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Industry embraces
Part 23 rewrite;
concerns remain
by Kerry Lynch

The PC-24, seen here winging its way over Geneva, was one of the more
anticipated participants at EBACE, held late last month in the Swiss city. Pilatus
expects to earn EASA and FAA type certification for the utility twinjet next year.

In a rarity for an FAA rulemaking, the
leaders of nine associations collectively wrote
the agency strongly praising its proposed
rewrite of small aircraft certification rules,
saying the effort will ensure a brighter future
for the community. The association leaders
also stressed the importance of the agency
moving ahead as expeditiously as possible.
But not all commenters completely
embraced the new direction for Part 23 certification. The NTSB urged caution, saying
the FAA must ensure that an adequate level
of safety is met.
In March the FAA released a notice of
proposed rulemaking (NPRM) that would
overhaul Part 23 certification standards,
making them more performance-based and
less prescriptive. The NPRM would enable
use of international aviation community
consensus standards, rather than solely
FAA-driven requirements, and would eliminate current weight and propulsion divisions
of Part 23 in favor of a system of levels based
Continues on page 46 u

Textron Aviation firms up
single-engine turboprop plans
by Matt Thurber
Textron Aviation recently unveiled the
cabin mockup for its single-engine turboprop (SETP) to journalists visiting Wichita and released some more
refined specifications and
other details. The company revealed last month
at EBACE that it has secured orders for
the aircraft. Textron has been showing the
mockup to potential customers for months
and recently released a drawing highlighting the low-wing, T-tail configuration,
complete with a large cargo door.
At last year’s NBAA Convention, Textron had said that the SETP, which has not
yet received an official name, would offer
speed of more than 280 knots and range of
at least 1,500 nm. Textron also selected GE
Aviation’s new advanced turboprop engine,
which also has no name yet, to power the
SETP. In the Textron Aviation application,

the engine will deliver 1,240 shp, driving
a 105-inch diameter, five-blade, composite, fully feathering and reversible propeller
made by Textron property
McCauley. The avionics will
be Garmin’s touchscreencontrolled G3000 suite.
Textron Aviation will offer the SETP
for an introductory price of $4.5 million (2016 $), and it is taking orders now.
The refined performance figures for the
all-metal design include range of 1,600
nm and maximum speed of 285 knots.
In addition to the cargo door, a forward
cabin entry door measuring 24 inches wide
by 59 inches tall will provide access on
the forward left side of the fuselage. The
cargo door measures 59 inches tall by 53
inches wide. “Both of those are larger than
any of the existing products in this space
today,” said Michael Thacker, senior vice

president of engineering. The competing
products include Daher’s TBM series and
the Pilatus PC-12. The PC-12’s cargo door
is 53 inches tall by 52 inches wide.
The SETP measures 48 feet nine inches
nose to tail, with wingspan 54 feet three
inches and tail height 15 feet two inches.
By comparison, the PC-12NG is 47 feet
three inches long, has a wingspan of
53 feet four inches and tail height of 14
feet. The TBM 930, the latest model in
the TBM series, has a length of 35 feet
one inch, wingspan just over 42 feet and
height of 14 feet four inches.
Other SETP specifications include a maximum altitude of 31,000 feet with a cabin
Continues on page 30 u

Bizav Engines
Development work continues at
both ends of the power spectrum,
while OEMs also work to meet
constantly changing rules for
noise and emissions. Page 20

Charter and Frax
Flexjet to operate in Europe
The fractional provider will begin offering
intra-European flights by year-end,
beginning with a fleet of Nextant 400XTi
light jets. Larger aircraft will follow at
some point. page 4

Rotorcraft
Stumbling OGP market takes its toll
One offshore operator announced
bankrupcty while several others posted
losses and indicated that the sagging
energy market could necessitate a
fleet rationalization. page 53

Safety
Bizav not ready for Li-ion
Despite their growing popularity in
other segments, lithium-ion batteries
have not yet gained acceptance among
manufacturers of business aircraft. But
change could be coming. page 38

Industry
Deliveries slide in first quarter
There are few bright spots in the GAMA
numbers for the first quarter, with the
business jet, turboprop and helicopter
segments recording fewer deliveries than
in the same period last year. page 6
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Rethink Convention.

Flexjet will start operations in Europe by year-end
with a fleet of eight Nextant 400XTis, offering both
on-demand and membership services.

HONDAJET GETS
EUROPEAN NOD

GE, GE HONDA TOUT
ENGINE APPROVALS

The Honda Aircraft HA-420
HondaJet received EASA
certification on May 23 at
EBACE, paving the way for
deliveries of European-registered
aircraft to customers. Steven
Higgins, EASA’s section
manager for high-performance
aircraft and turboprops,
presented the type certificate for
the HondaJet to Honda Aircraft
president and CEO Michimasa
Fujino at the show. This follows
FAA approval in December and
Mexican Dirección General de
Aeronáutica Civil validation in
March. Honda Aircraft will next
turn to getting certifications in
Canada and Brazil. Meanwhile,
HondaJet and is awaiting flightinto-known-icing approval from
the FAA and EASA.

GE Honda Aero Engines (GHAE),
the joint venture between GE
Aviation and Honda Aircraft,
announced May 23 at EBACE that
it had received EASA certification
in April for the HF120 turbofan,
which powers the HA-420
HondaJet. The engine is already
FAA certified. Meanwhile Honda’s
partner in the venture, GE
Aviation, highlighted at EBACE
the April 29 FAA certification
for business jet applications
of the Passport, which will power
the Bombardier Global 7000,
scheduled to enter service in
2018. GE is also developing
an advanced turboprop (ATP),
selected by Textron to power a
new pressurized single.

JETEX EXPANDS
AFRICA FBO NETWORK
Jetex has secured a tender
from the Moroccan National
Airports Authority (ONDA) to
establish five new FBOs, the
first such facilities in the North
African country. It has already
begun private jet ground support
at Casablanca Mohammed V
International Airport, Marrakech
Menara and Rabat-Salé, where
Swissport was also chosen to
provide handling services. At
the seasonal destinations of
Agadir-Al Massira and Dakhla,
Jetex was named the exclusive
ground services provider. Jetex
will have on-site customs service
at all five airports. Construction
on the Western-style FBO is
expected to begin by the fourth
quarter in Marrakech. Next to
follow will be Rabat, Casablanca
and Agadir and Dakleh.

BOEING BUSINESS JETS
SHOWS VIP 787
Boeing Business Jets displayed
at EBACE the first 787 Dreamliner
with a custom VIP interior. The
completion was performed by
Greenpoint Technologies at its
facility in Moses Lake, Wash. The
40-passenger interior, featuring
a palette of neutral brown and
gray tones, was designed by
Pierrejean Design Studio of
Paris, and includes a forward
master suite with bedroom, an
expansive lounge area and, in
the rear, a guest cabin with firstclass passenger seating. FAA
certification is expected by the
end of this month.

MEXICO’S ACROSS
SIGNS FOR EMBRAERS
Mexican charter operator Across
is to replace its entire fleet with
a mix of eight Embraer Legacy
500s, eight Phenom 300s and
seven Phenom 100Es. On May
23 at EBACE, the company
signed a contract with the
Brazilian airframer covering $260
million in firm orders. Embraer
has already delivered the first
two Phenom 300s and one of the
Phenom 100Es, with a second
set to arrive this month. The
remaining deliveries will be made
over the next five years.

SMALL OPERATORS
DRIVE PART 135 BIZ
For the first time the U.S. FAA
has fully quantified the Part 135
industry, providing a baseline
to track its contribution to
the economy and the effect
of rulemakings on air charter
operators. The agency released
the long-awaited congressionally
mandated FAA Charter Industry
Report last month, finding that
2,155 U.S. charter companies
operate 10,655 aircraft to
more than 3,000 airports.
The companies average 19
employees, have only a couple
of aircraft and report less than
$2.5 million in annual revenues.
Business jets account for 30
percent of the fleet, with the
remainder made up of pistons,
turboprops and helicopters.

AUSTRALIA CHANGES
RNP POLICY
In a last-minute about face,
Australia’s Civil Aviation Safety
Authority (CASA) has advised
that non-commercial operators
of foreign-registered aircraft that
do not wish to take advantage of
RNP 1 and RNP 2 traffic services
that went into effect May 26 will
not be required to apply for a
two-year exemption to operate
in Australian airspace. Only
commercial operators that can
comply with the requirements
and want RNP 1 and RNP 2
traffic services are required to
apply for an exemption.

FLIGHT PLANNER:
BEWARE FAKE INVOICES
Fraudulent invoices for navigation
fees from criminals purporting
to be from Eurocontrol or the
International Air Transport
Association (IATA) are a
“growing problem,” according
to aviation mission support firm
Flight Service Bureau. While
most of these emails are “poorly
written and easy enough to
identify as bogus,” the firm said
that there are several other red
flags that indicate that an email
invoice for navigation fees is
fake. These include incorrect
email domain names; asking
for a copy of a previous invoice
or payment; or a notification
of a change in payment bank
account information.

DAVID McINTOSH

As we go to press

Flexjet planning service
in Europe by year-end
by Chad Trautvetter
Flexjet will start offering service within Europe in the third or
fourth quarter using eight Nextant
400XTi light jets, the Cleveland,
Ohio-based company announced
last month at EBACE. To allow it
to provide point-to-point service
in the region, the U.S. firm has
signed a letter of intent to acquire
an as yet unidentified Europebased company with an existing
air operator certificate (AOC).
The acquisition is expected to
close in the second half of this
year, after which the company
will start its European service.
According to Raymond Jones,
managing director for international for Flexjet’s non-U.S.
operations, two each of the
400XTis will be based in LonThe Beechcraft product line
don
and Paris–the exact airports
retains its branding under the
have
notAviation
yet been
selected–with
Textron
umbrella.
two more cities in central and/
or eastern European cities to be
named by year-end. Its European-based aircraft will be registered in a yet-to-be-determined
European country, though Flexjet president and CEO Mike Silvestro ruled out places such as
Malta or the Isle of Man.
The remanufactured Nextant
light jets were chosen for their
range–suitable for intra-European flights–and comfortable
cabins, Silvestro said. They will
each have a refreshment center,
enclosed aft lavatory, three-place
divan and Wi-Fi connectivity.
“This is just the starting point
for Flexjet in Europe. We will
have larger aircraft based in the
region at some point,” Silvestro told AIN, without specifying
which models or when they will
be added. “We see a lot of opportunity in Europe, so we expect our
operations there to grow quickly.”
Initially, Flexjet will offer ondemand and membership programs in Europe at a targeted
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per-mile price comparable to
that of turboprop or very light
jet offerings in Europe. The
company expects to offer limited
access to its European 400XTi
fleet through select charter brokers, the company said.
Services Beyond
Fractional Shares

Flexjet will also offer tailored international programs to
Europe-based business aircraft
owners looking to exit the wholeaircraft model, as well as users of
charter services looking for more
personalized service. Wider offerings such as fractional shares or
jet cards could be added later as
more models enter its European
fleet, according to Silvestro.
Flexjet’s North American
customers will also have access
to the company’s European

fleet. For example, a U.S. fractional share owner could use the
company’s Global Access program to fly into Europe and then
use one of its 400XTis for intraEurope travel.
Launched in late March,
Global Access provides access to
Flexjet’s long-range, large-cabin
aircraft–currently three Global
Expresses and six G450s–for
transatlantic travel, billed at
hourly rates that shrink with distance flown. The G650 will join
the Global Access fleet this year,
followed by the G500 in 2018
and the Aerion AS2 in 2023.
“We will serve the global marketplace with programs and services that are tailored to the
needs of private jet travelers,
while also offering our North
American base of shared aircraft owners the ability to travel
internationally without ever
having to leave the Flexjet family,” concluded Flexjet chairman
Kenneth Ricci. 
o

CESSNA MATES LONGITUDE WING AND FUSELAGE
Six months after unveiling its newest jet, Cessna announced last
month at EBACE that it completed the wing and fuselage mating of the
first Citation Longitude on May 19. The new twinjet is on track to fly this
summer and enter service next year.
The clean-sheet design has a Garmin G5000 flight deck, head-up
display, enhanced vision capability, and Fadec-equipped Honeywell
HTF7700L turbofans with fully integrated autothrottles. According to
Cessna, the Longitude will offer the lowest ownership costs in the category, as well as the lowest cabin altitude–5,950 feet–in its class.
Textron says the Longitude will have a maximum cruise speed of
476 knots, a high-speed range of 3,400 nm and a full-fuel payload
of 1,500 pounds.
–C.T.

Cessna completed the
wing-fuselage mate on
the Longitude on May 19.
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NEWS BRIEFS Compiled by Chad Trautvetter
z Appeals Court Revives Fight Over SMO
A U.S. Court of Appeals revived a lawsuit by the city of
Santa Monica to retain control over the fate of the Santa
Monica Airport (SMO), keeping alive the city’s hopes of
shuttering the airport. On May 16, the 9th Circuit Court
of Appeals unanimously reversed a U.S. District Court
decision to dismiss the city’s lawsuit against the FAA on
procedural grounds. The lower court had sided with the
FAA that the city filed the lawsuit beyond the 12-year
statute of limitations. A three-judge panel on the U.S.
Appeals Court, however, found “the district court erred
by prematurely dismissing this action on jurisdictional
grounds.” AOPA, however, stressed the decision was
procedural only. “We are confident that…the court will
find that Santa Monica is obligated to keep the airport
open,” said AOPA general counsel Ken Mead.

z NYC Airports Slot Proposal Withdrawn
Citing “significant” changes affecting the three major
New York City-area airports, the FAA withdrew proposed
rulemaking that would have imposed new landing
restrictions on nonscheduled operations. The Jan. 8,
2015 NPRM would have limited unscheduled operations
at John F. Kennedy International Airport to two slots per
hour and at Newark Liberty International Airport to one
per hour, as well as permanently implementing existing
restrictions of three per hour at La Guardia Airport.
The FAA said that since it initiated this rulemaking
early last year, there have been “significant changes in
circumstances affecting New York City-area airports.”
Furthermore, the agency recently announced that slot
controls are no longer needed at Newark.

z Million Air Gets New Lease at HPN
The Westchester County (N.Y.) board of legislators
unanimously approved a new 30-year lease for the Million
Air FBO at Westchester County Airport in White Plains
on May 16. The former franchise location, which was
acquired in full by the parent company last March, had
previously operated under a lease restriction limiting the
weight of aircraft it could service on its ramp to 50,000
pounds, and in addition was not permitted to conduct
refueling away from its ramp. Both restrictions were
removed as part of the new lease, which goes into effect
this month. The decision paves the way for the company
to embark on a $40 million renovation project: a new
50,000-sq-ft hangar, to be completed next spring, and a
20,000-sq-ft terminal that will follow in the fall next year.

z Bizjet Inventory Takes ‘Step Backwards’
In general, pre-owned business aircraft “inventories
are up and asking prices are down,” according to JetNet.
Business jets showed the largest rise in inventory,
with 155 more jets on the market at the end of this first
quarter than at the same time last year. “The first quarter
of 2016 must be regarded as at least a disappointing
step backwards for the business jet market,” it said.
At the end of April, 11.7 percent of the in-service
business jet fleet was for sale, up from 11.4 percent
last year. Business jet retail sale transactions in the
quarter showed a 4.4-percent year-over-year uptick,
but are taking 11 more days–at 330 days–even with a
12.8-percent reduction in average asking price. The
number of business turboprops for sale climbed by 0.6
points to 8.5 percent at the end of the quarter.

z SevenJet Revives Avanti Frax Service
SevenJet has started a fractional program for
Piaggio Avantis at its base in St. Petersburg, Fla.
Notably, this marks the return of a fractional program
for the Italian twin turboprop since Avantair ceased
operations in June 2013.

Shipments, billings
slide in first quarter
by Kerry Lynch and Chad Trautvetter
The sagging energy sector and general global
economic uncertainties contributed to a 3.7-percent dip in general aviation fixed-wing shipments
from a year ago and a 9.5-percent downturn in
billings, according to data released last month by
the General Aviation Manufacturers Association
(GAMA). Helicopter shipments at the same time
plummeted 18.9 percent, with billings falling 30.4
percent, GAMA also reported.
“The entire industry is feeling the effect of
retrenchment in the energy sector, as well as
global geopolitical and economic insecurity,” said
GAMA president and CEO Pete Bunce.
The industry shipped 422 airplanes worth
$3.974 billion in the first three months, both down
from 438 aircraft shipped and $4.377 billion in
billings during the first quarter of last year.
Business jet deliveries declined 4.7 percent,
falling to 122 this year from 128 in the first quarter last year, despite new player Honda Aircraft
shipping three HondaJets in the quarter. Since
Dassault reports deliveries only at half- and fullyear intervals, the first-quarter business jet numbers do not include any Falcon shipments.
Bombardier’s business jet shipments were down
by 14. While Global deliveries declined as expected
by three aircraft to 14, it was Learjet deliveries
that marked the biggest drop, to just one in the
most recent quarter from nine in the first quarter of 2015. As a result, the manufacturer’s billings
were down by $380 million in the quarter. In addition, Gulfstream’s billings were down by $325 million as its shipments dropped by five to 27.
Offsetting some of these declines was Embraer,
which reported a near doubling of shipments to
23 in the first quarter. Embraer’s shipments were
propelled in part by the new Legacy 450 and 500.
Textron Aviation was also buoyed by new products such as the Citation Latitude, up by one in
the quarter.
Despite the first-quarter dip, industry analyst
Brian Foley was not as concerned by the business
jet results. “I don’t find six fewer [business jets]
delivered year-over-year to be troubling or even
surprising.” Foley added that he believes business
jet deliveries may edge up in one or more quarters this year. “By year-end, I expect 2016 to be on
par with or a little better than 2015 was,” he said,
adding that he predicts relatively flat business jet
deliveries over the next few years.
Turboprop and Piston Market

Turboprop deliveries, however, he added,
might have weaker results. The number of pressurized business turboprops handed over to customers in the most recent quarter slipped by 7.4
percent year-over-year, to 50 airplanes, four fewer
than in the first quarter of last year. Deliveries of
Piper’s Meridian slid to two from 11, while Daher
TBM deliveries fell to five from 11. This offset a
more than doubling of PC-12 shipments to 16.
Textron Aviation’s Beechcraft King Air deliveries
also inched up in the quarter, by one.
“The 7-percent delivery deficit compared to
last year will roughly carry through the rest of
2016,” Foley said. “Given their utilitarian ability for agricultural purposes or operating out
of unapproved unimproved runways, a higher
percentage of the market for turboprops is in
Continues on page 24 u
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Turbine Business Airplanes
Worldwide Deliveries-1Q/2016 vs. 1/Q 2015
Pressurized airplanes only

Model

1/Q 2016 1/Q 2015

%Chg.

Airbus
ACJ318/319/321/320*

0

0

ACJ330*

0

0

Total

0

0

BBJ/BBJ2/BBJ3*

1

1

777-300ER*

0

1

787-8/787-9*

0

1

Total

1

3

1

9

14

14

0%

Boeing

-66.6%

Bombardier
Learjet 70/75
Challenger 300/350
Challenger 605
Global 5000/6000
CL850/870/890
Total

2

5

14

17

0

0

31

45

-31%

5

11

-54.5%

Not
reported

Not
reported

Daher
TBM 900/930
Dassault**
Falcon 900LX, 2000LXS,
2000S, 7X

Not
reported

Embraer
Phenom 100

1

1

Phenom 300

11

9

Legacy 450

0

0

Legacy 500

5

2

Legacy 600/650

6

0

Lineage 1000

0

0

23

12

Total

+91.6%

Gulfstream
G150/280

8

7

G450/550/650

19

25

Total

27

32

-15.6%

3

0

N/A

3

2

+50%

1

0

N/A

16

7

+129%

2

11

-81.8%

5

5

Honda Aircraft
HondaJet
One Aviation
Eclipse 550
Piaggio
Avanti/Avanti II
Pilatus
PC-12
Piper
Meridian
Textron Aviation: Beechcraft
King Air C90GTx

6

6

15

14

Mustang

1

3

M2

4

7

CJ3+

5

5

CJ4

7

9

Citation XLS+

6

2

Citation Sovereign+

2

5

Citation Latitude

7

0

Citation X+

2

King Air 250
King Air 350i/ER
Total
Textron Aviation: Cessna

Total
Grand Total Jets
Grand Total Turboprops
Grand Total Jets/T-props

26

34

25

2

33

+4%

+3%

122

128

-4.7%

172

182

-5.5%

50

54

-7.4%

*Green airframe deliveries. **Dassault now reports deliveries
only at mid-year and year-end, and no longer specifies deliveries by aircraft model. GAMA deducted Dassault’s 1Q 2015
delivery totals from the total number of business jets for an
equivalent year-to-year comparison.
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NEWS BRIEFS Compiled by Chad Trautvetter

Senior editor Matt Thurber put the HondaJet
through its paces. Read his impressions in a
full pilot report next month.

Don Bateman, who is credited with developing one
of the most important safety technologies in aircraft
today, is retiring this month after a 57-year career with
Honeywell and its predecessor companies. A corporate
fellow and chief engineer-technologist for flight safety
systems and technology at Honeywell Aerospace’s facility
in Redmond, Wash., Bateman was the developer of the
Ground Proximity Warning System (GPWS) and later the
Enhanced Ground Proximity Warning System (EGPWS),
both of which have helped reduce the controlled flight
into terrain accident rate to less than one in every 20
million flights from one in every three million flights.
His work has also extended to innovations in head-up
displays, speed control/autothrottle, stall warning, angleof-attack, automatic flight control and weight-andbalance, among others.

z First LPV Approach in Europe Goes Live
The first European LPV-200 IFR approach was
implemented at Paris Charles de Gaulle Airport’s Runway
26L early last month. The new approach mirrors Cat I
ILS approach minimums, including a 200-foot decision
height, and it is supported by the European Geostationary
Navigation Overlay Service (Egnos), Europe’s satellitebased augmentation system (SBAS). The approach
was flown on May 4 by pilots aboard a Dassault Falcon
2000XLS, an ATR 42-600 and an Airbus A350. Egnos
LPV-200 became operational on September 29 last year.
The next airport to receive an LPV-200 procedure will be
Austria’s Vienna International.

z Honeywell, NASA Test Sonic Boom Tech
Working with NASA, Honeywell recently flight-tested
new cockpit displays that help pilots of future supersonic
aircraft anticipate sonic booms before they happen. As
part of a joint study, Honeywell is looking to prove that
the displays could allow pilots to reroute and reduce
the effects of aircraft noise over populated areas. The
conceptual designs used for cockpit displays in the NASA
Commercial Supersonic Technology (CST) project are part
of Honeywell’s Interactive Navigation (Inav) technology.
Inav provides the simultaneous display of traffic, terrain,
airspace, airways, airports and navigation aids.

z Active Winglets Installed on Swiss CJ1
The first customer installation of Tamarack Aerospace’s
Atlas active winglet system was completed in late April on
a Cessna Citation CJ1 operated by Swiss private charter
firm JetPingu. Tamarack secured EASA STC approval for
the Atlas winglets on the CitationJet, CJ1 and CJ1+ in
January. EASA approval for the M2, a variant of the CJ1+
with Garmin G3000 avionics, is pending. U.S. FAA STCs are
anticipated to follow this summer for all four models. The
company is also pursuing EASA and FAA STCs for Atlas on
the CJ3 and then the CJ2.

z Third AW609 Enters Flight-test Program
The third AW609 civil tiltrotor, AC3, completed its
first restrained ground run on May 4 at the LeonardoFinmeccanica facilities in Cascina Costa, Italy, with all
engines and systems operating. The aircraft will join the
FAA flight-test program at the company’s Philadelphia
plant this summer. Testing plans for AC3 include icing
trials this coming winter. The ground run of the third
prototype followed the resumption of test activities
with the first prototype, AC1, on April 15. The flight-test
program had been on hold following the fatal crash of
AC2 on October 30 in Italy. The fourth prototype, AC4,
is destined to enter the test fleet next year. The OEM
expects to earn certification of the AW609 in 2018 and will
start deliveries immediately thereafter.

MATT THURBER

z GPWS Pioneer Bateman To Retire

Pilot report preview:
AIN flies the HondaJet
by Matt Thurber
The long wait for the HondaJet to enter service ended late last
year after Honda Aircraft received
FAA certification for the HA-420
light jet on December 8. Production is ramping up at Honda Aircraft’s factory in Greensboro,
N.C. and at the GE Honda Aero
Engines 50-50 joint venture in Burlington, N.C., where the new jet’s
HF120 engines are manufactured.
AIN flew the HondaJet on May
12 in Greensboro, with Honda Aircraft demo pilot and manager of
corporate flight operations Tim
Frazier. Before climbing into the
real jet, Frazier introduced me to
the aircraft via the HA-420 simulator, housed at the FlightSafety
International learning center on
the Honda Aircraft campus. This

proved to be an excellent way to
prepare for the flight and get familiar with the flight deck. FlightSafety has done a fine job with the
simulator, and it handles and feels
almost exactly like the real airplane.
Overall, the HondaJet delivers
better performance than the numbers that Honda Aircraft published during its long gestation.
For example, we exceeded the 420knot maximum speed during my
flight, topping out at 423 ktas while
burning about 480 pph per side at
FL340. We climbed to FL430, flew
a rapid descent, did some maneuvering at lower altitudes, including
steep turns and approaches to stall
stick-shaker, then flew a coupled
ILS approach and a touch-andgo, followed by a full-stop landing.

The HondaJet is a light jet,
with an mtow of 10,600 pounds,
but it handles like a larger jet. Its
wing loading is relatively high and
it punches easily right through
any bumpy air. The controls are
not light and snappy, but felt firm
and positive and well harmonized; when trimmed, the HondaJet stays right where you put it,
with no tendency to wander while
the pilot is looking elsewhere in
the cockpit. The HondaJet’s systems are also fairly sophisticated
for a jet in this Part 23 class.
Where the HondaJet really
shines is in the cockpit design
and the integration with the
Garmin G3000 flight deck. The
placement of all controls is natural and instantly comfortable.
Checklists are surprisingly short
and simple, and they match a
superbly crafted cockpit flow
that will help new pilots swiftly
feel safe and proficient.
A full pilot report on the HondaJet will appear in next month’s
issue of AIN. 
o

BACKGROUND-CHECK DISCREPANCIES FOUND IN AKRON CRASH
Discrepancies with company procedures and background checks are among the findings revealed in the
NTSB’s public docket in its investigation into the fatal
crash of an Execuflight Hawker 700A on November 11
last year as it approached to land at Ohio’s Akron Fulton
International Airport (AKR) in IFR conditions.
The aircraft departed Dayton-Wright Brothers
Airport at 2:10 p.m. EST for the 35-minute flight to AKR,
the crew’s second trip leg for the day. The NTSB transcript of cockpit voice recorder (CVR) audio shows that
the first officer (FO) was the pilot flying, with the captain
monitoring the flight. Visibility worsened as the aircraft
descended toward AKR, and the captain admonished
the FO several times for his difficulty in maintaining a
stabilized approach to Runway 25.
“Look, you’re going 120. You can’t keep decreasing
your speed,” the captain said approximately two
minutes before the crash, later stating, “You’re diving…
Don’t dive. Two thousand feet per minute buddy.”
Seconds before impact, the captain instructed the FO
to level off, followed by the sound of a “rattle similar to
a stick shaker” and a ground proximity warning system
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(GPWS) alert to “pull up.” Witnesses told investigators
the aircraft was in a banking left turn as it crashed into
an apartment building two miles from the runway. Both
pilots and the seven passengers on board perished.
Execuflight hired both pilots in June last year. The
captain had been terminated from his previous job after
failing to appear for recurrent training, and the FO was fired
from his past job for “unsatisfactory work performance”
and concerns about his proficiency in retaining procedures
and checklists. Neither incident was closely investigated
as part of five-year background checks performed by
agents for Execuflight, as required under the Pilot Records
Improvement Act of 1996. Both crewmembers successfully completed Execuflight’s training, and they had flown
together three times before the accident flight.
Although Execuflight had no formal policy regarding
delegation of PIC responsibilities between crewmembers, several company pilots and a former director of
operations told investigators that captains would typically operate revenue flights with passengers on board,
with first officers flying empty legs until they gained
familiarity with the aircraft.
–R.F.

