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David Coats 
President and Board Member 

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

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

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

A fter the Nashville convention, I 
attended NBAA in Dallas as a 
guest of Visionaire, thanks to 

Mark Jones and Jorge Perez. It simply 
confirmed my impression that aviation 
is experiencing as fundamental a 
change as the geo-political world did 
with the fall of the Berlin Wall. The 
Meridian mock up was center stage and 
Piper's display was equally impressive 
to their display in Nashville. They also 
had the original Piper Cub next to the 
Meridian for contrast. 

Williams Jet displayed their con- 
cept plane-the V-2 Jet, which has a 
great similarity to the Vantage Jet 
although considerably smaller. The 
mock up of the Williams Fan Jet 
Engine which may well revolutionize 
general aviation was on display as 
well. Ben Issacman escorted me 
through the Bombardier displays - 
what craftsmanship and design to 
behold. Warren Wood had his Jet Prop 
on display at the airport. The 
MalibuIMirage has certainly been a 
major contributor to this evolutionary 
process and today still remains the 
ultimate non-turbine single engine 
personal aircraft. 

All of the displays were somewhat 
overwhelming and I felt like a kid in a 
candy store. The Pilatus display was 
really unique in terms of the conven- 
tion. They actually had a real airplane 
in the Convention Center that required 
disassembly and reassembly times 
two. In addition they had a real neat 
entertainment program from the 
Colorado highlands-very Swiss- 
two "Swiss Mountaineers" in Leder- 
hosen playing Alpine horns and 
singing a variety of Swiss ballads. 
One could hear the horns throughout 
the convention hall where there were 
over 1,000 vendors. 

I had a long discussion with Buzz 
Rabatin (representing Pilatus Business 
Aircraft in Colorado) concerning the 
baggage compartment in the new 
Meridian. At present, I probably am 

going to owe him a steak dinner at the 
convention in San Antonio. I bet him 
Piper will have to add back the front 
baggage door in the Meridian. Buzz, 
says "no way". I think he is right. It 
was a real education talking to these 
folks. I also enjoyed lunch at the air- 
port courtesy of our local folks at the 
Tyler Jet Completion Center. I recom- 
mend to anyone flying into Tyler to 
visit them. 

As you can see I am having a grand 
time as your president. The opportu- 
nity to learn more about our Malibu 
and its role in this aviation environ- 
ment is really a lot of fun. 

As to busiiess. The web site is 
being seriously evaluated and by the 
time you have this issue in your hands, 
hopefully many of the problems will 
be resolved, thanks to many members 
input and the work of Jeff Greenberg 
and Dick Perschau. Gaston Gelinas 
encouraged Yves Gelinas (no relation) 
to preview his proposed site to the 
membership and the two have been 
running simultaneously. 

By the next issue the new Index 
should be in your hands courtesy of 
your vice-president Me1 Rushton's 
hard work indexing this past year's 
issues. 

The surveys from the convention 
have given your board a great deal of 
information which is being used to 
continually improve our organiza- 
tion's service to the membership. 
Please keep the comments and criti- 
cisms coming through our web site as 
well as any direct communication with 
board members. I personally welcome 
any comments via my phone, fax, or 
e-mail. The last issue of the M*MOPA 
was great. The photo of contrails from 
a Malibu! Can you believe it? What a 
flight those guys had to Europe and 
back. Thanks to all the contributors to 
the M*MOPA magazine. The articles 
are truly professional, educational, and 
enjoyable. 

Continued on Page 6 
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President's Corner-Continued from Page 5 

Enclosed with this issue of the 
magazine is an application form to 
register for a chamber ride during the 
preconvention activities in San 
Antonio. Please complete it and 
return it to the address specified on the 
application. This early registration is 
required by the folks at CAM1 (Civil 
Aeromedical Institute) in order to 
schedule a large group such as ours at 
one time at a chamber facility. We will 
be using two facilities simultaneously 
on Wednesday before the convention - 
one at Brooks Air Force Base and the 
other at Randolph. Each facility can 
accommodate 32 students, so that 
gives us a total of 64 slots. 

Generally there is a half day lecture 

series in the morning and then actual 
chamber rides in the afternoon. First 
come, first served naturally. Deadline 
for completion of the applications is 
August 1,1998. You get to experience 
insidious hypoxia, observe your col- 
leagues undergoing the same, and you 
will also experience explosive decom- 
pression. Van Kestern had this happen 
to him recently in his new Lancair 1V 
P at FL 220 when the pilot side win- 
dow exited the aircraft. 

If you have never taken a chamber 
ride, seriously consider this education- 
al opportunity. If the day before the 
convention is inconvenient for you, 
this form allows you to select other 
sites and dates on an individual basis 
and certainly you are encouraged to 

I YOUR CHOICE OF COLORS: SCAT ORANGE, MED BLUE, LIPSTICK ReD OR SMOOTH BLACK 

I ALL MATEXIAL AMS 3320 - 3/32 TEMP RANGE -65 TO +450 

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

Listed below is our stocking dealers 

West Coast Central East Coast 
Flightcraft Aviation Sales Sky Tech 

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

Western Piper Modem Aem West Air, Inc. 
1-800-60-PIPER 1-800-937-2376 410-876-7200 

take advantage of these opportunities. 
The cost is minimal, the experience 
unforgettable and informative, and it 
could well be life saving. The date is 
Wednesday, September 23, 1998. 

At the Nashville convention there 
were two vendors who provided a 
unique service in terms of taking 
advantage of the gathering of the fleet. 
SkyTech offered their STC'd gas 
springs installation for the cabin and 
baggage door (at a great rate) and 
Boot's West offered their services for 
refurbishment of the deicing boots. 

Both allowed the members an 
opportunity to have these services 
done while at the convention without 
having to fly to Baltimore or Tucson 
or have the vendor fly to your facility. 

In San Antonio these two services 
will again be offered. Also, Lany 
Simpson of Aero Clear plans on offer- 
ing a complete clean up of your 
pilotJcopilot side windows and wind- 
shield clean up as needed. If there are 
other vendors with similar services who 
would like to use this opportunity, while 
so many of the fleet of Malibush4irages 
are gathered together at one place at one 
time, please advise me. 

Many members have expressed 
appreciation of the service such as 
Boot's West and SkyTech and certainly 
all vendors are encouraged to take 
advantage of this opportunity. It is, of 
course, a savings and a service benefit to 
our members as well. In addition, 
M*MOPA receives a percentage and that 
helps our bottom line. Our thanks go out 
to our vendors for their participation. 

Russ Caauwe has laid the ground 
work for the academic session for San 
Antonio and there will be a significant 
emphasis in the academic session on 
Radar by Archie Trammel. This area 
has not been addressed in previous 
academic sessions and has been 
requested by the membership based on 
survey results. Also, many of the 
newer Mirages are coming well 
equipped with high quality radar units. 
Russ has informed me other treats are 
in store. 

So, fly safe and start thinking about 
September '98 in San Antonio. 
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Dick served as our MoMOPA President for two years (1994 and 1995). A 
retired USAF Colonel with 28 years of Active, Guard, and Reserve time 
with about 2500 hours in fighters as an USAF Flight Surgeon, he is cur- 
rently an Anesthesiologist in Austin, Texas. Dick has been a member of the 
MoMOPA family since a year after its conception. His hobbies are camp- 
ing, backpacking, scuba diving, sailing, fishing, computers, and driving his 
truck, but his greatest love is flying his Malibu. 

A Time To Review 

W e Malibu pilots enjoy the 
luxury of driving a general 
aviation recip to 25,000 

feet (about Mt. Everest) in order to go 
fast, far, and over weather. The beau- 
tiful and reliable Piper pressurization 
system continues to function well 
when many other aircraft systems fail. 
Consequently, we may not be aware of 
the biologically hazardous environ- 
ment in which we fly our Malibus. We 
have many new M-MOPA Malibu dri- 
vers, and many of us forget a little eas- 
ier these days. Therefore, I felt a 
review of altitude physiology is again 
in order for Med-Facts. 

At the Austin meeting, I set up an 
experience for a hypobaric chamber 
course at the USAF School of 
Aerospace Medicine at Brooks AFB, 
Texas. Those who participated 
enjoyed and learned much. Our new 
M-MOPA president, Dave Coats, is 
planning to provide this experience 

again at the 1998 San Antonio meeting 
so I would like to whet your appetite to 
understand the hypobaric physiology 
of the flight levels. It is a treacherous 
place as recent Mt. Everest climbing 
disasters have manifest. And, we go 
there every day in the protection of our 
Malibu. 

For decades, high altitude has been 
one of the most challenging environ- 
ments. not only for the mountaineer, 
but also for the physiologist and pilot. 
The percentage of oxygen stays at a 
relatively constant 21% until we get to 
'space' (around 80,000 feet where you 
earn your Astronaut Wings). The prob- 
lem is that we run out of pressure in 
our very thin envelope of atmosphere 
as we ascend. We run out of the atmos- 
phere's ability to 'push' the available 
partial 21% of oxygen into our lungs to 
avoid hypoxia for our tissues. At sea 
level (SL), we are under about 760 torr 
(mm of mercury) of pressure. At 

18,000 feet, we are half way to the 
moon with about half of SL pressure 
on us. At 25,000 feet, are about one 
fourth of SL pressure. So, we have to 
enrich our oxygen breathing mixture or 
increase the 'drive in' pressure. 

The mountaineer has many physi- 
cal muscular endurance problems in 
order to attain altitude, but our Malibu 
needs are even greater for we have to 
continue mental focus and mentation 
and keep from passing out from 
hypoxia. The central nervous system 
is the most sensitive to hypoxia as a 
nerve cell uses 20 times more oxygen 
than a muscle cell. Mountaineers 
adapt slowly in order to survive by 
slowly climbing to altitude. They stay 
days at a 10,000 to 14,000 foot base 
camp in order to "'climatize". And 
then, they slowly push up to 25,000+ 
feet. We do all this in our Malibus in 
a matter of minutes to hours while our 

Continued on Page 8 
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Med + Facts-Continued from Page 7 What if we suspect hypoxia (that's via intercom-to clarify!). 
gorgeous pressurization system holds us 
to SL to 8,000 feet body altitude while 
the bird soars from 12 to 25.000 feet! 

As John Marriani has so well point- 
ed out to me during refresher training 
exercises, the Malibu system will 
operate in face of considerable loss of 
other cockpit systems failures. It has 
tremendous resilience to continue 
when the cockpit is black. The "time 
of useful consciousness" (LOC) at 
25,000 feet is a few minutes vs. LOC 
at 18,000 feet is many minutes. 
Understanding that our pressurization 
system is still with us during a quiet, 
dark and scary emergency may save us 
a knee jerk dangerous emergency 
descent. At the same time, we must be 
aware of hypoxic LOC potential 
should our pressurization system actu- 
ally be failed. So goes the physiolog- 
ical vs. mechanical knowledge that we 
endure as pilots. 

If we suspect hypoxia, we may con- 
currently be in a fearful situation that 
institutes hyperventilation which has 
similar symptoms of hypoxia. 
Hyperventilation and lack of oxygen 
makes us feel somewhat the same. 
The feelings of breathlessness, dizzi- 
ness, dullness, euphoria, fatigue, 
headache, poor judgment, poor memo- 
ry, muscular incoordination, numb- 
ness, bad performance, tingling, 
blurred vision, and death may prevail. 

Our military aviators have to expe- 
rience this stuff every three years in 
the chamber to stay qualified to fly. 
We teach them to treat both potential 
problems by getting on more oxygen, 
slow breathing, and descend. Two seat 
military fighter configurations allowed 
us to monitor each other's hyperventi- 
lation and suggest a "check your 
breathing call" for we were continu- 
ously blowing into each others ears 

The symptoms of hypoxia and 
impending unconsciousness may be 
variable and insidious. I only get 
warm ears and a distant feeling before 
going out! We single seat Malibu 
pilots have to do this check on our- 
selves alone. I think you can see 
where attending our hypobaric experi- 
ence before the San Antonio meeting 
would be very valuable. Each individ- 
ual's signs of hypoxia are different. 
Sign up. It's a controlled safe expo- 
sure and you'll learn a lot. 

Adding Breathing Mixture Oxygen 

Increasing oxygen concentration 
makes it a little easier for the available 
pressure around us to get more oxygen 
to our brain. Our fellow GA pilots 
without pressurization vessels main- 

Continued on Page 25 

Training includes: 
manual 
testing materials 
ground and in- J-=- a 

POST OFFICE BOX 2611 - F R O  BEACH, FLORIDA 32961 

MALIBU/MIRAGE PILOTS 

7 Highly Effective Steps 
TO QUALITY AND ECONOMICAL INITIAL/REFRESHER TRAINING 

ATM OTHERS 

RON COX - PRESIDENT 

Mobile, on-site training 
Experienced Instructors I d  
Engine Out Procedures 

(YCSI 
El 

NO false sim control response (yesJ 
Weather avoidance/GPS training @ 
Computerized presentations [YCSI 
Customized training material kd JOHN MARIAN - INSTRUCTOR 

Insurance a ~ ~ r o v e d  for factorv eaulvalent lnltlal and recurrent tralnlne 
-- -- 
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And you thought 

the British made . 

!reatest sport 

utility vehicle. 
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One of aviation's current buzz-words used by writers, trainers 
and others to define something that should be 
most obvious to us - exactly where are we? 

by Paul R. Neuda 

W ith the new equipment at 
our disposal, we should be 
completely at ease with our 

position in the space allotted us for our 
flight. However, that does not seem to 
be the case, as human error due to mis- 
communications will always be with 
us. Here are some recent examples 
from the NASA "fess-up" files. 

"On a deadhead leg, I had received 
the assigned heading to intercept the 
final approach for a straight-in NDB 
approach. Upon turning final, the con- 
troller told me to switch to Tower. At 
that moment the ADF needle quickly 
began to fall and I reported my posi- 

tion to the Tower as being over the 
final approach fix. The Tower then 
cleared me to land and I started my 
descent to MDA. I had descended 200 
feet when I noticed my ADF needle 
was now pointing toward the nose of 
the airplane. I immediately leveled off 
and the Tower advised me to contact 
Approach. 

The Approach Controller advised 
me I was left of course and that the 
minimum altitude was 2,100 feet. He 
gave me a heading to re-establish me 
on final. I climbed from 1,900 feet to 
2,100 feet and was switched back to 
the Tower Controller. This time I had 

true station passage and started my 
descent to MDA and completed the 
approach with no further problems. 
Contributing factors: Static (weather- 
induced) interference on the ADF nee- 
dle, and the ILS and DME out-of- 
service.'' 

