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by Lance Phillips
Editor’s Briefing

Sportsman Market

lance@twinandturbine.com

The Pinnacle of Meetings
June is always a special time for me. It’s the month 

when the leaders of the Pinnacle Air Network gather 
for their annual meeting. My role as executive direc-
tor of the organization is to determine the event’s loca-
tion, plan it, and execute it. This year, we’ll have leaders 
from Cutter Aviation, Stevens Aerospace & Defense, 
Elliott Aviation, West Coast Aviation, Kansas City Aviation 
(KCAC), Fargo Jet Center, Flightcraft, Woodland Aviation, 
Eagle Aviation, Muncie Aviation, Signature TECHNICAir, 
Western Aircraft, and MAC Air (Maine Aviation) in at-
tendance. These are some of the most renowned FBOs, 
MROs, aircraft sales, and charter organizations in the U.S., 
all in one place – Dallas, Texas. We don’t always hold it 
in Dallas; usually, it’s elsewhere. Last year, we held the 
meeting in Fargo, ND. But this year, our partner Standar-
dAero will be announcing some great things going on at 
its DFW overhaul facility, so we, of course, need to see 
what the StandardAero folks are up to. 

In addition to visiting StandardAero’s DFW facility, the 
group will be receiving industry updates from leaders at 
Blackhawk, NBAA, Ironfleet AI, IOA USA, and Pratt & 
Whitney Canada. It’ll be a truly enlightening meeting. 
With Maria Della Posta retiring later this year from her role 
as president, the updates from Pratt & Whitney Canada 

will be especially interesting. Mathieu Patino, Pratt’s di-
rector of North American turboprop customer programs, 
will come to Dallas to brief us on everything happening 
at the world’s top turboprop manufacturer. We thank Ma-
ria for her leadership; she built that leadership through 
years of hard work and great communication. Since 1985, 
she has been especially instrumental in growing Pratt’s 
aftermarket network. 

One of the unique aspects of this year’s meeting is that 
Dallas (actually Arlington, TX) hosts several FIFA World 
Cup soccer games at the Dallas Cowboys’ AT &T Stadium. 
My town is planning to be overrun by soccer fans from 
all over the world. Hotels are booked to capacity, which is 
great. It also made the hotel search for my group’s meeting 
difficult. But it wasn’t impossible, and we found a great one. 
Right in Dallas’ Uptown neighborhood. My neighborhood. 

With Oshkosh right around the corner, summer is shap-
ing up properly.  

 



Sportsman Market
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From its initial f light in 1982 
and first delivery in 1985, 
the Cessna Caravan has been 

known as a robust utility aircraft. 
The first model featured the Pratt 
& Whitney Canada (PWC) PT6A-114 
with 600 shaft horsepower (SHP) and 
caught the interest of FedEx, which 
then ordered 177 of an extended 
cargo version – the Cessna 208A. De-
signed from the start to be an easy-to-
maintain workhorse, with fixed gear, 
large doors, and a simple unpressur-
ized airframe, the product line has 
grown substantially.

Fast forward now to 2026. Produc-
ing 3,100 Caravans in 41 years, flying 
over 25 million hours, and certified in 
100 countries, it has proven itself to 
provide amazing service. What started 

Cessna Caravan: A Legend by Rich Pickett

Cessna Grand Caravan EX

Rich and Tom Buell at Big Bear Lake Airport (L35)
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as a very utilitarian passenger and 
cargo aircraft, the Caravan not only 
still provides extensive cargo hauling 
service, but also an increasing number 
of commuter and executive configu-
rations – including amphibious capa-
bilities. In our Twin & Turbine April 
2026 issue, Grant Boyd wrote about 
Mark Baker’s experience with his 
Cessna Caravan, and the utility it has 
provided him over the years.

Since the original aircraft rolled 
out from the factory, the engine 
has been upgraded from the origi-
nal PT6A-114, first to the PT6A-114A 
with 675 SHP in the Cessna Caravan 
and the 867 SHP PT6A-140 in the ex-
tended Grand Caravan.

I’ve been able to experience multiple 
Cessna Caravans this year, as a pas-
senger and pilot. On an Air Journey 
trip in Costa Rica, we chartered two 

the rainforest and the Arenal volcano. 
It was a perfect use of the Caravan.

Recently, Morgan Lane of Textron 
provided me access to a brand-new 
Cessna Caravan to evaluate in Cali-
fornia. Arriving at Montgomery-Gibbs 
airport (KMYF) in San Diego, complete 
with an executive interior and cargo 
pod, it definitely attracted attention. 

Exterior
With the familiar Cessna high-

wing design, wing struts, and tubular 
spring steel main landing gear struts, 
the walk-around is very familiar to 
a Cessna pilot, except for the scale. 
The wingspan is 52 ft, the length is 
nearly 38 ft., and the tail is close to 15 
ft. When you add amphibious floats, 
it soars above the ground or water.

This Caravan had the optional 
$112,800 cargo pod, an essential and 
popular option if you want to carry 
several passengers and bulky cargo 
or simply want more room in the cab-
in. The pod is huge, 87.3 cubic feet, 
and capable of carrying 870 lbs. in 
three compartments. If you choose 
this option, it is mutually exclusive 
of the FIKI option. 

The Caravan is designed for easy 
access to the fuselage. The original 
design as a cargo aircraft necessitated 
separate doors for crew and cargo, and 
this feature alone makes it one of the 
easiest airplanes to load. The Caravan 
features two crew doors, easily ac-
cessible through improved integrated 
steps in this model. The main cabin is 
equipped with two doors, one a very 
large 49 in. by 50 in. two-piece door 

Rich and Tom Buell at Big Bear Lake Airport (L35)

Easy Engine Access

Air Stair Door

Caravans, one of the early models, 
and a later Garmin G1000-equipped 
aircraft. These Caravans allowed us 
to leave our aircraft in Liberia and 
travel to a smaller airport closer to 

 G1000 PFD with 3D Safe Taxi
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on the left of the fuselage, and a 24 
in. by 50 in. airstair door on the right. 
This combination is extremely help-
ful when loading a variety of cargo 
and passengers into the cabin. With 
a nearly 16 ft. cabin, from crew seats 
to aft baggage area, the flexibility for 
carrying large objects is incredible. 

The ease of access design also 
extends to the engine pre-f light. 
The Caravan has the best access to the 
engine compartment of any of the tur-
boprops I fly. When you open the cowl-
ing panels, you or your maintenance 
technicians have nearly unfettered 
access to virtually all components, 
making service more efficient. The 
aircraft is equipped with a McCauley 
106-inch, three-blade, full-feathering, 
reversible pitch propeller.

With a maximum takeoff weight 
(MTOW) of 8,000 lbs. and an empty 
weight of 5,006 lbs. for this plane, you 
can fill the tanks with 2,224 lbs. of fuel 
and still have a payload of 770 lbs. for 
crew, passengers, and cargo.

Cabin Options
The Caravan is certified under 

FAR Part 23 for two crew and up to 
nine seats. A typical executive con-
figuration is one club of four seats 
and two singles. A three-person 
bench seat is also available. You can 
add up to 2 additional seats with a 
waiver offered in some countries. 
In the US, with a waiver, the air-
craft can have up to 14 passengers. 
If I were operating with that many  
passengers, the Grand Caravan EX 
would be a better option.

The seating configuration is very 
f lexible, and operators can also 
create a combi layout, with cargo 
and passengers. 

The Caravan I flew was equipped 
with the Oasis executive interior from 
Yingling, one of Textron’s completion 
partners. It features leather seats with 
two crew seats, club seating for four, 
and two additional seats in the cabin, 
and a bench seat. With a large 64-inch 
wide cabin and 54 inches tall, passen-
gers can be very comfortable moving 
about, and you can load just about 
anything. Coupled with the cargo pod, 
it is difficult to run out of room.