TECHNOLOGY FOR MISSION FLEXIBILITY
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BLR Strake and FastFinTM comes standard, delivering improved hover, cross-wind and hot & high

Visit us at Farnborough Airshow | Outside Exhibit Area L2
BELLHELICOPTER.COM

© 2016 BELL HELICOPTER TEXTRON INC.

performance while reducing fuel burn.

NEWS FROM THE SHOW
z Falcon 8X Takes the Long Way to Geneva
Dassault’s Falcon 8X completed an exhaustive world tour
before appearing at EBACE last month. The tour was part of
a series of route-proving exercises as it prepares for service
entry in the second half of this year. Fitted with a full production
cabin interior, 8X S/N 3 flew some 55,000 nm over the course of
four weeks and 65 flights. The tour started with short European
flights from Dassault’s headquarters in France in late March.
Then on April 4 it crossed the Atlantic from Paris to Teterboro
Airport before heading east to Abu Dhabi and Shanghai,
where it appeared at ABACE. The 8X then made stops across
southeast Asia before flying nonstop from Singapore to
London and then recrossing the Atlantic to tour the U.S. It
also went to South America before returning to Paris.

z EBAA Points To Triple Dip in Europe
Europe’s business aviation activity dipped last year, and
the farther east the worse the picture looks, according to
a recent study done by EBAA. The overall figures point to a
move into the third dip of a “triple-dip recession. EBAA CEO
Fabio Gamba said the study looked at business aviation
in Europe from three angles: its economic contribution,
time and cost efficiencies, and connectivity. It found that
the sector employs 371,000 people, adds €27 billion ($30.6
billion) of value to the economy and almost €98 billion
($110.95 billion) to output, according to EBAA. Gamba
pointed to the “big dip” of 2008 and another dip in 2011/12,
with both tracking GDP growth. “But we started to see a
decoupling at the end of last year; GDP was up 1.8 percent
but [European] bizav was down 2.0 percent,” he added.

z UAS Demos FlightEvolution Platform
UAS International Trip Support demonstrated its new
flight-planning platform for iOS devices and the web last
month at EBACE. Developed in partnership with ForeFlight,
FlightEvolution allows schedulers, dispatchers and flight
crews to plan every aspect of a trip without any outside help.
Features include flight-plan filing, graphical weather, rubberband routing, overflight permits, navigation fee estimates,
fuel orders and FBO/aircraft handling arrangements.
FlightEvolution is expected to be available this fall.

z TAG Presents Part-NCC Solution
TAG Aviation announced a new compliance solution
for EASA Part-NCC rules that go into effect in late August.
Part-NCC will essentially require that all private operators of
aircraft with mtows of more than 12,566 pounds adhere to the
same basic standards as commercial air operators. TAG said
its custom-tailored program will offer organizational structure,
operating procedures and manuals, the incorporation of the
operation into TAG’s safety management system, required
compliance monitoring functions, supervision of crew training
and records, aircraft and equipment auditing, including
minimum equipage, maintenance of continuing airworthiness
standards, supervision and support for current personnel and
the establishment of responsibility.

z Events Crucial to MEBAA Growth
At EBACE, the Middle East and North Africa Business
Aviation Association (MEBAA) was promoting its upcoming
events, including the biennial MEBAA Show in Dubai
(December 6 to 8), the new MEBAA Conference Qatar
(September 21) and the MEBAA Show Morocco (September
12 to 13, 2017). The latter was first held last year in
Casablanca, but feedback from members has prompted
organizers to change the venue to Marrakesh, the Moroccan
capital, according to MEBAA founding chairman Ali Alnaqbi.
Alnaqbi told AIN that he is bullish about the growth of
MEBAA as an organization. Its membership now numbers
247 over 23 countries in the Middle East and North Africa.
He expects 10 to 15 percent growth and 12 percent more
aircraft at the main MEBAA Show in December.

NBAA mx committee
highlights achievements
by Matt Thurber
The annual NBAA Maintenance Management Conference
(MMC) was held in early May in
Kansas City and attracted a record
190 exhibit booths and north of
900 attendees. Among the issues
addressed this year were working with the FAA’s Aircraft Maintenance Division (AFS-300) on
improving the airworthiness
directive and alternative methods
of compliance processes, which
have caused some difficulties for
business aircraft operators. The
committee is also working with
the FAA on clarifying electronic
recordkeeping and digital signatures via an update of Advisory
Circular 120-78. “We do have a
seat at the table with AFS-300,”
said Nathan Winkle, committee vice chairman and director of
technical services for Yum Brands.
Leonard Beauchemin, managing director of AeroTechna, highlighted a key accomplishment
for the committee, an agreement
signed among nine regulatory
authorities (including the FAA,
EASA and Transport Canada)
on an international standard for
a maintenance review board process. Essentially, this will enable
business jet manufacturers to create one maintenance program that
will be accepted by all nine authorities, which will make international

aircraft transactions much simpler
and less costly. The agreement was
signed on April 29. “It has been a
20-year journey,” Beauchemin said.
The committee announced this
year’s 45 Maintenance Technical
Reward and Career Scholarships
(Tracs) winners, who receive transportation and attendance at modelspecific training courses for aircraft,
engine and avionics. This year’s
Maintenance Tracs were supported
by Abaris Training Resources,
AeroTechna, Bell Helicopter, Bombardier Aerospace, CAE SimuFlite,
Dassault Falcon, FlightSafety International, Garmin, GE Aviation,

Dan Meyer (second from right), Aero Specialties sales and parts department
manager, was the winner of this year’s $10,000 customized Snap-on toolbox. He is
joined by (left to right) Tim Steinhauser (Gulfstream), Scott Steward (Snap-on) and
Steve King (Cox Enterprises).

NBAA group takes on
LOC-I education effort
by Kerry Lynch
As loss of control in flight
(LOC-I) remains one of the most
pressing concerns in flight operations, NBAA has established a
working group to delve into key
factors related to LOC-I and raise
awareness of the importance of
training and other mitigation
methods for operators. Paul “BJ”
Ransbury, president of upset prevention and recovery training
specialist Aviation Performance
Solutions (APS), is stepping in to
lead the new working group.
NBAA retained LOC-I as one of
its top safety issues this year, alongside the single-pilot accident rate,
runway excursions and collisions on
the ground at airports. The association notes that LOC-I was linked to
40 percent of fixed-wing general aviation accidents from 2001 to 2011,
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Global Jet Services, Gulfstream,
Honeywell, Maintenance Directors
Roundtable, NCATT/ASTM, Rockwell Collins, Rolls-Royce, SatcomDirect, Textron Aviation, USC
Viterbi School of Engineering and
Williams International.
Between the MMC golf tournament, silent auction, Snap-on
toolbox raffle and donations to the
shoe-shine stand, the MMC raised
$32,044 this year for the scholarship program.
Next year, the MMC transitions into a new format as the
Maintenance Conference, to
focus more sharply on “providing
dynamic education sessions and
career-development opportunities
for flight department personnel at
any stage in their career–not just
those in management,” according
to NBAA. The 2017 conference is
scheduled for May 2 to 4 in West
Palm Beach, Fla. 


responsible for more fatalities in
business and commercial operations
than any other accident category.
The issue is one that is highlighted in the broader aviation community. The NTSB has identified
LOC-I as one of its “Most Wanted”
safety issues and the International
Civil Aviation Organization has
also listed it as a priority.
“The data shows this continues to be an issue and it will be the
focus for the industry for the foreseeable future,” said Mark Larsen,
NBAA senior manager of safety
and flight operations. Larsen
added that a large amount of data
is being collected, and the working
group will look into issues that are
most pertinent to business aviation.
“Our team’s goals are to
establish valuable and effective

resources for individual pilots and
flight department safety managers to maximize their air safety
and ultimately to overcome aviation’s leading fatal threat, loss of
control in flight,” Ransbury said of
the working group’s plans.
NBAA has already begun to
develop such resources. As part of
its focus on single-pilot safety, the
association’s Safety Committee,
along with the Single Pilot Working Group, has developed a video
that highlights some factors that
lead to LOC-I along with suggestions for mitigation.
This video demonstrates what
can happen in the cockpit, as well
as with ATC communications during single-pilot operations. The
Safety Committee also assembled
an accompanying PowerPoint presentation as a training aid.
But as the Single Pilot Working Group and the larger Safety
Committee have focused on LOCI, they have come to realize that the
issue is so broad and pervasive that
it merits a separate working group,
Larsen said. 
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NEWS BRIEFS Compiled by Chad Trautvetter
z Bombardier Expects Bizjet Delivery Dip
Bombardier Business Aircraft has scaled back its
annual business jet market forecast to reflect continued
uncertainty in world economies. Through 2025, the
Canadian airframer now forecasts 8,300 new-jet
deliveries–in the market segments in which it competes–
worth $250 billion. Twelve months ago, Bombardier
predicted 9,000 deliveries worth $267 billion. The
company said that economic slowdowns in key emerging
markets and reduced demand in the large-cabin sector
are the main drivers of its reduced forecast. But it expects
these negative trends to start reversing by the end of next
year. The forecast predicts North America will account
for the majority of new-jet deliveries between 2016 and
2025, at 3,930 aircraft. Europe is expected to be the nextlargest market, with 1,530 deliveries. Asia, the Middle
East, Africa, Russia, CIS and Latin America combined will
account for just over one-third of the anticipated total.

z FlightSafety Expanding UPRT Program
FlightSafety International is adding five more business
aircraft types to its advanced upset-prevention and
recovery training program, which was introduced for
the Gulfstream V and G550 last June. The new types are
the Cessna Citation CJ3; Gulfstream G450 and G650;
Beechcraft King Air 350; and Pilatus PC-12. Courses for
the new types will become available by the end of this
year. Locations and start dates will vary by aircraft type,
FlightSafety said. According to FlightSafety, the models
developed and incorporated into the simulators include
low speeds that replicate full aerodynamic stalls and
extreme high speeds beyond Vmo and Mmo.

z DWC’s VIP Terminal Takes Shape
The future of business aviation infrastructure in
Dubai is close to being resolved, with authorities there
finally settling how the new VIP Terminal at Dubai World
Central Airport (DWC) will be run and occupied. Jetex
Flight Support and Abu Dhabi’s Falcon Aviation are
understood to be two of the players that will ultimately
run FBO operations from the VIP terminal at DWC, which
is expected to open by year-end. ExecuJet Aviation
Group hopes to set up a standalone facility, while
the position of Jet Aviation is unclear, although it is
understood to have signed a lease. Although business
aviation maintenance operations continue on a day-today basis at the Jet Aviation and ExecuJet facilities at
Dubai International Airport (DXB), the Aviation District
at Al Maktoum International Airport (AMIA-DWC) is
now handling the vast majority of business jet flights
originating in the emirate.

z Air Culinaire Opens Paris Facility
Air Culinaire Worldwide opened an in-flight catering
facility at Paris-Le Bourget Airport last month. Besides
being halal certified, the new facility is CE-certified,
which is the highest level of certification available in the
European market. The new 8,611-sq-ft/800-sq-m kitchen
in Paris joins the in-flight catering provider’s 22 worldwide
owned-and-operated kitchens. The company also has
associate catering partners on six continents.

z Jetex Expands European FBO Network
Jetex Flight Support has expanded its network in
France with opening of a new FBO at Marseille Provence
Airport last month. The location, which offers FBO and
ramp services, is open 24/7 and provides dedicated
passenger and crew lounges, flight-planning area,
concierge, round-the-clock customs clearance and onehour prior notification for flights. The location will be
fully operational in time for France’s hosting of the UEFA
European Championship soccer tournament this summer.

Safety expert highlights
bias in decision-making
by Kerry Lynch
Pilots must remain vigilant
against biases that come into
play when they encounter stressful flight situations, warned Bob
Agostino, credited as father of the
business aviation safety standdown
concept. The keynote speaker at
the 10th annual Greater Washington Business Aviation Association
Safety Standdown, Agostino told
attendees that even well trained
professional pilots harbor biases
that will affect their decision-making in critical situations.
One such bias is the “confirmation bias,” which causes people to process information in
ways they already believe to be
true and reject ideas to the contrary, he said. This becomes more
entrenched the more emotionally charged the situation, affecting decision-making. Further,
he explained, “normalcy bias”
comes into play when people face
disaster. With normalcy bias, he
said, a pilot could underestimate
the possibility of disaster and fail
to prepare adequately. The result
is an inability to cope during critical times, he said.
“The brain can take up to 10
seconds to process information
when it is calm. Stress slows that
process,” he warned. But a pilot
may have only a few seconds to
react. Agostino added that when
the brain cannot find an acceptable response it will fixate on a

single default that “may or may
not be correct.” He emphasized
the importance of preparation,
both in training and before every
flight, to overcome biases. “Anything that has to do with aviation is an intellectual exercise,” he
stressed. “It’s not just hand-eye
coordination.” That makes preparation all the more important.
Agostino also listed a number
of steps pilots must take in handling emergencies, including the
issuance of clear directives, clearly
understanding at what stage contingency plans will be necessary,
and recovering and returning to
normal after the event.
Pilot Professionalism

Agostino, the former Bombardier executive who is director of flight operations of Group
Holdings Aviation, spoke at
GWBAA as Bombardier’s Safety
Standdown approaches its 20th
anniversary. Bombardier’s own

standdown began in 1996 with
six people Agostino assembled to
discuss safety before an accident
happens rather than afterward.
At the time, safety actions had
been far more reactive.
The standdown has become
deep rooted: Bombardier’s last
event drew 500 people, but
12,500 more logged on afterward
to listen to recorded broadcasts
of the sessions.

Private ATC plan still
stymies FAA funding
As Congress faces a July 15
deadline to renew the U.S. FAA’s
authorization, long-term reauthorization legislation remained
in limbo, with the House and the
Senate seemingly far apart on the
direction of the bill. The Senate passed an 18-month bill in
April that called for further certification and third-class medical reforms and strengthened
unmanned aerial systems regulations, among many other provisions. The House Transportation
and Infrastructure Committee
also approved a bill with many
similar provisions, but that legislation has stalled over a controversial measure to create an independent corporation to run
the air traffic control system.
The House in late May was still
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assessing whether to move forward with either bill or take a different approach altogether.
While the ATC measure had
stalled the House bill, reform
advocates continue to tout the
merits of such a plan, most
recently during a May 13 panel
held by The Bipartisan Policy
Center. The center titled the session “Modernizing Our Air Traffic Control System: What’s the
Holdup?” and said, “the U.S. air
traffic control system still runs on
decades-old technology, yet efforts
to update it have limped forward.
While travel delays and safety concerns are mounting, structural and
funding issues as well as varied
stakeholder interests are all affecting steps toward modernization.”
Continues on page 14 u

The Bombardier standdown
has spawned numerous others,
such as GWBAA’s annual event
and other regional efforts around
the U.S. and elsewhere. Agostino expressed a belief that such
standdowns have helped changed
the dialog about safety to a more
proactive, data-driven approach
and elevated professionalism.
The dialog also shifted to new
but critical forms of training
such as upset recovery and highaltitude training.
Agostino told AIN that his
primary concern now is that the
people who attend are a self-selected group of the most proactive about safety. He stressed the
importance of reaching a broader audience.
GWBAA’s safety standdown
drew about 75 leaders from the
Washington, D.C. region. The
event also featured Jason Karadimas, Bombardier Business Aircraft safety officer, who speaks
at Bombardier’s Safety Standdown. Noting that human factors play a role in about 80 percent of business and corporate
jet accidents, Karadimas discussed the importance of building safety culture and stressed
that “safety is never finished.”
Safety is dynamic and there is
always something new to be
learned. He endorsed the concept of “just culture” but advised
that it should not be a “get out
of jail free” ticket. The culture, however, should encourage
reporting; the more the reports,
the more information that can
be extrapolated to improve
safety, Karadimas added.
Honeywell’s Jeff Holt provided an overview of new avionics requirements both in the U.S.
and elsewhere. He outlined the
major mandates for ADS-B and
datalink requirements of Fans
1/A and ATN B1 in Europe. Holt
further discussed the growing
attention on cold-weather restriction airports.
Jesse Moyer from the Potomac
Tracon, meanwhile, underscored
the importance of effective communication between the pilot and
controller and advised pilots to
question any communication that
is not clear.
Also on the slate of speakers
was Mark Larsen, NBAA’s senior
manager for safety and flight
operations, who provided an overview of the association’s top safety
concerns: the single-pilot accident rate, loss of control in flight
(LOC-I), runway excursions and
airport ground collisions.
o
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ATC plan stalls
FAA funding

Canada and said Nav Canada’s
costs are lower than the Canadian government’s costs had
been. Former American AssouContinued from page 12
ciation for Airport Executives
ATC privatization reform president and CEO Charles
advocate Robert Poole, who is Barclay also cited Nav Canadirector of transportation policy da’s stable funding and forward
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lighted collaboration between U.S. ATC system lacks access to
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and technicians
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“When you look at what
we’ve gone through the past ten
years, it’s unstable, unpredictable budgets,” added National Air Traffic Controllers Association (Natca) president Paul
Rinaldi. According to Natca,

Rinaldi warned that the U.S.
system is being “strangled.”
He acknowledged that there
have been some technological

advancements, but noted, “The
antiquated WWII technology is
phasing out and we’re just bringing in the 1990s technology. It
takes that long to go through the
procurement process.”
At the same time, though,
business aviation leaders maintained their opposition. NBAA
president and CEO Ed Bolen
said a number of questions still
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surround privatization, particularly a proposal that would put
ATC in the hands of an airline-centric board. “The U.S.
air transportation system is so
important to our nation’s economy and greater transportation
system,” Bolen said, expressing
concern that proposed changes
would put general aviation and
rural economies at risk. “So
how do we keep a system that
serves the public interest?”
NATA president and CEO
Tom Hendricks also questioned
the need for large-scale changes
in the ATC system. “Privatized foreign air traffic control
systems struggle with modernization. There is no magic
governance structure that will
make that better,” he said.
Legislative Resistance

Even if the plan were to move
forward in the House, Senate
appropriations leaders made it
clear that they would not budge
on their opposition. In their version of the Fiscal Year 2017
FAA funding bill, Senate appropriators included their strongest language yet on the House
ATC proposal. “The attempt
to remove the air traffic control
system from the FAA is fraught
with risk, could lead to uncontrollable cost increases to consumers and could ultimately
harm users and operators in the
system,” the committee said in
report language accompanying
the funding bill. “The committee
strongly believes that air traffic
control should remain an inherently governmental function.”
While the committee acknowledged growing congressional opposition to the plan, it
added the prohibition on use of
funds for the ATC plan in case
“there be any effort to bypass
the will of Congress.”
–K.L.

FAA TO EASE
PROFICIENCY RULES
Following its recent adoption
of FAR Part 61 rules expanding
the use of aviation training devices
(ATDs) for instrument training,
the FAA has published an NPRM
further expanding the use of
ATDs for maintaining instrument
currency and satisfying recentexperience requirements.
Additionally, the revised
rules would expand opportunities for logging pilot time. This
rulemaking also would broaden
the opportunities for military
instructors to obtain civilian
ratings based on military experience. Comments on the NPRM
are due by August 10.
–G.G.
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Plan now for Olympics,
expect some challenges
Brazil faces a bigger challenge to
host the Olympics
in August in Rio de
Janeiro than it did for the 2014 World Cup,
with more commercial and charter flights
arriving, and more heads of state, but the
country’s airports and FBOs have greater
capacity to receive business jets. Nonetheless, planning ahead should ensure a
smooth trip. Current planning calls for
ample business jet slots in Rio, but only
between midnight and dawn, although
authorities are working toward securing
greater flexibility before opening GA slot
reservations on July 1.
Rio’s only international airport, Aeroporto Internacional Tom Jobim, better
known as Galeão, was privatized two years
ago. RioGaleão operations director Herlichy Bastos reported, “There is no comparison between 2014 and 2016. It’s not
the same airport.” He notes that the airport now has 97 certified, full-time parking spaces, 24 of them E-class. In late May,
the airport inaugurated a second terminal with a million square feet of space,
including 65,000 sq ft for VIP lounges, and
26 new gates, three of them suitable for
F-class aircraft, the A380 and the 747-8.
At Galeão, Lider Aviação is polishing details at its new 113,000-sq-ft flagship FBO, while Embraer notes that its
FBO/MRO facility helps make São Paulo’s Sorocaba Airport an ideal “bedroom
community” for jets. Also at the airport is
WWA, which opened its FBO associated
with Air Elite in February. TAM Aviação

Executiva has boosted capacity at its countrywide network of bases for the Olympics, but principally in Rio de Janeiro,
Belo Horizonte, Brasília, São Paulo and
Manaus. Cabo Frio Airport, in the state
of Rio but outside the city and its Olympic
restrictions, suggests its 8,400-foot runway
and 24-hour customs availability make it
the place to land in Brazil.
Pressure on Slots, Parking

The Galeão Air Base will handle headof-state flights and has capacity to handle
three airplanes every 20 minutes. The airport’s ceremonial salão nobre will be used
as an arrival and departure lounge for
“VIP One” passengers, heads of state who
arrive on commercial or charter flights.
Galeão will again have high-density
business jet parking, which Jet Aviation
managed for the World Cup final; selection of a third-party vendor for the Olympics is under way. Also, neither the cargo
area used in 2014 will be available for business jet parking, nor will Taxiway Mike,
needed for F-class aircraft, Bastos said,
“The number that will fit now is from 80 to
120 aircraft, depending on the mix.”
Pressure on Galeão will be heavy from
August 8 to 19, when Rio’s Santos Dumont
Airport will be closed afternoons during
sailing events, and Galeão absorbs the
extra scheduled flights. Jacarepaguá Airport, a GA field, will be closed to its normal business aviation and offshore oil and
gas traffic, serving only police and such.
Business jet slots will be limited to 2
a.m. to 8 a.m. at Galeão, and midnight to

RICARDO BECCARI

by Richard Pedicini

Galeão, Rio’s only international airport, is ready for the influx of traffic–both airline and bizav–for the Olympics.

6 a.m. at Santos Dumont, which is operating 24 hours a day for the Olympics,
allowing an additional 180 business aviation flights a night.
Working within the security curfew,
Bastos promised, “We’ll do everything
possible to make people comfortable, with
customs clearance and passport control
available, and we’re negotiating with local
authorities for a dedicated facility for business aviation passengers. There will be
a small VIP lounge in Terminal 1.” He
added that the nighttime arrival window would let arriving VIPs avoid Rio’s
notorious traffic, which can transform
the 20-minute trip from the airport to
downtown into a two-hour ordeal.
Some of the most polished preparation for receiving Olympic private jets has
been under way at the Lider Aviação FBO
at Galeão. The hangar has space for four
G550s and headroom for an E190, though
the mix determines what will fit, as well
as a large external ramp area. The FBO
has two VIP lounges and three conference
rooms, sufficient for 120 passengers simultaneously. An industrial kitchen will cook
for the FBO and for visiting jets, and a
laundry room will also serve both the FBO

Safety a Concern for Olympics Visitors

LINDA EPSTEIN

This summer’s Olympic Games are expected to draw tens of thousands of
foreign spectators to Brazil, yet without proper precautions many of them may
find themselves the victim of crime.
As it did two years ago for the FIFA World Cup, the government of Brazil
will bolster the police and military presence around the venues and other
heavily visited areas, but that should not lull tourists into a sense of security.
“Pickpocketing is everywhere in Brazil,” noted Fred Lima, chief operations officer in Brazil for security provider FAM International. “You are not safe at all,” he
told AIN, warning visitors to be especially aware of packs of children ages 12
and up. Because youths under 18 cannot be sent to jail under Brazilian law, such
gangs tend to roam the streets with impunity. He advises attendees to avoid
attracting their attention by wearing jewelry, expensive watches and designer
clothing. When walking, stay away from
the curb, where someone on a motorcycle can grab items and speed off.
Since cellphone snatching is also
on the rise in Brazil’s cities, Lima suggests keeping them out of sight while
on the streets.
Another threat, though less common, is abduction. “What we have in
Brazil is called lightning kidnapping,”
said Lima. “They get the person, put
them inside a car, go around to the

ATMs just trying to get more money and then they release the guy after they
have all the money they can get from the cards.”
Lima warns tourists to avoid taxis and to arrange for ground transportation in advance from a reputable company. For those who can afford it, he
suggests hiring executive protection, but at the very least he advises getting
a private car and driver for transport. “If you rent a car there with an Englishspeaking driver, you will pay about $400 a day; an armored sedan with an
English-speaking driver will be $650,” Lima noted, adding that such a vehicle
can be arranged through FAM or other executive transportation providers. The
armored glass will help thwart the frequent “smash and grab” robbery, where
thieves prey on cars stopped at traffic lights.
Lima cautioned that cities such as Rio de Janeiro and São Paulo are dotted with slums (favelas) controlled by
Rocinha favela
local criminal cartels that occasionally
settle their turf disputes with gunfire.
Several are located along the expressway leading from the international airport and cars have been struck by stray
bullets in the past. Lastly, if renting a
car, Lima advises not to choose an ostentatious model such as a Mercedes
or BMW, as such automobiles are not
common in Brazil and will clearly mark
the driver as affluent. –C.E.
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and visiting aircraft. Shell, BR and AirBP
will fuel aircraft at the FBO.
Options Outside Rio

More aircraft will bring passengers to
Rio de Janeiro than can park there. The
180 slots per night for business aviation at
Santos Dumont far exceed the ramp space.
Embraer points to its FBO completed two
years ago at Sorocaba Airport near São
Paulo, and a spokesman for their neighbor
WWA (World Way Aviation) agrees, “I can
reaffirm that Sorocaba is the best option
for operators that seek flexibility [24-hour
operation, no slots, no commercial aviation], tranquility [Embraer, Dassault,
Gulfstream and Pratt & Whitney MRO
facilities] and principally, the comfort and
convenience of Brazil’s most modern hangars [CBair, Embraer FBO and WWA].”
WWA’s hangar can hold “twelve G650s
or eight Lineage 1000s or 20 Legacy 650s
or 20 Falcon 7Xs, without mentioning the
ramp space.”
Aeroporto Internacional de Cabo Frio
has been privately operated since 2001 and
is the country’s fifth cargo airport. For the
Olympics, Kleber Meira, director-general
of Libra Aeroportos, assured that coordination with the Center for Air Navigation Management and other ATC bodies
ensures that there will be no interference
with the airport’s existing operations. Additional teams will guarantee operational
safety and speed passenger clearance and
customs. During the Games, the airport
will also add personnel and expand the
declared ramp capacity in an “open-air
hangar” arrangement by renting areas to
park aircraft safely.
Make Plans Now

