMBER ONE IN MIRAGE SALES IN 

THE WORLD FOR 19%. 

AT AVEX. 
SERVICE 

AS AN AUTHORIZED PIPER SERVICE CENTER, 

AVEX CAREFULLY SCREENS OUR A&Ps AND IA's, 
ENSURING THAT YOU HAVE ONLY THE MOST EXPERI- - - 
ENCED, HIGHLY-TRAINED PERSONNEL WORKING ON 

S 

YOUR AIRCRAFT, tel805.389.1188 
SIX AVEX A&P AND IAS WHO, TOGETHER f a  80S0389.3323 

TER IN HAYWARD, ARE READY, WILLING AND ABLE 

TO HELP YOU MAINTAIN THE VALUE OF YOUR ASSET. 

SO IF YOUR MALIBU MIRAGE IS DUE FOR SER- 

VICE OR IF YOU'RE INTERESTED IN BUYING OR 

&$ELLING ONE, NO ONE IS BETTER ABLE TO SERVE 

.oU THAN AVEX IN ( ~ ~ W L L O  AND 

FLIGHTCRAFT IN HAYWARD. 
GIVE US A CALL. California's Piper Distributor 
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d h e  Aviation Sales, Inc. office complex, a h  

pictured, is located on Denver's Centennial 
Airport. Our facility combines modern office 
space with attached hangars. Full FBO 
amenities are available. 

d n e  Malibus are based on Centennial Airport. 

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

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

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

@hr Maintenance department with state of 

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

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

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



ur exnerience ranges from single - -- r - - - - - - -  - " L, 

engines to Turbo Props to Jets to the 
collector's World War I1 P-5 1 D. It is our 

. . - .  
obligation to have the knowledge, com- 
puter technology and market awareness to 
help transition our customers when their 
aircraft needs and desires change . These 
aircraft owners have trusted in our abili- 
ties as experienced aviation professionals 
time and time again. 

NOW AVAILABLE WITH AN 
OPTIONAL INCREASED 

MAXIMUM 
TAKE-OFF WEIGHT OF 

9,920 LBS. 

PC-12 specifications include: 
) Cruise Speed 270 kts. 

) Range exceeding 1,600 n.m. 

b Operates to 30,000 ft. 

b King Air size cabin 
) 4.5 x 4.5 Cargo Door 

b Flushing Potty 

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

AVIATION SALES, INC. 
Centennial Airport 

12260 E. Control Tower Road 
Englewood, Colorado 80 1 12 

Phone (303) 799-9999 

AA 
Piper SERVICE CENTER 
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MALlBU/MIRAGE SPECIALISTS 
Kevin Mead, A&P, IA, leads Flihtcraffs MalibulMirage team. Nationally recognized as a leading Malibumirage 
expert, he is also a regularly published columnist. A staff of ten maintenance veterans and a B e n d i n g  
avionics expert provide superior technical support. As Northern California's only Factory Authorized Piper 
Service Center, Flightcraft's Hayward facility combines MalibuMirage experience with factory support and an 
extensive parts inventory. 

AFTERMARKET PRODUCTS 
Flightcraft offers modilication'products including the VK TSIO-550 engine installation, Speed Brakes, Sound 
Proofing, Digital Tachometers 8 Monitors and RAM Cooling Kits. 

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

CALL THE MALIBU / MIRAGE EXPERT 

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



9% began nearly a decade ago with a concept. 

A spacious six place airplane capable of weather- 

topping altitudes, ranges previously unheard of 

in other piston singles and cruise speeds well 

in excess of 200 knots. 

m e  Malibu was introduced to the world in 1984 

and soon after was called "the most significant 

advancement in general aviation in decades." 

Since then, the Malibu has become one of general 

aviation's most extraordinary success stories. 

Call Piper for your local dealer, 407.567.4361 extension 2400 



ADVERTISING 
RATES 

Display Rates 

Full Page Black &White 
With One Color 
Full Color 

Half Page Black & White 
With One Color 
Full Color 

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

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

Back Cover: 
Full Color Only 

Classified Rates 

The classified advertising section includes 
used aircraft, services and used equipment. 
Three column format (column width 2 3/16"). 