Flight Deck
The Caravan is equipped with the 

latest Garmin G1000 NXi, with system 
7 software and hardware. Textron 
aptly names it the “Intelligent Flight 
Deck”. This version includes advanced 
features also found in the latest G3000 
system. The system includes 3-D Safe-
Taxi, runway occupancy awareness, 
and advanced traffic display on the 
PFD and MFD utilizing the diversity 
transponders with Garmin’s CDTI-
assisted visual separation (CAVS). The 
latter allows you to identify a target 
on the MFD and have continually up-
dated information where you need it, 
on the PFD in front of the pilots. 

The Garmin GDL 60 supports wire-
less database updating, and of course, 
flight plan transfer with your EFB, as 
well as connectivity to display weather 
on the device. The Caravan includes 
the King KN-63 DME as standard, and 
the airplane I flew was equipped with 
the optional KN-87 ADF for interna-
tional operations. Yes, some countries 
still use NDBs for approaches, with-
out GPS overlays.

The audio panel and associated con-
trols on the MFD provide the crew 
with granular volume adjustments 
for virtually every avionic compo-
nent. The panel has a high glareshield, 
which can make for some challenges 
for visibility. The seats are very com-
fortable; however, for very tall pilots 
over 6 ft. 3 in., the head clearance 
may be an issue since they don’t have 
vertical adjustment. It was fine for me 
at 6 ft. 2 in., with adequate clearance 
above my headset.

Executive Flight #1

Grand Caravan EX Right Profile



June 2026 / TWIN & TURBINE • 7

Flying the Caravan
For my test flight, I decided to fly 

from my home airport, Montgomery-
Gibbs KMYF in San Diego, to Big Bear 
City (L35) in the California San Ber-
nardino mountains, accompanied by 
Textron pilot Tom Buell. If you haven’t 
flown into Big Bear City, it is a scenic 
area with a beautiful lake, great skiing, 
biking, and hiking. 

The airport is at 6,752 MSL sur-
rounded by mountains. Since the Cara-
van is frequently flown at 10-12,000 
MSL, it was a good flight profile to 
evaluate the aircraft. 

The plane is tall, and Cessna has 
improved the pilot entry process with 
improved steps into the flight deck 
via the crew doors. With the pre-flight 
completed, passengers seated, and 
the many doors secured, it was an 
easy process to start the P&WC PT6A 
engine. After setting the power le-
ver to idle, propeller to max, fuel  

condition lever off, and testing the 
fire and annunciator systems, it was 
time to light the fire!

Fuel pump on, starter switch set, 
as Ng (N2) increased to 12%, I moved 
the fuel condition lever to low idle 
and monitored ITT (max 1090 °C for 
2 seconds). At 52% Ng, the starter is 
off, and verified the generator was 
online and charging. After avionics 
were fully energized and our clear-
ance was received, it was time to 
taxi to runway 28R. The Garmin 3D 
Safe Taxi and routing are nice features 
of the system. I’ve used them in vari-
ous aircraft, and they are especially 
helpful at busy airports and at night 
or in low-visibility conditions. 

There are 28 steps on the Before  
Takeoff Checklist, which may sound 
extensive; however, many are com-
mon to most aircraft and can be 
accomplished quickly. In practice, 
many could be accomplished even 
before taxi, which would expedite the 

Grand Caravan Flight Deck

Grand Caravan EX Interior

Most shops take your keys and your 
freedom, leaving your plane sitting in 
a dark hangar for months. At Coastal, 

we believe maintenance should 
support your mission, not stall it.

We utilize Active Planning to source 
parts and prepare before your tires touch 
our tarmac. We don’t just sign logbooks; 
we guarantee the Timely Execution 

and 100% Quality required to keep your 
aircraft ready and your family safe.

Southeast Twin  
Owners: Get your  

Time Machine back.  
(And the joy of owning it.)

Claim one of our 6 remaining June/July/August 
priority intake slots before the Fall rush. Call 
our Gulf Shores hangar today: (251) 978-0163

Experience the Coastal Standard at Jack 
Edwards Field (JKA). We handle the logistics 
and the planning—you just enjoy the flight.

Short N Numbers



8 • TWIN & TURBINE / June 2026

The Caravan has an outstand-
ing view for both the pilots and 
the passengers. From the f light 
deck, we had an expansive vista of  
Southern California, spanning from 
the very large crew side windows 
across the windshield. We cruised 
towards Big Bear initially at 10,500 
MSL. We weren’t in a hurry, so I re-
duced the power (TQ 1500 pounds, 
Prop RPM 1750). This gave us a TAS 
of 167kts with a fuel burn of 321 pph. 
We climbed to 12,500 MSL to clear 
the south mountain ridge, then de-
scended into the Big Bear valley, west 
of the airport, directly over the ski 
area and the lake.

The approach and landing would 
be familiar to any Cessna pilot, just 
a few knots faster than the piston 
singles. The first notch of flaps (10°) 
can be extended at 175 KIAS, 20° at 
150 KIAS, and 30° below 125 KIAS. 
Our approach angle was slightly over 
4 degrees, which was easy for the 
Caravan. I used full flaps and set up 
for a Vref of around 75 KIAS. Main 
wheels touched first, as expected, 
with a pitch of 5 degrees. Lowering 
the nose to touchdown, power lever 
to beta, and the Caravan was ready to 
turn off the runway. I was gentle on 
the brakes; however, heavier braking 
would have resulted in a ground roll 
of 800 feet and a total distance of 1700 
feet. Nice performance for a landing 
weight of 6,700 pounds.

Departing runway 08 at Big Bear, 
we climbed at 110 KIAS and over 
1,000 FPM. The flight back to KMYF 
was great, with a nice view of the 
Torrey Pines Golf Course and the 
Pacific. Entering left downwind for 
runway 28L at 100 KIAS, extending 
full flaps, we did a short field, 6° steep 
approach, slowing to 75 KIAS over 
the threshold. 

The Big Sibling
If the Cessna Caravan isn’t large 

enough to carry everything you want, 
simply purchase the Cessna Grand 
Caravan EX–208 B. This model 
isn’t simply a stretch version; it has 
some significant differences beyond 
the four feet longer fuselage and  
cabin, at 41 feet 7 inches. The air-
craft is 8 inches taller, with a slightly  

Cessna Caravan Grand Caravan EX Difference / Notes

Base Price $2,808,000 $3,132,000 +$324,000
Cargo Pod Option $112,800 $112,800 —

Price as flown $3,735,000

Overall Length 37 ft 7 in 41 ft 7 in +4 ft longer
Overall Height 14 ft 10 in 15 ft 6 in +8 in taller
Wingspan 52 ft 1 in 52 ft 1 in Identical
Cabin Length 12 ft 9 in 16 ft 9 in +4 ft longer
Cabin Height 54 in 54 in Identical
Cabin Width 64 in 64 in Identical

Max Ramp Weight 8,035 lb 8,842 lb +807 lb
Max Takeoff Weight 8,000 lb 8,807 lb +807 lb
Max Landing Weight 7,800 lb 8,500 lb +700 lb
Max Fuel Capacity 2,224 lb 2,246 lb +22 lb
Basic Operating Weight 5,070 lb 5,510 lb +440 lb
Useful Load 2,965 lb 3,332 lb +367 lb
Max Payload 2,509 lb 2,699 lb +190 lb
Full-Fuel Payload 761 lb 1,066 lb +305 lb

Max Cruise Speed 178 KTAS 185 KTAS +7 kts faster
Certified Ceiling 25,000 ft 25,000 ft Identical
NBAA IFR Range (4 pax) 889 nm 816 nm Caravan +73 nm
Takeoff Field Length 2,090 ft 2,160 ft +70 ft
Hot & High Takeoff 3,035 ft 3,661 ft +626 ft
Landing Distance 1,600 ft 1,836 ft +236 ft
Typical Landing Dist. 1,523 ft 1,668 ft +145 ft
VREF (typical ldg wt) 73 kts 73 kts —