"Cleared for the visual approach at 
XYZ. All navaids were tuned and 
idented for XYZ. I observed bright 
runway lights with proper orientation. 
A quick glance at the map display and 
needle point on the ADF suggested 
that it was the right airport. The First 

Continued on Page 43 

4m ERVICE Modern Aem, Inc. I 
We now maintain over 40 MalibulMirage aircraft on a regular basis, and many of these 
people came to us from more than 1000 NM away from Minneapolis. As a result, we 
have expanded our Service Department staff. In this way, we can ensure the best pos- 
sible turnaround time for our customers. We offer: 

Exverienced MalibuIMira~e Parts Devt. O ~ e n  7:30 AM - 6:00 PM CST I " . 
~ervi'ce Technicians 

TSIO-550 STC Installation Center 
Huge MalibuMirage 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 

14801 Pioneer Trail, flying Cloud Airport, Minneapoli.~, MN 55347 
Telephone: (61 2) 941-2595 Fax: (612) 941 -0307 Toll Free 1-800-937-2376 

Certified Repair Station MZER198L 
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David Conover 
. - - - - -- - 

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

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

T his year our organization wa! 
again asked to coordinate the 
service clinic inspections dur, 

ing the annual M*MOPA convention 
The service clinic format offers at 
extremely good value for those whc 
wish to participate. The clinic forma 
utilizes some of the most experience( 
technicians in the MalibuIMiragt 
industry to provide an abbreviate( 

1 inspection of an aircraft with a specia 
emphasis being placed on the higl 
wear items. 

Before I get to the results T would 
like to take the time to thank the tech- 
nicians and individuals who tirelessly 
work to pull this event together during 
the convention. We were fortunate to 
have Mr. Rick Moline from Modem 
Aero assist us this year. We also had 
the pleasure of working with Mr. Ed 
Wilkerson from Wilkerson Aircraft in 
Tyler, TX. From SkyTech, Inc. we had 
Mr. Jeremy Stum and Rick Pope for 
maintenance and Mr. Joe Rodman 
coordinating the avionics inspections. 
The airport team was headed up by 
Mr. Chuck Massanopoli, also from 
SkyTech. 

This was our third year to try and 
have all the reports completed and 
offer a review with the owners at the 
airport on Saturday. In order to 
accomplish this, the reports must be 
completed once the technicians return 
from the airport each night. Although 
this involved some unorthodox hours, 
Ann Parks was able to get everything 
completed in time for Saturday. The 
teamwork and dedication of the above 
individuals provided us with one of the 
smoothest clinics ever! Thanks to you 
all ! 

The service clinic format has been 
enhanced each year since the first con- 
vention in Sarasota, Florida. This year 
we expanded the list of inspection 
items to provide a more comprehen- 
sive look at each aircraft. Although 
we wanted to limit the clinic to 20 par- 
ticipants, we actually performed 21 
inspections. The breakdown of air- 
craft inspected was 16 Malibu and 5 
Mirage aircraft. The geographic 
breakdown was 4 aircraft from the 
Eastern US, 14 from the Central US, 
and 1 from the Western US. 
Additionally, we had two aircraft from 
Canada participate this year. 

The M*MOPA service clinic 

inspection covers the aircraft from tip 
to tail. The inspection is broken down 
into 16 different categories with par- 
ticular attention being placed on fre- 
quent failure items. A team of three 
technicians worked on each aircraft 
and spent approximately one hour 
each on the aircraft. An avionics tech- 
nician followed up the maintenance 
team and performed a complete sys- 
tem ramp inspection utilizing portable 
test generators. Prior to the conven- 
tion a service bulletin, service letter, 
and airworthiness directive checklist 
was completed for each aircraft. By 
the Saturday review at the airport, the 
total time put into each aircraft was 
approximately 5 112 - 6 man-hours! 

Here is the recap of each category 
of the inspection along with the most 
common problems discovered: 

Propeller Area 

The propeller area inspects the 
spinner, propeller and propeller de-ice 
boots and components. The Propeller 
section turned up 20 discrepancies this 
year. The most common item found 
was the improper shimming of the 
spinner assembly. If left uncorrected, 
this problem commonly leads to a 
cracked spinner andlor spinner bulk- 
head. In many cases, cracks on the 
spinner bulkhead are not visible with- 
out removing the spinner and, in some 
cases, the propeller actually has to be 
removed to uncover the damage. The 
second most common area we discov- 
ered was the misalignment or worn out 
de-ice brushes. These items can easi- 
ly be addressed by any qualified main- 
tenance facility and should be inspect- 
ed on a regular basis. 

Cowling 

The cowling inspection turned up 

Continued on Page 13 
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OWNERS WISHING 
TO PROTECT 
THEIR 
INVESTMENT 
SHOULD CALL 

AS THE SOLE DISTRIBUTOR OF PIPER AIRCRAFT IN 

CALIFORNIA AND HAWAII, AVEX IS DEDICATED TO 

PROVIDING SALES AND SERVICE TO AIRCRAFT OWN- 

ERS, BUSINESSES AND PRIVATE PARTIES WITH BOTH 

NEW AND PRE-OWNED AIRCRAFT. 

SALES 
OUR SALES STAFF MAINTAINS A DATABASE ON AIR- 

ON THE 
CRAFT 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 AT AVEX. 
THE WORLD FOR 1996. 

SERVICE "-m----- AS AN AUTHORIZED PIPER SERVICE CENTER, 

AVEX CAREFULLY SCREENS OUR A&PS AND IA'S, tel 510e782*3335 1 
ENSURING THAT You HAVE ONLY THE M m  ExPEIU- fax 510m389e2m , 
ENCED, HIGHLY-TRAINED PERSONNEL WORKING ON SOUTHERN CALIFORNIA 
YOUR AIRCRAFT, tel805389WB 1 

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 

SELLING ONE, NO ONE IS BETTER ABLE TO SERVE 

YOU THAN AVEX IN CAMARILLO AND 

FLIGHTCRAFT IN HAYWARD. 

GIVE US A CALL. 

Piper 
California's Piper mtnbutor 
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16 squawks this year. The most com- 
mon item was cracking to the nose 
bowls on the 310P aircraft we inspect- 
ed. The second most frequent problem 
was worn cowling grommets on the 
cowlings. As they are removed quite 
frequently, the fasteners around the top 
cowling begin to lose their effective- 
ness. The grommets (or receptacles) 
wear to a point that the fasteners do 
not latch into them securely. Fasteners 
that are not fully recessed when 
engaged indicate this. One of the sec- 
ondary problems we found was air- 
craft with worn "anti-chafe" material 
around the cowlings. The anti-chafe 
material acts as protection against 
chaffing between the cowlings. As the 
chafe material ages, you will begin to 
notice black streaking around the 
cowling seams after encountering 
moisture in flight. Additionally, the 
areas of anti-chafe around the induc- 
tion inlet become loose and make the 
lower cowling installation more diffi- 

cult due to the way in which the cowl- 
ings interconnect with each other. 

Exhaust Svstem 

The exhaust system always turns up 
a wide variety of discrepancies. This 
year we discovered 34 items that were 
in need of attention. The exhaust sys- 
tem covers all the exhaust piping, the 
wastegate, and the turbochargers. The 
most common problem this year was 
leaking wastegate actuators. The sec- 
ond most common problem was miss- 
ing or misaligned heat shields. The 
heat shields provide protection to the 
engine mounts and the engine mount 
framework itself. Without this pro- 
tection the mounts will incur heat dis- 
tress and become hard and weather 
checked. The mount can become blis- 
tered from the heat and corrosion can 
result. 

As the aircraft become older, this is 
one of the areas that will require con- 
stant attention. We did note several 
aircraft with evidence of excessive 

leakage on the slip joints and some of 
the crossover tubes were beginning to 
bulge. While not usually an immedi- 
ate problem, leaking slip joints com- 
promise the eff~ciency of the engine 
and - over a period of time - will 
erode the inner exhaust pipe until it is 
unserviceable. 

These areas should be inspected 
frequently to avoid problems. We did 
not find any of the blistered exhaust 
transitions on the 350P aircraft we 
inspected. This is a pleasant surprise 
and may be due to everyone watching 
his or her T.I.T. temperatures. 

Baffles 

The role of engine baffling in keep- 
ing an engine cool cannot be overstat- 
ed. Baffling in good condition forms a 
path for the ram air to be properly 
forced around the cylinders. A break- 
down in the baffling will cause elevat- 

Continued on Page 16 

SPECIALIZING IN INTENSIVE 
WEEKEND TRAINING AT YOUR 

LOCATION OR OURS. 

@ ECLIPSE INTERNATIONA, , 

MalibMirage Magazine . Winter 1997/98 Page 13 



The following is a direct quote 
from FAA Certification 

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

"The TSIO-550-C engine is very well 
cooled in this installation; qualitatively, 
based on my previous experience, it 
runs cooler than the original TSIO- 
520-BE engine. Max corrected CHT in 
MCP climb is 364 degrees F, giving a 
margin of 96 degrees F below the limit 
of 460 degrees F. Max corrected CHT 
at 25,000 feet "best economy" leaned 
cruise at 262 HP (75% of engine's 
max rating of 350 HP) is 403 degrees 
F, giving a margin of 57 degrees F 
below the limit of 460 degrees 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 / Denver Englewood, Colorado 
Flightcraft Eugene and Portland, Oregon 
Flightcraft Hayward, California 
Image Air Bloomington, Illinois 
Intermountain Piper Salt Lake City, Utah 
Mod Works Punta Gorda, Florida 
Modern Aero Eden Prairie, Minnesota 
Piloten Services Straubing, Germany 
Skytech Baltimore, Maryland 
Victor Aviation Palo Alto, California 
Western Piper Sales Fresno, California 

3 I 
Here is what this new 550C Continental engine will do for your Malibu: 1 '  

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

30 more HP at 75% power (75% x 350 = 262.5 HP as opposed to 75% x 3 10 
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 dimen- 
sions and weight of the 550C engine are identical with the 520BE, therefore nc; 
airplane modifications are required. 

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

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

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

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

\VK LEASING, INC. . 81 31888 



Sixty-three Owners Can't Be Wrong! 
Ask the Pilot Who Flies a TSIO 550C 

N9 l23V 
N 1 O6LB 
N24WM 
N68BS 
N4384T 
N26030 
N9 106V 
D-EFDR 
N25635 

C-GPWM 
N70DL 
N97VK 

N5OOGF 
N9083U 
F-GHRR 
N4385K 
N9095B 
N9275Y 
N922 1 M 
C-GWLH 

N8EQ 
N4386N 
N70 1 TF 
N9 130N 
N88PL 

N4375R 
N4323D 
N 12EV 
N85PG 
N 1 OEY 
N9 122L 
N7l lXL 
N9 136Z 
N135US 
N934TR 
N4387D 

VH-MOY 
N2604X 

N9 1 84F 
N623DS 

N46U 
N 1 O7PM 
N62 14Q 
N 188RW 
N234DM 
N315WF 
N88AM 
N4366Q 
N4372L 
N9220T 
C-GKAL 

FAA STC Number SA0038 OAT . Approved to replace TSIO 520 BE with TSIO 550C 
n 
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ed CHT temperatures, which can lead 
to premature cylinder wear. During 
the clinic inspections this year, we 
noted 17 different discrepancies. The 
most common problem was cracked 
and deformed baffles. In most cases 
utilizing standard sheet metal repair 
procedures can repair the baffles. 

However, only so many repairs can 
be performed on a particular baffle. At 
some point it will become more cost 
effective to replace the baffle with a 
new unit. The secondary problem 
noted this year was worn and deterio- 
rated baffle seals. The seals have a 
tendency to collapse and allow air to 
pass over the cylinders instead of forc- 
ing it between the cylinders. The nor- 
mal repair is to replace the seals with 
new material. The new seal material 
that is available is made from a sili- 
cone base and is more resistant to fold- 
ing and collapsing. 

Fuel 

The fuel system inspection exam- 
ines the fuel connections from the fire- 
wall forward. We noted seven 
squawks in this area. The most com- 
mon problem was hoses that were out 
of date and in need of replacement. 
We had two aircraft with mixture 
cables that were very stiff. This 
should be addressed at the next inspec- 
tion interval. 

Oil 

The engine compartment is inspect- 
ed for any evidence of oil leaks from 
the engine assembly and/or related 
components. Additionally, we inspect 
the hose condition and dates of expira- 
tion. We discovered 21 discrepancies 
during the clinic. The most common 
problem was outdated oil hoses. The 
hoses have a recommended replace- 
ment schedule of every 1,000 hours, 
eight years, or at engine overhaul 
(whichever comes first). During our 
inspections we noted several aircraft 

with signs of oil leakage. As usual we 
recommend oil leaks be evaluated and 
repaired at the next maintenance 
interval. 

Air Conditioning 

The Air Conditioning portion of the 
clinic turned up eight deficiencies. 
This area inspects the compressor and 
its mounting brackets and the related 
hoses and electrical connections. The 
most common problem we noted was 
drive belt alignment. The other signif- 
icant problem we found was the age 
and condition of the compressor 
hoses. Although many owners have 
had their engine hoses changed, the 
N C  hoses are frequently neglected. 
We have had several cases where the 
hoses have been the main cause of an 
N C  system that continuously loses its 
charge. 

Induction System 

Over the past few conventions, we 
have noted a big improvement in the 
condition of the induction systems. 
This year we noted 21 discrepancies. 
The typical discrepancy was related to 
the alternate air door rigging and the 
door linkage wear. We did not find 
any broken airbox doors or severely 
damaged turbochargers. However, we 
need to reinforce the importance of 
following the procedures in Piper 
Service Bulletin 961A to keep the 
alternate air controls rigged properly 
and the components changed as they 
indicate wear. These procedures have 
proven to be one of the major factors 
in increasing the life of your tur- 
bochargers and engine performance 
when alternate air is selected. 

The balance of the induction sys- 
tem inspection looks at the intercon- 
nect hoses and couplings. We had a 
couple of aircraft that had not com- 
plied with TCM S.B. M94-3A, which 
installs a larger induction coupling and 
an improved clamp. This service bul- 
letin gives an extra measure of securi- 
ty to the interconnections from the 
turbocharger. 

Landing Gear 

As expected the landing gear 
turned up a large number of discrepan- 
cies. We noted 49 squawks this year. 
The list of items includes leaking actu- 
ator hoses, uneven tire wear, leaking 
sequence valves, and leaking strut 
assemblies. Our most common items 
this year were brake systems with 
excessively worn discs and linings and 
broken hat brackets on the nose gear 
assembly. Inspection of these items at 
normal maintenance intervals of 50 
and 100 hours will prevent the above 
items from manifesting themselves 
into further problems. 

Wings 

The wing inspections turned up 14 
discrepancies. The wing inspection 
encompasses the overall wing assem- 
bly, flaps, ailerons, drive cables, and 
fuel tank area. Our most common 
problem this year was fuel leakage at 
the wing sump tanks. The leakage was 
most frequently noted around the fuel 
pump access panel on the tank. As 
with any fuel leaks, we recommend 
these areas be addressed at their earli- 
est convenience. 

The second most common problem 
was aileron cable wear. This is an area 
that has shown great improvement 
over the past few years. However, we 
still noted a few aircraft that were in 
need of cable replacement due to flat 
spotting in various areas. Piper 
Service Letter 1012 identifies a 
replacement set of cables that have 
proven to resist wear. We noted sever- 
al aircraft that had quite a few working 
rivets around the wing to fuselage fair- 
ings that were in need of replacement. 

