
1

Hello!  Good afternoon and Welcome to MMOPA’s 2021 convention!

I hope you all are enjoying our convention this year, and congratulations to our master aviator recipients.  

My goal today is to discuss the accidents that have occurred since our virtual Convention 2020, and then try to put them into the larger context 
of MMOPA’s mission of improving safety.
I’m a strong believer in trying to learn from others’ experiences, since life is too short for each of us to get all the direct experience we could use.

I’ll first return briefly to one older accident as a reminder about some human factors in accidents, and then review the accidents since our virtual 
convention last year. 



Since I only have an hour this convention, and I have a lot of accidents to cover, I’m going to skip a discussion of the accident 
and incident databases, but the slides will be posted on the MMOPA website for reference.
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Serious injury is pretty much self-explanatory, and common sense.
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Substantial damage has a very specific meaning to the FAA, and basically excludes the damage you’d see from a simple gear-
up landing.
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So under that definition, this gear up landing never made it into the accident database.



Nor did this botched go-around.  
Those incidents go into the FAA’s incident database, and I generally discuss incidents at these reviews if there are particular 
lessons for us. 

With that understanding of how accidents make the FAA’s list, let’s start looking at specifics.

First, though, I’d like to make the same disclaimer I make every year:  I was not present for any of these accidents. All I am 
doing is using the NTSB and other public records to describe what may have happened. In many of the cases, all I have is a 
preliminary report, with minimal information in some cases. 
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My point this morning is not to affix blame; I’ll leave that to the NTSB, insurance companies, and the courts.

My goal is for us to look at these accidents as learning experiences; trying to learn from someone else’s misfortune.
I may speculate on causes, without any factual basis for doing so, if it helps make a teaching point.

I certainly don’t mean to cast aspersions on any of the involved pilots, even when I list pilot error as the cause. Even the best 
pilots can have a bad day; any of us could.  

I certainly mean no disrespect to any of our brother and sister pilots.
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And before I get to the accidents, one more digression.

I suspect I’m not the only geek who goes frequently to the NTSB accident database.

This is the old website for accident queries.  But NTSB went to a new system last year, and this page is now only good for 
accidents before 2008.



In the old system, you could enter 46 under model, and you’d get all PA46 accidents (plus a few other random airframes like 
the British Aerospace 146 regional jet).  

But as I said, this is now only for accidents prior to 2009.



Now for 2009 forward, you need to use the new NTSB site, called Carol.



If you click on CAROL, this is what you get.

There appears to be no Model field to narrow your search to just PA46.  Very frustrating.

Until you read the 60-page online manual, and find out that what we need is “advanced search”  <click>



When you click on advanced search, click down to aviation fields, and then aircraft info, 
you get here, and can enter 46 for model.



I’m also going to skip some slides about the NTSB’s new accident database, and how to use it.  Again, those slides will be on
the website.



Before I talk about this year’s accidents, I want to review an accident from last year.

The timeline and ATC tapes are helpful in understanding the accident.  We don’t have a final report, but it’s 
clear the NTSB will say “Pilot Error – fuel starvation”.

The main reason I want to discuss this accident in more detail is because it touches on a number of human 
factors that we’re all subject to…
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As you may remember, this is a 1985 Malibu accident from two years ago, with the pilot and 3 passengers on board.



They were flying from Akron Ohio, to Pawtucket, Rhode Island.

Just about 2 hrs after takeoff, at FL190, the pilot requested a diversion to Poughkeepsie New York, supposedly to use a 
restroom.  Boston center approved, and issued heading & descent clearances.

4 minutes later, the plane had descended to 13,000 feet and was headed directly to Poughkeepsie.  

Weather was clear.



One minute later (5 mins after his initial diversion request), the plane was 2 miles west of Poughkeepsie, and in contact with 
New York Approach, when the pilot told Approach <click>



The controller acknowledged the low fuel warning and cleared the airplane to 
descend to 3,000 ft. 
The airplane crossed directly over POU a minute later at 11,700 ft and continued on 
its assigned easterly heading.

