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Editor’s Briefing

by Rebecca Groom Jacobs

Plane to Plane

(pre-owned) aircraft comparison articles over the

past two years - beginning with the “Top Turboprop”
series in the fall of 2019, followed by “Piston Power” last
summer. T &T contributor Joe Casey has authored 10
comparison articles in all, garnering a great deal of positive
reader feedback. Here is the full list and timeline of articles
(you can find each by visiting twinandturbine.com):

Y ou might have noticed we have published numerous

e Meridian and TBM 700C2 (September 2019)

e King Air C90 and King Air 200 (October 2019)

e Pilatus PC-12 and King Air 350 (November 2019)
e Meridian and JetPROP (December 2019)

e MU2 and B100 (January 2020)

e King Air 90 and Turbine Duke (February 2020)

e Cessna 310 and Beechcraft Baron 58 (May 2020)
e Piper Malibu and Piper Mirage (June 2020)

e Cirrus SR22 and Diamond DA62 (July 2020)

e Cessna 421C and King Air C90 (August 2020)

This month, Joe does it again with “Prop to Prop:
Comparing the Cirrus SR22T and Piper Meridian” - an
article that resulted directly from a reader’s letter to the
editor. Thank you, Terry!

Terry is a Cirrus owner and inquired whether a T &T
team member could offer a direct comparison between
a high performance single-engine piston (SR22T) and
a single-engine turbine (Meridian). His listed areas of
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interest were fuel costs, overall maintenance, speed,
fuel burn and training - but welcomed any additional
information as he researches the step up to a turbine.

“People always seem to move from a single-engine to a
twin, and I think the next progression is really moving up to
a small turbine like the Meridian — and I have no idea where
to start and find these answers. I am sure someone on your
staff could help with this and your readers will find it very
interesting. Thanks for your consideration.”

It turns out Joe receives a lot of phone calls about this
particular comparison and jumped at the opportunity to
write the article. He covers Terry’s requested performance
and cost questions while adding in other considerations
like insurance, avionics and mission profiles: “You'd think
these two airplanes would never end up on the same want
list, but they do. Why? They are both super cross-country
machines that attract buyers who want the latest and
greatest avionics, who will not compromise on safety,
and who want something newer.”

Check out the full story on page 10. We are super fortunate
to have Joe on the team with his expansive knowledge
of owner-flown aircraft and the market. And for a more
technical outlook regarding the piston to single-engine
turbine transition, turn to page 6 for Thomas Turner’s
overview of the differences in the engines, systems,
flight characteristics and more. I look forward to hearing
the feedback.

Is there a specific aircraft comparison (piston, turboprop
or light jet) you would like to see in a future Twin & Turbine?
Submit your request to my email below.

T

rebecca@twinandturbine.com
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Position Report

When You Can’t Lose

by Dianne White

That Nagging Feeling

high-pressure system bathed the central states in

unseasonably warm temperatures, clear skies and
light winds, an unusual reprieve for early December. It
was an ideal day to move my aircraft from its home field
in Rogers, AR, to Columbia, MO, to start a major avionics
upgrade. A check of the weather even promised a tailwind.
Still, T had this nagging feeling like something was off. It
wasn't the airplane - it’s been running like a top. It was
me, although I couldn’t put my finger on what it was.

On the flight up, the feeling continued to worsen. I kept
the checklist on my lap, making doubly sure I didn't miss
any item on the cruise, descent or landing list. My landing
was a squeaker and I taxied to the ramp and shut down.
My husband, who was chasing me in another airplane,
hadn't arrived yet, so I took my time after shutdown to
secure the aircraft. After exchanging a quick thumbs-up
with the linesperson, I began cleaning up the cockpit.
In this COVID era, I have gotten in the habit of wiping
down the cockpit surfaces with disinfecting wipes. As
an Angel Flight Central pilot, I am required to follow a
cleaning regimen before and following a mission, and
concerned that my nagging feeling was the signal of
an oncoming cold or worse, I was diligent in cleaning
everywhere I touched and even where I didn't.

After my husband arrived, he dropped the keys in an
envelope for the avionics shop, and we headed home.
Feeling chilled, I opened a thermos of coffee I had brought
along. T couldn’t smell or taste it. By the time we landed,
my head was pounding.

You can probably already guess where this is going. Four
days later, I tested positive for COVID. That odd feeling
I felt was the beginning of one of the worst illnesses I
have ever experienced. Thankfully, my doctor was quick
with a telemedicine appointment and prescribed steroids,
antibiotics and an inhaler. T didn’t require hospitalization,
and I recovered at home, so I count myself fortunate. To
keep tabs during the darkest hours, I drew on several tools
in my pilot bag, including a pulse/oximeter to keep tabs
on oxygen saturation levels and heart rate. I also didn't
hesitate in taking a few hits of oxygen from portable O2
that we, fortunately, had available.

Now that I'm on the backside of this virus and out
of quarantine, I am considering my steps to re-certify
for flying again. The FAA guidance is relatively broad: If

You couldn’t ask for a more perfect day. A languid,
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a pilot required treatment but was not hospitalized and
otherwise recovered well, they can “unground” themselves
and return to the cockpit. At the next flight physical, the
pilot should report the illness, treatment, and the AME
will note that they recovered well. A hospitalization is a
reportable event to the FAA at the next flight physical,
and you'll have to gather all of the relevant records, test
results, and follow-up for your AME. If no medical deficits
are present at that time, the AME will issue a medical.

If the pilot faced a challenging recovery and treatment,
it’s a little less clear when it’s okay to return to the cockpit.
The experts I've spoken with said to first visit your doctor
to review pulmonary, neurological and cardiovascular
status. You want to make sure you've fully recovered or
continuing to improve if there are lingering effects. For
me, a cough persisted for a few weeks, along with a bit of
mental fogginess that T am told will resolve. However, when
exactly am I fit for flight? That's the moving target that
many of us who were unfortunately infected are chasing,.

At the end of the day, it's widely recommended that a
visit with your AME will help ensure you not only safely
return to flight status but provide you confidence that
you are good to go.

Several effective vaccines will be available in 2021,
and the FAA has approved the use of at least one at this
writing. That's good news and key for the world to move
beyond the pandemic.

And how did my husband fare, considering he was
shoulder-to-shoulder with me on that fateful flight home?
He tested negative twice over eight days and never
experienced symptoms.

My advice? Keep following the guidelines regarding
masks, distancing and crowds, and don't let your guard
down. Idid, and I paid. You just don’t know who it’s going
to take down or who it will pass over.

Here's to a safe, successful 2021 full of new aviation
adventures!

Dianne White is the executive director of MMOPA and editor
of MMOPA Magazine. For a total of 14 years, she was editor
of Twin & Turbine and has worked in the business aviation

industry for nearly 30 years. She also serves on the board of
directors for Angel Flight Central. An active multi-engine,
instrument-rated pilot, Dianne lives in the Kansas City area
and can be reached at editor@diannewhite.com.
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Transition to SETPs

engine turboprop (SETP)! You'll need to use most of

the skills you've developed as a pilot of a piston-engine
airplane. But there are significant differences in the way
you'll fly a turboprop - and only some of them are related to
the engine itself. Let’s take a broad overview of what you'll
need to study and master in order to fly a SETP airplane.

C ongratulations! You're about to transition into a single-

Piston/Turbopropeller Differences

A turbopropeller engine (“turboprop”) is similar to the
piston engines with which you're likely familiar, in that both
types are internal combustion engines. Where the process
of combustion in a piston engine occurs in individual,
distinct ignition events, a turbine engine is ingesting and
compressing air, accepting fuel, and igniting that mixture
continually. A piston engine might be considered a “rapid
explosion” device, while a turbine is a “continually explod-
ing” power source.

