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by Jeff Schweitzer

Letter from the Editor

Palm Springs Convention:  October 6-9, 
2004

One result of this magazine’s new production 
schedule, now geared properly to the season 
of publication, means that the fall issue will 
be mailed September 1, 2004.  The good news 
is that the pre-convention issue will arrive at 
your doorstep about three weeks prior to the 
convention, with a detailed description of the 
resort, nearby attractions and numerous places to 
gain weight.  After reading my enchanting verbiage, 
you will inevitably be unable to resist the lure of our 
annual gathering.  The bad news is that the magazine 
will arrive a bit late in terms of acting as an incentive 
to register.  Next year we will avoid this problem by 
making summer the pre-convention issue, giving 
you plenty of time to call Russ Caauwe to ask all the 
questions we have already answered in print.

For now I will solve this dilemma of timing by offering 
a brief preview of Palm Springs, and what you will 
not want to miss.  First is the venue, the Renaissance 
Esmeralda Resort and Spa, a luxury desert oasis 
with the requisite palm trees reaching majestically 
into a perpetually cobalt-blue sky.  The deep green 
of manicured lawns and the azure blue of eddy 
pools and tumbling waterfalls are complemented 
by a riot of nearly-florescent red bougainvilleas, all 
made both small and large by the arid and rugged 
peaks that dominate the skyline to the west.  Ponds 
and lakes abound everywhere, proudly defying the 
surrounding desert.  Yeah, OK, so I’m not Hemingway, 
but you get the point. The resort proudly proclaims 
their ability to cater to your every whim, but I suspect 
members of MMOPA might be able to test the limits 
of that particular boast.  In any case, two fine dining 
establishments on-site and luxurious rooms will 
satisfy most.  The spa was recently voted among the 
100 best in the world.  You’ll be pampered.

Nearby attractions are abundant, and their variety 
ensure that all but the most esoteric tastes will be 
satisfied.  Even non-pilot spouses will be impressed 
by the air museum, which this year will also be the 
site of our static display.  We will own the museum 
one night, and will wine and dine among the 
incredible collection of pristine war birds, all kept 
in immaculate flying condition.  Near downtown, 
an alpine tram taking visitors up to a peak of 8000 
feet is probably the most unique attraction, and 
is a must-see for any Palm Spring visit.  A desert 
museum in the heart of town features a collection 
of Native American arts and explores the region’s 
natural history through an extensive collection 
started in 1938.  Personally, I am a bit burned out on 
museums in general, but I thoroughly enjoyed this 

visit, and look forward to going back.  One collection 
of modern glass is alone worth the trip to Palm 
Springs:  glass made into every shape, color and 
texture, including sculptures that you are convinced 
are made of wood, textiles, and metal.  A living desert 
tour, similar to what we experienced in Tucson, is 
a fun diversion for everybody.  Yes, I can not fail 
to mention shopping, antiquing and the general 
spending of much money, of which there is ample 
opportunity.  

Mark your calendars now.  Block off October 6-9 
so you have no excuse to miss the best aviation 
convention of the year.

PA46 Turboprops

In this issue we compare two turboprop versions 
of the Malibu and Mirage.  I now understand the 
definition of severe turbulence, because getting the 
final article completed was indeed a wild ride.  Both 
Piper and Rocket Engineering feel, uhm, passionate 
about their respective products, as well as about the 
competition.  As a result, the dialogue was a bit more 
spirited than I had anticipated.

My goal was simple:  to provide readers with a fair, 
balanced and informative review of the JetProp and 
Meridian, so that anybody considering moving up to 
a turboprop would be properly and fully informed 
about the available choices.  But the execution was 
considerably less than simple.  

To ensure fairness, the article was written jointly by 
an owner of a Meridian and an owner of a JetProp, 
Jim Gero and Mac Lewis, respectively.  Each author 
had strict instructions to discuss only his aircraft, and 
to avoid any comments about the other.  I think the 
authors put forth a heroic effort.  

cont. page 8 
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With their draft in hand, I edited the text to 
provide what I believed to be an extra level 
of evenhandedness.  Let me say upfront and 
loudly that I have no ax to grind on this issue.  
I believe both machines are awesome, and I 
would be proud to own either one, if only I had 
a rich aunt.  

As a last measure to ensure accuracy and 
fairness, I proudly shipped off the manuscript to 
Piper and Rocket Engineering for a final review.  
And that is when I hit clear air turbulence.  Let 
us say kindly that the reaction was somewhat 
less than enthusiastic, with each side deeply 
convinced that I had done harm, and that I had 
been too generous with the other product.

But being both stubborn and stupid, I moved 
forward, and tried my absolute best to 
incorporate to the maximum extent possible the 
comments I received from all parties.  You, dear 
reader, will be the ultimate judge of whether the 
article is in fact fair, balanced and informative.  If 
there is any bias in the article, and I truly believe 
there is none, the responsibility is mine, not that 
of the authors.

The Sound of Silence

Never was the absence of noise so loud as 
when my engine quit as I was climbing through 
15,000 feet for FL210.  Ah yes, a story lurks in this 
unfortunate turn of events, so sit back and enjoy 
the following tale of woe.

I suffered through cramped seating, unruly 
passengers and unidentifiable snacks in 
ridiculously small and impenetrable cellophane 
bags to pick up my plane after its annual had 
been completed.  I renewed my vow to avoid 
commercial aviation at all costs, and looked 
forward to being up front and left seat.  But 
before starting my journey, I had succumbed 
to my paranoia, because after all sometimes 
they really are out to get you, and I had the 
plane flown for 2.5 hours to shake out any bugs 
before I exposed my own flesh to danger.  The 
brave test pilot reported that my plane flew like 
a champion, with all systems humming along in 
perfect harmony.

So, with thoughts of sugarplums and a depleted 
bank account, I rejoined my airplane, which 
greeted me proudly with a new wax coat and 

shiny boots.  Following a thorough preflight, I 
blissfully took off for Vero Beach, where I was 
scheduled for annual recurrent training.  In 
the climb, I was contemplating how wonderful 
flying could be when everything was working 
smoothly.  Then nothing.  

Just a dead throttle, which simply had no effect 
no matter how much I moved the control back 
and forth.  Finally, the thought crossed my mind 
that I probably lost the engine.  OK, so I’m not 
the quickest runner on the track.  I declared 
an emergency, and trimmed up for best glide.  
Somewhere in here I figured I had blown a 
turbocharger, and that my engine had become 
normally aspirated.  If so, with the turbocharger 
now no longer turbo nor charger, I expected to 
lose all my oil overboard within a few minutes.  
Oddly, that did not happen, and I began to 
wonder if my dilemma had other causes.  My 
oil temp and pressure seemed to be holding 
steady.  Also, with a blown turbocharger, one 
would expect some power, and I had zip, with 
zero inches of manifold pressure.  In retrospect, 
the one action I should have taken, but did 
not, was to lean the mixture.  If in fact I had a 
normally aspirated engine, it would have been 
way too rich, contributing to its deadness.  What 
can I say, I did not think to lean until I was on 
the ground.  

I did not immediately reach for my oxygen, 
because at 15,000 feet, I figured I could quickly 
get down to 12,000 feet or preserve altitude and 
put on the mask.  I was right over McConnell 
Air Force Base, and knew I had at least that field 
made.  In fact, to land at McConnell the problem 
would be to lose 15,000 feet of altitude over 
the field in a way the placed me optimally to 
land.  Doug Leet and Jim Yankaskas came to 
mind as I was calculating where I wanted to be 
at 2000 feet.  

On the other hand, I was only 14.6 miles from 
Wichita (KICT ), and decided to land there 
instead, figuring I had about 30 miles of glide, 
giving me a safety factor of about two.  In 
addition, a strong wind would be behind me.  
The controller cleared me to 1L or any runway 
of my choice, and down to 4000 feet.  I told him 
I intended to stay high and then bleed off my 
altitude when I knew I had the field made.  I did 
this for three reasons:  1) I am a chicken; 2) the 
runway was over 10,000 feet long; and 3) I know 
from my training with John Mariani that when I 

forward slip with gear down and full flaps, I can 
easily bleed off about 3500 feet per minute, 
basically dropping like a rock.  I have practiced 
this maneuver with John many times, and I never 
cease to be amazed at how high you can be and 
still make the field.

I did not feel in the mood to get out the plate for 
ICT, so I asked the controller for the ILS frequency 
for 1L; I figured it would be nice to have some 
slope guidance just as a reference, and indeed, 
the information proved helpful.

At about 8000 feet, the engine developed 
partial power, with about 10 inches of manifold 
pressure, making me think again I had blown 
a turbocharger.  But I still had oil.  Not much 
power, really, but it would help extend the glide 
if I so needed.  I landed uneventfully, trailing 
behind me a stream of smoke and a gaggle of 
emergency vehicles sprouting a wild array of 
rotating lights.  I felt like a mother goose with 
all that equipment dutifully following my lead 
down the runway.

Because I eventually developed power, I can not 
actually call my experience an engine-out event.  
But it sure felt that way at the time.  With time, 
though, I’ll embellish this to epic proportions, 
and make myself out to be a hero.  Somebody’s 
got to do it.

I shut down, crawled out, and was met by an 
alien, who later turned out to be the fire chief 
in an impressive suit of silver armor.  I told him I 
was sorry for getting him out of bed for nothing, 
but that I was glad not to need his services.  As 
we were laughing heartily, he asked for my 
medical and pilot’s license, cutting short any 
more levity.  He took a few notes about the event, 
and departed with his fellow firefighters, leaving 
me wondering what I was to do next.

Being less than an hour by car from KHUT, 
I promptly called Kevin Mead, and begged 
for help.  He came out, bless his heart, and 
diagnosed the problem.  Sure enough, I blew 
the back end of my right turbocharger.  Just 
plain gone, but by some stroke of fate, the oil 
seal remained intact.  The part was only 1/3 
toward its hourly lifetime limit, and had been 
thoroughly inspected at annual, not to mention 

Letter From the Editor
(continued)

cont. page 11
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Proud Inheritors of 20 Years of Piper Malibus
by Chuck Suma

The Meridian and Mirage

This year marks the 20th anniversary of the 
introduction of the Piper Malibu, and to honor 
that venerable milestone, we at New Piper 
Aircraft have introduced special 20th anniversary 
models of the company’s flagship aircraft, the 
Malibu Mirage and the Malibu Meridian.  In doing 
so, we celebrate the significant innovations these 
models have brought to New Piper as well as the 
general aviation industry as a whole.

 

The fact is, these models continue unchallenged 
in their niche.  The Malibu was Piper’s first 
pressurized, cabin-class, single-engine aircraft, 
and the Mirage and the Meridian are proud 
inheritors of that legacy.

When the Malibu was first designed, it was 
not intended to be an enhanced version of an 
existing model, but rather a totally new airplane. 
The primary goals were passenger comfort 
and supreme performance. It was also the first 
Piper model to be made with flush riveting 
and metal bonding to provide a sleek, smooth 
exterior body.

President
The New Piper Aircraft, Inc.

Chuck Suma

In addition, the Malibu was the first pressurized, 
single-engine, six-place aircraft to provide 
volume production of a clamshell entrance in 
the rear for passengers and seating equal in size 
and comfort to the cockpit - qualities previously 
found only in private jets. The aircraft was also 
known for its unique package of features, in 
that it cruised at 200 kts, climbed to 25,000 feet, 
maintained a range of 1,000 nm and was certified 
for Flight Into Known Icing.

Roger W. Peperell, internationally renowned Piper 
Aircraft historian and author of the book Piper 
Aircraft: The Development and History of Piper 
Designs, said the Malibu was revolutionary when 
it came to market and gave birth to a new era 
at Piper.  “The Piper Malibu was a revolutionary, 
clean-sheet design with a long, thin wing, giving 
a high cruising speed and great fuel efficiency,” 
he said.  “For the first time, pilot and passengers 
experienced luxury and space in a pressurized, 
single-engine airplane. This was the beginning of 
a whole new family of sleek airplanes for Piper.”

He also explained that “it took three years of 
study and dedication to get the first Malibu into 
the air, but this pressurized, six-place, single-
engine aircraft provides the creature comforts 
and amenities of many small business jets, but for 
a fraction of the price and operating cost.”

Four years later, the Malibu Mirage was 
released, sporting an improved 350 HP engine, 
and a “cabin-class” design and a price tag that 
made it the affordable alternative to private 
jets - a tradition that continues with the 
current model.

In 2000, the FAA certified the Malibu Meridian, 
New Piper’s first single-engine turboprop, with a 
500 SHP engine and all-glass cockpit. This model 
revolutionized general aviation by opening the 
door for single-engine aircraft to use Air Data and 
Attitude Heading Reference System (ADAHARS) 
in place of gyros. 

And as many of you have flown and/or admired 
the Meridian know, in keeping with the Malibu 
tradition, the Meridian also introduced state-
of-the-art features that to this day give pilots 
advanced capabilities while remaining user-

friendly.  These features include single-lever 
control that optimizes aircraft performance by 
automatically adjusting throttle and prop action 
to meet pilots’ requirements and enhanced 
performance at new higher altitudes - i.e., 260 
kts at 30,000 feet.

Our new Malibu Mirage and Malibu Meridian 20th 
anniversary editions feature commemorative 
paint schemes inside and out. In the interiors of 
each model, the newly designed, commemorative 
20th anniversary logo is featured on each of the 
leather seats. On the exterior, the logo is placed 
beside the last window. In addition, each aircraft 
features a threshold plate that also sports 
the commemorative logo.  And I wouldn’t be 
a true Piper booster if I didn’t point out that 
significant discounts are being offered on special 
anniversary option packages ... and that we also 
are giving new owners of these models a special 
package of customer accessories and gifts. 

We looked back at the most-ordered options for 
these models and bundled them.  The option 
packages represent the most-desired avionics 
suites for both the U.S. and international markets.  
For the U.S. market, an optional package for a 
Mirage features the Meggitt Magic Single Side 
EFIS System, the Honeywell Integrated Hazard 
Avoidance System (IHAS 8000), Flight Information 
System (FIS weather data link) and a second GTX 
330 Transponder, all at a substantial savings.   

International customers who buy the Malibu 
Meridian also receive savings on similar packages 
designed to meet their market niche.  For 
example, the ADF and DME navigational units are 
more suitable for international buyers, whereas 
Meridian buyers currently receive the Meggitt 
Magic EFIS system as standard.  We also offer 
an optional 20th anniversary special edition 
avionics package that will best suit a Meridian 
international buyer. 

Quality, safety and performance have long been 
the hallmarks of the PA46 family of aircraft.  In 
1984, they were the best value for the dollar, and 
that tradition - we’re proud to say - continues 
with the 20th anniversary editions of the Malibu 
Mirage and the Malibu Meridian. 
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Jim Yankaskas

Aviation News

Headline News

Airplane accidents, from minor mishaps to 

major collisions, attract headlines in the lay 

press, in aviation journals, and in this column.  

Why this fascination with aviation disasters?  

Primarily, compared to other causes of death 

and destruction, such as auto accidents, aviation 

mishaps tend to be more spectacular, and involve 

more people than single events elsewhere.  

Aviation accidents feed into a more general 

curiosity, fear and intrigue about airplanes.   

Even as a pilot, I am susceptible to this fascination.  

Just last week as a passenger on a Super MD 80 at 

RDU, I was suddenly at attention when the plane 

abruptly stopped and shut down on the taxiway 

before departure.  The airport had been closed, 

and our pilot announced that a military fighter 

landed off the runway.  The row of fire engines 

and the billowing smoke from the southwestern 

portion of runway 23L heightened my attention.  

The airport opened about 10 minutes later and 

we departed 23R.  The debris on the right side 

of 23L was burning vigorously, despite the ring 

of fire trucks and continuous stream of foam 

aimed at the inferno.  Eventually we learned that 

an F18 pilot ejected successfully during his 23L 

departure.  The details are being investigated.  

Rubbernecking

By witnessing an aviation accident from a safe 

distance, we may also want to reinforce our sense 

of invulnerability: bad things happen to others, 

but not to me.  This is one of the classic hazardous 

attitudes and can increase our own risks.  

Learning From Others

Finally, perhaps the most important reason for 

our fascination is that we want to learn from our 

collective experience, and use that knowledge 

to improve our own flying knowledge, skills, 

judgment and safety.  That is why MMOPA was 

founded, why we belong, and why we constantly 

try to improve in all areas that affect safe 

operations of our airplanes. 

Our fleet had only one reported accident 

between 12/1/03 and 2/29/04.  Here is the 

NTSB preliminary information.  Think about 

what aspects of pilot skills, proficiency, weather, 

mission and judgment may have contributed.  

What can we learn from this?

Meridian N155TM

On December 17, 2003, at 0933 EST, a Piper 

PA46-500TP, N155BM, was destroyed when it 

impacted trees and terrain near Daytona Beach, 

Florida. The 14 CFR Part 91 personal flight was 

operating in marginal visual meteorological 

conditions and was not on a flight plan. The 

non-instrument rated private pilot and his 

one passenger were fatally injured. The flight 

had originated from the Spruce Creek Airport, 

Daytona Beach, Florida, about 0928, and was en 

route to Lufkin, Texas.  At the time of this writing 

no more details were known.

Exchanging Paint Mid-Air

One of my friends, a Piper Seneca owner and 

pilot, bought an Aviat Husky to hone his stick 

and rudder skills and to enjoy pilotage and grass 

runways.  I jumped at the chance to give him 

some tailwheel instruction and to fly his new 

airplane, which is a real beauty.  On a clear day 

in February 2004, we flew from RDU to Wilson 

Industrial Airport (W03), which seemed ideal 

for our mission.  Runways 3/21, 9/27 and 15/33 

would let us avoid or enjoy crosswinds.  The 

airport is not busy, especially compared with our 

home base at RDU.  

Ideal Setup

The setting was classic for a mid-air collision: 

staying in the traffic pattern at a non-towered 

airport in good VFR.  We were doing a series 

of takeoffs and landings and had just turned 

downwind leg for runway 33 at pattern altitude 

and 80 knots indicated airspeed.  We heard a 

Beech Baron report 4 miles out, approaching 

from the west.  We had no way of knowing 

whether he had heard any of our position reports.  

We looked for the Baron, and spotted its ground 

shadow just before hearing the pilot report a 

very close encounter on Unicom.  He had been 

reporting his position on Unicom, did not detect 

us with his TCAS, and noticed us just in time to 

divert.  The Baron pilot estimated passing within 

100 feet of our right rear.  If we had collided we 

all would have certainly died.  Just as certainly 

the NTSB would have cited “failure to see and 

avoid” in the official report as the accident’s 

primary cause.

Aftermath

John and I extended our downwind leg while 

the Baron crossed the field at pattern altitude, 

entered downwind for runway 21, and landed.  

After landing on 33 we stopped near the 

approach end and got out to consider the event.  

After first recognizing our good fortune to be 

alive, we next discussed what we could do to 

minimize future risks.  To his credit the Baron pilot 

saw us stop and came over to discuss the same 

issues.  Our series of discussions heightened our 

knowledge of the risks and helped us develop 

strategies that might improve our safety.  What 

did we learn from this episode?  What can we do 

to minimize future risks?

Lessons Learned

Our situation was classic for an in-flight 

collision.  Key prevention factors are situational 

awareness and vigilance for traffic.   We heard 

one of his position reports, but he did not hear 

any of ours.  

Action Item #1:  Always make an extra 

position report on Unicom when a 

new airplane reports approaching 

that airport.  This should improve 

the likelihood that at least one 

transmission will be heard and that 

each aircraft knows of the other.  

by Jim Yankaskas
Why Study Accidents and Incidents?
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There are several acceptable ways to enter a 

traffic pattern.  Entering at pattern altitude is 

always recommended, but downwind, cross 

wind and mid-field entries are acceptable.  The 

essential factor is to be in a position that provides 

maximum opportunity to see and avoid traffic 

in the pattern, whether or not every pilot has 

announced.  Perhaps entering on crosswind 

outside of all the traffic patterns or overflying 

the field 500 feet above pattern altitude before 

descending to pattern altitude and entering 

downwind would be wise strategies.  

Action Item #2: Review FAR Part 

91.113, AIM section 4-3-2, Advisory 

Circular (A.C.) 90-42F Traffic Advisory 

Prac t ices  at  Ai r por ts  Without 

Operating Control Towers, A.C. 90-

48C Pilots’ Role in Collision Avoidance, 

A.C. 90-66A Recommended Standard 

Traffic Patterns and Practices for 

Aeronautical Operations at Airports 

without Operating Control Towers. 

Select personal operational techniques 

and standards that will minimize 

future risks.

The FAA recommends visual scanning for traffic at 

least 70% of the time, and more during high-risk 

situations.  Are my scanning techniques and time 

allocation as good as possible?  I doubt it.  How 

about yours?  The AOPA Air Safety Foundation 

has an excellent brochure on this topic (www.

aopa.org/asf/publications/sa15.pdf ).  

Action Item #3: Maintain very high 

situational awareness and visual 

vigilance at all times, and especially 

near airports.

This episode definitely focused my attention on 

collision avoidance techniques and improved my 

personal standards.  I hope the article stimulates 

you to consider more carefully the possibility 

of a mid-air collision.  The risk is real.  And do 

not think that you have a free pass at towered 

airports, because mid-airs have occurred while 

both pilots were in contact with the tower.  You 

can relax your vigilance only when the plane is 

shut down and secured.

flown afterwards for 2.5 hours.  My timing has 
always been impeccable.  I decided to replace 
both units left and right.  I did not want any more 
surprises from the other side.

I had taxied to Raytheon Aircraft Services, where 
I was to remain over the next three days.  Jeff 
Fernandez, the Operations Supervisor, went out 
of his way to accommodate my needs, including 
making room in a crowded hangar for me so that 
Kevin did not need to work out in the rain and 
cold.  Don Roseberry, the Line Service Manager, 
and his crew, could not have been more helpful 
or more friendly.  I can not praise the staff at 
Raytheon enough.  All were a joy to work with.  
This experience was a stark contrast to the folks 
at the FBO in Jackson, MS, who basically held me 
hostage when my nosewheel collapsed.  If you 
ever stop in Wichita, please stop by Raytheon.  
That level of service warrants our business.

We ordered the two turbochargers for overnight 
delivery to Raytheon, and I went off to the 
airport Hilton for a good rest.  Kevin thought I 
would be on my way by mid-afternoon the next 
day.  But now the real nightmare began.  I made 
sure that the shipping department at Raytheon 
knew what was coming, and that the air bill 
on the UPS package was properly labeled so 
nothing would be lost after delivery.  But this 
extra effort at diligence was for naught.  The UPS 
truck came at the appointed time, but my parts 
unfortunately did not.  The package was lost.  
Yes, no turbochargers, no repairs, no departure.  
UPS could simply not tell me where on this great 
planet of ours my two turbochargers were, even 
though I had the tracking number. 

So, we re-ordered, and this time I insisted on 
a FedEx delivery, and I went back again to the 
Hilton.  (No, I do not have stock in FedEx).  The next 
morning both packages arrived, giving me an 
abundance of turbochargers.  Two were returned.  
Kevin and Tony came out early morning, again, 
and, with the plane ready to accept the new 
parts, promptly put everything back together.  
Given the pouring rain and nasty thunderstorms, 
I satisfied myself with a high power run up.  
Everything looked great.  Except that the co-
pilot’s AI failed during the run up.  I was getting 
just a tad frustrated, and I say this carefully as to 
avoid offending any children in the room  To top 
off this good time, I was facing some heavy IMC 

on my proposed journey to Florida, and did not 
believe that taking off with one AI was prudent.  
So we ordered the part, this time from somebody 
in town, to be delivered by courier.  What could 
go wrong?

Well.  The courier, who amazingly did not carry 
a cell phone, did not show up at the appointed 
hour.  After some good detective work, we 
discovered that he was stuck in a major traffic 
jam caused by an overturned truck.  The day was 
fading fast.  Finally, the part arrived, Kevin worked 
his magic fingers, and I had a new AI installed.  But 
by this time, night had also arrived, along with 
more nasty weather.  I was not about to take off 
at night in heavy IMC at this point.  So back to 
the Hilton, again, yet again, where I was greeted 
by the staff as an old friend.  

After three days of failing parts, lost parts, bad 
weather and stymied couriers, I truly was feeling 
like a captive.  I kept thinking of the words to 
Hotel California, about being able to “check in 
but never leave.”  If you have ever seen “Red Rock 
West” with Nicholas Cage, who just could not 
get out of town in spite of great effort due to an 
increasingly odd set of circumstances, you get a 
sense of my frustration.

Early the next morning, at the crack of dawn, 
I found a gap along the slow-moving frontal 
system that was creeping east directly across 
my route of flight.  Up, over and through, and I 
was on my way to Vero Beach.  A good thing, too, 
because I was running out of underwear and 
socks.  My training was uneventful.  I practiced 
engine out procedures.

AWOL Magazine

In the category of “nothing is easy”, the spring 
issue that generated a few comments on the 
website appears to have been mailed to the 
majority of members minus a street address on 
the mailing label.  After discovering this gem of 
good news, we worked with the shipping house 
to determine who received what, and then had 
the magazine re-printed and then re-sent to all 
those formerly deprived of the award-winning 
magazine.  I say award-winning in anticipation 
of future events.  I hope everybody eventually 
received the spring issue.
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cont. page 55

Trey has been a professional pilot since 
1971. During the first sixteen years, Trey 
saw duty as an instructor, charter and 
then corporate pilot flying a variety of 
aircraft, including the Cessna 310, 340, 
414, 421 and 425; Beach Baron and 
King Air and Cessna Citations. He left 
corporate life in 1987 when he joined 
the staff at FlightSafety San Antonio 
teaching in the Mooney, Merlin/Metro, 
TBM 700 and Cessna Citation 500 
Series aircraft. After retiring from FSI 
in 2001, he became the Executive 
Director of the Mooney Aircraft Pilots 
Association. In 2002, Trey and his wife 
Lela founded Flight Training Inc. in San 
Antonio, Texas and secured a contract 
to provide transition training for all 
the Mooney Airplane Company new 
aircraft deliveries. Later that same year, 
FTI branched out to include the TBM 
700, in which Trey has over 1800 hours 
teaching. Trey has more than 8000 
hours of flight time and holds an ATP 
with CE500 Type, a CFII and MEI ratings.

by Trey Hughes

TBM700 Insights

Trey Hughes 

The title question is definitely loaded, and 

exposes me to close scrutiny.  But I am not in 

fact asking about my personal mental stability.  