Brazil’s business aviation companies are
unanimous in recommending early planning for ground needs. TAM Aviação
Executiva’s director of aviation services,
Heron Nobre, said the firm “recommends
that all clients coordinate the entire operation (hotel reservations, ground transport
and other services) ahead of time.” The
supply of hotel rooms is tight in Rio at
any time, not only at the top end but also
for aircrew. Of hotel reservations, said a
Lider spokesman, “Up to now, yes, but
I’m not sure until when[…]We get a lot of
solicitations, but those who leave it until
the last minute and then want the Copacabana Palace, it won’t be possible.”  
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TORQUED

by John Goglia

AC on fatigue is
no substitute for
an actual rule
For those of us who have been
frustrated by the FAA’s inability to issue
a comprehensive duty and rest rule for
mechanics, it was disappointing to see
the agency’s latest attempt at tackling
the issue. Even as the FAA specifically
recognizes in this latest draft Advisory
Circular the significant fatigue issues
that face maintenance workers: “Of
concern to [the FAA] is the finding
that maintenance personnel tend to get
three hours less sleep per night than
is recommended. That is a sleep debt
twice the national average. Sleepiness
and fatigue associated with sleep debt is
cumulative. This means that losing even
an hour of sleep every other night over the
course of a week will produce conditions
that negatively affect performance.”
Instead of proposing clear maximum
duty times and minimum rest requirements,
the FAA has proposed a draft advisory
circular to manage mechanic fatigue
risk. Since an AC is not regulatory and
therefore not mandatory, its chances of
being complied with are limited by the
usual factors: time and money. No doubt
the best carriers will take this AC to heart
and integrate its proposals into their safety
management systems. But the rest will not.
And there won’t be anything the FAA can
do, because no one needs to comply with
an AC.
Ambiguous Regulation

Currently, the only duty-time rule that
applies to mechanics is FAR 121.377, which
states, “Within the United States, each
certificate holder (or person performing
maintenance or preventive maintenance
functions for it) shall relieve each person
performing maintenance or preventive
maintenance from duty for a period of at
least 24 consecutive hours during any seven
consecutive days, or the equivalent thereof
within any one calendar month.”
At first blush it might seem that
mechanics under this rule–which applies
only to Part 121 air carriers and their
maintenance contractors, not air-taxi or
corporate or GA mechanics–would get
a full 24 hours off every week. But when
the FAA tried to interpret it this way in
2010 (in response to a letter from Pratt &
Whitney in 2008–yes, interpretations do
take their sweet time getting out of the
FAA’s legal office) the FAA was met with
a hail of opposition from airlines, repair
stations and even mechanics’ unions. The
issue boiled down to the meaning of the
phrase “or the equivalent thereof within
any one calendar month.” Did that mean
that mechanics could work more than a
week straight without a 24-hour break?
In its 2010 interpretation, the FAA
took the position that the phrase “or
the equivalent thereof within any one
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calendar month” had its limits: “The
equivalent standard, however, does have
limits. The tenants [sic] of statutory and
regulatory interpretation suggest that the
specific standard of one day off every week
cannot be rendered completely inoperative
by the more general equivalent standard.
A previous interpretation allowed that a
work schedule that provides for personnel
to have a group of four days off followed
by up to 24 days of work, or vice versa,
would still meet the standard of being
‘equivalent’ to one day off in every seven
within a month.…That interpretation,
however, was issued prior to the findings
relating fatigue to maintenance related
errors in the air carrier industry…
Today, we would not view as compliant
a schedule that provides over the course
of eight weeks for four days off followed
by 48 straight days of duty followed by
four more days off. Such a work schedule
that generally provides for an average of
one day off over several weeks cannot be
said to be ‘equivalent’ to the more specific
standard requiring one day off out of
every seven days.”
The FAA’s opinion here shows
that taken to its logical extreme, the
“equivalent” standard could allow weeks
straight of work without any day off, as
long as the required days off were strung
together at the end. You don’t have to be
a sleep expert to know that working weeks
straight without a break is not the same as
a day off every week.
Advisory guidelines just won’t work
when and where you need them most:
when mechanics are being pressured to
work fatigued at places that put a premium
on pushing airplanes out on schedule
more than getting them out maintained
correctly. While the AC has a lot of
excellent information, it is not a substitute
for an actual rule with maximum hours of
work and minimum rest.
I understand that getting a rule through
will be tough. But as our knowledge of the
effect of fatigue on human performance
grows, it’s not possible to deny that long
hours, day after day, without catch-up
rest degrade a maintenance performer’s
abilities to complete maintenance tasks
properly, especially the most safety critical
and complex tasks. While improperly
performed maintenance could result
in a crash in the worst case, improper
maintenance also results in costly
incidents. So, if the FAA doesn’t come up
with a rule, employers should create their
own workplace standards, especially since
fatigue can drive up worker injuries and
Workers Comp claims.
n
The opinions expressed in this column are
those of the author and not necessarily
endorsed by AIN.
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Bizav Engines
SPECIAL REPORT

by Thierry Dubois

Most developmental work in business aircraft engines is taking place at each end of the
spectrum: light turboprops and large-cabin, long-range business jets. Meanwhile, gas and
smoke emission rules are evolving, especially with the addition of CO2 as a target. AIN talked
to GE, Honeywell, Pratt & Whitney Canada, Rolls-Royce, Snecma and Williams International.
The EASA provided some insight into the advancing environmental rules.

Engine makers turn focus to
small turboprops, large-cabin bizjets
The newest business aircraft
engines can be found at GE
Aviation–with the advanced
turboprop (ATP) for Textron
Aviation’s single-engine turboprop (SETP, see article on
page 1) and the Passport turbofan for Bombardier’s Global
7000/8000–and Snecma. The
latter company is facing delays
with the Silvercrest, adding two
years to Dassault’s Falcon 5X
certification program.
In the turboprop segment, GE
launched a new engine series, the
ATP (advanced turboprop), to
power the SETP, announced in

November last year at NBAA,
Brad Mottier, v-p and general
manager of GE Aviation’s business and general aviation and
integrated systems division, told
AIN. The first variant in the new
series will be rated at 1,300 shp.
The SETP is expected to have
a range north of 1,500 nm and
cruise at more than 280 knots.
The ATP will have a 16:1
overall pressure ratio, for up to
20 percent lower fuel burn and
10 percent higher cruise power
than the competition, according to Mottier. The time between
overhaul (TBO) will be in the

4,000- to 6,000-hour range, up
to 30 percent more than existing engines, he added.
A key feature of the ATP
will be a “ruggedized, modular
architecture” based on the CT7
turboshaft. The CT7 series has
logged 100 million flight hours,
including 5 million flight hours
in hot and harsh environments,
Mottier emphasized. The compressor will use an all-titanium,
3D-aero design for lightness
and efficiency. Cooled turbine
blades (which are required at
this level of power) are expected
to contribute to higher power
and fuel efficiency.
The company is using additive manufactured (“3D printing”) structural components
to reduce weight and improve
performance and durability.
PT6A
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Integrated electronic engine control (EEC) will allow single-lever
engine and propeller control, Mottier
added. Some of the
aforementioned technologies,
such as additive manufacturing and 3D aerodynamics, are
derived from GE’s commercial
engine programs.
GE expects to open an
“aviation turboprop center
of excellence” in 2020 for the
design, manufacture and maintenance of the new turboprop
engine. In January, GE Aviation announced that the center will be built in the Czech
Republic, creating more than
500 jobs. In the meantime,
GE’s existing Czech facilities
are working on the program.
“In 2018, we plan to perform
the first full engine ground test
of the ATP,” Mottier said.
GE’s H Series turboprops,
in the 750- to 850-shp range,
started to come off the Czech
production line in 2012 and
seem to be gaining traction.
GE and Turbine Conversions
signed an agreement late last
year for the delivery of H75s
and H80s to support STC
engine conversions of agricultural aircraft. The engines will
therefore be available on the
AgCat, Fat Cat, Air Tractor
400/500 and Thrush.
Thrush Aircraft and GE
announced plans to develop
an H85-powered version of
the current Thrush 510G.
The H85 upgrade will provide more power and a new
single-lever electronic engine
and propeller control system
designed to reduce pilot workload. The H85 with the EEC
system will be offered as an
optional upgrade to the standard H80-powered 510G. The

GE ATP

new aircraft version is expected
to enter service next year.
Modification Projects

Certification of the Nextant
G90XT, a remanufacture of the
Beechcraft King Air C90 series
powered by a pair of H75-100s,
was announced in November
last year.
For new production and inservice H Series engines, GE
Aviation will extend the TBO
to 4,000 hours for agriculture,
utility and business aviation
applications. The standard H
Series TBO is 3,600 hours or
6,600 cycles, whichever occurs
first. The latter limit will be
removed. These TBO extensions
were made possible by component testing and in-service experience, Mottier said.
While GE can be seen as the
challenger in the turboprop engine
market, Pratt & Whitney Canada
(PWC) is clearly the incumbent.
New variants continue to emerge
in the PT6A series. The PT6A-140
powers the Cessna Grand Caravan EX, providing it with 15 percent more power and 5 percent
lower specific fuel consumption
than the previous model. Certified
last year, it can deliver 867 shp at
41 degrees C at sea level.
Blackhawk Modifications
uses the engine to upgrade
the Cessna 208A Caravan and
208B Grand Caravan. The latest application is the Air Tractor

Empowering the
Flight Department

TODAY’S SATCOM DIRECT
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A VISION REALIZED

The technological leaps that have empowered
onboard communication and connectivity have
been as important to the growth of business
aviation as advances in aerodynamics and
propulsion. Satcom Direct, the world’s largest
airborne-connectivity provider, has been at the
forefront of these technology breakthroughs,
developing the solutions that have defined
the industry’s progress. Since introducing
the Global One Number (GON), the first direct
phone-to-aircraft dialing connection, in 1997,
Satcom Direct has pursued customer-driven
innovations that have taken the company,
and business aviation, far beyond satellite
communications.
Multiplying the power of its innovations
through partnerships with leading airborneservices providers, the company now delivers
a full spectrum of integrated offerings. These
offerings serve passengers, flight crews and
flight departments and are provided in real time
through a global pipeline that securely routes

information in ways no other aviation connectivity enterprise can deliver. Today, on the
cusp of its 20th anniversary, Satcom Direct has
reached a new milestone, creating an integrated flight operations management platform for
the total synchronization of aircraft and flight
department, heralding ever-expanding efficiencies in operations and costs: SD Pro℠. “It’s the
foundation for the future of aviation,” CEO Jim
Jensen says, evincing the confidence of the
man who founded Satcom Direct with a vision
of the power and possibility of a single, seamless operational network for business aviation,
girdling the globe and providing constant,
secure connectivity.
With the release of SD Pro and the opening
of its World Headquarters and private Data Center at its Florida location, Satcom Direct marks
a new chapter in its history. Now, along with an
expanding array of hardware and applications,
there’s a new Satcom Direct, referred to as
“SD.” Welcome to the future—yours and ours.

SD Network operations center (NOC)

A Foundation of
Customer-Driven
Innovation

Satcom Direct was built on a
foundation of innovation inspired
by customer needs—discerned
by anticipating as well as listening and developing solutions
“sometimes before the customer
knows the problem exists,” says
Ken Bantoft, chief technology

officer. “That’s what innovation
means to us.”
That’s what led Jensen to
leave a position at an avionics
manufacturer two decades ago
to pursue a connectivity goal
whose value few recognized at
the time: creating the first service
that allowed callers to reach an
aircraft in flight without having to
know its location.
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Today Satcom Direct,
headquartered in Melbourne,
Florida, is a global company with
additional offices in the U.S.,
Australia, Brazil, Canada, Hong
Kong, Russia, South Africa, Switzerland, UAE, and the UK. That
first solution, Global One Number,
remains highly popular even
as Satcom Direct’s GlobalVT®
(voice and text) offers a much
more sophisticated technology,
joining a list of products and services that have constantly broken
the barriers to connectivity and
communication.
The streak continues with
Satcom Direct’s latest hardware
innovation: the SD WiFi Hub, a
platform that can serve as either
the all-in-one connectivity solution
for smaller-cabin business
aircraft, or as nodes expanding
capability and ensuring universal
access aboard executive airliners
equipped with a Satcom Direct
Router (SDRTM).
The SDR, released in 2013,
represents a milestone in its own
right for Satcom Direct, and for
onboard communication: it was
the company’s first foray into
designing and building its own
hardware, created to deliver the
best connectivity anywhere in
the world.
“The cabin has always been
the wild, wild West for connectivity configuration,” says Jensen,
“and nobody in aviation had built
a router.”
Satcom Direct did more than
build a router with the SDR; it
developed a business aviation
connectivity platform for the
future. At its most basic level, the
SDR allows anyone on the aircraft
to use smartphones and personal
devices to make and receive
calls, text, email, connect to the

Internet and stream data seamlessly anywhere in the world. The
SDR automatically selects the
right connection, continuously
monitors available bandwidth
and captures performance data
of the aircraft. With Satcom
Direct’s worldwide 3G/LTE
network, the SDR ensures the
aircraft is always well connected, enabling 3G service on the
ground for a cost-effective alternative wherever service is available. But the SDR also provides
the gateway to the full spectrum
of Satcom Direct’s value-added
services for the cabin.
The SD WiFi Hub is the newest
advance in this path, and like
the SDR, provides a conduit for
a data stream that’s about to
create a new level of connectivity in business aviation. It was
conceived when customers with
SDR-equipped Airbus Corporate
Jets and Boeing Business Jets—
which typically have connections to multiple communication
networks—wanted a stronger
signal throughout their cabins.
Multiple SDRs could have solved
the problem but were deemed
inelegant and overly costly. At
the same time, operators flying
midsize and smaller-cabin aircraft
that typically needed only one
connection path wanted a simple
connectivity platform without all
the functionality of the SDR and
with a smaller form factor. The SD
WiFi Hub meets all three needs,
elegantly and efficiently.
“It’s all about size and weight,”
says Bantoft. “We strove to
design a device that was as small
and light as physically possible,
while retaining similar capabilities
to the SD cabin platform.”
With a case milled from a solid
aluminum billet, the Hub boasts

a footprint smaller than 6”x6”x1”
and weighs just 1.6 pounds. More
than a wireless access point
(WAP), in standalone installations
the Hub, like the SDR, is not only
the gateway for all voice and data
communication on the aircraft,
but also enables full functionality
for Satcom Direct value-added
services, such as SD FlightLogsSM
and GlobalVT. Applications like
these illustrate another dimension
of Satcom Direct’s innovations.
SD FlightLogs, which auto-captures flight data and cycle
events in real time, is among
the newest of Satcom Direct’s
value-added services. FlightLogs
eliminates the need for manual
user input from flight crews and
the errors that manual entries
can create, providing flight-log
information throughout the flight.
SD’s premium datalink service–
FlightDeck Freedom® – powers
the auto capture of data for SD
FlightLogs. Plus, both the SDR
and the Hub can also extract operational data from the airplane:
telemetry and position data, fuel
indications, operational parameters and more. This capability
sets the stage for the next milestone in airborne connectivity—
the synchronization of aircraft and
flight department.

The new SD—
Solutions
Beyond Satellite
Communications

With industry-leading hardware
and operational-support offerings
complementing the company’s traditional communication
solutions, Satcom Direct has
clearly evolved beyond its roots.
“We’re no longer just a SATCOM
service provider,” says Hamilton.
The ground-based VHF datalink

MOBILE APPS
Satcom Direct’s array of some one dozen mobile apps provides
support for maintenance teams, flight-crew members, passengers
and flight-department personnel. “All these apps were developed
based on customer feedback,” says Scott Hamilton, chief strategy
officer. Depending on the application and its users, the app can
be designed to run on either iOS or Android platforms. Unity and
Unity Air, for example, enable maintenance troubleshooters to
connect to various SATCOM systems via a personalized selection
of terminal adapters for diagnostics and configuration information.
Meanwhile, the Get Satcom® and getORT+ apps enable them to
share remote sessions with SD’s support team for troubleshooting
and training. Says Hamilton, “We can come up with an app solution
for just about anything [operators are] having trouble with.”

DO YOU KNOW WHERE
YOUR DATA IS LANDING?
Last year SD introduced its SD GeoServices,
including GeoFencing, which enables customers to
establish boundary lines on maps that automatically
trigger alerts or notices for selected conditions. If
the aircraft is about to leave the coverage area of
a communication satellite network, for example,
GeoFencing enables the system to issue a
GeoNotification alert of the impending disruption.
Likewise, it can trigger an alert to the flight department
when the company aircraft draws within, say, 100 nm
of its base, so ground crews can be ready for its return.
Likewise, GeoFencing can issue an alert when onboard
communications are about to be transferred to a ground
network under the control of a state or agency that
may not respect the property or privacy rights of those
traveling through its airspace. (As an ancillary protection,
SD also offers encryption services that render data
opaque to all but those authorized to view it.)
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Satcom Direct World Headquarters in Melbourne, Florida

INNOVATION MILESTONES
Satcom Direct continually makes history with
its business-aviation firsts
1997

Global One Number—first direct-dial service
to aircraft

2009

AeroV—first VoIP service for business aviation

2007

FlightDeck Freedom—first premium datalink
service with custom messaging and email
capabilities to the flight deck

2012

Sky Shield—first Internet filtering service to block
unwanted data

2013

SDR—first onboard SATCOM/3G-enabled router

2014

Global One IP—first service to enable seamless
switching between airborne and ground networks
G.1901—first voice codec developed exclusively
for SATCOM calls
AeroIT—first IT certification for aviation

2015

GlobalVT—first service to enable use of personal
number and smartphone at any altitude, anywhere
in the world
FlightLogs—first automated flight log solution

2016

SD Private Network—global communications
framework secured and managed via the SD
Data Center
SD Pro—aircraft and flight department
synchronized via the first integration flight
operations management platform

services the company offered
for years through FlightDeck
Freedom® (FDF), and its role as
exclusive customer-service and
support provider for the soon-todebut SmartSky 4G air-to-ground
network, are just two examples of
its terrestrial-based capabilities.
When Satcom Direct introduced FlightDeck Freedom,
cockpit datalink was “black
arts voodoo,” available only on
airliners and in a non-customizable format, Bantoft notes. “We
said, ‘We can do it a lot better,’”
and the company proceeded
to develop custom messaging,
email for the cockpit and additional capabilities, notching another
Satcom Direct first. Meanwhile,
the meaning and implications of
connectivity have changed in parallel with the company’s evolution.
“When our customers make
a decision for connectivity today,
it’s much broader than SATCOM
services,” Hamilton says. “Now
connectivity leads to integration
among multiple functions, from
maintenance to billing to flight
tracking to managing connectivity, all in real time.” That’s bringing
SD and business aviation to its
next great connectivity milestone:
“We are driving toward a more
integrated solution to help flight
departments manage flight operations,” Hamilton says.
These continuing developments amount to not only a game
changer but a name changer.
“Our brand and our message
needed to evolve to better convey
who we are and what we do,”
Hamilton concludes. As a result,
Satcom Direct is undergoing a
brand evolution. The familiar blue
swooshes remain, but henceforth
Satcom Direct will be known as
“SD,” the shorthand for the com-
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pany that many customers have
been using affectionately for
years. The rebranding embodies
and illustrates SD’s evolution.
Like the company itself, the new
name helps keep communication simple.
“We’re all grown up,” says
Jensen. “We have our own global
private network, and our own
Data Center, purpose built for
business aviation.”
SD’s 25,000-sq-ft dedicated Data Center in Melbourne,
Florida, brings enterprise-level
security capabilities to airborne
data transmission. Built to Tier III
standards, the Data Center offers
co-location of clients’ servers
and infrastructure, virtualization,
and cloud hosting. All security
policies are in accordance with
SSAE 16 and FISMA recommendations, and the operation is
SSAE 16 SOC 1 type 2 compliant.
The facility maintains numerous
industry-specific compliance certifications as well, such as HIPAA,
FISMA, and PCI DSS.

The Right Stuff—
Amplifying Power
Through
Partnerships

SD’s history has been marked
by strategic partnerships as
much as by customer-inspired
innovation, and these complementary forces have amplified
the power of its proprietary
solutions. These alliances date
to the company’s roots, in its
distribution partnerships with
Inmarsat, Iridium, ViaSat and
other satellite-network operators. It continues today with the
relationships SD forges with aviation-services leaders to create
and deliver services only “best
of breed” providers can offer.

“You bring your game-type
mentality,” says Bantoft. “If
you’re on a team of A-level players, you want to work with other
A-level players, cherry-picking the
best to partner with.”
Adds Hamilton, “If customers
need a service that we don’t provide, and it doesn’t make sense
for us to develop it, we align with
a strong partner. That’s why we
partnered with Universal Weather
and Aviation,” he says, referring
to SD’s new alliance with Universal to provide SD customers with
trip-planning services. The collaboration integrates Universal’s
uvGO do-it-yourself mission-planning and management solution
with SD’s FlightDeck Freedom
datalink service, enabling users
to plan, build and manage all
aspects of a mission through one
simple interface. The portal has
also been redesigned to accommodate the way customers have
told SD that they manage their
missions.
FDF is already popular with
flight crews for its ability to
monitor cabin communications
and affirm that cabin voice and
Internet services are working
properly. Meanwhile, schedulers,
dispatchers and maintenance
personnel appreciate FDF’s
access to automated takeoff and
landing reports, email messages
to and from the aircraft, and the
ability to monitor aircraft position
at any time in association with SD
FlightTracker. With the Universal
partnership, FDF subscribers
receive seamless, bundled
datalink and flight-planning
services through a single contract
and invoice. Says Jensen, “This
collaboration perfectly fits our
mission of advancing the industry
by developing technologies

and bringing together the right
partners to deliver unmatched
capabilities.”
For additional flight-planning
and operational assistance, SD
has partnered with Schneider
Electric to provide the latest addition to its SD GeoServices—Route
Alerts—which offers automated,
location-specific forecasting and
alerting for turbulence, icing and
thunderstorms, using Schneider’s proprietary analytic tools.
The tools, accessible on smart
devices as well as in cockpits
worldwide, automatically provide
flight crews and planners with advance notice of possible weather
events en route.
SD’s ability to integrate
partner offerings, seamlessly
and successfully with its own,
can be seen in the results of
third-party customer-satisfaction
audits. One recent example: SD
tied for first-place honors among
cabin-electronics manufacturers
in AIN’s 2015 Product Support
Survey, even ranking first in
product support. Exceptional for
a company that has participated
in the hardware category for less
than three years.
SD’s partnerships and initiatives often serve not only customers but also the business aviation
community as a whole. SD
inaugurated, in partnership with
FlightSafety International, the
industry’s first certified SATCOM
connectivity training program.
That experience led SD last year
to introduce AeroIT, aviation’s
first information-technology (IT)
certification for aviation. Now
a part of FlightSafety’s training
catalogue, the four-day course,
which includes a proctored
exam administered by a third
party, is also provided at SD’s

headquarters. Thus far over 100
professionals have received
AeroIT certificates through the
program. The course is slated
be added as a qualifying component of FlightSafety’s Master
Avionics Technician program.

Ensuring Enhanced
Service and Total
Security Through
Custom-Designed
Solutions

SD’s long list of esteemed
industry partners notwithstanding, no relationship is stronger
than the company’s partnership
with customers, who serve as
the inspiration for its innovations.
SD ensures these advances
meet users’ needs by designing
the offerings as a foundation for
customized solutions, adapting
the capabilities and possibilities
to the requirements of each
customer. Admittedly, this can
present challenges to both SD
and prospective customers in
ensuring all potential solutions
and possible applications are understood and considered. “We’re
not just there to sell something,”
says Hamilton. “We’re trying to
help solve problems.”
To accomplish this goal, the
SD team meets with all stakeholders, establishing an open
dialogue, explaining available
options based on the customers’
aircraft and its equipment. “We
don’t just go to the director of aviation,” Hamilton says. “We get to
know the director of maintenance,
operations, the chief pilot, manager of the flight attendant crew,
schedulers and dispatchers, the
principals flying on the airplane—
anybody who might touch that
airplane at any given time.”
Some potential customers

“We’re not just here
to sell something.
We’re trying to solve
problems.”
– Scott Hamilton,
Chief Strategy Officer

SD FlightLogs eliminates the need
for manual user input from flight
crews and the errors that manual
entries can create, providing flightlog information throughout the flight.
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A HACK ATTACK AT 30,000 FEET
A router controls onboard access to Wi-Fi, but
unless secured, Wi-Fi networks in an aircraft are as
susceptible to compromise as public Wi-Fi on the
ground—such as in a hotel or coffee shop. Onboard
communication systems can be secured through a VPN
connection, but these require additional bandwidth,
and their logins require additional complexity, making
system administrators and users alike reluctant to
use them. Also, onboard Wi-Fi networks are often
not password protected, which makes them more
convenient to access but leaves them vulnerable
on the ground. Moreover, unsecured onboard
communications may be routed through systems over
which those onboard have no control, and which may
be subject to examination or other manipulation when
in the airspace or on the ground in the sovereign states
where those systems are located. “Even when you are
in your private jet at 30,000 feet,” says Bantoft, “unless
you have a secured network, your connectivity is
probably not as protected as when you’re in the office.”

PARTNERS FOR PROGRESS
SD Pro bundles SD’s leading technology modules along with best-in-class
third party services to provide a single point of access for flight planning,
connectivity monitoring, maintenance, scheduling and flight tracking.
Along with SD proprietary offerings, the platform benefits from SD’s
longstanding practice of collaborating with leading providers to offer
best-of-breed solutions.
Scheduler—Integrates with AircraftLogs and PFM, provides trip
information including trip legs and scheduled maintenance events, and
synchronized calendar and crew info.
Maintenance—Connects with Gulfstream CMP and Flightdocs,
tracks engine hours, cycles and times, and automatically feeds data on
maintenance due items that populate the system’s calendar view.
Flight Planning— Fully integrated with the Universal Weather Trip
Planning portal, this module provides easy access to enhanced tripplanning services through a web-based version of uvGO.

may not have considered the
possibility of automating various
functions, for example. “We can
present them scenarios: ‘What if
you had the capability to make
this better—for yourself, your passengers, your flight operations?’”
To keep customers up to
date, SD regularly hosts forums
for them at its headquarters,
demonstrating solutions under
development and stimulating
dialogue among participants to
help generate ideas. Additionally,
SD’s annual Connecting with
Customers conference (CwC)
—held each year at an exciting
location chosen to illustrate the
many places customers operate
their aircraft—allows SD and satellite networks, and other service
partners to provide an intensive
closed-door briefing and forum
on new developments exclusively for SD customers.
No suite of solutions in the
corporate world today is more
critical than security, yet the
executive aircraft has often been
the weak link in security protection. IT departments have been
reluctant to include corporate
aircraft in security programs, and
flight departments have been
eager to maintain the status quo.
But aircraft may be vulnerable
to a host of threats—from “spear
phishers” looking for open
Wi-Fi networks to access on
the ground to state-sponsored
efforts to pierce and locate
trade secrets or plans, and even
rogues seeking to embarrass
corporate entities and make
internal documents public.
In response, SD, which has
long offered custom network security solutions, maintains its own
25,000-sq-ft Data Center. The
facility offers not only the highest
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levels of information security and
compliance but also the highest
levels of flexibility in customizing a security solution for each
customer. Now business-aviation users have a clear path to
keeping communications and
data secure, wherever they travel
in the world.
“We call it the SD Private
Network,” says Jensen: “Private
jet, private company, private data
center, private network.” That’s
a security-chain connection that
a growing number of current
and prospective customers are
making. “We can help make your
aircraft compliant with your corporate IT security requirements,”
says Jensen. “Now it becomes a
true remote office.”
The SD Private Network is a
global communications framework secured and managed via
the SD Data Center. To ensure
its security, SD conducts routine
network penetration testing, daily
vulnerability assessments, and
real-time threat monitoring. Moreover, all SD customers using SD
products and services automatically benefit from the SD Private
Network’s enhanced security
protocol, which offers added protection and proactive monitoring.
And, with SD Custom Routing,
all airborne data traffic can be
delivered from the customer’s
connectivity provider directly to
its corporate network, bypassing
public routing and the Internet.