Empennage 

The empennage inspection scruti- 
nizes the horizontal and vertical fin 
assemblies primarily looking for signs 
of stress and corrosion. Additionally, 
we inspect inside the aft fuselage for 

Continued on Page 34 
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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  

Mirage Fuel Injection Systems 

If you are a Mirage owner, your air- 
plane is equipped with the Bendix fuel 
injection system. From a mechanic's 
point of view, this system is pretty 
easy to work with and fairly reliable. It 
is more self-contained than its Malibu 
counterpart and there are no adjust- 
ments for the mechanic to make aside 
from idle mixture and idle speed. (In 
theory, the fuel pump pressure can be 
adjusted, but in practice, this is done 
only rarely.) 

The system can be divided 
into six sections: 

1. The airflow section consisting of 
a venturi inside an induction housing. 

2. The regulator section which con- 
tains a fuel diaphragm, an air 
diaphragm, and a regulator stem. The 
fuel diaphragm opposes the force of an 
air diaphragm by means of a regulator 
stem which connects them. 

3. The fuel metering section con- 

sisting of an inlet strainer, manual 
mixture control valve, and idle valve. 

4. The flow divider divides the 
metered fuel for delivery to each fuel 
nozzle. 

5. The fuel nozzles atomize the fuel 
as it enters each cylinder's intake port. 

6. The fuel pump pressurizes the 
fuel before delivery to the fuel injector. 

The explanation of how all these 
parts work together is rather compli- 
cated so 1'11 spare you the headache. 
Suffice it to say that this unit uses a 
balance between air pressures and fuel 
pressures to regulate the amount of 
fuel for a given throttle setting. 

Here are some common 
problems with fuel injection 

system components. 

1) On the first take-off of the day 
the engine hangs. RPM and fuel flow 
stop during acceleration before reach- 
ing full power. Then the engine will 

suddenly break free 
and race to full power. 
Most likely, the other 
take-offs that day will 
be normal. This prob- 
lem is rather uncom- 
mon but confounding 
when it does occur. It 
is usually the result of 
contaminated and 
sticking fuel servo 
diaphragms following 
a turbocharger or turbo 
controller failure. The 

fuel servo must be repaired to elimi- 
nate this problem. 

2) The engine will not stop running 
after a high altitude flight. 

This one is most likely caused by a 
plugged vent hole in the flow divider. 

3) Upon activation of the emer- 
gency pump the engine RPM slows 
down, fuel flow drops and TIT drops. 

4) Engine RPM surges and a very 
lean mixture control setting is needed 
to keep the engine running smoothly. 

An engine driven fuel pump 
diaphragm leaking into the vent sys- 
tem is the cause of both problem #3 
and #4. Replace and modify the 
diaphragm per Textron SB 496. This is 
a very serious problem and immediate 
attention should given to its repair. 

5) Engine operation is rough, fuel 
flow is off (can be low or high), and 
there is a wide disparity between the 
six CHT indications. 

This can be caused by one of three 
things: restricted fuel nozzles; missing 
or broken fuel nozzle center venturi; 
broken or leaking fuel injection line. 

6) Immediately after you let go of 
the throttle, it drifts back and the man- 
ifold pressure drops. 

Some tendency to drift back is nor- 
mal but adjusting the turbo controller 
can dramatically reduce this effect. 

7) Fuel flow is low at take-off, 

Continued in Column 3 on Page 22 
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d n e  Malibus are based on Centennial Airport. 

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

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

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

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

f%r Maintenance department with state of a 
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. 

D E N V E R -  



AIRCRAFT FOR SALE: 
A 

1989 Mirage 
1202 TT, 636 STOP, King IFR 

W/KLN-SOB GPS, KNS-81 RNAV, 
KFC-I 50 APIFD, Encoding Altm, 

WX-I 000+ Stormscope, 
Argus 3000 Moving Map, etc. 

PC-12 specifications include: 
b Cruise Speed 270 kts. 
b Range exceeding 1,600 n.m. 
b Operates to 30,000 ft. 
b King Air size cabin 
b 4.5 x 4.5 Cargo Door 
) Flushing Potty 

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

AVIATION SALES, INC. 
Centennial Airport 

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

Phone (303) 799-9999 

AA 
Piper €ill 

;ERVICE CENTER 



The VisionAire Vantage is redefining the business aircraft market 

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

Contact VisionAire today 

I Spirit of St. Louis Airport 
595 Bell Avenue 



WHERE'S THE OTHER ENGINE? 
It is interesting that with all of the new aircraft development taking 

place in the resurgent General Aviation marketplace, relatively 
few "owner--own9' L signs are for airplanes with more than one engine. 

John Foster 

John serves as  Executive Vice 
President of SkyTech, Inc., a 
Baltimore-based General Aviation 
Service and Sales organization. 
SkyTech is an Authorized 
Representative for TBM700, Piper, 
Cessna. and Pilatus Aircraft. 

An Instrument and Multi-Engine 
Rated Pilot, he has more than 3,200 
hours total time. His seventeen years 
of General Aviation experience follows 
two years on the staff of the Baltimore 
Colts. He holds a Bachelor's Degree 
from Wake Forest University. 

D uring the Fall convention sea- 
son (AOPA / NBAA / 
M*MOPA) General Aviation 

manufacturers introduced mock-ups 
for two new aircraft directed, at least 
partially, toward the owner-flown mar- 
ket. New Piper's Malibu Meridian 
easily got the most attention, and was 
joined by start-up Century Jet with a 
single-engine turbofan project. 

Existing manufacturers of single- 
engine aircraft announced enhance- 
ments of several aircraft as well. 
Cessna added additional horsepower 
to the Caravan line by introducing the 
"Caravan 675", which is especially 
appealing to operators of amphibians. 
Pilatus made a splash with the PC- 
12/45, which boasts of a useful load 
increase sufficient to carry full seats 
and full fuel. TBM joined the fray by 
introducing a large cargo door as stan- 
dard equipment, envisioning a new 
role in the utility market. VisionAire 
flew their prototype single engine jet 
for the first time. 

Why the resurgent interest in sin- 
gles? Maybe common sense is taking 
its toll. In the early days of aviation, 
aircraft engines were not very reliable 
and did not produce great amounts of 
horsepower. If you wanted to lift a 
substantial payload, you needed more 
horsepower, and if you wanted more 
horsepower with some measure of reli- 
ability, you needed to add an engine, or 
two, or three. Many large military air- 
craft bear this out, from B-17s to 
C5As. So do many airliners, from 
Constellations to DC-10s and 747s. 

But with today's impressive relia- 
bility and thrust capacity the engine 
count has started to dwindle, evi- 
denced by the Airbus series and 
Boeing's 757, 767, and 777, all of 
which sport just two engines. The 
International Civil Aviation 
Organization (ICAO) and Joint 
Airworthiness Authorities (JAA) have 
also weighed in with regulatory 
changes. By regulation. it used to be 
that you had to have four engines to 
cross the Atlantic. Then it went to 
three. Now it is two. Why? The 
proven reliability and amazing power 
output of the powerplants. 

The military works with just one 
engine when it can, since a single 
typically carries a higher percentage 
of its gross weight as payload than 
does a multi-engine airplane. That is 
especially helpful if you want to 
carry bombs and missiles. The 
Pentagon also decided that a single- 
engine turboprop is the best training 
vehicle available, and awarded the 
JPATS contract (for new generation 
trainers for Navy and Air Force) to 
Raytheon's Pilatus Mark 9 deriva- 
tive. Most of the other competitors 
had two engines. The military men- 
tioned the single-engine turboprop's 
ability to mimic the performance and 
handling of a multi-engine jet, cou- 
pled with a greatly reduced operating 
cost, as a prime motivator in their 
decision. 

As an aside, industry observers got 
a chuckle out of Raytheon's opposi- 

Continued on Page 24 
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T he 1997 convention was a plea- 
surable one for Terri and 
myself, although it was a very 

busy convention as I had 11 
MalibuIMirage refreshers to complete. 
My highlight of this year's convention 
was to be my first real time at the con- 
trols of the Jet Prop Malibu. The '96 
convention was just too busy for such 
a flight with only one prototype there; 
however, I did spend some time with 
Darwin Conrad, Norman Gavin, and 
Warren Wood. That's some heads 
behind the Jet Prop. 

Warren and I met many years ago 
when he bought a 700P Aerostar and 
needed a multirating. I met Norman in 
1996 for his initial Malibu checkout, 
knowing at the time it would be his 
last flight or nearly so behind a piston 
Malibu. 

Well as usual, everyone became so 
busy at the convention my Jet Prop 
Malibu ride was much shorter than I 
wanted. Fortunately, the following 
week I was scheduled to be in 
Monterey for an initial Malibu check- 
out with Phil Woods, Warren's son. 
Warren promised me some quality 
time in the Jet Prop and this I would 
like to share with you. 

I flew nearly 100 hours in Malibus 
in September alone, but none as plea- 
surable as the Jet Prop. Nice, quiet, 
powerful, and fast. The initial takeoff 
was smooth as I spooled up with lift 
off occurring in approximately 1,200 
to 1,400 feet. I was not really trying 
for a short field performance. The ini- 
tial climb felt good as I anticipated a 
bit more right rudder but it was less 

Lester Kyle 

than expected, most likely because of 
the great job of tiltinglcanting of the 
powerplant. 

Since some fuel had been burned 
off due to early flying, we were not at 
gross and I elected to climb at top of 
green or 173 KIAS. The noise level 
was remarkably low and the rate of 
climb settled between 1,800 and 2,000 
FPM. The second take off was more 
remarkable since I went more for a 
performance climb 3,000 FPM (or if 
your leg is strong enough) VX @ 90 
KTS and see perhaps 4,000 FPM. 
This could have prevented some 
MalibuJMirage accidents in which 
those aircraft were not able to get their 
load airborne. Also, it could have pre- 
vented some icing accidents. 

Following is some of the different 
altitudes, airspeed and fuel flows as 
we made our way to the approved alti- 
tude of FL270 with intermediate level 
offs. The true airspeed at top of climb 
works out to about 240KTS. First 
level off was at 15,000 feet again run- 
ning at top of green which yielded a 
TAS of approximately 250KTS and a 
fuel flow of about 35 GPH. Above 
FL200 full power is used so at FL210 
yielded approximately 265KTS at a 
fuel flow about 35 GPH. At FL250, 
TAS was still approximately 265KTS 
with a fuel flow 32/34 GPH. Going up 
to FL270 (where a different oxygen is 
required) TAS still a blazing 265KTS 
but fuel flow has dropped to 29/30 
GPH. 

In the climb, we also needed more 
fuel than a Malibu or Mirage - close to 
50 GPH, but you get there in about 
one-third the time, so every thing is 

relative because the end of trip comes 
faster also. Of course, if you need to 
stretch your time aloft, you can give 
up about 10 knots and save 2 GPH or 
give up 20 Knots and save 4 GPH. 

I have flown lots of single engine 
aircraft over the last 32 years, but only 
one is in the class of the Malibu Jet 
Prop, and that is the Pilatus PC 12. 
However, that is another two million 
more in addition to your Airframe and 
conversion cost. I am really glad to 
see Piper Aircraft is going to offer a 
Turbo Prop Meridian. I love to see 
Aviation grow. Although after reading 
their spec sheet, they are somewhat 
behind in performance compared to 
the Jet Prop of Spokane. m 

Malibu Maintenance-Continued from Page 17 

while everything else seems normal. 

This can be caused either hy 
improper mixture control rigging or by 
incorrect internal adjustment of the 
fuel servo. 

8) Fuel pressure warning light 
remains illuminated at higher than 
normal RPM. 

This can be caused by a defective 
fuel differential pressure switch, a 
weak or maladjusted engine driven 
fuel pump, or a leak in the upper deck 
air line to the fuel pump. 

Some Service Bulletins that 
apply to this system include: 

Textron SB# 342BFuel line inspec- 
tion (AD 93-02-05) Textron SB# 
496Fuel pump diaphragm replacement 
Lear-Romec SB#IOlSB019 m 
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A New Name wit 

8 IA's with over 75 years combined MalibuIMirage experi- 
ence. 

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

Custom designed inspection programs and annuals. 

Power Pac spoiler installations. 

Radar pod installations and pod erosion boots. 

Installation center for RAM STC'd alterations, STC'd 
TSIO-550-C engines, STC approved outboard fuel caps. 

Engine analyzer installations with Tanis Heater integration. 

Dynamic propeller balancing. 

Digital tachometer and voltlammeter installations. 

Pressure vessel leak testing. 

TCM factory trained fuel-system set up and analyzing. 

We are also a Service Center for the Socata TBM 700 and 
Pilatus PC XI1 and have Flight Safety trained technicians for 
King Air, Citation and Learjet. 

For more information, please contact: 
PATRICK BEATY, Service Manager 
ERIC STOCKWEATHER, Chief Inspector 

Bloomington-Normal Airport 
RR1 Box 21 
Bloomington, IL 61 704 
800-232-4360 
309-663-2303 
309-663-8885 FAX 

Over 100 pilots since training began in 1984. 

Approvals for both initial and refresher training. 

Frasca 142 simulator with Malibu performance capabilities. 

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

We provide training and maintenance ferry pilot services. 

We offer the most cost-effective pricing in the industry. 

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

Over 60 MalibuIMirages sold since 1984. 

Access to AMSTAT, a national on-line aircraft information 
service, which can assist us in locating the ideal aircraft. 

Trade-ins welcome. 

Upgrade sales to TBM 700 and Pilatus PC XII. 

For more information, please contact: 
KEN RITTENHOUSE, Sales Manager 



Other Engine-Continued from Page 21 

tion to the recent Single Engine IFR 
approval for Part 135 operators in light 
of their JPATS award. It seems that 
Raytheon thought single-engine tur- 
bines were safe enough to train student 
pilots flying upside down at low level, 
but not safe enough to fly passengers 
at FL 250 with a commercial pilot 
backed up by an autopilot. It sounded 
a bit disingenuous. 

Rule #1 for aviators has always 
been "stay away from anything solid". 
Clouds and air are about all an air- 
plane can tangle with and win. In that 
regard, our Malibus and Mirages carry 
another significant attribute over 
multi-engine units. It is called stall 
speed. By FAA regulation a single- 
engine aircraft has to stall at a speed of 
61 knots or less at gross weight. And 
at anything less than gross weight the 
stalling speed is less than 61 knots. As 

you know, with full flaps your PA-46 
stalls at 58 Knots Indicated Airspeed, 
or just over 66 mph. 

By way of example, in the same 
configuration a King Air Model 90 
stalls at more than 89 mph (78 knots). 
Obviously, slower is better if you 
decide to violate Rule #l. That is one 
of the reasons that, according to the 
NTSB, multi-engine accidents that 
result from engine failure are, statisti- 
cally speaking, four times more likely 
to be fatal than single-engine acci- 
dents that are engine-failure related. 
All of the newly introduced turbine 
singles will have to address the same 
61-knot stall speed issue, which 
means that impressively reliable pow- 
erplants will be coupled with impres- 
sively low stall speeds. That is a 
healthy combination. 