2 minutes later, 7 miles east of the field, still descending, the pilot requested a turn back to the airport, which was approved.  
You can see other airports near where he turned around back into the westerly wind. 

5 minutes after his initial diversion request, the plane was 2 miles from the field at 1,500’, lined up with the runway.

1 minute later, when the tower advised his gear was not down, the pilot responded <click>



The plane landed in dense woods ¾ mile short of the field.

Help was on the scene within 9 minutes, with assistance from a helicopter that found the wreckage.  3 occupants were 
seriously injured; one passenger had minor injuries.

Fortunately, there were no deaths.



Couple of comments:

First, obviously the plane was under-fueled for the planned trip.

But more specifically, 7 minutes before the crash, over a towered field in clear weather, the pilot thought he’d told ATC that he 
had a serious situation, but he never actually declared an emergency.  There’s no reason to expect a controller to know what a 
“fuel emergency light” means.

The pilot kept following ATC’s routine approach vectors, though he did speak up to ask for an early course reversal.



With the great benefit of hindsight, I believe the pilot should have initially declared an emergency, and spiraled down over 
Poughkeepsie, staying in gliding range.  <click>



Alternatively, he could have landed at one of the other uncontrolled airports near where he did the course reversal.  <click>



There are several important human factors at play here:

- Lack of assertiveness

It can be hard to assert your PIC control – “Approach, 1 Sierra Kilo is declaring a fuel emergency, and is going to spiral down 
over Poughkeepsie to a landing on runway 24.”

We’re used to following ATC headings and altitudes, and any of us can become too timid in a real emergency, especially an 
emergency that develops slowly, like fuel exhaustion.



A second relevant human factor is:

- Goal fixation

I think this behavior reflects the natural tendency to establish a plan and then focus on that plan to the exclusion of other
options…  I’ve established the goal of landing at Poughkeepsie, and I concentrate on that and stop thinking about alternatives, 
even as my gut feeling hints that the plan isn’t going to work. 

This is made worse by task saturation – When the adrenalin is flowing and you’re focused on your plan for an emergency, it’s 
very hard to divert brain power to examining alternatives.  

I’ll come back to these human factors as we cover some of the more recent accidents.



So here are the accidents we talked about last September, from a 15-month period.  
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Here are the NTSB and worldwide accidents we’ll mention today: for the 12-month period from last convention to August - 4 fatal accidents, and 
16 other non-fatals.  Overall not a good year for PA46’s.

NTSB and overseas reports are slow this year, so for some of these I don’t have any hard information, especially the overseas accidents.
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You can see that last September was a bad month – 4 accidents (and also 4 incidents).

First on the list is a landing accident.
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This is a 2013 Mirage, with an experienced 70 yr old ATP/CFI pilot who had almost 3000 total hrs and 700 hrs in type.  

The lady shown in this picture is NOT the accident pilot, but this is the only picture of the lovely plane I could find.



The flight was from Plainview, Texas to Centennial airport in Colorado, on an IFR flight plan.



Weather was nice vmc, and the flight was vectored for a visual to 35R.

<click>    Wind was almost a direct crosswind at 14 gusting to 20.

At touchdown, a gust turned the plane to the right and dropped the left wing, which scraped the runway.  



The plane departed the runway and struck a taxiway sign and runway lights.
There was damage to the left wing, hence classification as an accident.

Fortunately, neither the pilot nor passenger were hurt, as is usually the case with runway excursions.



Next is a 2014 Mirage on an instructional flight.
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The owner, who had purchased the plane a week earlier, and his instructor were doing a practice engine-out landing to this 
uncontrolled field in Texas.



They took off and entered the pattern.  On downwind abeam the numbers the power was pulled. They overshot the base to 
final turn, and the airspeed bled off in the skidding turn back to the runway.



The plane stalled about 10 feet in the air and landed hard just off the runway, and then skidded onto the runway…



Obviously, this training maneuver should have been aborted and a go-around initiated earlier.



Next is a very sad fatal accident that brings up some of the same human factors I talked about at the 
beginning.