The Future Unveiled—
SD Pro: The Integrated
Flight-Operations
Platform

While its name change formalizes SD’s new identity, its latest
milestone offering defines what
that identity stands for and the

SD Pro interface shown above

company’s future direction: SD
Pro—a global, secure, real-time
platform that integrates and
automates management of a flight
department’s communication and
aircraft services. It brings together
SD value-added offerings and
third-party providers via a single
interface that is configurable to
meet the information needs of
every part of the flight department.
“We’ve been putting together
the pieces for the last few years,”
says Jensen. “Our goal has been
to synchronize the aircraft with
flight operation in real time, and
we’ve done that with SD Pro.”
“It’s an operating system, if
you will,” says Bantoft. “We’re
bringing the Internet of Things
onto aircraft.”
The SD Pro innovation reflects
the advances in business aircraft
themselves. “When you look at
Dassault’s 8X, the [Bombardier]
Global 7000 and 8000, Gulfstream G500 and G600, they’re
all IP [Internet Protocol] driven,”
Bantoft continues. “They’re all
talking, but nobody’s listening.
We’re going to enable the next
generation of communication onboard, in a secure fashion. We’ve
got equipment on aircraft that’s
listening, and we can send the
information wherever it’s needed.”
“Just having a lot of data is of
no value, but we understand how
to do something with it,” Bantoft
says. “At the end of the day, it’s
the customers’ data. We’re just
making it useful to them.”
Like other company innovations, SD Pro is customer driven.
“We have customers with multimillion-dollar assets trying to get the
best value from them and the best
experience for their passengers,
whether VIP owners or charter
customers,” says Jensen. “Now

we’re enabling that.”
SD Pro is an SD-hosted
interface that brings together
numerous services customers
are already using to track their
aircraft status and delivers them
via a powerful interface. It bundles
the best of SD technology with
third-party resources to meet the
varying needs of flight-department
members including the director of
aviation, director of maintenance,
maintenance technicians, schedulers, dispatchers and pilots. Each
can easily tailor the dashboard
view to show the must-have
information.
Thanks to SD’s open-architecture philosophy, users require no
special equipment for accessing
SD Pro. Customers simply select
and activate the SD Pro modules
most suitable for their needs.
Yet SD Pro delivers even
more functionality and effectiveness when combined with SD’s
premium FlightDeck Freedom
datalink service, and the Satcom
Direct Router (SDR). Both are
rich sources of data that enhance
SD Pro’s ability to provide an
accurate historical record for the
aircraft; and they will benefit other
services planned for the future
as well.
As SD continues to innovate and integrate, SD Pro will
deliver ever greater services and
benefits that will synchronize the
flight department and the aircraft,
globally, securely.
SD Pro can reduce operational costs and increase residual
values through its automatic
logging functionality. “Times and
cycles drive costs in our industry,
but there’s no standard for how
you track them,” Jensen notes.
SD’s studies of aircraft logs
have confirmed what operational

experts have long contended:
manual log entries err on the
side of adding more time on
airframes and engines than was
actually flown.
“Pilots do fuzzy math, and
round off every leg,” Jensen
continues, “and induced time
equals induced costs.” SD Pro’s
flight log capabilities capture flight
and engine times to the second,
automatically and without paper,
and even day versus night hours
are computed for local conditions,
ensuring accurate recordkeeping
and reduced crew workloads.
Some 100 aircraft are currently
using the service.
Over the long term, “If you
have automated flight logs, you
know your times and cycles
accurately, where it was flown,
the length of the runway, whether
it was flown in corrosive environments, and other key operational
factors, and that brings value to an
aircraft,” Jensen says. “It’s like the
Carfax concept.”
Even as SD continues
to blaze new pathways and
introduce ground-breaking
solutions, its advances remain
true to the company’s roots
and traditions: “At the end of
the day, it’s about supporting
the customer,” says Jensen.
“We lead, we don’t follow.” n

“Private jet, private
company, private
data center, private
network.”
– Jim Jensen, CEO

SD Pro Dashboard
Modules
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ductivity
Synchronize your flight department with your aircraft, in real-time

SD Pro is the integrated flight operations management platform. It
brings together the critical information your flight department needs
into a dynamic interface that is easy to use. SD Pro harnesses the power
of Satcom Direct technology and third party integration partners to
deliver flight planning, scheduling, flight tracking, flight data, connectivity
monitoring, maintenance tracking, and more, all via a single access point.
One portal. Multiple functions. Complete information. SD Pro.
SM

®

SD PRO PLATFORM PROVIDERS

Visit EBACE booth S115 to demo SD Pro. Let’s fly.
satcomdirect.com/sdpro | +1 321.777.3000 | +44 1252.554460 | sdpro@satcomdirect.com

Williams FJ44 on Pilatus PC-24

502XP, which capitalizes on
the engine’s dual-port exhaust
system. The twin-port design
gives an airframer more flexibility in the engine installation,
according to Nicholas Kanellias, P&WC’s general manager
for general aviation. The aircraft
was certified in March.
“We are going to develop
Fadec in the next few years,”
Kanellias told AIN. No PT6A
has been equipped with Fadec
yet, although EEC is available.
Some versions, such as those
that power the TBM 900/930,
have single-lever control. “In
Fadecs, we have a lot of experience on turbofans and we
are tailoring it to turboprops,”
Kanellias said.
VLJs and Light Jets

No major engine development is expected in the very light
jet segment. “For the PW600,
the market is quite soft,” said
Michael Perodeau, PWC’s v-p
for marketing in corporate aviation and military programs. So
for the next two years the company plans only improvements
to the 950- to 1,780-poundthrust engine line. “We are looking at injecting improvements
for performance, reliability or
convenience features for the
operator,” Perodeau said, without offering specifics.
The 1,800-pound-thrust Williams FJ33-5 is slated to power
two single-engine jets. It will be
certified soon in support of Cirrus SF50 deliveries beginning
this summer, according to Williams. The first flight-test FJ335A has been delivered to Flaris
to support a first flight of the
LAR 01 in the coming months.
In the light jet segment, Williams International is busy with
four new engine variants. Flighttesting of the 3,435-pound-thrust
FJ44-4A-QPM on the Pilatus
PC-24 is progressing well, a company spokesman told AIN. The
company expects engine certification “in time to support production next year.” Williams has not
revealed details about the “quiet
power mode,” which allows the
core of the engine to be used
as “a quiet, efficient, less costly
alternative to a traditional APU.”
Also on the PC-24, Williams’s
Exact passive thrust vectoring

Could Pratt have offered
Dassault a replacement
engine for the Falcon 5X?
Pratt & Whitney Canada’s Michael
Perodeau, v-p for marketing in corporate
aviation and military programs, would not
answer the question directly but gave some
background on how long it takes to develop
an engine. If the engine manufacturer
develops a new version of an existing
engine (such as the PW800), “it is a function
of the amount of change that is required,”
he said. “Derivative, that’s easy to say; but
integration is quite an endeavor,” he added.
It typically takes two to four years to
develop a new version of an existing
engine, according to Perodeau.
–T.D.

technology will change the
thrust vector as a function of
engine operating conditions.
For the SyberJet SJ30x, the
3,999-pound-thrust-class FJ443AP-25 is a de-rated version of
the FJ44-3AP. It will use dualchannel Fadec, “which is a significant improvement over the
single-channel control used on
the FJ44-2As in the original
SJ30,” the spokesman said.
The 2,095-pound-thrust GEHonda HF120 is one of the
newest engines in service on a
light jet. Honda delivered the
first HondaJet in December.
The aircraft is in service in the
U.S. and Europe. GE Aviation
itself bought two HondaJets,
which will be delivered next
year. “We’ve identified 45 GE
Aviation facilities in the U.S.
that are prime candidates for
quick passenger flights in and
out throughout a day,” GE’s
Mottier said.
P&WC, which offers the
2,900- to 4,500-pound-thrust
PW500 series for the light jet
segment, sees the next major
improvements as “a few years
out,” although the light jet
market is stronger than that
for very light jets, according to
Perodeau. The latest versions
are the PW535 for the Embraer
Phenom 300 and the PW545 for
the Cessna Citation XLS+.
In midsize jets, the
5,760-pound-thrust PW306D1
has now been in service on the
Citation Latitude for more than
a year. Perodeau told AIN its
in-service performance is “very
good” but did not provide a figure for dispatch reliability. The
PW306D1 has one of Pratt &
Whitney Canada’s highest production rates, as Textron is following a steep ramp-up, he added.
Honeywell’s HTF7000 is now
in service on the Challenger 350,
G280 and, most recently, the

CO2 Soon Part of Regulated Emissions
Gas and smoke emission limits are becoming stricter, and CO2
is a major addition to the existing set of standards. This will be a
further incentive for engine makers to make their products more
fuel-efficient.
In 2019, the “smoke number”
requirement may be replaced
with a new non-volatile particulate matter (nvPM) emission
standard. It will characterize the
mass and number of nvPM, Guy
Readman, head of the EASA’s
environment department, told
AIN. Both characteristics are believed to be much more relevant
to health effects.
The most recent production
cutoff relating to nitrous oxides
(NOx) came into force in 2013,
thus making the CAEP/6 standard mandatory for every inproduction engine. CAEP/8 has
been effective since January
2014 for new designs, squeezing the NOx emission cap by
another 15 percent. However, ICAO’s gaseous emissions
standards apply from a threshold of 6,000 pounds of thrust, a
floor that excludes the smallest
business jet engines, Readman
acknowledged.
Volume 3 of Annex 16 in
ICAO’s standards will address
CO2 emissions. (Volume 1 covers noise and Volume 2 covers
NOx, CO, smoke and unburned
hydrocarbon emissions.) “Volume 3 took six years of work
and was agreed by CAEP in
February,” said Steve Arrowsmith, an EASA environmental
protection expert who participated in the work. Volume 3
is now going through ICAO’s
adoption process. It will be
applicable to jets weighing
more than 12,500 pounds and

turboprops weighing more than
19,000 pounds.
Volume 3 will enter into force
for new fixed-wing aircraft types
in January 2020. Business aircraft should rather plan on January 2023, the deadline for
aircraft with an mtow lower than
132,000 pounds and capacity for
19 or fewer passengers.
Volume 3 applies to inproduction aircraft types as well,
in two phases. From January
2023 the CO2 standard will apply
for some changes to an already
approved design. In January 2028
a production cutoff will apply.

Greener Future
ICAO’s metric system to compare fuel efficiency is focused
on cruise characteristics. Different regulatory limits have been
agreed on for new types and inproduction types. “ICAO takes
into account the views of manufacturers, airline operators, airport operators, NGOs and so on,”
said Angus Abrams, EASA’s project certification manager for
propulsion. ICAO’s environmental committee consists of 25
member states.
Honeywell is using demonstrators to make future engines
more fuel efficient and lighter.
The company is currently studying a blisk fan concept. “It is running on a rig,” said Mike Bevans,
Honeywell’s senior director of
technical sales for business and
general aviation.
In addition, Honeywell has an
HTF7000 it uses as a technology demonstrator. “We are running
a series of technologies,” Bevans said. The company is testing
a centrifugal compressor to improve power density. The impeller will be made of titanium for

weight reduction. Acknowledging
that temperature limitations are
a drawback of titanium, the company has set its sights on finding
a solution “ to make it survive at
T3, the exit air temperature of the
compressor,” Bevans hinted. To
further reduce weight, the company is considering using composites, including ceramic-matrix.
In the turbine, blade tip clearance is being tightened. “We are
trying to optimize our bleed-air
usage, as bleed for ice protection
is parasitic from a fuel-efficiency standpoint,” Bevans added.
A more-electric system architecture would therefore be beneficial, but the OEMs have been
embracing the technology more
slowly than expected. “Years
ago, I would have thought we
would be there now, but the
OEMs have pushed that back,”
Bevans said. He suggested the
more-electric concept does not
pay off for short missions. The
average business aviation flight
lasts 2.1 hours. “But it is certainly on the horizon for bizav,” he said.
While reducing specific fuel
consumption is important, it
is only one element of environmental improvement, said
Michael Perodeau, Pratt &
Whitney Canada’s v-p for marketing in corporate aviation and
military programs. Rather, going green means examining the
engine’s entire lifecycle. “We
have eliminated materials of
concern such as cadmium plating, hexavalent chromium and
lead; most of our materials can
be recycled,” he said. In addition, the company is reducing
the use of volatile organic compounds in its factories. Testing
of a production engine is minimized to cut fuel burn. 
–T.D.

Continues on next page u
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Legacy 500 and Legacy 450. A
new member of the 7,000-poundthrust-class HTF7000 series is in
development for a super-midsize.
The HTF7700L will power the
Citation Longitude. The engine
has flown on Honeywell’s Boeing
757 testbed. “It does not involve
a great deal of new technology
because time to market is Cessna’s main criterion,” said Mike
Bevans, Honeywell’s senior director of technical sales for business
and general aviation. “It already
meets the fuel burn requirement
and is about reliability from day
one,” he went on. The engine
maker describes the model as a
combination of “good bits” from
various engines.
A new evolution of the General Electric CF34-3B, the
9,220-pound-thrust CF34-3B
MTO is now in service on the
Challenger 650. It has 5 percent
more takeoff thrust than the
CF34-3B on the Challenger 605.
The additional thrust is pilotselectable via a newly introduced
performance thrust setting.
For the large-cabin segment,
the next major engine selection
to be announced is for the Citation Hemisphere. A likely contender is Snecma’s 10,000- to
12,000-pound-thrust Silvercrest,
which was to power the Longitude before Cessna changed
the contours of the project. Another possibility is the

PW814GA on G500

PW800. Honeywell has no candidate engine for the Hemisphere.
“It will presumably be above our
thrust class, the upper limit being
9,000 pounds,” Bevans said.
Meanwhile, Snecma parent
Safran says that it is making
progress with efforts to redesign
the version of the Silvercrest for
the Falcon 5X twinjet, for which
anticipated type certification has
had to be pushed back by almost
two years. Snecma says it has
identified solutions to the technical problems that the engine
has suffered and indicated that
it should be ready to start testing new hardware by the middle
of this year.
“We are producing parts just
to verify that our understanding
[of the problem] was good and
we have a solution,” Safran CEO
Philippe Petitcolon told investors
during an April 26 conference
call. He noted that the engine has
undergone 4,000 hours of testing,
and that 500 of those hours were
accumulated on 100 flights aboard
a Gulfstream II testbed. “The first
[redesigned] engine will be on the
test bench before year-end and we
expect, as we said a few months
ago, certification of the engine at
the beginning of 2018.”
Pratt & Whitney Canada
has received Transport Canada
and, in April, EASA certification for the 6,725-pound-thrust
PW307D that powers the Falcon
8X trijet. The engine program is
GE Passport

Honeywell HTF7000

PW1100G
proceeding smoothly, according
to Perodeau. “We are supporting
the aircraft’s flight-tests and it is
a nice beginning for the engine
program,” he said.
Similarly, the company is
supporting Gulfstream’s effort
toward G500/G600 certification. The 15,144-pound-thrust
PW814GA and 15,680-poundthrust PW815GA engines
received Transport Canada
approval last year. The PW800
has flown on four Gulfstream
aircraft, in addition to Pratt &
Whitney Canada’s flying testbed, said Scott McElvaine, senior
director for PW800 marketing
and customer support. The company promises 10 percent better
fuel efficiency than the previous
generation of engines in the same
thrust class offered.
“We have strived to offer bestin-class maintainability,” McElvaine added. With predicted
dispatch reliability of 99.99
percent, the PW800 will require
40 percent less scheduled maintenance and 20 percent fewer
inspections than other engines in
its class, according to its maker.
P&WC says the time on wing
will be superior to that of any
other engine of its kind, with the
first shop visit targeted at 10,000
hours or beyond.
Large-aircraft Engines

Closing in on certification is
GE’s Passport program. “Passport progress is significant; we
have completed all the FAA testing and now we are finishing the
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final reports,” Mottier said. As
of April, the 16,500-poundthrust engine had accumulated
2,400 hours and 2,800 cycles
in testing. When speaking to
AIN, Mottier expressed hope
that GE will have received certification for the engine by last
month’s EBACE or next month’s
Farnborough International.
The engine has met or
exceeded performance requirements, Mottier noted. GE is
supporting Bombardier on the
delayed Global 7000 and Global
8000 programs, getting suppliers
prepared. “We will assemble the
full engine in Strother, Kansas,”
Mottier said. GE is also developing support packages.
For bizliners, a new generation of engines will appear in
2018, when the first Airbus ACJneo is delivered. Boeing will follow suit with the BBJ Max. Both
aircraft are based on upgraded
versions of single-aisle airliners.
The main benefit, for the operator, is expected to be significantly reduced fuel burn.
The CFM Leap engine is available on both aircraft. Developed
for the Boeing 737 Max, the Leap1B (23,000 to 28,000 pounds
thrust) received dual certification (FAA and EASA) on May
4. The Leap-1A (24,500 to 32,900
pounds thrust), dedicated to the
Airbus A320neo, was certified last
year. For both, CFM promises a
15-percent cut in fuel burn.
The percentage is the
same for the 24,000- to
33,000-pound-thrust Pratt &

Whitney PW1100G-JM, the
other option on the A320neo.
It was certified in 2014. Noteworthy on the PW1100G-JM
is its geared turbofan. While
well known in business aviation (if one considers the fleet
of TFE731s), a geared turbofan
is new in commercial aviation at
this thrust level. An advantage
is a 15-dB margin for Stage 4
noise regulations.
Other benefits, for both the
CFM Leap and the Pratt &
Whitney PW1100G-JM, include
lower polluting emissions, such
as a 50-percent margin from the
CAEP/6 NOx limit.
Rolls-Royce provided no specific information about new
engine developments, declining
to confirm, for instance, whether
or not it has a candidate engine for
the Citation Hemisphere. It also
didn’t respond to questioning as
to whether its RR500 turboprop
has yet found an application.
According to Rolls-Royce,
two thirds of the approximately
$1.8 billion it invests in business aviation engine technology is aimed at improving the
environmental performance of
its products. The Advance and
UltraFan technology demonstrators, which promise 20- and
25-percent reductions in fuel
burn and carbon dioxide emissions, respectively, for airliner
engine developments, will be
applied to future business aviation engines, according to RollsRoyce sales and marketing vice
president Stephen Friedrich. o

rolls-royce.com

Still powering
aerospace innovation.

Trusted to deliver excellence.

NRC develops two systems
to detect airframe, engine ice
by Rob Finfrock
Airframe and engine icing remain
of significant concern for turbine aircraft operators, with a pair of high-profile airline accidents over the past decade
highlighting the potentially deadly consequences of icing encounters. With these
issues in mind, the National Research
Council of Canada (NRC) has collaborated with the commercial aviation industry to develop two minimally intrusive
and cost-effective devices aimed at mitigating the risk of icing encounters.
Developed concurrently over the past
four years, the ultrasound ice accretion sensor and particle ice probe are
designed to be installed separately, or as
part of a comprehensive icing-detection

NRC’s Dan Fuleki demonstrates the small size of the
ultrasound ice accretion sensor.

package, to address what the NRC considers to be “an industry-wide gap” in
the arsenal against icing.
Both systems came about from the
NRC’s Rair (reducing aviation icing risk)
research program, which is an offshoot
of the Haic (high-altitude ice crystal)
project launched by Airbus in 2012. The
NRC is one of 34 partners participating
in Haic, which is funded by the EC.
The particle ice probe detects ice
crystals by measuring changes in the
electrical characteristics of the surrounding air. The small, lightweight
device is designed to be flush-mounted
to any aircraft or engine inlet surface,
with no measurable effect on fuel consumption or aerodynamics. The device
draws about the same amount of power
as a cellphone charger.
“We’ve worked on this basic technology for the better part of a decade for
other aerospace applications, most notably debris detection in oil,” Dan Fuleki,
NRC icing group project manager, told
AIN. “We identified the value of detecting ice particles through our R&D and
customer testing, and then developed the

necessary sensor algorithms to coincide
with a dedicated icing index.”
The probe has been exposed to 750
hours of ice-crystal altitude tunnel testing, and 140 hours of flight time with
four flight campaigns on NRC and Airbus research aircraft. NRC’s testing protocol subjected the device to conditions
at the mid-latitudes around Ottawa and
at equatorial latitudes, at altitudes above
40,000 feet.
Although intended for use at the
higher flight levels, the particle ice probe
can detect icing in nearly any operating
environment. “Testing indicates that altitude actually doesn’t have much effect,”
added NRC research officer Craig Davison. “The sensor measures icing particles
passing around it, so what matters is how
quickly the sensor is moving.”
A similar goal also drove development of the ultrasound ice accretion
sensor, which sends out acoustic signals
to measure potential icing conditions
inside an aircraft’s engine. The credit
card-sized sensor detects the buildup
of ice particles from airflow passing
through the engine, as well as “classical” icing formed by super-cooled liquid
water on engine surfaces.
Use of acoustic waves allows the sensor to be mounted anywhere near the
engine, away from the intake and airflow. “The methodology behind both
technologies is fundamentally similar, to
be unobtrusive and easy to install, with
the primary difference involving sensor
design,” Fuleki noted. “In both cases, we
needed to maximize the signal available
while minimizing sensor ‘noise.’”
With development work on both systems largely complete, the NRC’s next
step is to find manufacturers to support and implement the technologies.
Although development has focused on
the airline side, both systems offer readily
apparent benefits to general aviation and
business aviation users.
That brings up the question of cost.
“Our rough idea throughout development
is that wide-scale equipage wouldn’t happen at $1 million,” Davison added, “and
that was part of our engineering considerations. The industry has vetted these
technologies throughout the process, and
I think they would have told us if these
systems appeared to be cost-prohibitive.”
Fuleki added that the NRC is “nearing the threshold for commercialization” for both systems. “We don’t expect
implementation of either system to
present any more complexity than other
sensors on an aircraft.”
o
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First-quarter shipments
uContinued from page 6

emerging markets compared to jets.
With places like Latin/South America
and other resource-rich areas feeling
the commodities price pinch, this will
translate into lower worldwide turboprop demand.”
Foley is more bullish on the piston
market. Piston airplane deliveries were
mostly flat year-over-year, down by two
aircraft to 191. But he believes a stronger
U.S. market could provide a small boost
to deliveries. “Even though GAMA indicates a 1-percent drop in the first quarter, it’s conceivable that the relatively
healthy U.S. economy (where most sales
occur) and some bulk orders from flight
schools could drive a 5-percent improvement by year-end,” he said.
As for rotorcraft, the industry shipped
163 piston and turbine helicopters in the
first three months, compared with 201 in
last year’s first quarter. Piston shipments
were flat in the first quarter and turbine

shipments were down 27 percent. This
plunge in turbine shipments led to a corresponding drop in billings to $600 million from $800 million.
“What’s concerning is that most of
the weakness is in the high-end rotorcraft used by oil and gas, which account
for the most industry value,” Foley said.
“With offshore gas and petroleum service operators struggling, including the
recent bankruptcy filing and proposed
fleet reduction of CHC, we’re moving
into uncharted territory that will be
particularly painful for helicopter lessors and manufacturers and could take
years to unwind.”
But Bunce remains optimistic about
the underlying strength of the industry
overall. “Despite these headwinds, our
industry continues to invest in research,
development and certification of more
efficient and safe products,” he said.
“Therefore, actions taken by elected officials to stimulate R&D and improve
regulator efficiency have a far-reaching
impact on the economy.” 
o

Turbine Commercial Helicopters
Worldwide Deliveries 1Q /2016 vs.1Q /2016
Mfr./Model

2016

2015

2

1

% Chg.

Airbus Helicopters
H120
AS350B2

0

1

H125

13

13

H130

14

11

AS355NP

0

0

H135

3

2

H145

8

10

AS365N3+

1

2

H155

0

1

H175

0

0

H215

0

0

H225

1

3

Total

42

44

-4.5%

Bell
206L-4

3

2

407

1

26

407GXP

15

0

429

6

7

412EPI

2

0

Total

27

35

-22.8%

1

1

0%

AW119Ke/Kx

1

4

AW109Power

0

0

GrandNew

2

2

AW139

6

13

AW169

4

0

AW189

0

3

SW4

1

0

W3

0

0

Total

14

22

-36.3%

11

29

-62%

S-76

3

0

S-92

2

5

Total

5

5

0%

100

136

-26.5%

Enstrom
480B
Finmeccanica Helicopters

Robinson
R66
Sikorsky

Grand Total Helicopters
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by Kim Rosenlof

Is the industry ‘declining in relevance’
or embracing new market niches?
“Broadly speaking across the marketplace, we as
insurers have actually been declining in relevance.” That
was the opening salvo from XL Group CEO Michael
McGavick, as part of his “state of the industry” presentation at last month’s Aviation Insurance Association
(AIA) Conference in Miami, Fla. According to several
speakers at the conference, the aviation insurance industry continues to be plagued with high competition, low
premium revenues, rising claims costs and a continuously
changing risk management landscape. While the words
“irrelevant,” “unprofitable” and “unsustainable” were
bandied about, there were also positive messages, especially around the blossoming commercial UAS market.
McGavick defended his somewhat tongue-in-cheek
comment about decreasing relevance by pointing out
that while the insurance industry is “superb at insuring physical things,” nowadays there are fewer physical
items to insure. “If you look at what’s making the
world more valuable these days, it isn’t necessarily physical things,” said McGavick,
citing the time functions on cellphones,
which are driving down sales of wristMichael McGavick
watches. “Much of the world’s economy
has shifted to intangible assets, such as
software code, ideas and reputations. We
as insurers have had a tough time with that
transition.” Self-insurance is also dimming the
industry’s relevance as many corporations forgo traditional insurance in favor of keeping funds–and their corporate best practices–to themselves.
To remain relevant, the insurance industry must “race
ahead and match the rate of change that our clients are
experiencing and be relevant to the things that create
value to them today,” said McGavick. As an example,
he explained that XL Caitlin is “now partnered with
the largest artificial intelligence transportation organization in the world, trying to figure out the new liability theories that will allow this technology to come
forward. Because we know that if the liability theory
doesn’t move, the whole technology could be sitting on
the sidelines instead of being used by mankind.”
McGavick listed five factors currently driving the
insurance sector: clients facing greater global exposure;
data mined with new analytic tools; consolidation in the
broker community; pension funds providing alternative
capital sources for re-insurance; and regulation making
capital more inefficient to use. He says these five drivers,

combined with low premium rates, point to future consolidation in the industry.
“This is a really difficult time in the pricing
cycle,” McGavick said. “The rates currently
being charged for risk are not sustainable.
In this environment, the only way to grow
is consolidation.”
Michael Peterson
While the macro view of the industry
may be that of an industry struggling to
stay relevant, for business aircraft owners
and operators the insurance broker is far from
irrelevant. Maintaining a close relationship with
your insurance broker can be a good source of information on industry best practices that can help lower
rates and losses.
“The [insurance] broker’s role is to help
the helicopter community,” said Larry
Mattiello, director of aviation for Aviation Specialty Underwriters in Addison,
Texas. “The broker has been recognized
by the FAA, NTSB, HAI [Helicopter
Association International], and IHST
[International Helicopter Safety Team]
as the resource who is closer to the helicopter end user than any other person or
entity in our society.”
Mattiello emphasized the importance of ensuring that the broker knows the type and value of all equipment that could be attached to the aircraft and the cost
of installing any permanent equipment. For example,
specialized mission-specific interiors for EMS aircraft
significantly add to the value of the aircraft, and
the installation and equipment costs should
be factored in when the broker goes to
the underwriter for the coverage and the
quote. Failing to do so may result in an
underinsured aircraft that can leave the
operator financially short in the event of
a loss. Helicopter operators in particular
need to be sure that external equipment
such as cameras are covered, possibly in
an addendum.
“Hull insurance typically covers just the
aircraft itself,” said Mattiello. “If you have a tenpercent deductible on a helicopter used in the motion picture industry, and you have a $500,000 camera attached
that’s owned by someone else, that camera may become a
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self-insured item that nobody is going to be happy about
[if there is a loss]. Someone must pay for that camera,
and it’s usually going to be the operator.”