Flight Time – 200 nm 1:11 1:07 Grand Caravan 4 
min faster

Flight Time – 500 nm 2:52 2:46
Grand Caravan 6 

min faster

Internal Baggage Wt 325 lb 320 lb —
Internal Baggage Vol 32 cu ft 32 cu ft Identical
External Pod Wt Cap 820 lb 1,090 lb +270 lb
External Pod Volume 84 cu ft 112 cu ft +28 cu ft
Passenger Seats 10 – 14 10 – 14 Same range

Engine P&WC PT6A-114A P&WC PT6A-140 —
Shaft Horsepower 675 SHP 867 SHP +192 SHP (+28%)
Engine TBO 3,600 hrs 4,000 hrs +400 hrs
Propeller McCauley 106-in 3-blade McCauley 106-in 3-blade Identical
Avionics Garmin G1000 NXi Garmin G1000 NXi Identical

Average Speed 174 kts 181 kts +7 kts
Average Fuel Flow 58 gal/hr 66 gal/hr +8 gal/hr
Fuel Cost @ $6.00/gal $348.00/hr $396.00/hr +$48.00/hr
Labor $66.72/hr $66.72/hr Same
Parts $49.20/hr $49.20/hr Same
Engine Reserves $127.97/hr $132.29/hr +$4.32/hr
Propeller Reserves $6.00/hr $6.00/hr Same
Total Cost per Hour $597.89/hr $650.21/hr +$52.32/hr
Total Cost per NM $3.44/nm $3.59/nm +$0.15/nm

CESSNA CARAVAN FAMILY  |  BY THE NUMBERS

PRICING

DIMENSIONS

WEIGHTS

Hot & High performance: max takeoff weight from 5,000 ft elevation at 25°C (ISA+10°C).

PERFORMANCE

CARGO / BAGGAGE

POWERPLANT

OPERATING COSTS ESTIMATES (per flight hour, 500 nm mission)

takeoff process when holding short 
of the runway. 

With takeoff clearance received, I 
applied full power, and the Caravan 
quickly accelerated to our Vr of 70 
KIAS, with 20° flaps. After retracting 

the flaps at 90 KIAS, we continued 
our initial climb at 95 KIAS, north 
along the San Diego coastline. It 
flies like a somewhat heavy, but very 
smooth, Cessna piston single, similar 
to a T210 or T206. 
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With 14,000+ hours 
of piloting more than 
100 aircraft models, 
Rich Pickett is still 
passionate about 
f lying. Rich holds 
an ATP, CFII SME, 

SES, glider license, and type ratings 
in the following aircraft: L29, L39, 
Citation 500/510/525, Eclipse 500S, 
Beechcraft Premier and Dassault Fal-
con 10. He runs his company, Personal 
Wings, with his son Tigre. Personal 
Wings provides training, mentoring 
and aircraft services. You may contact 
Rich at rich@personalwings.com.

different wing design to accommodate  
a takeoff weight increase of 800  
pounds to 8,807 pounds, slightly 
more fuel, and a useful load increase 
of 367 pounds. This all equates to a 
full fuel payload increase of approxi-
mately 300 pounds

This larger model is powered by 
P&WC PT6A-140 with 867 SHP, and 
a TBO of 4,000 hours. With this in-
creased power, the cruise speed also 
increases 8-10 knots to 185 KTAS. 
The takeoff and landing distances 
increase a small amount, with higher 
altitudes and temperatures having a 
more significant increase with the 
Grand Caravan. All these comparisons 
are with the cargo pod option, since 
most operators select that as well.

We mentioned earlier that operators 
can choose either the Cargo Pod or FIKI 
with the Caravan, the Grand Caravan 
EX, which allows operators to select 
both. An important consideration 
if you want both additional cargo 
storage and FIKI.

I was able to explore the Grand  
Caravan EX at Aero Friedrichshafen,  
a few weeks after flying the Caravan. 
The extended fuselage is indeed help-
ful for those larger loads, and explor-
ing the exterior and interior, it would 
be a good choice. This plane featured 
both the cargo pod and the FIKI op-
tions, which were useful since it had 
been flown from Wichita to Germany 
for this event. This leather interior 
was Cessna’s executive Saddle Sport, 
double club, and a bench seat. Couple 
this with the eye-catching paint, and 
it was an impressive aircraft.	

Summary
Whether you’re hauling cargo into 

a remote strip or ferrying executives 
in leather-appointed comfort, or both, 
the Cessna Caravans offer operators 
tremendous f lexibility and utility. 
Pilots transitioning to these aircraft, 
especially if they have experience 
in other Cessna aircraft, will find an 
easy path to turboprop operation. 
The systems are straightforward, 

the Garmin G1000 NXi avionics are 
powerful for any mission, and the 
load-carrying capabilities are among 
the most flexible. 

After 40-plus years, operating in 
over 100 countries, and 25 million 
flight hours, the Caravan has earned 
its legend status — and after flying 
the plane, I understand exactly why 
pilots and operators keep coming back 
to this capable aircraft.  

Luma #1
http://turbinesinc.com
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New Approach at Teterboro  
KTEB RNAV (GPS) Rwy 1 by Ed Verville

Introducing the first-ever instrument approach to Run-
way 1 at Teterboro.

The Teterboro Airport Users Group made this an-
nouncement in February: 

“Teterboro Airport (KTEB) will introduce a new instru-
ment approach procedure, RNAV (GPS) Rwy 1, beginning 
Feb. 19 at 0701Z. While offering the advantage of lateral 
and vertical guidance to the runway, the new IAP notably 
introduces a Visual Guidance Fix (VGF) and visual seg-
ment concept at TEB.”

This approach is designed to replace the Localizer Runway 
6 with circling to Runway 1. I have conducted this cir-
cling approach numerous times during the past decade. 
A straight-in approach to Runway 1 is prohibited due to 
traffic flow at Newark Airport. This new approach with 
lateral and vertical guidance is an attempt to simplify 
the circling approach. Some sources state that circling 
approach procedures are 25 times more dangerous than 
straight-in approaches. U.S. Airlines totally prohibit cir-
cling approaches in instrument conditions. 

RNAV RWY 1 Jepp
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This is not a new concept, as there are similar approach-
es in place at Ronald Reagan Washington National Airport, 
RNAV (GPS) Rwy 33, John F. Kennedy International Airport, 
RNAV (GPS) Z Rwy 13L and 13R, and LaGuardia Airport, 
RNAV (GPS) X Rwy 31.

This new approach introduces a new term: a 
Visual Guidance Fix (VGF), as well as the extended vi-
sual segment concept. The TEB Airport Users Group is 
encouraging pilots to become familiar with VGF and an 
Extended Visual Segment by reviewing FAA InFO 24005, 
Instrument Approach Operations with a Visual Guidance 
Fix (VGF) and an Extended Visual Segment.

The Localizer 6 Approach with circling to Runway 1 
previously had you fly over VINGS Intermediate Fix (IF) 
at the mandatory altitude of 2,000 ft. You would start the 
circle at the final approach fix, TORBY, which also had 
a mandatory altitude of 1,300 ft. Most operators success-
fully conducted this approach; however, in May 2017, 
a Learjet 35A crashed while conducting this approach. 
Many things went horribly wrong, including not starting 
the circle at TORBY, the Final Approach Fix. The NTSB 
did a YouTube video segment on this accident that you 
may view. The cause of the accident was ruled a stall/
in-flight loss of control.

RNAV RWY 1 FAA LOC RWY 6 Circle RWY 1

New profile RNAV (GPS) Rwy 1
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When in use, the approach will be announced on the 
ATIS frequency. Although it is a great idea to familiarize 
yourself with this approach and the FAA InFO, there is 
no specialized training, letters of authorization, or op-
eration specifications required to fly this new approach. 
This is not an RNP AR Approach that does have specific 
training and requirements to fly it. (See T&T, July 2023, 
RNP AR Approaches).