The fifty year old Flight Safety 

Foundation (not to be confused with 
AOPA's Air Safety Foundation) has 
established that the leading cause of 
aviation accidents worldwide is - and 
continues to be - Controlled Flight 
Into Terrain (CFIT). In the broad 
view, then, the number of engines you 
have probably doesn't make much 
difference in terms of overall safety, 
anyway. It is simply how well you 
navigate around things that are solid. 

But if you are interested in cost 
and performance as well as safety, 
maybe there is a trend developing. 
Factor in better glide ratios than 
multi-engine aircraft, equally redun- 
dant systems, better rangelpayload 
profiles, shorter landing and takeoff 
distances, lower acquisition and oper- 
ating costs, and more easily attain- 
able pilot proficiency, it's no wonder 
some eye-opening singles are about 
to enter the market. 

SERVING THE 
AVIAVON 

INDUSTRY 
SINCE 1979 

A via tion Specialist 

CUSTOMIZED CLIENT SERVICE 
Be@uhg WMh the Eflbrt tu Know Our O M S  Values d, RcgrrtnmcntF 

Specific Policy Research Client Updating 
Insurance Contract Review 

Our CommEtmentt 
To serve our clients with such care and excellence that 

they cannot find comparable value elsewhere. 

P.O. Box 3474 Simi Valley, Calffomia 93093 
(805) 522-3428 (81 8) 340-3077 

. 

(800) 634-M 01 Don M. Grondin 
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Med + Facts-Continued from Page 8 

tain brain oxygen by enriching the 
concentration of oxygen via mask or 
nasal oxygen devices. By 12,000 feet, 
the reduced barometric pressure 
begins to affect brain function. At 
18,000, we are half way to the moon, 
and at about 50,000 feet the lung par- 
tial pressure of our water vapor (47 
torr) plus our expired carbon dioxide 
(40 torr) is equal to the ambient pres- 
sure of 87 torr, thus there just is no 
room for oxygen or anything else. 
Above about 45,000 feet pressure suits 
are required (SR-7 1, U-2 guys). Flight 
above 80,000 feet and you can wear 
your Astronaut wings. 

Our pressurized Malibu vessels are 
the key to a shirt sleeve, ambient air 
breathing, comfort to 25,000 feet 
while maintaining a cabin altitude of 
8,000 feet. So, should we still add, or 
have available, some extra oxygen to 
breath? Many of you have the Piper 
option of emergency chemical oxygen 
generating canisters - like the ones 
that brought down the Value Jet airlin- 
er in Florida - will give you about 15- 
20 minutes of oxygen for a depressur- 
ization problem. 

Our President, Dave Coats, (an 
experienced Malibu pilot and Navy 
flight surgeon) breathes extra nasal 
oxygen all the time, and especially at 
night. We know that increased oxygen 
helps for night vision, and perhaps in 
overall performance. The military 
breathes enriched oxygen in fighters 
all the time. I carry my light weight 
oxygen tank on all flights, and have 
the nasal canula at the ready at my left 
arm rest. It's my "insurance" to give 
me 2-3 hours at 1-2 liter flow to pro- 
vide more options if the pressurization 
fails at altitude above the clouds- 
which, it seems, will always occur at 
night! I also suck on it during night 
IMC approaches-it's my little helper, 
friend, and safety thing. 

Remember "time-of-useful-con- 
sciousness" (LOC) at 25,000 feet is 
around a few minutes, whereas LOC at 
18,000 feet is many minutes-all 
depending on your tolerance, condi- 
tion, available extra oxygen, and indi- 
vidual physiology. A mere getting 
down to below the flight levels may 
provide many extra minutes of deci- 
sion time. 

Recreation at Altitude 

We often fly to altitude, get out of 
the bird, and stay there to recreate at 
altitude in the mountains. Some inter- 
esting medical data has been learned 
about Acute Mountain Sickness 
(Acute Mountain Sickness). 
Symptoms of Acute Mountain 
Sickness include: headache, anorexia, 
lassitude, insomnia, vomiting, ataxia, 
pulmonary and cerebral edema, and 
death. Does this remind you of any ski 
trips you have been on? It is unpre- 
dictable, and variable-even in experi- 
enced young healthy mountaineers. 
Denver folks going to ski in the 
Summit County (10,000 feet) occa- 
sionally get it. The police in 
Dillon/Silverthorne, Colorado carry 
oxygen tanks in their trunks because 
it's so common. 

One way to thwart it is to ascend 
slowly. That's very difficult to do in 
the Malibu+limb slowly in holding 
over Denver for a day or two and then 
land at altitude. Sounds like a few 
clearances I have received! I never 
realized why I would have these low 
grade headaches and difficulty sleep- 
ing on ski trips at my Summit County 
condo (it's at 10,000 feet). 

When researchers observe individ- 
uals, with pulse oxygen monitoring, 
sleeping with early Acute Mountain 
Sickness, they observe the individual 
having intermittent breathing, i.e. 
stopping for a few minutes at a time 
while tissue oxygen falls to a low 
enough level to wake up some breaths! 
I could never figure out why I slept 

this way, waking up intermittently to a 
feeling of breathlessness. This is actu- 
ally a low grade Acute Mountain 
Sickness with early brain swelling. 
The definitive treatment is to go down, 
but this is usually Noooowaaay for us 
amateur 'extreme skiersy-we've got 
too much money involved in this trip. 
So, we take a little aspirin, and then 
get brought down the mountain the 
next day by the ski patrol via sled! 

An effective treatment and preven- 
tion for me and many others for early 
Acute Mountain Sickness is acetazo- 
lamide (Diamox). It is a carbonic 
anhydrase inhibitor, which produces a 
metabolic acidosis by increased uri- 
nary excretion of bicarbonate. This is 
doctor talk for "it stimulates one to 
breath by creating more body carbon 
dioxide". The side effects of it are 
rare, but include tingling, alteration of 
taste to carbonated drinks, and 
increased urination. I take 250 mg 
once to twice a day during my stay at 
altitude-after I fly in to my condo 
(not approved with flying). It has vir- 
tually eliminated my poor past sleep- 
ing experiences and headaches. Talk 
to your physician, or better yet flight 
surgeon, about this to obtain a pre- 
scription and medical consultation for 
usage of this effective agent. 

We are sea level organisms trying 
to survive at altitude. Going to 
extreme altitudes requires knowledge 
and protection. Jumping into our 
Malibu in shorts and short sleeves 
from low levels, and slipping up to 
'Coolorado', may catch the naive short 
of oxygen, heat, and survival equip- 
ment. We must be aware of the haz- 
ardous envelope and terrain our 
Malibus can get us over, and be ready 
to survive. 

Come to the hypobaric chamber 
experience we are going to provide 
before the 1998 MoMOPA San 
Antonio meeting-you will learn a lot, 
and be much more comfortable flying 
the flight levels. 
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QUEEN OF THE FLEET WINNERS 
AT THE NASHVILLE CONVENTION 

Murdoch T. Campbell 

y Weiner, in his column, Med 
Facts, referred to the Malibu as 
"...the greatest flying machine 

ever!" This fact only made the 
M*MOPA judges' task of selecting the 
"best" of the "best" more onerous; the 
task of choosing the Queen of the 
Fleet at our 1997 convention in 
Nashville, Tennessee. 

Judges Demck and Yvonne Clark 
of Warwick, England and Charlie and 
Kathy Powell of Cambridge, 
Maryland were challenged to pick the 

most superior aircraft among the 34 
Malibus and 14 Mirages that entered 
the competition. It started Saturday 
morning, September 13th, during the 
convention's activities scheduled at 
the airport. If an owner desired to 
enter an aircraft for competition, it was 
only necessary to make it available for 
judging by leaving the door unlocked. 
Presenting it cleaned and polished, 
however, enhanced the chance of win- 
ning a prize. 

Both the interior and exterior of 

N107PM 
N23L.H 
N 3 1 m  
MmmJ 
Na81DC 
N7mEs 
N315WF 
M4378s 

each plane was judged using a 100 
point scale for each, allowing a maxi- 
mum of 200 points that could be 
earned. On the inside the judges were 
concerned with cleanliness and the 
condition of the upholstery, carpeting, 
headliner and trim. The instrument 
panel came under scrutiny and the 
judges took into consideration condi- 
tion and panel enhancements includ- 
ing instrumentation and avionics. 

The exterior was judged primarily 
on the cleanliness and condition of the 

Continued on Page 27 



Queen of the Fleet--Continued from Page 26 The restoration was a five month 

aircraft's paint. Equipment that scored Fss and William was 

highest in this area was generally free pleased with the of workmanship 

of chips and dirt under the control sur- he received from both SkyTech and 

faces and inside the wheel wells. Oxford Aviation. To be sure, that aftention 
to detail and the sheer beauty of their air- 

In addition to prizes for the Queens is it earned the cove* 
and their courts, awards were also Wn of the bignation in 1997- 
given for two new selections this year: 
People's Choice Award which allowed 
the convention's attendees to choose 
their favorite aircraft by use of a ballot 
and the Judges' Choice Award which 
was presented to the owner of the air- 
craft that best captured the fancy of the 
four judges. 

William Harra, Malibu Queen win- 
ner, owns a 1986 model (N107PM) 
which he purchased three years ago 
and hangers in New Castle, Delaware. 
Last year he decided to devote his 

was won by Bill Frick with N315WF 
sporting a rather avant-garde and dis- 
tinctly unique paint scheme. The exte- 
rior was painted by Corporate Aircraft 
Refinishing in Stuart, Florida and the 
artistic design was added with an air 
brush. Bill's airplane, which also was 
selected for the People's Choice 

attention to a "better than new" 
restoration which included a prop 
overhaul, all new control cables, a 
Northstar M3 IFR GPS, an under the 
wing radar pod with a new Bendix 
RVR 2000 color radar and a 550C 
engine conversion. 

L Lawrence Hay- 
man is this year's 
Mirage Queen win- 
ner with his 1989 
model (N23LH). 

The inside was completely refitted 
with a new SkyTech SX interior and 
the outside was painted and clear coat- 
ed with Imron at Oxford Aviation. 
William said, "Color selections turned 
into a very trying ordeal for Barb @s 
wife) and me." Their goal was to select 
light colors that opened up the interior 
yet gave the appearance of a lasting 
elegance. An ordeal it may have been, 
but their color selection met their stat- 
ed objective and is absolutely perfect. 

Lawrence &rchased 
the aimaft in 1994 
and has since 
repainted it in 1995 
and installed a new 
interior this year. 
His list of improve- 
ments this year also 

1 includes a factory 
new engine, an M-3 

approached certified GPS and an Argus 
7000 color moving map. 

Lawrence is Chairman of a nation- 
wide transportation logistics firm 
specializing in transporting over 470 
million pounds of perishable 
commodities annually throughout the 
United States. He uses N23LH exclu- 
sively in the performance of his duties 
associated with his business. 

First Runner Up in the Malibu class 

Award, sports a 550C engine cqnver- 
sion and wing tip tanks. He has added 
a Shadin Air Data Computer which 
Bill claims provides enhanced fuel 
management as well as esoteric 
options like constant winds aloft, TAS, 
mach number, density altitude, etc. 

Bill's airplane is also fitted with an 
SX interior in the colors of tan and 
beige and a modified oxygen system 
consisting of a slim aluminum tank 
mounted in the top of the forward bag- 
gage compartment and a custom built 
console on the power quadrant which 
includes two quick connects, pressure 
gauge and an on-off valve. 

Continued on Page 30 
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I 
1998 TBM 700. Spec to order. Available options include 
Two Tube EFIS Package, KLN-90B Approach Certified 
GPS, RDS-82 Vertical Profile Radar. WX-IOOOE 
Stomscope, RMI, Air Conditioning, Leather Interior, 
CD Player, Two Year Warranty. (File Photo) 

1998 Malibo Mirage (File Photo) 

Many changes for 1998 include New Generation King 
Avionics, Three Blade Composite Propeller, 80 Amp 
Alternators, New Transcoil Engine Instrumentation 
Package with GPS Interface and Percent Power, BF 
Goodrich Smartboot System, Cockpit Entry Handhold, 
S t y l i  Exhaust Tunnels, Restyled Control Wheels. 
All covered by a Comprehensive Two Year Manufacturer 
Warranty. I 

Demo time only. King Silver Crown Equipped 
including EFIS 40, KLN-90B GPS,RDS-82 Vertical 
Profile Radar, KFC-325 Autopilot/Flight 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 1700NM Range with FULL (8) 

Visit our web site at http. "1 





Queen of the Fleet--Confinued from Page 27 

The Mirage First Runner Up was 
awarded to Jim and Sally Coughlan of 
Destin, Florida. They took delivery of 
their 1996 model in August of that 
year and changed the tail number to 
N896SJ, Sierra (for Sally) and Juliet 
(for Jim). 

In the fall of last ,A they had the 
exterior repainted with a custom 
scheme that incorporates a Southwest 
design. Their paint contractor, howev- 
er, hails not from the Southwest but 
rather from the Southeast in 
Tuscaloosa, Alabama. Since its pur- 
chase, Jim and Sally have added twin 
Bose noise canceling headsets for the 
cockpit seats. 

Second Runner Up-Malibu was 
won by Ernest Igou of Chattanooga, 

Tennessee, with a recently rejuvenated 
1987 model, N961DC. 

have made the transition well as he 
flew his Mirage a total of 325 hours 
during his first year of ownership. 

Ernest decided on a Silver and 
White exterior paint scheme, touched 
off with just the right dash of maroon 
striping. The interior was refitted in 
1996 with an SX upgrade by SkyTech 
and they also completed the 550C 
engine installation as well as added 
spoilers, a new radar with pod, and 
wing tip tanks. 

Steven Jones (N788ES) won 
Second Runner Up-Mirage with his 
1996 model which he took delivery of 
in September last year. After flying a 
Bonanza for years, Steve said the 
Mirage felt like a handful for him. 
After completing his initial training at 
Attitudes in Vero Beach, he cornfort- 
ably departed for home on his first 
long trip to Topeka, Kansas. He must 

Santa brought Steve new factory floor 
mats and he personally added a Bose 
headset, an external, handheld antenna 
jack and aileron Teflon tape. Aside from 
these enhancements, Steve claims the 
aircraft came fmm the factory "loaded'' 
with the exception of an EFIS. 

Dick and Mary Paschke's 1985 
Malibu was selected for Judges' 
Choice. Hangered in Port Huron, 
Michigan it has undergone a complete 
interior and exterior refurbishing by 
Sky Harbour of Goderich, Ontario. 

Their "Baby," as they refer to 

Continued in Column 2 on Page 48 



Please join me in welcoming our 
new members since the last issue of the 
magazine. Many of these were "blue 
badgers" at the 1997 Convention! 