That is best left to those who can whisper 

about me out of earshot.  What I am asking 

is whether my TBM 700 (substitute any other 

high performance aircraft) is stabilized on final 

approach for landing?

Definition

By definition, an approach is considered 

stabilized when the aircraft is properly 

configured and maintains a constant airspeed 

and descent rate while following a constant 

vertical path to the runway.  A stable approach 

allows a pilot to quickly recognize problems 

(like wind shear) that could cause the aircraft 

to deviate from the desired descent path or 

airspeed.  Another important consequence 

is that pilot workload is kept to a minimum 

during a time when extreme focus is necessary.  

Unfortunately, unstabilized approaches have 

been implicated in numerous turbine aircraft 

landing accidents in recent years.

Important Criteria

According to the Flight Safety Foundation 

(FSF), “All flights must be stabilized by 1,000 

feet above the airport elevation in IMC and by 

500 feet above the airport elevation in VMC.  An 

approach is stabilized when all of the following 

criteria are met:”

• The aircraft is on the correct path;

• Only small changes in heading/pitch are 

required to maintain the correct flight path;

• The aircraft speed is not more than VREF + 20 

KIAS and not less than VREF;

• The aircraft is in the landing configuration;

• Sink rate is no greater than 1,000 fpm (if 

an approach requires more than 1,000 

fpm sink rate a special briefing should be 

conducted);

• Power setting is appropriate for the aircraft 

configuration and is not below the minimum 

power for approach as defined by the aircraft 

operating manual;

• All briefings and checklists have been 

conducted;

Am I Stable?

• Unique approach procedures or abnormal 

conditions requiring a deviation from the 

above elements of a stabilized approach 

require a special briefing.

• Specific types of approaches are stabilized if 

they also fulfill the following:

1.  Instrument Landing System (ILS) approaches 

must be flown within one dot of the 

glideslope and localizer;

2.  A category II or Category III ILS must be 

flown within the expanded localizer band;

3.  During a circling approach, wings should 

be level on final when the aircraft reaches 

300 feet above the airport elevation; and,

The FSF also states that “an approach that 

becomes unstabilized below 1,000 feet above the 

airport elevation in IMC or below 500 feet above 

the airport elevation in VMC requires an immediate 

go-around.”

Points of Interest

Some interesting points come to light when 

we look at this list of criteria.  Immediately 

apparent is that the FSF was quite concerned 

with significant changes in aircraft configuration, 

attitude or airspeed below 1,000 feet AGL in 

IMC.  This concern is justified by the discovery 

that unstabilized and rushed approaches have 

led to fatal aircraft accidents during this critical 

phase of a flight.

So what does this mean to us in our TBM 700?  

Obviously we should be completely configured 

for landing no later than 1,000 feet above the 

airport for a stabilized approach in IMC.  But 

what does “landing configuration” mean in the 

TBM?  According to the FAA-approved POH, 

landing configuration means landing gear 

down and flaps set to 34 degrees.  This is found 

in both “Normal Procedures - Landing” and in 

“Performance - Landing Distance” sections of 

the POH.

Down and Locked

Of course the landing gear should be down if we 

want the airplane to be reusable.  But flaps are 
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by Robert Conrad

Views from a JetProp
Malibu Mecca

Robert Conrad

Bob was told he could never be a pilot 
during a long bout through the 70’s with 
Meinere’s Syndrome, an inner ear disease. 
He received his pilot license in 1983 after 
a successful operation. He is a CFII and 
enjoys teaching. He owns a Decathelon 
and takes pleasure in light aerobatics. 
He also stays busy developing and 
maintaining web pages for charities  
and flying for AirLifeLineMidwest.

Bob graduated from the University of 
Detroit in 1962 with a degree in Electrical 
Engineering. He then joined his father’s 
Motorola Two-Way Radio business, which 
eventually grew to over 160 employees 
in the two-way radio, cellular, paging, 
SMR, manufacturing and radio broadcast 
industries. In 1990, his company took over 
airport management and FBO operations, 
including a maintenance and avionics 
shop, at the Butler County Regional 
Airport in Hamilton, Ohio (HAO). In 1999, 
Bob decided to take an early retirement 
and turn the business over to his children 
and employees.

You can visit his web site at: www.PA46T.com

In the Beginning

With the advent of AD 91-07-08, Sy Weiner and 

members of the Malibu Coalition invited all 

Malibu owners to Sarasota, Florida in November 

of 1991. The meeting was designed primarily to 

deal with the FAA’s grounding of the Malibu fleet 

for IFR flights. During a break one afternoon we 

gathered at the airport to admire each other’s 

newly grounded aircraft. While walking the ramp, 

I was approached by Kevin Mead, who said he 

had something to show me on my Malibu. 

Kevin was telling me, as we walked towards the 

airplane, how he had maintained my Malibu for 

it’s first owner Gordon Faulkner, and how he felt 

like the airplane was his own. Upon reaching the 

plane, Kevin rapped on the spinner with the back 

of his middle finger and said, “Hear that hollow 

sound? Your spacer is not tight on the hub and 

your spinner will crack if you don’t take care of 

that.” My first and lasting thought was “what a 

nice guy, he didn’t have to tell me that.” 

Hutchinson, Kansas

Kevin has always made himself available to all 

PA46 drivers through his magazine articles (he 

has the longest standing series of articles) and 

his open telephone policy. I decided to pay a visit 

to Hutchinson, Kansas to see if I could learn more 

about this master mechanic.

I sat down with Kevin and his wife Cynthia to 

learn how they found their way to the flat plains 

of the mid-west.  It turns out that Kevin was born 

into an aviation family in Lyons, Kansas, just 25 

miles down the road. His father owned the FBO 

at Lyons, which gave Kevin ample opportunity 

to learn flying and maintenance skills. After 

high school he attended the Spartan School of 

Aeronautics, where he graduated 18 months later 

with his A&P license. After schooling he went 

back home to work for his father. 

Romance Blooms

After work Kevin would make deliveries for his 

brother, who owned a TV and appliance store 

in town.  Also working in the store during that 

period was a pretty Texas gal by the name of 

Cynthia. With a degree in East Asian Languages, 

only the odd twists of fate would bring her 

to Lyons, Kansas, and into the clutches of a 

budding mechanic.  But there she was, and 

there began what would turn out to be a 

match made in heaven.  They tied the knot on 

December 27, 1983.

Go East Young Man

Soon after they were married, Kevin was courted 

by Skytech to maintain King Airs. The young 

couple made the decision to move to the East 

coast and work for an aggressive growing 

company. Kevin’s initial focus turned out to 

be Turbine Commanders, which gave him the 

perfect background and experience for his 

future work on the Pratt & Whitney PT6. When 

the Malibus came out in 1984 he found an instant 

attraction to the airplane. In 1987 Kevin was 

promoted to Director of Maintenance at Skytech, 

which was the USA leader in Malibu sales.

In 1991 Kevin and Cynthia accepted an invitation 

from Charlie Powell to hitch a ride to the Malibu 

Owners meeting in Sarasota, Florida. This 

was the beginning of a personal relationship 

with MMOPA and all Malibu owners that has 

weathered the test of time.

Moving On and Up

In 1994 the new owner of Western Piper Sales 

in Fresno, California, approached Kevin to join 

him in building his maintenance business. Kevin 

saw this as an opportunity for a new adventure, 

offering more autonomy and the independence 

to build up the shop. In two years the Malibu 

maintenance customer base grew from 1 to 40 

airplanes. Kevin relates that, at the time, that 

seemed like a truly large number.

cont. page 74
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Ivy, age14, ever-present on the computer

Norris, age 12 Wallis, age 10 Rhonda, often the first voice you 
hear at the other end

Rhonda helping Norris 
with his coin collection

Kevin, in front of his hangar, with one 
of his famous antique cars

Kevin and Cynthia Mead

Customer Jeff Schweitzer discussing with 
Kevin concern over a brake problem

Jeff Schweitzer during final inspection 
before taking delivery

Kevin, as he 
appeared in the first 
MMOPA magazine in 

September, 1991
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cont. page 74 

David’s first dream in his youth 
was to be a Naval Aviator, but 
lack of 20/20 uncorrected vision 
precluded the normal approach 
to that goal. Since Annapolis was 
out, David became a physician 
in pursuit of his dream of flying. 
Taught by his Dad, a flight 
instructor in the Navy, David 
went on to fire patrol and crop 
dusting to satisfy the flying urge. 
He then made it to medical 
school, followed by a residency in 
radiology in the US Army. David 
served in Vietnam as a flight 
surgeon and a radiologist. After 
entering private practice in Tyler, 
Texas, where he currently lives 
with his wife Emily, he traded his 
Cessna 180 for a Twin Comanche, 
earned his ATP, and then moved 
up to the Malibu. He bought 
4388M in 1987, spruced her up 
to become Queen of the Fleet in 
1991, and has kept her in mint 
condition ever since.

by David Coats, MD

Coats Corner

David Coats, MD 

When the Malibu came on the aviation scene 

in 1984, the POH directed pilots to operate only 

lean-of-peak (LOP) in cruise.  That little directive 

created a firestorm in the aviation press, and as 

we learn each year at the convention, the issue 

still burns bright today.

OWTs

An inordinate number of OWTs (old wives tales) 

concerning LOP operations have propagated 

in the ensuing years.  In what might be a futile 

attempt to demystify LOP operations, MMOPA 

has had multiple sessions on the topic.  George 

Braly of GAMI fame (and a well known proponent 

of LOP operations) has been a featured speaker at 

three of our conventions, most recently in 2003. 

Ada, OK

Whether flying a Lycoming or Continental, every 

PA-46 pilot should consider enhancing his or her 

knowledge about the operation of a gasoline 

engine by attending the Advanced Pilot’s 

Seminar in Ada, Oklahoma, scheduled about 

every two months.  The course is somewhat 

expensive, but well worth the time and cost. 

The February 2004 issue of AOPA Magazine has 

an outstanding review of this course. However, 

nothing compares to being there in person to 

see the test stand first-hand and to watch the 

actual data unfold. 

Test Stand

The whole concept of when to operate LOP 

becomes almost second nature after seeing the 

test stand. When to operate ROP, and that usually 

means really ROP, also becomes important.  

The test platform is named in honor of a past 

engine engineer at Continental by the name 

of Carl Goulet, who was instrumental in the 

development of the TSIO-520 for the Malibu.  

His task was to satisfy the exceptional demands 

placed on Continental by Piper for this hard-

working engine. 

Big Radials

The history behind the TSIO 520 operating LOP, 

as opposed to the old standard IO-470, is quite 

a tale. But for history buffs, the nugget lies in 

the fact that none of the information about 

LOP operations is really rocket science nor 

new information. In fact, the airline industry 

Powerplant Insights

after the second world war basically operated 

all the big radials LOP for all cruise modes.  But 

instead of calling their operations LOP, the 

airlines considered themselves to be operating 

at a 10 percent BMEP (Brake Mean Effective 

Pressure) drop. 

This point is made clear in one of the handouts 

at the APS course in the form of a small booklet 

published by the Wright Aeronautical Division 

back in the late 1940’s and early 1950’s.  Inside 

this little gem are data supporting the basic 

operational theories of turbo compound engines, 

which are those giant double row radials that 

powered the airliners of that era. In the booklet 

is a graph that explains why exhaust valves do 

much better LOP than ROP. The data are not new. 

But the conclusions from the data are being 

rediscovered.  With folks like George Braly, John 

Deakin and Dr. Walter Atkinson, the ability to 

apply the information to modern engines is 

becoming more common. 

Right From the Beginning

Modern analysis of the old data prove that the 

Malibu POH was correct back in 1984.  But, and 

this is critical, no engine analyzers were available 

at the time, and even the super gurus at Piper 

were not aware of the tremendous variations 

between cylinders operating at 50 degrees LOP. 

That is, although the pilot was leaning to 50 

degrees LOP based on the TIT, other cylinders 

were operating in the “red zone”, where we 

find the worst possible conditions for cylinder 

health.  Yet even with our new understanding 

of cylinder behavior, the suggested operating 

parameters in the POH from some manufactures 

will still put the engine exactly in the red zone. 

Why? Marketing trumps science in this business 

every time. 

Fortunately, I believe the OWTs are gradually 

dying out. Do yourself a favor and review the 

article by Steven W. Ells in the February 2004 issue 

of the AOPA Magazine, and then sign up for one 

of the APS courses in Ada, Oklahoma. 

Click on www.advancedpilot.com/explore_001.

htm for more info, or if you forget this address go 

to Google and type in GAMI.
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If you are a piston pilot dreaming of sitting left seat behind a pressurized single engine turboprop (SETP), you will 

eventually set your eyes on either the JetProp, Meridian, TBM 700 or PC-12.  Each aircraft offers a unique combination 

of performance, price, strengths and limitations.  Faced with this complex array of form, function and cost, how can 

you choose the machine that best suits your mission profile and budget?  

The best means of selecting the right aircraft is to gain as much knowledge as possible about each of the various 

choices.  With that goal in mind, we intend to offer you a comprehensive comparison that is positive, fair, unbiased, 

balanced, and informative.  But since a detailed look at all four aircraft would be biting off more than we can chew, 

we will focus our attention on turboprops derived from the airframe of greatest interest to MMOPA members, namely 

the Meridian and JetProp.

PA-46 TURBOPROPS

by Mac Lewis and Jim Gero
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PA-46 TURBOPROPS

by Mac Lewis and Jim Gero

the PA-46 turboprops will have to make a fuel stop while a piston PA46 

would not, at least those running lean of peak.

Other Choices

The other turboprop alternatives deserve a brief mention before moving 

on to explore the similarities and differences between the JetProp and 

Meridian.  The TBM-700 is faster, structurally more solid, more expensive 

to acquire, and more expensive to operate.  The Pilatus PC-12 has a 

significantly larger payload, larger cabin, longer range and is even more 

expensive to acquire and operate. The Cessna Caravan is altogether a 

different type of alternative, with its fixed gear and non-pressurized cabin.  

The Caravan is in the same general price range as Meridian or JetProp, but 

is much slower, with cruise speeds of 175 to 185 knots and a higher fuel 

burn rate.  But the Caravan has awesome payload capabilities, including 

an under-plane baggage bay.  Other alternatives that you may consider 

could include piston twins, twin turboprops and other new (but not yet 

delivered) single engine turboprops and/or proposed light “personal jets”.  

But those will be left to others to compare.

JetProp and Meridian:  An Initial Comparison

JetProps and Meridians are more alike than not, at least from the 

perspective of the guy or gal in the left seat. Compared to the other 

alternatives mentioned, JetProps and Meridian are closer to each other 

in price, operating cost, performance, range and useful load. And both are 

derived from the same popular Malibu pressurized cabin and airframe. 

Both are designated as “P46T” on flight plans.  In flight, ATC is still figuring 

out what to call them.  Frequently ATC calls us a “Piper” or “Malibu”.  But 

as of early 2004, about 135 JetProps and over 180 Meridians have been 

delivered, so ATC is becoming more likely to recognize us as “Meridian” 

or “JetProp”. 

As JetProp conversions are done in Spokane, Washington, pilots find when 

they fly near Spokane in any P46T (or even a PA46) they are routinely called 

a JetProp.  New Piper produces Meridians in Vero Beach, Florida, and as a 

rule, pilots say they are called Meridians on the East coast, and generally 

so outside the Spokane area.

So if the JetProp and Meridian are similar, how does a prospective buyer 

choose between the two? What are the differences? Both planes are good 

turboprop solutions, especially for piston pilots transitioning to their initial 

turboprop.  But the two aircraft had different design objectives. 

Later in this article, we will provide additional information for comparison, 

but the brief, Cliff Notes® version is:

Design Philosophy

• JetProp was visualized and designed to be a low-cost turboprop (low 

entry and operating costs) with a good power-to-weight ratio. Design 

features like ram-air inlet, similar to a Piper Cheyenne, Raytheon King 

The authors are Meridian and JetProp owners. Jim Gero flies N388TW, a 

2001 model year Meridian #18; he has flown this for about 400 hours.  Jim 

is an ATP with a CFII rating and about 3,000 hours total time.  Mac Lewis 

owns N463JP, JetProp #100, a 1999 Mirage with a JetProp STC conversion 

delivered in December 2002.  Of his 1300 hours total time, about 350 hours 

have been in the JetProp. Both of us went through a careful process of 

evaluation before purchasing our planes, and we will share our respective 

experiences with you.

Approach

We are frequently queried about our planes and experiences.  Commonly, 

we are asked what airplane we think is “better”.  Naturally we are 

more familiar with our own planes and the reasons we selected them.  

Consequently, we are more inclined to recommend the model that we 

bought. Nevertheless, in order to be as objective as possible in preparing 

this article, we put ourselves back in the shoes of a prospective first-time 

buyer, did research on each of these type of planes, talked to a diverse range 

of pilots, including other owners, and learned from each other. 

Bottom Line Up Front

The bottom line? Well, these are both great planes, and in many ways, at 

least from a pilot’s perspective, are more similar than different. If someone 

feels one or the other better fits his mission, budget and needs, we do 

not feel he would be making a mistake. You may then ask, what would we 

recommend, knowing what we know now? To be fair, the answer depends 

on many factors, including budget, preferences and mission. But, other 

things being equal, Mac says, “JetProp” and, Jim says, “Meridian”.  Surprise.

The Turbine Advantage

In looking at alternatives to pistons, JetProps and Meridians are in a 

similar category, and both are a clear step up in performance, safety and 

cost. Either is less expensive to acquire than any other single engine 

turboprop alternative, and less expensive to operate than anything that 

offers comparable cruise performance. 

The move from a piston to a turboprop is expensive, but has some 

generic advantages. In addition to “sex appeal” (sound, smell of Jet-A), 

the advantages include engine reliability, greater speed and more power. 

Flying a turboprop is easier than managing the large pistons in a Malibu/

Mirage... just adjust power and fly the plane, with no worries about leaning 

or shock cooling.  

Turbine reliability and power also represent increased safety in various 

ways. For example, these planes have greater climb rates to get away 

from the ground faster (on take-off or on missed approach) and to enable 

faster transitions through icing or weather zones. On the other hand, for 

shorter trips the extra turbine speed does not significantly impact total 

elapsed time, and might hardly seem to justify the additional expense. 

Both JetProp and Meridian have more limited range than their piston 

counterparts:  for trips over 1,000 nm (more or less, depending on winds) 
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Air and TBM-700, provide efficient fuel use and good power from a 

PT6-35 engine (the latest version of the PT6 to be installed). This is a 

highly integrated conversion of a PA-46 airframe, and is more than a 

“bolt-an-engine-on” STC.  A customer for a new conversion can select a 

companion avionics upgrade, if he is so inclined. The JetProp conversion 

is likely to appeal to those who like to participate in this “putting-it-

all-together process”. As would be expected in any major undertaking, 

JetProp had a few early teething problems, including upgrades from 

the standard Mirage heating system and changes to the original engine 

mount, but the design has proven solid.  The JetProp organization is 

renowned for its customer-oriented operation, and proudly claims 

100% happy customers.

• Meridian represents the top-of-the-line owner-flown plane from New 

Piper.  New Piper designed the Meridian to provide the best value in 

its class (half the price of its nearest competitors, the TBM 700 and PC-

12), while still incorporating state-of-the-art technology in avionics, 

systems and luxury.  Piper engineers concluded that a simple engine 

change and/or modification would not be enough to achieve all these 

goals.  Consequently, the Meridian design includes structural changes to 

accommodate a 16% weight increase, the turbine engine and changes 

in the associated performance and operating environment. The plane 

boasts an attractive, state-of-the-art, Meggitt glass avionics cockpit, and 

a luxuriously appointed cabin. In addition, the Meridian has automatic 

or “one lever” ease of operation for many functions, which reduces 

pilot workload.  This latter feature includes automatic operation of the 

prop rpm, environmental controls, de-ice boots recycling and fuel tank 

switching, as well as full-time anti-ice/inertial separator for engine air 

inlet. These automated functions are intended to reduce the potential 

for mistakes and accidents in a plane that will generally not be flown 

by professional pilots. Owners observe that there have been a number 

of Service Bulletins (SBs), as is frequently the case with any new plane.  

The new Meridians enjoy greater useful load, can operate in lower 

temperatures and sport a new, advanced autopilot (Magic 1500) and 

advanced avionics.  Meridian customers are loyal, love their planes, and 

consider them fun to fly, so much so that many have already traded up 

to the latest model Meridians.  

Engines and Cruise Speed

• Meridian has a PT6-42A engine, which is derived from a larger engine 

series than the PT6-34 or PT6-35 found in JetProp.  Meridian’s PT6-42 

engine operates with 500 HP on the ground and a gross weight of 

4,850 or 5,092 pounds (S/N 4697157 and higher). This powerful and 

proven engine is the same as used on B-200 King Airs at 850 SHP.  New 

Piper chose to derate the engine to 500 SHP because Piper engineers 

believe that greater horsepower on a PA-46 airframe would result in 

questionable handling and safety.  The result is consistent performance 

at peak power without exceeding temperature limits or shortening 

engine life.  The JetProp PT6-35 engine (or PT6-34) has 560 HP available 

at sea level on a plane with a gross weight of 4,300 pounds (4340 

pounds for ‘99 Mirages and later), providing good short field take-offs 

and exciting climb characteristics. JetProp (and the FAA) believe that 

the PA-46 can safely handle greater than 500 SHP.  By comparison to 

JetProp, the heavier Meridian feels sturdier (which many pilots like), 

but has a lower rate of climb at lower altitudes. On the other hand, the 

Meridian will pass the JetProp in the Flight Levels.   These performance 

differences, however, appear to be less between a Meridian and a 

JetProp with a -35.

• Meridian is certified for operation to FL300 (compared to FL270 for 

JetProp).  FL300 is not usually available from ATC because of vertical 

separation requirements, but if requested and granted, the Meridian 

can go there with ease. In practice, Meridians typically top out at 

FL290. At altitude, a Meridian can get slightly better cruise speed than 

a JetProp. 

Range and Useful Load

• Both planes have limits on weight and range.  JetProp’s more efficient 

engine provides slightly better range (even though Meridian carries 

more fuel), but the engine is operating much closer to its limit than 

the -42.  The -42 requires more fuel than the -34 or -35, but the payoff 

is greater power at altitude.  Everything is a trade-off.  The latest model 

Meridians (2003 and beyond) have a gross weight increase (from 4,850 

to 5,092 pounds), and with this increase comes a better full-fuel payload 

than JetProp. The newer Meridian with the gross weight increase can 

legally fly with up to 4 people and full fuel (depending on passengers’ 

weight and luggage), for a maximum of about 600 pounds; JetProps 

(depending on model converted) have a full fuel payload of about 300 to 

400 pounds compared to about 370 pounds for early model Meridians. 

A JetProp gross weight increase from 4,300 to 4,518 pounds (or to 4,558 

for ‘99 and later Mirages) is expected in mid-2004.  This gross weight 

increase, which has been anticipated and “in the works” for almost 4 

years, is intended to be able to be retro-fitted to all JetProps.  Older 

model Meridians will not be able to be retrofitted for the gross weight 

increase found in later models.

Pricing and Depreciation

• At the time of this writing, a new 2004 Meridian, with the most popular 

options, is listed at about $1.8 million. The standard JetProp conversion, 

with a PT6-35 engine, costs about $540,000.  If used for business, the 

Meridian and the cost of the JetProp conversion can be eligible for 

accelerated depreciation (consult your tax attorney). Depending on the 

underlying value of the to-be-converted Malibu or Mirage, the total cost 

for a JetProp will generally be in the range $900,000 to $1.2 million. But 

this is not an apples-to-apples comparison.  A JetProp is not a new plane, 

and many retain their old panel.  But like the Meridian the JetProp does 

have a new engine with a 5-year warranty. Used Meridians (2001-2003) 

are selling for about $1.1 - $1.3 million. 

• In the first two years, depreciation in Meridians seems to be been 

running at about $500,000 or more.  JetProps seems to be holding 

about 90-95% of their converted cost.  However, that number does not 

include JetProps on the market but not yet sold.  Again, that number 

for JetProp does not compare fruit to fruit to the Meridian:  a converted 
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Malibu/Mirage is a used airplane that has already incurred new-plane 

deprecation prior to conversion.  If you use the rule of thumb that 

most depreciation takes place when you fly the plane off the lot, it 

makes sense that a higher percentage of the conversion cost would 

be retained since most of the depreciation has occurred prior to the 

conversion. There is some evidence that the used market for both of 

these plane models is improving, with declining inventories.  If so, and 

if the new model list price for a Meridian holds up without significant 

discounting, the value of both fleets could go up as demand improves.  

There is one last note concerning used airplanes:  most Piper dealers 

say they are reluctant to take JetProps on trade, and the impact of that 

on resale is hard to predict.  Even harder to predict is the impact of the 

new generation of light personal jets that may be going into production 

as early as the end of this year with prices reported in the range of $1.2  

million to $2 million.  Of course, even if those prices hold, you will need 

to be twin rated, and insurance may be prohibitive even for high-time 

pilots with turbine experience.

