
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.
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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 
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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.
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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 
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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.