Ted & Sherene Lamb 
Nl l lMK 

Prescott, AZ 

Ted is President of an automobile 
dealership. He owns a 1989 Mirage that 
he operates with his copilot, Cody 
Ramsey. 

Christoph Parbel 
D-EAPX 

LinzRhein, Germany 

Our German membership is grow- 
ing! This new member comes by way of 
member, Horst Rubroeder of Neuweid, 
Germany. Christoph owns a 1986 
Malibu. He is managing director of a 
promotion company. By the way, our 
German members are active recruiters! 
Many thanks to Horst and Franz! 
(Danke!) 

Dave & Marcia Wyatt 
N928 1 1 

Boulder, CO 

Dave lives just up the road from 
M-MOPA HQ and comes to us from 
our buddy Buzz Rabatin of Aviation 
Sales, Inc. He's president of a commer- 
cial general contracting company and 
owns a 1996 Mirage with speed brakes. 

Jon & Nancy McMurtrie 
Appleton, WI 

Jon is currently a Beech owner inter- 
ested in the PA-46. He is president of an 
apartment developing company. Jon 
and Nancy are just up the road from 
the granddaddy of them all- 
EAAfOshkosh. 

Tom Meisenzahl 
Olathe, KS 

Tom is with Kansas City Aviation 
Center, an aircraft distributor for The 
New Piper Aircraft, Inc. 

Sam & Gayle Miner 
N4190R 

Cherry Hill, NJ 

Sam comes to us through the gen- 
erosity of Columbia Aircraft Sales. 
Welcome! 

Lyle & Elizabeth Turner 
N711RQ 

Cardiff-by-the-Sea, CA 

Lyle owns a 1995 Mirage with EFIS 
and radar altimeter. He is CEO of 
Genetic Research Supply Company. 
His hometown is as lovely as it sounds! 
He was referred to us by Floyd Asher of 
Intermountain Piper. 

Chase Bennett 
Salt Lake City, UT 

Chase is with Intermountain Piper, 
Inc.. a distributor for the New Piper 
Aircraft, Inc. He joined us for his first 
Convention in Nashville. 

Gregg & Elizabeth Wissner 
N4376A 

Mukwonago, WI 

Gregg joined as he registered for the 
Convention. A "blue badger!" I hope 
you had a chance to welcome them 
both. He owns a 1985 Malibu and is the 
owner of United Metals. 

Gene Davis 
Tempe, AZ 

Gene is E.V.P. of Boots West 
Aviation. These are the folks who did 
the de-ice boots refurbishments at the 

Convention. Quite a few of you took 
advantage of this opportunity and 
M-MOPA received a contribution for 
every "refurb". We look forward a 
repeat of the program in San Antonio. 

Angus and Joyce Mercer 
N403P 

Charlotte. NC 

New members at the Convention! I 
had the chance to visit with these lovely 
people; I hope you did, too. Angus was 
referred to us by John Foster at 
SkyTech. He owns a 1997 Mirage and 
is chairman of a construction equipment 
company. 

William & Angie Marshall 
N395PM 

Ft. Walton Beach, F'L 

William joined just prior to the 
Convention. Fred Ahles and Lester 
Kyle sent this new member our way. 
William is a surgeon and 
presidentlfounder of Mt. Air Pilot 
Association. Would enjoy hearing more 
about that; an article for the magazine, 
William? 

Ken Sarasin 
HS-AKS 

Bangkok, Thailand 

Our new friend in Thailand, William 
Heinecke, is responsible for this new 
member! Ken owns a 1997 Mirage and 
is chairman of his company. We're 
making inroads into Asia-how 
exciting! 

Ken & Judy Johnson 
Erwinna, PA 

Ken currently owns a 1993 Glasair 
In. Did you build it yourself, Ken? He 
has an interest in acquiring a Malibu 

Continued on Page 48 
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Since 1979, Westair has delivered personalized quality service to owners of singles, twins and fleet operators at fair 
prices. Our Director of Operations and Maintenance, Tom Scarbrough, LA., is available as your personal 
MalibuMirage maintenance supervisor. Courtesy cars, fuel discounts for maintenance customers, golf packages and 
more are available. Call today and discuss your needs with Tom Scarbrough. 

THREE CRITICAL FACTORS 

SET WESTAIR APART 

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

GUARANTEE: We guarantee the work we do 
and stand behind it 100% with one-on-one person- 
al 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 giv- 
ing up Quality and Safety. 

1995 PIPER FACTORY 
MALIBU/MIRAGE TRAINED STAFF 

*Trained on all MalibuMirage major and 
minor repairs, custom installations, STC's and 
service bulletinsAetters. 
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 

~ele~hone:-(4 10) 876-7200 Fax: (410) 876-8324 

Quick Turnaround Large Inventory 
Courteous, Knowledgeable Staff 

Superior Service 

I I FREE OIL FILTER WITH OIL CHANGE SERVICE I 
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You've heard the old adage, "The only sure things in life are 
death and taxes." Add to the list change. For those of us 

involved in aviation, change is a constant companion. 

Bob Scott -- -- 

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

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

C hange is often perceived as a 
threat to the balance and stabil- 
ity we seek as humans, con- 

tributing to the stress and anxiety we 
sometimes can feel when faced with 
change. Dealing with self-initiated 
change can be trying enough, but for 
most of us, managing the change that 
happens outside our control is the 
most difficult. 

Here's another old adage you're 
probably familiar with, "A man con- 
vinced against his will, is of the same 
opinion still." Have you ever noticed 
that no one can really persuade anoth- 
er person to change? We each guard 
our personal gate of change that can 
only be opened from the inside. 
Accepting and effectively managing 
change or resisting and mismanaging 
change is a personal choice we each 
make many dozens of times daily. 
Sometimes, until the pain of staying 
with what we know becomes greater 
than the pain associated with making a 
change, we remain stuck with the 
familiar rather than experience the 
challenge and growth of change. 

Flying puts us face to face with 
change. In fact there's very little about 
flying that can be counted on to never 
change. As pilots we literally invite 
change into our lives every time we 
prepare to take off. Managing change 
associated with flight is an accepted 
part of piloting and indeed helps make 
flying the challenge it is. How do 
good pilots manage change? Look 
around at the truly successful pilots 
you know and you're likely to see a 

pattern in their unique response to 
change. 

I n  my twenty-five years as a flight 
instructor I have had the privilege of 
flying with some very good pilots. 
These exceptional pilots have demon- 
strated a predictable and skillful 
response to change associated with 
flying. By carefully managing their 
reaction to change, they manage the 
change itself, safely piloting their air- 
craft through what might have other- 
wise become a perilous situation. In 
particular, I have noticed that: 

Good pilots recognize that change 
is inevitable. They anticipate change 
and continually prepare for change by 
developing, updating and rehearsing a 
plan of action based on increased 
knowledge, experience and training. 

Good pilots put change into per- 
spective. They view change as an 
opportunity to grow by staying posi- 
tive and maintaining their focus rather 
than allowing fear or anxiety to impair 
their response to change. 

Change is happening all around us 
every day. Ignore it, and the world 
will leave you behind. Embrace it, and 
the world opens up to you. We may 
not always be in control of the changes 
we encounter when associated with 
flying, but as good pilots, we always 
have the ability to manage our 
response to those changes. The next 
time you encounter change, remember 
who's guarding the gate. 
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1997 Service Clinic-Continued from Page 16 

signs of corrosion and evidence of 
auto pilot servo contamination. We 
pay particular attention to the areas 
detailed in Piper Service Bulletin 
962A. We are pleased to report that 
we only discovered six discrepancies 
during our inspections. This is anoth- 
er area that continues to show great 
improvement. The items that we did 
find were related to trim rod corrosion 
and horizontal attach plate corrosion. 

The fuselage and cabin inspection 
provides an overall visual inspection 
of the exterior of the fuselage and an 
interior inspection of the aircraft. The 
inspection covers seat -operation, all 
lighting both interior and exterior, fuel 
boost pump operation, and an inspec- 
tion of the aft cabin area that contains 
the hydraulic pump and remote avion- 
ics. This year we noted 48 squawks in 
this area. Many of the squawks were 
related to inoperative or weak seat and 
door actuators. 

There were several aircraft with 
cabin door seals that were cut and tom 
and were in need of replacement. 
Additionally, we found some exterior 
and interior lighting that was inopera- 
tive. While many of the items we 
noted were more cosmetic than air- 
worthy, if left to accumulate, they can 
require a lot of work to correct. 

Instrument Panel 

We noted seven squawks pertaining 
to the instrument panel and avionics 
mounting. The most common prob- 
lem was radios that were not securely 
attached and supported from the rear. 
This problem can lead to improper 
tray connections and adds extra loads 
to the lower units. We also noted some 
loosely secured electrical wire bundles 
that could lead to interference with the 
controls if left uncorrected. 

Avionics Functional Test 

The avionics inspection turned up 

nine discrepancies. The most com- 
mon problem was glideslope and VOR 
needle alignment. With the increased 
presence of GPS we still need to make 
sure that we perform regular inspec- 
tions and checks on all of our avionics 
equipment. We noted several GPS and 
ARGUS databases expired. As a 
reminder, certain functions and capa- 
bilities of GPS and ARGUS systems 
are not accessible once the database 
has expired. 

Paperwork 

Part of the service clinic inspection 
includes an aircraft paperwork review. 
We inspect the P.O.H. and logbooks 
for proper information. This year we 
only noted two altimeterltransponder 
inspections overdue. It is always 
important to make sure that your 
maintenance facility provides com- 
plete and detailed log entries. One 
area that tends to be overlooked is the 
avionics repair. The airframe logbook 
is one of the few detailed records that 
remain with the aircraft throughout its 
life. Good detailed log entries can 
assist maintenance shops in the future 
and sometimes prevent duplicate 
work. 

Service Bulletins/ Service Letters/ 
Airworthiness Directives 

This is the final area of the clinic 
inspection and the owners were given 
a checklist that was completed for 
their individual aircraft. In some cases 
we could not determine from the log- 
books the exact status of all bulletins, 
etc. Our overall impression this year 
was that most of the aircraft were in 
compliance with most of Service 
Bulletins. There were several SBs that 
commonly were not complied with. 
These were the latest Service Bulletins 
introduced. It is important to note that 
The New Piper Aircraft considers 
Service bulletins to be mandatory. 
Service Letters are reserved for 
improvements and address items that 
are less than flight critical. Overall, 
we continue to see an improvement in 

this area year after year. 

When reviewing the overall results 
of this year's clinic it appears that 
most of the aircraft are improving year 
after year. Many of the aircraft 
inspected have been in the program for 
several years so it makes it easier to 
determine the improvements. 
However, a constant effort and atten- 
tion to detail is essential on the part of 
the owners and maintenance personnel 
to keep the MalibuJMirage fleet in top- 
notch condition. Many aircraft are 
entering their second decade of opera- 
tion and will present us with new chal- 
lenges in the years to come. Our chal- 
lenge as maintenance technicians is to 
keep up to date on the exciting new 
changes in the Mirage aircraft and 
keep polishing our skills on the origi- 
nal Malibu aircraft. 

As many of you know, after a long 
absence, PA-46 maintenance training 
is now being offered by Attitudes 
International. We recently had the 
opportunity to have nine of our mainte- 
nance technicians attend this program 
and they rated it very highly. I would 
recommend that all maintenance facil- 
ities dealing with PA46 maintenance 
look into this current program. 

In conclusion, we would like to 
thank all the owners who participated 
in this year's service clinic program. 
We appreciate your patience and coop- 
eration with the key drop and the 
reviews on Saturday at the airport. We 
would like to extend a special "Thank 
You" to the Tennessee Volunteers who 
worked diligently to get all the clinic 
aircraft positioned properly for inspec- 
tion. We also would like to thank the 
MeMOPA organization for giving us 
the opportunity to coordinate the ser- 
vice clinic program. 

Next issue we will return with 
"Wear 'N Tear" issues that are affect- 
ing the PA-46 fleet. We welcome any 
comments or suggestions via fax 410- 
687-0263; phone 41 0-574-4 144 or our 
email address: skytech9@mail.idtnet. 
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This article reviews the annunciators for a Malibu PA46-310P Please refer to the 
Pilots Operating Handbook for your specific aircraft as the annunciators and what 

they signiJSI vary somewhat by aircraft serial number: The Malibu Mirage PA46-350P 
is significantly diflerent from what is described below and will be addressed in a 

separate article in a future issue of MoMOPA magazine. 

c - r ~ - w  7 

Mary - -  Bryant . 

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

In 1991, Mary co-founded Attitudes 
International, Inc., "The New Piper 
Aircraft Inc.'s Exclusively Approved 
Malibu Training School". From 1991 - 
1996 she served as President of 
Attitudes and regularly instructed in 
the PA-46. 

Mary currently provides MalibuaMiragc 
initial and refresher training through 
Eclipse International, Inc. Mary has 
ATP, CFII, and ME1 certificates, a BA 
from Northwestern University and an 
MBA from the University of Illinois. 
Mary can be reached at 
(888) 7 GO SAFE or e-mail 
MalibuMaryQ MSN.com. 

There are three colors of annuncia- 
tors: red, amber and green. As you 
might guess, their color typically sig- 
nifies the relative critical nature of 
their function. Green is typically 
informational. For example, the SUR- 
FACE DE-ICE annunciator illumi- 
nates indicating inflation of the boots. 
Amber signifies caution such as when 
the OXYGEN light illuminates. 

Amber may also indicate a mal- 
function such as when the HYD 
PUMP annunciator stays illuminated 
long after the gear should be 
retracted. 

Red is typically more critical in 
nature such as when the ALTERNA- 
TOR light illuminates. However, red 
can sometimes indicate normal func- 
tioning as when the GEAR WARN- 
ING light illuminates briefly when the 
gear is in transit. A steady continuing 
red would indicated that all three gear 
are not fully down and locked. As a 
result, it is important for the pilot to 
understand what each annunciator 
means and what causes it to 
illuminate. 

The annunciators covered in 
this article are those in the 

annunciator panel. 

Row one of the annunciator panel 
includes: 

GEAR WARNING 
DOOR AJAR 

OIL PRESSURE 

VACUUM LOW 
FUEL PUMP HIGH 
SURFACE DE-ICE 

Row two of the annunciator panel 
includes: 

CABIN ALTITUDE 
STARTER ENGAGED 

ALTERNATOR 
FLAPS 

OXYGEN 
HYD PUMP 

Gear Warning 

The red GEAR WARNING annun- 
ciator is activated whenever all three 
gear are not fully down and locked, or 
not fully up with the gear doors closed. 
This annunciator illuminates during 
normal gear operation to indicate that 
the gear is in transit. If it does not 
extinguish within approximately 10 
seconds during normal gear operation 
or illuminates steadily during flight 
with the landing gear selector in the 
UP position, a system malfunction is 
indicated. 

The GEAR WARNING annuncia- 
tor and gear warning horn will operate 
simultaneously under the following 
conditions: 

(a) In flight when the throttle is 
reduced to approximately 14 inches of 
manifold pressure or less and the land- 
ing gear selector is NOT in the DOWN 
position. 