Miscellaneous Items

• European operators observe that they incur significantly higher user fees 

for planes over about 4,410 pounds (2000 kg). Consequently in Europe, 

a Meridian could be more expensive to operate (but Piper offers the 

1999 kg POH, which could negate the application of user fees).  For that 

reason, the planned JetProp gross weight increase will be an option 

some will decline in Europe.

• JetProp retains the front baggage compartment (which, however, can 

now hold only 30 pounds, as compared to 100 pounds on Malibu/

Mirage, due to the installation of a fuel tank there). Instead of the front 

baggage compartment, the Meridian has two utility storage areas, one 

in back of the radar pod (5 lbs max capacity), and another in the rear 

fuselage (4  lbs max capacity), for aircraft incidentals. The Meridian’s 

aft baggage compartment also features an additional 50 pounds of 

capacity with the rear seats folded down, bringing total capacity to 150 

pounds.  This feature is FAA-certified to carry the extra weight.  In any 

case, while both companies get quite exercised about this issue, neither 

airplane is overly generous with baggage space. 

From the POH:

   Meridian JetProp

  Takeoff Distance @ SL @ max. T/O weight (ft.) 1,700 **

  Rate of Climb @ SL @ max. T/O weight (ft/min) 1,750 2,500

  Max. true Airspeed (ISA cond.) (knots)  265 259

  Fuel Flow @ max. TAS (gal/hr.) 40.1 32.7

  Still-air range with full fuel @ max TAS (NM) 1,038* 1,150*

  Time for 650 nm trip, max TAS (hr + min) 2+37 2+38

  Fuel used, 650 nm trip (gal) 111 87

  Landing Distance @ SL @ max landing weight  (ft.) 1,000 **

  *      Range with no reserve, max TAS

  **  JetProp take-off and landing roll in POH is only specified to be 

        “as good or better than PA-46-310/350P”

Differences Within JetProp and  Meridian

Even after only a few years of availability, we already have different models 

of JetProps and Meridians.  Knowing the defining characteristics of these 

various models will be helpful to any comparison between the two types 

of  planes, especially if you are considering buying used.

Meridian Models and Selected Features

The 2001 model year Meridians were delivered in late 2000. All Meridians 

use the Pratt & Whitney PT6A-42A engine.  Currently, Meridian model 

groupings are as follows:

1.  Initial Models - prior to gross weight increase

2.  Model years 2003 and some earlier planes, with gross weight increase, 

Magic 1500  autopilot, and

3.  Model years 2004 (and later).

Gross Weight Increase

The initial Meridians had a gross weight of 4,850 pounds, and are 

differentiated from later models that have a “gross weight increase”.  This 

modification brings available gross weight to 5,092 and has been available 

on 2003 and all later Meridians (S/N 4697157 and higher). The gross 

weight increase modification has also been applied to some, but not all, 

earlier year models: only to those that were in dealer inventory when the 

mod became available.  The weight increase is not available for retrofit to 

other prior models. The gross weight increase is recognizable by Vortex 

Generators (VGs) on wing and horizontal tail sections. 

Some owners like their pre-gross-weight-increase Meridians, as is, because 

the VGs impact performance slightly.  Earlier models without VGs get about 

5 knots better performance in climb or cruise.  But most pilots agree that 

handling and stability actually improve with the VG installation.  Pilots 

can carry an extra 240 pounds, with the tradeoff being those 5 knots at 

the new maximum gross weight.

Standard Equipment

The next significant model changes are found in the 2004 Meridian.  

These include more head and leg room (about 3 inches) in crew seats 

(similar to the pilot seat in a Mirage), re-stylized upholstery and seat 

cushions, improved fuel systems, including a new state-of-the-art fuel 

recirculation and temperature gauges, a refined power-control system 

that provides smoother response to power input and an all-new STEC 

Magic 1500 autopilot as standard equipment (the autopilot was actually 

installed first in 2003). 

New Strengthened Airframe

In designing the Meridian, Piper loaded the original Malibu airframe 

into new computerized engineering design analysis tools and identified 

areas that required strengthening and improvement to accommodate 

the turbine engine and the new turbine operating environment. For 

example, Jet A is about 12 percent heavier than 100 LL.  This, combined 
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JetProp and Meridian Pros and Cons

These are pros and cons for each plane, as reported by owners of the particular plane. Some of the cons relate to earlier models, whereas later 

planes addressed the concern.  A few of the observations are clearly subjective, and even though reported by owners will not be universally 

agreed upon.  Who can say whether the longer nose on the JetProp is sexy or not, or if the profile of the Meridian is more or less attractive 

than a JetProp? Some will think it is, some will not.  

We are just reporting this information, again as reported by the respected owners.   We never said choosing between the two aircraft would 

be easy.  Yes, most of the points below are subjective, and lovers of one plane will certainly object to the cons of that aircraft.  Take these 

subjective comments with a grain of salt, but we thought they were interesting.

• New airframe w/ 

Warranty

• Updated systems

• Automatic inlet systems 

- FOD and Ice

• Automatic Oil Cooler 

System

• Automatic Fuel System 

• Up to FL290

• 600# Payload (w/ Full 

Fuel, w/ GW incr.)

• Pilot friendly, single lever 

power controls

• STEC 1500 AP

• Attractive cabin

• Integrated new Avionics

• Engine warranty 5 year 

(2,500 hours) 

• Hot section “on 

condition” w/ Trend 

Monitor

• Perceived to be Safer- 

“purpose built” aircraft, 

dual paned windows

• Stable feel

• GPU in back 

• Tax write-off (on entire 

new plane cost)

• Piper dealers & dealer 

support

• Fuel efficiency

• Range

• Higher initial cost

• Cost to Maintain 

(Avionics?Engine?)

• STEC 550 AP

• Fuel temp limit at -34º C

• No Fwd baggage 

compartment: 

 - Cramped cabin w/ 

luggage

• Pilot seat more cramped 

(early models)

• Throttle sensitivity

• Initial loss of value on 

new plane?

• Lower initial cost

• Proven design 

• Fuel efficient 

• R a n g e  ( c o m p a r e d  t o 

Meridian)

• HP to weight ratio: 

 + Short Take off

 + Climb rate

• Engine warranty 5 year 

(2,500 hours) 

• Hot section “on condition” 

w/ Trend Monitor

• King AP 

• Less complex systems 

(lower cost to maintain?)

• Fwd baggage 

compartment

• Hold 90%+ value after 2 

years

• Outstanding factory 

support

• Accelerated depreciation 

(on conversion cost)

• Pilot controlled prop

• Older Airframe

• Single-Paned Windows

• Older panels

• Low useful load, w/ full fuel

• Range (vs. other planes)

• Ease of resale of a conversion 

compared to OEM?

• Wait & down time during 

conversion (10 - 12 weeks)

 Meridian JetProp

 Pros Cons Pros Cons 
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with the fact that turbines burn more fuel, means that more heavy stuff 

is needed onboard.  As a result, Piper increased the wing area.  The wing 

is structurally strengthened, giving the Meridian wing an amended type 

certificate (ref:  FAA TC A25SO). Piper also introduced a bigger horizontal 

tail surface, in part to meet single-engine stall speed and stable CG 

envelope requirements for a plane that is 12% to 16% heavier than the 

original PA-46.  A result of these structural enhancements is the Meridian’s 

higher certified weight as well as a higher max speed (Vmo) of 188 knots 

IAS, as compared to Vmo of 172 knots on the JetProp.  An added feature 

of these enhancements is improved elevator authority during landing 

and low speeds.  

Airframe Fatigue Life

The wing fatigue life of the Meridian, without the gross weight increase, 

is 13,349 hours. With the gross weight increase (S/N 4697157 and higher), 

the Meridian wing fatigue life is reduced to 10,255 hours.  The fuselage 

(pressure vessel) fatigue life of the Meridian is 10,145 hours (unchanged 

from the Malibu/Mirage fuselage fatigue life).

Propellers

The Meridian propeller is controlled automatically, not by the pilot.  The 

prop goes flat for descent at reduced power, and is automatically feathered 

in an emergency when the pilot secures the engine.  Many pilots comment 

positively on the ease of engine control in the Meridian.

Flight Into Known Icing

The Meridian wing meets the new FAA certification for flight-into-known-

icing (FIKI criteria have been revised since Mirage was certified).  Piper was 

required to conduct a comprehensive icing program that included analysis, 

icing tunnel testing, dry air shape testing and extensive natural icing tests.  

Those test showed that the Meridian’s new configuration and increased 

performance over the piston models resulted in different airframe and 

engine icing characteristics than the Malibu and Mirage.  The Meridian 

therefore incorporates additional ice protection coverage to operate 

safely in icing conditions at the associated airfoil angles of attack and ice 

catch rates.  The FIKI system includes de-ice boots, automatic cycling of the 

boots and automatic ice protection for engine inlets that require no pilot 

action (with a slight performance penalty compared to a system under 

pilot control that can be placed on and off ).

Avionics

Meridian has a Meggitt EFIS glass panels as standard, including an 

integrated display of operational information as part of the dual Air 

Data Attitude Heading Reference System (“ADAHRS”), along with 

electromagnetic backup gauges.  This panel is one of the best looking 

and most advanced “glass panels” found in any single engine airplane. 

As a minor complaint, pilots would like to see the air/data information 

interfaced to their Garmins for automatic enroute calculations and display 

of winds aloft.  The Meridian’s fit and finish (interior, cabin lighting, paint) 

and overall performance are getting high marks.  Flying magazine called 

the Meridian “the most exciting personal aircraft.”  

Auto Pilot 

Initial Meridians were delivered with the STEC Magic 550, which has turned 

out to be a disappointing feature on an otherwise well-equipped plane. 

Piper rectified that by moving to the Magic 1500, which is standard on 

new Meridians and can be retrofitted for about $25,000 to older models.  

The integration of the Meridian flight deck, with the Magic 1500 autopilot, 

adds a level of sophistication and technology not previously seen in this 

class of aircraft.  

Reliability

Service Bulletins (SB) (some of which may become ADs) are nothing new 

to any new airplane, and the Meridian is no exception.  Piper has been 

applying these to the Meridian fleet at no charge, for those planes in 

warranty, otherwise for a fee.  Piper typically implements these changes 

with minimum inconvenience to owners through an extensive worldwide 

service network and factory support.  Make sure that any specific plane 

you are considering for purchase is current on all SBs and ADs.  The 

original batteries on Meridians had problems.  Piper has replaced these 

early batteries on most planes, and a newer, even more powerful battery 

is becoming available.  If you are looking at an early model year Meridian, 

check to see if batteries have been replaced.

Any discussion of reliability has to include the super-dependable PT6-

42A (the “A” designates the single engine version of the PT6A-42 that 

incorporates the manual override control feature).  Pratt & Whitney Canada 

PT6 turboprop engines are practically bullet proof, and the -42 should run 

to its 3,600 hour TBO if operated correctly.  Planes that have not maintained 

trend monitoring data will require a hot section inspection (HSI) at about 

1,500 hours (this is truly an “inspection” cost; the total cost of an HSI can 

vary depending on what is found).  Engines with trend monitoring may 

have P&W permission to have HSI done “on condition”, inspected when 

needed based on engine performance trends. Meridians have all had 

trend monitoring data available via data port download (to a laptop, for 

example) from the Meggitt engine-monitoring computer. Newer Meridians 

are equipped with Shadin automatic Engine Trend Monitoring (ETM) 

computers. In fact, New Piper provides the first year subscription to ECTM 

services free of charge.  Engine overhaul reserve costs can be estimated 

at about $50 to $58 per hour, not including regular engine maintenance. 

(See sidebar discussion of turbine engine maintenance costs). The PT6-

42 has proven to be highly reliable when used in other applications, for 

example on the King Air B200.

New vs. Used 

Buying a new Meridian includes two years of warranty coverage for any 

needed repairs, and offers accelerated depreciation for those whose 

business use of the plane qualifies. Recently, used Meridian prices have 

been a bargain. This is probably a combination of a weaker GA economy 

(fewer buyers), an overall buyers market for used aircraft in general, 

and perhaps Piper too slowly adjusting production levels in the face of 

declining demand (resulting in high supply). As a result there was a large 

dealer inventory of Meridians over the past few years.  However, this used 

Meridian supply is being acquired, and demand is picking up to the point 



Summer 2004 26 M•MOPASummer 2004 26 M•MOPA

where there is even a waiting list for Meridians.  So we also expect used 

Meridian prices to firm up.  In fact, as this story goes to press, Piper tells us 

that there are only two new Meridians in worldwide dealer inventory.

Warranties

New Meridians come with a full parts and labor 2-year warranty on all 

components, spinner to tail.  After this period, the engine has a P&W 5-

year (or 2,500 hour) warranty.  Initial Meridians are just now coming off 

warranty, so we do not have much history in terms of real-life reliability 

and cost estimates for post-warranty operations. The costs of repairing 

or replacing the Meggitt glass panel avionics are an unknown, but could 

be higher than traditional avionics. There are also new systems and 

components on the Meridian, which will be more complex to service or 

repair. As a result, finding service centers knowledgeable about Meridian 

specific systems (mainly the sophisticated, integrated and cool avionics) 

may be a challenge. As with all high-performance aircraft, identifying a 

knowledgeable and capable service team is critical.  The fact that Piper 

has a worldwide dealer service network goes a long way to address this 

concern.  If you are based elsewhere than at or near a dealer, work on the 

panel could be an inconvenience.

Reduced Vertical Separation Minimums

As we understand the issue, by 2005 all planes flying at FL290 to FL420 will 

be required to have special RVSM equipment installed to ensure altitude 

accuracy.  This will impact Meridian operations, potentially restricting them 

to FL280 and lower. One source we talked to felt that most Meridians would 

not be upgraded to recapture FL300.  Because Meridian is already certified 

to that level, this is an issue unique to Meridian, as JetProp is certified to a 

lower altitude.  On the other hand, meeting the RVSM requirements may 

not be a significant investment, considering the capabilities of avionics 

already on-board.  For now the bottom line is that the cost of compliance 

is simply unknown.  The upside is that, if RVSM, compliant, Meridians will 

probably have FL300 routinely available because of the more precise 

separations allowed with the new equipment.

JetProp Models and Selected Features

JetProp’s STC was announced at Oshkosh in July, 1998. Initial deliveries were 

made in 1999, with about 130 shipped through year-end 2003.  Numerous 

enhancements have been subsequently developed, and all have been 

retroactively available to the entire JetProp fleet, at no additional charge 

(except new engine model and propeller upgrades). Rocket Engineering 

is now delivering, on average, about 3 conversions per month.

Rocket Engineering, and JetProp owners, observe that this is not a typical 

engine-mod STC.  The JetProp was designed to fully integrate the PT6 

engine into the Malibu and Mirage airframe. On late model Mirages, with 

the new Moritz engine instruments and matching annunciator panel, a 

JetProp has the look and feel of a factory original. JetProp has also upgraded 

the plane’s electrical distribution system, and significantly improved cabin 

heating.  This turned out to be an issue because JetProp users are typically 

operating longer at higher, colder altitudes than before the conversion. 

FAA Certification 

Considerable confusion surrounds the issue of how the JetProp was 

certified.  Some claim that the JetProp, as a conversion, is not fully certified.  

That is not true. In granting this STC, the FAA required and reviewed 

extensive testing of all modified components of the JetProp, to prove that 

the conversion meets or exceeds current FAA certification standards. The 

certification process included active involvement of the Atlanta-based FAA 

Aircraft Certification Office, the same location that certified the Meridian 

(the FAA Atlanta ACO is involved since the piston PA46 was originally 

certified by the FAA there). The JetProp has gone through multiple 

certification tests and flight tests, including spin testing, since the original 

certification and for re-certification to enhance the original STC; including 

new props and the in-progress proposed gross weight increase.

Engines

JetProp models are differentiated by engine models as well as by 

what airframe was converted (Malibu or Mirage).  Let’s first look at 

the powerplant.

Engines on the JetProp DLX are either the Pratt & Whitney PT6A-34 or 

PT6A-35. In addition, the availability of a smaller PT6A-21 for  the JetProp 

DL was announced in fall of 2003. Initial JetProps (#1 through 88) were 

equipped with the 34 engine. Subsequent JetProps (# 89 and on) have the 

35. JetProp has offered a program where a 34 owner can trade-in his engine 

(which can then be installed on another Malibu or Mirage) for a 35. 

The PT6-34 and PT6-35 are quite similar. Both are in the smaller and highly 

reliable family of Pratt & Whitney engines. Both have the same number of 

compressor and turbine sections and same 2200 rpm turbine/prop gear 

reduction box. The 34 was designed for lower altitudes, and primarily 

had been used on un-pressurized commuter planes. The 35 has a more 

aggressive compressor blade design, derived from the PT6-135, which is 

used on the King Air F90 and Cheyenne II-XL. On these twins the 135 had 

a 1,900 rpm gearbox, while in the PT6-35 a 2,200 rpm gear box from the 

34 is used. The 35 engine, compared to the 34, provides more power for 

climb and cruise above about 18,000 feet. This performance benefit is more 

noticeable at higher altitudes and in warmer temperatures, where the 

power available from the 34 is limited by ITT (inter-turbine temperatures). 

In cooler weather, a smaller performance difference between the engines 

is observed. 

The PT6-21, while new for the JetProp, has a long and venerable history 

on the King Air C90B. On the JetProp DL, the engine is de-rated to 550 HP, 

10 HP less than the 34 and 35 at sea level, and has less available power 

at higher altitude. This engine alternative has been added for those who 

are willing to give up some climb performance and speed for the chance 

to enter the turbine market at a lower cost. The PT6-21 engine is similar 

in weight to 34 and 35, so useful load will be similar. We are told that a  21 

engine will offer similar cruise performance on a lighter Malibu (without a 

radar pod) as that of a Mirage (heavier) with a radar pod and a PT6-34.  But 

the 21 will not match climb or cruise of the 35, especially at altitude.



Summer 2004 27 M•MOPASummer 2004 27 M•MOPA

Engine Costs 

JetProps are equipped with Shadin Electronic Trend Monitors, so trend 

monitoring and operational data are available. With trend monitoring, if an 

engine has not been operated out of spec, and trend data are satisfactory, 

then a hot section inspection will only be needed “on condition”, if at all.  The 

PT6-34 has a 4000-hour TBO, and the PT6-35 has a 3600-hour TBO. Engine 

overhaul reserve costs can be estimated at about $39 per hour for the 34, 

and $43 per hour for 35, not including regular engine maintenance. [See 

sidebar discussion of turbine engine maintenance costs]

Airframe Model

A JetProp conversion can be installed on any model year of Malibu or 

Mirage, and allows for flights at FL270, whereas the PA-46 was previously 

certified to FL250. The conversion seems to add about 10 pounds. The 

CG moves aft, which at first is counterintuitive since the nose is about 17” 

longer than the front end of a Malibu or Mirage.  The total length is even 

3” longer than the Meridian.  But the PT6 is really “just an empty can”, with 

compressors and turbine blades (albeit, a fancy can), and as a result, there 

is less weight forward than with a piston engine. 

Older planes will usually be lighter, and consequently will exhibit better 

performance and have more available useful load.

• Malibu (1984 - 1989): Usually this is the lightest plane and offers the 

best useful load and performance after conversion.  The landing gear 

on early Malibu is enhanced by JetProp to handle higher gross weight 

and seems to perform satisfactorily; JetProp designed aerodynamic 

wheel fairings to reduce the tendency of airflow to pull landing gear 

out and create drag. This type of wheel fairing is on all JetProps; a similar 

solution is found on Meridians.

• Mirage (1989 and on): All Mirages have Parker Hannifin landing 

gear. Early Mirages are lighter. After the 1995 model year, the heated 

windshield is glass, and after 1996, some switches are positioned 

overhead. In mid-1998 and later, Mirages have a reinforced wing strut 

(enabling an additional 40 pounds of gross weight). Until recently, 

Mirages in years 2000 and newer needed to have their STEC autopilot 

removed and replaced by a King autopilot, to meet requirements of the 

STC. This is no longer required and recent model year Mirages can be 

converted to JetProp with the factory-original STEC autopilot.

Airframe Fatigue Life

As part of the STC approval, the remaining total airframe and wing life is 

reduced, in part due to higher loading on the airframe than called for in the 

original design.  But the numbers are still big and impressive.  Originally set 

at 10,145 hours on fuselage and 15,580 hours on wings, these are reduced 

by a factor of 10% and 15% of the remaining hours, respectively.  For 

example, a plane with 1,000 hours total time prior to JetProp conversion 

will have fuselage life reduced by 914 hours and wing life reduced by 

2,187 hours.  In this example, the revised total fuselage life, including cabin 

pressure vessel, is 9,231 hours and wing life is 13,393 hours.

The comparable figures on a Meridian are a certified fuselage life of 

10,145 hours (same as on a Malibu or Mirage) and considering the extra 

weight of the Meridian, a lower 10,255 lifetime hours for the wing (for 

Meridians with gross weight increase) or 13,349 wings-hours for pre-

gross weight Meridians.

Propellers

JetProps were originally delivered with what the JetProp community 

refers to as “paddle props” (similar to the prop on the Meridian). An 

alternative composite prop (lighter, smoother operation) was offered at 

an extra price. Since JetProp #100, a newly designed Hartzell “scimitar 

shaped” metal prop is standard. All props are 4 blades, with manual prop 

rpm and feathering control.  This enables for flat pitch when desired to 

increase descent rate and a feathered prop if needed to extend glide.  As 

an aside, strategic use of the prop pitch in engine-out procedures should 

be practiced.  JetProp owners generally report positively on the ability to 

control the prop manually.

Avionics 

Since the conversion is a substantial investment, most JetProp owners 

also spruce up the plane in general with new paint, a new interior and 

avionics upgrades. The majority of the JetProp fleet has multiple GPS 

units (usually Garmins) and/or multifunction displays (MFDs). TCAD and 

in-cockpit weather are becoming common as well. Sandel or King EFIS HSI 

are also in use. JetProps based on newer Mirages generally have RDR-2000 

radar, with pods.

New vs. Used

If a buyer so desired, he could buy a new Mirage and add the JetProp 

conversion to get something close in comparison to the Meridian.  This, 

however, raises questions about the warranty on the new airframe.  Piper 

has said that “because of the scope of the modifications and their unknown 

effect on the airframe and related systems, Piper’s airframe warranty is void 

once a JetProp conversion is made.”  With that said, any further discussion 

about warranty is beyond the scope of this article.  In any case, the new 

conversion on a new airframe can be completed at a cost similar to, but 

actually less than, a new Meridian. But one is OEM, the other a conversion, 

so even here this is not an apples-to-apples comparison.

A sizable inventory of used JetProps was available for sale in mid-2003 

(about 10% of the market, more or less in line with other aircraft), and of 

course at some point a big inventory affects pricing.  We are not economists, 

but we believe this inventory was due in part to the sale of new and nearly 

new Meridians at reduced prices, sometimes at prices close to the effective 

cost of a JetProp conversion. With the Meridian inventory quickly thinning 

out, however, an increasing number of used JetProps seem to be finding 

homes as well.

In early 2004, a nicely appointed -34 and a -35 JetProps each sold for over 

$1.1 million. JetProps with older avionics and/or older paint and interior 

remain on the market for longer, and sell for less. This makes sense; 
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someone preparing to spend close to a million dollars on a plane will most 

likely want an up-to-date and good looking plane.

Warranties

Converted JetProps have a 5-year (or 2,500 hour) engine warranty. Shadin 

Trend Monitor is also warranted for 5 years. All JetProp-provided components 

have a 2-year warranty.  Again, the New Piper policy on any application of 

warranties on a converted airplane is something that you must take up directly 

with New Piper or Piper dealers.

 

Field Support

Airframe support on a JetProp will require the same experience as that 

required on a Malibu or Mirage.  Support for the P&W PT6 turboprop is 

excellent. The most dramatic difference in support (compared to Malibu or 

Mirage) is the relative lack of firewall-forward maintenance that is needed. 

Some JetProp owners expect their total service costs, and maintenance 

downtimes, to be less than for the same piston plane prior to conversion.

Comments from the Cognoscenti

We asked some folk who have been involved in the sale and re-sale of both 

JetProps and Meridians how to differentiate these planes. A representative 

sample of the responses we heard include:

“These planes give 90% of TBM speed at half the cost.” 

While this is a useful “sound-bite” for positioning the planes, we 

would observe that this, too, compares apples and oranges. A TBM 

is a heavier and sturdier plane with a bigger engine. The TBM’s 

structural strength is reflected by the max indicated speed (Vmo) 

of 270 knots, as compared to 188 on Meridian and 172 on JetProp; 

Maneuvering speed (Va) on the TBM is 160, vs. 127 on the Meridian 

and 137 (at gross weight) on the Jetprop. JetProps and Meridians 

are certified to the same standards as the TBM and are safe within 

their respective flight envelopes, but pilots should recognize and 

respect these different limitations. Oh yes, a TBM is quite a bit more 

expensive to acquire and operate.

“JetProp will provide similar speed (255 v. 260), with less fuel, somewhat 

better range, as well as more horsepower and better climb at lower 

altitude.  On the other hand, Meridian is best fit and finish Piper has ever 

done. Good environmental system, attractive indirect cabin lighting and 

good looking glass panel.”

 “We are thoroughly enjoying our 2001 Meridian and are looking forward 

to taking delivery of our new Meridian next month (April 2004).  When 

we compare direct operating cost and cost of acquisition, no other 

aircraft even comes close”

“Ask buyers what they need ... If frequently flying with 3 or more 

people, JetProp with the front baggage compartment, has more 

luggage space and will be less cramped.” 

“I have more than 1,000 hours in the Meridian and have to say that 

the Meridian’s superb handling qualities, great platform stability, 

fantastic performance, great cabin comfort is without equal.  Having 

flown a JetProp, all I can say is that it doesn’t compare in any way.  