The new RNAV (GPS) Rwy 1 Approach will start ma-
neuvering to Runway 1 earlier than the previous circling 
approach. An initial turn of 19 degrees to the right now 
starts DANDY Intersection, which is 2.1 NM before the 
former turn would start at the FAF at TORBY. The approach 
also provides advisory lateral and vertical guidance to 
the landing runway. 

The approach still has a mandatory crossing altitude 
of 2000 feet at VINGS, followed by a minimum altitude of 
1700 feet at LEESY, and another mandatory altitude of 1300 
feet at DANDY. After the 19-degree right turn at DANDY, 

New routing RNAV (GPS) Rwy 1

FMS view ILS/LOC Rwy 6

 Circling over MetLife Stadium

Approach view of Rwy 6
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the course continues 3 NMs to the FAF of MULNN, with 
another very slight right turn. A 3.1-degree glide path 
starts here at the FAF. The descent profile has a minimum 
altitude of 960 feet at URRBN and an MDA altitude of 
760 feet at SAQON, which is right over MetLife Stadium. 
SAQON is also labeled as the Visual Guidance Fix (VGF). 
This is where you must have the runway environment in 
sight to descend below this altitude or follow the advisory 
glide path. The extended visual segment of the approach 
also starts here at SAQON and is identified by the dashed 
line in the profile view of the approach. At HOLSY, with 
about a mile to go, you will make a 60-degree left turn to 
line up with Runway 1 for a landing.

This new approach should enhance safety over the 
previous circling approach to Runway 1. Starting the 
maneuvering to circle earlier and providing a lateral 
and vertical glide path all the way to Runway 1 is a great 
enhancement. Please look at the approach chart and the 
short FAA InFO before you fly this new procedure.  

Mayday
http://turbinesinc.com

SETTING THE STANDARD SINCE 1972
4151 Aviator Way, Suite 2, Grand Rapids, MI 49512
800-678-1237  |  MaydayAvionics.com

TRUST MAYDAY AVIONICS 
FOR YOUR AVIONICS SERVICE 
AND INSTALLATIONS.

Ed Verville is an exper-ienced FAA 
instructor and examiner for business jet 
pilots and aircrew programs. He has 15,000 
f light hours in more than 100 different 
makes and models and holds type ratings in 
the Bombardier CL-65, CL-30, CL-604, and 
Boeing 747. Ed has been instructing RNP-
AR Approaches for the past three years.
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This “cruciform tail” arrangement on 
what, otherwise, has the distinctive 
look of a twin Cessna, can only mean 
one thing: It’s a Crusader. 
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by Matt McDaniel

As I approached from across the 

small apron of North Carolina’s Elkin 

Municipal Airport (KZEF), the outline of 

the striking blue twin was unmistakable. 

In spite of its relative rarity today, it is a 

type many still recognize. Not because 

of some storied history or famous 

exploits. Rather, it is simply that tail. 

That tall vertical stabilizer and rudder, 

bisected by horizontal stabilizers and 

elevators, form a cross-like empennage. 

This “cruciform tail” arrangement on 

what, otherwise, has the distinctive 

look of a twin Cessna, can only mean 

one thing: It’s a Crusader. Maligned by 

some, revered by others, it remains a 

pilot magnet on every ramp.

Still Crusading:  
CESSNA’S FINAL PISTON TWIN
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Clipped Wings
Between 1954 and the mid-1980’s, 

Cessna was in continuous production 
of piston twins, usually with multiple 
models rolling off the assembly lines 
simultaneously. However, in spite of 
their dominance in the cabin-class 
piston twin market, Cessna all but 
gave up the light twin trainer mar-
ket. The original 310 fit that market 
in its earliest 4-to-5 seat, normally-
aspirated versions. Subsequent 310 
models, on the other hand, quickly 
grew into larger and faster (and more 
expensive) machines than most flight 
schools could justify.

Through the heyday of general avia-
tion piston twins, Cessna was the un-
disputed champion. Simply put, they 
won the game in terms of the variety 
of models certified and numbers pro-
duced. Although they did so mainly 
within the cabin class realm, with little 
influence on the twin trainer market. 
So, it’s not surprising that, in the 4th 
quarter, they decided to try to cap-
ture some of that market, which Piper, 
Beechcraft, and even Grumman con-
trolled. Thus, on Feb. 14, 1978, Cessna 
flew what would turn out to be their 
final clean-sheet piston twin design; 
the Model 303 Clipper. The Clipper 
was a 4-seat twin, utilizing 160hp Ly-
coming engines and a NASA-designed 
critical airfoil. Initial test flights were 
anything but trouble-free, with both 
performance and stability issues. 

At the same time, Piper’s latest twin 
trainer, the more modern, counter-
rotating PA-44 Seminole, had just 
achieved certification. Plus, there 
were hundreds of Piper Apaches, Az-
tecs, and Twin Comanches already 
deeply entrenched in training school 
fleets. Similarly, Beechcraft’s latest 
multi-trainer, the BE-76 Duchess, was 
also just entering the market, while 
many older Travel Airs and Barons 
were flying in trainer roles too. Finally, 
Grumman had recently introduced 
their GA-7 Cougar in hopes of putting 
a dent in the same market. The tim-
ing for the 303 Clipper was simply not 
optimal. With the disappointing initial 
test flights and the stiff competition, 
Cessna quickly reconsidered. They 
shelved the 303.

As an interesting side note, the 
name “Clipper” was also a misstep. 
Pan Am World Airways was protective 
of its marketing and had trademarked 
“Clipper” for their various uses of the 
name decades prior. It seems Cessna 
soon realized they might be stepping 
on toes and decided to discontinue 
any use of the Clipper name. Perhaps 
the powers running Cessna were re-
minded that Piper had fought (and 
lost) this same battle with Pan Am 
in the late 1940’s. Piper’s PA-16 was 
also named “Clipper” before Pam Am 
attorneys intervened. As a result, the 
Piper Clipper was only produced in 
1949. Piper tweaked their Clipper 
design into the PA-20 and changed 

its name to “Pacer,” beginning Pacer 
production in 1950. 

Enter The Crusader
A year after shelving the 303 Clip-

per, Cessna revisited the design with 
an eye on morphing it into an aircraft 
with a different, more marketable mis-
sion. Cessna wind-tunnel tested the 
design over and over again as changes 
were incorporated. The fuselage was 
stretched into a 6-seater. Club seating, 
plus a clamshell airstair door at the left 
rear, created a small cabin-class twin. 
Almost nothing from the original 303 
design went untouched, as tweaks or 
total redesigns were applied to fair-
ings, control surfaces, wings, airflow 
control devices, and the entire empen-
nage. Power was greatly enhanced 
via turbocharged, counter-rotating, 
250 hp Continental TSIO-520 engines, 
requiring redesigned cowlings and 
nacelles. The biggest visual change 
would be the repositioning of the 
horizontal tail to a mid-vertical posi-
tion. This reconfiguration addressed 
prop wash-induced vibration issues 
with the original tail position, both  
reducing vibration and improving 
stability. The cruciform tail would 
become the defining feature of what 
Cessna would name the T303 Crusader 
(“T” indicating turbocharging, in 
Cessna-speak). 

The first T303 prototype flew in Oct. 
1979. During two years of development 
and certification flight testing, the two 
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prototypes accumulated over 1,000 
flight hours. According to Cessna, this 
made the T303 the most thoroughly 
tested piston-engine aircraft they’d 
ever designed (single or twin engine). 
Deliveries began in Oct. 1981 (of 1982 
models). Concurrently, Cessna dis-
continued 310 production. Whereas 
the 303 Clipper would have competed 
with the Seminole, Duchess, and Cou-
gar, the T303 Crusader went head-to-
head against Piper’s recently upgraded 
PA-34 Seneca III. While the T303 was 
heavier and had 30 more horsepower 
per side, their useful loads were typi-
cally very close to one another (in the 
1,800 lb. range, with basic equipment). 
Both certified to FL250, they shared 
almost identical performance, with the 
T303 using its extra horsepower (and 
slightly higher fuel burn) to balance its 
larger cabin and copious cargo space. 
That extra space and comfort came at 
a price well north of the Seneca III’s.  
Nevertheless, in 1982, the new Cru-
sader came within just a handful of  
airframes of matching sales of the  
already well-established Seneca.