I’m going to discuss this accident in detail, since I think there are some good learning points for us all.
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This Malibu/Jetprop was flying mid-morning from Horseshoe Bay, TX to Louisiana.

Roughly 36 minutes into the flight, they were at FL190 in cruise…



They started descending and shortly thereafter calmly called Houston Center.

The controller didn’t initially understand what was going on – he missed the initial emergency declaration, and misunderstood 
“engine out” for “in and out”.  So our plane flies several more minutes before the situation is clear to ATC.

By that point, the plane was just north of a small private field, Hilltop Lakes: Zero Tango Echo 4  <click>

Listen the ATC tapes up to that point… <click to keyclicks>



By this time Kilo Mike was down to 16,000, a few miles from the field.
Not an optimal emergency landing site – 3000’ long and narrow.  

But the field was close by, and better a short runway than trying to stretch a glide, especially because the nearby alternatives
are only 4000 feet.  

The surrounding terrain is generally pretty flat.  



By this time, Kilo Mike is at the X, looking for the field.  He doesn’t see it for a while. 

Back to the ATC tapes… <click to “souls on board”>



Kilo Mike finally spots the field and starts his pattern to land.

<click to “give flight service a call”>



The final radar hit showed him one mile from runway 17 at 750 feet AGL, and going fast.



Witnesses describe what sounds like a stall spin just short of the airport. 
The plane crashed 200 feet south of the airport property in a near vertical descent.



The crash was not survivable, and the four people aboard died….

<click>



So… What are some lessons for us?

First, the pilot seemed to have some trouble deciding where to head, and then finding the target airport.
He was close to this small field, and if it was near under him, it would be difficult to see from the cockpit.

But another possibility is charting.  

Of course, Hilltop airport is on the sectional. 
But it’s unlikely that a sectional is what the pilot was looking at in cruise at FL190.



The airport is also shown on the low enroute chart.  But again, not what he may have been looking at.



This field isn’t shown on the hi enroute chart.

I don’t know this plane’s avionics and whether the moving map he had on the panel was set to show smaller private fields.  

But my point is that when the engine stopped, he may not have been set up to see all his emergency options, and thus his first 
thought was to head to Waco, instead of the small field almost below him.  

In this situation, I think immediately switching to a sectional makes the most sense.



But there are other serious issues.

When I saw this flight track, I was struck that there were only two complete circles completed until the ground.

When almost over the field at 16000 feet, I would have expected at least 10 circles over the field.  Even if he descended 
quickly to 10 or 12 thousand to avoid hypoxia, there still should have been a lot more time in the spiral down.



This becomes even more clear looking at the track log.
The descent begins slowly from cruise altitude, but by 18000 the descent rate is 1500-2000 ft/minute down.

That continues until about 10,000 feet.  So maybe this was a quick descent for hypoxia prevention.



But even below 10,000, the descent rate averaged over 1000’/min, and groundspeed was mostly in the 120-170 range.

To me this indicates likely not feathering the prop, and simply not flying best glide speed.

From the start of descent to the ground, he took 13 minutes on this profile.  He should have had almost twice that.



Finally, a third factor here might be how long it took our pilot to find the airport.  That’s less time to get oriented and set up an 
orderly spiral down to the engine-out landing.

Two points I’ll make about that:

- Foreflight’s glide advisor is a wonderful aid.  Turn this on in your ForeFlight settings. Then set to your glide ratio (I personally 
use a rather conservative 12:1) and best glide speed, and the green circle graphically shows you a continuous picture on your
map page of what you should be able to reach, taking into account winds and terrain.



Then, once you know where you’re aimed, consider using your moving map to guide your spiral down in an engine-out 
situation. 

This is foreflight on an iPad zoomed in very close to an airport in Florida where I first practiced this. 
But you can also use your panel moving map on a scale of 2-3 miles.

Basically, the challenge is to spiral down staying within 1-2 miles of the field, at best glide speed, using the moving map as 
your only reference, until 1000 feet over the field.  