The stall characteristics of the Meridian as compared to the JetProp 

are so much tamer, In all I feel so much safer in every way in the 

Meridian.”

“JetProp operating costs are lower; it uses less fuel (for example, 33 

v. 38 gph for a trip) and Meridian engine will have somewhat higher 

per hour engine reserve. 

 “Meridian with gross weight increase can carry up to 4 people with 

full fuel.”

Perhaps those best able to compare the two airplanes are pilots who have 

extensive experience flying both the JetProp and Meridian.  Comments 

from such pilots include:

 “The Meridian appears to use 3-8 gals per hour more than the JetProp 

at most altitudes. The JetProp will take off quicker, and land in less 

distance. It is simply a matter of weight and horsepower. The roll on 

TO is about 25% longer on the Meridian, except at high elevation 

fields where it gets equal with the -42. The fuel burn is about 4-5 

gallons more if all things are equal, such as ITT, airspeed.”

“JetProp always talks about all things being equal.  The fact is, all 

things are never equal.  To begin with, my Meridian will always 

outperform the JetProp, is so much simpler to operate, leaves me 

more time to focus on what’s important, and at most I pay about 

$5.00 more an hour to operate in fuel costs.”

 “At FL270 and above, the -42 (Meridian) puts it on the -35 and -34 

(JetProps), so we operate the Meridian at FL270 - FL290 a lot, with 

fuel burns near 35-38 gph, and TAS of 260+.  The Meridian climbs at 

an average of 1,200 fpm to 14,000 then climbs at a steady 1,000 fpm 

from there up. JetProp climbs at 2,000 fpm through 18,000 ft, then 

at 1,100 fpm up to FL240 and finally at 800 fpm to FL270.  With a 

-35, the JetProp can reach FL270 a few minutes before the Meridian 

and level off at 262 using 32-32 gph. The Meridian will burn 35-38 

gph at the same speed. However, the Meridian can run faster, up to 

270 kts, using 42 gph at FL270 to FL290. At these flight levels the 

-42 engine shines” 

“They fly a lot alike in roll, and Meridian has more pitch authority 

- bigger tail. We like the trim tab on the Meridian rudder, better than 
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the Mirage binder. The panel is really nice in the Meridian, but the 

STEC 550 autopilot is not up to standards of other components. It has 

a complicated user interface; once learned the STEC550 is viewed as 

“adequate”. The new STEC 1500 is a little nicer than the King 225, which 

is also a very good autopilot. STEC got it right on that 1500 autopilot; 

feels like it ought to be in a big turbine twin (which it is, a lot).”

“The most impressive feature on a spectacular aircraft is the Meridian’s 

ability to provide impressive power in challenging, aggressive 

conditions.  On one occasion, when flying in severe icing conditions, 

available power provided by the -42A gave me unparalleled power 

and performance and got me home safely.”

“The JetProp will fly comfortably to 4 hours, and still have an hour of 

reserve, but the Meridian will need to come down in 3.5 hours for the 

same hour of reserve. That is assuming this “reserve hour” is flown at 

lower (65-70%) power for lower fuel flow. In calculating range, there is 

a more significant difference in fuel used by Meridian at low altitudes. 

The JetProp uses 4-5 gal less per hour at 600 pounds of torque and 

8000 ft than the Meridian. So, unless the Meridian can divert or fly a 

hold at higher alt, the fuel reserves at lower altitude must be more for 

the Meridian. That may not be a big factor in the South and Southwest, 

and even in the Midwest - where holding is not that common. The 

guys on the East coast must take it into calculation.”

“If you look at the Meridian and JetProp POHs, a 750 nm trip will take 

3 hours and 9 minutes in a JetProp and burn 717 pounds of fuel. The 

same trip in a Meridian can be accomplished 5 minutes faster, with 450 

pounds more useful load and cost only $7.68 more in fuel.”

“Meridian will outrun JetProps at most altitudes in the original 

configuration. Starting with the Meridian #157 and later serial 

numbers, and those that have had the gross weight increase mod, 

they will lose 5 knots at most any altitude.   And with the new gross 

weight mods done, add 5 min in the climb to 250. If we could avoid 

the weight increase necessity, we would not have that Meridian mod 

done!  The early series (pre weight increase mod) Meridians will out 

perform a JetProp above FL240, but will lose a race to alt. Over FL250 

the race to alt gets more even, and the Meridian will win to FL270. The 

Meridians with gross weight mod (#157 and later) cannot pass a -35 

JetProp until FL270 or above, and then only by a knot or two. That stuff 

on the top of the wing slows them down, 5 knots solid.” 

“By almost any measure the Piper Meridian is an incredible airplane 

-- 260 knots at altitude is readily attainable on a fuel flow less than 40 

gph.  Climb performance is also exceptional ... and a climb to FL290 

in less than 30 minutes is achievable.  The aircraft is very simple to 

fly, with a single-lever power quadrant and sophisticated automatic 

fuel systems.”

 “While the Meridian burns more fuel at the same speeds, it burns a 

lot more for the same mission. That is because it burns more on the 

ground, in climb, in cruise, in descent and at low levels.  For a 625nm 

(2.6-3.0 hr) mission, the Meridian will use about 25 gal more overall. 

That is about $62.50 each way, or $130 more per trip. This result 

seems to be consistent over time. We think the difference will cost 

us about $4500 per year more to fly the Meridian than the JetProp, 

in fuel alone.”

 

“The Meridian power can not be pulled back to taxi below 26 gph on 

the ground, so you have to be in Beta, and on the brakes a lot more; 

we chew up brakes twice as fast on the Meridian. The Meridian’s 

Meggitt does not talk to the Garmin 530 like the Shadin does in the 

JetProp, so we have no wind/velocity or calibrated TAS calibrated.  To 

charge the Meridian battery, you need to take out 12 screws and pull 

the tray out; battery access is much easier on the JetProp. “

“Overall, the early series Meridians, upgraded with the new STEC 

autopilot, will be a good buy if they are well maintained and all the 

mods done. The newer ones will be very nice, and will meet the gross 

weight criteria, but, alas, they are 5 knots slower, and slower in the 

climb!  The -35 JetProp is just an incredible airplane, a powerhouse 

right up to 250, and 255 ktas on 31-32 gph at FL250-270. The -34 

JetProp without radar will run right beside it, but will not climb as 

fast past 190, slowing down to 700 fpm at 250.” 

“I’m more than glad to say how good the Meridian is.  I have 

almost 800 hours in all kinds of weather and have found this a 

truly reliable airplane.”

“The JetProp -34 conversions have been fun to compare, and our 

favorite has been a 1985 Malibu and an 1989 Mirage with the -34 

engine. The earlier Malibus and Mirages were just lighter, and more 

“tossable”. And, just as fast as can be, without the radar pod.”

 

“The JetProp -35 is a solid performer even with the radar, and may 

cost less to operate than any of them, because, it simply gets to 

altitude faster, and then operates at 900 pounds of torque, and 32 

gph at FL260, giving you a solid 258-262 ktas.”

 

 “Gross weight increase on Meridian is good, think it will help resale 

value. The Meridian fuel management is easier, the heating and air 

system is good, and we like the Meridian’s aux power GPU better 

in the rear.  Another user prefers JetProp’s manual fuel tank control 

and several mention that they like manual control of prop rpm on 

JetProp, and the ability to use JetProp’s prop as “speed brake” for 

faster descent. Meridian has fast idle; need to use brakes or Beta 

in taxi. No nose wheel steering-tow bar on Meridian (and no front 

compartment to put one in). Pilot seat has less room on Meridian 

than Mirage (N.B. seat is improved on 2004 Meridians).”
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If you talk to owners, you will hear 

variations in experienced cruise speed and 

fuel efficiency.  The performance numbers, 

reported above, reflect experienced 

pilots, pulling power back slightly and 

getting 10% to 15% lower fuel flows 

with only about 2% to 5% loss in speed.  

Many JetProp and Meridian owners 

report higher fuel burn rates in cruise 

than described in these performance 

numbers.  Typically, owners report cruise 

fuel consumption at about 33-34 gph on 

JetProp and 36-42 gph on Meridian.  The 

higher numbers reflect that fact that these 

owners are enjoying maximum speed, 

running at or near full throttle (within 

limits for ITT temps or torque). 

A Closer Look

Getting a PT6 installed up front, in either 

a JetProp or Meridian, is a significant step 

(engine safety, cruise speed, climb rate, mission 

accomplishment), albeit at an additional cost. 

We liked our piston Malibu/ Mirages, and at 

the time thought we had invested all that was 

necessary in a plane. Now that we have made the 

transition, we recognize a turboprop is a better 

engine for this airframe, if you are willing and 

able to pay for it. 

Clearly going from a piston to a turboprop 

incurs a significant cost. The difference between 

a piston PA-46 and its turboprop counterpart 

is significantly greater than that between a 

JetProp and Meridian. Nevertheless, in choosing 

between the two PA-46 turboprops, a variety of 

factors should be considered, some of which 

depend specifically on your intended use and 

typical mission profile.  Many of these factors, 

mentioned in brief previously, are considered 

in greater detail below:

Price 

At the time of this writing, a 2004 Meridian has 

a base list price of $1.75 Million; with options 

the list price can be over $1.825 Million.  Piper 

and Piper dealers have been able to offer 

attractive trade-in values for existing newer-

model Piper planes. 

Turboprop Engine Maintenance Cost Reserves

JetProp and Meridian engines are based on previously existing engines from Pratt & Whitney 

Canada, but are new configurations and installations for these planes. As used on the JetProp 

and Meridian, the engines do not have a large number of service hours to date, and most 

are still under warranty.  As a result, little data exists on actual service and overhaul history. 

Nevertheless, we do have some data to examine (see table).

Overhaul Cost

PT6 engines are overhauled from 3,600 to 4,000 hours (depending on engine type). The actual 

cost of an OH will depend on what is done at that time. 

At some point, some Life Cycle Fatigue (LCF) components are required to be replaced based 

on total accumulated use.  Specified LCF components are replaced between 19,000 and 30,000 

total cycles.  A cycle is defined as one engine start/stop, with any number of takeoffs and 

landings. An engine start/stop without takeoff is not a cycle.  If we have these numbers right, 

and assuming an average cycle is 2 to 3 hours, then you may accumulate over 50,000 hours 

of operation on an engine before you have to worry about LCF component during OH; so we 

have not included these costs in our analysis.

Hot Section Inspection (HSI) 

A “hard number” inspection is required at a specific number of hours (1,500 hours on the PT6-42, 

for example). The actual cost of an HSI depends on what is found. An HSI can get expensive if 

compressor or turbine blades need to be replaced, which is not normal.  An indication of the 

cost of the engine components is the list price for a “hot section kit”. This is the cost for all the 

parts that might be replaced, which does not generally happen.

With “trend monitoring” P&W will waive the need for a “hard number” HSI, and allow an “on-

condition” hot section. This means that a hot section inspection will only be required if the 

monitored data indicate degraded performance and need for an inspection. Fuel nozzles and 

some other “on-wing” serviceable items can still be serviced without an HSI.  Some engines 

being operated with Trend Monitoring will make it to TBO without needing an HSI.

Eagle Services Plan (ESP) 

The P&W ESP service program is essentially an insurance policy.  Owners under this plan are 

charged per engine hour, which of course modifies the “per hour” engine operating costs. Under 

ESP, when an engine HSI or OH is needed, the engine owner incurs no additional charge. These 

plans come in several versions. The Gold plan includes LCF components and a loaner engine 

while your engine is being serviced. An engine owner must sign up for these plans when the 

engine is new (defined as having less than 200 hours), or pay a catch-up charge. We have listed 

ESP costs per engine hour, for the “Silver-Lite” plan in table below; this plan does not cover LCF 

components or an engine loaner. Contact P&W for more detail.
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A JetProp with a PT6-35 will have a net conversion 

cost of about $539,900 after allowing for trade-in 

of the piston engine and prop. With the current 

“street” value of a nice Malibu settling in at about 

$350,000, and late 1990’s Mirages coming in at 

about $650,000, the total conversion cost could 

be about $890,000 for a Malibu and $1.2 million 

for Mirage. On some conversions, especially 

older Malibu and Mirages, you might plan to add 

up to another $60,000± for avionics upgrades, 

paint and/or interior improvements. 

Converting a brand new Mirage (at list cost of 

about $1.0 million) to a JetProp will total about 

$1.54 million, which is getting into the same 

price ballpark as a new Meridian. Meggitt EFIS 

avionics are available on a new Mirage from 

Piper, as a $57,400 option.

The JetProp with PT6-21 has a net conversion 

cost of $459,900. If placed on a Malibu or early 

Mirage, this can get you into a pressurized 

turbine plane for about $800,000.

Used Meridians have been selling in a range 

of $1.1 to 1.38 million, according to ARG/US. 

We expect that re-sale values of used Meridian 

will firm up as the current inventory surplus is 

cleared out, and assuming that production will 

be geared closely to demand.

Recent transactions for used PT6-34 JetProps 

have been in the range of about $850,000 for 

a Malibu conversion, up to about $1.15 million 

for conversions of newer Mirages with an 

upgraded avionics panel.  The value of used 

PT6-35 JetProps would be expected to be 

slightly higher.

New JetProp conversions and used Meridians 

seem to have similar market values, and maybe 

will continue to float in the same range. If you are 

evaluating these as alternatives, note that with 

either choice you will wind up with a plane that 

is in a different stage in its lifecycle. A JetProp 

conversion gives you a new PT6 engine, and 

a used Meridian will have one that has several 

hundred hours on it. On the other hand, the used 

Meridian may have less total airframe time than 

the converted Malibu or Mirage in the JetProp.

Pratt & Whitney Estimates: (for “first run”, new engines)

  TBO  HSI Avg OH  Avg HSI HSI “Kit” “Cost”  P&W
 Engine (hours) (hours) costs costs list price per hr.* ESP
 PT6-42 3,600 1,500 $180,000 $25,000 $197,400 $58.33 $62.70/hr
 PT6-42 3,600 On-cond. $180,000 $25,000 $197,400 $50.00 $62.70/hr
 PT6-35 3,600 On-cond. $155,000 $15,000 $176,100 $43.05 $60.15/hr
 PT6-34 4,000 On-cond. $155,000 $15,000 $141,500 $38.75 $60.00/hr
 PT6-21 3,600 On-cond. $155,000 $15,000 $132,400 $43.05 ?
* “Costs” per hour = (OH costs/TBO hrs) + 50%(HSI/HSI hrs); HSI if not “On-condition”

ARG/US Cost Reports

Looking for another source of information, ARG/US provided us with engine Operating Cost 

Reports (www.aviationresearch.com). These cost estimates seem high to us, but we wanted 

input from an outside, independent source for cost estimating data. For both the PT6-42 

and PT6-135 (like a -35) engines, the numbers reflect more aggressive engine applications 

(higher rated HP); as a result we would expect actual costs to be lower for service on both the 

Meridian and JetProp.

The PT6-42 services cost estimates are based on the engine as used in the King Air B200. In 

the Meridian, the PT6-42 engine is de-rated to lower available power (500 v. 850 hp), and as 

a result should have better reliability, and lower HSI and OH costs than experienced in this 

King Air application.

ARG/US data are provided for the PT6-135, which is similar to the PT6-35, as used on the 

Cheyenne II-XL. The PT6-135 on the Cheyenne is rated at 620 HP, compared to the 560 HP in 

the JetProp.  

ARG/US Measured Service Expenses

       Costs*
 Engine Used in: TBO HSI OH Costs HSI Costs (Per Hr.)
 PT6-42 KA B200 3,600 1,500 $230,000 $45,000 $78.90
 PT6-135 Cheyenne 3,600 1,500 $171,000 $33,400 $58.63

* “Costs” per hour = (OH costs/TBO hrs) + 50%(HSI/HSI hrs)

These costs compare to rough estimates for PA46 piston engine reserves as follows, based 

on estimated costs provided by an experienced Malibu/Mirage shop; obviously actual costs 

may differ:

 Engine TBO hrs. TOH hrs. Rebuilt $ TOH $ Other $/hr* Costs/hr**
Continental 2,000 400-700 $47,600 $10,000 $5.95 $34.75
Lycoming 2,000 400-700 $62,590 $10,000 $5.95 $42.25

* “Other” costs per Hour include: Magneto, Spark plugs, exhaust inspection & fix, etc.

** Costs estimates include one OH and one TOH per 2,000 hrs
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You will want to be prepared for the potential of a significant local sales tax 

on the initial purchase price. In some cases, with appropriate planning, this 

price (and tax due) can be reduced to the net value after any trade-in, in a 

combined transaction. If the plane is held by an entity that leases the plane 

to you or your business, then taxes may be collected as a sales tax on the 

leasing contract, rather than as an up-front fee. Consult your accountant 

and tax attorney for details before you make the trade or purchase.

Safety 

Meridians and JetProps have both been extensively tested, and the FAA has 

certified both. Both are certified for flight into known icing.  The Meridian 

has met newer flight-into-known-ice criteria. As you would expect, with 

new airframe components, new engine and different gross weight, the 

Meridian has demonstrated a wide range of certification criteria. But, so has 

JetProp.  Any plane with a new prop, let alone new engine, must meet FAA 

criteria for flight testing, spin testing and flight envelope certification.  

We should note that any after-market conversion takes significant 

advantage of the research, development and certification costs of the 

original type certification.  And the original manufacturer will always have 

concerns about any modification to their product that is beyond its control, 

even with FAA certification of the modified airplane.  On the other hand, 

the holder of an STC can rightly say that any FAA-approved modification 

is safe according to the rules of certification.

One of the more demanding FAA test criteria is in “gust loading” at a 

designated air speed; both JetProps and Meridians meet +3.8g and -1.52g 

structural certification criteria for this test. Maneuvering speed is similar for 

both planes; on Meridian it is 126 knots, on JetProp it ranges from 112 to 

137 knots (nearer the higher end when closer to max gross weight).  This 

is not exactly an apples-to-apples comparison, however, because the 

Meridian’s maneuvering speed, if tested under the same conditions as the 

Mirage, would be 126 to 143 knots.  For all of us who are not engineers, 

the values are close enough to say the maneuvering speeds are close 

between the two aircraft.

Structural Strengthening

The Meridian airframe has been significantly strengthened compared to 

the Mirage/JetProp. Some structural changes were the result of meeting 

flight stability and stall speed criteria for a heavier plane:  more wing area 

to carry the heavier weight, and to hold more fuel for the PA6-42, a bigger 

tail to provide adequate control authority for a heavier plane at slow 

speeds; and a bigger horizontal tail section to provide sufficient “down-lift” 

to balance the increased wing up-lift carrying the heavier weight. These 

Meridian structural enhancements make it a beefier airplane, and that is 

reflected in the higher Vmo of 188 for the Meridian, compared to 172 on 

the JetProp.  But let us be clear:  this is not a safety issue.  Both airplanes are 

safe, and are certified to be so, when flown in their respective envelopes.

More than any other issue, the question of structural integrity has confused 

the discussion about the JetProp and Meridian.  Partisans on both sides of 

the debate have tended to exaggerate the issues, and on occasion, some 

disparaging remarks have crept into the dialogue.  This question is at the 

heart of the confusion:  “after all, when Piper added a turbine engine to 

the PA-46, Piper felt it necessary to strengthen the structure in critical 

areas, so how can it be that the JetProp is safe in the absence of those 

same improvements?”

Based on that question, those selling Meridians and JetProps have brought 

up the following concerns that you may have heard, we want to dispel any 

misconceptions and misunderstandings:

“We know the Meridian has had structural enhancements and has 

been extensively tested, but we don’t know what certification the 

JetProp has received, and well, is it safe with a turbine?” 

Both planes have received extensive certification testing and both meet 

FAA-mandated margins within their designated flight envelope.  Both are 

certified to be safe.  There is no issue here.  Period.  Now you know.

We must say, however, that Piper has a slightly different take on this issue, as 

you can imagine.  “We can’t comment on what JetProp should or shouldn’t 

have done,” says Piper’s Jack Mill, Director of Certification.  “The fact is that 

it is common knowledge within the industry that FAA standards for new 

product certification are significantly more stringent than for after-market 

STCs. Had we not designed the Meridian to be more structurally robust 

than the Malibu, we would not have been issued a TC.”  

The bottom line, however, is that the JetProp has been certified by the 

FAA after extensive testing, and has been certified to be safe (as with any 

airplane, when operating within the certified envelope).

“Look at that long nose on JetProps; they are prone to nose gear 

collapse,” 

Surprisingly enough, JetProp’s CG is aft, compared to the Malibu or 

Meridian.  In fact, before anybody else, JetProp reacted promptly to reports 

about a weak engine mount on the Malibu and Mirage.  JetProp installed a 

stronger engine mount on all new conversions, and retrofitted the stronger 

mount to all JetProps at no expense to owners.  

The FAA has subsequently issued an AD addressing the potential for 

engine mount failure (and nose gear collapse) on the Malibu and Mirage. 

One JetProp with the new mount had an accident in which the nose gear 

collapsed.  The pilot involved, however, volunteers that the incident was his 

fault for landing too fast, pushing the nose down, and not reacting to the 

resulting oscillations.  There is adequate elevator authority in a JetProp to 
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land on the mains and keep nose gear off the ground as speed gradually 

diminishes.  The Meridian has not had an engine mount failure.

“JetProp issued an SB addressing tail bolts with below-spec torque.  

What do you expect when you put bigger engine on plane for which 

it wasn’t designed?” 

Actually, this particular situation was initially observed on a Meridian, and 

Piper sent a SB to its service centers. When the folks at JetProp heard about 

the SB, they examined Malibu and Mirage planes in the process of being 

converted in their shop (planes not yet flown with the PT6) and found 

8 of 10 had tail bolts with low torque.  As a result of these inspections, 

JetProp sent an SB to all JetProp owners to have their tail bolts checked.  

Even though the SB was related to a problem on the airframe prior to the 

JetProp conversion, some partisans have tried to use this SB as an example 

of how the JetProp is structurally unsound.  We now know that these bolts 

are an inspection item and should be regularly checked (at annual for 

example) on all variations of Malibu, Mirage, JetProp and Meridian.  Let 

us emphasize again:  there is no safety issue concerning structural integrity 

on these airplanes.

Accident History

Examination of the accident history does not reveal cause for concern 

about the JetProp or Meridian, mechanically. As of December 2003, the 

MMOPA incident web site listed 5 JetProp accidents from January 2000 on, 

and 6 Meridian incidents from April 2001.  These are all available for review 

on-line, possibly with updated information by the time you read this. 

Of the JetProp accidents, one was pilot error on approach, another was 

loss of control on return to airport following a distraction (loss of gas 

cap on takeoff ), and one was a runway collision. A JetProp broke up in 

Level 5 thunderstorms (the pilot announced he was diverting to fly in a 

gap between two big build-ups) and the fifth was an off field engine-out 

landing due to unintentional fuel cut-off in flight and an incorrect attempt 

at engine restart. None of these are believed to be caused by mechanical 

or structural problems. 

Of the documented Meridian accidents, five were caused by pilot error or 

non-mechanical causes not related to airframe integrity.  One, however, 

was a runway excursion due to issues with the initial nose gear design, 

which has subsequently been redesigned and fixed.  One accident was 

controlled flight into terrain (VFR flight into IMC, subsequently hitting 

a mountain).  Another was tangling with power lines on approach.  The 

third accident was a gear up landing.  One accident was due to severe 

turbulence, which caused wrinkling of inboard wing panels.  The plane 

landed safely, but the wings needed to be replaced.  The last Meridian 

incident was loss of control on return to airport (steep turn and stall).  The 

problem causing this emergency return is unknown, but again, the record 

shows that these are structurally sound airframes.  

In January 2004, a Meridian in Minnesota had a forced landing as a result of 

lost power on take-off. Representatives from Piper, Pratt & NTSB examined 

the plane. There is, as yet no published information, but preliminary 

comments included speculation that perhaps the prop governor and/or 

prop over-speed governor had been adjusted incorrectly. Piper and Pratt 

representatives had just finished examining the plane prior to the accident 

flight because of reported power fluctuation during the prior flight.

As always, pilots remain the weak link in the safety equation. Initial training 

on both planes includes the basic techniques necessary to fly the plane 

safely.  Knowledgeable trainers and engineers caution us to stay within 

operating limits; either plane can fairly easily exceed its Vne in descent 

or with excess power at lower altitudes. If flown within flight limits, these 

planes have been tested extensively and both have been demonstrated 

to be safe.

New Systems

The Meridian sports the new Meggitt avionics package, providing for 

an attractive panel popular with pilots. Meridian also has pilot-friendly 

easy-to-use systems, such as one lever power control (no prop speed 

control), automatic fuel tank selection, and new environmental and 

pressurization controls. 

One pilot who has flown both Meridians and JetProps commented on his 

experience in mastering these new systems.  He noted the some of these 

systems are complex to set-up when powering up the plane, and said that 

he liked the simpler systems on their Malibu/Mirage with which we was 

already familiar. Most pilots, though, have expressed great satisfaction with 

the integrated and automated systems of the Meridian.  These systems 

seem to meet Piper’s goal of reducing pilot workload and supporting a 

pleasant flight environment.  The only real exception was the original STEC 

550 autopilot as previously noted. The new STEC 1500 autopilot has gotten 

excellent reviews, and is available for existing Meridians at cost of $25,000.  

The cost is probably well worth the gain in operational efficiency.

The Meridian’s throttle/power lever is a single power control; there is no 

direct prop rpm control.  The systems are all automated, eliminating the 

need for the pilot to manually feather the prop.  This issue of prop control 

really is one of personal preference.  On the JetProp, prop rpm control 

can be used at a “flat setting” of 2,200 rpm for higher thrust in take-off 

and climb as well as for more drag, if needed in descent. JetProp prop can 

then be slowed to lower rpm for less noise in cruise. The JetProp propeller 

can be feathered while the engine is still in idle for better glide ratios. On 

the Meridian, the prop can be feathered by the pilot by pulling back the 

condition lever (which will also shut down engine).