In a piston engine, exhaust is a waste product that is
vented overboard (although some of that waste power is
captured in supercharged or turbocharged piston engines).
In a turboprop, by contrast, exhaust is the primary product.
It spins turbines that, in turn, drive gears spinning the
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by Thomas P. Turner

PHOTO COURTESY OF CLINT GOFF

propeller (to generate thrust) and the engine’s compressors
(for combustion). A piston engine's ignition system operates
the entire time the engine is running, providing a spark to
the cylinders. Once a turbine engine starts the igniters are
turned off. Ignition is constant as air and fuel are continually
fed to the engine and the fire continually burns.

Piston engine power is measured in horsepower (HP)
and is determined by manifold pressure, propeller speed
and fuel flow. The power of a turboprop is measured in
shaft horsepower (SHP). Shaft horsepower is a function of
propeller RPM and the force (torque) applied to the propeller
shaft. Some jet thrust is also produced by exhaust leaving
the turboprop engine. This is added to the shaft horsepower
to determine the equivalent shaft horsepower (ESHP). Jet
thrust usually accounts for less than 10 percent of a turbo-
prop’s total power output.

A turbine engine compresses air, but the amount of
compression is usually fixed. Therefore, as the airplane
goes up in altitude and the ambient air pressure decreases,
the turboprop’s power output decreases as well - turbines
are normally aspirated engines. Since turboprops gener-
ally have much more power than piston engines, they still



tend to outperform turbocharged piston airplanes at most
altitudes. It’s important for you to know, however, that
turboprop airplane performance decreases with increases
in density altitude.

Piston engines are controlled by throttles, propeller RPM
and fuel mixture controls. Turboprops come in two basic
designs: fixed shaft and free turbine. Fixed shaft turboprops,
in which the propeller is directly connected to the engine
and rotates any time the engine is running, use a power
lever (sometimes called thrust lever) and a condition lever.
The power lever adjusts torque and propeller speed. The
condition lever controls engine speed and fuel flow. Free
turbine (or split shaft) turboprops have a propeller coupling
that permits the turbine to run without spinning the propel-
ler. Free turbine engines have three engine controls: the
power lever, setting pressure or torque output; a propeller
RPM control, adjusting propeller speed (generally much
slower than piston propeller speeds, usually 1500 to 1900
RPM); and a condition lever that is basically on ON/OFF
control for the fuel. Leaning is not required in any turbo-
prop engine but is controlled automatically when the pilot
sets the power lever.

Turboprops have strict operating limits of torque, internal
temperature, and rotational speed. Unlike piston airplanes,
in which “full throttle” is almost universally correct for
takeoff, it is almost never appropriate to push the power
lever to the forward stop in turboprops. Exceeding torque
engine speed or temperature limits for even a few seconds
can be catastrophic to the engine. During engine start, you
must watch for a “hot start” condition, that is, exceeding
temperature limits, and immediately shut down the engine
if it overtemps (the term is the same, but this is completely
unrelated to “hot starts” in fuel-injected, piston engines).
During the takeoff roll and climb, you must carefully watch
the torque gauges, engine speed and temperature gauges,
and advance the power lever only until reaching the maxi-
mum permissible amount on any one indicator. It's usually
possible (and a very good idea) to predict ahead of time
which variable - torque engine speed or temperature - will
be the limiting factor for a given takeoff. Include this

determination in your preflight planning. As the airplane
climbs and power output decreases, you may be able to ad-
vance the power lever to maintain or even increase power
in climb, as long as the engine stays within all of its limits.

Almost all turboprops have a reversible-pitch propeller.
This permits you to direct thrust forward to dramatically
shorten landing distances. You'll reverse the propeller by
pulling the power lever all the way aft and over a stop.
There are limits on reverse thrust, so you'll have to use
this capability carefully. Like piston twin airplanes, SETP
propellers are featherable. This reduces drag in the event
of an engine failure, in the case of SETPs to increase glide
distance. Despite their famed engine reliability, you still
need to be ready for engine failures in turboprops.

You might think that, understanding the operation of a
turboprop powerplant, that you'll know what you need to
safely fly a SETP. However, the reality is that knowing how
the engine works is a small part of flying a turboprop. Here
are some of the other considerations:

Systems

Most piston aircraft systems are incredibly simple in
comparison to SETPs. As one measure of the quantum
leap in complexity, count the circuit breakers in even a
pressurized piston twin and compare that to the number
in a SETP. Ice protection, electrical inverters, and in almost
all cases, pressurization - you'll need to spend time “in
the book” learning how each system operates in normal,
abnormal and emergency situations. You are still a pilot in
a turboprop, but you are just as much a systems manager.

To manage the systems properly you'll need to be strict
about checklist use...notbecause you can'tlearn to fly a SETP
without them, but because they are so complex it is more
likely you'll miss something in high workload environments.

Flight Environment

Most, but not all, SETPs are pressurized. All turboprops
are more efficient above 10,000 feet. When transitioning
you'll need to become comfortable and capable in a me-
dium- to high-altitude environment. Studies on hypoxia,
supplemental oxygen use, high altitude navigation and
meteorology are just as important in your

studies as the airplane’s flight manual. If

the airplane is pressurized and its maxi-
mum certificated altitude is above 25,000
feet, you'll need a High Altitude endorse-
ment to fly as pilot-in-command. Training
for this endorsement should cover all the
specialized high-altitude topics I listed.
In the Flight Levels you're operating in

the same airspace as airline and military

Even simple SETP systems are likely far
more complex than in piston aircraft. Plan
to spend a lot of ground time working
toward mastery of how everything works,
s0 you know how to use it in normal,
abnormal and emergency situations.
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pilots - and you are expected to fly with the same level of
professionalism they exhibit.

High altitude or low, it’s vital you fly the airplane precisely.
At first you might think the added power of a turboprop
means you can get away with a little sloppiness, especially
during takeoff and landing. The reality is that even flown
precisely, turboprops typically use more runway than piston
airplanes. You'll often have less of a margin for imprecision
- you need to be right on speed and glide path to land safely
and precisely on speed and attitude for takeoff.

Flight Characteristics

There are several characteristics of most SETPs that cause
them to fly differently than the piston airplanes with which
you're more familiar. Let’s look at the variables to get at least
a basic idea of the differences:

Wing Loading: Wing loading is the weight carried by
its wing area. The higher the wing loading the higher the
stall speed. Takeoff and landing speeds increase, and climb
speeds decrease as a result. Higher wing loading increases
stability and reduces the impact of turbulence, but it often
also results in higher stick forces - the airplane “feels” heavy,
and it takes more effort to maneuver and to flare for landing.
Often, landings in a SETP will be flown with some power
instead of the piston-airplane practice of reducing power
to idle when you flare. A comparison of the wing loading
of familiar piston-powered airplanes, the Cessna 172 and
Beech Baron 58, and popular SETPs, the Cessna 208 Caravan,
TBM 900 and Pilatus PC-12, tells us that performance and
handling will be noticeably different when you transition
to turboprop airplanes (see Figure 1).

Wing Loading (Maximum Weight)
Ib/sq ft
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80
60
40
20
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C172R Baron 58 SR22 €208 TBM900  PC-12NGX
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SETP Training Resources

Undoubtedly, you'll be required to attend some insurance-
recognized, type-specific training for the transition into the SETP.
Most recognized training includes classroom (or computer-based)
instruction, simulator training and instructional flight — sometimes
a lot of it — in the actual aircraft. There are a number of re-
sources, however, that will help prepare you for the proverbial
instructional firehose.

One of the best basic overviews is the FAA's Airplane Flying
Handbook, chapter 14. The AFH is available free on the FAA
website. Other options include the popular pilot training video
sources and no small number of YouTube and similar videos
online. But beware the online videos. They may not have been
vetted for technical accuracy, or if accurate for one model or
serial number string of aircraft may not be applicable to other
models or serial number ranges. Don't forget the Pilot’s Operat-
ing Handbook or Aircraft Flight Manual specific to the serial
number airplane you'll fly. Anything you can do to understand the
basics and “speak the language” before your formal training
begins will help immensely when instruction starts.