Continued on Page 36 
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Malibu Annunciators-Continued from Page 35 

(b) In flight when the flaps are 
extended more than 10 degrees (20 
degrees or more for later aircraft) and 
the landing gear selector is in the UP 
position. 

(c) On the ground when the landing 
gear selector is in the UP position. 
The landing gear squat switch acti- 
vates to prevent operation of the 
retract side of the hydraulic pump on 
the ground. In aircraft equipped with 
the Gar Kenyon system, the squat 
switch deploys a metal tab designed to 
physically prevent movement of the 
gear selector switch to the up position, 
instead of removing power from the 
Pump. 

The three green ge& lights on the 
instrument panel operate individually 
as each associated gear is locked in the 
extended position. 

Door Ajar 

The red DOOR AJAR annunciator 
illuminates when either the nose bag- 
gage door or cabin door has not been 
closed and, as a result, failed to acti- 
vate the micro switches connected to 
either door. 

Oil Pressure 

The amber OIL PRESSURE 
annunciator is provided to indicate 
when oil pressure falls below limits. 

Fuel Pump High 

The amber FUEL PUMP HIGH 
annunciator should illuminate when 
the high boost pump is activated by 
turning on the FUEL PUMP HIGH 
switch or when engine priming is 
conducted. 

The HIGH pump speed selection 
on the instrument panel should be used 
only in the event of engine failure if an 
engine-driven pump failure is suspect- 
ed. Adequate pressure and fuel flow 
will be supplied for up to approxi- 
mately 75% power. Excessive fuel 
pressure and very rich fueVair mix- 
tures will occur if the HIGH position 
is energized when the injection system 
is functioning normally. The fuel 
pump will run at high speed automati- 
cally when the engine prime is being 
used. 

Surface De-Ice 

The green SURFACE DE-ICE indi- 
cator light illuminates when the boots 
inflate. The light will illuminate for 
approximately 6 seconds, flicker off 
momentarily, illuminate again for 6 
seconds, flicker off briefly for a sec- 
ond time and then illuminate for a 
third 6 second interval. The 3 stage 
illumination cycle follows sequential 
inflation of the surface deicers of the 
tail, lower wing, and upper wing. 

Cabin Altitude 

The red CABIN ALTITUDE warn- 
ing light annunciator illuminates when 
the cabin altitude is above 10,000 feet. 

Vacuum Low 
Starter Engaged 

Please note that the VACUUM 
LOW annunciator may have been 
deactivated based on Piper Service 
Bulletin Number 947. Consult your 
aircraft log books to verify if this has 
been done. 

If Service Bulletin Number 947 has 
not been performed, the amber VACU- 
UM LOW annunciator should illumi- 
nate when the system vacuum falls to 
4.0 +I- 0.25 inches of mercury. Should 
this occur, the stand-by vacuum pump 
should be activated by the pilot if it is 
not already on. 

The amber STARTER ENGAGED 
annunciator will illuminate during 
engine cranking. If the annunciator 
remains illuminated after the engine is 
running, stop the engine and deter- 
mine the cause. The starter may not 
have properly disengaged. 

Flaps 

In aircraft equipped with electric 
flaps, the amber FLAPS annunciator 
illuminates to indicate a system mal- 
function. If this occurs, the flap pro- 
tection circuit should automatically 
remove power from the electric flap 
motor. Resetting of the FLAP 
WARNRESET circuit breaker will 
restore normal operating power to the 
flap motor. If after resetting and oper- 
ation of the flaps the annunciator illu- 
minates again, then a system malfunc- 
tion is indicated and the flap motor cir- 
cuit breaker should be pulled. The 
flaps will remain in the same position 
as when the malfunction occurred. 

Early aircraft with hydraulic flaps 
do not have this annunciator. 

In aircraft equipped with the 
optional oxygen system, the amber 
OXYGEN annunciator illuminates 
whenever either of the three oxygen 
generators has been activated. The 
annunciator light is operated by a 
microswitch adjacent to each genera- 
tor firing mechanism. The light will 
continue to be illuminated until the 
generator is replaced with a full one 
with an un-tripped firing mechanism 

HYD Pump 

The amber HYD PUMP annuncia- 
tor illuminates when the hydraulic 
pump motor is being supplied with 
electrical power. The annunciator is 
illuminated during normal landing 
gear operation for approximately the 
same duration as the GEAR WARN- 
KNG annunciator. If the light remains 
on or begins cycling intermittently 
after gear operation, a system mal- 
function is indicated. During landing 
gear operation it is normal for the 
HYD PUMP annunciator light to illu- 
minate until full system pressure is 
restored. 

Summary 
Alternator 

If either or both alternator(s) islare 
turned off or providing insufficient 
output, the red ALTERNATOR annun- 
ciator will illuminate. 

A thorough understanding of each 
system is essential for the pilot to 
determine appropriate action should 
an annunciator illuminate or (in some 
instances) fail to. 
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CALL US AT 404-355-9682 
FOR A COMPLETE LIST OF COMPONENTS AND PRICES. 
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When I bought my Malibu/Mirage from SkyTech in midyear 1995, 
I had one specijk goal in mind. I needed personal transportation 

for the short 145 NM trip from our home base in coastal 
sea level Guayaquil, Ecuador to our country's capital 

Quito 9,000 feet up in the Andean valleys. 

Aldo -- Borges - 

Aldo currently holds a private 
license with instrument and 
multi-engine ratings and has 1,500 
hours total time. He received Malibu 
initial training from ATM's John Mariani 
in Vero Beach, Florida, and has about 
250 hours in his Malibu, HC-BUX. 

A turboprop was out of the ques- 
tion and turbocharged pressur- 
ized piston twins did not offer 

any advantage in performance over the 
Mirage; plus they added additional 
operating costs. 

After dozens of such trips in basi- 
cally almost all kinds of conditions, 
including icing, I would like to share 
some general knowledge that can make 
high altitude operations less of a sur- 
prise for many fellow Malibu 
ownerlpilots. I am not a Malibu expert, 
nor am I an extremely highly experi- 
enced pilot or instructor as I fly my 

Mirage about 150 hours per 
year. However, the conditions in 
which general aviation operates 
in Ecuador, with less ATC assis- 
tance, little erlroute weather info, 
and a Civil Aviation Authority 
overly concerned about controls 
of all kinds, gives me some 
insight which most U.S. pilots 
simply will not have. One addi- 
tional consideration is that DAC 
(our regulating authority) 
requires any flight going into 
Quito with an IFR plan to have a 
copilot. This is mandatory. 

Short Trips and High MEA's 

Our flight from Guayaquil to 
Quito requires a quick climb to 
an MEA of 17,000 feet and our 
experience is that an MCP climb 
is more efficient. We want to 
climb as quickly as possible 
through 15,000 and then pull 
back on the power, so we climb 
at MCP and 120125 KIAS at 

Etrrorite lo Qrrilo I~'L2l~l~-Tl1e (%irtrhorrr 20 ic olvr 
2O.OOOJ. high. Watch tire ~~enticrilnr clorid on top 

and c1oud.r. cascading down the south side. 
Sign of turbulence over the Andean Range. 

about 1,000 FPM and after Runrctrfrrl C)rit/otoa C raler I n h e  I h~ d c y ~  
15,000 feet, a cruise climb is emerald green color of the wntcr I F  due m ctc 

used. We choose FL200 as a high mineral content. 

where terrain is mostly flat 
exceot for the last 50 miles. I 
Basically there are no airports in 
this area and terrain is critical 
below, so we use that higher 
cruising altitude for peace of 

L - r.- 
mind and extra margin. Up to 
now, everything is no different 
from what we are all used to. 

I 
c""...n ..:, .... ,.l ,I.,, otoparr. . ,LL , , I I  .,en tr1 L I , <  C 

However, that's where the simi- 
larity ends, since getting into an Continued on the Next Page 
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High Altitude-Continued from the Previous Page 

airport like Quito (or any high density 
altitude airport for that matter) involves 
high altitude maneuvering, which 
means everything happens more rapid- 
ly due to higher TAS and/or ground 
speeds. 

Initial descents into high altitude 
airports with high terrain in the imme- 
diale neighborhood usually involve a 
late let-down. I suggest you plan 

to bite as much of that thin air during 
maneuvering as possible. For those 
with spoilers, gear and flaps may be 
delayed until established on the final 
approach course or localizer inbound if 
an ILS is being flown. 

Descent 

If you are being radar vectored to 
the IAF, planning ahead is even more 
critical at high altitude approaches 

Twin Ilinizas up ahead arid to the left the corridor into Quito. 
The airway is very safe as long as altitudes are seriously respected. 

ahead and reduce Manifold Pressure 
unless ATC requires you to keep your 
airspeed up. You probably are already 
indicating about 145 KIAS, so all you 
need is to reduce MP a couple of inch- 
es. Spoilers are a blessing in high alti- 
tude approaches - use them without 
delay. In these kinds of environments, 
ATC will expect you to descend like a 
turboprop oi a jet. Basically you need 
to do that since these kinds of airports 
and approaches are located in relative- 
ly narrow maneuvering areas. ATC 
will drop you like a rock, so plan ahead 
for MP reduction, gear and 10 degree 
of flaps, if necessary, early on. 

No matter what POH charts tell 
you, airplanes will operate differently 
during descents and approaches at high 
altitudes (which more often than not 
are used as our regular cruising alti- 
tudes). In this case from 18,000 or 
20,000 feet, the VORIILS over QMS 
requires a descent to 16,000 over the 
VOR and from then on a quick descent 
in the holding pattern in lieu of proce- 
dure turn. I suggest for these initial 
descent segments to keep speed at 140 
KIAS and about 25" MP, and definite- 
ly 2,500 RPM. You want that propeller 

because, once again, you are traveling 
at a much higher ground speed. It does- 
n't seem to make a difference but those 
last 10 or 20 miles while descending 
into narrow maneuvering areas at a 
higher ground speed will make you 
think faster, so plan ahead consistently. 
Altitude management is the most criti- 
cal part in this environment, not only 
for the obvious terrain features below, 
but also because of the quick step 
downs called for by the controller when 
being radar vectored to the localizer. 

In the case of Quito, the glideslope 
should be intercepted at 12,000 feet, 
which calls for a quick 8,000 feet 
descent from relatively close in at a high 
ground speed. Work out some calcula- 
tions and you will see that 1,500 fpm 
descents will be usual. So when vou flv 
to a high altitude airport get reidy fdr 
this kind of maneuvering, think ahead 
and tell ATC if you seem to have prob- 
lems with the approach and you may 
require a descent over a nearby navaid 
or fix. High altitude, high ground 
speed, approaches can be confusing and 
therefore exercising a high state of situ- 
ational awareness is imperative. 

Also keep those power changes 
smooth during the reduction from 32" 
or 30" on down. It is amazing how dif- 
ferent that turbocharger controller 
reacts at altitude. You will find out that 
power changes usually take a shorter 
travel of the power control; another dif- 
ference in high altitude maneuvering. 
Smooth reductions in power will keep 
that CHT change less dramatic. 

Additionally, I highly recommend 
you mark the mixture lever with a 
small strip of yellow or red tape at 
about a 75% power setting. This refer- 
ence will come in handy when doing 
your approach-to-landing check list. 
Instead of going full rich, as the list 
calls for, use that 75% power setting. 
Most pilots who fly high altitude 
descents and landings in piston air- 
planes use this simple procedure to 
keep engines running smoothly during 
descent and landing. 

Approach and Landing 

At this point you must keep in mind 

The view of the Ilirtizas is ovenvhelmirtg, with the d y  terrain and almost noflora due 
to altitude. You can bareIy see the valley beyond under the cloud layer. 

Continued on Page 44 
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THIS SECTION IS DEVOTED TO LETTERS, COMMENTS, ADVICE AND GENER- 
AL INFORMATION WHICH THE MEMBERS OF THE MaMOPA WOULD LIKE 

TO SHARE. PLEASE SEND ALL CORRESPONDENCE TO: HEATHER 
BLANCHARD, MALIBU-MIRAGE OWNERS AND PILOTS ASSOCIATION, 
1937 GRAPE STREET, DENVER, CO 80220 FAX: (303) 394-2539 

Congratulations to M*MOPA S Founder. . . 

A belated congratulations to Sy and Mary Lou Weiner on the occasion of their twenty-fifth wedding anniversary. 
Last year, Sy and Mary Lou renewed their vows before a Rabbi in a religious ceremony. 

A New Malibu . 

. . . Named Meridan was announced at the Nashville M*MOPA Convention. Those who attended saw an interior 
P . l  . . . " ..,- 1 . 
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I t was a gray day on February 12, 
1997. The weather was overcast 
with rain pelting and instrument 

conditions prevailing. My dear 
friend and airplane partner was doing 
a favor for a mutual friend. Rich was 
ferrying a Mooney pilot from 
Bedford, MA to Danbury, CT to pick 
up his plane from the service facility. 

The instrument approach was con- 
ducted at night to Runway 24 and an 
uneventful landing was made. At the 
moment of touchdown the passenger 
yelled "flaps up", reached across the 
throttle quadrant, and raised the gear 
handle. The nose and the right main 
gear retracted. N9184F came to an 
abrupt halt on the runway. The pilot 
and passenger were no doubt 
stunned, but the event was over. 
These few seconds determined the 
fate of our plane over the next three 
and a half months. 

In the next few minutes I would 
like to tell you about the repair of our 
1984 PA-46 by Jet Aviation in 
Bedford, Massachusetts. Our insur- 
ance company, USAIG, sent an 
adjuster to see the plane in Danbury 
and to authorize its repair. The dam- 
age was relatively minor. The right 
outboard wing, along with its boot 
was scraped at its lateral edge. The 
propeller, nose gear and cowling 
were visibly damaged as was an 
exhaust pipe. A loaner propeller was 
installed, the FAA notified and a 
ferry permit to Bedford was issued. 
This took one week to accomplish. 

During that week, we decided that 
the 1,600 hour engine should be 
replaced; not repaired. A check to 
Henry Van Kesteren and a new TSIO 

Arnold Sperling 

550C went into production at 
Continental. A bargain at $63,000. 
Meanwhile, the mechanics were dili- 
gently at work performing the annual 
inspection and removing the engine 
and the right outboard wing. 

The engine mount was bent and 
damaged to the point where Jet 
Aviation Maintenance Director, Mike 
Gilmore, felt that a replacement 
engine mount was a safer and easier 
solution to the problem than a 
repaired mount. A new mount was 
ordered from Piper and attention now 
turned to the outboard wing. 

Although the wing damage 
appeared to be limited to the distal 
two feet there was no authorized 
sheet metal repair. Numerous phone 
calls to the Piper engineering depart- 
ment lead to the conclusion the out- 
board section of the wing had to be 
replaced. A new wing section was 
ordered from the factory at a cost of 
$l6,OOO. 