Claims Issues:
Limits Too High or Not High Enough?
It’s not just aircraft that are often underinsured. During a panel discussion titled “Current issues in aviation claims resolution,” Michael McGrory,
partner in SmithAmundsen’s Aerospace
group in Chicago, described a common
problem with claims involving automobiles damaging aircraft when driving
up to the airplane at a general aviation
airport. “Some drivers are not familiar
with parts of the airplane that might be
close to the ground, and collisions often
ensue. The auto carrier often doesn’t have
nearly enough limit to pay for damage to the
business jet. This [should be] a simple liability;
you ran into a fixed object. But try to get them to settle when the general insurance adjusters find out how
much it costs for an engine cowl. They just don’t believe
it. So litigation goes on. It’s unfortunate because usually these claims should be settled quickly but very often
they’re not.”
Overinsured aircraft can also create difficult claims.
According to Michael Peterson, senior vice president
and national director of claims at Willis Aerospace
Americas, the underwriter’s desire to repair the aircraft
rather than pay out the agreed value can lead to problems. “The initial reaction of the insurers is that they’re
looking at paying out a lot of money, so they look for
ways to repair the aircraft,” Peterson said. “And it can
get challenging dealing with their expert in this area
versus experts hired by the policy holder. A lot of these
aircraft are subject to financial arrangements that essentially require the policy holder to insure the aircraft for
more than market value. So there’s a legitimate basis
for it, but from the claims side it’s a big challenge.”
One area where some aircraft operators and
other airport tenants may find themselves
underinsured is in environmental insurance. According to Edwin Baez, vice presLarry Mattiello
ident of Berkley Specialty Underwriting
Managers Environmental division, the
exceedingly high cost of environmental
cleanup and remediation has prompted many
airports to add environmental insurance stipulations to contractual agreements.
“We’re seeing more requirements for purchasing environmental insurance even for something like a hangar,

which most people would see as low
risk,” Baez said. “If you set foot on
an airport, you’ll need to carry environmental insurance…and name [the
airport] as additional insured. That’s
becoming commonplace.”
Baez cited several aviation activities
with environmental exposures, including
fueling, de-icing, aerial chemical application, aircraft repair and painting, part manufacturing, and fuel transportation and storage. Fuel
storage tanks–both above ground and subterranean–
can incur significant environmental costs in the event
of an accidental release.
“Cleanup and remediation of underground storage
tanks can cost up to $1 million per tank,” said Baez.
“If you’re in a difficult state like California, Florida or
Texas, and you contaminate drinking wells, it could go
way beyond $1 million.”
Baez said that most airport owner and operator general liability policies include broad pollution exclusions, which is why separate environmental
insurance is required. FBOs typically need
three types of liability coverage: sitespecific pollution, contractor’s polluEdwin Baez
tion liability and coverage for tankage,
including financial responsibility. These
cover first-party losses for onsite and offsite
cleanup, third-party claims of bodily injury
and property damage, emergency response costs,
business interruption costs and more. Because aviation
doesn’t have the best track record and some environmental insurance carriers are still intimidated by aviation operations, many entities are requiring the purchase
of environmental insurance in performance contracts,
lease agreements and in financial real estate transactions, mergers and acquisitions.
Corporations that own aircraft should review their
liability policies to ensure that the corporation and all
pertinent individuals are named insureds. According
to Jonathan Morse of The Morse Law Group,
the language used in various policies can differ, and can actually result in the corporation not being covered at all.
Jonathan Morse
“Different insurers will have different language in the policy,” Morse said.
“Read the policy to find out if the individual is covered as well as the corporation,
and whether the corporation is really covered at
all. Suggested language for corporate-insured aircraft
should name the insured as: ‘[name of the corporation
or LLC] and all of its officers, directors, shareholders,
members and employees, past and present.’”

FAA Enforcement Actions
and Compliance Philosophy
In an effort to improve aviation safety through the
open sharing of apparent violations and a collaborative
approach to solving problems, the FAA encourages airmen and other certificate holders to disclose voluntarily
any regulation violations they have incurred through the
Voluntary Disclosure Report Program (VDRP) or Aviation Safety Action Program (ASAP), depending on
the certificate and the FAR Part under which they are
operating. But attorney Paul Lange warned that while
participating in one of the federal voluntary disclosure
programs after a known regulation violation can help
certificate holders avoid hefty penalties and enhance
safety, there may be severe unintended enforcement and
litigation-related consequences.

“They ask what regulation you have violated. They ask you in a variety of ways
what you did wrong. That’s a plaintiff’s lawyer’s dream.” Paul Lange, attorney
Paul Lange
“The FAA is seemingly unaware that
there are other things out there like civil litigation,” Lange said. “It [says] that you are protected under Part 193 because it thinks the world is
limited to FAA enforcement.”
Lange said that certificate holders–who have as little as 24 hours to report a violation after it occurs to be
given the full protection of either program–must be
careful about the admissions they make. Not
only can the FAA revoke protection under
certain circumstances, but the information
gathered through these programs can be
used by other federal or state agencies
or by plaintiff ’s legal counsel. The
VDRP, for example, requires at
least oral notification of violation within 24 hours, written notification through the
web-based system within 72
hours, and a full report within 10
days that describes the apparent violation, immediate action taken and that the
non-compliance has ceased.
“That sounds like an awful lot of admissions to me,” Lange said. “They ask what
regulation you have violated. They ask you in a
variety of ways what you did wrong. That’s a plaintiff’s
lawyer’s dream.” Lange noted that while the FAA may
extend the time to file the written report past the 10
days, you’ll need to provide reasons why the extension
is needed and those “admissions tend to be harmful.”
Participating in voluntary disclosure programs has
become expected (or a standard of care in legalese),
and not using one can be used against the certificate
holder or his company in tort litigation. But on the positive side, Safety Management Systems (SMS) have
also become a standard of care, and companies that implement SMS, especially if they
are not required to, are seen during litigation to be demonstrating a higher regard
for safe practices.
“If you use the FAA’s own definition
of the SMS components, it establishes
senior management’s commitment to
continually improve safety,” said Lange.
“The safety promotion portion talks about
other actions to create a positive safety culture. This is not a bad thing to have in front of
a tort jury, or when arguing to an FAA lawyer on an
enforcement case. When you’ve got an SMS in
place, you can argue that you have management commitment to continually improve
safety and create a positive safety culture,
notwithstanding what may or may not
have gone wrong.”
Beyond implementing and updating an SMS, companies can avoid
FAA enforcement actions by measuring
accountability against policies and procedures, recognizing risk factors and using
periodic third-party audits. But it also helps
if you don’t advertise violations of the Federal
Aviation Regulations on your website, which is largely
how SkyPan International incurred a $1.9 million penalty for unauthorized unmanned aerial systems flights
in New York and Chicago class B airspace.
While SkyPan’s initial response to the FAA says
that the company “has been conducting aerial photography…for 27 years in full compliance with published FAA regulations,” the FAA used images from

the company’s website and documentation subpoenaed from SkyPan’s insurance company to determine
that 65 unauthorized UAS flights occurred between
March 2012 and December 2014, and 43 flights were
in restricted New York class B airspace without ATC
permission. Because SkyPan purchased insurance on a
per-flight basis, its insurance carrier had detailed information about each flight, including the date and
location flown.
“The basic takeaway to consider,” said
Donald Mark of Minnesota law firm
Fafinski Mark and Johnson during his
Donald Mark
discussion of the FAA v SkyPan International case, “Is that there’s no indication
that anybody at the FAA caught SkyPan in
the act. All of these illegal flights had been previously recorded, and the information was gathered under subpoena from either Skypan directly or the
insurance carrier that had referenced all of the flights
flown. So it’s interesting that the FAA is able to recreate
violations even if you’re not caught in the act.”
FAA Administrator Michael Huerta chose not to comment on the SkyPan case during a Q&A session after his
remarks addressing the AIA conference, but he responded
to a question about the “disconnect between FAA senior
management and the FSDOs (Flight Standards District
Office)” regarding the FAA’s new “compliance philosophy” as spelled out in FAA Order 8000.373 effective June
26, 2015.
“It’s very much a work in progress,” said Huerta,
referring to applying the new philosophy. “Different
FSDOs, CMOs [certificate management office], and
MIDOs [manufacturing inspection district office], are
at different places. The principal concern from an ASI
[aviation safety inspector] or regional counselor is that if
we are asking them to exercise judgment, which is effectively what the compliance philosophy is all about, what
if they get it wrong? They want to be assured that the
agency will stand behind whatever decision they make.”
Huerta indicated that some ASIs are having difficulty
switching from an enforcement stance to a collaborative
mindset focused on helping the industry achieve compliance. “This is an important cultural change because you’re
taking a world that was black and white, and you’re turning it into interpreting different shades of gray. And that is
much harder for people to work through. I feel good about
the progress we’re making. I don’t believe you flip a
switch and suddenly everyone will change overnight, but it’s something we’re committed to
and we’re tackling it one on one with conversations with employees.”
Michael Huerta
Huerta also commented on the
upcoming FAA Reauthorization bills
making their way through the U.S. House
of Representatives and the U.S. Senate, stating that the agency would like two things from
the final bill: flexibility and stability. “There are a lot
of things that get in the way of our ability to allocate resources or redefine business processes,” said
Huerta. “We’d like to have more flexibility to set
priorities. The second thing is stability. During my
tenure at the agency, we have been through 25 shortterm extensions, two shutdowns and a sequester. That
wouldn’t meet anyone’s definition of stability. So what
Continues on next page u
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we would really like to have is a long-term authorization that would give us the stability to carry out the
work that we’re supposed to do.”

UAS Operations Present
Both Risk and Opportunity
While the booming unmanned aircraft system (UAS)
population had already gained the aviation insurance
industry’s attention a few years ago, UAS and the impact
on risk management was a hot topic at this year’s AIA
conference. The sheer numbers of UAS being sold
represent both risk and opportunity. The FAA
estimates approximately 2.5 million UAS will
be sold this year. Of these, approximately
James Van Meter
600,000 will be for commercial use;, with
the remainder flown by hobbyists. Some
435,000 recreational UAS operators have
already registered an average of 1.5 drones
each on the FAA Small UAS Aircraft Registry.
(See AIN January 2016, page 6.) While some hobbyists
are joining the Academy of Model Aeronautics (AMA),
which provides education on regulations and procedures
to new UAS pilots and liability coverage under its $2.5 million general liability insurance program, those who do not
may remain unaware of registration requirements, airspace
restrictions and even operational safety procedures
(such as always flying with a spotter and keeping the UAS within line of sight).
“There are essentially two sides to
the UAS manufacturing industry,” said
Lester Forsythe
James Van Meter, aviation practice
leader for UAS at Allianz Global Corporate & Specialty, who is himself a fixedwing pilot and UAS operator. “Some of them
view themselves as airmen and maintain that airmen will always be the ones operating this equipment.
The others are roboticists, who feel they can make the
technology so good that anyone can operate it…It will
be interesting to see in the next few years which party
wins out. As aviation insurers, we feel that to operate
UAS safely, operators need to be airmen and they need
to approach the operations like pilots.”
Chris Proudlove, senior vice president for complex/
unmanned risk at Global Aerospace, echoed
this sentiment when discussing underwriting
UAS policies. “We look at the applicant,”
said Proudlove. “A 30-year aviation comChris Proudlove
pany that’s diversifying into unmanned
aircraft will approach the business of flying the drone with a different mindset from
a wedding photographer who is simply using
a drone to get a better shot. We look at things
like checklists and logbooks, things that are part of the
fabric of aviation. Companies that blend the best of
technology with solid aviation background seem to do
the best job of getting through the startup process and
operating safely.”
According to Van Meter and Proudlove, the aviation
insurance industry has developed aviation-specific products for UAS operations, including changing the definition
of aircraft to account for drones. Nearly every insurance

28 Aviation International News • June 2016 • www.ainonline.com

PHOTOS BY KIM ROSENLOF

INSURANCE

Awards and Recognitions

product available for manned aircraft is now availThe AIA presented its annual Pinnacle Award
able for unmanned aircraft, including up to $1
million hull insurance and up to $300 million
to Doug Johnson, president of JSL Aviation. Having
liability limit.
worked in the aviation insurance industry since 1975,
“We’ve figured out solutions for how to
Johnson has earned the Certified Aviation Insurance
write [insurance policies for] the cameras,
the sensors, the launches and the recovery
Professional (CAIP) Gold designation and currently serves
equipment,” said Van Meter. “Someone
as the chairman of the AIA’s Education Committee.
asked me if we’ve ever actually quoted
The association inducted nine members into its Eagle
$300 million [in liability limits]; it’s pretty
rare. Most of the [commercial UAS] buySociety this year: Vickie Adams of Global Aerospace;
ers in this space are in the $50 million [liaformer AIA president Franklin Bass of XL Caitlin; Peter
bility limit] range. But those higher limits
Eden of Lockton Companies; Dave Garvey of Aviation
are available.”
Training Management; Chris Morin of Murray Morin &
Proudlove indicated that the fledgling
UAS community still has some maturHerman; Lisa Ouellette of JCL Aviation Services; Michael
ing to do when it comes to writing
Pechloff of Global Aerospace; Nick Redgrove of CGNMB;
legally binding contracts. “We’ve
Denny Shupe of Schnader Harrison Segal & Lewis;
seen a lot of fairly loose contracts,” Proudlove said. “DeciNic Stratta of Aviation LS; and Kim Weisel of Wings.
sions [are] being made over
The association also recognized Nick Davies for
a beer and not with legally
earning the CAIP designation.
binding contracts. We had one
claim where a $70,000 camera was
wrecked. It had been lent by one operator to another and there was no contractual agreement. No one knew who was
responsible for it. We figured it out and paid the
claim, but it highlighted that there’s a great deal to
be done to make sure the proper contracts are being used
to support this industry as it grows.”
Lester Forsythe of the Unmanned Safety Institute
discussed safe UAS operations, including the need to
have a minimum of two adequately trained people operating the UAS (a pilot and a spotter). “One of the biggest
UAS operation technology issues is lack of training,” said Forsythe. “Even commercial users
Nick Davies (left) accepts CAIP award from Pinthat have Section 333 exemptions today,
nacle award winner Doug Johnson.
most still don’t get professional training
or have the aviation mindset. We’re trying
to make sure that people understand that
As part of his LOC-I presentation, Morris identified
we have to treat these things as aircraft.” proposed FAR Part 23 changes that could reduce the
Forsythe listed a number of opera- number of LOC-I incidents overall, including new vertional considerations that non-aviation biage in Sections 23.200 and 23.215 requiring warnings
UAS operators may not think of, includ- to improve pilot awareness of imminent LOC-I.
ing proximity to an airport, GPS non-avail“The Part 23 rules are part of the FAA’s new approach
ability in certain areas and winds aloft. “If the to performance-based requirements as opposed to preUAS has operating limitations of 30 mph,
scriptive rules dictating a certain type of compliance,”
and there is a 25 mph wind on the ground, the
Morris said. “The performance-based requireoperator might say it’s OK to launch without
ments propose requiring warnings to improve
realizing that winds aloft are likely stronpilot awareness of stall margins, angle of
ger. As soon as the UAS gets up a couple
attack (AoA) or energy awareness.”
of hundred feet, the wind could exceed
Richard Morris
the UAS’s capability.”
Forsythe also pointed out that the
majority of UAS manufacturers are
Morris also noted other regulatory
not aircraft manufacturers. “They
changes aimed at reducing LOC-I, among
are using consumer-grade comthem the new 14 CFR Part 21.8(d) regulation
ponents, not commercial- or milfor the approval of non-required AoA systems,
itary grade-components, so there are
and the newly revised 14 CFR Part 60 for flight simgoing to be failures. You get what you ulator evaluation and qualification guidelines that include
pay for. If you buy a $1,000 drone and certain upset recognition and recovery procedures that
use it every day for commercial activity, became effective on May 31.
expect a failure.”
“There’s a question about the cost of [the simulaOne UAS risk voiced by Richard Mor- tor upgrades], and from what I’ve seen there’s only one
ris, attorney at Fowler White Burnett, is that simulator that’s compliant with the new requirements,”
while the FAA limits the majority of UAS Morris said. “The FAA estimates that it will cost $80
operations to a maximum altitude of 400 feet, million for airlines to upgrade these simulators; some
manned aircraft are reporting seeing UAS at altitudes wonder whether the [airframe] manufacturers who typmuch higher than 400 feet. Morris tied this statistic to ically would provide the data from flight-test are going
a 2011 study of 71 business aviation accidents featuring to give that up easily or charge for it. The FAA has recloss of control in flight (LOC-I) that found 63 percent of
ognized that might be an issue and will allow third-party
these accidents began at less than 1,000 feet. “These inci- providers to offer more type representative simulators
dents typically occur on takeoff, approach to landing and covering a wider range of aircraft. However, the biggest
on go-arounds,” said Morris. “So you can see the poten- issue with the new simulator capabilities is that there are
tial conflict between lots of drones up to 400 feet and an no instructors who have used them before because they
aircraft trying to land.”
haven’t been required.” 
o

Looking for a true private aircraft operating
Lease with no residuaL vaLue risk?

An operating lease is a popular financing tool that can provide you with the benefits of a private aircraft
without the traditional risks of aircraft ownership. There are several different options, but in each case you do not take
ownership of the aircraft, but have the full use of it as if you did. Plus instead of a large down payment, you put down a more
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LEASING & LENDING SOLUTIONS FOR PRIVATE AIRCRAFT

Easily adjust to
changing needs

Textron will give the public a look
at the SETP cabin next month at
AirVenture, where it will also
reveal the aircraft’s official name.

Textron’s SETP
u Continued from page 1

altitude of 6,000 feet and fullfuel payload of 1,100 pounds.
First flight is scheduled for 2018,
followed by service entry “soon
after,” although the timeline for
certification was not specified.
Certification will be under FAR
Part 23, with one pilot.

The cabin features a flat floor
with maximum width at 63
inches and height at 58 inches.
“That’s three inches [wider] than
its closest competitor,” said Kriya
Shortt, Textron Aviation senior
vice president of sales and marketing. (The PC-12’s cabin, also
flat-floored, measures 60 inches
in width and 58 inches in height.)
The standard configuration will

STOP

Safer

be a six-passenger executive layout, with a four-seat club area
forward and two forward-facing
seats in the back. Cabin windows
are larger than is typical in this
class of airplane. High-density
seating will allow up to nine seats
in the cabin and two in the cockpit for a total of 11 occupants.
An optional enclosable lavatory
with a belted seat can be fitted in

STOP

SAVE

Shorter Money

BREAKTHROUGH GPS / DIGITAL ANTI-SKID

Now STC’d for the King Air B300 series
CERTIFIED | LIGHTWEIGHT | EASY TO INSTALL
Eclipse 500/550 | King Air B200/B300 | Pilatus PC-12/12NG

Contact tom.grunbeck@aircraftsystems.aero | 918.388.5940 | or see aircraftsystems.aero/dealers.php
e
Advent ABS is a copyrighted mark of Advent Aircraft Systems, Inc.
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the aft cabin, and forward of the
club seating is a full-height galley/storage cabinet.
Cabin Comfort

The cabin configuration is all
about flexibility. Both the storage cabinets and lavatory are
easily removable for high-density seating or all-cargo configurations. “Our process continues
to solicit voice-of-the-customer
feedback from day one,” said
Shortt, “and we’ve been doing
that with this product for some
time.” Buyers of other Textron
Aviation airplanes were invited
to view the cabin mockup when
visiting the company’s Wichita
headquarters during deliveries
and other events.
“What’s unique about this
is the seats are fully berthable,”
said Christi Tannahill, senior
vice president of interior design
and engineering. “Designing this
airplane, it was important we
[incorporated] not only executive-style seating but also cargo.
So you can lean all the way back
[except for the aft seat in front of
the lavatory bulkhead], you can
take those seats out, the lavatory
can come out, and you can use
all of that for space for hauling.
The flat floor and the large windows give this a really spacious
look and feel, and we have the
largest seats in this space. There
are USB ports at every seat.
“One of the other areas we
focused on is the service galley;
you have access to coffee, and you
can configure this however you
like. You can hang coats, put luggage or briefcases or have it completely removed and have this
space available.” Window shades
are manual, as they are on typically owner-flown Citations such
as the Mustang and M2.
No further details about the
cockpit were available, although
Shortt said that Textron will incorporate GE’s single-lever power
control for the SETP. “That was
another reason that GE was a
good fit because we wanted to be
able to incorporate the feel of flying a jet and the simplicity of not
having the pilots to do so much
work,” she said. The engine’s
Fadec and low specific fuel consumption were also factors in the
Continues on page 32 u
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Sheltair
TAMPA, FL (KTPA)
Experience the magic that occurs when a first-rate FBO joins a premier network as Sheltair announces
its acquisition of Tampa International Jet Center at KTPA. Enjoy the Sheltair service you’ve come to
expect in the FBO you love with the same people you’ve trusted for years. With immediate plans
to construct a new hangar able to accommodate large cabin aircraft, Sheltair plans to build upon
the infamous level of support for which Tampa International Jet Center is known. Now boasting 17
award-winning FBOs along the Eastern United States, Sheltair is always ready to go to work for you,
handling your VIP needs with the utmost care and proficiency at every stop along the way.
sheltairaviation.com
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Textron’s entry into the pressurized single-engine turboprop
arena will have a large aft cargo door, as well as a forward
boarding door, low wings and a T tail.

Textron’s SETP
u Continued from page 30

selection of GE, according to
Shortt. “[Customers] don’t look
at only an acquisition, they also
look at what their operating costs
and maintainability will be as
well. Those are all things that we
look at in the design phase prior
to manufacturing.”

While the SETP is Textron
Aviation’s first cabin-class singleengine turboprop program, both
Cessna and Beechcraft explored
this concept well before the two
companies merged in 2014. At
EAA AirVenture 2012, Cessna
invited showgoers to climb inside
a mockup of a single-engine turboprop and surveyed visitors to
measure their expectations for

performance. This was a smaller
airplane with sidestick flight
controls, a cabin slightly larger
than that of a Piper Meridian
or TBM and maximum speed of
260 knots priced between $2.1 to
$2.5 million. Wingspan would
have measured 42 feet, baggage
compartment 26 cu ft and cabin
54 inches wide, 53 inches tall and
17 feet eight inches long.

Beechcraft proposed its own
single-engine turboprop concept a few months later, and

this would have used the composite fuselage of the Premier
IA twinjet. Hawker Beechcraft
showed a rendering of an airplane seating one pilot and
eight to 11 passengers in a cabin
66 inches wide, nearly 65 inches
high and 20.4 feet long. NBAA
IFR range with four passengers was projected at 1,750 nm
and high-speed cruise 302 knots
at FL250. Maximum payload
would be 2,800 pounds and fullfuel payload 1,650 pounds.
These projects didn’t necessarily guide the SETP’s ultimate
shape but might have had some
impact. “The advanced design
process is an iterative process,”
explained Thacker, “and you
try to put together the pieces of
technology and capability that
you have in-house to come to a
product that makes sense. And
so all of the pieces that were
looked at, all of the concepts that
were derived earlier have fed into
where we have ended up with this
product. Like everything we’re
doing at Textron Aviation, we’re
taking the best of both legacies and bringing it together and
moving it forward to the next
generation of aircraft.”
Owner-flown Market

Textron Aviation’s continuing interest in the SETP stems
in part from what is happening
in the new-airplane market. “In
the past five years when you look
at deliveries,” said Shortt, “it’s
about a 12.5-percent increase [in
this category per year] in what
has been a challenging market.
It’s good growth and certainly
indicative of a space that customers want and need product.”
The target market for the
SETP is owner-pilots and professionally flown transportation
and special-missions applications. “The demand will be
across the world,” she added.
“The capabilities that the aircraft
will offer will allow it to play
very well in the international
segments, [and] with the pending
[single-engine IFR] changes with
the EASA we see good growth
opportunities in Europe as well.
“We didn’t have a product
for this market until now,” she
said. “Certainly the Caravan is
great from a utility perspective,
[but] I think [the SETP] is going
to expand our share in what is a
strong and resilient market with
little competition.”
o
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Business Aviation

SAFETY SUMMIT
by James Wynbrandt
Loss of control in flight (LOC-I),
unstable approaches and fitness for duty
were among the issues addressed at last
month’s Business Aviation Safety Summit (BASS). Organized and hosted by the
Flight Safety Foundation (FSF) in partnership with NBAA, the event drew 225
pilots, aviation safety experts, medical
specialists and support providers to Austin, Texas. The 17 presentations delivered
over the two days illustrated how far the art
and science of safety have advanced, and
how much more complex the safety challenges facing business aviation have become
in the 70 years since the FSF was founded.
Fitness for Duty

In years past many flight departments
addressed fitness for duty, a prerequisite for safe operations, simply by asking pilots, “How are you feeling?” said
Dr. Daniel Mollicone, president of Pulsar Informatics. Now it’s “a science with
quantitative assessment,” allowing measurement of fatigue-induced impairment and the development of mitigation
strategies. Pulsar provides fatigue-mitigation services to airlines and flight
departments, and effective plans can be
relatively simple, Mollicone said in discussing “Fitness for Duty: How Much
Fatigue is Too Much?” In developing
a solution for Delta Air Lines, Pulsar
found only 3 percent of its flights created fatigue issues, which could be mitigated by providing crewmembers with
hotel rooms for a 90-minute nap. “The
risk reduction, for a total cost of a few
hundred dollars, is dramatic,” he said.
Mollicone recommends always starting a trip rested, and using caffeine (“the
second most highly traded commodity
on earth after oil,” he noted of coffee).
“Everything you do, you do better with
caffeine. Overuse is the main problem,”
he said. Limit consumption to 300 mg
(three cups) per day.
Yet “there’s a lack of guidance or
data,” on what constitutes fitness for
duty, said Dr. Quay Snyder, president
and CEO of Aviation Medicine Advisory Service (Amas). “The FAA medical certification standards are worthless,
training vendors have different philosophies, and there’s no standard evaluation
system,” he said in “Losing the Right
Stuff.” But, he stressed, “It is not fit or
unfit; there’s a gradation.”