Power Loading: Power loading is the airplane’s thrust
divided by its weight. The higher the power-to-weight ratio,
the faster the airplane will accelerate, climb and cruise.
Comparing power loading gives you an idea of the differ-
ences in performance (see Figure 2).

Weight and center of gravity range: Airplane stability
and performance are determined in part by the location of
its center of gravity (CG). An airplane with a wide range of
allowable CGs will have changes in performance and han-
dling depending on how it is loaded. If that allowable range
is great even within limits there will be notable differences
in the way the airplane flies.

Familiar piston airplanes have fairly narrow CG ranges.
The Cessna 172, for example, has a roughly 6-inch range in
allowable CGs from the forward to the aft limit. Cirrus’ SR22
has an approximately 4-inch CG range at higher weights.
The Beechcraft Baron 58 has a wider CG range, about 7.5
inches. The CG range of the Cessna 208 Caravan, a true
freight hauler, is about 22 inches. The TBM 900'’s allowable
CG range varies by roughly 9.5 inches. Pilatus publishes the
CG range of the PC-12 in terms of percent of mean aerody-
namic chord (MAC) - the average distance from the leading
edge to the trailing edge of the wing. The PC-12’s CG range
is from 27 percent to 44 percent of the MAC. Even without
converting this to distance in inches, you can visualize a
wide variety of performance and handling with variations
within the allowable center of gravity envelope. What's



this mean? Your SETP weight and balance calculations
will be much more involved than you're used to in piston
airplanes. Thank goodness we live in the era of weight and
balance apps!

The Real Test

You'll be required to complete stringent training before
you captain a SETP. The syllabus will undoubtedly focus
on all the things we've covered above. You'll be trained to
a level of mastery of all the differences in systems, opera-
tions, control and handling. With that mastery you should
be able to avoid accidents, right?

Maybe not. The problems that have befallen others are
likely to be the issues you'll face as well. With that in mind,
let’s take a quick look at the types of mishaps that have oc-
curred in our three sample turboprop marques. As I write
this, the NTSB accident database is undergoing revisions
and I've not yet mastered its new search functions. SETPs
are popular in Australia, however, so I did a search of the
Australian Transport Safety Bureau history for our SETP
sample. You can see that the things that lead to accidents
in SETPs are not much different from the factors involved
in piston airplane crashes.

Engine Failure

Loss of Separation/Coordination

Controlled Flight into Terrain

Pilot Incapacitation

Flap Failure/Loss of Control
Landed Short

Turbulence/Loss of Control

VFR into IMC

— | = = |lo|l~R|—~|Nn|uv | o

Runway Excursion

Wheels Up Landing N/A

— ool |||V |0 |W

ol |||l || |H O |+ |O

Synthetic Vision Failure 0

Your SETP Transition

It's been said that everything about flying light airplanes
applies to heavier ones, but not everything about heavy
airplanes applies to lighter ones. Everything you do (and
are supposed to do) in piston airplanes - airspeed control,
attitude control, rudder coordination, systems knowledge,
checklist use - is even more important when you fly a SETP.
And there’s a lot more to learn. That's the challenge and the
fun of your SETP transition. {2y

Thomas P. Turner is an ATP CFII/MEI, holds a master's
Degree in Aviation Safety, and was the 2010 Na-

tional FAA Safety Team Representative of the Year.

Subscribe to Tom's free FLYING LESSONS Weekly
e-newsletter at www.mastery-flight-training.com.
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COMPARING THE CIRRUS
SR22T AND PIPER MERIDIAN

by Joe Casey

et’s say you need a cross-country machine

that will carry you, three others and bags

to the destination with style, safety and
speed. You've been flying for a while now, have a
pilot’s license and instrument rating, filled your
first logbook, started the second, and are ready to
move up. What started as an expensive hobby with
little practicality for actually going somewhere with
any questionable weather is being viewed in a new
light. You now possess the complete package of
skills, credentialing, desire and a $750,000 budget
to buy and fly an airplane with an abundance of

capability. Sound familiar?

PHOTO COURTESY OF CLINT GOFF

January 2021 / TWIN & TURBINE « 11



PHOTO COURTESY OF CLINT GOFF

I get calls from this pilot fre-
quently. As an active instructor in
the owner-flown market, I am able
to fly a lot of cool airplanes and of-
fer no shortage of opinions. In fact,
helping this type of pilot is one of
the most satisfying aspects of my
scope of work. Most of these pilots
have already done a lot of homework,
scouring Trade-a-Plane and talking
with their local pilot community.
But, when you are ready to stroke a
three-quarter-million dollar check,
you don’t want to make a mistake.
Hence, I get lots of phone calls about
this particular move up.

Interestingly, when pilots come
to me seeking advice on their next
airplane, they often have two very
different airplanes on their radar: the
Piper Meridian and the Cirrus SR22T.
Very different but commonly con-
trasted by potential buyers. I've also
received an unusually high number
of email requests from readers of
this magazine to compare the two
airplanes. By the way, I really do
love getting feedback from readers
of my articles! This article is proof
that Twin & Turbine will respond
to their readers’ requests.

The Piper Meridian is a six-place,
aluminum construction, turbine,
pressurized, retractable gear air-
plane. The Cirrus SR22T is a four-
place, composite construction, pis-
ton, non-pressurized, fixed-gear
airplane. You'd think these two air-
planes would never end up on the
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a huge panel for all the latest gadgets
and the bulletproof PT6 turbine engine
up front, the Meridian is a fabulous
airplane. The Meridian will cruise at
FL280 at an average of 265 KTAS and
burn 39 gallons of jet fuel each hour.
The no-wind range of a Meridian with
full fuel tanks is about 750 nm (with
reserves). It is comfortable, quiet and
a real performer.

Today, the earlier Meridians are reg-
ularly trading at an average of about
$750k. An early 2001 Meridian with no
upgrades, original avionics and average
airframe/engine times will trade for just
under $650k. As you add upgrades, paint,
updated interior and new avionics, the
trading price will go up. The original

PHOTO COURTESY OF CIRRUS AIRCRAFT

same want list, but they do. Why?
They are both super cross-country
machines that attract buyers who
want the latest and greatest avionics,
who will not compromise on safety,
and who want something newer. They
both accomplish the same mission,
albeit with a few differences.

Piper Meridian

The Meridian first came out in
2001 as the first turbine ever cre-
ated by Piper Aircraft. Based on the
successful Malibu/Mirage airframe,
which was built explicitly with pres-
surization in mind, the Meridian was
a natural progression upward for the
piston pilot who wanted to go higher
and faster. With cabin-class seating,

Meridian shipped from the factory
with an admittedly inferior panel.
These original panels are nearly ob-
solete today as they are not WAAS
functional or ADS-B compliant, and
factory support is nearly non-exis-
tent. But, the Meridian is such a good
airframe that many of the avionics
manufacturers have targeted the
Meridian as an airframe to devote
their research dollars. Many of these
airframes have had their entire panel
torn out and refitted with some spec-
tacular boxes. Several are upgraded to
the “Dual G500TXi/Dual G750" panel
which has tremendous functionality
and appeal.

The new Engine Information Sys-
tem (EIS) from Garmin was recently



approved for the Meridian. The au-
topilot in the Meridian is usually a
trustworthy S-TEC 1500, or many
have been upgraded to the safety-
minded S-TEC 3100. Bottom line, an
early Meridian bought today can have
a panel with all of the safety features
found on the newest of airframes.
So, a buyer with a $750k budget can
move up into the turbine world and
enjoy all the benefits that a turbine
and pressurization provide.

Who is this pilot who wants to burn
turbine fuel? The same one who is
looking at the Cirrus SR22T-G6.

Cirrus SR22T

The Cirrus SR22T is often contrast-
ed with the bigger, faster, stronger
turbines because it is a downright
classy, super functional, and progres-
sive airplane. The SR22 offers great
looks, a smooth ride, an impressive
safety record and all the gadgets.