In subsequent years, the Seneca 
bested T303 sales by ever-increasing 
margins. However, all piston twin 
sales were sharply declining in the 
early 1980’s, and the numbers were 
relatively small for all manufacturers. 
By 1984 (the last year the Crusader was 
built in any large numbers), only 65 
were delivered. Piper struggled as well, 
selling only 87 Senecas. From 1981 to 
1984, Piper ceased production of the 
Aztec and Navajo, while Beech closed 
out both Baron and Duke production. 
Cessna didn’t officially give up on the 
Crusader until 1986, but only 3 were 
sold in 1985 & 1986 combined. Sadly, 
production ended with only 297 Cru-
saders delivered.

Legend would have you believe 
the T303 was a sales failure because 
it was somehow an inferior prod-
uct. Facts, on the other hand, reveal 
a more complex story. The entire  
piston aircraft industry was battling a 
struggling economy and a suffocating 
liability crisis in the early to mid-1980s. 
So much so that throughout 1984-85, 
Cessna ended production of their 335 
and 340 models, their 402 and 414 
lines, and their flagship piston twin, 

T303 Cockpit Panel

T303 trailing link main gear
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the 421C Golden Eagle. This left the 
T303 as their sole piston twin model. 
In 1986, Cessna not only ended T303 
production, but they also ended all pis-
ton aircraft production, including all 
single-engine models. They would not 
resume piston single production for a 
decade (in 1996), after the passage of 
the General Aviation Revitalization Act 
of 1994. However, piston twin produc-
tion never resumed at Cessna. Instead, 
they focused on certifying and pro-
ducing an ever-expanding array of 
Citation business jet models. It would 
appear that was a sound financial deci-
sion, with over 8,500 Citations (of all 
30+ models) produced as of early 2026. 

Operators and Caretakers
Back in 1983, Richard Nadeau of 

Wellington Aero Club Airport (FD38), 
in Florida, was ready to upgrade from 
his Piper Arrow to a twin. His research 
focused heavily on safety statistics, 
and he decided the T303 was likely 
the safest cabin-class piston twin 
available, with its dirt-simple fuel sys-
tem, counter-rotating engines, Vmc 
speed very near stall speed, known 
icing certification, and rugged trail-
ing link landing gear. A Cessna sales 
rep offered him an unsold 1982 model 
(#126). Nadeau agreed to purchase 
it with one caveat. He’d read about 
Embry-Riddle Aeronautical University 
being an early adopter of the T303 
for multi-engine flight training and 
how the thousands of training hours 
they’d put on their T303s had led to 
over 100 Service Notes & Letters to 
improve both durability and maintain-

It was in that photogrammetry 
role that recent T303 purchaser, 
Bryan Berry, was first introduced to 
the Crusader. Berry was attending 
Campbell University in Buies Creek, 
NC, in the mid-1980s, when the regu-
lar sight of small planes flying over 
his dorm caught his attention. Those 
planes turned out to be operating out 
of Harnett Co. Airport (now known as 
Harnett Regional Jetport – KHRJ), a 
mile away from campus. Intrigued, 
Bryan drove to the airport, took an 
orientation flight and was immedi-
ately hooked. Before graduation, he 
was a Private Pilot.

Returning home to the family busi-
ness after graduation made Berry real-
ize just how much he missed flying. 
He decided to move to Vero Beach, FL, 
and pursue advanced flight training in 
earnest. He returned to North Carolina 
with Commercial and Flight Instructor 
Certificates in hand. Soon after, he 
earned his ATP while also actively 
teaching single-engine students. Con-
currently, the State of North Carolina 
was operating a Cessna Crusader and 
a Conquest for both VIP transport 
and photogrammetry missions. Via 
an internship with the N.C. Dept of 
Transportation, Berry was given the 
opportunity to fly both types. Each 
made a lasting impression on him. 

With his 2-year internship complete, 
he continued to flight instruct while 
selling cars to make ends meet. Hav-
ing accumulated the necessary flight 
times to realistically apply at region-
al airlines (at the time, minimums 

ability. All those minor changes were  
incorporated or retrofitted into ‘83 (and 
subsequent) models. Richard would 
only agree to buy the new ‘82 model if 
all those improvements were included. 
With both parties in agreement, N9RN 
was delivered fully conforming to the 
1983 model standards. 

Nadeau initially based N9RN on 
FD38’s then-grass runway, yet flew it 
nationwide. He used it to train for and 
earn his ATP Certificate and lovingly 
flew and maintained it for almost four 
decades. As time passed, he had the 
current custom two-tone blue paint 
scheme applied, replaced the interior, 
and had much of the current Garmin 
glass panel system installed. In short, 
he was the epitome of a dedicated care-
taker, finally deciding to sell in 2022. 
The second owner had a new interior 
installed during his brief ownership. 
The third had the engines and props 
overhauled before being forced to sell 
for medical reasons.

What many would call an orphaned 
design (after only four years of actual 
production, with over half produced 
in the first year) has proven to be no 
flash in the pan. Forty years after 
production ended, about a third of all 
Crusaders built are still registered. 
Of those, around 55 are thought to be  
active within the U.S., with more fly-
ing internationally. Many found easy 
lives in personal transport or sup-
porting small business travel. Others 
earned their keep in charter, flight 
training, cargo, or in specialized roles 
such as photo mapping. 

Interior Nose baggage
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being 1,500 Total, 250 Multi, and 50 
Turbine), he secured an offer from 
American Eagle. Before he could re-
port for training, his father intervened, 
luring Berry back to the family busi-
ness with both the typical amount of 
parental pressure and the promise of 
an opportunity to incorporate a small 
aircraft into their automotive business. 
Given the meager salaries of regional 
airline pilots at the time, he relented. 
With the career shift came access to 
a series of high-performance singles, 
which he used to fly the length of the 
East Coast, attending car auctions. 
After the family business was sold, 
Bryan reluctantly stopped flying in 
2006, as he didn’t feel justified to con-
tinue without a business need to do so.

For the next two decades, he busied 
himself building two companies and 
raising children. Approaching 60, he 
could no longer suppress his love of avi-
ation. In 2024, he rekindled his passion 
with the purchase of a Piper Saratoga, 
renewed his medical, and hired a CFI 
to get him proficient again. One of 
his businesses required some travel, 
which, combined with pleasure flying, 
allowed him to log 150 hours in the 
Saratoga in a year. He was back! How-
ever, his lengthy business trips were 
slow going in a single day and often 
crossed the Appalachian Mountains. 
Multi-engine speed and redundancy 
were on his mind. After some sticker 
shock looking at some popular twins, 
he kept fondly recalling his time in the 
Crusader back in the 1980s.

Not believing all the negativity on-
line, he did some deeper research on 
the current state of T303 ownership. 
He discovered parts more readily 
available than many “experts” advised. 
Continental assured him that they still 
offered full factory support of the en-
gines. The T303 was on the approved 
models list for a variety of modern 
digital flight instruments and avion-
ics. Finally, while small in number, 
he became familiar with a very ac-
tive Crusader owner/pilot community 
that represents a vast amount of T303 
knowledge. Through that group, nearly 
every ownership challenge can be ad-
dressed and solved. Thus, he began to 
search for a Crusader. After a couple 
of deals fell through due to pre-buy 

Executive Flight #2
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1982 Cessna T303 Crusader N9RN Data [Table 1]

Wing Span/Area 39 feet, ½ inch / 189.2 feet²

Length 30 feet, 5 inches

Height 13 feet, 4 inches

Cabin Dimensions Width: 47.75”
Length: 138”
Height: 47.5”

Engines
Continental TSIO-520 & LTSIO-520, 
Turbocharged, 250hp each.