It’s good practice for engine-out or an avionics failure, especially if you’re IMC.  If your iPad has an ADS-B connection, like a 
Stratus, then in ForeFlight you can set up the attitude indicator next to the map and fly the whole thing from the iPad, 
simulating a complete electrical & engine failure in IMC.  



This is a flight track spiraling down to that airport with engine at idle from 6000 feet using the iPad map to 1000 feet AGL.

With a bit of practice it works – try it on your next training session.  

This type of engine-out procedure could possibly avoid a sad outcome like Kilo Mike and several other bad PA46 accidents 
that have occurred in the past despite adequate altitude for an emergency landing.



Next accident is a Matrix in a landing stall.
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This was an instructional flight out of Rogers, Arkansas.



There was a hard landing on the final circuit.

Unfortunately, there is no narrative in the preliminary NTSB report, so I don’t have any details of what happened.

But it sounds suspiciously like an approach stall, similar to the Jacksonville Texas accident I discussed at the beginning.



Next is a power loss on take‐off.
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This is a 2001 Meridian.



They were taking off from runway 32 in good weather.

Shortly after gear-up, the ATP pilot said the engine stumbled.  He turned back to the field, and the engine lost all power.



He landed off-airport in a corn field.



Neither the pilot nor passenger was injured.

Good job!!!

Another example that if you fly the PA46 all the way to a stop (as opposed to a stall/spin), the outcome is often very good. 

An off-airport landing will always be better than a crash.



Next is an overseas accident, so I don’t have a lot of information.
But it sounds very similar to the Meridian we just discussed.
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This is a 2006 Mirage with a JetProp conversion.



The plane departed and a short time later had some sort of problem.

The pilot made an off-airport landing in a field 9 miles Southwest of the airport.



The airplane was essentially destroyed, but there were only minor injuries to the pilot and passenger.

Again, a good outcome from flying the plane all the way to the ground.



Next is a South African Malibu with JetProp conversion.
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Apparently the plane suffered a nose gear collapse on take off due to mechanical problems.

But there is no official report from the South African aviation agency, so I really don’t know more about it, other than there were 
no injuries.



Next is an apparent engine mount failure.
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This is a 2008 Matrix.



The pilot and 2 passengers flew from Tappahannock, VA to York, Pennsylvania, on an IFR flight plan.



The plane landed on runway 17 at York, and the nose gear collapsed.  There were no injuries.

The local mechanic said this seemed to be an actuator attachment point failure on the engine mount.



Then we have an engine power loss in cruise.
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This is a 1985 Malibu.



The pilot and his wife were on an IFR flight in good weather from Sarasota to Key West.

After take-off they were cleared to 7000 feet.



About halfway, just past Naples, the pilot switched tanks from right to left.

The engine immediately started sputtering and losing power.  

The pilot tried the usual: switching back to the prior tank, fuel pump on, mixture rich, and so on.  
No results, and he’s already descending.



There are some important communication lessons here for us, which I’ll come back to.

But let’s pick up the ATC tapes, right when the controller notices the plane is descending.  <click>



<click>



<click>



<click>



<click>



<click>



<click>



The pilot ditched about a third of a mile offshore.  He and his wife exited the floating plane and swam for about 15 minutes until 
they were picked up.

So there were some things done exceedingly well:
- Pilot stayed very calm throughout. 
- He didn’t try to stretch the glide.  When he saw he wasn’t going to make the airport, he made a decision to ditch and 

committed to it.
- He kept flying the plane to the water.  Another example of an off-airport landing versus a crash.
- He did an excellent job of ditching and surviving with his passenger with minimal injuries.



At the risk of nit-picking, I believe the pilot should have immediately declared an emergency, while turning left towards Naples. 
At that point, it becomes the controller’s job to clear the way and have the Challenger go around.
The pilot lost at least 1500 feet of altitude troubleshooting and going back and forth with the controller, not to mention getting 
two miles further from the airport.

I have no idea whether, if at the first engine stumble the plane had turned to Naples, they could have reached the field safely.
Quite possibly not, and they’d have ended in the water regardless, if closer to the beach.  
And the outcome was a success – minor injuries only.