The avionics suite in the lat-
est version of the SR22T, the G6
model, is the best of the best. The

whole cockpit is dominated by the
Garmin Perspective-Plus avionics
suite packed full of functionality.
Huge, clear and colorful screens
keep the pilot situationally aware and
sometimes flat-out entertained. If you
get tired of looking at the real world
fly by, you can see it in either synthet-
ic vision or use the infrared camera.
Operating the Garmin Perspective-
Plus never ceases to amaze me.

And that parachute...what a bril-
liant idea. Even if you don't believe
all the hype about how many true
“saves” the BRS airframe parachute
has recorded (more than 435 as of
this printing), it is a great sales tool.
Countless SR22T aircraft have been
sold because the BRS made the owner
feel comfortable about sitting behind
a piston engine. Whether or not 435
“saves” have occurred or not is not
the point; The point is that some lives
have assuredly been saved, and the
pilot who wants an SR22T G6 is very
interested in safety.

The cruise speed in the Cirrus will
be dependent upon altitude and exact
version (turbocharged or non-turbo-
charged), but a good average would be
180 KIAS with a 16.5 gph fuel burn.
Yes, you can go higher and faster and
stick O2 tubes up your nose, but who
likes to do that? Most Girrus pilots fly
at an altitude that is comfortable for
the passengers, and as the altitude
goes down, so does the cruise speeds.
To hit anywhere near the advertised
200 KTAS cruise speeds, you'll be in
the flight levels sucking O2. Even so,
any Cirrus is a good cross-country
machine, with a range of 1,000 nm
or greater with full fuel.

Operational Differences

The Cirrus is certainly going to
be cheaper to operate. With a fixed
gear, the chance of a gear-up landing
is eliminated, so insurance costs of a
Cirrus will be about half of that of a
comparably priced Meridian. If you
are a 1,000-hour instrument-rated,
middle-age pilot with no accidents
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or incidents, you'll write a check for
about $5k for your annual premium
to ensure $750k worth of airplane.
The same coverage in a Meridian
will cost you north of $12k. There'll
be differences in premium with age,
experience, flight time and other
variables, but plan on insurance for
the Meridian to be more expensive.

I think the Meridian is a vastly bet-
ter icing platform. Wing deice boots
beat weeping wings any day. The
deice fluid is messy, detracts from
useful load, and deice fluid can be
consumed to a point of exhaustion
in flight. The Meridian has a more
robust icing platform along with the
ability to climb to the higher flight
levels, which is often too cold for air-
frame icing to occur. Plus, the ad-
ditional raw power of the Meridian
provides a good escape mechanism.
If 'minicing in any airplane, I want
an exit strategy and lots of additional
thrust to give me options. Although
the Cirrus is a FIKI airplane, the Me-
ridian is far more robust.

Mission & Training

Even though the Meridian has two
more seats, rarely will the Meridian
operate with more than four people
onboard. The useful load of the Merid-
ian with full fuel is only about three
to four people and bags (depending
upon the size of the occupants), so
it should be construed by a buyer to
be an “easy four-place airplane” and
an “occasional six-person airplane.”

The Cirrus SR22T-G6 will also
carry the four people and bags, but
like the Meridian, it will not carry
that load with full fuel. But, with the
low fuel burn provided by lean-of-
peak (LOP) operations, a little bit of
fuel goes a long way. A Cirrus SR22T
will carry two mid-sized adults and
bags and full fuel, but if you want to
carry more people, you'll swap fuel
to keep the takeoff weight under con-
trol. And, though the Meridian will
burn more fuel, it goes much faster
and jet fuel is cheaper to operate.
Even so, the fuel costs in the Meridian

will be more, but it does more with
that fuel burn. Speed is addictive, and
the Meridian has lots more speed.

You might want to go for a Cirrus
SR22T-G6 if 80 percent of your mis-
sions are of shorter duration. It is
no secret (but few owners seem to
be able to grasp the fact) that speed
translates into big differences on
long trips but is inconsequential on
the short trips. If you fly a 150 nm
trip, the Cirrus will more than likely
show up only a few minutes later than
the Meridian. And, the Meridian will
gobble the fuel on what will probably
be a low altitude flight. I've got a
Cirrus client in Texas who owns car
dealerships around the state, most
being within 200 nm of her home
airport. She's considered upgrading
to a Meridian, but the Cirrus does
such a good job on those short trips
that it just doesn’t make sense to up-
grade, even though she could afford
the upgrade easily.

Concerning training, the Merid-
ian will require more days and more
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money to complete the training. A
typical initial training event in a
Meridian will be four to five days
and cost more than $6k. Cirrus has
one of the most envied training pro-
grams in the new airplane indus-
try, with Cirrus Standardization
Instructor Pilots (CSIPs) all over the
country. Initial training in a SR22T
will certainly cost less and take less
time. The systems on a SR22T-G6 are
simply less complex and take less
time to learn.

Age & Experience

I frequently fly with pilots with
more money than flight experience.
I've seen 300-hour pilots attempt to
move up to a Meridian. Sometimes
this does not go well. The insurance
underwriter will often add huge
training requirements to the policy
and make the premiums gargantuan
to buoy their risk. Last year I had a
client who had a training requirement
of 100 hours of dual instruction and a
first-year premium of $35k. We were
able to complete the training require-
ment, but the cost to that owner was
substantial. We see 50-hour initial
training requirements in the Merid-
ian quite regularly.

On the flip side of this equation,
I've trained a 300-hour pilot in a Me-
ridian and had it go extremely well.
This pilot had an instrument rating,
tailwheel experience, a commercial
pilot license, and he wrote a well-
worded letter to the aviation under-
writers to explain his need, training
desires and commitment to opera-
tional safety. The insurance provider
helped this pilot and offered a really
good policy at a reasonable rate. My
point? A pilot needs to be able to look
introspectively and determine if the
pilot ability exists. An early jump to
a turbine might be very doable for
you with minimal experience, but
most cannot easily make the jump.
If you are a low-time pilot, a year or
two in the Cirrus SR22T-G6 might be
the right answer.

There's another demographic
that might want to consider the
Cirrus SR22T-G6 over the Meridian:
pilots over 70 years of age. It is no
secret that the pendulum has swung

from the good ole days of insurance
being available and cheap to the place
we are today, where insurance is ex-
pensive, hard to bind, and not for the
marginalized. The marginalized are
those who have a previous claim or
accident, those with limited experi-
ence, and those over 70 years of age.
Insurance companies are thinning
their portfolios in an effort to curtail
losses, removing those who have the
greatest potential of a claim.

The biggest loser in this magic trick
is the pilot who has been an excellent
pilot for decades but has tripped over
the age of 70, and now insurance com-
panies are shunning providing insur-
ance. Simply put, it is easier to get
insurance in the Cirrus, and it could
be the better platform for the pilot
who is entering the twilight years of
piloting. T don’t mean to offend any-
one with this point, but I think I'm
right. The pendulum will swing back
to affordable and available insurance
someday, but for now, it is just hard
on anyone over 70 years of age.

Summary

The good news for potential own-
ers of either of these airplanes is that
they are both super-sweet airplanes.
They are both still being made today
(which means parts and support are
excellent), they have stunning good
looks, and they both have a proven
track record of safety. If T were to
open my hangar door to either of
these airplanes, there'd be a big smile
on my face. So, consider closely your
station in life, your mission, your
budget, and your desire to fly a best-
of-breed airplane. (Tg»

Joe Casey is an FAA-DPE and an
ATP, CFI, CFII (AH) MEI, CFIG,
CFIH, as well as a retired U.S. Army
UHG60 standardization instruc-tor/

examiner. An active instructor in the

PA46 and King Air markets, he has
accumulated 14,300-plus hours of flight
time, with more than 5,200 dual-given
as a flight instructor. Contact Joe at
joe@flycasey.com or 903.721.9549.
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Currency, Competence
and Confidence

n my area of the country at least

(Pacific Northwest), the COVID

pandemic has resulted in a serious

reduction in the amount of business
and personal flying being conducted.
This has been particularly noticeable
to pilots like me who fly professionally
on a fill-in or contract basis. Even the
full-time guys are just barely getting
enough flight time to justify their pay.