Baggage Capacity

Wing Lockers: 120 lbs. each 
Nose Compartment: 150 lbs.
Aft Cabin Compartment: 200 lbs.
Total Cubic Area: 53 feet³ 

Empty Weight 3,670 lbs. (as equipped)

Max. Gross Weight 5,150 lbs.

Useful Load 1,480 lbs. (as equipped)

Fuel Capacity 155 Gallons (930 lbs.), 153 Usable

Fuel System 77 Gal. Per Wing Tank
Right Tank Feeds Right Engine
Left Tank Feeds Left Engine
Crossfeed Available for Emergencie

Electrical System
28 Volts
1 x Battery
2 x Alternators (95 Amps each)

Avionics System 
& Equipment

Garmin G600 PFD/MFD
Garmin GI-275 Backup Flight/Nav Instrument
Garmin GTN-750Xi & 650Xi Nav/Comm/GPS
Garmin GTX-330 Mode-S & ADS-B Transponder
Avidyne EX-500 MFD
S-TEC 3100 Digital Autopilot
Sandia Aerospace SAI-340 Co-Pilot PFD
Insight GEM 1200 G-4 Dual Full Engine 
     Monitor System
CiES Digital Fuel Gauges & Sending Units
Factory Deicing Equipment
Installed Oxygen System
All LED Exterior Lighting

gotchas, he came across N9RN. The 
same 1983-conforming, 1982 model 
Richard Nadeau had taken delivery of 
43 years prior. Checking all of Berry’s 
wish-list boxes, it featured fairly low 
airframe time, no corrosion, a modern 
panel, a fresh interior, and nearly new 
engines and props. A deal was struck, 
and he became only the fourth owner 
of Crusader #T30300126.

Cruise-ader
After connecting with Mr. Berry, 

we departed Elkin with full tanks 
(153 gallons usable), two adult males, 
and 100 lbs. of cargo in the cabin and 
aft baggage area. It was a beautiful 
Spring day with temperatures in the 
low 80s (F). Yet, the nimble T303 ac-
celerated quickly and was airborne 

RTC
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and climbing steadily well before the 
mid-point of ZEF’s 4,000-foot runway. 
Reversing course, we headed south-
east and climbed to 5,500 feet. There, 
we could overfly both the Greensboro 
and Raleigh Class Charlies, enroute to 
Berry’s home field of Wilson Industrial 
Air Center (W03) in Wilson, NC. 

This first exposure to the T303 
was pleasant, a straight line cross-
country of 140 NM. Along the way, 
we cruised at 170-175 KTAS, at 2400 
RPM and 24.0” MAP, while burning 
a total of 29 GPH. Very respectable 
numbers for a twin with a roomy cabin 
and comfortable flight deck. In less 
than 45 minutes, we were entering 
the holding pattern/procedure turn, 
beginning the RNAV Runway 21 ap-
proach. Navigating the approach with 
9RN’s Garmin G600 panel, GTN-750Xi 
& 650Xi NAV/COM/GPS combo, and 
Avidyne EX-500 moving map was a 
breeze. The trailing link landing gear 
made for an equally positive first im-
pression at touchdown.

In Wilson, the Crusader currently 
resides in a large mid-century com-
munity hangar. A standard T-hangar 
isn’t quite adequate for a T303 due to 
the tail height (which rises almost 13-½ 
feet). While that easily fits into most 
modern box hangars and T’s designed 
specifically for twins, use of older T-
hangars intended for medium to large 
singles is generally out of the question. 

The next morning’s weather at Wil-
son was blustery and cooler. We loaded 
up with a final destination of Char-
lotte’s Douglas Int’l Airport (KCLT) 
in mind. Taking the Crusader into the 
primary airport of a busy Class Bravo 
would be a great litmus test of its real-
world capabilities. First, however, I 
wanted to sample the T303’s maneu-
vering manners, one engine inopera-
tive (OEI) capabilities, and its pattern 
particulars. Initially, we climbed to 
6,500’ for a repeat of yesterday’s cruise 
test. While we were 1,000 feet higher 
and slightly lighter (with only about 
120 gallons aboard), cruise numbers 
were almost identical. The increased 
climb rate, however, reflected the 
cooler air and lower density altitude 
than the day prior.
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Slowing to a bit below the pub-
lished maneuvering speed (Va) of 148 
KIAS, I sampled medium and steep 
banked turns. The ailerons are light 
and responsive and provide a crisp 
roll rate for a twin this size. Banks 
of 45 to 50 degrees were easy to sta-
bilize with only an inch or two of ad-
ditional manifold pressure required to 
prevent speed decay. Slow flight and 
stalls (both engines operating) were 
absolutely benign. The fluid and well-
balanced control feel of the aircraft is 
even more impressive considering it 

has no artificial control feel devices 
whatsoever (something few cabin-class 
piston twins can claim). Entering the 
OEI regime, I pulled the left engine 
to a zero-thrust setting to simulate a 
secured engine and feathered prop. 
Since the T303 has counter-rotating 
props, there is no critical engine.

Initially, I slowed to a speed that 
would maintain altitude on the op-
erating engine alone. That speed 
turned out to be about 10 KIAS above 
the published Vyse of 97. From there, 
I continued to slow into what was  

intended to be a minimum control 
(Vmc) demo. When the clean stall ar-
rived, the Crusader was still firmly 
in control and holding heading. Even 
with full power on the operating en-
gine, the aircraft stalled before reach-
ing Vmc (at that day’s weight, C.G, and 
density altitude, in clean configura-
tion). By the worst-case book numbers 
(MGW, aft C.G. limit), the T303’s Vmc 
of 65 is slightly higher than its landing 
configuration stall speed (Vso: 53) and 
two knots above its clean stall (Vs: 63). 
At the forward C.G. limit, stall speeds 
increase to 58 and 66, respectively. 
However, all those numbers are so 
close that variable loading and flight 
conditions could easily influence any 
one of them enough to close the small 
gaps between them. The point being, 
the T303 remains controllable during 
OEI operations down to speeds very 
close to stall. That is a fantastic trait 
for any twin to exhibit.

Like most twins in the category, 
the T303’s OEI performance drops off 
precipitously as drag increases. While 

Bryan Berry & Matt McDaniel
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Matthew McDaniel is a Master & 
Gold Seal CFII, ATP, MEI, AGI, & IGI 
and Platinum CSIP. In 34 years of fly-
ing, he has logged nearly 22,000 hours 
total and over 5,900 hours of instruction 
given. As owner of Progressive Avia-
tion Services, LLC (www.progaviation.
com), he has specialized in Technically 
Advanced Aircraft and Glass Cockpit 
instruction since 2001. McDaniel is 
also a Boeing 737-series Captain for an 
international airline, holds eight turbine 
aircraft type ratings, and has flown over 
135 aircraft types. Matt is one of less 
than 15 instructors worldwide to have 
earned the Master CFI designation for 
11 consecutive two-year terms. He can 
be reached at matt@progaviation.
com or 414-339-4990.

would remain a popular option today 
for anyone in the small cabin class 
market. Plus, it lends itself very well 
to modern advancements in avionics, 
engine monitoring, and cabin materi-
als. Its cabin is remarkably roomy and 
comfortable for the aircraft’s overall 
size and weight (especially when con-
figured for five, rather than six, as 
Berry prefers to keep N9RN). 

The baggage space is even more im-
pressive with four large areas to choose 
from. The two nacelle wing lockers can 
accommodate 120 lbs. each, while the 
nose compartment can hold 150 lbs. 
The aft cabin baggage area is rated for 
200 lbs. 1983 models and subsequent 
were offered with a cargo door option, 
aft of the airstair door, which expanded 
that opening from 24” to a whopping 
56” and moved the aft bulkhead back 
6.5”, making for an even larger cabin-
accessible baggage area.