The wing replacement was the 
most difficult and time consuming 
part of the project. The maintenance 
manual had a mistake regarding the 
mechanism of fastening the wing sec- 
tions together. The spar fastening 
holes were pre-drilled but most of the 
sheet metal was not. There were an 
abundance of rivets required and the 
wet sections' inspection plates had to 
be sealed. Then they had to be re- 
sealed when it was found that they 
leaked. 

The arrival of the new engine was 
significantly delayed because of the 
introduction of the new manganese 
phosphate coated cylinders. As Van 

said, it was good news and bad news. 
"You are getting the first engine with 
new cylinders and an extended war- 
ranty but I don't know when it will be 
delivered." 

The days rolled by. March turned 
into April and almost all of the parts 
were delivered to the shop. The 
engine installation went smoothly 
and the cowlings were cut to fit and 
then drilled and fastened. The new 
propeller was installed and on May 2 
the plane was ready for its first test 
flight. 

It was a beautiful clear VFR day as 
I slowly applied power to accelerate 
down the runway. Rotation and 
climb out were very smooth. I 
remember thinking that this engine 
felt smoother than the TSIO 520 and 
that the propeller had not yet been 
dynamically balanced. Performance 
was flawless and, at 75% power, the 
plane was at least 15 knots faster than 
it was with its predecessor engine. 

There was only a two day window 
for testing and tweaking before deliv- 
ery to Oxford Aviation's paint shop in 
Oxford, Maine. Although the origi- 
nal paint still looked good after 13 
years, it appeared propitious to take 
this opportunity to repaint the entire 
airframe. At a cost of $5,500 for 
painting the newly replaced parts ver- 
sus $10,800 to repaint the entire 
plane, we decided to make the 
investment. 

Jim Horowitz and his staff at 
Oxford were wonderful. They had 
just started repainting a Malibu a 
week before our plane arrived so I 
had a perfect role model on which to 

Continued on Page 42 
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$148,000 Nightmar&ontinued from Page 4 1 

base the standards for refinishing. 
Often times being a perfectionist and 
an extremely compulsive person 
causes some differences of opinion 
between the owner and the mainte- 
nance staff, but this was not the case 
at Oxford. 

Oxford said that they would do the 
job to meet or to exceed our stan- 
dards and that they would complete 
the job in 4 weeks. They removed 
every non-structural part that could 
be unscrewed from the airframe. 
Each non-structural screw was 
replaced with a stainless steel screw. 
The Malibu nameplate and the data 
plate were removed and refinished. 
The aircraft was repainted in its orig- 
inal factory scheme and the inside of 
the engine cowls were painted in high 
gloss white. The factory decals were 
duplicated by a technique that gives 
greater durability while remaining 

faithful to the original design. 
Sterling high gloss black electrostatic 
paint was applied to the de-ice boots' 
edges and the job was now complete. 

On Friday night, May 30, 1997 at 
10 PM, exactly four weeks and as 
promised by Oxford Aviation, we 
departed on a clear VFR night for our 
home base at Bedford, MA. We pur- 
chased the extended engine warranty 
from Continental for $1,500. This 
provides for all inclusive parts and 
labor engine maintenance for 24 
months or 720 hours. Our first repair, 
the failure of the #1 alternator has 
already made this warranty invest- 
ment worthwhile. 

You may ask if the FAA felt that 
this $148,000 nightmare was punish- 
ment enough for the pilot in com- 
mand. The answer is no. The FAA 
held Rich responsible for the acci- 
dent. No action was taken against the 

passenger and the pilot was forced to 
take a 709 check ride with an FAA 
examiner. Our insurance company 
was incredibly helpful and supportive 
during the repair process. They 
renewed our policy without an 
increase in premium. They have not 
said what action, if any, they are tak- 
ing against the passenger (pilot) 
whose Mooney is, coincidentally, 
insured with them. 

In closing, a brief note about the 
550C engine. We only have 150 hours 
of experience with it and in this time it 
has run smoothly and reliably. The 
Shadin Air Data computer consistent- 
ly shows 220 KTAS at FL250. At a 
fuel bum of 22 gallons per hour, the 
cylinder head temperatures are 390 
degrees maximum. We will report to 
you next year after we collect more 
flight experience and more data. 
Please feel free to call us if you have 
any questions or comments. 

It's all in the mixing of 

High ~ e c h n o l o ~  
& Crafimanship. 

To enjoy the a "new'hircraft 
looks and feels, get ready to pay hundreds 
of thousands of dollars. But, smart aircraft owners 
know there's a way to beat that cost these days. 

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

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

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

On the ramp, if they ask, "Is that new? "... tell them, "It's better than nm. .it's hen 
r$nished by Ox@ Aviation." 

Z,OAT,f,% 
MAINE Refinishing the CraJ ... Refining the Dream. 

I 75 Numbrr Six Road. PO Box 990, Oxford, Maine 04270 (207).539.4779 FAX (207).539.8441 I-Mail: OXFRD @ AOL.COM F W  Cdficatia #OACR 582 S 
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Situational Awareness-Continued from Page 10 

Officer agreed. 

We descended to approximately 
400 feet when XYZ Tower advised us 
that we were on final for ABC [about 
3 miles short of XYZ]. We initiated a 
go-around. The ABC runway lights 
loomed bright and clear with proper 
orientation. XYZ lights were not as 
obvious. A cross-check of other avail- 
able navigational aids might have 
given the crew contradictory informa- 
tion, motivating them to seek clarifica- 
tion from ATC." 

"As the cost of Global Positioning 
System (GPS) units decrease, more 
pilots are using these devices to sup- 
plement their other navigational 
equipment. However, problems can 
arise when some pilots fail to recog- 
nize that GPS is designed to be a sup- 
plemental - not a primary navigation- 
al aid. A report from a corporate pilot 

illustrates: 

I departed on an IFR flight plan 
with an IFR-approved GPS. I was 
cleared direct to ABC, at which time I 
dialed ABC into the VOR portion of 
the GPS and punched "direct". The 
heading was 040 degrees. After a few 
minutes, Approach inquired as to my 
routing, heading, etc. 

I stated direct ABC, 040 degrees. 
They suggested turning to 340 degrees 
for ABC. I was dumbfounded. My 
GPS receiver had locked to ADC, 
3,500 miles away - in Norway! 
Closer inspection revealed that my 
estimated time en route was 21 hours. 
I did not verify my position with the 
VOR receiver. I mistakenly, blindly, 
trusted a GPS." 

"Controller gave route change 
'Direct PERRI intersection, J8 OTT, 
OTT 3 arrival KBWI.' He spelled out 

the intersection. The Captain began 
programming the FMS while we both 
reached for enroute charts. The 
Captain loaded 'Direct PERRY,' and 
the course indicated about 140" which 
was reasonable from the assigned 090" 
heading. The FMS would not accept 
J8, and we began to analyze why. 
TCAS I1 indicated traffic which was 
descending through our altitude and a 
potential conflict. 

The Captain initiated a left turn to 
avoid the traffic. Center issued a 'Left 
turn immediately!' and then assigned 
100 degree [heading]. The conflict 
could have been averted by my verify- 
ing PERRI versus PERRY as the FMS 
entry. The Controller spelled out P-E- 
R-R-I, and I wrote it down correctly, 
but did not verify the Captain's input. 

This error resulted in a traffic con- 
flict because of the wrong heading. 
The Controller wanted the reporter to 

Continued on Page 50 

Join the MeMOPA Ladies on an exciting trip to 
London and Edinburgh, Scotland in May 1998. 

London will be our home base, and we'll hop a train and do day trips to visit your favorite places; 
Canterbury, Bath, Chester, Oxford, and Stratford-Upon Avon. We again travel by train after a week and spend 
the last three days in Edinburgh, Scotland, and fly home from there. 

Itinerasy 
Depart Monday evening May 4th 

Everyone on their own to get to New York departure airport. 

Return Thursday May 14th 

If you want to join in this first trip, please respond immediately. 
We will be making reservations quickly. RSVP if interested to: 

Lynn Key 
21 Greenloch Ct. Pataskala, OH 43062 . 614-927-5093 

E-mail Lynnkey@juno.com 

Nancy Osborn will coordinate overseas flights and hotel and transfers. 
Deposits will be sent to her when we know amounts etc. 

Nancy Osborn 

2510 Grand Blvd #2801 Kansas City, MO 64108 816-221-8935 
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High Altitude--Continued from Page 39 

that your descent down the glideslope 
or down to the MDA must be looked at 
with alertness. Keeping the regular 
approach speeds - say 120 KIAS -will 
have you traveling over ground very, 
very quickly. Your TAS and ground 
speed are so much higher. Also make 
sure to keep your speed under control. 
At high altitudes, speed control is of 
foremost importance. Use of flaps is 

also critical since - in high altitude 
approaches - you will see a steeper 
descent profile since you are traveling 
faster over the ground and down that 
glide slope. Therefore, flaps will keep 
you from overspeeding and provide a 
stabilized approach to the runway. 

Remember this, the air is so thin up 
at 9,000 feet that you should not reduce 

power much below 2,000 RPM when 
on short final; that prop simply isn't 
biting that much air. So keeping pro- 
peller RPM up is important, and just as 
important, DO NOT chop power all the 
way back to idle; maybe 1,500 is aq 
low as you should go. At that RPM 
you are hardly having any thrust with 
the propeller. Remember you kept that 
mixture pulled back for 75%, then your 
engine should be running smoothly. 

Over the end of the runway and into 
the flare, be extra smooth. Use of ele- 
vator trim, more than just pulling on 
the wheel, will result in a smoother 
flare. Ground effect at high altitudes 
can make your day miserable at best. 
Since your ground speed is much high- 
er at high altitudes airports, ground 
effect will be much stronger and will 
last longer. If you have spoilers, pop 
'em up right at touchdown. 

Once on the ground you will be dri- 
ving a completely different airplane. It 
will just feel different, maybe even 
sound different. The first evidence will 

Continued on Page 46 

CANOPY COVERS AND INTAKE PLUGS 
Custom made for all makes, models, and modifications 

Covers Also Available: 

BRUCE'S CUSTOM COVERS TOLL FREE (U.S.): 800/777-640t 
989 E. California Ave. PHONE 408/738-395! 
Sunnyvale, CA 94086 FAX 408/738-272: 

custom made utilizing the latest in fabric and sewing technology 
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High Altitude-Continued from Page 44 

be once you clear the runway and start 
taxiing, the lack of thrust from the pro- 
peller will be a shock! 

You may even think something is 
wrong with the governor; don't worry, 
thin air is hard for the prop to bite into. 
You simply need more RPM than your 
regular taxiing calls for, particularly if 
you have to break inertia after stopping 
at a runway intersection. Remember, 
do not pull the power all the way back 
to idle. If your engine shuts down, 
restarting it will take some extra fid- 
dling with mixture settings while the 
guys at the control tower watching 
with binoculars will say: "Must be 
another first timer." 

High Density Altitude Takeoff5 
In Malibu Aircraft 

Once again, you will have to do 
things differently even before engine 
start. You will have to be more careful. 
Prime the engine for less time, maybe 
three seconds is all you need; howev- 
er, each engine is different. The engine 
will take a little longer to fire, but when 
it does, do not go full rich with the 

Initial devcent from FI. 200 to 16.000 feet direct to the Monjas Sur VOR. 
You can actually see the vectoring/maneuvering area or sector to the right. 

ATC vectors will take you "down" to 12,000 feet for the ILS. 

mixture or the engine will very likely 
stall. Before you do anything else, tia at high altitude airports. Depending 

wait for the engine to stabilize. You on the day, you could have to go as 

may have to lean the mixture some- high as 2,000 RPM to start rolling, 

what until the engine stabilizes and then pull back to 1,500. 

then use the settingmarked on the mix- 
ture control, that is all you will need. The ground check and takeoff roll 

Before you taxi, wait for the oil temp will give the pilot not familiar with 

to rise to the green arc because you will high altitude environments another 

have to use a-lot of RPM to break iner- Continued on Page 49 

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

Refresher From $370.00 Initial From $1090.00 

Client Recommendations 

I have flown with Lester for the past eleven years since my initial training, and 
what I like about Lester is his way of correcting you and advising you about 
what needs to be improved. In addition, his mechanical knowledge of the air- 
craft 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. 5616624438 
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Columbia Aircraft Sales, Inc. 
The Exclusive Piper Distributor & Service Center 

for New York, New Jersey & 
New England 

Seroice Center 
4 Authorized New York, New jersey & New Eng- 

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

Avionics: 
4 Authorized service Center for Allied Signal, 

King Silver Crown & STEC Autopilot Systems. 
4 Specializing in the installation of King, Trimble & 

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

& Inflight Enter+ah ent Systems. 

Parts: 
4 Authorized P i p  Parts distributor 
4 Direct conne&on to Piper's Parts Distribution Center 

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

Sales: 
4 A Professid Sales & Technical Team with knowl- 

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

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

One call Connects You To 35 Malibu/Mirage Experts! 
Experience The CoZum bia Diffmence! 

Columbia Aircraft Sales, Inc. 
Groton-New London Anport 

Groton, CT 06340 
FAA Certified Repair Station #S05R204N 

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

Email: columbia@pcnet.com 
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and joined to learn more about it. 
Smart! Ken is also a CFII. 

Carlile and Linda Roberts 
N46EH 

Muskogee, OK 

Carlile also joined while corning to the 
Convention. He was a contributor to the 
auction through his successful bid Carlile 
is a developer and owns a 1988 Malibu 

Bob Wallace 
N722ET 

MeAllen, TX 

An original Board Member, Jan 
Klinck, referred this new member to us. 
Thanks, Jan! Bob joined right around 
Convention time. -He's involved in real 
estate and owns a 1996 Mirage. 

Gorman & Jo Ann Thorp 
$an Angelo, TX 

Gorman also joined to attend the 
Convention on the advice of our good 
friend, Richard Bynum. I had an oppor- 
tunity to spend some time with Gorman 
and you should, too, when you get the 
opportunity. He is a physician and 
interested in a PA-46 in the future. 

Alan & Rhonda Dretel 
Sherman, CT 

eh?! Randolph is president of his com- 
pany that deals in oil and gas services. 
He owns a 1990 Mirage. 

Robert Dunmire 
NSSS46 

Goldsborn, NC 

Robert comes to us through the gen- 
erosity of SkyTech, Inc. Robert is a 
physician and owns a 1994 Mirage. 

Ken & Sara Jane Pritchett 
N57CX 

ovilla,TX 

Ken was referred to us by member, 
Bert Nelson. Ken joined M*MOPA at 
the Convention. He is a land developer 
in Texas and Colorado who previously 
owned a 1985 Malibu until 1989. Ken 
now owns a 1986 model with the 550C, 
spoilers and the SkyTech heated wind- 
shield. He wisely ordered the Reference 
Manual to catch up on all M*MOPA has 
to offer through the magazine. 

Brad Tedeschi 
N6914Y 

Santa Rosa, CA 

Brad was referred to us by Joe 
Grisbak. He's the new owner of a 1985 
Malibu with spoilers, tons of new avion- 
ics and new paint and interior. Hoping 
to see this bird at the SAT convention. 
Brad is a public speaker on tax planning. 