It has also affected pilots who fly
their own airplanes for business or
recreational reasons beyond the im-
mediate touch-and-go pattern, given
all the issues of arranging accommo-
dations and meals at distant locations
as opposed to just staying home. In
turn, there is a reduction in pilot cur-
rency, which then makes you won-
der just how “competent” you still
are...this thinking (even for the most
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egotistical of us) tends to decrease our
confidence. We might be more reluc-
tant to tackle weather that would have
otherwise not been a concern, which
leads to an even further reduction in
flight hours. It is like falling dominoes.

So, with all this in mind, T got out of
bed on a recent winter sunny morn-
ing, thinking about how much (or how
little) flying I had done over the past
couple of months - frankly, not quite
as confident in my flying abilities as
this time last year. I decided the only
way to deal with this discomforting
feeling was to go down to the airport
and actually fly the airplane. Which I
did, being particularly diligent about
watching myself closely.

I started out carefully running the
before start flow pattern I have used
for the past 20 years and 2,000 hours in

by Kevin Ware

my own Cessna 340. And then, just to
make sure I had not missed anything,
I ran the written checklist through
verbally more than one time. Grin-
ning to myself that T had not missed
anything in the flow pattern, I then
started the engines.

Now, it is not just the pilots who
are suffering from this lack of utiliza-
tion currency malady, but also the
airplanes. My own airplane had not
been flown since the middle of the
last month, and it took just a bit more
priming and coaxing to get the en-
gines started than it normally does.
Once they fired up, T got all involved
in keeping the RPM down to just over
idle levels until the oil pressure finally
came up. Before that, my mind visu-
alized pistons grinding up and down
against the cylinder walls without any



oil to provide lubrication. Once that
period of wincing and grimacing had
passed I released the brakes and taxied
out, making sure I kept the nose wheel
exactly on the yellow line.

Upon arriving at the run-up area, it
appeared I was not the only one out
trying to restore confidence as there
were three single-engine piston air-
planes in front of me, slowly working
their way through checklists. Finally,
it was my turn to taxi into position and
hold on the runway while waiting for
traffic that had just landed to clear. As
I waited, my question of confidence
again presented itself. So, just to make
sure all was right, T pushed up the
engines to about 70 percent power.
I checked the oil pressure, tempera-
ture and fuel flow at least two times,
plus dropped my right hand down to
the fuel supply valves at least twice
(already done before start-up) just to
make sure they were on the proper
tanks - all the while thinking to my-
self, this is not something I would
normally do.

The takeoff went smoothly enough,
although I noticed it took me much lon-
ger than usual to advance the throttles
to full power. Maybe this was because
I kept glancing at the engine gauges to
make sure everything over there was
okay before we arrived at anything
close to V. or rotation speed. Once air-
borne, I got the gear and flaps up right
away, just as the memory checklist
items require, but decided to stay in
the pattern to make at least one land-
ing just to make sure I could still do it
halfway safely. And, to my surprise,
the approach and landing went amaz-
ingly well. Right in the touchdown
zone, with the nose wheel on the white
line and the main gear just squeaking
as they gently arrived at the pavement.
I almost regretted not having any pas-
sengers on board, such a nice landing
would surely have impressed.

Having convinced myself I could
still land the thing, T departed the pat-
tern and deliberately, on short notice,
assigned myself the task of setting
up the instrument panel up for one
of the local instrument approaches.
In a Garmin-equipped airplane this
takes quite a few keystrokes that must
be done in a sequence, the order of

which is relatively easy to forget. For
a few moments I found my fingers on
the buttons saying out loud to myself,
“Now, let me see, just how did T do
this?” But, after just a couple missteps,
I managed to program the approach I
wanted and select “direct” to the initial
approach point (IAP). Then, I turned
on the autopilot, activated NAV and
ALT, and let the airplane take care of
itself while I talked to the controller.

The frequency was strangely qui-
et, so just to make sure someone was
there, T opened up the conversation
with the controller with my N-number,
a pleasant “good morning,” and a ques-
tion as to whether he could handle
a pop-up. Probably bored stiff down
there with the lack of traffic, he im-
mediately agreed, identified where I
was and gave me an IFR transponder
code. All of which I acknowledged in
what I hoped was my usual confident
manner. The approach required a hold-
ing pattern, which I purposely wanted
to do anyway because IFR currency
requires it. [ realized it would be a par-
allel entry, but I was happy to see the
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Garmin box also suggest the same. My
confidence was gradually increasing.

For this airplane to shoot the ap-
proach on autopilot you must switch
the autopilot from NAV to APCH,
something I often find instrument
students fail to do. Keeping in mind
that I would not want to make such a
mistake, I make sure to hit the APCH

button, then look up to see if that indi-
cation showed up on the annunciator
panel, which it did. From that point the
approach was easy until I started get-
ting close to the glide slope intercept
altitude, only to notice there were no
yellow glide slope needles showing up
on the visual display. I tapped on the
instrument a couple of times thinking

it may have gotten stuck from lack of
use, but that didn't fix it.

In the meantime, the annunciator
panel GS (glide slope) light came on,
and the autopilot starting trimming
nose down to reach a 400 feet per
minute or so descent, which with the
gear still up caused quite an accelera-
tion. Yikes, regardless of the lack of
glide slope needles being AWOL, the
airplane itself seemed to know what
it was doing, and I was getting behind
it. Dropping the gear and reducing the
power slightly caught me up with the
airplane, at which time I reached for
the landing checklist to make sure I
had not missed anything.

Sure enough, somehow during the
glide slope needle problem, I had for-
gotten to turn on the pulse light switch
that flashes the landing lights on and
offin a very noticeable back and forth
fashion. I got that oversight fixed then
it also occurred to me that if I was
going to do this completely right, T
needed the radar altimeter alarm set
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for the missed approach point alti-
tude. Luckily, I remembered what to
do and the audio alarm went off just
exactly at the right altitude. Off went
the autopilot, the throttles stayed in
the same position, my eyes glanced
down again to the three green landing
lights, and I again checked to make
sure the flaps were all the way down.
The landing was almost perfect, and
I rolled out exactly on the white line
until reaching the yellow one leading
to the taxiway.

Now feeling pretty good about my-
self, T decided to repeat the entire en-
deavor and mix it up with a simulated
engine failure while on the approach.
The takeoff went fine, and I found
I had the engines up to full power
much earlier than on my first try. The
controller greeted me like a long-lost
friend and I was soon back on the
approach with the faulty GS needles
and all. With the autopilot seemingly
knowing where the glide slope was, I
gradually pulled the right engine back
to 12 inches of MP and added 3 to 4

inches on the left. Occasionally, when
doing this in my airplane, the autopilot
will not handle the change in rota-
tion about the vertical axis and kick
itself off. I am carefully watching for
this and wondering what I will use for
glideslope monitoring if that happens.
But for whatever reason, the autopilot
decides to be kind to me and hangs in
there. I arrive over the threshold with
the airplane slightly turned toward the
good engine, but manage to get that
straightened out just before touchdown
right on the white line, a landing which
I must admit was safe enough, but not
my best one of the day.

Taxing back in, I see my wife al-
ready has the hangar door open, the
lights on and the orange motorized
pushcart outside where T will need
it. She knows me well and wonders
why I have such a wide grin on my
face as I get out of the airplane. T ex-
plain T am feeling quite happy with
myself because I had not been flying
much and was worried about a loss of
competence. And, for a guy who has

11,000 hours and flying since age 18,
that in turn had started to produce a
very discomforting loss in my sense
of confidence. But, all was better now.