Many JetProps have been extensively upgraded to provide a pilot-friendly 

panel in an attractive plane, as one would want with a $1 million-plus 

investment. At the St. Augustine MMOPA convention, a JetProp with 

an all-glass Chilton avionics panel was demonstrated, illustrating that 

aftermarket glass panels are coming along to match the capabilities of 
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factory new avionics. The Meggitt EFIS displays are available as options 

on new Mirages, and we assume are, or could be at some point, available 

as aftermarket options for installation on an older Mirage, and perhaps 

Malibus as well. 

Operating Costs

Partial direct operating cost (DOC), which looks only at fuel (at $2.50/gal 

for Jet A, and $2.80/gal for 100LL) and engine reserves (see separate side-

bar discussion on engine reserves) can be estimated as in the table below. 

Two different engine reserve numbers are shown for the Meridian, with 

and without the need for hot section inspection (HSI is “on-condition” if 

trend monitoring is available): 

  Average Trip Engine
 Plane gph Reserve Total

 JetProp - 35 32 $43 $125

 Meridian 38 $50-$58 $153-$145

 TBM 53 $75 $207

 PC-12 58 $85 $230

 Malibu 18 $35 $85

 Mirage 22 $42 $103

As partial DOCs (fuel and engine reserves only), these numbers do not 

include other items like regular engine and airframe maintenance or prop 

reserves. Fixed costs, including insurance, training, hanger, charts, taxes, 

and financing costs are also excluded. 

The Meridian will probably have higher regular services costs, once off 

warranty, due to costs associated with Meggitt avionics and some of the 

other more sophisticated automated systems.

Note that other operating costs will be higher in a turboprop compared to 

a piston. For example, if you fly into Signature flight service, the handling 

charge for a “light turboprop” is $150 (often waived with a purchase of 70 

gallons); the same charge is $22 for a single engine plane (waived with 

purchase of 7 gallons; see http://www.bba-aviation.com/flightsupport/ 

and select “handling charge chart” for current charges). 

Recently a JetProp owner called the FBO at Baltimore (BWI) before a flight 

and asked for charges, and said his plane is “like a Meridian,” and was told 

the charge was $150 (waived with the fuel purchase).  Stating that that the 

charge was lower on last trip, and he re-asked the question, noting that 

his plane was a “Mirage, converted to a turboprop”.  The representative 

said, “Oh, a turboprop converted Malibu/Mirage is $45 (waived with 30 

gallons)”. Now, this does not make sense and, presumably in most cases 

the fee will be equal for the two planes; but in any event, the fee is higher 

than for piston planes.

Insurance and Other Fixed Costs

We are told that the insurance rate should be about the same for both 

planes.  Some people report  higher premium quotes for a Meridian 

compared to a JetProp, but we suspect that this due to the Meridian’s 

higher hull value.  Hull insurance is normally calculated at a percent of hull 

value, for example, at $1.50 to $1.90 (of insurance premium) per $100 of 

insured hull value. Typically, liability insurance premiums of approximately 

$3,500 would be added to this hull insurance premium. 

The following table includes examples to illustrate the impact insurance 

can have on annual and hourly expense. Annual insurance costs examples 

in this table assume a rate of $1.50 per $100 of hull value for piston planes 

and $1.70 per $100 value for all turboprops; $3,500 was added in all cases 

for liability insurance. Actual insurance charged will depend on a variety 

of factors, including pilot experience, and could be higher or lower than 

these examples.

  Insured  Annual Cost per hour, at annual usage
 Plane Hull Value Insurance 200 hrs/yr 275 hrs/yr 350 hrs/yr

 Malibu $350,000 $8,750 $43.75 $31.82 $25.00

 Mirage $650,000 $13,250 $66.25 $48.18 $37.86

 JetProp $1 Million $20,500 $102.50 $74.92 $58.57

 Meridian $1.5 Million $29,000 $145.00 $105.45 $82.86

 TBM-700 $2 Million $37,500 $187.50 $136.36 $107.14

Transitioning pilots should check their insurability. Frequently, a number 

of hours of dual flight are required.  Insurance could wind up being the 

largest recurring annual cost for a new owner. 

Other fixed costs will include initial and recurrent training, hanger charges 

and chart subscriptions.  Additional costs will be incurred if you chose to 

have a hired pilot available who is trained in your aircraft and approved 

on your insurance. Financing costs (or opportunity-cost-of-money if not 

externally financed) are obviously higher for higher priced planes.

Love Is Not Blind

Most JetProp and Meridian owners are delighted with their purchase, with 

JetProp claiming 100% customer satisfaction. Who would not be thrilled by 

the short takeoff roll and initial climb rate of up to 3,000 fpm at sea level 

in a JetProp, or by the luxurious surroundings, awesome performance and 

great situational awareness and security of the glass cockpit in a Meridian.  

Both planes are fun to fly. 

JetProp owners universally agree that JetProp is a customer-oriented 

supplier.  Piper also enjoys great customer loyalty, with repeat buyers 

actively involved in and satisfied by Piper’s set-up program.  Rocket 

Engineering has maintained a practice of making enhancements 
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retroactively available to the entire JetProp fleet, in most cases at no charge 

to owners, or at cost for parts. 

As with any new aircraft, initial Meridians experienced a few problems, but 

bugs have been addressed with Piper SBs.  Some of the early problems 

resulted in downtime for some owners. Piper has been more likely 

(compared to JetProp) to make enhancements available only on new 

models, and if available for prior models, as a chargeable item. In the 

event of SBs, Piper has applied all service at no extra charge for planes 

under warranty.

In the end JetProp and Meridian owners are happy campers. These are 

great planes to own, and that is good to know if you want to step up to 

a turbo-prop.  But we would be shirking our duty if we did not mention 

a few items to be aware of on both planes. 

As we have already mentioned, range and full-fuel payload are constraints. 

If you need better range and/or payload, then Pilatus PC-12 is excellent in 

all categories, but of course is also considerably more expensive.

Range

Both JetProp’s and Piper’s marketing material claim a range of 

approximately 1,000 nm, which is optimistic for both aircraft.  In 

practice, JetProp appears to have a slight edge in range (although 

both are limited compared to other planes). In the Mirage and Malibu, 

we were accustomed to landing with well over an hour’s available fuel, 

frequently several hours. This will not be the case in your P46T turboprop 

if you are planning trips of over 3 hours. You will find yourself paying 

close attention to expected fuel at destination. Fortunately, Meggitt’s 

fuel management system is sophisticated and accurate, as is JetProp’s 

Shadin trend monitor. This equipment, as well as Garmin and other GPS 

units when interfaced to fuel flow and air-data information, all provide 

excellent fuel planning information. 

When heading into familiar airports in good weather, with nearby 

alternatives airports (in event of runway closures), you will be comfortable 

with planning on landing with less fuel. In other circumstances, you will 

find yourself paying attention to fuel that may be needed for holds, missed 

approaches or diversions.

Payload 

The Meridian, with the gross-weight-increase, has the best full-fuel payload 

of these planes. The newer Meridians with the gross weight increase can 

legally fly with up to 4 people and full fuel (depending on passengers’ 

weight and luggage), for a maximum of about 600 pounds.  Full fuel 

payload on a Meridian without the gross-weight-increase will be about 

300 pounds. Some of the JetProps based on earlier Malibu and early 

Mirage airframes are lighter planes, with better useful loads than later 

models. For example, full fuel payload on JetProp will range from about 

350 pounds on a Malibu, to 250-300 pounds on most Mirages, and as low 

as 200 pounds on some of the newer, heavier Mirages. A JetProp weight 

increase of about 220 pounds is being worked on for availability in spring 

2004 (and has been promised for quite some time). For a transitioning 

piston pilot, trying to estimate payloads, remember that Jet-A at 6.7 pound 

per gallon is heavier than the same quantity of 100LL avgas. In any event, 

do not plan to fill the seats (and fuel tanks) on any of these planes.

Gross weight on the Malibu and Mirage is both a structural limit and a 

performance limit. In our piston planes we vividly remember the slow rate 

of climb on a hot day when near gross weight.  More than one PA46 pilot 

has tried to take off over gross, unsuccessfully, to the point of winding 

up as a statistic in an NTSB accident report.  JetProps and Meridians have 

significantly more available power, and can perform with more weight. For 

an extreme example, one JetProp ferry flight was legally loaded to 5,300 

pounds under authority of a ferry permit (1,000 pounds over gross); the 

plane took off from an Egyptian airport on a hot day (105º F) without any 

performance problems. The pilots involved were experienced, were careful 

to not fly at max speed, and went out of their way to avoid turbulence at 

this weight.  Both turboprop PA-46s can handle weight, and there is little 

risk of performance problems (long take-off roll, slow climb). But if over 

gross (which we are definitely not suggesting or recommending), be aware 

that the structural safety margin is significantly diminished.

While we are on the subject of observing certificated limits, you must 

calculate and observe CG limits.  All that power cannot save you from an 

out of CG configuration.  Exceeding the forward CG limit is a potential 

safety problem on landing, for example. An excursion beyond the rear CG 

limit is even more dangerous, and can lead to an uncontrollable plane in 

several phases of flight.

OAT limits 

Our planes frequently fly at an altitude where temperatures can be 

extremely low. At temperatures below -40º for Jet A, or -47º C for Jet A-1, 

fuel will begin to congeal, eventually forming wax crystals.  The result can 

be clogged filters and fuel starvation. Transport Canada has published an 

Airworthiness Notice No. B021, which observes that fuel tanks on business 

jets can cool off to ambient temperatures in three hours, or faster if they 

are using pre-chilled fuel. Our planes with smaller fuel tank volumes will 

probably cool off even faster.  The Canadians “strongly recommend” that 

operators be aware of risks associated with using Jet A fuel when extremely 

low ambient temperatures are anticipated. The full notice is available 

at http://www.tc.gc.ca/civilaviation/maintenance/AARPC/ANs/B021.htm

Piper has established a strict limitation against flying the Meridian below 

an indicated OAT of  minus 34º C. This conservative guidance (-34º vs. 

-40º C) is warranted because of the potential for inaccuracies in the OAT 

calibration due to ram-air heating of the temperature probes.  Outside 

temperatures on a typical flight for a Meridian can easily be colder than 

the posted threshold, making this an inconvenient limitation.  The 2004 

Meridians re-circulate fuel and use fuel temperature gauges, expanding 



Summer 2004 36 M•MOPASummer 2004 36 M•MOPA

the operating envelope, or at least shifting the responsibility for 

monitoring fuel temperatures to the pilot. Earlier model year Meridian 

owners asked us to point out that Piper had not established this 

limitation during the first several years of delivery.  Piper points out 

in response that Piper training material has always included the 

restriction.  We won’t get into the middle of that one.  We have been 

told that several owners are looking for Piper to provide a retroactive 

fix of some kind to alleviate this limitation, unanticipated at the time 

of purchase for whatever reason, because the limitation makes higher 

flight levels unusable for much of the year.  Piper anticipates having 

a modification to provide the fuel temperature indicator available 

some time in 2004.

JetProp mitigates this low temperature impact on fuel with an 

11gallon header tank, which is situated behind the engine, in which 

fuel is pre-heated by the engine compartment before traveling to 

the engine driven fuel pump. The header tank is fed by both wing 

tanks, where fuel could drop to low temperatures.

Battery 

A strong battery is protection against a “hot start”.  Compared to piston 

engines, turbines are easy to start and less workload to operate, with 

no mixture leaning, no shock cooling concerns:  just apply or reduce 

power and point the plane. But a “hot start” will damage an engine, 

and with high overhaul costs, this could be a financially traumatic 

experience. The best protection against a hot start is a healthy 

battery.  A glance at any bulletin board devoted to turboprops will 

demonstrate that attention to batteries is an active concern. 

Early Meridian owners had poor experience with their batteries, to 

such an extent that some early owners felt uncomfortable flying into a 

field without a ground power unit.  The problem was that the batteries 

had been used during manufacturing final assembly and avionics 

checkout, and they developed a lower voltage “memory”. Piper has 

replaced those batteries at no cost to the owner, and newer Meridian 

deliveries have not had these experiences. The current batteries (dual 

batteries providing 29 amp-hours) lose some available power if left 

idle for over 5 to 7 days; some owners use trickle charge adapters.  

Piper is also now offering a more powerful battery (single battery 

with 38 amp-hours) on 2004 models; this battery is expected to be 

available for upgrade for earlier Meridian models (about $2,000 and 

7 additional pounds). 

JetProp includes a pair of expensive military grade, helicopter 

batteries with plenty of cranking power for its smaller engine (24 

amp-hours); they were tested to achieve 10 engine starts without re-

charge (this number of restarts would be a best case on new batteries, 

probably not those that have been in use for awhile). JetProp users 

do not appear to report the low-level battery drain as experienced 

by Meridian owners when batteries sit idle. With either JetProp or 

Meridian batteries, monitoring their health and reconditioning them 

(at a knowledgeable shop, with the right equipment), or replacing 

them when needed, is an important obligation.

Both the JetProp and Meridian are amazing machines, but because 

they are mechanical creations, neither is perfect.  But the problems 

and issues that we have discussed seem to be obscured by the smile 

on the pilot’s face when he heads for the skies.

Future  Value 

What will happen to the resale market for these planes? Who knows, 

but like any participant in a hanger flying conversation, we will offer 

some comments, perhaps with a utility proportional to what you paid 

for them.  At first glance, JetProps might seem to be holding value 

better than Meridians. But as mentioned earlier, that is an apples to 

oranges comparison: the difference is undoubtedly due in large part 

to the fact that some of the “new plane” depreciation is already gone 

from the underlying Malibu or Mirage prior to the conversion. New 

Meridians seem to be depreciating about $500,000 within the first 

two years.  Taking this into account, a used Meridian and JetProp 

should hold their value about the same. 

Meridian has the advantage of being the “branded” model from 

Piper, and there already are more of them in operation than 

JetProps.  Meridians therefore have more visibility, more external 

brand recognition, as well as sponsorship from Piper’s extensive 

dealer network.  Also, the Meridian has the cachet of being an 

OEM product that was engineered and built from the beginning 

as a turbine-powered aircraft.  As a consequence, maybe there will 

be more demand from future transitioning pilots for Meridians. 

On the other hand, JetProp has hit its target of being economical 

to operate (possibly as low cost per hour fully loaded, including 

regular maintenance, as a Malibu/Mirage). A reputation for efficiency, 

performance and great support from Spokane should sustain 

demand for JetProps in the future.

What will happen if new “personal jets” become available for prices 

similar to those for new single engine turboprops?  We guess that 

unless these aircraft change features and/or price, sales of new 

Meridians and TBMs will eventually be impacted; they both have 

prices similar to the proposed new jets.  However, used Meridians 

and JetProps, and perhaps to a lesser extent new Meridians and new 

JetProp conversions as well, will continue to fill an important niche for 

pilots transitioning to turbines, who only qualify, or are more easily 

insured, in single-engine planes. Some observers expect that Pilatus 

will continue to hold its market niche because that aircraft offers 

significantly better range and useful load, even when compared to 

these new next generation jets.
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Training and Proficiency 

These are fast airplanes. While they operate in the pattern and land at 

the same speed as the piston Malibu/Mirage, things generally happen 

faster. We would suggest that if you are considering moving up to these 

(or any other) turboprop, that you be prepared to devote the time to 

remaining proficient, for your own safety.  Both the JetProp conversion 

and Meridian come with training as part of the purchase price.  SimCom 

has a dedicated Meridian simulator used as part of the Piper-supported 

training.  FlightSafety provides simulator training for JetProp-factory-

supported initial as well as recurrent JetProp training.

If you are tempted to fly over gross weight, and apparently many 

newly-minted turbine pilots flushed with new power are so tempted, 

avoid turbulence and be aware that you will be outside the certification 

envelope. Be aware, also, that you are violating the FARs, and you might be 

voiding your insurance.  Practice emergency procedures: there are good 

techniques in either plane for descent at rates in excess of 4,000 fpm, while 

remaining within certified flight envelope.  Bob Conrad (author of View 

from a JetProp in this magazine) advocates memorizing a procedure to 

slow down to maneuvering speed quickly if encountering unexpected 

severe turbulence.

Summary

The JetProp and Meridian share a history of being derived from the 

same PA46 cabin and pressure vessel. Their similarities in terms of cost, 

performance and capacity are more alike each other than some of the 

alternatives. Their differences reflect the different organizations that 

produced them.

JetProp is recognizable as the product of an entrepreneurial culture. 

Darwin Conrad and Jeanne Sadler formed their company to provide 

exciting and efficient aerodynamic solutions. They have received financial 

backing and business support from Warren Wood, a successful business 

leader retired from the medical device industry, who is well respected 

by other pilots. To keep the conversion price down, JetProp does not sell 

through dealers. They market and deal with their customers directly from 

their facilities in Spokane, and their customers like the arrangement. 

One JetProp owner said: “Most people will never know how sweet the 

JetProp really is, but for those of us with the experience, it is a mighty fine 

accomplishment. Darwin and Jeanie are on the floor every day, dealing 

with every problem, much like many of us are in our business. That single 

concentration is rewarded with recognition of a problem, consultation 

with the mechanics, and customers, and solutions that make sense, 

corporately, and customer relations alike.”

Meridian is also the result of the tireless efforts and capabilities of dedicated 

people. Jack Mill, Piper’s Director of Certification, is pleasant, thoughtful and 

open in talking about the choices made in the Meridian design.  The focus, 

Jack says, was to provide a plane that would be affordable as a step up for 

Mirage pilots, with good performance and with features that would be 

attractive to high-end pilots.  Another important criterion was to develop 

a low workload cockpit environment. Piper has an established network of 

dealers who add cost to the distribution process, but also add considerable 

value through geographically dispersed customer contact points for 

marketing, sales, trade-ins and aftermarket support for the plane.

Meridian owners like the cockpit: “It is the most advanced panel of any 

single flying today. The entire cockpit is designed to reduce the pilot’s 

workload. It has an easy scan, excellent redundancy, a simplified power 

and fuel system, and an outstanding pressurization system that sets itself 

should the pilot forget to set it.” Another observed: “The plane is the most 

pilot-friendly airplane I have ever flown. I fly a lot of single pilot IFR ... After 

take-off the only thing I have to remember is to put the ignition and fuel 

pump on auto. Single lever control is about as easy as it gets.”

And, a Meridian owner that looked into getting a JetProp made these 

subjective comments on future value: “I know the JetProp has it’s perceived 

advantages; baggage compartment, faster initial climb, shorter landings, 

customer service, slightly lower operating costs, slightly lower fuel burn, 

less fuel burn at lower altitudes increasing range in critical situations. But 

these advantages don’t come close to outweighing the vast improvements 

of the Meridian, and don’t change the fact that it’s still an aftermarket 

product. I believe the value of the two planes over time will reflect that.”

What will either of these planes be worth to you? Which will best meet 

your needs and budget? Only you can decide, but we hope the comments 

in this article will help you with your decision. If you decide to get either a 

JetProp or a Meridian, we are confident you will enjoy your new turboprop. 

Compared to their piston PA46 predecessors, these planes go fast, have 

a much more reliable engine, are fun to fly and have good dispatch 

experience.  In addition to flying the trips you previously did in your Malibu 

or Mirage faster, you may find, like us, that your P46T turboprop is useful 

for additional excursions, and for flying in conditions that you might not 

have attempted in your piston plane. The difference in utility between the 

piston and turbine engine is night and day.
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Jim’s Meridian

Prior to my semi-retirement, I had businesses in Buffalo, 
NY and Boston, MA., as well as family in Bangor, ME.  These 
responsibilities required me to fly my 1995 Mirage from F-46 
(Dallas) to the Northeast every two to three weeks.

Weather, Distance and Speed

As you might expect on a trip of that length, traveling from 
the South to the Northeast, weather was almost always a 
factor, with rain, snow, ice, or a combination of each, making 
each trip unique and interesting.  The Mirage and its systems 
always performed flawlessly, allowing me to feel perfectly 
comfortable.

I usually ran the Mirage at full power at an altitude of FL 180 
- FL 250, but always kept the hottest cylinder (#5) below 
400 degrees, and the TIT below 1650 degrees.  I used the 
airplane for just under 1000 hours and never had a bit of 
trouble, except for the ordinary minor repairs that go with 
owning an airplane. 

The Meridian is Born

Nevertheless with these long trips being flown on a regular 
basis, I began to yearn for additional speed, higher altitudes 
and greater reliability.  So when New Piper announced the 
introduction of the Meridian, I was intrigued, and soon began 
my due diligence.  I was enamored with the idea of increasing 
my speed by 60 plus knots, having 5000 feet additional 
altitude, and riding behind the well-known reliability of the 
PT6.  The plane also offered attractive operating efficiencies.  
Moreover, because the Mirage was such a good airplane for 
me, I was comfortable with New Piper as a manufacturer, its 
service capabilities and its network of dealers.

During my two years of waiting for N388TW (Serial #18), 
I continued my comparative analysis of alternatives, but 
back then the only other airplane that came close was the 
TBM 700.  Frankly, for the additional 20 or 30 knots and 
increased payload, I could not justify an additional $800,000 
investment.  The payload limitation was not an issue for me, 
as I usually carried only two passengers and an occasional 
third.  Although, frustratingly, my wife can carry enough stuff 
for 6 passengers.

Observations and Trip Comparisons

Now that I have flown the Meridian for 400 hours, along 
the same routes that I traveled with the Mirage, and many 

new routes as well, I feel I have learned enough to share 

some observations.

Let me start out by describing how I fly the airplane by 

providing data on a September 2003 trip from F-46 (Dallas) 

to BGR (Bangor) with an intermediate fuel stop in Ohio.  Then 

I will discuss some of the key systems and some positives 

and negatives.

On takeoff, I typically use zero flaps. If the runway length is 

less than 3000 feet, or density altitude is an issue, and I am 

at max gross weight, I will use up to 20 degrees as was the 

case on this September 26th.  Torque setting is 1300 # and 

climb out is 145 knots until reaching FL 200; then I back off to 

135 knots.  I prefer not to give up forward visibility, so I rarely 

climb at best rate (125 knots). Also, once I obtain a reasonable 

altitude after takeoff, I cut the torque back to 1250-1270 

#.  This is not necessary, but just something I choose to do 

just to give myself a margin of error to avoid exceeding 700 

degrees (my limit) on the ITT.  

Going High

Typically, I climb to FL 280 or FL290 if the trip is over 250 miles.  

Data clearly indicate that from a time/cost perspective, being 

high is much better.  Weather on this trip was good, and I was 

cleared without interruption to FL 290.  I arrived at altitude 

in just under 24 minutes, with an average rate of climb of 

1200 fpm.  Remember, I was at max gross weight and for 

personal reasons, I never operate the PT6 over 700 degrees 

ITT.  (P&W and New Piper manuals state that the ITT limit is 

either 725 or 775 degrees depending upon what you read).  

When you keep ITT below 700 degrees you will be limited 

to about 1150 on the torque setting as you approach upper 

flight levels, resulting in a modest reduction in climb rate 

and a slightly longer time to altitude.

On this trip at FL 290, I was interested in conserving fuel so 

I set the torque to 1040 #.  IAS was 162 knots, ITT was 680 

degrees, outside temperature was -26 degrees C, yielding a 

TAS of 260 knots.  Not bad considering I was burning about 

229 pounds of Jet A per hour (34 gph).  I have found that New 

Piper’s performance data, as indicated in the manuals, are 

pretty darn accurate, even a little understated on TAS.

Specific Rate

One operating parameter to keep in mind is “specific rate” 

by Jim Gero
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(TAS divided by fuel flow).  This number provides 
miles flown per pound of Jet A.  The following 
specific rates are based on my Meridian with a 
torque setting of 1000 ft lbs: FL 150: 0.853,  FL250: 
1.09,  FL290: 1.13.  These rates are based on “no 
wind conditions” but in the real world this never 
happens especially at these flight levels.  What 
you can deduct from this is that you would need 
a wind component differential of at least 5 knots 
per thousand feet before you should give up 
altitude (if total direct cost is important to you).  
But in reality, time (yours and the engine) must 
be considered, so a differential of 2.5 knots per 
thousand feet is what I look for starting down 
to lower altitudes.  This ratio is based solely on 
TAS decreases while descending, and ignores 
the increased fuel flow.

Saying this another way, with the Meridian 
higher is generally better.  But when you 
are bucking a headwind, the differential in 
headwind component should be greater than 
2.5 knots per thousand feet before you fly lower 
if time is your main objective.   Obviously, there 
are other considerations that keep pilots at 
lower altitudes.

On Course

Back to the trip.  We landed for fuel in Ohio, 
and were back in the air within 45 minutes.  En 
route, our King data link was painting showers 
and rain over eastern Maine, with ceilings and 
visibilities of 400 ft and 2 miles respectively.  We 
had a nice tailwind giving us groundspeeds of 
310-315 knots with a torque setting of 1050 #, 
with an outside temperature of -34 degrees C.  
I generally like to begin descending anywhere 
from 90-120 miles out (when at FL 280/290) 
depending upon ground speed.  On this trip 
ATC allowed discretion to FL 190 at 95 miles out.  
Torque came back to 750 #, as I descended at 
about 1200 fpm at an IAS of about 175 knots in 
smooth air.  As usual, I kept these settings until I 
got within 50 miles of the destination, and then 
made adjustments as necessary.  Many times 
I have descended at 2000-2500 fpm, with no 
worries about engine cooling.  Coming from a 
piston, this is a splendid benefit.