But I think the takeaway for us today is that declaring an emergency is unambiguous and makes the situation clear to 
everyone; we shouldn’t be timid to exercise our PIC responsibility.



The plane was recovered from the shallow water.  
I don’t know if we’ll ever learn the cause of the engine failure.



Next is an icing encounter.
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This is a 2014 Mirage.



The pilot flew from Worcester Massachusetts down to Martha’s Vineyard a little after 3pm on a cloudy February afternoon, and 
about 20 minutes later took off back to Worcester with two passengers.



He arrived and began his approach to Worcester around 4:30pm.



He was cleared to land about 6 miles out on the RNAV 11, just outside the Final Approach Fix. 

There were multiple Pireps in the area for light->moderate rime at his altitude.

<click>  The ATIS at the field was rather worrisome, in my opinion, especially the freezing rain.

About a minute and a half after the landing clearance, the pilot told the tower he had ice.



The commercial pilot afterwards said that he felt the elevator start to shake and become ineffective 
and he pushed the yoke forward to avoid a stall.



The plane hit a tree and crashed in the front yard of a house about 3 miles from the 
runway.

Very fortunately, none of the three people onboard or their dog were seriously 
injured.

Another reminder, if any is needed, that ice and freezing rain with below zero temps 
on the ground are not a good scenario, even in a FIKI airframe.



The next is a very sad accident, also weather related.
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This is a 2010 Matrix.

Dave McVinnie wrote an excellent article in May/June MMOPA magazine about this 
accident, the first fatal Matrix accident.  
I’d strongly urge you to read this article again.



The pilot was flying vfr from Camarillo California to Mammoth Lakes, where he had 
a home. 

This trip takes him thru some pretty mountainous terrain, as well as some 
complicated MOA’s and restricted areas.  You can see the difference between the 
straight-line route in black, and the planned route in green that he’d taken multiple 
times before.

He departed about 4pm.  Sadly, the flight disappeared from radar in the 



Tehachapi mountains about 30 minutes after 
departure. <click>



Weather in the area was marginal vfr, due to 
low ceilings and visibility in light rain and mist, 
with winds reported 40 knots at the surface 
and 60 knots at 10,000 feet.. 

There was an AIRMET and Center Weather 



Advisory for severe turbulence below 15,000 
ft.

<click>  The terrain in this area rises pretty quickly to almost 8000 feet, just 2500 feet 
below his cruising altitude.  



This is the final portion of the flight path, 
showing a descending left spiral.



We don’t know exactly what happened, but the flight log gives some hints.

He was flying along at 10400 feet; probably on autopilot.

Then, 12 minutes before the crash <click>,  airspeed drops significantly, and then altitude 
starts dropping to around 8000 feet.

About 6 minutes later, there appears to be an attempt to climb with a serious loss of airspeed. 
<click>



At that point, groundspeed drops below 50 kts, and the plane enters a steep left descending 
spiral, until crashing at about 7300 ft altitude.

The wreckage was found two days later on a steep slope. The pilot didn’t survive.

As I said, we don’t know exactly what happened.
Was this a result of a downdraft inducing an autopilot attempt to maintain altitude, leading to 
a stall/spin?
Was this spatial disorientation due to low ceilings on a vfr flight with significant turbulence 



and maybe ice?
I don’t know at this point.

Regardless, it’s a reminder of the unforgiving nature of mountain flying in adverse 
weather.



Next we have another loss of directional control on landing.  This time a 2009 Matrix, landing at Kansas City 
late morning.
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Wind was from the WSW at 9 kts.

After landing normally, the plane departed the runway to the right, into grass.



There were no injuries to any of the six people on board.



And another landing mishap at Aspen.
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This is a 2000 Mirage.



Flying from Denver Centennial to Aspen, landing just after 11am.



Wind was essentially calm.

On landing on runway 33 at Aspen, the nose gear collapsed.
There were no injuries to either person aboard.

We don’t yet have information as to cause.



And yet another landing accident.
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This is a 2008 Mirage, 



… flying from Ft Worth Texas to Port Aransis.