If during this COVID mess you are
getting worried that you are losing any
competence (and confidence), my ad-
vice is just go fly your airplane. J&

Kevin Ware is
an ATP who also
holds CFI, MEII
and helicopter rat-
ings, has more than

[ ] 10,000 hours and is
typed in several dif-
ferent business jets. He has been
flying for a living on and off since
he was 20, and currently works as
a contract pilot for various corpora-
tions in the Seattle area. When not
working as a pilot he is employed part
time as an emergency and urgent
care physician. He can be reached at
kevin.ware2@aol.com.
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From the Flight Deck

Shirt Tails

by Kevin R. Dingman

Remembering Our First Solo Flight(s)

and the aviation alphabet groups (EAA, AOPA,

GAMA, NBAA, etc.) have made a concerted effort
to get more younglings interested in flying - and I'm all for
it. How could we not assist in exposing future generations to
the attributes of aviation? Plus, there's strength in numbers:
political influence, economic efficiencies of scale in manu-
facturing, fuel distribution, insurance underwriting, airport
funding, and a myriad of other tertiary services afforded
alarge group. And as a nation, we need a pilot-pipeline for
the military, Part 135 operators and Part 91 instructors, the
airlines and our space program. But learning to fly appears to
be more strewn with obstacles than ever before: COVID, the
cost of airplanes, fuel and maintenance, lack of instructors,
product and personal liability and airspace complications.

O ur pilot ranks have shrunk over the last four decades
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Learn with your brain,
Remember with your heart.

The best and most
beautiful things in the
world cannot be seen
or even touched —
they must be felt

with the heart.

— Helen Keller



In addition to the above hurdles, has the process of learn-
ing to fly become a bit too clinical? Perhaps my grandparents
had similar thoughts concerning the bigband sound vs. rock
and roll. And no, I didn’t listen to Glen Miller, Count Basie,
Duke Ellington or Tommy Dorsey on my Walkman. Admit-
tedly, this impression of today’s flight training comes from
an airline pilot near the end of a 30,000-hour career whose
restricted radiotelephone operator permit says 1972. Also,
my opinions and writings about aviation often lean towards
the emotional gratification that flying elicits more often
than aviating techniques or training.

Who'd-a-thunk that so many GA pilots would routinely
fly single-pilot jets and prop-jets in the flight levels? GA
airplanes have become more complicated in power, avionics,
speed and the airspace environment in which we operate.
The upside to a more clinical approach to training is our
best-to-date situational awareness, access to real-time data
(especially navigation, engine parameters and weather),
fuel efficiency and our ever-improving safety record. And
our safety record has occasionally been a newsworthy topic
for the less technically informed public.

Train Wreck

A disaster or failure; a disorganized, problematic, or chaotic
person or thing; an incongruous situation.

With cameras literally everywhere (including the prolifera-
tion of inflight Go-Pro and snooping drones) and images and
stories attained by them distributed worldwide in minutes
or seconds, the last thing GA needs is bad press. While there
were indeed some astonishing gaffes at Boeing, we could
argue back-and-forth about the media’s part in the ground-
ing of the 737 MAX. It used to be that the most dramatic
of crashes was a train wreck. So much so as to create the
metaphor of “train wreck” to describe the highest order of
vivid, intense and dire of outcomes. The analogy could de-
scribe everything from a bad marriage to an election, golf
game or a ruined Thanksgiving dinner.

Due to air travel popularity and its elevation over (pun
intended) train travel, the ambiance of relaxing train travel
has succumbed to the sometimes tense and arduous, but
high-speed and economical airlines. And now, videos (even
TV shows) of sensational air disasters populate our media,
becoming the new train wreck. But even so, “airplane wreck”
doesn't roll off the tongue nearly as colloquially as does “train
wreck.” So, the train wreck metaphor has wings (I couldn’t
resist), and for now, a colloquial confrontation of metaphors
will never leave the station (again, couldn't resist).

Besides the effects of poor pilot performance on public
opinion, we all understand the benefits of clinical-like train-
ing: pilots and pilot hopefuls must navigate the expense to
rent or buy, the cost of the aviation support system, hull,
engine and liability insurance, time constraints, airspace
restrictions, traffic congestion, a wide range of aircraft
performance, and the time needed to learn all of the above.
A clinical approach is more efficient. And we must take
this approach because s*** (um, stuff?) happens in air-
planes. We've all seen it (those that have and those that will),
and the flip-side of the airplane romanticism coin is the

boogeyman side. At the very beginning of our flight training
we didn't know him very well - someone had to introduce us.

Remember When?

During the first eight to ten hours of flight instruction,
we train students and experienced pilots in a new airplane
about aircraft control, emphasizing airspeed, AOA, takeoff
and landing, aircraft systems and failure modes of said
systems, including engine failures. And we teach newbies
how to talk on the radio because you can’t go anywhere
these days without talking to “The Man.” This training
regimen has been the case in every airplane I've flown
from single-engine GA to Air Force trainers and fighters,
to multi-engine transports.

Thankfully, some of the traditional, happy side of the
coin celebrations of learning to fly, particularly the first
solo, remain in practice: drenching the student with water
or cutting off and displaying the back of his or her shirt. It's
a practice both instructors and students look forward to and
is practiced around the world. After you have completed
your flight, your instructor congratulates you and cuts off
the tail of your shirt, which then joins other shirt tails on
a wall of the school. The act of cutting the tail symbolizes
your accomplishment and instructor’s faith that you can
fly without needing help - and you know all about those
traditions. But did you know...

Dead Bug

Another option is called the ice bucket challenge and
is a more “exuberant” celebration. Alternatively, the pilot
could be thrown into a swimming pool or dunk tank. In
the military you may be tossed into a dunk tank, asked
to eat a raw chicken egg, shell and all, or other dead or
alive things (crickets, worms, ants, etc.) with and without

The-mighty M-10, Mooney Cadet.
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owing my F-16 solo.

jalapeno or habanero peppers. Then, of course, there are the
semi-surreptitious fighter pilot traditions that occur at the
O-Club (in my day it was the modern-day, refined version
of an old western saloon). These occur in the evening and
may involve drinking, singing, playing a highly modified
and physical version of billiards called “Crud,” the throwing
and breaking of things, as well as verifying that you respond
properly to code words like “Dead Bug.”

My first GA solo was in a Mooney Cadet (almost hit a party
balloon on downwind), my first jet was a T-37 (almost forgot
to restart the right engine after the IP hopped out), and my
first in a fighter was the F-16 (just trying to “not screw the
pooch”). Our first solo flight is something memorable to all
pilots. And it should continue to be celebrated with the best
(safe and politically correct) traditions.

Your Airworthiness

Of course, there is no soloing in the Part 121 world. But
whether we are new to the airplane or have flown it for
many years, at the airlines and in other multi-crew en-
deavors, we have a partner to police our compliance with
procedures, decision-making and piloting techniques. There
are no traditions or celebrations for soloing an airliner, but
as in other brotherhoods, airline pilots have stories to tell
and ways to celebrate professionally (i.e., no eating strange
things or breaking stuff).

And with two pilots, tact is essential when keeping
each other from slipping off the rails while flying and
when off duty. Nowadays, they have labeled this lovey-
dovey, kumbaya approach to coordinating with the other
pilot: CRM (Crew Resource Management). One MD-80
FO often highlighted my know-it-all seniority, missteps,
and occasional brilliance using his signature quip. With
a royal acknowledgment of my requests, his assessment
and opinion of nonstandard or critical events, as well as
deeds well-done, was announced with the retort: “Yes,
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Your Airworthiness,” or ‘I disagree, Your Airworthiness.”
“Nicely done, Your Airworthiness,” or, “Your turn to buy,
Your Airworthiness.” It was CRM at its most effective level of
functionality. Greg has since retired (early), and I miss him.

The meaning of life is

to give life meaning.
— Viktor E. Frankl

I'm grateful that my family didn’t allow me to wander
aimlessly, looking for the meaning of life.