No, it’s not as fast as a C-T310R (the 
final and ultimate 310 model, which 
the T303 “replaced”). However, the 310 
cannot boast an airstair door, cabin 
class comfort, or even close to the cu-
bic baggage capacity. It’s not a 400-se-
ries twin Cessna, nor a pressurized 
300-series. Nor should it be compared 
to those models or judged as such, as 
it was never meant to compete with 
them. In the end, it simply is what it is: 
The Crusader. Unique good looks and 
solid performance in a safe, simple, 
and comfortable package. Which, upon 
arrival at the destination, seems to be 
quite enough.  

1982 Cessna T303 Crusader N9RN V-Speeds [Table 2]
All Speeds In Knots Indicated Airspeed, Per Original POH, Unless Noted
Rotation (Vr) 80-90

Best Angle of Climb (Vx) 77

Best Rate of Climb (Vy) 103

Best Rate of Climb, Single-Engine (Vyse) 105

Min. Control, Single-Engine (Vmc) 97

Min. Safe Single Engine (Vsse) 80

Min. Control, Single Engine (Vmc) 65

Maneuvering (Va) @MGW 148

Normal Cruise (Vnc) 170 True

Max. Structural Cruise (Vno) 150

[aka: Max. Normal Operating] 175

Never Exceed (Vne) 210

Max. Landing Gear Operation (Vlo) 175 Extend

150 Retract 69

Max. Landing Gear Extended (Vle) 210

Max. Flap Extension (Vfe) 175 – Up to 10º
150 – 10º – 20º
125 – 20º – Full

Landing Reference (Vref – Final) 90 – Full Flaps

Clean Stall (Vs) 63-66 (based on C.G. position)

Stall in Landing Configuration (Vso) 53-58 (based on C.G. position)

it was easily holding 6,500’ at Vyse+10, 
while clean, the equation changes rap-
idly when flaps and gear come out. 
Still clean and slowed to hold Vyse, we 
were able to achieve a 500 FPM climb. 
Lowering flaps to 10º negated that 
climb, allowing level flight at exactly 
Vyse only (net drag loss, -500 FPM). 
Lowering the gear put us into a 300 
FPM descent, while maintaining blue-
line (-800 net). Flaps 20º cost another 
200 FPM (-1000 net), while lowering 
flaps to full set up an 800 FPM de-
scent (net loss, -1300 FPM). Even in 
the best of scenarios, light twins are 
not meant to linger with OEI. Instead, 
flown properly, they get you safely to 
the nearest suitable diversion airport.

For our simulation, that airport was 
Moore Co., NC (KSOP). After the first 
landing, with only Flaps 10, resulted in 
a smooth arrival with too much float, 
we stopped and taxied back. Resum-
ing standard operations, we flew the 

circuit twice more, landing with Flaps 
20, then full flaps. The robust trailing 
link gear, with its heavy-duty wheel 
and brake option, is ego-boosting, to 
say the least. Climbing again, we con-
tacted departure and began making 
quick work of the 77NM remaining 
to CLT. Cleared into Class Bravo, ATC 
provided vectors to the ILS 18L. Se-
quenced between two business jets, 
but also held high, we were cleared 
for the approach well above the glides-
lope. The Crusader proved capable of 
playing catch-up by simply introduc-
ing drag. Its very high gear extension 
speed of 175 being tailor-made for our 
situation (once down and locked, speed 
may be increased all the way to Vne). 

Quite Enough
By today’s standards, nothing about 

the Crusader is revolutionary. It was a 
good twin, introduced at a bad time. 
Built in larger numbers, I’m sure it 
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Ronen Elefant, MD, MBA, FACS, has a unique way of 
combining two of his greatest passions, aviation and 
medicine. The Hartford, Connecticut-based physician 

regularly flies across the eastern half of the United States 
to perform ambulatory surgeries for patients, who are 
billed directly by the providers for their services rather 
than through insurance.

“I have always been fascinated by aviation. My earliest 
memory is being three years old and playing with Fisher-
Price airplanes and just being in awe of them,” Elefant said, 
noting that his first airplane ride was six years later, when 
his family moved from Israel to Florida. Four years after 
that, he asked his father if flying lessons were something 
that he could pursue.

“I went out to what is now Fort Lauderdale International 
(KFLL) and took a couple of lessons, but was too short to 
even reach the pedals. And we actually had an incident on 

Ronen Elefant

Owner’s Corner

by Grant Boyd

Elefant family in front of the Mirage
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my second flight, where we had some engine trouble and 
the instructor called mayday,” he recalled. 

“I called my dad to pick me up from a different airport 
and was surprised by his reaction, because I thought he 
would never let me fly again after that. But he was very 
supportive and said I should schedule another lesson be-
cause that helped me learn how to handle an emergency 
and stay calm under pressure.”

If acting cool under pressure isn’t a learned skill, then 
perhaps it’s something that Elefant is naturally inclined 
toward. He ultimately wound up pursuing a career as a 
trauma surgeon over being a professional aviator, which 
requires similar attention to detail and intentionality found 
in the cockpit. 

Elefant had earned his private pilot certificate before 
completing his undergraduate degree and earned his in-
strument and commercial ratings before the third year of 
medical school, knowing he would never have as much 
time again as he did then.

“Fast forward, I maybe flew not even ten hours during 
residency and fellowship. I wanted to get back into flying. 
It worked out that my fellowship ended at the beginning 
of July, and I didn’t start my full-time job until September. 
But in the interim, to make money but not work full-time, 
I was moonlighting at a hospital in Pennsylvania. It was a 
nine-hour train ride from Connecticut, and it was awful.”

Before making the long trip again, Elefant stopped by the 
local flight school to see about renting a plane. He brought 
an instructor with him and began making the commute via 
air, and quickly became current once again. Flying enabled 
Elefant to continue seeking other part-time opportunities 
once employed full-time, and added Florida, New York, and 
South Carolina as frequent logbook entries. 

A Cirrus SR22 was the first plane that he owned, which 
was replaced several years later by a Piper Mirage. A larger 
cabin, pressurization, and speed were some of the top rea-
sons for stepping up. And as Elefant explained, “I wanted 
more complexity and to move my flying [skills] along. I never 
even thought that I would even own an airplane. So, every 
single airplane that came along was a dream come true.”

The Mirage was replaced by a JetPROP, which was the 
first plane that Elefant customized. A formerly red and 
white exterior was replaced by a fresh, blue paint job, and 
the tail was adorned with N8RL. ‘November’ was for his 
daughter Nava, ‘8’ was for his wife Brooke, ‘Romeo’ stands 
in place of himself, and the tail number is bookended by 
‘Lima’ for his son Liav. 

“I love the JetPROP, and it was the perfect plane for my 
mission, which is fairly short – usually between Connecti-
cut and Central Pennsylvania,” he said. “My mission has 
expanded since then, and you always think about what’s 
next. I wanted to fly a jet my whole life.” 
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Covington
https://goairtext.com/

What I built my company 

around was that foundation. 

The economic and philosophical 

foundation of bringing autonomy 

back to surgeons and bringing 

top-notch healthcare to places 

that otherwise would not get it.” 
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After years of careful consideration, an abundance of 
spreadsheet analyses, and conversations with trusted ad-
visors, Elefant determined that he was ready to pursue 
jet ownership. 

“It was a hard decision because my mission doesn’t war-
rant a jet, but I felt like I was at a point in my flying that 
I just wasn’t satisfied and wanted to fly something bigger 
and better. I would rather pay more for fuel and have jet 
time than continue to fly something that I’m ready to move 
out of. So, I pulled the trigger on a [Cessna Citation]CJ1 
and immediately regretted it.” 