2016
Safety is as much about
the crew’s mindset and
attitude as it is about
technical skills.
Today over-the-counter medications and
prescription and illicit drugs have replaced
alcohol as the focus of pilot impairment
concerns. Snyder noted that a single dose
of Benadryl can be as impairing as a blood
alcohol level of 0.08 percent–legally drunk–
and may require as much as 60 hours before
a person would be fit for duty.
Amas offers assessment and treatment programs for pilots who exhibit
fitness-for-duty issues. Of the 48 pilots
who’ve received treatment from Amas,
55 percent returned to flying, 25 percent
retired voluntarily and 20 percent were
terminated. Snyder said the assessments
can identify which pilots “can be safely

returned to the cockpit with treatment
and those who are not safe to fly.”
Fitness for duty also involves attitudes and performance unaffected by
fatigue levels. That was the subtext of
William Bramble’s account of “Human
Factors Issues in the 2014 GIV Crash at
Hanscom Field” in Massachusetts, an
accident that claimed seven lives following an aborted departure after the crew
attempted to take off with the gust locks
engaged. Bramble, the NTSB’s human
performance investigator on the scene,
said the flight crew’s failure to perform
a flight-control check before takeoff and
their delayed rejection of the takeoff–
along with failure to disengage the gust
lock–were the accident’s probable causes.
He also pointed to the crew’s habitual
non-compliance with preflight checklists,
with their longtime pairing leading to a
“normalization of deviance” from standard procedures, allowing the accident to
happen. In the airline industry, “by-thebook standardization is needed because
you’re randomly paired with other
crewmembers,” Bramble said,
and procedural compliance
is more likely between
crewmembers who do not
work together frequently.
“You don’t know how a
new partner will react to
not doing it by the book.”
For checklists, research
indicates NASA’s “challengeverification-response” method

DRONES: THINK FIRST, THEN LAUNCH
Drone operations present a pressing safety concern for some operators, and the topic was
covered at last month’s Business Aviation Safety Summit during a seminar called “Drones and
Safety, Think Before you Launch.” Sean McClung, chairman of Unmanned Aircraft Systems
(UAS) Colorado, reported the results of a recent test the nonprofit organization conducted to
gauge the visibility of drones to nearby aircraft engaged in agricultural operations. The test used
four airplanes, one helicopter and a stock six-pound drone designed for agricultural applications. The UAS flew preprogrammed routes at 100 feet agl and the ag aircraft flew at 250 feet in
adjacent fields. None of the pilots spotted the drone during their operations.
Radio communications with the pilots McClung played during his presentation indicated the
potential presence of drones can be at minimum a distraction, diverting attention from other
hazards of agricultural operations. As a result of the test, UAS Colorado, which promotes the
integration of UAS into the National Airspace System, recommends no simultaneous UAS and
manned agricultural operations be conducted in the same or adjacent fields. Additionally, UAS
need “mandated visibility enhancements and technological solutions,” the latter including
detect-and-avoid capability, the organization concluded. 
n
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is best, Bramble said. He also noted the
GIV’s operator had received IS-BAO certification before the accident, but “the audit
standards didn’t say how the crew should
handle the checklist.” Nor can such audits
identify whether the crew adheres to standards when no one is watching.
The Line Operations Safety Audit
(Losa), an open-source method covered
in the ICAO Manual and FAA Advisory
Circular, is an audit-by-peer “diagnostic
safety tool” developed to get rawer views
of cockpit behaviors than formal audits
provide, said Dr. James Klinect, CEO of
Losa Collaborative. Losa’s goal is to identify compromising behaviors and practices
so they can be addressed before an accident happens. An outgrowth of more than
a decade of research Klinect conducted
at the University of Texas on Losa and
threat and error management, the Collaborative has implemented some 130 Losa
programs, mostly in Part 121 operations,
worldwide. A show of hands revealed few
attendees had first-hand experience with
Losa. But, Klinect acknowledged, even
during what’s supposed to be an informal and anonymous process, “there are
times when I see [crews] doing things
they don’t normally do because they’re
being watched.” Cameras in the cockpit would work no better, he said, as they
miss potentially important non-verbal
cues. “For Losa to work, we need realworld data,” said Klinect. “Low pilot trust
equals low hope for Losa.”
Fitness for duty certainly includes possessing the piloting skills required to deal
with unusual attitudes and other deviations from the normal flight path, and
LOC-I– which accounts for 2 percent of
accidents–is now the leading cause of fatalities in both general and commercial aviation. In addressing “Effective Improvement
of Pilot-airplane State Awareness,”
Paul Ransbury, president of Aviation Performance Solutions,
which provides upset prevention and recovery training (UPRT) in aircraft, said
definitions of LOC-I vary–
Robert
listing
as examples flying
Sumwalt,
unintentionally at an attiNTSB
tude of 25 degrees pitch up or
10 degrees down, a bank angle
in excess of 45 degrees, or an inappropriate airspeed. LOC-I may be pilot
induced, result from a system anomaly
(such as flight control failure) or be environmentally induced, as in wake turbulence,
but distraction plays a role in all LOC-I
events and accidents, Ransbury said.
Furthermore, unprepared pilots usually intervene in exactly the wrong way, as
correct control responses are counterintuitive, he said. Ransbury advocates in-aircraft, rather than simulator-based, UPRT
because pilots “have to be exposed to the
psycho-physiological stimulus,” of real
upsets to overcome natural reactions and
master recovery (“habituation”). That typically requires “three to four flights. In the
first, they recognize their need for training; the second flight they’re overwhelmed
by trying to deal with the situation; by the
third and fourth flights they’re taking
effective action.”

Pilots With Positive Findings for Potentially Impairing Drugs
and Conditions, and Controlled Substances (1990-2012)

LOC-I Escalation Spectrum

Fatalities by CICTT * Aviation Occurrence Categories
Fatal Accidents | Worldwide Commercial Jet Fleet | 2005 through 2014

* Commercial Aviation Safety Team/ICAO Common Taxonomy Team
Source: APS

Safety experts are now grappling with
a danger that defies traditional mitigation strategies: pilot murder-suicide. In
“Human Factors in Extremis: The Rogue
Pilot Phenomenon,” Thomas Anthony,
director of USC’s aviation safety and security program, said that should Malaysia
Airlines MH370 join the identified cases
of last year’s German Wings Flight 9525
and Air Mozambique’s LAM 470 in 2013,
“then you would have three [pilot murdersuicide] primary causes of fatal commercial accidents in three successive years.”
Unlike “accidents based on wreckage,
this brings us into an area of the profiler
of criminal behavior, and the psychology
of murder suicide, a very different area of

inquiry,” Anthony said. He believes “the
anonymity in today’s large carriers where
you don’t fly with the same people” puts
airlines at more risk for these crimes than
business aviation, where “we fly with the
same people, and that allows us to keep an
eye on people in our organization.”
Organizational Issues

Organizational or group “culture” also
shapes safety attitudes and behavior. In
“Avoiding Human, Organizational and
Cultural Accidents at NASA,” Dr. Charles
Justiz, now a principal of JFA, recounted his
experience directing NASA’s flight safety program after the loss of Columbia. While the
public knows the agency for its spaceships,

it also operates a disparate fleet that includes
T-38 jet trainers, the Super Guppy, a 747 that
ferried the Space Shuttle from its landing to
launch site, and a pair of “Vomit Comets”
used for weightlessness training. “Our challenge,” Justiz said, “was how do you fly these
aircraft and do it safely?”
The space agency had many skilled
pilots, but its can-do, stick-to-schedule
ethos was an impediment to safe operations, Justiz said. NASA “changed the
organizational responsibilities, opened lines
of communication and empowered workers
to raise issues,” after its shuttle losses, “but
it didn’t change the culture,” Justiz said.
“How many people want to recognize a risk
[knowing], ‘If I change this part, I’m going
to have to postpone launch,’” he asked.
Justiz ultimately concluded the only
way to change organizational culture is
to hire people with the right cultural attitudes; those supportive of or inculcated
with the status quo will not change. Justiz
implemented SMS, Losa to complement
line and proficiency checks, and Flight
Operations Quality Assessment (Foqa)
protocols. “We went from four reportable incidents per 100,000 hours to zero
reportables in 350,000 hours,” Justiz said.
Organizations can also be complicit
in normalizing deviance from SOPs, and
non-compliance with approach go-around
criteria for commercial and business aviation operations is a glaring example. Only 3
percent of airline pilots comply with SOPs
mandating go-arounds if not on a stabilized approach at or below 1,000 feet agl.
Corporate pilots are believed to be equally
non-observant. FSF commissioned Presage, a risk-management consultancy, to
study the situation and recommend fixes.
In his presentation, “Understanding the
Psychology of Non-Compliance in GoAround Decision Making,” Dr. Martin
Smith, Presage’s founder, said compliance
could eliminate 54 percent of accidents, but
most pilots believe the standard is unrealistic
and have little incentive to observe it. Managers were either unaware of the problem
or never mentioned it.
Yet the estimated 330 airline go-arounds
per day that compliance would entail create risks of their own. Presage recommends
making 300 feet, rather than 1,000 feet, the
go-around height for unstable approaches,
and the study recommends installing stable
approach and alerting systems on aircraft
and ensuring flight crews actively communicate during approach and landing.
Crisis Management

Despite best efforts, accidents will still
happen, and organizations should prepare for the worst, several safety and crisis management experts said. “The story
is going to run, not just in the media but
also on social media, with or without
you,” said Adam Konowe, vice president
for client strategy at TMP Worldwide in
“Crisis Communications: Theory Meets
Reality.” Organizations should establish a
process to handle a crisis before a calamity strikes, and recognize that they’ll have
to keep their businesses functioning while
dealing with the disaster, Konowe said.
“If you’re waiting until an aircraft accident, it’s too late.” 


THE ACCIDENT:
NOW WHAT?
A familiar face from NTSB investigation press conferences, NTSB member Robert Sumwalt used CNN footage
of press conferences to illustrate how
leaders should and shouldn’t respond in
the aftermath of an accident. Among his
recommendations:
•C
 ontrol the press conference environment. Have some physical barrier
between you and the media.
•K
 now the facts and your talking points.
•H
 ave a “murder board,” a small group
of people to pepper the principal with
tough questions, in preparation for
meeting the press.
If your organization is a party to an
NTSB investigation and you’re unsure
what you can or can’t say publicly, the
general rule is that if you can make the
statement the day before an accident,
you can make it the day after, Sumwalt
said, citing disclosing an aircraft’s service history as an example.

LOW-LEVEL OPS
While flight departments might face
safety challenges ranging from noncompliance to crisis management, Pete
Agur, chairman of VanAllen Group, noted
companies can get a handle on business aviation’s most common mishaps:
ground events. In “Raise your Standard
of Safety: Address Non-Catastrophic
Threats,” Agur noted that operators are
3,800 times more likely to experience a
ground event than a fatal accident, with
the cost averaging $62,000 per event.
A survey of flight departments VanAllen
conducted found half of reported events
resulted from “hangar rash,” damage
while moving aircraft in a hangar. About
one-third happened during towing, 10
percent from ground vehicle collisions
and 7 percent while taxiing.

VANALLEN’S
RECOMMENDATIONS:
• Equip all personnel with whistles or
horns, so they can alert others
if they see an unsafe situation.
• Use three wing walkers (one at 		
each wingtip and the tail) for any 		
hangar movements.
• When the aircraft is hangared, have
brightly colored cones at all four		
corners and maintain a five-		
foot buffer zone.
• Directly supervise all movement
operations, and when away from home
base, directly supervise all de-icing
and refueling operations.
• If the aircraft is tied down on a ramp,
don’t park it next to a roadway. n
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Lancair Evolution fills
drone flying role
by Matt Thurber
Spectral Sky is tapping the
capabilities of experimental
amateur-built kit airplanes to fill

the need for lower-cost manned
and unmanned aircraft systems
(UAS) for aerial data collection,

real-time reconnaissance and
data delivery for commercial and
government customers. Spectral
Sky is a commercial spin-off of
Unmanned Systems, which does
contracting on larger government
UAS programs.
The aircraft that Spectral
Sky is developing is based on
a Lancair Evolution pressurized single-engine turboprop.
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Spectral Sky’s SS-300M is based on
the Lancair Evolution, shown.

The company’s Lancair-based
SS-300M Atlas will offer up to
14 hours of loiter time and a

maximum speed of 300 knots.
Spectral Sky recently completed final flight-testing of the
Pratt & Whitney Canada PT6A135A-powered SS-300M at the
Nevada Test and Training Range
near Henderson, Nev. Maximum
takeoff weight is 4,550 pounds,
and in the unmanned configuration the aircraft could carry an
additional 200 pounds of payload, according to Spectral Sky
CEO Bill Reynolds. Spectral
Sky also manufactures the SS100A UAS, which carries up to
30 pounds payload and last year
tested the first commercial UAS
installation of Garmin’s GDL 84
datalink, and the SS-200, with
payload of up to 125 pounds
and 22-hour endurance.
“We leveraged the experience
from [the government work] to
build three platforms that fill a
void. No one is capturing the
middle to larger market for UAS
that can do good work,” said
Reynolds. “We’re using sensors
such as datalink. Small UAS can’t
carry the weight and the sensors.”
The SS-300M is aimed at markets in infrastructure, maritime,
mining, storm damage, wildlife,
oil-and-gas production, security,
electro-optics and infrared and
radar. The primary reason for
selecting the Lancair for the program, he said, is that a purposebuilt UAS of that size would
require years of design and production effort. “This aircraft is easy
to modify; I’ve got tons of room
and tons of power. I have 300 amps
of unused power on that aircraft,
and I can add another 150 amps
with a second alternator. That’s
more than the MQ-9 Reaper has.”
Reynolds aims to have 100
SS-300Ms flying worldwide in
the next five years, with initial
operations flown by a pilot then
optionally piloted flights beginning in 2018.
For maintenance of the Spectral Sky UAS, the company
recently selected Robotic Skies to
provide customer service, spares
and technical support, as well as
a warranty program. Services will
be provided by the 100 Robotic
Skies service centers. Robotic
Skies has already provided design
engineering and integration services for the SS-300M.


System on the horizon
to take control of UAS
by Curt Epstein
With the proliferation of
consumer UAVs, the threat of
collisions between drones and
manned aircraft is a growing
concern, particularly to operators of rotorcraft, which tend to
fly at lower altitudes than fixedwing aircraft. To combat this
potential hazard, Virginia-based
Alion Science and Technology
(a billion-dollar-revenue government contractor) has developed
a device that can take control of
encroaching drones and move
them out of harm’s way.
“We had talked to a few people in the [rotorcraft] business
and they said, ‘We’re really concerned about this because if I get
one of these in my tail rotor I’m
going to have a problem,’” said
Bill Senich, the company’s vice
president. Using its existing signal analysis and processing technology, Alion began to design
a counter-unmanned aerial system (C-UAS) system that would
detect and override control signals sent to unmanned devices.
“Some drone operators are good
companies, and they are doing
good things with UAVs,” Senich
told AIN. “It’s the stuff under the
Christmas tree that is causing all
the problems. At no time should
anybody consider an autonomous drone to be more important
than an aircraft carrying people.”

to indicate when a UAV could be
close enough to be a threat, and
then forcing the offending device

to the ground, until control is
returned to its operator, either
through the system being turned
off or by moving it out of range.
The technology, which was displayed this March at Heli-Expo,
is still young, and while the basic
function is sound, the company
is working on operator interfaces
to make it user-friendly. Also to
be determined is what shape the

eventual consumer product will
take. Senich envisions a portable
“backpack device that velcros in”
and can be moved from aircraft to
aircraft. Another choice would be
for a hard-wired installation, with
at least one rotorcraft manufacturer considering adding it as a
factory option, a route that would
likely require an STC from the
FAA. Another version attracting

interest is for fixed, ground-based
units to protect installations such
as airports. “A lower-power version might have a range of several
hundred feet, or you might need
a higher power version with a
range of half a mile,” said Senich.
“These are feasible.”
The company anticipates it
could have the system in production in six to 12 months.
o

User-friendly Interfaces

While the system is currently
effective against 87 percent of the
444,000 registered commercially
available drones in the U.S., says
the company, with a patent pending it is loath to discuss exactly
how the equipment functions.
Senich did say that the C-UAS
system does not use radar, relying instead on signal detection

News Note
NBAA released a new resource
to assist flight departments
considering the use of small
unmanned aerial systems
(sUAS) within their operations.
The guide, “Integrated Operational Management and Oversight for sUAS,” provides background information and checklist
for vetting sUAS service providers. It contains examples of
how flight department expertise,
including regulatory compliance
experience, increased safety
awareness and economy-ofscale benefit, can make the
integration process smoother. n
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Development pace picks up
for Citation Longitude
[for the Plant IV production line].” Much
of the refined prototype tooling will be
moved to Plant IV for production. Textron Aviation designs and builds its own
tooling and fixtures. “That for us is a
competitive advantage,” he added. “We
start building [these materials] while we’re
still in the design phase. The tooling is
part of how we build airplanes faster.”
While Textron Aviation builds wings
in vertical fixtures for the Sovereign+
and X+, the Longitude’s wing structure has been refined for more efficient
production. Most drilling will be done

Textron Aviation’s Longitude is much more than a stretched Latitude, and it will be assembled “across town”
at a freshly reconfigured Plant IV in Wichita with tooling designed to ease the strain on employees.

MATT THURBER

Textron Aviation’s next Citation–the
Longitude–is newer than might be apparent. While the Longitude might seem to
be a simple stretch of the Latitude, they
are two entirely different jets, and their
type certification reflects that. The Latitude’s type certificate derives from the
Sovereign’s, and the two jets share the
same Model 680 designation and engine
types, Pratt & Whitney Canada’s PW306,
and thus pilots need just differences training, not a new type rating, when moving
from the Sovereign to the Latitude.
The Citation 700 Longitude will have
a new type certificate and require a new
pilot type rating. The Longitude and Latitude cockpits are similar, sharing the
Garmin G5000-based avionics suite, but
some Longitude systems and the engines
are new, and the Longitude production
line is also new and being stood up in
Plant IV at Textron Aviation’s East Campus on Beech Field, the former Beechcraft
facility that became part of Textron in
May 2014.
The first Longitude test articles are
now under construction in Plant III, and
as the assembly tooling and processes are
finalized, the tooling will move to Plant
IV, where space has already been assigned
for Longitude production. “This will be
the first example of production launched
on the east side,” said Ron Draper, senior
vice president of integrated supply chain.
“We’re bringing jets back to the east side.”
The Latitude is built at Textron Aviation’s Citation assembly lines at the
company’s West Campus next to Wichita Eisenhower National Airport. One
of the new techniques that Textron Aviation has developed on the Latitude line
is using vertical assembly fixtures for
large fuselage components. These fixtures
help improve efficiency by allowing technicians to work standing up instead of
hunched underneath or kneeling next to
a horizontally placed component. For the
Longitude production line, Textron Aviation is adding more vertical assembly fixtures to manufacture more of the major
structures, including wings and fuselage
tailcones and other elements. The fixtures
are mounted on moveable platforms that
ride up and down to put the worker at
the right place, improving assembly ergonomics and reducing health problems
caused by awkward positioning.
Plant III was most recently used as a
warehouse, and previously was the initial
development facility for the Beechcraft
Premier. Engineering, manufacturing and
tooling development team members are
located in Plant III for close proximity to
the activities they oversee. Every morning, they meet to discuss the day’s activities and any problems that need to be
addressed.
“When this tooling is done,” said
Draper, “we’ll then switch to rate tooling

MATT THURBER

by Matt Thurber

robotically, and some of the structural
components are built at the West Campus
using robotic riveting machines.
A change that resulted from discussions by assembly technicians and
mechanics with the design-for-manufacturing team was enlarged access panels
in the bottom wing skin to make it easier to gain access for assembly and maintenance. When the upper skin is riveted
in place, technicians need to be able to
reach inside the wing through the access
panels, and the larger holes make this
easier, especially for the “maximum-size
worker.” To prove this change, a test panel
was built to see how people fit through
the newly sized holes.
“The best solution was getting all of
our people in the room to talk,” said Bill
Rhinesmith, senior project engineer for
the Longitude program. The result has
been fewer hours spent in manufacturing
and assembly, lower component weight
and improved efficiency. These lessons
learned will be incorporated into other
Textron Aviation programs. Another
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factor that helps improve efficiency is the
addition of graphical work instructions to
the assembly process. These provide explicit
instructions and photographs and diagrams
to show assembly technicians exactly how
to do each task, and they were first incorporated on the Latitude assembly line. “The
idea is to keep the guy or gal working [efficiently],” he said. The instructions also facilitate cross-training so technicians can more
effectively learn different tasks.
The Longitude’s wing is new, but it
adapts some features from the Hawker 4000
wing, including the loft profile and basic
configuration.
Five Longitudes

Five Longitude airframes were under
construction in Plant III during AIN’s visit
in late April. The first airframe built was
the one that Textron Aviation unveiled at
last year’s NBAA Convention, with a full
interior installed. This was TA1 (test article 1), the initial concept airframe used for
some ground testing, and it was built on
the West Campus.

TA3 (there is no TA2) is the first Longitude on the Plant III line and will be
used for extensive structural testing over
at the West Campus, then the first prototype (Proto) will fly this summer, followed
by P1 through P4, for a total of five flighttest airplanes. Flight-testing will be done
at Beech Field. “We want the airplane flying from where the mechanics are located,”
said Rhinesmith.
Proto will be equipped with escape
hatches, multiple strain gauges and flighttest instrumentation and wiring. “We take a
lot of readings to make sure [the airplane is]
behaving the same way we expect it to be,”
said Rhinesmith. The first two Honeywell
HTF7700L engines had been delivered and
were awaiting installation on Proto.
Meanwhile, work is under way to prepare Plant IV for Longitude production.
The King Air assembly line was moved to
the west bay of Plant IV so that the Longitude line could be placed in the center
of the building, which has higher ceilings
that can accommodate the tall vertical
wing assembly tooling. Some foundation

strengthening had to be done to allow for
heavier tooling. The doors at the end of
Plant IV needed to be enlarged by about
two feet (in height) to allow the assembled Longitudes to exit the facility. From
there, the new Longitudes will move to
the paint shop, be test flown and then fly
to the West Campus for interior installation and delivery.

testing, environmental, vibration and
HIRF/EMI test chambers.
“Our job is to make sure that the
human interface with the aircraft makes
sense,” explained Matt Archer, manager of human factors. Bringing pilots
into the process makes more sense when
done early in the development program,
instead of trying to fix problems after
most architectural and design decisions
have been made. Textron Aviation test
pilots, delivery and demo pilots and noncompany pilots cycle through the simulator, and normally they are familiar

Human Factors Lab

MARIANO ROSALES

In a nondescript building well apart
from Textron Aviation’s more visible
West Campus facilities near Eisenhower
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Above, a full-size, ground-test article, Longitude with a production interior on display at NBAA 2015. Below
right, the author preparing to fly the Longitude flight deck sim. This is a test article and not necessarily
representative of the final design. Below left, the Plant III prototype assembly line and vertical tooling fixtures.

I nternational Airport in Wichita, a team
of human-factors engineers and test
pilots is busy wringing out various iterations of the Citation Longitude cockpit and flight control systems. The work
is done in both Flight Deck Simulator 1,
a fixed-base simulator that replicates the
Longitude cockpit in the TA-62 lab, and
in the TA-59 autopilot iron bird, which
uses actual systems hardware to test flight
controls, autopilot and other systems.
AIN was given a rare opportunity to
visit Building L-22, where the iron birds
are housed, and also to fly the Longitude simulator. Iron birds for the Latitude, Sovereign+ and X+ are also located
in L-22, along with highly accelerated life

with flying Citations and with the Longitude’s G5000 avionics. Pilots usually
spend a day in the lab, reviewing procedures and new features in the morning.
In the afternoon they make a line-oriented flight and provide feedback to the
human-factors engineers.
While feedback is important, the
simulator is also equipped with seven
cameras that monitor the pilots. One
wide-angle camera can see the whole
cockpit, while other cameras look at
both pilots, including what each pilots’
hands are doing with the controls and
the G5000 touchscreen controllers.
All the cameras feed into human-factors
engineer Leslie Roper’s observer station,
where she looks for facial features, hesitations and other indications of what the
pilots are experiencing while manipulating the simulator’s controls. This includes
checking to see if a pilot is overwhelmed
and thus losing situational awareness. Even
though the Longitude cockpit is similar to
the Latitude’s, this work remains important
for each airplane, she explained, “to make
sure we’re building on what we’re doing and

making it that much better and safer.”
With her observer’s perspective, Roper
can see pilots do things that even another
human factors team member in the copilot’s seat might not see, such as a pilot
reaching up to the guidance panel, then
hesitating and trying to decide which
knob to turn or button to push. “We’ve
noticed that already,” she said. “We’re
trying to manage errors as much as possible.” She is also not looking at what
just one pilot does but for trends among
the group that flies the simulator. “If we
notice five pilots [making an incorrect
move], we know something is wrong.”
The human-factors team also looks at
how changes affect pilot actions, because
the Longitude is a new airplane. “We’re
going to take everything into account,”
said Archer, “so that if there is a change,
it doesn’t affect something else.”
Ed Wenninger is the flight-test manager and chief pilot for Textron Aviation
engineering flight-test, and he manages
the flight-test process. “We’re all working together on checklist and procedure
development,” he said. “We make sure the
information that we give to the crew is
not overwhelming.” The idea is to help
the crew solve problems without giving
them unnecessary information. There is
also a rule change in Part 25 that affects
the certification basis of the Longitude,
having to do with error management and
related human factors. This is part of
EASA rules that have been harmonized
with the FAA.
In a practical sense, what all this work
means for Longitude pilots is that the
team of human factors engineers and 30
or so pilots will have evaluated the Longitude cockpit in all phases of flight to
make it as safe and ergonomically efficient as possible. This might include crafting crew alerting system (CAS) messages
so that they make sense in the circumstances in which they are needed, robust
checklist procedures and also that a pilot
moving from another Garmin-equipped
Citation finds a familiar home in the Longitude. “Here we can vet the procedures
under much more controlled conditions
than in the airplane,” Wenninger said.
Pilots don’t want to see a lot of differences, Archer explained, and there
shouldn’t be radical changes. Any changes
should be consistent from cockpit to
cockpit and meet pilots’ expectations.
Two-phase Process

The human-factors process takes
place in two phases. The first is to verify the systems architecture, including
CAS messages, ergonomics, panel placement, switchology and so on. In the second phase the focus is on software and
checklists. The Longitude simulator was
in the middle of phase one when I visited
the L-22 facility.
Essentially what the simulator does is
inform the final product. “We’ll get feedback that we can replay and see what
went on in the cockpit,” said Pat Winter,
senior engineer specialist in aircraft systems engineering. The results may dictate
a software change, clearing up confusing
switch nomenclature or other changes.