My grandma, grandpa and a neighbor introduced me to
the attributes of academia. My mom - time management,
etiquette and chivalry. My dad - hunting, music, golf and
flying. And now, I've spent my entire life flying airplanes,
trusting but questioning academia, always using the best
leadership and chivalry I could muster and applying a
good effort towards etiquette. The views, the freedom, the
intellectual and emotional gratification of aviation are all
priceless. The most inspiring ones often being spiritual,
the “touch the face of God” moments that only we pilots
are occasionally afforded. When you have one, savor it and
then share it with others.

Pay it Forward

If you want more kindness in the
world, put some there.

— Zero Dean

In the world of GA, we are most often alone in our decision-
making, regulatory compliance, application of flying tech-
niques, and to catch our own mistakes. We have no one to
tell us when we fall outside of parameters or completely off
the rails - or to call us “Your Airworthiness.” Strict checklist
discipline as well as continuous training and self-evaluation
are critical in the endeavor to maintain our personal air-
worthiness. It's this level of professionalism that will help
us in GA to stay safe and avoid a train wreck. But let’s try
to have some fun along the way and pass our love of flying
on to the younglings; they're out there. It’s still possible to
see an occasional car parked at the airport fence or near the
FBO with folks watching airplanes come and go. Perhaps
2021, our post-COVID year, will be another new beginning
for GA - and with our help, some pilot younglings as well.
Happy New Year, my friends. &y

Kevin Dingman has been flying for more than 40 years. He's
an ATP typed in the B737 and DC9 with 24,000 hours in his
logbook. A vetired Air Force major, he flew the F-16 and later

ormed as an USAF Civil Air Patrol Liaison Officer.
flies volunteer missions for the Christian organiz tion Wings
of Mercy, is employed by a major airline, and owns and
operates a Beechcraft Duke.Contact Kevin at dinger10d@
gmail.com.
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faster, with the ice protection on or off. The Speed Cowl™ even
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A section dedicated to the writings and

Confessions of
a G1000 Driver

ownership stories of T&T readers.

by Alex Jones, Owner-Pilot

bought my G58 Baron in Janu-
ary 2015 as an upgrade from the
A36 Bonanza I had been flying
for four years. The concurrent moves
- Bonanza to Baron and modular

to G1000 avionics - both offered
improved utility with some add-
itional challenges.

The Baron has allowed me to travel
safely around the country with my
family for years. It has carried us to
some of our most memorable vaca-
tions, including Nantucket, northern
Michigan, Montana, Colorado and oth-
ers. From our current home in Chi-
cago, we can fly to central Ohio for
family visits in just over 90 minutes
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each way - something we do at least
half a dozen times a year. This easily
wins over a 6-hour drive, and I can
beat the airlines door-to-door.

Single to Twin

The purported safety advantage
of a twin over a single is one of the
most oft-cited and controversial
reasons for the move. I will leave
that topic aside and focus on other
practical improvements that get little
attention yet make a big difference in
everyday life.

The Baron has a spacious nose
baggage compartment. It can hold
three carry-on size suitcases, in
addition to the chocks, tow bar and

quarts of oil I carry. The aft baggage is
the same as the A36; very useful, but
not that large. These three cases just
wouldn’'t make the trip in its single
sibling. For a family, this makes the
airplane practical for weeklong cross-
country trips we couldn’t have made
in the Bonanza without sending our
luggage by UPS ahead of time.
Living in the Great Lakes region,
known-ice certification increases the
plane’s utility between October and
April when there is often a stratus
cloud deck with icing potential
somewhere along our route. A piston
twin like the Baron with “k-ice” is
capable of climbing or descending



through such a layer to reach clear
conditions above or below. But there
are limits. It will pick up some ice,
which will impede performance, so
it is imperative to know the level of
the bases and tops - you don't want
to hang out in icing conditions for the
whole trip. Skew-T/log P diagrams
are very useful for this. Now, this
may seem like a lot of hardware to
carry around for a few minutes’ use
on the occasional trip, but these are
all trips I never would have made in
the Bonanza. And for every trip where
I use the Baron’s de-icing capabilities,
there are several more where I thought
we might need it and wouldn't have
attempted the trip without it. About
half of our wintertime trips are ones
Iwouldn't have tried in the Bonanza.

The Bonanza is a strong climber
down low, especially when light,
but the Baron does better. Below
gross weight in the cold weather,
I routinely see 1,500-plus FPM. In
warmer weather and at higher
weights, 600 FPM is typical later in
the climb. In real terms, this means
less time bumping around below fair-
weather clouds in the summer and
less exposure to potential icing in
winter. Cruise speed is 185 KTAS lean
of peak on about 28 GPH. This is a
modest cruise speed increase over
the Bonanza for twice the fuel burn,
but this is the price of flying a much
more flexible and capable airplane.

G1000 Avionics

As for the avionics, I wanted a
pre-2005 model, so I could upgrade
the panel the way I'd done in my old
Bonanza. The Bendix King KCS-55A
HSI had become unreliable, and in
late 2012, T rode the upgrade-logic
elevator to the top floor. I started with
the honest intention of a Sandel HSI,
and after many logical and modest
steps, ended up installing a G500 with
synthetic vision, an Alpha Systems
AOA, and an EDM-830 engine
monitor. I loved the way the G500
worked with the two GNS-530W NAV/
COM units. The EDM-830 allowed
lean-of-peak operations with single-
degree precision.

This upgrade path suited me well.
When my family and I travel, we

will explore lightly trod areas for a
restaurant the locals love rather than
a chain. The few times I've bought
a new car, I have done painstaking
research and found or ordered exactly
what I wanted. I am not fond of
prepackaged, one-size-fits-all things.

As it turned out, the market got me
into a G58. There were very few late-
model, steam gauge Barons available.
My favorite, a beautiful, low-time
2005 airframe, was shackled to an
owner whose heart was set on an
unrealistic selling price. When that
deal finally fell through, I found a
fantastic G58 (N888WX). The previous
owner, nearing retirement, thought
it would be his last plane. He doted
on it. However, his business did

Alex Jones and daughter Sarah.

The Baron offers a spacious nose baggage compartment.

well beyond his expectations, and
he sold the Baron to upgrade to a
Mustang. Win-win.

I really didn't think anything could
get better than my old Bonanza’s
panel, but in reality, the G1000 works
much better, especially the autopilot
and the overall system integration.

The GFC 700 autopilot is smoother
and more capable than the KFC 225.
The Flight Level Change (FLC) mode
allows me to select a target altitude
and an airspeed to get there. This
offers flight envelope protection in

all phases - stall protection in climb
and overspeed protection in descent.
I routinely set 130 KIAS for climb and
watch the vertical speed decrease
gradually as I climb. The Vertical
Navigation mode took me a while to
appreciate. Coming home to Chicago
from the southeast, I am often cleared
to cross 20 miles southeast of Joliet
(JOT) VOR at 4,000 feet, a clearance
which implies pilot’s discretion on the
descent. I can create this waypoint
(JOT -20) in the flight plan page, set
the target vertical speed, and the
autopilot will start the descent at
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the right point. The autopilot mode
is annunciated at the top of the PFD,
right at eye level.

There are more examples of this
seamless integration. The MFD
supports the GWX 68 radar display,
so there’s no need for another screen
on the panel for that. XM weather is
overlaid on the MFD map, as is traffic
from the Skywatch 497 or ADS-B.
There are dedicated pages for each
of these functions and others in the
MFD. Flight plans can be entered
in a large window on the MFD, or a
small window on the PFD, including
airways. There is a reversionary mode
so that key information from each
screen is presented identically on
both screens.