Descent Through Ice

On the descent we picked up light to moderate 
icing at around 13,000 feet, but were out by 
10,000 feet.  The Meridian handles ice well.  
Bangor approach control vectored us to final 
and gave us a close turn at the marker a little 

high, which is usually the case there.  The 
autopilot would not lock on either the localizer 
or the glide slope.  This was nothing new, and 
I remain always ready to fly the approach 
manually, and normally do.  I intend to install 
the new S-Tec Magic 1500 autopilot, which I 
understand is first class, simple to operate and 
meets the standards and quality of the other 
systems in the Meridian.

At 500 feet MSL the 11,000 foot runway 
appeared out of the fog and drizzle, welcoming 
us to Bangor.  Full flaps, checklist read and we 
landed rock solid at 88 knots.

Pros and Cons

Now I’d like to share my views about some of the 
positives and negatives of the Meridian.  First 
and foremost, if you want a sexy looking airplane 
and an engineering marvel, from the way the 
engine handles icing to the sophisticated 
systems and avionics, then the Meridian is your 
airplane.  The Meridian provides speed, reliability 
and attractive operating efficiencies, and allows 
for a reasonably low workload environment 
once you master the systems and avionics.  For 
example, you have one power lever that controls 
both RPM and torque.  If you want to go fast, you 
push forward; if you want to go slower, you bring 
it back...it’s that simple!  

The Meridian has an automatic fuel system, 
handles weather well, and has a user friendly and 
effective Meggitt/S-Tec dual EFIS system and 
engine instrument display.  Although the EFIS 
navigation display has a variety of presentations, 
I generally stick with the needles.  All the data you 
need to fly the airplane is in one place adding 
to the user friendly nature of the Meridian.  The 
dual Garmin 530’s provide for great situational 
awareness and appear to be bulletproof.  I have, 
over the last 400 hours, learned just about all 
aspects of the 530’s capability and love those 
machines.  My Meridian also has the Honeywell 
850 MFD with radar, Stormscope® and ground 
proximity, traffic and data link.  This is a truly 
wonderful panel that provides a great feeling 
of security.

The electrical system was well thought out and 
works fine, although I need to keep a trickle 
charge going to maintain 24 volts.  Without it, 
after five days, voltage is too low to get a good 
start.  The HV/AC system is much better than 
the Mirage’s, although my Meridian’s automatic 

climate control has never worked properly 
so I generally revert to manual controls.  The 
“known icing” system includes an inertial 
separator which eliminates an “ice door” 
making for a simple system when operating 
in icing conditions.

But not all has been wonderful with the Meridian.  
Since I took ownership in late December 2000, I 
have had approximately 35-40 Service Bulletins/
Service Letters to deal with, which caused a 
lot of down time.  I have had pressurization 
problems, and numerous issues with the 
Meggitt displays, flux gates, and ADAHRS units, 
as well as an autopilot that does not work well.  
The autopilot is particularly frustrating, but I do 
intend to replace the unit.  Although cosmetic, I 
find the oil blow-by on the belly of the plane a 
nuisance and find myself wiping the underside 
after each flight.  

Settling Down

I have been told by other owners that these 
kinds of problems are quite normal after the 
introduction of a new airplane, and that I should 
have expected teething problems.  In fact, the 
problems appear to have settled down of late 
with the only recent problem being a DME 
failure.  For the life of me, I cannot figure out why 
some components cannot be manufactured to 
last more than 400 hours.  The throttle control 
is too sensitive, and the baggage capacity is less 
than the Mirage but I have gotten accustomed 
to both.

One thing that really bugs me about the 
Meridian in a big way is the limitation of not 
exceeding -34 degrees C.  New Piper informed 
us of this long after I purchased the airplane and 
this significantly limits cruise altitude for those 
of us who often fly in the North.  Interestingly, 
until this notice came out, I often would flew in 
temperatures of -42 degrees C at altitude with 
no problems.  New Piper needs to deal with this 
or otherwise highlight clearly in its sales and 
marketing pieces that service ceiling is only 
30,000 feet when you are in significantly warmer 
than standard air.  As noted in the main article, 
the 2004 Meridian will have fuel tank heaters 
and fuel temperature gauges, enabling this 
restriction to be removed; or at least shifting the 
responsibility for monitoring fuel temperatures 
to the pilot.
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My Little Survey

The following pros and cons are from other 
owners who have serious Meridian time, namely, 
Dick Dumais, Don Zale, Jim Holcomb and David 
Ausloos.  The consensus is that none were 
interested in purchasing an STC product as 
complex as the Jet Prop.  

All owners raved about the simplicity of the 
system, the ease of operation, and the increased 
reliability of the PT6 over the Lycoming.  Dick 
Dumais rightly pointed out that “the entire cockpit 
is designed to reduce the pilot’s workload.  It has 
an easy scan, excellent redundancy, a simplified 
power and fuel system and an outstanding 
pressurization system that sets itself should the 
pilot forget to set it.”  

David Ausloos has recently accepted delivery of 
his second Meridian.  He loves the new one with 
the increased gross weight and the new King 
multifunction display with up-linked weather, 

which he feels is the best tool he has ever used.  
Jim Holcomb as well emphasized how “pilot 
friendly” the plane is, pointing to automatic fuel 
balancing and not having to worry about rudder.  
“After take off the only thing I have to remember 
is to put the ignition and fuel pump on auto.  
Single lever control is about as easy as it gets.”  
Jim Holcomb also noted the benefits of owning 
an plane where the factory keeps improving the 
model.  New Piper definitely has been committed 
to its customers.  But again not all is perfect.  The 
owners noted some negatives such as the high 
cost of parts, the -34 degree operating limitation, 
numerous problems in the early days, excessive 
oil blow-by causing staining, insufficient cockpit 
lighting and limited baggage capacity.

If you purchase a Meridian, there will be 
compromises, as is true for any airplane.  The 
good news is that you will also have a sexy 
looking airplane that provides speed, reliability, 
good operating efficiencies, and that is easy to 
fly.  Because of the PT6 flat rating, the engine does 

not work hard and gives you a wonderful sense 
of security.  The Meridian is truly is a sophisticated 
single pilot IFR airplane.  Sure the Meridian costs 
more to operate and maintain than the Mirage, 
but I would gladly make the purchase all over 
again given the alternatives that exist in the 
market today.    

Epilogue:

In mid January of this year I had the new S-Tec 
Magic 1500 autopilot installed by Rick, Al, and 
Brent at Sun Avionics in Vero Beach. What a 
difference!  It is intuitive, smooth, and precise in 
all functions. On my first flight from Vero Beach 
back to Rockwall, Texas I flew an approach to 300 
feet and 2 mile visibility and it was flawless.

Although I experienced a significant delay in 
getting the “harness” turned around from S-Tec, 
it was worth the wait and inconvenience. If the 
Magic 1500 maintains its reliability, S-Tec will 
have a winner in this new autopilot.  
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In our full-motion sim, your plane or a combination.
Patient, caring instructors, experienced in the PA-46.

One-on-one learning in a relaxed environment.

Review the fundamentals - get back the edge.
Practice and drill - increase proficiency. 

Test your judgement in challenging LOFT missions.
Stretch your skills and confidence to a higher level.

Initial and Recurrent 
PA-46 Training
Insurance approved 

1.800.923.7762
www.aerotech.net  

Aero-Tech Recurrent Training
Practical proficiency for general aviation pilots.

Lexington, KY                 Since 1971





Mac’s JetProp
When I took up flying again in the late 1990s, more than 

25 years had slipped by since I had last sat left seat. After 

owning a sweet Mooney 252, Mary, my bride of 31 years, 

and I were delighted to be new owners of a 1986 Malibu. The 

cabin size was good for us, and pressurization was a big hit 

with Mary.  I soon realized there would be no going back to 

un-pressurized cabins. The higher cruise speed and ability 

to top more weather were big advantages.

Mission Profile

A typical trip for us covers 850 to 900 nm to see extended 

family and children, stretching from North Carolina to 

New York. These were 5+ hour trips in the Malibu, but they 

worked. We gave the Malibu a new paint job (and N number), 

upgraded the avionics and added extended fuel tanks. And 

we monitored our personal fluid consumption during the 

day before a trip.

But, as you know, we did not stop there. I began looking 

for information about single engine turbo-props. Then an 

unexpected top overhaul came up for my Malibu, adding to 

a steady stream of service expenses, most of them fire-wall-

forward. And to top it off, reports of PA46 in-flight engine 

failures motivated me to consider something more reliable. 

So, during the summer of 2001, I started getting serious about 

an upgrade, and narrowed my choices down to JetProp or 

a used TBM. New Piper’s Meridian had just started to ship, 

but I thought that if I were to pay over $1.6 million or so 

for a new Meridian, I would prefer to have a used TBM, for 

about the same acquisition cost.  I now understand, however, 

that a TBM would have considerably higher ownership and 

operating costs. 

Prudent Extravagance

So the itch was there. But spending over $1 million seemed 

extravagant. I had over $400,000 in my Malibu.  We liked  the 

plane, and were getting good use from it; but I was not sure if 

even that much money in a plane made sense. Nevertheless, 

in 2001, I was on the verge of converting my Malibu to a 

JetProp. The conversion would bring my total to costs to 

about $950,000. I also was considering the alternative of 

buying a Mirage for JetProp conversion (1996 Mirage seemed 

about the “best year”), and selling my Malibu.

But suddenly we were “post -9/11”, and insurance became 

a showstopper. I had about 750 hours total time, with no 

turboprop experience. I discovered that the insurance I could 

get would be expensive , and would require 100 hours dual 

before I could be insured as solo PIC. And even at high rates, 

“smooth” liability coverage was not available. I decided to 

stay with the Malibu, which was running well, and meeting 

our needs, albeit with long flight legs.

During 2002, I was (mostly) content with a decision to stay 

with Malibu.  I was also building time. Nevertheless, I was 

actively monitoring the market for Mirages of the 1996 

vintage to convert. The 1996 would be lighter than a later 

year Mirage, and would be at a lower cost. In 1996 the panel 

switches were reconfigured with some above windshield (for 

a more modern cockpit look), the heated windshield became 

glass in ‘95 Mirages and several 1996 Mirages seemed to be 

available at attractive prices with low hours on them. 

Why not just convert the Malibu? My Malibu was a well-

equipped 1986 configuration; I thought it would probably 

achieve the highest value if I sold it as is. I also wondered if 

a JetProp converted on a ‘86 Malibu (with 3,000+ hours total 

time) might be difficult to re-sell.

The Conversion

Then in August of 2002, a Lycoming crankshaft AD hit. 

That became the catalyst for my decision. I bought a well-

equipped ‘99 Mirage, which was grounded by the AD. It was 

more expensive than I would have paid for a ‘96 Mirage, 

but was a newer, low time plane with great avionics, at an 

attractive price. With a ferry permit to take it out to Spokane, 

my conversion was underway. 

I picked up my new JetProp in December 2002, and sold 

my 1986 Malibu in early February 2003. Being without a 

plane during conversion is inconvenient for some of us. 

My solution was to own two planes, with a bank loan for 

duplicate carrying costs. I know of another JetProp pilot who 

purchased an older Malibu inexpensively to fly during the 

conversion of his plane, which he then re-sold, and made a 

small amount on the transaction. A conversion takes from 

10 to 12 weeks. 

With some additional post-conversion avionics, I have 

about $1.2 million in my JetProp # 100.  The conversion was 

completed with the PT6-35 engine, new Hartzell prop, and 

one of the nicer panels in any JetProp, if I say so myself. JetProp 

has designed good-looking Moritz engine instruments and a 

matching add-on annunciator panel. On late model Mirages, 

the JetProp panel looks integrated, new and “as if delivered 

new from the factory”. When I purchased the 1999 Mirage, 

by Mac Lewis
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the panel already boasted dual Garmin 530s, 

King EFIS-40 HSI, King 225 AP, Radar altimeter, 

RDR-2000 radar, Skywatch TCAS, AirCell phone, 

extended pilot seat, CD/Radio entertainment 

center and other amenities. Newer Mirages have 

a modern looking instrument panel, and Mirage 

models after about mid 1998 have a reinforced 

wing strut, allowing another 40 pounds of useful 

load. I have recently added an MX-20 MFD for 

panel-mounted charts and to display WSI in-

cockpit weather, a wonderful addition. 

Journey as Destination

I have taken time to discuss my JetProp search 

here, in part because I now realize that the 

process of assembling the pieces of a JetProp is 

part of the journey. These “pieces” can include: 

year model, avionics, paint, and even an interior 

upgrade. And now, even a choice of power plant 

(PT6A-34, -35, or -21) is available.  This selection 

process, including discussing the options with 

other JetProp owners and the folks in Spokane, 

was an enjoyable journey for me.  For those 

who want a quicker decision, with a known 

configuration, then a used JetProp or Meridian, 

or new Meridian, will represent a different 

decision process.

In my case, this time period for considering the 

alternatives enabled me to build flight time 

and paralleled our deciding if we really want 

to spend over a million dollars on a plane. Well, 

we did. And, we are we glad we did.  The plane 

is fast, stable, safe and well equipped, and is a 

thrill to fly.

Limitations

I knew range and full-fuel payload would be the 

primary limitations. For many of our trips, Mary 

and I are the only ones on board, so we do not 

need the larger payload of alternative planes. 

However, there are some trips, including some 

ski vacations and business travel with more 

people, when more payload with full fuel would 

be convenient. I knew JetProp range would be 

less than my Malibu.  But the JetProp met our 

expectation for our east costs trips of 850 -900 

nm (plus ATC diversions), which we accomplish 

non-stop, even in a light headwind. 

Turbine Power

The PT6 is a normally aspirated engine, but one 

with surplus power at lower altitudes. Unlike 

the piston, you do not just push the throttle all 

the way to the stops for take-off, or for climb. For 

example, on takeoff, I push the throttle in, and 

adjust for 1,200 # (torque) during the initial roll; 

as air-speed increases, the ram-air pressure will 

bring torque close to max of 1337 #.  Quickly 

you will put gear and flaps up, trim for climb, 

acknowledge and change ATC frequencies, turn 

to a new heading, arrive at your initial assigned 

altitude, and level off and bring power back. 

I once allowed myself to be rushed onto the 

runway for “immediate takeoff” in front of a King 

Air on final.  I pushed the power all the way in, 

like in a piston. I quickly realized the mistake and 

pulled back on the throttle. With Shadin Trend 

Monitor watching, you can not get away with 

anything on this plane, which is a good thing. In 

this case we had the data, courtesy of Shadin, to 

know that the measured exceedances were well 

within tolerances for the engine.  I was lucky.

Personal Technique

After takeoff, I almost always hand-fly until 

established in cruise at final altitude.  While more 

is happening faster, the turbine engine is lower 

workload than piston predecessors.  You have 

no need to adjust fuel flow, and mercifully, you 

avoid the LOP/ROP discussion. You also do not 

need to monitor engine temperatures as closely 

as with the piston engine: the ITT limit of 740° is 

generally not reached on the -35 JetProp, except 

at higher altitudes, on hot days, in climb.

Upon reaching an intermediate level-off altitude, 

JetProp can very easily bust through Vne 

(172 IAS) if power is not reduced.  At different 

altitudes, a different torque power setting will 

deliver a target IAS of 160 -170. Eventually, I 

figured out that upon reaching an assigned 

intermediate altitude, I could set engine power 

to deliver about 34 gph and leave it there; at 

this fuel-flow setting (at any altitude) I will 

accumulate speed as I level off, and settle in at 

about 165 knots IAS. As a result, I can attend to 

other tasks, without any need to pay particular 

attention to power settings, or worry about 

blasting through Vne. On climb, I also find that 

with trim set for level flight at about 165 knots 

IAS, applying power for climb will give a good 

climb rate without need for trim adjustment 

(about 1,800 fpm with an air-speed of about 

135-145 knots IAS). And reducing power will 

result in smooth transition to level flight, also 

without need for trim adjustment, and without 

blowing through an assigned altitude.

A climb to FL 260 or FL 270 normally takes about 

17 - 20 minutes.  When leveled off for cruise, I 

will have used about 18 gallons since engine 

start, including fuel for ground taxi, pre-take-off 

checklist and run-up and climb. 

Speed is Good

Once in cruise, I almost always run at or near full 

power; operating for best speed, rather than best 

range.  Hey, I got the plane to go faster! I have 

analyzed flying at reduced power to achieve 

better range, but for most trips I can make my 

destination in one stop without needing to 

refuel. For longer trips, going slower does not 

generally eliminate the need for a fuel stop. On 

one recent trip, I did take advantage of a good 

tail wind, adjusted the engine slightly for better 

range, and flew 1,060 nm without stopping. 

In order to get best TAS, I almost always fly at 

FL 260 or FL 270. Flying higher is not so much a 

matter of saving fuel: the JetProp with a PT6-35 

will be burning about 34 gph at any altitude, 

when near the Vne of172 knots.  But TAS is better 

at higher altitude.  At FL 260 or FL 270, I will 

normally see an IAS of 165-170 knots and TAS of 

255-265 knots, depending on OAT and density 

altitude.  The ITT limit is 740°, and this has only 

been a limiting factor during climb in summer, at 

higher altitude.  A slight power reduction keeps 

the temps within range. I believe I am flying the 

engine conservatively within this limit of 740°, 
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since this is a lower limit than established for the 

same engine in other applications.

High and Low

I use the rule of thumb that if headwinds vary 

by more than 3 knots per 1,000 feet, then flying 

lower is better. On a recent trip I flew at FL 200 

to avoid headwinds, with the following result:  I 

had a TAS of 237 knots (IAS of 171 knots at 33 

gph), which is about 18-20 knots slower than 

I would expect 6,000 feet higher (3 x 6000 ft 

= 18 knots) with “normal” winds. Considering 

much bigger headwinds at higher altitudes at 

the time, I knew my measured ground speed of 

190 knots at FL 200 was better than if facing 80+ 

knot headwinds at FL 260.

In light winds, an 880 nm trip requires about 3 

hours 40 minutes at FL270, compared to almost 

5 hours in the Malibu at a typical altitude of FL 

210. Of course, in flight levels where we cruise 

the winds are not always light, especially in 

winter. With stronger tailwinds, we will make 

eastern destinations in 3 hours 15 minutes (once 

in just 3 hours), with a ground speed of 345 

knots. With good tailwinds, the same trip in the 

Malibu required about 4 hours 15 minutes or so. 

Against stiffer headwinds, returning to the West 

demands two legs of about 2 hours 30 minutes 

each in the JetProp (compared to a bladder 

busting single leg of 6 hours 20 minutes in the 

Malibu). In fact, the elapsed time for this JetProp 

return trip, including the turn around time for a 

stop, is still shorter but not significantly faster 

than the Malibu. But in the JetProp we do get 

to rest, have a “bio-need” stop and pause for a 

meal if we choose.

Cruise Numbers

On a recent round trip at FL260 and FL 270, I 

checked fuel flow and TAS at various power 

settings. Using these numbers, I estimate that 

a zero-wind range with adequate IFR reserves 

would be about 880 nm at a TAS of 260 knots 

(995 # Torque), consuming about 3.6 hours. At 

lower power settings (780 # Torque) we are 

about 9.5% slower with a TAS of 235 knots, offset 

by a 19% reduction in fuel flow, and an extended 

range of about 960 nm, taking about 4.3 hours. 

Based on comments from other owners, the 

plane can be even more efficient (nm per gal) 

at even lower power settings.

Descent

Staying high as long as possible is desirable in 

order to hold onto that TAS of 260 as long as 

possible, and to arrive sooner at the destination 

on less fuel. I actually plan for a moderately 

gradual descent.  I generally set a target 

destination-altitude into the Garmin VNAV 

function, and have the VSR (Vertical Speed 

Required) displayed on an active page. When VSR 

is calling for descent rate of 1,200 to 1,500, I will 

try to initiate descent. I also mentally cross-check 

when vertical feet-to-lose is 3 times distance-

remaining (the “Rule of Three”). For example, if I 

need to lose 24,000 feet, then I should start down 

72 nm out.  Frequently ATC will start me down 

sooner. To descend, just pull power back, and 

increase prop rpm if needed for more braking 

effect. This will provide a good descent rate, 

without excessive IAS. There is no concern of 

engine shock cooling, although smooth power 

adjustments are still recommended.  (One 

JetProp instructor suggested that a compressor 

stall was possible if power was reduced too 

rapidly at higher altitude.  Whether true or not, 

I am not sure, but that sounded like a bad thing, 

so I adjust power gently). If slam-dunked, or 

otherwise high on approach, putting the gear 

down will enable a descent in excess of 4,000 

fpm, still within air speed limits. 

Great in IMC

The JetProp is great for IFR trips.  The reliability 

of a turbine engine, faster climb rates and higher 

cruise altitudes are all big benefits over a piston.  

Also, approaches feel more stable to me than 

in a Malibu.  On-board downloaded weather 

provides greater confidence for avoiding nasty 

boomers. On a trip this summer from the Boston 

area to White Plains with my brother (who had 

not previously flown in a small plane in IMC 

conditions), scattered heavy showers abounded, 

and held the potential for thunderstorms.            

On-board radar, Stormscope® and WSI weather 

enabled me to navigate a busy airspace with 

good awareness and anticipation of what was 

coming. Our approach into White Plains was in 

heavy rain.  While “keeping up the speed” on final 

between other biz-jet and commercial traffic, we 

broke out as expected at about 300 feet.  With 

the JetProp, I was confident, always ahead of 

the plane and situation, and comfortable the 

entire trip. When my brother saw the runway 

for landing emerge right in front of us, he said; 

“How did you do that?” Magic.

Greater Utility

I expected to use the JetProp for mostly the 

same trips as I did in the Malibu, and just fly 

them faster. But the JetProp has turned out to 

be more useful than anticipated, and I take trips 

that I would not have previously considered. 

Longer trips make more sense because with the 

JetProp I arrive in reasonable time, and be more 

rested at the destination. Given the reliability of 

the PT6-35, I feel like I can have more schedule 

flexibility.  For example, I am more comfortable 

flying in marginal conditions (night IFR or over 

more low IFR areas enroute) than I was in the 

piston plane. I flew the Malibu approximately 

250 flight hours per year. I am now flying the 

JetProp at a rate of over 300 hours per year; a 

20% increase in flight hours, and a 50% to 60% 

increase in distance traveled. 

I am delighted with my JetProp. The plane is 

fun to fly, good looking inside and out, reliable, 

sturdy, economical and has great cruise speed.  I 

flew on one trip with a friend who has a King Air, 

and to my delight his jaw was in his lap.  Among 

his mutterings, I caught a repetitive utterance 

of, “260, at 33 gph? Unbelievable”.  In his case, 

his wife wanted 2 engines, and he can carry 

much more useful load.  The King Air meets his 

needs. Any plane is a trade-off.  But I sure like 

the combination of choices represented by my 

JetProp. I am only one of a happy community of 

many JetProp owners. Just ask us ... that is, if you 

have time to listen, just ask us.
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Elliott Aviation Building
Flying Cloud Airport (FCM)

13801 Pioneer Trail, Eden Prairie, MN  55347
www.rogeraviation.com

Roger Aviation Company

Call us toll-free   
888-943-2837

Roger Aviation offers a first-rate and insurance-approved curriculum for Malibu and 
Mirage owners that covers systems, avionics, emergency procedures and maintenance 
anomolies.  Our simulator experience is so real, it’s hard to believe you’re not actually in 
your own plane!  And, we offer Emergency Maneuver Training / EMT® in our beautifully 
restored T-34A!  Is your recurrent training date approaching? Call us.

EMT® is a registered trademark of Rich Stowell and CP Aviation, Inc.
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Pilatus Points
The Twelve Transition
            by Mike Haenggi

Photo by John M. Dibbs
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“Goggles for dogs,” he told me. 

“What?” I said.

“Guys wear goggles, why not the dogs?” 

I had to laugh, but it made sense. Wes Howard, president and owner of Ray Allen Manufacturing, the one-stop 

shopping center for police and military K-9 equipment, was explaining to me the products made by one of his two 

companies in Colorado Springs, Colorado. “Military K-9 units in Iraq used ‘Doggles.’ Remember those sandstorms?”  

He then went on to show me other products he sells, including electronic collars, harnesses, muzzles, crates, dog-

training books and videos, and training aids for K-9 detection of narcotics and explosive.

He continued, “Heated bird perches.” 

My eyebrows rose. 
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GOOD BUSINESS

K&H Manufacturing, Wes’s other company right 

next door, offers electrically heated products 

designed for pets. I started paging through 

a product catalog and saw things like “The 

Birdbath Ice Eliminator” and “Igloo-Style Lectro 

Kennels.” Page after page was filled with products 

designed to keep your dog, cat, or bird electrically 

warm and happy. 

 “I’ve been very fortunate,” he said, which was his 

understated way of saying how these businesses 

enabled him to own a Pilatus PC-12.  Before 

getting his PC-12, Wes owned a Piper Mirage. His 

aircraft progression was the main reason I was 

there to interview him. I wanted Wes to share 

his insights into transitioning from a Mirage to 

a PC-12. 

POWERLESS PISTON

But first, a little background. The reason Wes 

decided to sell the Mirage was unfortunate, but 

understandable. His Lycoming TIO-540 began to 

consume itself in flight. He was able to limp to an 

airfield for an uneventful landing, but the engine 

was beyond repair at shutdown. A mechanic who 

viewed the aftermath said he had never seen 

anything like it. The event became a clarifying 

moment for Wes. No more piston engines. His 

replacement aircraft would be turbine powered. 

The only question left in his mind was which 

turbine aircraft.

  

TURBINE CHOICE

“The last thing I wanted to do was spend $3 

million on a Pilatus,” he recalled. He began 

looking at used turboprops in the $1-2 million 

range. “I looked at King Air F90s and 100s with 

new avionics, then the Renaissance Commander.” 

But used aircraft, even refurbished to almost new 

standards, left lingering doubts in his mind. “I 

wanted a new aircraft. I’ve owned old aircraft. I’m 

61 years old and I realized I don’t want to deal 

with old airplanes anymore.”