When I saw the simulator, it wasn’t yet
fully set up for final testing, with some
interior trim, systems and avionics details
yet to be installed so it is representative of
the production Longitude. Control forces
are replicated using linear inductors,
which use massive magnets to simulate
the feel of the airplane fairly accurately.
It isn’t quite necessary to duplicate exactly
how the airplane flies, although the lab
does work with sister company TRU Simulation & Training on some of the systems simulations. The G5000 avionics
are the real thing and fully flightworthy,
according to Wenninger. Ultimately much
of the flying is done on autopilot, so the
test subjects can focus on the procedures
that Roper and the human factors experts
need to observe.
With Wenninger in the right seat, I
flew an extended pattern out of simulated Eisenhower International, taking
off and climbing to 3,000 feet, then flying a long downwind before shooting
an ILS approach. The autopilot and
autothrottles weren’t yet programmed,
so it was all hand flying and raw data.
The simulated Longitude handles much
like the real Latitude and Sovereign, and
that is somewhat heavy on the controls
but well harmonized and with pleasing handling at low speeds. The linear
inductors did an amazing job of replicating a real airplane. The avionics and
the visual display made it seem fairly
realistic, and I didn’t even notice the
cameras locked onto my every movement in the cockpit as we traversed the
simulated Kansas skies.
Some of the differences between the
Latitude and Longitude are apparent in
the simulator. The GTC 570 touchscreen
controllers are in the same place as in the
Latitude, two in the center and one each
on the outboard walls for each pilot. The
Longitude electrical system is a little different, so there are some new switches,
and the jet’s center pedestal is slightly
wider but shorter. The G5000 will be
able to pull in Sirius XM Weather to calculate takeoff and landing performance
data. A consistency monitor checks to
see if the flaps setting matches the input
data and won’t allow takeoff if the flaps
aren’t set correctly. Another new feature
of the updated G5000 software is an easier method to switch the big Garmin displays into 60/40 mode by touching one
button on the GTC.
The human-factors team will continue
using the TA-62 lab and the simulator for
several iterations of the Longitude software, according to Winter. “We’ll keep it as
long as it’s needed.” The original simulator
used for development of the Sovereign is
still flying; it was used subsequently for the
G5000-equipped Sovereign+, then for the
G5000-equipped X+, then the Latitude.
This entire complicated process–and
there is a lot more to it–carefully tucked
away in Building L-22 somewhere in
Wichita is a “challenge of simultaneous maturity,” explained Archer. “A
lot is still in development.” Bringing
everything together–systems, software
and procedures–is, he said, “the art of
doing this.”
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Court decision could loosen liability limit
by Kim Rosenlof
A decision by the U.S. Third Circuit
Court of Appeals on April 19 this year
has effectively narrowed the scope of
federal preemption in aviation product liability claims. The Jill Sikkelee v.
Precision Airmotive decision negated
a long legislative history that allowed
federal law, such as the Federal Aviation Act and the FAA regulations, to

override individual state tort laws in
the field of aviation. If not overturned
on appeal, the Sikkelee decision could
require aviation suppliers to defend
claims against conflicting tort laws of
individual states.
In Sikkelee, the plaintiff alleges that
“faulty design of the lock tab washers as
well as gasket set” on a 1969 Lycoming
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engine led to the crash of a Cessna 172N
in 2005. During a 2004 overhaul, an
MA-4SPA carburetor was installed per
Lycoming’s type-certified design. The
suit alleges that screws holding the carburetor’s throttle body to its float bowl
vibrated loose, allowing fuel to leak into
the engine and causing the crash.
Consequences for Manufacturers

Until now, courts ruling on aviation
product liability cases generally referred
to a 1999 Abdullah v. American Airlines
decision in which the Third Circuit Court
upheld an “implied federal preemption of
the entire field of aviation safety.” This
allowed manufacturers to argue that
products receiving FAA type certificates
met a federal standard of care and could
not be tried under state product liability
laws. As recently as this past January, a
Colorado court upheld federal law preempting product design defect claims in
two cases against helicopter EMS operator Air Methods.
However, nearly 17 years after Abdullah, the Third Circuit Court has reversed
itself in Sikkelee: “[We] hold that neither
the [Federal Aviation] Act nor the issuance
of a type certificate per se preempts all aircraft design and manufacturing claims.
Rather, subject to traditional principles
of conflict preemption…aircraft product
liability cases like [Sikkelee’s] may proceed
using a state standard of care.”
During last month’s Aviation Insurance Association conference, Jeffrey

Ellis, partner at law firm Clyde, used
the Sikkelee allegations to illustrate the
conundrum that aviation product manufacturers may soon face. “If a Pennsylvania jury finds an aircraft is designed
ineffectively because it didn’t have the
locktab washer…the Pennsylvania legislature may require all aircraft operating in Pennsylvania to have the locktab
washer,” Ellis said.
“Now there’s an accident in New Jersey, and a plaintiff ’s attorney in New
Jersey argues that the aircraft crashed
because of the locktab washer. The New
Jersey jury will now be the ultimate arbiter of aviation law, essentially determining
whether or not that product is defective.
And they could hold that any aircraft that
operates in New Jersey with that locktab
washer would be defective,” he said. o

News Note
This year’s Kentucky Derby came in
as the second-highest attended in the
race’s vaunted history, as more than
167,000 guests packed Churchill Downs on
May 7 to witness pre-race favorite Nyquist
take the 142nd Run for the Roses. For private aviation, the event was a record-setter, according to Atlantic Aviation, the lone
FBO at Louisville International AirportStandiford Field. The Plano, Texas-based
service provider handled 624 aircraft in
the four days surrounding the “Fastest
Two Minutes in Sports,” four more than last
year, with 340 of them on the ground at
the start of the race, surpassing last year’s
total of 243 present at post time. Aircraft,
including a higher percentage of large jets
than in past years, were parked along taxiways and freight ramps.
n
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NETJETS PARTNERS WITH LONDON HELIPORT
The only UK CAA-certified heliport in London has been renamed the NetJets
London Heliport under a partnership with NetJets Europe announced last month.
Under the deal, the heliport will also feature “extensive branding” for both NetJets
and its sister company Executive Jet Management Europe within the terminal and
around the landing site.
According to the fractional provider, the heliport is a “key piece of infrastructure” for those flying privately in the UK and is a “prime link” between the city and
surrounding airports that NetJets Europe serves. In fact, the number of interlining
flights from the heliport with onward private jet flights–at airports such as London
Stansted, Biggin Hill, Farnborough, Luton and Oxford–increased by about 20 percent
last year, NetJets said.
–C.T.
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Bizav remains hesitant about
using lithium-ion batteries

capacities. No airframer or battery supplier could or would name a business aircraft with Li-ion

by Thierry Dubois

main ship batteries. In fact, in several programs the technology was selected but later dropped in

So Much for Lithium
Li-ion batteries are already on board business aircraft for back-up purposes, but they have small

favor of an older one. The Cessna Citation CJ4 initially shipped with new lithium-ion batteries. They

Despite recognized benefits, safety
improvements and acceptance in other
segments of aviation, lithium-ion (Liion) battery suppliers are having a hard
time persuading business aircraft manufacturers to adopt the technology. Business aircraft OEMs either never picked
Li-ion for main batteries or dropped the
technology after considering it. Some
OEMs prevent battery providers from
disclosing their name, making it hard
to determine whether any business aircraft uses Li-ion.
For the purpose of this article, AIN
surveyed five battery suppliers: Concorde
Battery, EaglePicher Technologies, Saft,
Securaplane (a Meggitt company) and
True Blue Power (a division of Mid-Continent Instruments). Only two business
jet makers, Dassault and Gulfstream,
answered AIN’s request for information.

All the operators AIN contacted declined
to comment for this article.
Other aviation segments have started
moving to Li-ion. The Airbus A350 XWB,
a clean-sheet composite widebody in service
for 16 months, is delivered with Li-ion batteries–four of them, weighing 175 pounds
less than the nickel-cadmium (NiCd) batteries they replace. (Boeing’s travails with
Li-ion batteries in the 787 prompted Airbus to switch to NiCds for a time.)
Last November a Bombardier Dash
8 operated by Calgary, Alberta-based
R1 Airlines started revenue service with
True Blue Power TB44 Li-ion main aircraft batteries. Avmax, R1’s parent firm,
and True Blue Power had received an STC
from Transport Canada and are seeking
FAA approval.
Bell Helicopter has chosen the True
Blue Power TB17 (17 amp-hour) Li-ion
engine-start battery for the 505 Jet Ranger
X, slated for certification this year. The
TB17 uses True Blue’s nanophosphate
chemistry. Weighing less than 16 pounds,
the battery is 45 percent lighter than leadacid and NiCd alternatives and requires
60 to 90 percent less maintenance, according to its promoters. It has received FAA
TSO and EASA ETSO certifications.
Applying Higher Standards

Concorde Battery is a strong promoter of lead-acid
but has R&D activity in Li-ion.

The standard for Li-ion batteries is
now RTCA DO-311, which was issued
after the 787 had been certified.
“One of the most demanding tests,
for any kind of battery, is a forced

LITHIUM FAQs
Could Li-ion retrofits be easy?
Securaplane’s Mike Boost believes so: “Our System Lithium could be a great
drop-in replacement for lead-acid or NiCd batteries.” But François Paté, chief of
Dassault’s vehicle system design department, does not share this view, noting that
a Li-ion battery has to exchange a lot of information with the cockpit and needs
much more integration than a lead-acid battery.
Nevertheless, True Blue is pursuing STCs for the Pilatus PC-12 and Cessna
208/208B Caravan, as well as the DHC-6 Twin Otter. In the rotorcraft segment, it is
seeking STCs for the Robinson R44 and Airbus Helicopters AS350 AStar. It already
holds Transport Canada STCs for the Bombardier Dash-8 and the Beech Bonanza A36.
What if a passenger’s smartphone overheats?
Cabin crewmembers are now trained to deal with thermal runaway on a passenger personal electronic device. They must not cover it with a blanket. Rather, they
should drop it into the ice cube compartment of the galley, a Dassault pilot advised.
Or carry a purpose-built containment bag on board.
Does more-electric mean more batteries?
At the aircraft architecture level, hydraulic and pneumatic systems are increasingly being replaced with electric ones. The concept is called “the more-electric
aircraft” and is expected to save fuel. François Paté, chief of Dassault’s vehicle
system design department, believes going more electric will not require largercapacity batteries. A battery works only in transient regimes, he pointed out.
The rest of the time, the aircraft draws its power from generators driven by the
engines, APU or ram-air turbine. –T.D.
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were developed in house, met DO-311 requirements and received FAA certification. But in 2011 a
ground-power charging unit caused a fire in the main battery of a CJ4, prompting an airworthiness
directive that mandated replacement with NiCd or lead-acid batteries. The FAA discovered that the
fire was caused by a mechanic’s intentionally bypassing the safety systems built into the battery.
Gulfstream had been planning to use Li-ion main ship Securaplane batteries in the G650, for
a weight saving equivalent to one passenger. However, the OEM elected not to use those batteries
after the Boeing 787’s problems. Securaplane’s Boost told AIN, “The time frame for battery certification was not compatible with the aircraft certification schedule.” Therefore, Securaplane provides
conventional batteries for the G650. The larger batteries are NiCd and the emergency batteries are
lead-acid.
Embraer’s Legacy 450/500 was to be equipped with Securaplane Li-ion emergency batteries.
However, Securaplane said in April that none of its System Lithium products is in service on a business aircraft. Embraer did not answer AIN’s requests.
Late in 2012, EaglePicher was planning to have its first Li-ion battery certified on a very light jet
in the first quarter of 2013. The hope apparently never materialized. Last March, Nowlin reported,
“EaglePicher has two Li-ion main ship batteries that are currently being certified for commercial
passenger aircraft.”

overcharge,” Brett Williams, True Blue
Power’s director of engineering, told
AIN. Under DO-311, one version of
this test begins with all protective circuits disabled. The battery is then
overcharged–going to 42V from 28V–
Williams explained. High current is then
sent into the battery. “We have to demonstrate there is no adverse consequence
such as external overheating, leaking of
hazardous material or any breach of the
battery case,” Williams said. If flames
result, they have to be contained.
By selecting less volatile cell chemistries and employing appropriate protections, the manufacturer can design a
relatively light container, Williams said. It
may be lighter, at least, than the one that

n

mitigated the problem on the 787 (and
largely contributed to the 185 pounds of
weight gain).
Safety–or the perception of safety–
remains a major concern for aircraft
designers faced with deciding whether
or not to adopt Li-ion. Yet, “technologically speaking, we are beyond that
point; key chemistries can be made safe
at the system level,” Mike Boost, a Liion battery expert with Securaplane,
told AIN. The only potential problem
remaining is logistics, he believes, since
shipping Li-ion batteries in the cargo
hold is subject to stringent rules. In
fact, ICAO has banned the shipment
of lithium-ion batteries as cargo on
passenger aircraft.

Airframers Weigh the Pros and Cons
Although Li-ion technology and approval
rules have evolved since Gulfstream elected
not to install the batteries, company engineers
are unlikely to change their mind in the foreseeable future. “We continue to monitor the
technology but are not interested in developing and maturing these components,” a
spokesman told AIN. “We have conducted significant work evaluating Li-ion and Li-ion polymer batteries. The obvious pro is the potential
weight reduction; the cons are increased complexity, cost and risk during development.”
For the in-development G500 and G600,
Gulfstream has kept the same battery configuration as on the G650. The larger batteries are NiCd and the emergency batteries are
lead-acid. Both are “known, mature technologies that are low-cost and reliable.” With
Li-ion, the complexity of the hardware and
software “results in extra certification costs
and could impact the reliability of the system,”

Gulfstream engineers believe.
Dassault’s designers, too, believe Li-ion
has not earned its way into their aircraft.
Falcons use lead-acid and NiCd batteries.
The suppliers are Concorde and Saft, respectively. For the two in-development types, the
Falcon 8X and the Falcon 5X, the company
has chosen lead-acid, François Paté, chief of
the vehicle system design department, told
AIN. In addition to a price that appeals to the
airframer, customers have expressed satisfaction with lead-acid’s ease of maintenance and
replacability.
However, Dassault has recently requested
information from several Li-ion battery suppliers to assess the state of the technology and
its economics. Paté believes Li-ion has now
reached an acceptable level of maturity. The
available chemistries are more stable, and the
sophistication and stringency of the regulan
tions have grown. 

EaglePicher’s general manager for
aerospace, Ron Nowlin, expressed confidence that the industry is allaying those
safety worries. “Safety for Li-ion batteries is still a concern; however, proper
design and testing can alleviate those
concerns,” he said.
The battery Saft has developed for the
A350 is the first Li-ion battery to comply with design assurance level (DAL) A,
which equates to a failure rate of one per
billion hours. “This is the highest achievable DAL on an aircraft,” Jean-Marc
Thévenoud, Saft’s aviation marketing
manager, told AIN.
Certification standards are to be further improved. The RTCA SC-225 committee is working on a DO-311 update,
said Dave Vutetakis, Concorde Battery’s
v-p for advanced technology. DO-311A
“will include a lot of testing protocols inspired by the NTSB 787 incident
report,” he said.
Energy Density

Li-ion technology remains unrivaled
when it comes to energy density. A cell
can be 70 percent lighter than a lead-acid
or NiCd cell, according to True Blue’s
Williams, and “by the time we integrate
this into an aircraft, with accompanying
electronics, container and so on, we can
achieve a weight saving of 50 percent or
more,” he went on.
Securaplane’s Boost agreed. Should
a large bizjet embark with 220 pounds
of conventional batteries, switching to

Keeping Faith
Li-ion battery suppliers are keeping faith.
Securaplane is expecting “much deeper interest” from business aviation within two years.
System Lithium batteries are in the process
of being qualified on a military aircraft and
in “other segments.” Two certifications are
expected next year that should influence business aviation, said Securaplane’s Mike Boost.
True Blue Power has been working with
almost every airplane and rotorcraft manufacturer and has seen “a lot of interest,”
according to Brett Williams, True Blue’s
director of engineering.
Saft hopes to build on the momentum
launched with the A350. “With the use of
Li-ion batteries for commercial aircraft, in
the coming years we will see more interest from business jet OEMs for their nextgeneration aircraft,” Saft’s Jean-Marc
Thévenoud predicts.
Concorde is a supplier and strong promoter of lead-acid batteries. Asked about
the future of Li-ion, Concorde v-p Dave
Vutetakis first expressed wariness, saying
the technology is “susceptible to undetectable failures that can cause unsafe conditions,” but then said the company has
conducted extensive research and development activity in Li-ion. “Will Li-ion catch
on as mainstream? If so, we will be one of
the players,” Vutetakis said.

Li-ion chemistries can now be made safe,
Securaplane pledges.

Li-ion could slash that number to 120
pounds, he suggested. Power density is
better, too, Boost said; for a given volume, peak power will be greater.
Li-ion batteries have a battery management system (BMS) that protects
against unsafe conditions, such as overvoltage, undervoltage and overcurrent,
EaglePicher’s Nowlin noted. The BMS
can also send real-time data to the cockpit to provide charge information and
health monitoring. The charger can be
built in.
A Li-ion battery does not suffer from
any memory effect, and it needs much
less maintenance. A conventional (leadacid or NiCd) battery has to be taken
out periodically to measure capacity,
Boost said. This can be done on wing
with some Li-ion battery designs.
Saft’s Thévenoud referred to “a single check every two years.” However,
Li-ion cells may have to be replaced–
inside the battery unit–every four
years, Boost said.
The Li-ion battery is also more environmentally friendly than traditional batteries, Williams asserted. They contain
no toxic heavy metal such as lead or cadmium. “Li-ion cells are safe enough to be
recycled or allowed into most municipal
landfills,” Williams said.
All these benefits and what arguably
can be seen as a worry-free level of safety
should be enough for business jet manufacturers to move to Li-ion. The need
may soon become pressing. “We have
found that the addition of electronic aircraft systems and electric backup actuation has driven up the amount of power
needed in power-up and emergency conditions,” a Gulfstream spokesman told
AIN. This has raised the number of batteries installed on Gulfstreams over the
past 20 years. “We see these trends continuing in the future as emergency loads
become larger,” the spokesman said.
In addition, customer demand for
larger displays and more power sockets in the cabin continues unabated.
Li-ion batteries could prove an attractive
method to avoid a significant increase in battery weight to support those systems. o
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Petroleum Air Services
eyes growing regional role
by Peter Shaw-Smith
Egypt’s Petroleum Air Services (PAS)
is fanning out into the Middle East to win
new work, particularly in the oil-and-gas
segment, even as it looks to expand its
fixed-wing operations.
“We are the sole service provider for
all oil-and-gas companies in Egypt,”
Hany Abdoun, PAS’s assistant chairman,
told AIN. The U.S. Energy Information
Administration says Egypt is the largest
non-OPEC oil producer in Africa and the
second largest dry natural gas producer
on the continent.
New gas concession rights have been
granted in the last two years in the Mediterranean for international companies,
he said, among them Italy’s ENI and the
UK’s British Petroleum.
“In the Gulf of Suez, they started
production in the 1950s. Wells are old.
But companies are interested in getting
more production.”
PAS’s helicopter fleet work is 99 percent serving oil-and-gas companies, for
which the company provides daily crew
change to rigs or platforms in the Gulf
of Suez (oil exploration) and the Mediterranean (gas).
To serve the growing market the company has positioned its helicopter bases
around the country. In the Mediterranean
area, these are at Alexandria Al Nuzha Airport, Port Said and Sidi Kreir. It has Gulf
of Suez bases at Ras Shukeir, Ras Gharib,
Zeit Bay, El Gouna and Hurghada, and
a Sinai base at Abu Rudeis. Its main heliservice center is at the small oil terminal
port of Ras Badran in the Sinai, five kilometers north of Abu Rudeis.

PAS has fleet expansion plans, to
meet oil and gas demand. The company
signed a letter of intent at the Dubai
Airshow for the Bell 525 Relentless. In
addition, it is looking to extend beyond
Egypt. It has ambitions to work in West
Africa and is also looking at establishing bases in Cyprus and Malta. “We are
in the process of registering our company with oil and gas companies [outside Egypt],” said Abdoun.
In March the company received certification from Bell Helicopter as a North
Africa customer service facility.
Fixed-wing Operation

The company also has plans to expand
the business beyond helicopter operations. It has a fleet of 38 helicopters and
seven fixed-wing aircraft (five Dash-8
Q300s and two CRJ 900s). The fixedwing aircraft operate charters and the
company is pursuing approval from the
Egyptian CAA to fly scheduled fixedwing services later this year.
These would be to oil companies in
Basra, Iraq; and Yanbu, Saudi Arabia.
“There is no other direct flight from Cairo
to Basra. We go through Saudi Arabia
and Kuwait.”
PAS is an EASA-approved third country operator (TCO).
It conducts aerial survey operations,
rescue, ambulance, aerial photography,
pollution control, pipeline surveillance,
air taxi services and charter flights, and
repair and maintenance in-house and for
third parties. Its fixed-wing main base is
at Cairo International Airport.
o

Ethiopian charter operators
complain of unfair competition
by Kaleyesus Bekele
Ethiopian private charter operators are
demanding that the country’s government
introduce restrictions on foreign operators they say are unfairly taking business
from them. At a recent meeting organized
by the Ethiopian Civil Aviation Authority
(ECAA), representatives of the country’s
13 local operators complained that foreign competitors are enjoying free access
to operate within Ethiopia even though
they are blocked from these companies’
home markets.
“[For instance], we cannot operate
charter flights in Kenya and they charge
us exorbitant fees to fly [there],” stated
Frehiwot Tessema, general manager
of Aquarius Aviation. “They [Kenyan
authorities] try their level best to protect local operators. While our aircraft
are parked at the tarmac of Addis
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Ababa Bole International Airport foreign operators should not be allowed
to operate here.”
But Ethiopian authorities pointed
to the somewhat limited fleets of local
operators as an obstacle to their winning charter bookings. ECAA director general Wossenyeleh Hunegnaw
insisted that the authority always prioritizes local operators in charters for government-backed projects. He explained
that while government departments have
been advised to insist that foreign companies use local operators, sometimes
these operators cannot meet their transportation needs. “We do not want to create impediments to national flagship
projects,” said Hunegnaw.
According to the ECAA director general, this issue is particularly critical when
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Petroleum Air was recently named an authorized service center for Bell Helicopter. Although the oil-and-gas
market has experienced a decline in recent months, the company is looking to the future and positioning itself
for a market rebound by extending beyond Egypt and into West Africa, among other places.

it comes to air ambulance flights for which
it is difficult to insist on using local operators. “[When] a person is in critical condition and a foreign air ambulance asks for
clearance to take the patient, it is difficult
to tell [the injured or ill person] that they
should use a local operator at that critical moment,” he said. “I advise you [local
operators] to upgrade your capability. In
the meantime we do our best to give you
market protection. You need to meet the
international standards that foreign customers demand.”
Leveling the Playing Field

However, the Ethiopian operators also
complained that the ECAA does not apply
its own ban on passenger aircraft older
than 22 years on foreign charter operators.
“These foreign operators collect millions
of dollars [in Ethiopia] and return to their
countries,” said Solomon Gizaw, managing director of Abyssinia Flight Services.
“Some of them bring in a DC-3, which is
80 years old, and take millions of dollars
within a short period of time.”
Abyssinia Flight Services operates a
fleet of Grand Caravans. The Aquarius

fleet consists of a pair of Aero Commanders, a Beech 1900, a Grand Caravan and
an AS350, all of which are leased from
Kenyan and South African companies.
“We are not afraid of competition but
it has to be on equal ground,” added Abyssinia Flight Services deputy managing
director Amare Hanna, who questioned
whether the ECAA is adequately scrutinizing aircraft operated by foreign companies and registered outside Ethiopia.
ECAA aircraft registration and airworthiness director Zewdu Teklay conceded that the authority might not be
applying identical standards to foreign
and domestic operators. “Foreign airlines operate here for a couple of months,
but if we allow local operators to bring in
old-generation aircraft the accident rate
would increase. So we are trying to avoid
accidents,” he said.
However, the ECAA director general
conceded that this approach might need
to change. “We agree in principle that the
playing field should be leveled. We will see
if we should limit the age of aircraft that
foreign airlines can operate here,” Hunegnaw said. 
o
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The Airbus A380 is
among the heavy iron to
appear at Farnborough.

Farnborough International:
biennial airshow set to sizzle
This year’s Farnborough International
Airshow, which takes place from July 11
to 17, looks set to reignite the excitement
in the aerospace industry that was muted
for so long after the financial crisis that
started in 2008. The F-35 Joint Strike
Fighter is expected to be the star of the
show, with the flight of the Airlander airship and events such as Boeing’s centenary celebration expected to give some
buzz it hasn’t seen for years.
At press time the exhibition halls were
95 percent sold out, and China has a
large pavilion for the first time. Austria,
Brazil, the Republic of Ireland and South
Korea have also secured pavilions for the
first time, bringing to 22 the number of
international pavilions.
Amanda Stainer, commercial director
of Farnborough International, said the
organizer is “really pleased” with sales
to date, adding that “67 percent of our
exhibitors are international.”
As of the middle of last month, organizers had confirmed 94 aircraft for the
static display, including the F-35. She
highlighted that there would be two Airbus A380s and two A350s (one each from
Airbus itself and Qatar Airways), and
“some big aircraft from America.” Boeing
has not yet agreed to go public with the
aircraft it plans to bring for the centenary
celebration. “We’ve got two big slots for
Boeing,” noted Stainer, who added there
would also be “some Antonovs,” along
with a range of smaller aircraft, including a good number of business and general aviation aircraft.