Shelby Futch 
N424J 

Scottsdale, AZ 

Shelby owns a 1984 Malibu with the 
Continental 550 and spoilers. He's 
president of his company involved in 
the golf industry. 

Please join me in welcoming these 
new members! We hope we'll see them 
all at the '98 Convention in San 
Antonio! And we hope to see you there, 
too! 

In the mean time, FLY SAFE! 

Alan is also interested in a PA-46. 
He currently drives a Bonanza Alan is 
a wholesale distributor of pumm 
Shoreline Aviation referred him to us 

Robert Allison & R Leonard 
Dorthuys N4380C 

Bellevue, WA 

These new members come to us 
from member, Don Fitzpatrick. 
Thanks, Don! These gentlemen own a 
1985 Malibu. 

Image Air 
Bloomington, IL 

You all know these folks, particular- 
ly Jay Allen. We're glad to have them 
back on board as members. And many 
thanks to Jay for the Non-Pilot Copilot 
Course at the Convention. 

Randolph & Rosemarie Chamn 
C-GITC 

Calgary, Alberta 

Another Rocky Mountain Canadian, 

Queen of the Fleet--Continued from Page 30 

N4378S, was purchased in 1989 and 
they have added a 550C engine, tip 
tank caps, spoilers, a Shadin fuel man- 
agement system, and a RAM cooling 
kit. Dick adds that although he has 
loaded the aircraft with equipment, 
". . . Mary is a pilot also and her help 
and good judgment have been my best 
cockpit assets." 

The winners were announced to the 
thrill of the convention attendees dur- 
ing the final evening's banquet. Each 
was presented with an award spon- 
sored by the Association; a custom 
designed trophy of Lucite incorporat- 
ing the logo of the 1997 MmMOPA, 
Nashville convention. Brass plates, 
that can be attached to the trophies, 
were engraved with each winner's 

lame and tail number and sent to them 
lirectly through the mail. 

It is truly fitting that we recognize 
the "best" representatives of the best 
piston powered aircraft manufactured 
today. Special recognition befits our 
judging team. These individuals spent 
the better part of Saturday exposed to 
the hot, southern sun while they 
unselfishly missed the day's activities 
and objectively surveyed each compet- 
ing aircraft. 

The Queen of the Fleet competition 
is truly a joint effort of the Association, 
the judges and most importantly the 
competitors. Congratulations to all! 
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High AlMuMontinued from Page 46 

surprise - propeller RPM's go up 
quickly. Don't worry, the governor and 
propeller are working OK, just make 
sure you check the prop governor at 
least twice so that governor and prop 
have the all the oil pressure they need. 
Magnetos will very probably drop less 
than usual - that is a good break - and 
is normal in my experience. (Does 
anybody have a good explanation for 
this?) It's very probably due to the 
leaner mixture settings or sparktiming 
condition at higher altitudes. 

Takeoff roll should be initiated with 
MP to 30" and then full power to make 
sure your mixture is OK. You may 
want to adjust that for about 1,400 TIT 
and sure enough it will take less than 
full rich to do that. If you use full rich, 
MP will drop. In my experience, MP 
will not go to 42", but if you see 4 0  or 
41" you are OK, so don't concern 
yourself if you see something a little 
less than full power MP. 

Before you do this mixture leaning 
setting, ask the tower for Position and 
Hold a few seconds to adjust mixture. 

Tell them what you are doing and 
remember this is turbine country. 
Tower is wondering what is the delay 
all about and maybe even tell you again 
"cleared for takeoff immediately". 

The roll will start slower that usual. 
Let that airspeed build slowly, do not 
rush anything and I strongly suggest 85 
KIAS before rotation. The faster 
ground speed will be very evident 
unless taking off into a strong wind. 
After rotation wait for that speed to 
build, clean the airplane and at this 
point DO NOT TOUCH POWER, the 
Malibu will climb better once those 
wings are at 120 to 125 KIAS. 

If you want to reduce power, make 
sure you are well established on the 
initial part of the climb or SID (if on 
IF'R plan), and then if you do reduce 
power, do it very slowly. That turbo 
controller will take a couple of seconds 
to guess what you want to do, and MP 
will vary around your selected setting 
to your total amazement. If this hap- 
pens, let MP settle before you adjust it 
again or you will make matters worse, 
not to mention some weird looks from 
the passengers in the back. A slow 

power reduction, or two sequential 
reductions, work better later in the 
climb when there is less to do. 

Conclusion 

High altitude airports are very 
rewarding since their geographic set- 
ting, like Quito, is usually quite over- 
whelming. Weather and terrain require 
extra planning and attention, hail 
storms form quickly, but usually move 
on just as quickly and winds and turbu- 
lence are common. I recommend extra 
altitude, usually a 2,000 feet higher 
cruise altitude is all you need to have a 
much wider safety margin. However, 
this will, in turn, require extra planning 
ahead for that quick descent. 

Takeoffs likewise require a different 
technique and a better understanding 
of your aircraft's engine and tur- 
bocharger. If you take all the extra 
margins of safety, these flights are as 
safe as any other flight, but much more 
rewarding since they require a finer 
and smoother technique. Finesse and 
deliberate maneuvering will develop a 
better pilot's hand. 

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

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

Shaw Aviation lnsurance 
License # OBI4220 

Buy Your Malibu lnsurance From Someone Who Knows The Market 
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PA-46-310P PA-46-350P PA-46-350P 
Main Landing Gear Selector 'hrbocharger Failed Right Flap Drive Broken 

O-ring Failed 
At altitude, turbocharger failed Right hand flap drive bellcrank 

Received new valve from Piper, due to intercooler clamp separation. assy PIN 82905-3 cracked and twist- 
but valve was dated "4Q86". This is second set of clamps that ed approximately 3 3  inch of circum- 
Installed valve and cycled gear. The have separated. The crimped end has ference on .75 inch tube (main back- 
outdated O-rings in valve "blew out" come apart. bone of tube). 
on the first run. 

Situational Awareness--Continued from Page 43 

go to PERRI, a fix east of Charleston, 
WV, while the Captain entered PERRY, 
a fix southeast of Puerto Rico in the 
Caribbean! The EMS would not take 
58 from PERRY because PERRY is not 
on J8, but PERRI is. Both man (the 
Controller) and machine (the FMS) 
tried to help this crew-to no avail." 

"Climb 230 what? . . . we final- 
ly contacted Departure passing 
through approximately 6,500 feet 
climbing. The Controller's response 
was a hurried, 'Roger. maintain 2-3- 
0.' The Captain responded, 'Roger, 2- 
3-0.' At this point, flight level 230 
was selected on the aircraft's MCP 
(Mode Control Panel). It was at this 

point that the Controller said that we 
had been assigned 8,000 feet. The 
Captain replied that we had been 
assigned flight level 230. The 
Controller's response was, 'I said two 
hundred thirty knots, sir.' Those 
numbers can imply heading, altitude 
or airspeed." 

Malibu-Mirage Magazine . Winter 1997198 . Page 50 



A: 
1. 185KIAS 
2. 480 feet 
3. 50feet 
1. 10 gallons 
5. approach flaps only 
B: 
1. Manual electric trim switch 
2. FD button 

B. Does not disconnect electric trim 
3. AP Engage button 

B. Allows flight director to stay on line 
4. AP DisclTrim interrupt (red button) 

B. Disengages electric trim 
5. Radio master switch 

B. Disengages both F/D & AiP 
6. AIP circuit breaker 

B. Disengages both F/D & AiP 
7. Master switch &both alternators 

B. Disengages everything 
C: The autopilot responds with large trim 
corrections to overcome what-it interprets to 
be an out of trim situation. 

. 

D: The autopilot attempts to fight the roll. 
When the yoke is released, the ailerons will 
be neutralized unless heading or navigation 
modes are engaged, then the aircraft will 
bank to satisfy correction to heading or nav- 
igation information. 
E: The autopilot will disconnect and default 
to the flight director mode. 
F: AP annunciator flashes approximately 
12 times and an aural alert sounds for two 
seconds. 
G: 
1. Press and hold the autopilot/trim (red 

yoke) button 
2. Pull electric trim circuit breaker 
3. Turn off radio master switch or kill all 

power to aircraft, battery master and both 
alternators. 

H: 
1. On aircraft with HSI, intercept may be at 

any angle. 
2. On aircraft with DG, the intercept angle 

is fixed @ 45 degrees. 
I: The localizer must be captured first a few 
seconds and preferably the glideslope 
should be captured from below, the glides- 
lope centerline must be crossed before 
autopilot will capture for vertical guidance. 
J: The KFC 150 is inhibited from coupling 
to a glideslope when in back course or nav- 
igation mode. 
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1997 ANNUAL CONVENTION AUCTION 
MANY THANKS TO OUR AUCTION DONORS! 

The 7 997 Auction was another tremendous success! 
Please join MoMOPA in acknowledging our generous 

donors to this important fund raiser. 

AOPA 
Richard Bynum 
Spoilers, Inc. 
Dale Brown 
Robert Schreckengaust 
Gerald Jospa 
Sy Weiner 
Larry Strausbaugh 
Charlie Powell 
Professional Insurance 
Management 
Sandy Rand 
Mark Swatek 
Paul Neuda 
Roger Hannay 
Lyle & Deb Kallis 

O'Farrel Shoemaker 
Joseph Natoli 
David Schoonmaker 
Michael Boyer 
Warren Wood 
Bill Frick 
Attitudes International 
V.K. Leasing 
Walt & Dale Messick 
Dave Coats 
Bill Pryrnak 
David Clark, Inc. 
Modern Aero, Inc. 
Jim Hogue 
Aero Clear, Inc. 
Rudi Mortimer 

Bendix King 
Des Moines Flying Service 
Flightcraft, Inc. 
P.M. Research, Inc. 
Pilatus Business Aircraft 
loews Vanderbilt Plaza Hotel 
Harry Voortman 
Air Cell 
Greentree Financial 
Bob Riordan 
Specialties, Etc. 
Parker Hannifin 
Arnold Sperling 
Larry Hayman 
Visionaire, Inc. 
Andrew Lowe 

MoMOPA GRATEFULLY ACKNOWLEDGES THESE VALUABLE 
CONTRIBUTIONS TO THE 1 997 AUCTION! 

AND TO ALL THE GENEROUS MEMBERS WHO SUCCESSFULLY 
BID ON THESE DONATIONS, MANY THANKS! 

Rosemary Dumais, Don Goldberg, Walt 
Messick, Dick Perschau, Charlie Powell, 
Lionel Zumbro, Henry Van Kesteren, 
Edlyne Boyer, James Draeger, Phoebe 
Swatek, Bill Prymak, Larry Pribyl, 
Warren Wood, John Foster, Cathy 
Powell, Bob Compton, O'Farrel 
Shoemaker, Pat Ohlsson, John Mauricio, 

Carlile Roberts, Ed Wilkinson, Rich 
Ames, Rick Lemon, Bob Lindsay, 
Richard Bynum, John Berkheimer, Frank 
Milligan, Jim Coughlan, Jim Rice, Bill 
Alberts, Rosemarie Mintz, Bob 
Greenberg, Tom Hawkins, Rex Watkins, 
John Kussrnan, Andre Hopf, Charmi 
Sperling. 

MaliWirage Magazine Winter 1997i96 Page 52 



r 
MALIBU/MIRAGE SPECIALISTS. Kevin Mead, A&P, IA, leads Flightcraft's MalibdMirage team. Nationally rec- 
ognized as a leading MalibuIMirage expert, he is also a regularly published columnist. A staff of ten maintenance 
veterans and a BendidKing avionics expert provide superior technical support. As Northern California's only 
Factory Authorized Piper Service Center, in cooperation with AVEX, Inc., Flightcraft's Hayward facility combines 
MalibdMirage experience with factory support and an extensive parts inventory. 

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

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

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

CALL THE MALIBU / MIRAGE EXPERT 

Al!i~ 
Piper 

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



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 charac- 
ters 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 1 0-718". 

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

M*MOPA Headquarters 
1937 Grape Street Denver, CO 80220 

(303) 3991440 1 Fax (303) 394-2539 

Send all ad materials to the Publisher: 

The Jemar Company 
3488 North Valdosta Road I Ste 200 

Valdosta, Georgia 31 602 

The Malibu-Mirage Magazine is currently distribut- 
ed to all registered domestic owners of the PA46 
aircraft, i.e., approximately 700+. Distribution to 
active members world-wide is approximately 385+. 

TRAINING UPDATE 
THE FOLLOWING FACILITIES OFFER INITIAL AND/OR RECURRENT 

TRAINING FOR THE MALIBU*MIRAGE 

CAMARILLO, CA / JAN 24 - 25 
SAN JOSE, CA / MAR 7 - 8 
AUSTIN, TX / MAR 28 - 29 
OLATHE, KS I APR 1 8- 19 

Or by appointment 

INITIAL AND REFRESHER 

TRAINING 

AVAILABLE AT FACILITY, 

OR CAN DISPATCH TO OWNER'S 

BASE ON REQUEST 

EA.C. T.O.R. Y., INC. 
VERO BEACH, FLORIDA 

(561) 562-5438 

INITIAL AND REFRESHER 
TRAINING 

ON REQUEST WITH LESTER KYLE 

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 

FLORIDA Spruce Creek Fly-in - America's Premier Fly-in ORIGINAL MALIBU SUNVISORS, Like new. Pilot's with 
Community. 4,000' paved lighted runway, paved taxiways, full ser- decal, $295, and co-pilot's, $205. package price, $475. Add ship- 
vice FBO, golf and tennis Country Club, 24 hour security, 15 rnin- ping. (503) 639-9443. 
utes from Daytona Beach International Airport and the Ocean. - 

Pilots Serving Pilots. Pat and Lenny Ohlsson, Spruce Creek Fly-in ~ I ~ E N I ) A R  I September 23-27 
Realty. 800-932-4437. Evening 904-761-8804. 8th Annual Convention 

to be held in San Antonio, Texas 
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Not a ~eacfi 
You no longer have to be concerned about your Malibu in- 

surance. Simply call Professional lnsurance Management 
- the ONE insurance agency that completely under- 
stands your protection needs - and let them take the 
worry out of your life. Mona Rathmel or Tim Bonnell of 
Professional lnsurance Management will handle every as- 
pect of your aviation insurance exactly the way you want it - 
because they know Malibus and the people who fly them. 

Professional lnsurance Management is a me 
of The Malibu~Miraae Owners and Pilbts Associa 

)tr 

Call to1 I-f ree 1 -800-826-4442 / 
Professional 
Insurance 
Management - AVIATION INSURANCE - &  

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



make sure you geta 
on your investmen 

Now that you've invested in a Malibu, the most 

one else can. 

- *s 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 

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

that several major insurers will only 

I ~ P T  f a c t m a d  

P#&t& CSu ISOS. WE CAN (1.800.7493226) 
- OR 1.561.569.2790. 

Maiibu Training Specialists L 