There are, of course, some down-
sides. The biggest one is that the
unit has a single attitude heading
reference system (AHRS) when it
should have been certified with two.
If that goes out, so does the attitude
indicator and the autopilot. The
backup AI is on the far right of the

panel by the door handle. The size
and location make it very difficult
to use. I have had two AHRS failures
since I bought the plane. Both were
gradual failures, therefore not
emergencies, but an actual failure
would be stressful. As a workaround,
I have added a Dynon D3. This is
a small, self-contained AHRS and
attitude indicator which mounts
with a RAM suction mount on the
windscreen. It is not certified as a
backup but could provide excellent
situational awareness in the event
of an AHRS failure in IMC.
Upgrades to the G1000 are few and
expensive. Updating the software and
replacing the transponder to gain
ADS-B compliance cost nearly $6,000.
This has allowed me to keep flying
IFR in 2020 and beyond but adds no
new utility to the avionics considering
that I already had a Skywatch 497. The
system can be upgraded to the much
newer NXi platform at an estimated
cost of nearly $30,000. I didn't find
this worthwhile, but one day I might,
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and it is clear that Textron supports
the avionics in the earlier models.

While this platform is 15 years old,
it is still more capable than 90 percent
of the GA fleet, giving me everything
I need. Critics of the G1000 seem to
hold it to an ideal while comparing
aftermarket glass avionics only to
each other. And repairs and upgrades
aren’t cheap, whether for a G1000
or a modular system. My Bonanza
upgrade in 2012 cost $33,000. T was
fortunate that I didn't have any
significant interface issues, but that
isn't the case for many people. And as
much as I loved the Bonanza panel,
the G1000 is just easier to use and
more capable.

After six years of ownership, I
really love the G58. The only reason
I would consider a different plane is
that my kids are getting bigger and
our trips longer, so a higher useful
load would be beneficial. Bottom line,
ifThad to do this again, I'd be thrilled

tobuy a G58. ey

The Baron has allowed my family to travel safely around the country for years —
carrying us to some of our most memorable vacations.

Pilots N Paws® -— —
is an online meeting ... __— ——t
place for pilots and <

other volunteers
who help to transport rescue
animals by air. The mission of
the site is to provide a user-
friendly communication venue
between those that rescue,
shelter, and foster animals; and
pilots and plane owners willing
to assist with the transportation
of these animals.

A general aviation transport
requires just one pilot volunteer
and is far more efficient and
dependable than time-consuming ground transportation for these
animals who are often in danger of euthanization. Volunteer pilots
retain complete authority of their planning and flights, and can give as
much or as little time as they like. Flights are tax deductible 501¢3.

SIMPLE AS 1-2-3
No bothersome paperwork required! If you love to fly, and you love
animals, please join us now! It’s easy, it’s fun, and it's extremely
rewarding. Joining is easy and takes just
a minute of your time.

1.Go to WWW. pllotsnpaws org

www.pilotsnpaws.org

Int’l: 540-564-0010
Email:

Your Beechcraft Parts Source

www.selectairparts.com

SELECT
airparts

New ¢ Overhauled ¢ Used

“Call Us. We Speak Beechcraft!”
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CORPORATE ANGEL NETWORK

Cancer Patients

Filling Empty Seats With Hope

Corporate Angel Network arranges free travel on
corporate aircraft for cancer patients traveling to
and from treatment. Business jet travel makes it
possible for patients, especially those in locations
with minimal airline access, to travel to specialized
medical centers.

Contact us today to learn more about patient travel
services or to donate space on your aircraft.

It's wonderful that organizations like the Corporate
Angel Network are able to help connect those most
in need of flights to those who are flying.

-Henry Maier, President and CEO, FedEx Ground

corpangelnetwork.org | Westchester County Airport — White Plains, NY | (866) 328-1313




What Good Looks Like

Several years ago, the Citation Jet Pilots Association’s
safety committee came up with the idea to produce a series
of videos depicting challenges that pilots face in the cock-
pit. Things like engine failures on takeoff in mountainous
terrain, circling approaches and landing on contaminated
runways. We mused that if we could show less than admi-
rable techniques followed by the “right way” to do things,
we could model safer behavior.

For some unexplained reason, I was nominated to be the
model for bad decision-making. The vote was unanimous.
Go figure.

What was also unanimous was the name of the per-
son to demonstrate “What Good Looks Like.” Meet Neil
Singer, CJP safety consultant, Master Instructor, corporate
Bombardier Challenger captain, and designated exam-
iner in the Phenom 100/300 and Citation 525 series. He
is also a regular contributor to the “Turbine” section of
AOPA Pilot magazine.

For the past three years,
Neil and I, along with astro-
naut Charlie Precourt, have
produced almost two dozen
videos on various topics, all
of which are available free of
charge. Our goal is to put the
average pilot (played by yours
truly) in challenging situations
followed by Neil, who calmly
and professionally shows you a
safer alternative, with Charlie
relating his NASA experiences.

Neil is one of those pilots you want to be. He takes his
profession incredibly seriously. He not only knows the an-
swers to my most trivial questions, he researches the topic
and prepares an in-depth analysis for review. I thought you
might enjoy some of his wisdom with the interview below.

Tell us about your “for hire” experience.

Several flight schools, including one in Hawaii, which was
also a VFR-only Part 135 tour company. Another Part 135 job
co-flying Piper Cheyennes for charter, organ flights and air
ambulance. Then I joined American Eagle. I flew a Saab 340
prop for two years, but 9/11 hit right when I was supposed to
upgrade to Captain, so I switched to the Embraer R] since 1
would be right seat for a while. I flew that for 2.5 years then
left to teach full time in 2004 and never looked back!

In your role as an examiner and mentor, what are
the most common shortcomings you see?

Airspeed management/flying deliberate airspeeds; automation
management (especially checking the status bar); knowing all the
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little gotchas with avionics;
having profiles memorized
(probably the biggest!); checklist discipline/cutting corners.

For those transitioning to higher performance air-
craft, what should they do to become a safer pilot?

Understand there's no one magic “hard” thing to master, but
a thousand ‘easy’ things that can get overwhelming in volume.
There's no shortcutting brute force repetition and studying.
Realize you should never stop learning. As one instructor says,
“When you think you've finished learning, you have.”

Also, be aware that the modern upgrade process is perhaps
unrealistically compressed - a high-performance piston into a
single-pilot light jet, for example. Twenty years ago, the path
would be 172, 182, Bonanza, Baron, King Air, then with thou-
sands of hours, finally a 501/CJ. Now it's Cirrus SR22 into
Citation 510 or M2. While certainly doable with good training,
this needs to be approached with caution steps forward in ex-
panding the envelope. Embrace SOPs (like CJP's). Just because
Part 91 says you can doesn't mean you should.

Any surprises in your training experience?

Yes, often. I tell everyone I cannot forecast how quickly some-
one will adapt to their first light jet until we've flown for a while.
T've had former fighter pilots who were currently flying heavy
biz jets struggle with single-pilot ops. I've had high-time com-
mercial pilots struggle with glass cockpits. And on the opposite
side, T've had 500-hour prodigies master everything on the first
try - you just never know. But I am always surprised that no
one ever believes me when I say you simply cannot overstudy
profiles! No matter how much I emphasize it, pilots always say
at the end, “I wish I'd studied profiles more.”

Talk about your involvement with the “What Good
Looks Like” video series.

I love the idea of taking lessons learned from my years of
teaching, insights from the light jet accident record, and stories
of our friends and members, and distilling them into short
videos to pass that tribal knowledge along to more people. So
much knowledge at the jet level isn't widely disseminated, and
Id like to change that.

Neil Singer is indeed “What Good Looks Like.” For access
to CJP’s free safety content, visit citationjetpilots.com and
click on the “Safety” tab.

Fly safe. QUEE»

David Miller has owned and flown a variety of aircraft
from light twins to midsize jets for more than 50 years.
With 6,000 plus hours in his logbook, David is the Direc-

tor of Programs and Safety Education for the Citation
Jet Pilot’s Safety Foundation. You can contact David at
davidmillerl@sbcglobal.net.
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