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

Per insertion $40.00 

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

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

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

M-MOPA Headquarters 
341 Albion Street Denver, CO 80220 
(303) 399-1 440 1 Fax (303) 394-2539 

Send all ad materials to the Publisher: 

The Jemar Company 
2904H North Patterson Street 

Valdosta, Georgia 31602 

The MalibueMirage Magazine is currently distrib- 
uted to allregistereddomestic owners of the PA-46 
aircraft, i.e., approximately 700i. Distribution to 
active members world-wide is approximately385i. 

lXORIDA Spruce creek fly-in - America's 
Premier Fly-in Community. 4,000' paved 
lighted runway, paved taxiways, full service 
FBO, golf and tennis Country Club, 24 hour 
security, 15 minutes from Daytona Beach 
International Airport and the Ocean. Pilots 
Sewing Pilots. Pat and Lenny Ohlsson, 
Spruce Creek Fly-in Realty. 800-932-4437. 
Evening 904-76 1-8804. 

MMOPA Headquarters - Conitinued from Page 27 I l  
James Steenbergen 

N6914Y 
I I 

Los Gatos, CA 

James is president and CEO of a 
telecommunication equipment company. 
He owns a 1985 Malibu with the 550 
engine and spoilers. He wisely ordered 
the Reference Manual to learn more about 
his aircraft. 

Bert & Aurelia Nelson 
N461DK 

Dallas, TX 

Bert was referred to us by Dave Kingen, 
the former owner of this 1985 Malibu. 
Bert's aircraft has the 550 conversion, 
speed brakes and the RAM cooling mod. 
He has over 4,600 hours total time. Bert 
is involved in investments. 

Walter Tollefson 
N92771 

Austin, TX 

Walter is a corporate pilot for The 
401(K) Co. The co-pilot on the 1996 
Mirage is Jerry Bramlett, CEO and owner 
of the company. Walter has 2,500 hours 
total time with a ton of ratings including 
rotorcraft. 

Please join me in welcoming 
our new friends! 

We will be invoicing for your 1997 
dues very soon, and we would appreciate 
your timely consideration when you 
receive the invoice. 

NEW DATES FOR THE 1997 
NASHVILLE CONVENTION! These 
dates have changed from those we 
announced in Monterey. They are 
Wednesday, September 10 through 
Sunday, September 14, 1997. 

Mark your calendar now and plan to 
attend our 7th Annual Convention and 
Fly-In. NEXT TIME NASHVILLE! 

In the meantime, FLY SAFE! 
M O P A  

TRAINING 
UPDATE 

Attitudes International, Inc. 
St. Petemburg, Florida 

1-800-749-3226 

Initial & Refresher 

Camarilla, CA I January 
Denver, CO I February 
San Jose, CA I March 

Olathe, KS 1 April 
Muncie, IN I May 
Or by appointment 

Avicrfion Training Ma~gement 
Vero Beach, Florida 

(407) 778-7815 

By Appointment 

Image Air 
(Formerly Apex Flight Services, LLC) 

Bloomington, Illinois 
Call: 1-800-262-8247 

Initial and Refresher training 
provided on request. Jay Allen is 

Director of Malibu Training. 

Cloverfield Flight Training Center 
Santa Monica, California 

(310) 397-2188 

Initial and Refresher training 
available at facility, or can dispatch 

to owner's base on request. 

F.A.C.T.O.R.Y., INC. 
Vero Beach, Florida 

(561) 562-5438 

Initial and Refresher training 
on request with Lester Kyle. 

September 10-14,1997 -- 7th Annual Conven- 
tion - to be held in Nashville, Tennessee. 
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on your investmenti 
Now that you've invested in a Malibu, the most 

important thing you can take on board is experience. 
Attitudes, Piper Aircraft's only approved training 
center, will prepare you to pilot a Malibu as no 
one else can. Br 

Attitudes owns the only typespecific simulator for 
Malibu and Malibu Mirage airplanes in the world. 
In our simulator you will gain invaluable experience . 
dealing with adverse weather conditions and system - 

malfunctions that would be impossible to duplicate in I 
real flight. In fact, the simulated situations are so realis- 1 
tic and effective that several major insurers will only a 
approve Attitudes' training. 

Attitudes conducts initial and refresher training 
sessions in Vero Beach, Florida, at the Piper factory. 
Session9 are also offered in various cities acro 
the country and, if desire- 

k 
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