Mustang Beach is a relatively short runway of 3500 feet.



This was an RNAV 12 approach, which makes sense for the initial wind observation, at the 
time he first checked in with Corpus Christi approach.

Unfortunately, the actual landing time was closer to the later observation I’ve shown here, so 
it’s likely the pilot was landing with a significant tailwind when he broke out.



The short runway was wet, the plane was likely a bit fast on short final, and there was a 
strong tailwind.
The result is the plane slid off the end of the runway, collapsing both main gear.

But there were no injuries to either of the folks on board.



I have no information at all on this Guatemalan registered airplane involved in an accident in April.  
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Hopefully next convention I’ll have more information about this PA‐46 accident.



And on to our third fatal accident, also weather related.
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This is a 2008 Mirage.



…on a flight from Oklahoma to northern Florida.  The 
non-instrument rated pilot, his wife and son, 
and a CFI departed a little after 4pm.



The plane climbed for the next 35 minutes to FL200 at a steady rate around 500 ft/minute; 

his flight plan was for FL230.

About 10 minutes after departure, ATC had warned the pilot about moderate precip on route 
of flight.



The convective watch showed activity south of the planned route.



The prog chart is a bit more worrisome.



Scott Dennstadt gave an interesting weather analysis in the forums, in which he made the 
case that the weather was more threatening than the Nexrad or convective outlook charts.

He showed this icing scenario chart, which I’ll admit I’d not seen before.  (scen 16)



This shows areas of potential icing at 16,000 feet due to convection and cold rain. 



The flight reached FL200 at the point shown here on the real-time radar mosaic.

The radar doesn’t look terrible, and we still don’t know what happened, and whether ice or 
convection played a role. 



Regardless of cause, less than 2 minutes after passing 20000, the plane started a rapid 
descending right turn.

The last radar hit was at 13,400 feet, with an estimated  50 degree pitch down and estimated 
true airspeed of 305 kts.



The airplane was not located until the next morning 
in dense forest.

The wreckage was missing the right wing and right 
elevator/stabilizer, indicating a breakup in the air.

Obviously, none of the people on board survived.



Another tragic accident, likely weather related.  

Until we know more, the two preliminary lessons I’d 
take at this point are:

1. Don’t fly late afternoon when convection is 
forecast, and



2. As pilots, we can never learn too much about 
weather interpretation.



And another overseas accident.
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This was a 1997 Mirage, a test-bed for developing a 
hydrogen-powered aircraft. 



The plane was landed off-airport, with no injuries.

I have no other information at this time.



And another landing loss of directional control.

133



This is a 2005 Mirage.



… that was landing after a 2 ½ hour flight from 
Tennessee to St Louis, vfr with no flight plan, from 
the very preliminary information I have.

The weather was good VMC throughout and at the 
destination.



Wind was 240 at 12 kts.



Based on the FlightAware track, the landing was on 
30 Right.

I assume the 360 on final was for spacing, but that’s 
speculation.



In any case, the flight landed and then veered off 
the runway into the grass.  

Initially, this was classified as an incident, but 
more damage must have been found, because it’s 
on the accident list now.



Then a takeoff accident.
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This is a 2005 Meridian.



The ATP and his passenger were taking off from 
runway 23 at Manteo, North Carolina.

After gear retraction, there was a loss of power.  
This was temporarily fixed with the MOR, and the 
pilot turned back to the airport.  



But the engine again lost power, and the plane 
landed around midfield and skidded into the 
grass, where the nose gear collapsed.

There were no injuries, so good job flying all the 
way to the ground.

I hope by next convention we’ll learn why the 
turbine power loss.



Finally, we have a recent landing accident in France with one fatality.
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I suspect many of you remember Courchevel airport, 
which is a very challenging short runway in the 
French mountains.

<click>



The 1700’ runway has a short approach segment 
that is sloped up “only” 12 degrees, and then a 
steep 18 degree upslope to a short level end area.



We had a non-fatal PA46 runway overrun here in 
early 2019.



In this accident, the pilot, his father and a CFI were 
flying from Cannes to land here a few weeks ago.