Switching his focus, he continued shopping. 

“I looked at the mini jets, but they can’t go 

anywhere and carry anything.” He looked at the 

Caravan, but wanted more speed. The Meridian 

and TBM700 were nice, but he wanted more 

range-payload. Wes’s rule of thumb: “Don’t tell 

me what it will carry. Tell me what it will carry 

with full tanks and how far it will go.”

Wes needed to use the airplane for business. He 

and his employees travel extensively, visiting 

customers with large product displays and bulky 

equipment. Traveling commercially with some of 

the items his company manufactures is next to 

impossible. Wes grinned, “We sell explosives for 

training explosive-detection dogs. They won’t 

actually explode, but in every other respect they 

look like actual explosives. We also sell mock 

weapons. They look and feel like real shotguns.”  

If you think the TSA agents at the airport get 

upset with your nail clippers, try going through 

security with a Ray Allen shotgun for a whole 

new experience. 

In addition to business missions, the new 

airplane would also be used for recreation. As 

a member of the Baja Bush Pilots Association, 

Wes makes frequent trips to remote strips in 

Mexico and Central America. He also enjoys 

filling his airplane with friends and equipment 

and heading off for a weekend of fishing or 

playing golf. 

SETTLING ON THE PC-12

Like many Piper owners, Wes was already familiar 

with the PC-12. His local Piper dealer, Aviation 

Sales, Inc. in Denver, Colorado, was also a Pilatus 

dealer, so he had seen them around. Wes began 

to research the PC-12 more thoroughly; “I talked 

to two Pilatus owners. They both said, ‘if you read 

the POH, and Pilatus says it does X, then it does 

X.’ Well, I’ve never seen a POH in my life that 

doesn’t lie through its teeth!”  Wes’s surprise is 

consistent with what many others have found. 

The published PC-12 performance numbers are 

somewhat conservative by industry standards. 

An average pilot can really expect to duplicate 

book performance.

Exhaustive research, test flights, and chats with 

current owners complete, Wes reviewed his 

options.  “I kept coming back to that [expletive] 

$3 million PC-12.  It carries lots, goes fast, and 

has low operating costs.” Aviation Sales gave 

him two purchase options: custom order a 

new PC-12, which could be delivered in about 

three months, or buy an existing company 

demonstrator immediately. Wes chose the latter. 

His new airplane wouldn’t be custom designed 

to his specifications, but he wouldn’t suffer too 

much. The demonstrator was the Pilatus show 

plane from the NBAA convention, and was 

fully loaded.

It was time to trade in the Mirage. “Aviation 

Sales...on that Mirage, they really took care 

of me,” Wes recalls. That helped defray a little 

bit of concern over the acquisition cost, but 

the $3 million figure still bothered him. It 

was significantly more than the price of his 

last airplane.

SITTING LEFT SEAT

His focus soon turned to learning to fly the 

PC-12. Wes had about 1,400 hours when he 

made the transition, none of which were in 

turbine-powered aircraft.  One big question 

was insurance.  “At first my insurance company 

wanted 100 hours of turbine time.” 

Knowing he’d have to log some time with 

an experienced PC-12 pilot, he devised his 

own “full immersion” method of training. Wes 

loaded up the PC-12 and took off for Mexico 

and Central America for 40 hours of real-life 

turbine experience with Buzz Rabatin, Sales 

Manager at Aviation Sales and experienced PC-

12 pilot. The insurance company was impressed 

with his initiative and how he learned to fly in 

the extreme environments where he would 

often be operating. After all was said and 

done, they settled for 50 hours of turbine time. 

The insurance company figured that flying 

in the United States would certainly be less 

challenging, and rightly so.

TRAINING TRANSITION

After returning home, Wes attended the 6-day 

initial training course at SIMCOM in Orlando, 

Florida, for his official introduction to the PC-

12. The course, which covers basic operations, 

aircraft systems, and emergency procedures, 

is included with every PC-12 purchase and 

combines classroom work with simulator time. 

Since Wes already had 40 hours in the airplane, 

his training went smoothly. However, some 

adjustments had to be made.

cont. page 75
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CONTINUED FROM PAGE 12 
TBM700 INSIGHTS

bit more complicated, and full flaps are desirable 

for several reasons.  For one, max flaps allow for 

slower approach and touchdown speeds while 

maintaining safe margins above stall.  This is most 

advantageous when the visibility is low or the 

runway surface is contaminated with rain, snow, 

ice or other undesirable elements.  Slower speeds 

give us time to think, see and act.  In addition, full 

flaps allow for a higher power setting (TRQ) and 

helps prepare the engine for the power change 

necessary should a non-landing occur.  This is 

important for any turbine-powered airplane since 

turbines (especially free-turbines) have some lag 

in acceleration from low power settings.

Balloons

Anyone who has flown the straight-wing TBM 

700 has experienced the pronounced “balloon” 

and pitch change when flaps are extended to 34 

degrees.  A newly transitioning pilot must learn 

early on to deal with this behavior when landing 

the TBM.  The dramatic response to flaps is simply 

a characteristic of this wing and flap design.  The 

good news is that with full flaps, the landing 

environment (runway or approach lights) is easily 

visible through the windshield on final approach.  

That long nose does not block the view with full 

flaps.  The bad news, however, is that pilots should 

avoid any configuration changes on short final 

or close to the ground (like at DH), because the 

balloon could cause the aircraft to ascend back 

into the muck at just the wrong time.

Excess Power

I have talked to pilots who, in anticipation of a 

go-around, express concerns about executing 

an approach in low IFR conditions with full flaps.  

They seem to think that this is a difficult or risky 

maneuver.  It just is not so.  The TBM 700 has so 

much excess power (even at max gross landing 

weight and high density altitude) that the go-

around is simply a non-issue.  Apply full power 

(100% TRQ), pitch to the GA Command Bar, raise 

the flaps to T/O (10-degrees) and go up!  

Initially, prior to retracting the flaps to T/O, the 

rate-of-climb at VX will be over 1000 fpm, even 

from 4000-feet MSL with ISA +10, at maximum 

takeoff weight.  After the flaps retract to 10 

degrees, the rate-of-climb under these conditions 

jumps to 1700 fpm.  Use the electric elevator and 

rudder trim as necessary to reduce the control 

pressures and away you go.  

After verifying a positive rate of climb on the VSI 

and altimeter, retract the landing gear and then 

the rest of the flaps when accelerating through 

110 KIAS, and you are headed comfortably 

to the missed approach or alternate.  Missed 

approaches do not get any easier.  When I’m 

questioned about landings with less than full 

flaps, my standard response is “when was the last 

time you saw an airliner or corporate jet make a 

partial flap landing?”  The answer is never, unless 

something is broken, and the airlines know what 

they are doing.

Another Source

Finally, when we look at the limitations section 

of the POH Supplement for the KFC 275 or KFC 

325 we find: “In APR mode - GS coupled, flaps 

must be fully extended in landing position before 

crossing the OM.”  Of course anyone who has 

tried to put full flaps down while coupled to a 

glideslope (not me of course) will know that the 

pitch servo is unable to keep up with the balloon 

and pitch change, and the airplane will drift well 

above the descent path.  This will probably cause 

a full-scale “fly down” indication.  As a result, an 

autopilot-induced porpoise will suddenly be on 

the agenda, which is not good when descending 

toward the hard stuff.  If we try to put the flaps 

to LDG while hand-flying the GS, the same 

balloon occurs and pilot workload increases 

exponentially as we get closer to DH.  Either way, 

it is not a good practice to extend the flaps to 34 

degrees while trying to fly an ILS approach.

I’m So Confused

But wait, are we not now faced with a dilemma?  If 

we shouldn’t extend flaps on an ILS, how can we 

be configured for a stabilized approach with full 

flaps in low IMC at or before 1,000 feet above the 

airport elevation?  Simple.  We get the gear and 

flaps down before the FAF or glideslope intercept.  

When established on the final approach course 

(localizer in the case of an ILS) inbound, I will 

put the approach flaps down when the GS first 

begins to move from the top of the indicator.  

When the GS indicator is about half-way down 

the scale, the gear goes down.  At “1-dot above”, 

the landing flaps are extended.  

What Can It Hurt?

If the airplane does balloon and I do not adjust 

properly, the plane rises to the glideslope as a 

worst case result.  If my power has been 25% 

TRQ, with the airspeed at about 125 KIAS, the 

configuration change (gear and T/O flaps) will 

slow the airplane to 122 KIAS prior to full flap 

extension.  In addition, the pitch change with 

full flaps will help get the TBM pointed down the 

glideslope without much change in TRQ.  

Now I must decide on the approach airspeed.  I 

usually recommend VREF + 20, or 100 KIAS, which 

gives me airspeed for crosswind control and 

reserve power for the go around should one be 

necessary.  When the runway environment is in 

sight, only a small reduction in TRQ is needed to 

begin to slow to VREF, or 80/85 KIAS for a normal 

wind or 90 KIAS with a strong crosswind.

Do not be afraid to use this technique, and you 

too could be stable.  Well, perhaps just your 

airplane because I cannot promise anything 

else.
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AIRCRAFT TRAINING SERVICES, LLC.

Tom Deutsch Certified Flight Instructor since 1972 (31 years)
Owner/Instructor Over 15 years flying and teaching in PA-46 s

Email: deutscht@rhwhotels.com Address: 24308 West 79th St., Shawnee, KS 66227

MALIBU, MIRAGE & MERIDAN
TRAINING

Insurance Approved

INITIAL & REFRESHER COURSES 

(913) 441-7820 
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Mary has been a pilot for over twenty-five 
years and has instructed in the Malibu 
since 1988 when she worked for the 
Piper Training Center. Subsequently, she 
was Eastern Region Sales Director and 
Malibu Mirage demonstration pilot for 
Piper Aircraft. Mary was also co-founder 
and owner of Attitudes International, 
Inc., The New Piper Aircraft’s exclusively 
approved training school for Malibus, 
from 1991 – 1998.

Mary currently provides Malibu-Mirage 
and JetProp training through Eclipse 
International, Inc. in St. Petersburg, 
Florida. Mary holds ATP, CFII, and MEI 
certificates, and is type rated in the 
Cessna Citation. She also has a BA from 
Northwestern University and an MBA 
from the University of Illinois. Mary  
may be reached at 727.822.1611.

Malibu Trivia Q & A

Mary Bryant 

 7.  At a high density altitude airport, 
   the same indicated airspeed will 
   result in what ground speed 
   compared to low density altitude 
   locations?

   a.  the same

   b.  higher 

   c.  lower

   d.  it depends

 8.  Increased ground speed will impact 
  
   which of the following?

   a.  runway required for takeoff

   b.  runway required for landing

   c.  propensity to overheat tires
        on landing

   d.  propensity to overheat brakes 
         on landing

 9. The aircraft will always stall at 
   the same:

   a.  airspeed

   b.  angle of attack

   c.  density altitude

   d.  weight

   e.  power setting 

   f.  angle of bank

 10.  With high winds, the potential for 
  blowing sand may be present in 
  desert areas.  If this should exist, what 
  precautions should be taken?

  a.  avoid use of alternate air in flight 
       with piston models

  b.  employ the ice door to 
   minimize FOD 
   damage in the JetProp

  c.  when parked, use inlet and pitot 
   covers and secure the prop with 
   turbine aircraft 

ANSWERS

 1.  All aircraft are impacted.  Turbine 
  aircraft are normally aspirated aircraft, 

and turbocharged piston aircraft such 

as the Malibu and Mirage are negatively 

impacted by increased density altitude. 

QUESTIONS

 1. Which aircraft are impacted by 
   density altitude?

   a.  Malibu

   b.  Mirage

   c.  JetProp

   d.  Meridian

 2.  What factors increase density 
   altitude?

   a.  temperature

   b.  altitude

   c.  humidity

 3.  Which factors are impacted by 
   density altitude?

   a.  take off distance

   b.  landing distance

   c.  rate of climb

   d.  indicated airspeed

   e.  ground speed

 4.  What impact does increased density 
   altitude have on aircraft 
   performance?

   a.  improves performance

   b.  decreases performance

   c.  depends, some improve, some 
       deteriorate

 5.  In Palm Springs, which factors 
   impacting density altitude would 
   likely have the most impact?

   a.  temperature

   b.  altitude

   c.  humidity

 6.  Which speed should be used for flying 
   a typical landing at a high density 
   altitude airport?

   a.  the same indicated airspeed as 
    usual

   b.  the same ground speed as usual

   c.  the same true airspeed as usual

   d.  increase the airspeed by 1/2 the 
    difference in the temperature 
    above standard

by Mary Bryant

As we prepare to go to Palm Springs for the 

annual MMOPA convention, a review of issues 

regarding flying in hot climates might be useful 

as we plan our flights to this desert city.
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Increased density altitude (less dense 

air) reduces power because the engine 

takes in less air, reduces thrust because 

the propeller is less efficient in thin air, 

and reduces lift because the thin air 

exerts less force on the airfoils.

 2.  All of these factors impact density
altitude.  Interestingly, only temperature 

and altitude are incorporated in 

our performance charts.  Be aware, 

however, that humidity will further 

impact the performance reflected in 

the charts.  Water vapor is lighter than 

air; consequently, moist air is lighter 

than dry air resulting in degraded 

performance.

 3.  All of the factors except indicated 
  airspeed are impacted. 

  4.  b.  Performance is negatively impacted.  
  Additional take off and landing 
  distances will be required, and rate of 
  climb will deteriorate.

 5.  a.  Since the desert climate of 
  Palm Springs is not likely to be humid 
  and the elevation of PSP is 474 ft. 
  and TRM -113 ft. (yes, that’s negative), 
  high potential temperatures will be the 
  largest factor.

 6.  a.  All your aircraft “knows” is indicated 
  airspeed.

 7.  b.  Because of the lower density of air, 
the same indicated airspeed will result in 

a faster ground speed as density altitude 

increases.

 8.  All of these items will be impacted with 
addition runway required for takeoff 

and landing.  Higher ground speeds will 

result in higher speeds for touch down 

resulting in the potential for overheating 

tires and brakes.  

 9.  b.  Every stall is an excessive angel of 
attack regardless of weight, load factor 

or density altitude.  On a hot humid day, 

an airplane must be flown at a greater 

true airspeed for any given angle of 

attack than on a cool, dry day.

 10.  All of the above
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by Kevin Mead

Malibu Maintenance
Exploring Your Replacement Part Options

Kevin Mead

Kevin is an IA who has 
specialized in Malibu/Mirage 
maintenance for 14 of his 
20 years in general aviation. 
He is a licensed private pilot 
with a multi-engine rating. 
Kevin recently formed his 
own business, Mead Aircraft 
Services, which he runs 
from a small farm in Inman, 
Kansas. He will continue 
to provide support for the 
Malibu/Mirage fleet in  
the U.S. and abroad.

Those of you with recent maintenance may have 

noticed that as of April 5th, the cost of Piper 

parts for your PA46 increased by 3%. Now 3% is 

a relatively small rise, but small increases every 

year add up over time.  For some replacement 

parts there is no alternative to purchasing 

new OEM units. For others, you have options 

including new surplus, FAA/PMA approved 

aftermarket, overhauled or repaired parts, or 

when appropriate, used parts. Unfortunately, 

many owners and even some shops are not 

aware that opportunities to save money and 

time exist outside the usual parts procurement 

channels. In this article I will discuss some of the 

options we frequently use in my shop. 

Factory new parts

This is what we usually install, because for many 

PA46 parts, factory new is the only option. Your 

Piper and engine distributors absolutely should 

be your source for any parts for an aircraft still 

under warranty. 

New surplus

Several good surplus companies buy or take on 

consignment inventories from Piper distributors 

or Service Centers, and then resell them at deep 

discounts. Frequently the parts come to us in 

original manufacturer packaging. Obviously, 

some items tend to be old, so you should avoid 

purchasing parts that have a shelf life from these 

companies unless they can provide you with a 

cure date. We rely heavily on surplus houses for 

replacing airframe parts on older Malibus, since 

many of the replacement parts for these aircraft 

are no longer available from Piper. In some cases 

an older part will be a better fit than a new one 

on an older airplane. For example,  we have found 

that some of the newer partial ribs available 

from the factory come pre-drilled in such a way 

that the will fit nicely on a newer airframe but 

have to be significantly altered to fit an older 

plane. Some good surplus companies include 

Preferred Airparts, Duncan Aviation (formerly 

Avpac), KRN, Wilco, and Avparts. Aircraft salvage 

companies also occasionally end up with new 

surplus parts.

Aftermarket parts

Quite a few aftermarket replacement parts are 

available for the Malibu. Rapco makes brake 

discs, central vacuum filters, prop deice brushes 

and more, although the savings on these items 

is relatively small. For truly impressive savings 

try having hoses made at a hose shop. They are 

perfectly legal and frequently can be made in 

less time than it takes to obtain factory hoses. 

API and Aviall each have a hose shop, and your 

local maintenance shop may know of others, 

but my personal favorite is Precision Hose 

Technologies in Tulsa. Aftermarket lamps can 

also be a good buy. 

Overhauled and repaired parts: This is where 

you can save some serious money. We install 

overhauled and repaired parts frequently, and 

in most cases the repair shops can offer a quick 

response in an AOG situation. Again, this is 

only for aircraft and engines not under factory 

warranty.  I will break them down by part.

Alternators 

Alternators can be so reliably overhauled that I 

exclusively install overhauled units on out- of-

warranty engines. The cost difference between 

overhauled and new is huge, but the difference 

in reliability and warranty is not.  These units 

are readily available for either Lycoming or TCM 

engines. I keep one of each in stock, but the 

alternators are readily available for exchange.  If 

you prefer to have your own overhauled, this can 

usually be done quickly by a variety of sources. 

My favorite source is Quality Aircraft Accessories 

in Tulsa. 

Vacuum Pumps 

Just mention of the word vacuum pump sends 

a chill through owners of 310P’s.  So let me 

say up front, before anyone gets excited, that I 

am unaware of anybody repairing the electric 

standby vacuum pump for your plane. Years 

have passed waiting for various companies to 

obtain FAA approval to repair these pumps.  

Unfortunately, in the end there are just too few 

units in existence to make the effort a priority.  

However, if your 310P’s primary pump needs 

replacing, or if you have a 350P, you can readily 

obtain overhauled pumps at a reasonable cost.  I 

have used overhauled vacuum pumps exclusively 

for years and found them to be extremely reliable 

and always readily available. The pumps are so 



Summer 2004 63 M•MOPA

available in fact that I have not found the need 

to stock them. Again, I rely upon Quality Aircraft 

Accessories for these.

Vacuum and Pressure Manifolds

A few years ago, new prices for these valves 

skyrocketed. Now, finally, Aero Accessories is 

overhauling them at a reasonable price. These 

units have only been available for a short time 

so I ca not yet make a statement about their 

reliability. Just remember that the original 

manifolds themselves have not been reliable.  

You can pay for two overhauled valves and still 

not approach the price of a new one. 

Turbochargers 

I cannot remember the last time I purchased a 

factory new turbo for a non-warranty aircraft. 

Again, overhauled turbos are so reliable, readily 

available and attractively priced that I would 

not even consider a new unit unless the aircraft 

owner specifically asked for one. Approved Turbo 

Components and Main Turbo are good sources, 

and they also repair wastegates.

Stall Warning Lift Transducers and Computers 

Replacing or repairing these frequently-failing 

items is a case of choosing the lesser of two 

evils. These components are available from Piper 

in theory, but usually have long lead times. The 

transducer and computer can be bought new. 

The computer is also available overhauled from 

Piper. Both options are extremely expensive. For 

a much less expensive but still exorbitant price, 

their manufacturer, Safeflight, can repair these 

components. The repair times will typically be 

about 4-6 weeks, although I have had them take 

much longer. The manufacturer will graciously 

cut this repair time down to a couple weeks or 

sometimes less if you purchase their expensive 

AOG service. Frustration with this situation drove 

me to purchase, at great expense, units of my 

own to have on hand in repaired condition as 

exchanges for my customers. 

 

Exhaust components 

Using repaired and certified exhaust parts is 

another way to save money and downtime. 

Repairing your Lycoming pipes when possible 

can spare you the agony of shelling out upwards 

of $10,000 for certain single components. 

The savings is less significant on cheaper TCM 

exhaust pieces, but since availability of new 

components is so poor, I have found repairing a 

unit is always faster than obtaining a new one. 

I hoard all salvage exhaust parts I can find in 

an effort to have repaired, certified exchanges 

available whenever possible. 

Other repaired or overhauled items I own and 

exchange frequently:

•  starters

•  shoulder harnesses (particularly if they only 
need rewebbing)

•  turn coordinators

•  strobe power packs

•  gauges

•  autopilot servos

•  Lycoming engine oil sump

•  Lycoming and TCM cylinders

•  oil coolers for both engines

•  nose trunnions

•  windshield hotplate for 310P

•  deice control valves and sequence valves

•  starter ring gears

•  ELT’s

•  fuel header tanks

•  landing gear actuators

•  hydraulic pumps

•  voltage regulators

•  miscellaneous gauges

“As Removed” or Used Parts 

The usual source for this class of parts is the 

salvage yard or surplus house, and their use is 

controversial. Some shops will not install such 

used parts under any circumstances, and many 

owners do not want them. My personal view 

is that there are cases where the use of an “as 

removed” part is reasonable or even called 

for, and cases where I would never use one. 

Sometimes, there is no alternative to a used 

part. Some parts for older aircraft are simply not 

available new or they are ridiculously expensive. 

For example, recently the price of an aluminium 

bracket used in non-critical airframe applications 

has increased tenfold. A two inch long aluminium 

bracket that cost around $14.00 two years ago 

jumped to around $140.00 overnight. I would 

have no qualms installing an undamaged bracket 

from a low time salvage airframe on another 

plane. I have installed numerous used spinner 

domes, interior seat parts, cowlings and glare 

shields. Under specific circumstances I have also 

installed used, low time, good condition engine 

exhaust parts. To me it makes little sense to install 

a brand new $7000.00 exhaust tee on an engine 

that is 200 hours from TBO.  I have also installed 

good used parts on stranded aircraft in order to 

get them home where new or overhauled parts 

can be installed. In many cases a used part not 

in need of repair can be sent out for testing and 

certification. 

Ultimately, this is an area where the owner and 

mechanic must use common sense. Could failure 

of the part cause a dangerous in-flight situation? 

Is the part in good condition? Did the part come 

from a low time, relatively undamaged aircraft? 

What is the harm in using cabin light fixtures or 

air ducts from an aircraft scrapped due to a gear 

up landing?  Is the age of the part compatible 

with the age of the aircraft accepting the part? 

(I probably would not install a part from an ‘88 

Malibu in a 2002 Meridian, for example). Are 

economical alternatives available? Each installer 

must exercise common sense in assessing the 

part and it’s suitability for a given application. 

As an owner, if you feel strongly that used parts 

should not be used on your airplane, you should 

let the mechanic know. 

In conclusion, I am a firm believer that the 

judicious use of any and all categories of parts 

listed above, along with liberal use of common 

sense, can result in substantial savings over the 

life of an aircraft without compromising the 

plane’s basic integrity. 
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DORR AVIATION CREDIT CORPORATION
201 Airport Road, PO Box 761, Cuero, TX 77954

Aircraft Loans Nationwide, Serving the Aviation Community for 40 years.
 Best Rates & Low Closing Costs

Experienced Malibu/Citation/TBM 700 Lender 
Located on the Airport @ T71

Jimmy Gips
Vice President Southern Region

 Phone: 800-311-4311 Fax: 361-275-6940 
  361-275-6990 Email: gips@dorraviation.com
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by Russ Caauwe

“Though I Fly Through The Valley Of Death I 

Shall Fear No Evil, For I Am At 80,000 Feet And 

Climbing.”  Sign over the entrance to the SR-71 

operating location on Kadena AB, Okinawa.

We have been working toward synchronizing 

our member profile information with the internal 

database here in Arizona.  “Synchronizing” means 

using a computer program to automatically 

update the data so that both databases reflect 

the latest information.  As members, you can 

help.  Please make your changes using correct 

capitalization, and enter the correct information 

in each field.  Remember, the labels for mailing 

the magazine to you are generated from this file, 

so we want to have this information as current 

and accurate as possible.

Reference Manual Disk 1 and Disk 2 are now 

both available at $20 each.  These are CD’s that 

are fully text searchable.  You can search using 

a single word, or a phrase.  Disk 1 contains 

the first 19 issues of the MMOPA magazine 

(Volume 1 through Volume 5).  Disk 2 has the 

next 20 magazines (Volume 6 through Volume 

9), which takes you up through 2000.  The PDF 

format makes them readable on both PC and 

Mac computers.  To order, send a check or credit 

card number to MMOPA, Box 1288, Green Valley, 

AZ 85622.

New Members 
 Mark E. Halloran
 N92835
 Belleville, IL

Mark is President of Halloran Construction Inc.  

He has a Mirage.

 J. W. Grand
 Raleigh, NC

J. W. is Owner/CEO of J. W. Grand, Inc., a General 

Contractor.  He has over 5000 hours and hold 

a Commercial license with SEL and Instrument 

ratings.

 Jared Heggen
 N1005B
 Missoula, MT

Jared is an Attorney in Missoula.  He has a 310 

Malibu, and holds a Private license with an 

instrument rating.

     George Burnett
 N462 HP
 Englwood, CO

George is Gen Manager of Dex.  He has over 

350 hours and holds SEL and Instrument 

ratings.

 Real Ransom
 Austin, TX

Real is a Veterinarian in Austin.  He has over 

300 hours and hold a Private license with an 

Instrument rating.

 Jerry Mercer
 N32CK
 Port Orange, FL

Jerry has a new Meridian.  He has over 16,000 

hours and holds an ATP, SEL and Glider ratings.  