On paper, the transition to jet ownership didn’t seem 
that daunting. But reality set in even before the ink on 
the contract dried. Elefant explained that he learned a lot 
about himself and refined personal goals in the months 
following the dream purchase. 

“What did I get myself into? I literally called the broker 
the day I picked it up and said to put it back on the market. 
It was just so much. This is expensive and is a lot to learn, 
with a type rating and maintenance tracking. Do I have 
the time to do all of this? It took me about four months of 
driving, instead of flying, and thinking, to understand more 
about myself. It wasn’t even about the airplane.” 

With Elefant’s busy work schedule, a concern was how 
to best approach earning his type certificate while simul-
taneously feeling confident in the aircraft. Just as he had 
when re-entering the cockpit after becoming a physician, 
what wound up being the most efficient approach was fly-
ing with an instructor while travelling for work and family 
commitments. The 40 hours he spent in the plane before 
getting a type rating provided a level of comfort that was 
missing at the outset of the transition. 

“My first solo in the CJ1 was the first time that I finally 
was like, ‘Okay, I like this airplane, and I’m going to keep 
it. This is fun, and I really enjoy this type of flying.” 

Now, about a year and a half into ownership, Elefant 
only has good things to say about the CJ1. His mission 
has grown since acquiring the plane, and its main use is 
in support of his company, ACES National Surgical Team.

This company was born out of Elefant’s passion for health-
care economics. He believes that aviation has the potential 
to bridge the gap between inadequate patient care and poor 
doctor satisfaction, especially in underserved communities. 

“I think that one of the things [causing] the demise 
of American healthcare is the insurance model. A lot of 
doctors are burnt out, not because of the work that they 
are doing, but because they are working for the insurance 
company more than the patient. If they did just patient 
care, they would love what they do,” he said.

“What I built my company around was that foundation. 
The economic and philosophical foundation of bringing 
autonomy back to surgeons and bringing top-notch health-
care to places that otherwise would not get it.” 

Elefant flies himself to visit medical centers in support of 
ACES’ work, which currently takes him between Pennsyl-
vania, Wisconsin, and South Carolina. They consult with 
patients before their surgery and typically spend two days 

Covington
https://goairtext.com/
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Centex

at local ambulatory surgery centers performing operations 
before flying back to Connecticut. 

“I am flying to South Carolina tomorrow, to Charleston  
International Airport (KCHS), and the flight will be about 
two hours long [from Hartford]. There is a 27-knot head-
wind, and we will be flying at 38,000 feet, and I can real-
istically get .62 Mach at altitude. The ceiling is 41,000 feet, 
and we can maybe go a little faster, a little lower, but then 
you’re talking a lot more fuel burn,” he explained, noting 
that the CJ1 typically burns about 100 gallons per hour 
when cruising at FL380.

“The CJ1 was designed as an entry-level single-pilot 
jet, and it shows. The cockpit flow layout, as well as start 
sequence and emergency procedures, are very thought out 
and involve very few required inputs, which are intuitive 
once you learn the systems. The speed envelope is really 
amazing as well, cruising at 380 knots but landing slower 
than 100 knots – and it handles like a classic Cessna 172.” 

As the organization grows, he believes that aviation will 
continue serving an integral role – whether other surgeons 
supporting the mission fly themselves to their cases, or 
they are flown by someone else aboard a company aircraft. 

“Wisconsin and South Carolina are both about two-hour 
flights in the CJ1. Part of me wants to expand to Florida, 
but I feel like I would only do that when I can bump up to 
the CJ3 because I want to make it non-stop. But the truth is 
that it is still fun when flying a jet, even if you have to make 
a stop. But the places I am choosing initially, I will try to 
keep it at the radius that I can get to myself. However, there 
has been interest from surgeons and surgery centers on the 
West Coast, so we might partner with some people there.”

And when looking further into the future, Elefant some-
times thinks about what plane he may have next. He 
explained that he initially wanted a Phenom 100 over a 
CJ1, but it was a little pricier and I needed better runway 
performance.. The CJ1’s takeoff numbers looked more 
favorable at his home base, Hartford-Brainard Airport 
(KHFD), which has a 4,417-foot-long runway. 

“I am very analytical and made spreadsheets initially to 
see if I could even own a jet. I research the heck out of every 
airplane and know a lot about every one of these platforms 
I’ve considered. What are the benefits? What are the flaws? 
Where could things go wrong? What is the right choice?”

“My dream airplane, when talking about where I want 
to be one day, is a Phenom 300. That’s the ultimate single-
pilot jet to me.”  

Grant Boyd is a private pilot with eight 
years of experience in aviation business, 
including marketing, writing, customer ser-
vice, and sales. Boyd holds a Bachelor’s and 
a Master’s of Business Administration degree, 
both from Wichita State University, and a 
Doctor of Education degree from Oklahoma 

State University. He was chosen as a NBAA Business Aviation 
“Top 40 Under 40” award recipient in 2020.
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My dream airplane, when talking 
about where I want to be one day, is 
a Phenom 300. That’s the ultimate 
single-pilot jet to me.
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On Final
by David Miller

It’s January 2020 as we taxi up to the FBO at Dallas Love 
(KDAL) in a beautiful C90B King Air. A quiet Sunday after-
noon. On board are wife Patty and a mentor pilot. The King 
Air is new to me, and the flight from Nashville is a real 
weather challenge. The lineman signals as the big propellers 
on the PT6 engines wind down. My co-pilot offers to open 
the heavy door for Patty as a light mist covers the ramp. 

“David, there are some guys back here that need to see 
you,” says Patty. 

I glance out the left side cockpit window to see two 
large men dressed in matching, all-black outfits. Hang-
ing around their thick necks are very large badges. Huge 
badges. Shiny gold badges.

“What’s up, guys?” I muse to keep things calm. “We need 
to see all your operating documents, everything,” one guy 
says. “And I am with the inspection division, and I need to 
see all your maintenance logs,” says the other.

“Can I get my car and go home?” Patty asks. “No ma’am, 
you can sit in the FBO, but do not leave the area, says one. 
And when did you charter the airplane?” he asks.

“I didn’t. My husband is the pilot.” “Who owns the air-
plane?” asks the taller of the two men in black.

“Let’s see, I think I own the house, and he owns the 
plane,” she says. 

About this time, I begin to realize something serious 
must be happening. “Guys, it’s Sunday and raining. Did you 
track me all the way from Nashville to ask these questions?”

“Yes, sir. We are investigating a suspected illegal charter 
of the aircraft. Did you fly some teenagers a month ago?”

“Teenagers, I don’t even have any teenagers,” I ramble.
“Well, we’ve had some complaints that this aircraft has 

numerous owners and is flying illegally.”
Then it dawns on me. I purchased the airplane only 

a few weeks prior. The previous owner did indeed have 
multiple operating agreements.

“Well, I look like a teenager,” says Patty. “Sure, honey, of 
course you do.” What ensued was a thirty-minute discus-
sion of my ownership and operations.

 I finally convinced the guys in black that I was innocent.
Charter operations are governed by Part 135 regulations. 

They exist to protect the innocent flying public. Things 
like “operational control” are important. Folks who operate 
outside Part 135 boundaries are sometimes referred to as 
Part 134.5. Almost Part 135. It’s these operations that the 
FAA is rigorously attempting to clean up. I, for one, am glad 
they are doing this. Cutting corners does save time and 
money, but at the expense of safety. A few days after my 
encounter, they shut down several operators at the airport.

Bottom line, it’s possible to have multiple owners oper-
ate your aircraft. But you need seasoned aviation coun-
sel to draft the proper documents and provide you with 
the best advice.

Watch out for the men in black.
Fly safe. 
  

David Miller has owned and f lown a variety of aircraft 
from light twins to midsize jets for more than 50 years. 
With 6,000 plus hours in his logbook, speaks nationally 
and writes on a variety of aviation safety topics. You 
can contact David at davidmiller1@sbcglobal.net.

We’re From the Government,  
and We’re Here to Help You. 
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