<click>

They crashed on this windy challenging landing.  



The plane caught fire, which was extinguished.  

The father died.  The two younger men were taken 
to a local hospital.

I expect this will be judged pilot error.



I know this airport is doable in our planes, as well as 
in King Airs and Pilatus, if you’re specifically trained 
and certified for this airport.  

But I look at it the same as some challenging Rocky 
Mountain airports in the US – I wouldn’t land my 



PA46 here without expert local instruction in my 
plane.  

No way would I fly in here after just a checkout in 
a 172.



So here are the 20 accidents since our last convention.



And here I’ve added in the 15 reported incidents, for even more perspective.

The trends are the same as prior years:

Weather and stall/spins are what cost us PA46 drivers lives.
Landings cost us dollars.

Engine failures happen, both in pistons & turbines. Be prepared to fly the plane all the way to an off-airport landing, don’t stall, 
and you stand a very good chance of survival.



So what are the main lessons I’d take away from this year…?

The first lesson is one we see almost every year – respect weather.  

Don’t think Nexrad is all you need to know about weather, and don’t think FIKI means invulnerable to ice.  



Landing is the phase of flight that bites a lot of our planes. Joe Casey wrote an excellent article in the May/June MMOPA 
magazine about PA46 landings; if you haven’t read it, do!

Dan Moore is coming up next to discuss landings, and we’ll have a panel discussion on the subject this afternoon as well, so 
I’m not going to say more here.  <stop>

Make sure your tire pressures are correct for every flight.
Consider a sterile cockpit procedure for your landings and taxiing to minimize distractions.
Verify your rudder trim.
Fly appropriate landing speeds; many of us fly too fast on final and in the flare.
Hold your nose wheel off, and center the rudder before your nose wheel touches down.

Get your master aviator recognition by doing a tailwheel endorsement, which should improve your landings.  (Tailwheel 



training certainly humbled me this past year – focused me on both airspeed control & rudder.)

And go practice your engine-outs with a good instructor.



Fly your plane all the way to a stop, whether on or off airport.

We have a strong fuselage that can take a lot, as long as you don’t hit something completely unyielding.



Thanks to Dave McVinnie for these fleet numbers.
How many of each model were built, and how many are still registered as flying.

That’s a total, as of July, of <CLICK> roughly 2240 planes flying.



These are the long-term trends in the PA46.

NTSB accident numbers from 1984 to the present, by calendar year (rather than convention year).

The number of accidents was generally increasing until a few years ago.  We then had an encouraging few years of decreased accidents from the trend.  
Unfortunately, 2020 and 2021 are showing an increase back to the prior higher trend.

Let’s also look at the accident rate.
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Since the FAA doesn’t publicly estimate hours flown for individual general aviation models, I’ve used accident rate per flying PA46 aircraft as a surrogate – that’s the 
orange line, with the slowly decreasing trend line.

So, over time, our rate is dropping, which is good.

This slow decline is about the same as that seen throughout general aviation, from the latest Nall Report.  
But again, you see that bit of a rise in the past two years.  

We can do better…
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Here are the fatal accidents from 1992 to the present, by calendar year.  You can see that we had kept fatals down to just one 
a year for three years recently, but jumped up to four in 2019 and two in 2020.  

We already have three so far in calendar 2021.
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The fatal accident rate per 100 flying aircraft is the orange line, with the decreasing trend line.
You can see that 2014 and 2015 were terrible years.  Years 2016, 17 and 18 show we can do better. But the past 3 years 
we’re back up.

Looking at the big picture, we shouldn’t lose sight of the fact that we’ve reduced our fatal accident rate by over 75% since the
early days of the PA46, and our fatal accident trend line is going down faster than GA as a whole. 

But the trends are worsening the past couple of years.  
I’ll already be adding details about at least four fatal accidents next convention; let’s not have any more this year. 

156



Remember that we are the weak link in aviation safety.   

Do preflight risk assessments, train frequently and well, and don’t take dumb chances.



Thanks very much.  

I’ll post these slides on the website in the next week or so.

Be safe out there!!