 Doug Chappelear
 Elkhorn, NE

Doug owns Chappelear Equipment Leasing, 

Inc.  He has over 250 hours and holds a Private 

license.

Notes From M•MOPA Headquarters 

Russ Caauwe

Executive Director

Russ has been crazy about 
airplanes all of his life. He 
obtained his license in Norfolk, 
Nebraska, at the age of 17. 
Entering the Air Force at 19,  
Russ served two years as an 
airborne radar mechanic. In 
1950, he was accepted for pilot 
training, and after graduation, 
was commissioned as a 2nd Lt. 
and pilot. Russ served in the  
82nd Fighter Squadron, flying 
F-94’s and F-89’s, in Iceland,  
where he met his wife Bjorg (Bea). 

After completing his tour with the 
76th Fighter Squadron in Presque 
Isle, Maine, Russ pursued various 
business interests, including life 
as a Customer Engineer for IBM; 
later as President of his own data 
processing company; and finally, 
as a corporate pilot, from which 
he retired in 1997, having enjoyed 
over 3,500 hours flying a 1984 
Malibu, and a 1989 Mirage.

NOTICE
For any questions regarding  
next year’s M•MOPA convention, 
please call: 

Bill Alberts
Convention Coordinator
tel: (843) 785-9358 
fax: (843) 785-7567

14th Annual Convention 
October 6-9, 2004 

Palm Springs, California.
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Notes From M•MOPA Headquarters 

 Larry Chambles
 N463WB
 Santa Fe, NM

Larry has a Mirage.  He has over 2500 hours and 

holds Commercial license with Instrument and 

Multi ratings.

 Paul Sciarra
 N86RL

 Nutley, NJ

Paul is a Real Estate Manager.  He has a 310 

Malibu and has over 725 hours.  He holds a 

Private license with SEL and Instrument ratings.

 Steve Curtis
 N350MP
 Maple Plain, MN

Steve has a Mirage.  He has over 800 hours 

and holds Multi and Instrument ratings.  His 

company is Carefree Services, Inc.

 Steve Scott
 Alabaster, AL

Steve has 800 hours and holds SEL and 

Instrument ratings.

 Kim M Larsen
 Las Vegas, NV

Kim owns a Management Consulting business.  

He has over 700 hours and holds an ASEL 

rating.

 Don Estell
 N424J
 Clayton, MO

Don has over 2100 hours and is an Investment 

Banker.  He has a 310 Malibu and holds 

Instrument and Multi ratings.

 Lee Hallerberg
 N3325H
 Santa Clarita, CA

Lee has over 5000 hours which includes 1500 

hours in Gliders.  He has a Meridian.

He holds ASEL MEL Instrument and Glider 

ratings and holds a Commercial license.

 Susie Stringfellow
 Vero Beach, FL

Susie is Customer Service representative for 

New Piper Aircraft.  She has over 250 hours and 

holds a Private license with SEL rating.

 Robert Jones
 N5353V
 Longview, WA

Robert has a new Meridian.  He is an ATP with 

over 4000 hours.  He is self employed in the 

construction industry.

 James Gregory Poole III
 N13JC
 Raleigh, NC

Gregory has a Mirage.  He has over 5300 hours 

and holds a Commercial license with MEL SEL 

CE-500 and CE-525S ratings.

 Leslie Ball
 N224JJ
 Cheyenne, WY

Leslie is CEO of Corral West Ranchwear.  He has 

a Mirage and has over 5000 hours. He holds 

SMEL Comm Inst Land ratings.

 R. Barry Stem
 N708DP
 Tarpon Springs, FL

Barry is President of Duratek Precast 

Technologies.  He has over 1360 hours and 

holds a Private license with an Instrument 

Rating.  He has a Mirage.

 John A. Bizal
 N622MD
 Evansville, IN

John is a Physician.  He has a Malibu and has 

over 3000 hours.  He holds a Commercial 

license and has Instrument, SES and Glider 

ratings.

 Anthony Sarades
 Ocala, FL

Anthony has over 1600 hours and hold 
SEL rating.  

 Bruce McCollum
 Oldwick, NJ

Bruce has over 2500 hours and holds a Private 

license with an instrument rating.

His is an executive with the Tingley Rubber 

Corporation.

 Daniel Andrews
 N248DA
 Lakeland, FL

Daniel is a retired Judge.  He has over 730 

hours and holds a Commercial license with 

an instrument and multi ratings.  He has a 

Meridian.

 Marc Dulude
 N812MB
 Wayland, MA

Marc has a Mirage.  He has over 425 hours and 

holds a Private license with and instrument 

rating.

 Ross Zoll
 N124CC
 Suffolk, VA

Ross has rejoined MMOPA.  He has a Mirage 

and has over 2600 hours.

 Rev. Ben Tankard
 Murfreesboro, TN

Ben is a Minister and Recording Artist.  He he 

holds a private license with SEL rating.  He has 

over 500 hours.

 Gary Wolverton
 Twin Falls, ID

Gary is a Builder/Developer and owns 

Wolverton Development.  He has over 450 

hours and holds an SEL rating.

 Richard Good
 N4421R
 Louisville, KY

Richard has a 310 Malibu.  He has over 1250 

hours and holds a Private license with an 

instrument rating.  His company is Excalibur 

Management, Inc.

cont. page 68
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 Robert Raffa
 Holderness, NH

Robert is a Consultant.  His company is The 

Catalyst Group, LLC.  He has over 450 hours 

and holds a Private license with an instrument 

rating.

 Jim Underhill
 Saskatoon, Canada

Jim is an Ophthalmologist.  He holds multi and 

instrument ratings and has over 700 hours.

 Alan Taylor
 VH-JVX
 Maroochydore, Australia

Alan lists his occupation as “Builder”.  He has a 

310 Malibu.  Welcome to another “down under” 

member!

 Douglas Shaw
 N4366Z
 Houston, TX

Douglas is Managing Director for Wachovia 

Securities in Houston.  He has over 1600 hours 

and holds a Commercial license with Multi and 

Instrument ratings.

 Antoine Gini
 HB PLD
 Geneva Switzerland

Antoine has a Malibu and has over 1800 hours.  

He holds SEP mountains and IFR ratings.

 Robert Kay
 N429MM
 Osprey, FL

Robert is a Commercial Land and Condo 

Developer.  He has over 950 hours and holds 

a Private License with Instrument, MEL and 

Helicopter ratings.

 Tyler West
 N666AS
 Albuquerque, NM

Tyler is a professional pilot.  He has over 2300 

hours and holds a Commercial license with 

Instrument, MEL, SEL, CFI and CFII ratings.  He 

has a Mirage. 

 Eric Zee
 Wayne, PA

Eric’s company is Aviation Transport Inc. No 

other information available.

 James R. Fikes
 N4161Q
 Temple, TX

James is President/CEO of a Gas Distribution 

company.  He has a 2000 Mirage.

 Rick Murray
 N190KC
 Chanhassen, MN

Rick is a Land Developer.  He has a Malibu and 

holds SEL and Instrument ratings.  He has over 

1900 hours.

 Rodger Johnson
 N347DW
 Walhalla, ND

Roger owns Johnson Pototato Company.  He 

has a Mirage and has over 3500 hours, holding 

a Commercial license with an instrument 

rating.

 Todd Welch
 Portland, OR

Todd’s occupation is Sales/Consulting.  His 

company is Medtronic.  He has over 1500 hours.

 Thomas J. Spearing III
 St. Louis, MO

Thomas is an Aviation Insurance Broker.  His 

company is Spearing Aviation Insurance, LLC.

 Doug Kelly
 Woodside CA

Doug has over 1000 hours and holds 

Multiengine commercial Instrument Airplane, 

and Private Helicopter ratings.

 Louis Meiners
 Indianapolis, IN

Lou is President of Advocate Aircraft Taxation 

Co.  He holds MEL, and Instrument ratings with 

a Private License.

 Richard M. Johnson
 N6962S
 Castle Rock, CO

Richard is President of the Johnson Auto Plaza, 

Inc.  He has over 2100 hours and holds SEL MEL 

Commercial and Instrument ratings.  He owns 

a Mirage.

 Jack Mansur
 N68CP
 Riverside, CA

Jack has over 3100 hours and holds the 

following:  ATP-AMEL, Commercial - ASEL, 

Instrument, Flight Instructor, ASEL/AMEL/

Instrument.

 Thomas Bieling
 Champaign, IL

Thomas is a 700 hour pilot with SEL and 

Instrument ratings.

 Gregg Howard
 St. Petersburg, FL

Gregg is a Financial Advisor with Merrill Lynch.  

He has over 1400 hours and holds a Private 

license with Instrument and SEL ratings.

 Robert Korbelik
 N545JW
 Salina, KS

Robert is President of Premier Pneumatics, Inc.  

He has a Mirage and has over 1100

hours.  He holds ASEL and Instrument ratings.

 Craig Sabina
 N28BR
 Hood River, OR

Craig is Owner/CEO of Summit Projects.

He has a Malibu and has over 400 hours.  He 

holds a Private license and is Instrument rated.

 Jack Martin
 N4167C
 Seattle, WA

Jack has a Jetprop and lives in Seattle.  No 

other information available.
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 Walt Glazer
 Richmond, VA

Walt has over 700 hours and holds SEL and 

Instrument ratings.

 Patrick Minger
 N788ES
 Chanhassen, MN

Patrick is a Contractor.  His Company is PJM 

Equipment/Minger Construction, Inc.  He has 

over 1450 hours and holds a Private license 

with Multi and Instrument ratings.  He has a 

Mirage.

 Edwin D. Steffy
 N463WB
 Santa Fe, NM

Dr. Steffy is a Dentist in Santa Fe.  He has a 

Mirage, and has over 1460 hours.  He holds a 

Private license and has Multi and Instrument 

ratings.

 Mike Thoma
 N4375R
 Lubbock, TX

Mike is a General Contractor.  His company is 

Mike Thoma Construction.  He has a Malibu 

and has over 8500 hours.  He is an ATP.

 Dean Winegardner
 N4185L
 Knoxville, TN

Dean has a Meridian.  He is President of 

American Book Company.  He has over 3400 

hours.

 John Branin
 N415JH
 San Marcos, CA

John is an Airline pilot.  He has over 8000 hours 

and holds ATP license with type ratings in DC-

10, B757/767.  He has a Mirage.

 Ron Tavlin
 Eden Prairie, MN

Ron’s company is Omega Asset Management.  

No other information available.

 Darrell Crate
 Beverly, MA

Darrell has over 1100 Hours and holds MEL and 

IFR ratings.

 Charlie Knight
 N550MG
 Norcross, GA

Charlie’s company is Day Investment Company.  

He has over 800 hours and holds a Private 

license with an Instrument rating.

cont. page 73
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Full-Motion PA-46 Simulator
Insurance Approved Initial/Recurrent Training. 

Emphasis on instrument proficiency. GPS  

and risk management. Experienced Malibu 

instructors. Train in your plane, our sim or  

combination. Contact MMOPA member:  

Arlynn McMahon or Charlie Monette.

Aero-Tech, Inc., Lexington, KY  

800-923-7762 or visit www.aerotech.net

2002 Socata TBM700B
S/N 234 with 211 hrs total time since new.  

Like new in and Out! Equipped with the  

desired optional pilot access door ($50,000) 

and is fully loaded including dual GNS-530’s, 

KMD-850 MFD with EPWS, Nexrad Radar, BF 

Skywatch TCAD, and radar. Warranty valid 

through July 2004. Why spend hundreds of 

thousands more on a new aircraft when you 

can buy S/N 234 for $2,295,000? Visit our  

website at www.caijets.com to view specs  

and pictures.

J.P. Hanley, Corporate AirSearch Int’l  

954-491-0225 or email jp@caijets.com

 FLORIDA Spruce Creek Fly-In
America’s Premier #1 Fly-In and Country 

Club Gated Community with it’s own Airport. 

4,000' paved lighted, east/west runway, paved 

taxiways, fuel. Featuring hangar homes, golf 

course homes, nature homes, and condo-

miniums. 15 minutes from Daytona Beach 

International Airport and the Atlantic  

Ocean. Contact Spruce Creek Fly-In Realty  

for information on all properties and prices, 

new or resale. Website: www.fly-in.com

Lenny Ohlsson, Broker 

800-932-4437 or Evening 386-761-8804

GPS Manuals
The popular Garmin GPSmap 196 Handheld 

has been added to our inventory of Pilot 

Friendly manuals. It joins the GPS MAP 295, 

GNS 430, GNS 530, Bendix/King’s KLN89B/

KLN 90B and KLN 900. These task-oriented 

manuals lead you step-by-step through all the 

operations. A valuable aid in the cockpit for 

seldom-used operations. IFR models $39.95. 

Hand helds $34.95. Add $6.00 for S & H. Other 

than U.S. add $6.00 more. ZD Publishing, Inc., 

PO Box 3487, Wichita, KS 67201. 888-310-3134. 

www.zdpublishing.com

M•MOPA Classifieds
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1995 Socata TBM700A
S/N 107 w/2000 hrs. TTSN. Equipped with  

2-tube EFIS, KMD-80 Multi-function display 

with enhanced ground proximity warning 

equipment, BFG Skywatch, WX-1000 storm-

scope, and King KLN-90B GPS. The paint and  

interior were completed in 2002 and the  

aircraft has no damage history. The annual  

inspection was complied with April 2004. 

Aircraft is located in Sanford, Florida. Asking 

price has been reduced from $1,850,000 to 

$1,695,000. Visit our website www.caijets.

com to view specs and pictures. “0” since 

hot section, SB-14261 complied April 2004.                  

J.P. Hanley, Corporate AirSearch Int’l  

954-491-0225 or email jp@caijets.com

Special Purchase Composite  
3-bladed Mirage Propellers 
Hartzell is offering factory overhauled  

3-blade composite propellers for a special  

price of $13,500 ... an $8,400 savings off of  

the $21,900 list price. These used composite  

3-bladed Mirage propellers were removed 

from aircraft converted by JetProp LLC to their 

new DLX  This special Top Prop kit includes the 

0 TSO propeller, new de-ice kit, used spinner, 

STC paperwork and a 1 year/1000 hour  

warranty. Availability is on a first come, first 

served basis. Call 800-942-7767 or email 

topprop@hartzellprop.com.

1992 Socata TBM700A
1992 Socata TBM 700A, S/N 53.  Only 1580 

TTSN with 136 hours since hot section inspec-

tion by Pratt & Whitney.  Excellent equipment 

including 2-tube EFS-40 EFIS, Garmin GNS-530 

GPS, BFG Skywatch, WX-1000+ stormscope, 

Bendix RDR-81 Radar,  and Freon Air.  The  

exterior was repainted in August of 2001  

and shows like new.  Please visit our website  

at www.caijets.com or contact J.P. Hanley  

the pre-owned TBM 700 specialist at  

Corporate AirSearch (954) 491-0225 or  

email jp@caijets.com. 

 Jim Earsley
 N5535W
 Lubbock, TX

Jim is retired.  He has over 1100 hours and 

holds SEL Commercial and Instrument ratings.

 Frederick Weissberg
 N463HP
 Schaumburg, IL

Frederick has a Mirage.  He has over 7000 

hours.

 Scott Tankersley
 N205AP
 Forth Worth, TX

Scott is a contractor.  He has a Mirage and 

has over 1700 hours.  He holds SEL MEL and 

Instrument ratings.

 Jim DiMatteo
 N562HP
 Coronado, CA

Jim is a Navy Fighter Pilot.  He has over 4000 

hours and  holds ATP, MEL, Commercial, F/A-

18, F-16N, F-14, F-5 and A-4 Instrument and 

NATOPS qualified.  He has a Meridian.

 Scott Brandt
 N9282J
 Houston, TX

Scott has a Mirage and has over 500 hours.  He 

holds an instrument rating.

 AJ “Gerald” Wittman
 Appleton, WY

Gerald owns Wittman Construction.  He has 

over 2000 hours and holds a Private license 

with an Instrument rating.

CONTINUED FROM PAGE 69 
NEW MEMBERS
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Two years later Kevin was offered a position 

he could not refuse at Flight Craft in Hayward, 

California.  But Cynthia and Kevin found the bay 

area lifestyle a bit intense, and Kevin’s father was 

having health problems.  So after 2 years the two 

decided to leave the West coast and head for 

home. Kevin said, “We ran away screaming, and 

decided we should start our own business.”  A 

scary idea, but one whose time had come.  As a 

bonus, the business could start in Lyons using a 

beautiful hangar that Kevin’s father built.

Mead Aviation

But the infrastructure at Lyons did not match the 

entrepreneurial couple’s grand vision for Mead 

Aviation. The biggest problem was the 3000 ft. 

runway.  With luck on their side, the Meads soon 

found a large hangar at Hutchinson, just 25 

miles away from family. In January 1998, Kevin 

and Cynthia moved back to the area where it 

all began. 

Not Sitting Idle

Through all these moves the Mead family grew 

to include three children: Ivy, Norris and Wallis. 

They home school the children and the kids are 

an integral part of the family business life style. 

Cynthia manages the business while Kevin keeps 

the shop running. According to Cynthia, Kevin 

seems to enjoy talking on the telephone as long 

as the subject is about airplanes. During my visit, 

every aircraft in the hangar was either a Malibu, 

Mirage, Meridian or JetProp, all stuffed inside like 

carefully packed sardines, with one squeezed 

outside on the ramp. 

Phone Etiquette

Perhaps Kevin is best known for his policy of 

giving advice to all in need who call. I have 

contacted him several times over the years, and 

he is always cheerful and anxious to share his 

wealth of knowledge.  In 1999, MMOPA President 

Richard Bynum set up a cellular hot line so 

MMOPA members could access 24-hour technical 

help. He asked Kevin to be on the receiving end 

of that line. This was actually just an extension 

of what Kevin was already doing, but now his 

efforts were blessed as an official member service 

of MMOPA. 

The hot line was such a success that the MMOPA 

Board started paying Kevin a retainer fee in 2001 

for accepting the calls.  This compensation was 

long overdue, and has hopefully taken some of 

the reluctance away from members who need 

to use the service. I asked Kevin if he would like 

to see changes concerning the hot line.  “I just 

hope owners and mechanics will feel free to 

use the service,” he said.  Kevin also expressed 

the hope that more people would call him 

early on as problems develop before one issue 

compounds another.

Site to Behold

In just 6 years, Mead Aircraft Services has grown 

from a company of 2 principles to 6 mechanics, 1 

hangar keeper (he also washes airplanes, cleans 

interiors and much more) and 2 office personnel. 

When you visit, you immediately get the sense of 

an old-fashioned family business.  By that I mean 

an environment in which employees are part of 

the family and the kids blend into this unique 

environment.  Close family ties to business like 

we see at Mead Aircraft are increasingly rare, and 

the site is one to behold.

CONTINUED FROM PAGE 14 
VIEWS FROM A JETPROP

CONTINUED FROM PAGE 19  
COATS CORNER

Use It Well

The real benefit from this course goes beyond 

your basic understanding of gasoline engines 

and the theory of their operation.  The course 

also provides you with a deeper knowledge that 

enables you to gain greater utility from your 

engine analyzer. Customer files contain multiple 

cases of impending failure that were caught early.  

In some cases subtle anomalies were recognized 

from improper power management, appropriate 

changes were made, and the engine was saved 

from further abuse. 

Back in the Day 

All of this information creates a certain nostalgia 

for me. My dad was one of the early naval aviators, 

designated to that status 1923, a time during 

which most, if not all, of the aviators were enlisted 

mechanics.  He taught the theory of gasoline 

engines at the Naval Academy. I doubt that in 

the 1920s and 1930s the concept of LOP and ROP 

was really understood. 

By the way, does anyone know if Lindberg flew 

ROP or LOP across the Atlantic?

Safety Foundation

I can not close without putting a plug in for 

the MMOPA Safety and Training Foundation, 

which has an outstanding program this year. 

As previously published the course content is 

changing to reflect the needs of the membership. 

If you have previously attended, no doubt I will 

be seeing some of you again.  If you have not 

yet taken advantage of this subsidized course, 

you should.
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First is the PC-12’s size, which can be a bit 

overwhelming. Compared to the Mirage, the PC-

12 fuselage is eighteen feet longer, and at 9,920 

pounds MTOW, it weighs twice as much. The 

PC-12’s 53-foot wingspan adds another 10 feet to 

manage while taxiing. Wes wondered about the 

implications at first, but found that he adapted 

quickly, “The thing about the size that most 

people don’t realize is that it only takes about 

an hour to get over.”  Then you start appreciating 

the spacious cabin and begin thinking positively 

about that handy extra length. 

TAKING ON THE TURBINE

The adjustment to turbine power came next. 

After learning the start checklist and how to 

manage power, Wes found that the turbine 

engine greatly simplified operations. The PC-

12’s Pratt & Whitney PT6-67B produces 1,600 

shp dynamic, and is flat-rated to 1,200 shp for 

long life.  All that power is commanded through 

a single-lever power control, with no propeller 

or mixture levers to manage. Wes had to adjust 

to the difference in engine noise. The smooth 

whistling turbine had replaced vibrating pistons, 

so the audio cues were all new. The luxury of 

excess horsepower was another discovery, “You 

don’t have to add power to climb. The engine’s 

ready to go.”

PERFORMANCE

In the pattern, the PC-12 can be flown surprisingly 

like a Mirage. A normal ILS approach is flown at 

120 knots with gear-down and flaps at 15º.  But 

if you want to slow way down, you can set flaps 

to 40º and ease in at 80 or 85 knots and still have 

full control. The PC-12 stalls at 64 knots. If the 

controller asks you to speed things up because 

a 747 is crawling up your, well you know, you can, 

even with gear-down and flaps at 15º, still go all 

the way to 163 knots just by adding power.

Approach speeds are simplified by angle of 

attack (AoA) information provided on the 

Honeywell EADI. The display is fed by two heated 

AoA probes, one on each wing. You are given an 

indication of “F” when fast (AoA too low), and “S” 

when slow (AoA too high). Keeping the arrow 

centered automatically puts you at 1.3VSO.  

When you combine this simple display, the single 

power lever, and flexible speed range, the result 

is an airplane that is easy to fly correctly and 

land easily. Wes observed, “In the Mirage, engine 

management is so critical, and the slick airframe 

makes it less forgiving. I think it is actually harder 

to fly than the PC-12.” 

WORK HORSE

Once Wes was confident on his own, he really put 

the PC-12 to work. “I loaded six employees and all 

their gear and flew Colorado Springs-Montreal 

non-stop. That was over 1,400 nautical miles, 

much of it above bad weather.  The approach 

into Montreal was to minimums, but it was a 

snap.”  Wes smiled, “I like the fact that I can go 

from Colorado Springs to Cancun non-stop with 

full seats too.”  He also flies the aircraft on Baja 

Bush Pilot outings to Central American airstrips 

in Guatemala and Honduras. “I’ve landed on 

highways that are actually used as runways down 

there. Dirt runways, rock runways, you name it. 

Because of the PC-12’s handling at low speeds, 

you can do that.”

BARGAIN AFTER ALL

After putting some time in the PC-12, Wes 

started to look at the $3 million acquisition 

price from a different perspective. He recognized 

that the cabin size, range, and payload are really 

more comparable to a mid-sized jet. “There’s 

just nothing in that category, unless you spend 

a lot more money.”  The PC-12 slowly evolved 

into a bargain.

Today, Wes has more than 1,000 hours in PC-12s. 

After flying the demonstrator around for two and 

a half years, they were ready to make a change. 

The next airplane would be different. This time, 

the new PC-12 was custom ordered. Wes took 

delivery of that aircraft last summer.  

Goggles for dogs and heated bird perches, 

indeed.

_______________________________________

ABOUT THE AUTHOR

As a little kid, Mike Haenggi was responsible for 

more nose prints on airport windows than anyone 

in town. Later, as a bigger kid, he learned to fly in 

Champs and Aircoupes off a small grass strip in 

Wisconsin. Flying has been part of his life ever 

since.

Today, Mike is the Marketing Project Manager for 

Pilatus Business Aircraft on the PC-12 program. 

Before Pilatus he accumulated ten years experience 

in the aviation publishing industry. As a senior 

aviation editor, he helped put together more 

than 100 books on the history of aviation. He has 

authored two books and many aviation articles. 

He holds an MBA in Aerospace Business from 

Embry-Riddle Aeronautical University and is an 

instrument-rated commercial pilot. Mike lives with 

his wife and daughter in Thornton, Colorado.

CONTINUED FROM PAGE 54 
PILATUS POINTS
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Training Update ... 

Aero-Tech Recurrent Training 
Lexington, Kentucky 
1-800-923-7762

Aircraft Training Services, LLC. 
Shawnee, Kansas 
(913) 441-7820

Initial & Refresher Courses

Aviation Training Management 
Vero Beach, Florida 
(772) 778-7815

Initial & Refresher by Appointment

Eclipse International, Inc. 
St.Petersburg, Florida 
(727) 822-1611

Initial & Refresher with Mary Bryant at 

St. Petersburg or Customer’s Location

FlightSafety International 
Lakeland, Florida 
1-800-726-5037

Initial & Recurrent Training

The following facilities offer initial and/or recurrent training for the Malibu•Mirage.
This list does not constitute an endorsement of any of the trainers listed below.

Helpline ...

620-728-8634

Lester Kyle’s Aircraft Training 
Vero Beach, Florida 
(772) 562-5438

Initial & Recurrent Training

Mariani Aviation Services 
Vero Beach, Florida 
(772) 567-8666 or (772) 713-4368

Initial & Refresher Training with 

John Mariani at any location

Roger Aviation Company 
Eden Prairie, Minnesota 
1-888-943-2837

Initial & Recurrent Training

SimCom Training Centers 
Vero Beach, Florida 
1-800-272-0211

Initial & Refresher by Appointment

Events Calendar ... 

14th Annual Convention 
October 6-9, 2004 

Palm Springs, California