“We have strong support here. For
example, the HondaJet will be at the
show–with [UK dealer] Marshall Aerospace–and Diamond is bringing three
aircraft. Dassault is bringing a Falcon
7X and 2000LX, and we have four slots
for Gulfstream.” She also said that the
Dornier 328Jet (and 328 turboprop)
will be in the static display, along with
the Pilatus PC-12, Cessna Caravan
and Viking Air Twin Otter 400. “It’s
pretty good to have so many booked
in so early,” she said. The Airlander is
slated to be “doing a flypast every day,”
Stainer added.
Among the historical aircraft on static
display will be the Royal Navy Historic
Flight’s Swordfish, a Lockheed Electra
and a Catalina flying boat. There will

Part 23 rewrite

the slow decline in general aviation and
urged the FAA to continue to work with
industry and international regulators to
ensure harmonization.
Signing the letter were leaders of the
Aircraft Owners and Pilots Association
(AOPA), Aircraft Electronics Association (AEA), National Air Transportation
Association, Helicopter Association International, National Association of State
Aviation Officials, Experimental Aircraft Association (EAA), NBAA, General Aviation Manufacturers Association
(GAMA) and the International Council
of Air Shows.

uContinued from page 1

on aircraft complexity and performance.
The industry letter was sent as the
FAA was to hold a hearing on the NPRM
and in advance of the May 13 comment
deadline. “The importance of this effort
cannot be understated…the FAA must
work swiftly to implement the changes
being proposed in as short a time as possible,” the industry groups said.
According to the associations, the FAA
could reach a final rule by the end of the
year, but “this must be an absolute priority for the FAA, and with the expected
timeline pressures that the Presidential
election will bring, business as usual will
not be sufficient to achieve [this] goal.”
While traditional rulemaking has focused
on specific regulations through “myopic
lenses,” the associations said this one “takes
account of the entire general aviation ecosystem; it ensures real-world improvements
can occur, as opposed to other rulemaking
activities that merely produce more documentation and administrative work.”
The associations added that the proposed changes are necessary to reverse

DAVID McINTOSH

by Ian Sheppard

also be a theme around aircraft that have
appeared in films, among them a Hurricane, a DC-3, the world’s only remaining flying Spartan Arrow biplane and a
Stampe biplane.
Flying Display

Stainer expects a packed schedule for
the flying display. “We’re hoping to open
the flying on the Monday morning with

Drones: a Show, a Race and an Emphasis on Safety
New this year is the UK Drone Show, said Andrew Pearcey, Farnborough International marketing and communications director, who is responsible for the public days. The UK Drone Show
will also feature UK Drone Racing.
Farnborough International joined forces with the
CAA, NATS, Arpas and Hampshire Constabulary to
host the Drone Safety Awareness Weekend, “to help
educate recreational drone pilots and the general public about the laws relating to unmanned aircraft in the
UK, as well as give sensible advice regarding safe flying and possible dangers.”
Martin Brandenburg, marketing director at DJI Europe, platinum sponsor for the UK Drone
Show, said, “Visitors can expect exciting daily live demonstrations with DJI’s leading products
such as the Phantom and the Inspire at the DJI booth. During the Drone Safety Awareness Weekend, DJI will demonstrate tools such as the geofencing system to a broader audience.” 
n

Requests for
Further Changes

GAMA, along with AEA, AOPA and
EAA, sent separate comments reiterating support, but diving more deeply into
the NPRM with detailed suggestions.
Many of these involved minor language
changes. The suggestions ranged from
ensuring the new Part 23 numbering system is well organized and clear to better
alignment of the wording with Part 21 to
refer to “the aircraft must” instead of the
“applicant must.”
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The associations, however, did criticize
some details of the NPRM. For example, they called the takeoff performance
section “far too detailed and prescriptive.” They also asked the FAA to make
changes to ensure the NPRM can accommodate emerging technologies involving
hybrid and electric propulsion.
While the industry mostly embraced
the rulemaking effort, the NTSB said it
feels some aspects “need further consideration, clarification and refinement.”
In comments signed by NTSB chairman Christopher Hart, the agency said,
“Although we appreciate that the NPRM
attempts to address certain issues related
to our safety recommendations and accident investigations, we are concerned
with and have questions about how the
new certification process will work. We
urge the FAA to maintain the necessary
level of safety as it continues to develop
new pathways to airplane certification.”
The agency noted that consensus standards have been used with light-sport aircraft. Investigation of in-flight structural
breakups of Zodiac CH-601XLs revealed
“problems, delays and omissions within
the consensus standards.” Existing Part

the F-35 and Red Arrows at around 10:30
a.m., and the F-35 will fly at around 2:30
p.m. It won’t fly on the Wednesday and
Thursday but will fly on Friday to Sunday for the public days.
The Eurofighter Typhoon will be aloft
on the trade days and weekend and the
U.S. Air Force is expected to fly an F-16
Fighting Falcon and an F/A-18 Hornet.
As for other commercial aircraft, Stainer
told AIN, “We are hoping for the [Bombardier] C Series and it has been allocated
a slot.” Several aerobatics displays are on
the slate for the public days, including the
Pitts Aerobatics Team, the Twisters, the
Blades, the Breitling Wing Walkers and
the Red Arrows. 
o

Count on AIN for Coverage of
Farnborough International
As ever, you can count on AIN for full coverage
of the 2016 Farnborough International Airshow.
The AIN team will publish four of our awardwinning daily Farnborough Airshow News editions at the show on July 11, 12, 13 and 14. We
will also have comprehensive real-time reporting
of all the top news at AINonline.com and in our
daily e-newsletters. 
n

23 likely would not have allowed certification of the CH-601XL, but ASTM
consensus standards “did not provide
adequate protection from catastrophic
aerodynamic flutter.”
The NTSB said it appreciates that the
consensus standards process provides a
collaborative framework for standards
development. However, the agency added,
“We are concerned that design standards
important for safety considerations may
be overlooked. We encourage the FAA to
refine its methodology of how important
design considerations are reviewed.”
Further, while the NPRM is intended
to foster new technologies, the NTSB
expressed concern that the FAA might
face more demand to evaluate new technologies. The agency has found in a past
accident investigation “insufficient guidance and education for FAA certification
engineers during the type certification
process to ensure compliance with applicable requirements.”
The agency also questioned whether
the proposed requirements for stall characteristics and stall warnings would have
the intended effect in curbing loss-ofcontrol accidents. 
o
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Gulfstream expanding reach in Middle East
by Peter Shaw-Smith
The 2015 decision by Qatar Executive,
the business jet arm of Qatar Airways,
to order 30 Gulfstreams was a major
breakthrough in the Middle East market for the U.S. company, Trevor Esling,
Gulfstream’s regional senior vice president for international sales, told AIN.
The OEM is looking to make the most
of that investment and eyeing new markets in the region.
“Obviously it’s great to have Qatar
as an operator of Gulfstream aircraft.
It is a very high-profile operator,” said
Esling. Qatar Executive converted an initial 20-aircraft deal announced last March
to 10 firm orders (three G650s and seven
G500s) and paid options for 20 more, last
May. Gulfstream delivered the first aircraft
to parent Qatar Airways in December last
year. “The delivery was the first of up to
30 Gulfstream aircraft Qatar Airways
agreed to purchase. The sale includes the
G650ER as well as the G500 and G600,”
the company said. Qatar Executive took
delivery of a second aircraft (a G650ER)
in late March.
Gulfstream said it has 13 aircraft in
the United Arab Emirates, 45 in Saudi
Arabia and 25 in the rest of the GCC. It
claims 55 percent of the regional market for large-cabin jets, with more than

90 aircraft throughout the Middle East
and more than 75 in Africa. “The UAE
and Saudi Arabia are the concentration
of buyers in the Middle East, with the
occasional aircraft elsewhere in the Gulf,”
Esling said.
The size of the Saudi fleet is difficult
to quantify, said Esling. “Historically a
lot of Saudi operators or owners over the
years have registered offshore. I think a
lot of that has to do primarily with the
ability to obtain finance. Getting on the
Saudi register has been difficult, just like
the Russian market. Saudi aircraft were
registered in the UK, Switzerland, the
Cayman Islands and the U.S., and I think
it was convenience and expediency more
than anything else.”
The Saudi Royal Flight is the largest operator of Gulfstreams in Saudi
Arabia and still has a number of GIIIs
and GIVs, the company said. “[NasJet]
is possibly our largest fleet operator in
Saudi Arabia, and possibly anywhere.
It has many aircraft in operation, and it
owns some,” Esling said. Asked to characterize the nature of Saudi ownership,
Esling said: “It’s kind of a mix. For the
most part, there is an element of middleto upper-end of the Royal Family, as well
as private owners. Typically they have

Falcon Aviation upgrades
offshore fleet, adds bizjets
Abu Dhabi-based Falcon Aviation has
expanded its fixed-wing business in recent
years to build its corporate and VIP charter operations and is looking to continue
on that trajectory. The charter operator is
looking for additional fixed-wing options,
following delays to Bombardier’s new C
Series, which it had hoped to take in a
bizliner configuration.
“We are operating 35 aircraft: 20 helicopters and 15 fixed-wing,” said COO
Raman Oberoi. Four of the business jets
and three of the helicopters are managed.
Falcon had a fleet of 25 aircraft, 21 of
them helicopters, four years ago. Of the
20 helicopters, most operate mainly in offshore oil-and-gas and on charter.
Offshore helicopters face a growing
threat from fast crew boats, as low oil
prices force oil companies such as Abu
Dhabi National Oil Company (Adnoc) to
pare costs. One Abu Dhabi boat manufacturer claimed this year that its vessels cost
80 percent less to run than helicopters;
however, Oberoi pointed out that such
vessels, unlike helicopters, cannot operate in all weather.
He said Gulf oil and gas clients are
demanding more modern, technologically advanced aircraft, leading to gradual phase-out of the Bell 412EP. He said
two of the helicopters were sold the day
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he met AIN. “We are an oil-support company. The technological requirements of
the oil industry are changing, so we had to
modernize the fleet. We had no option but
to give our customers, Adnoc and Total, a
new-technology helicopter, so we did that,”
he said, referring to the AW169.

quite a lot of diversification outside their
home territory.”
More Opportunities

Esling said Gulfstream would like to be
able to sell aircraft in Iran at some point.
Like other businessmen working for U.S.
companies, he is circumspect about commenting: “The answer is with the lawyers.
We keep…an eye on it, but a lot of regulatory issues need to be resolved. It’s a country with a population three times the size
of Saudi Arabia’s, with a GDP of probably
half the size. The potential for commercial
exploitation in that market…is significant,”
he said. The Dassault Falcon was a good
seller in Iran before 1979, but Gulfstream
has not had significant success there, he said.
“Kazakhstan has not been without its
issues in terms of the devaluation of the
tenge. But relatively speaking, there continues to be a good level of interest,” he said.
Africa is also part of Esling’s beat.
“The market in Nigeria is being ‘offshored’ in a fairly significant way. Paradoxically, a [Gulfstream] transaction
was funded by the U.S. Ex-Im Bank
on the Nigerian registry last year. There
was some appetite to do that,” he said.
“Nigeria is going to be one of the most
populous nations in the world by 2050.
“Falcon is the launch customer for
the offshore [oil and gas] variant of [the
AW169] with a firm contract with a
leading oil company,” a 2015 company
backgrounder said. Last year, Falcon
introduced 19-seat AW189s and said it
had plans to add two AW169s this year.
Changing Client Base

Oberoi said charter clients include
royal families and wealthy individuals
in the UAE, Bahrain, Kuwait and Saudi
Arabia, and the company is looking to
develop more of that business. “The client

Falcon’s Airline Operations
Qazaq Air, a subsidiary of Kazakh sovereign wealth fund Samruk Kazyna, announced in July last
year it had launched domestic service from a base in the capital, Astana, with three Bombardier
Q400 twin turboprops leased from Falcon. Bombardier quoted airline officials as saying it would
operate 12 domestic routes.
“Air Astana has a certain segment,” Oberoi said, “but Qazaq Air is supported by the President of
Kazakhstan. The aircraft are out on ACMI lease. It’s in their name, but we do everything.”
In March last year Ghana’s Aero Surveys (dba Starbow Airlines) launched a service with a Q400
wet-leased from Falcon, one of six aircraft that Falcon ordered from Bombardier in 2014. –P.S-S.
Qazaq Air Q400
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Trevor Esling, regional senior v-p of international
sales for Gulfstream

There is huge potential there. That will
drive lots of investment, despite the issues.”
Regional infrastructure to support business aviation is becoming “much better,”
he noted.
Gulfstream recently opened a 6,000sq-ft regional distribution center near Al
Maktoum International Airport in Dubai
with $11 million in inventory. The General
Authority for Civil Aviation has announced
plans to privatize 27 airports by 2020.  o
base continues to change. We have more
than 200 clients. We are trying to develop
the Saudi and Indian markets, as well as
Bahrain and Kuwait.” Two Legacy 600s,
a Lineage 1000 and a G450 are on private
charter. Oberoi also expects a Legacy 650
and a G550 and G450 to join the managed
fleet this year.
Falcon has a business-jet MRO facility at Al Bateen Executive Airport and
is in the process of building a completions center at DWC Al Maktoum International Airport.
A company official told AIN that Falcon is also building an FBO at DWC in
Dubai. “Work is under way at the new
Falcon FBO in Dubai South, [and] we
have signed the contract to offer premium
FBO services at the executive terminal and
appointed interior designers. We are aiming to have the FBO complete by the end
of July this year.”
Falcon offers VIP aircraft charters,
aircraft management, and continuing
airworthiness management organization (European Aviation Safety Agency).
It is also an authorized service centre
for Embraer business jets and Airbus
Helicopter.
Falcon’s chairman and main shareholder, HH Dr. Sheikh Sultan Bin Khalifa Al Nahyan, is a member of the UAE’s
Abu Dhabi royal family. –P.S-S.

With online charter booking platform,
India’s JetSmart targets empty legs
by Neelam Mathews
Indian private jet charter startup JetSmart recently launched an
online booking platform. The
company is looking to boost the
use of empty-leg flights, tapping
what it says is an Indian fleet of
some 140 fixed-wing aircraft and
100 helicopters available for charter with 120 operators.
JetSmart, which is not affiliated with U.S. charter group
JetSmarter, is part of three-yearold charter group IndJets India
and to date has signed agreements
with 15 other charter operators.
JetSmart has financial backing from a group of small Indian
entrepreneurs and three Middle
Eastern investors. “I am willing
to invest for the next stage,” said
Abrar Ahmad, a partner with
Travel Capitalist Ventures. “We
have identified key city pairs not

option to book and check their
flights in real time. A loyalty program is also being finalized.

According to Credit Suisse,
India’s private wealth has grown
by $2.3 trillion in the last 15

years. Of the more than 1.2 billion people in the country, 5 percent own 68.6 percent of the
wealth, while the top 10 percent
hold 76.3 percent.
“India’s charter business,
which is currently running at
35 percent of its potential [in
terms of revenue flights as a
percentage of all flights], will
get a boost through this model.

The company must ensure
its reputation is not affected
by living up to its promises
on quality of delivery. Initially
it will need deep pockets to
create awareness about the
concept and keep Indian conditions in mind,” commented
RK Bali, managing director of
India’s Business Aircraft Operators Association.
o

large cabin charter

NEELAM MATHEWS

specialists

JetSmart CEO Erfan Haque is looking to
boost empty-leg flight utilization.

covered by commercial carriers.
The idea is to get as many private
aircraft into the system as possible. Here [in India], 85 percent
of airports remain untapped, and
those not served by commercial
carriers are our target.”
“More than 30 percent of all
business aircraft within India fly
empty after dropping their passengers,” JetSmart CEO Erfan
Haque told AIN. Mumbai, for
instance, has parking constraints,
which make efficient utlization
difficult. JetSmart aims to change
this equation by marketing both
individual seats and whole-aircraft bookings so that operators
have the chance to make a revenue flight when they have to leave
an airport immediately because it
has no parking.
The company will release iOS
and Android apps within the next
two months, giving customers an
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AirMap’s Digital Notice and Awareness System (D-NAS) displays planned drone flight information
on airport operators’ computers.

AirMap unveils network for
digital notices of drone flights
by Matt Thurber
Unmanned aircraft airspace information provider AirMap and the American Association of Airport Executives
(AAAE) released a notification system to
make airport operators aware of nearby
drone flights. AirMap also announced
that it has raised $15 million in a “Series
A” financing round, led by General Catalyst Partners. The money will help AirMap further develop its suite of airspace
management tools for drones. The Digital
Notice and Awareness System (D-NAS)
is a quasi flight-planning and notam
system for participating unmanned aircraft systems (UAS) operators and airports, allowing UAS operators to send
encrypted digital flight notices to the airport’s operations center.
“The new integration of this digital
notice and awareness system will allow
someone operating drones to automatically
give notice through the app they’re using,”
explained AirMap CEO Ben Marcus.
Increased Participation

When planning a UAS flight within
five miles of an airport that participates in D-NAS, the operator uses the
drone app on a mobile device to send
the notice to the airport. The digital notice (flight plan) then shows up
on the D-NAS display on the airport’s
computer with the planned location of
the flight, radius, height and duration.
While D-NAS is like a flight plan now,
Marcus said, “Over time we plan more
real-time updating.”
Drone manufacturers DJI, Yuneec
and 3DRobotics are participating in
D-NAS, but any drone operator will
be able to submit a notice into D-NAS
using the AirMap website or an upcoming iOS app. There is no charge for UAS
operators to use D-NAS, and airport
operators pay nothing during the testing period.
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So far more than 50 airports have signed
up for D-NAS in Houston; Denver; Columbus, Miss.; Charlotte, N.C.; Reno, Nev.;
Wilmington, Del.; Cape May, N.J.; Fairbanks, Alaska; and Oxnard and Camarillo,
Calif. “I think the airports are hungry for
this kind of awareness,” Marcus said.
“They’re clearly concerned about UAS,
and we’re taking some pragmatic steps to
carve away major chunks of risk by helping airports see where UAS are operating.”
To participate in D-NAS, the airport’s
ICAO code has to be entered into the
AirMap system, then the airport has to
authorize users who can view the D-NAS
display. AirMap is accepting all airports
that want to participate in pilot testing.
“We’re taking as many as we can get,” he
said. “As we bring them on, we’re learning from the experience and improving the
product and process and making sure the
final product is as good as possible.” o

News Note
A newly released iOS app makes all
the calculations that a pilot needs to
fly a “perfectly timed” holding pattern.
Developed by Aviation Mobile Apps, the
Holding Pattern Computer app takes the
wind into account when making calculations, allowing pilots to fly an outbound
leg that will result in a “neat” intercept of
the inbound leg with a standard-rate turn.
While other holding pattern apps
simply suggest a direct, parallel or teardrop entry, Holding Pattern Computer
also calculates whether to turn left or
right, which course and heading to
maintain and how long to fly a heading
before starting a standard-rate turn. The
app also helps pilots remain aware of
the aircraft’s relative position to the
p attern, to magnetic north and to any

effects of wind. The app costs $3.99 at
the Apple App Store.
n

Fill an empty seat with hope.

Photography by Gabe Palacio

Give a
cancer patient a lift
on your next flight.

Corporate Angel Network arranges free flights to treatment for
cancer patients in the empty seats on corporate jets.
Since 1981, Corporate Angel Network, a not-for-profit organization,
has worked with more than 500 major corporations including
half the Fortune 100, to fly more than 50,000 cancer-patient to
specialized treatment and currently transports 225 patients each
month. The process is simple. Corporate Angel Network does all
the work. All you have to do is offer an empty seat to a cancer
patient on your next flight.

Corporate Angel Network
Bringing cancer patients
closer to their cure.

(914) 328-1313
www.corpangelnetwork.org

Executive AirShare continues
path to nationwide service
Executive AirShare has grown from a
small regional Midwestern U.S. charter
operator into a fractional-share provider
serving the entire U.S. market.
The company began as part of a Wichita-based business aircraft sales and refurbishment company called Executive
Aircraft. Bob Taylor got involved with
Executive Aircraft in 1998 after a crash
took the life of the company’s owner. “We
were friends with the family,” he said, and
they asked him to help run the company.
As Taylor learned about business aviation, the fractional-share and charter
business captured his interest, and he
and Keith Plumb, a pilot who had joined
Executive Aircraft to help sell airplanes,
secured a charter certificate and began
flying charters. Taylor kept thinking that
there should be a better way to run a fractional-share operation than the then typical model. “I believed there was a way to
do fractional other than NetJets,” he said.
In March 2000, Executive Aircraft was
sold to a new owner group, and Taylor
and Plumb launched Executive AirShare
(EAS), at the time still part of Executive
Aircraft, and in October began selling
fractional shares. Taylor, who has a strong
background in finance, studied the market carefully and found that most business
aviation trips are no more than 300 miles
and typically include at most one overnight. “That was the basis of selection of
the King Air 90 and 350,” he explained, and

the launch of a regional fractional-share
business.
The buyers of Executive Aircraft had
installed their own CEO, who “wasn’t very
effective,” Taylor said. At an August 2001
board meeting, one of the board members offered to sell the fractional-share
operation in exchange for the debt on the
airplanes. Taylor wanted to buy the operation and closed on the deal at a worrisome
time, two months after the 9/11 attacks.
Meanwhile, Plumb had left Executive
Aircraft and signed on with Piaggio’s U.S.
operation in Wichita. EAS was completely
separate by this time, and then Executive
Aircraft went bankrupt. After Taylor
completed the purchase of EAS, Plumb
rejoined Taylor as executive v-p and COO
of the fledgling operation.
Day Tripping

Like most fractional-share operations,
EAS began by offering owners a certain
number of hours per fraction, typically 100
hours per one-eighth share. In 2004, after
a close look at airplane utilization, Taylor came up with a new approach: why not
let the owners fly their airplanes a certain
number of days instead of hours? In other
words, an owner would be allowed to keep
the airplane for an entire day, which meant
that often a trip would be completed in
the same airplane and with the same crew,
vastly simplifying the logistics of moving
airplanes and pilots around. “We figured

MATT THURBER

by Matt Thurber

Executive AirShare’s ninth Phenom 300 is the company’s final one delivered from Brazil; the remaining
Phenom 100s and 300s on order will come this month from Embraer’s assembly plant in Melbourne, Fla.

we make money when they fly; why cap the
hours?” said Plumb, who is now president
and CEO. “It gives the owner flexibility.”
A one-eighth share in an EAS airplane
entitles the owner to 40 days of flying per
year, with no cap on the number of hours.
The shareowner does have to pay an
amount per hour and a monthly shared
expense to cover fixed costs. Hourly rates
vary, depending on whether the flight is
round-trip or one-way, and EAS publishes all costs on its website. EAS doesn’t
bill for fuel surcharges.
EAS doesn’t sell its aircraft at a retail
price to the shareowners and pay for the
aircraft at wholesale prices. Whatever
EAS pays, it splits that evenly into shares.
“You pay us a fair price for the airplanes,”
he said. EAS retains a portion of each airplane itself, which eliminates the need to
own a core fleet to make sure customers
can be flown in a timely manner. “Owners like that, we have skin in the game,” he
said. “We disclose 100 percent of pricing
on our web page. There are no surprises,
and it helps prequalify people.”
Charter Operations

BARRY AMBROSE

Executive AirShare operates nine Embraer Phenom 300s (left), two Citation CJ2+s (right) and four Beechcraft
King Air 350s (below) in its fractional-share operation, which allows owners to fly a certain number of days per
year and use their airplane as much as they want on their occupied days.
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The company also still operates a separate charter division, which flies only with
managed aircraft; the fractional fleet is
not used for charters. “That’s a big selling point,” he said. “We’re not racking up
hours on their airplanes.” Charter is a small
part of EAS’s overall business, accounting
for about 10 percent of total revenue.
EAS doesn’t offer a jet card but competes with those by selling leases on
shares, in the Launch Lease program. For
example, a buyer can lease a share for two
years, which provides 25 days of use during that time period. Launch Lease owners pay a slightly higher hourly rate, in
exchange for a smaller time commitment
(two years versus a five-year share commitment). Lease customers also are good
prospects for buying their share after their
term is up. “They know us and know the
service, and it’s cheaper to own the share,”
Plumb explained.
Shareowners can exit with 90 days’
written notice. EAS will buy the share
back at fair market value, less a remarketing fee that declines according to how
long the owner has owned the share. For
example, for the first year, the remarketing fee is 12 percent, and that declines to
10 percent in the second year and 7 percent from years three to five. “This helps

us pay for the holding costs while we’re
remarketing the share,” he said.
Although EAS has gained a reputation as being a regional fractional-share
operation, that hasn’t been the case for
a while. “Sometimes that creates a little
confusion,” Plumb admitted, “but that’s
not us. Our customers are based in the
regions [where EAS is located], but we
fly all over the place.” EAS has major
bases in the central U.S. (Kansas, Missouri, Oklahoma, Nebraska and Texas)
and Great Lakes (Buffalo).
EAS operates nine Phenom 300s, 14
Phenom 100s, four CJ2+s, two Learjet
45XRs, four King Air 350s and two C90s.
“The Phenoms have been gamechangers for us,” he said. Embraer
helped EAS become an Embraer service center, and it was thus able to do
warranty work on its own airplanes. “It’s
about dispatch reliability,” he added.
“They stood behind the product. They
made guarantees [for performance] and
exceeded almost all of them. Embraer
wanted our business.” EAS was the first
operator to put a Phenom 100 into fractional-share service and the first to place
both a Phenom 100 and 300 into charter. “After operating Phenoms for six
months we were getting calls from other
owners and Embraer,” he said. “We got
to be known as operating experts.”
That ninth Phenom 300 is the 30th
Phenom that EAS has purchased and
the company’s final one made in Brazil,
as Embraer is transitioning the Phenom
assembly lines to its Melbourne, Fla. factory this year.
The 30th Phenom is part of a firm order
for five 300s placed last year, and this is the
second jet delivered for that order. EAS
holds options for five more Phenom 300s.
EAS will continue to expand, likely
into new regions in the U.S. Plumb, who
took on the CEO role two years ago, has
since focused on scalability, to enable
EAS to grow efficiently. This includes
adding new accounting and operations
software (BoldIQ’s Astro), hiring Mike
Bianchi and moving the headquarters
from MCI Airport into spacious new
offices in Lenexa, Kan.
“We’ve been profitable since the financial crisis,” Taylor concluded. “We’ve
expanded every year. We continue to
refine our recipe for success and make
the business more scalable, and we’re in
an excellent position.”
o
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A depressed oil and
gas market is spelling
trouble for OGP service
providers and the OEMs.

Oil and gas market:
bankruptcies and losses
by Mark Huber
In the starkest illustration of the
rapidly declining fortunes of the
global OGP (offshore gas and petroleum) helicopter industry to date,
CHC unveiled a bankruptcy reorganization plan last month that would
see it turn back 90 of its 230 helicopters in the next 60 days and another
65 by next year, leaving the company
with just 75 helicopters. Helicopters
to be returned within the next 60 days
to lessors include Airbus EC155 (1),
AS332s (18), H225s (20); Finmeccanica AW139s (19); and Sikorsky
S-76s (16) and S-92s (16). Of the 230
helicopters in CHC’s fleet, 153 are
leased. Part of a restructuring strategy to cut costs and rationalize the
fleet in favor of newer-technology
helicopters, the move will leave CHC
a demonstrably smaller company.
CHC and its Heli-One maintenance subsidiary filed for Chapter 11
bankruptcy May 5 in the Northern
District of Texas. The highly anticipated move came days after the fatal
crash of a company Airbus EC225
that killed 13 in Norway on April 29
(see article on page 55)–potentially
grounding 21 CHC EC225s in the
UK and Norway in the wake of the
crash investigation–and weeks after
CHC said it could not make a $46
million payment due on $1 billion
worth of 9.25-percent high-interest
2020 bonds scheduled for May 15.
Defaulting on that payment would
have violated several of the company’s other loan covenants and
created a cascade of financial difficulties that analysts and credit rating
agencies viewed as insurmountable.
Over the past year CHC has seen
its stock share price tumble from a
high of $57 to a low of 11 cents, all
but erasing the market value of the
company. In February the New York
Stock Exchange delisted it for failure to maintain a consistent market

capitalization of at least $15 million. It was a long slide since First
Reserve purchased CHC for $3.6
billion in 2008. In bankruptcy court
papers CHC listed debts of $2.19
billion against assets of $2.17 billion
as of January 31.
Since then the company’s financial position has further deteriorated.
At the beginning of the year, CHC
had orders and options for nearly $500
million worth of new helicopters. The
company released a statement concurrent with the bankruptcy filing saying
that it “expects day-to-day operations
to continue without interruption” and
it has “sufficient liquidity” to “maintain its continuing business operations”
as it proceeds through bankruptcy.
Finances at Other Operators

CHC’s competitors, too, are being
financially battered. In May PHI
released results for the quarter ending March 31 showing a revenue slide
of $40.2 million, to $164 million,
compared with $204.2 million from
the year-ago period; $32 million of
the decline was directly attributable
to lower oil and gas revenues “related
primarily to decreased aircraft flight
revenues for all model types resulting
predominantly from fewer aircraft
on contract and decreased flight
hours,” the company said.
The reversal of fortune took PHI
from a net quarterly profit of $10.4
million from the year-ago period to
a net loss of $8.9 million. Breaking
out oil and gas from the company’s
aeromedical and technical services
reveals an even starker picture. PHI
said the “segment loss was $5.0 million for the quarter ended March
31, 2016, compared to segment
profit of $18.9 million for the quarter ended March 31, 2015.
PHI said it is responding to the
downturn in energy revenues with

“difficult but necessary” initiatives
designed to “preserve our organization, our assets and our financial health.”
Bristow Group, the world’s largest
helicopter OGP operator, announced
on April 18 that it is “flattening” its
management structure in response
to the continuing market downturn,
removing several top executives,
eliminating their positions and consolidating their responsibilities. The
move follows Bristow’s previously
announced 2015 $150 million costcutting campaign. The company
also slashed its quarterly dividend
to 7 cents per share from 34 cents.
At press time, Bristow’s most recent
quarter, December 2015, showed a
revenue decline from oil and gas of
$81.2 million, or 21.2 percent, from
the same year-ago period.
Indicating that he expects things
to get worse before they improve,
and perhaps as a precursor to quarterly results scheduled to be released
in late May, Bristow CEO Jonathan
Baliff said, “The current downturn
in our industry is likely to further
impact our clients’ capital spending
in FY017. As a result, to improve our
safety performance, maintain our
leadership position and sustain our
long-term success, we have actively
taken the additional and necessary
steps to strengthen the business during these challenging times.”
Era Group posted a loss of $3.8
million for the quarter ended March
31 on operating revenues of $62.6 million compared with $67.4 million for
the same year-ago period. The company attributed the revenue drop to
fewer helicopters on contract, lower
average rates and the 2015 sale of
the company FBO in Alaska. However, the company cautioned that its
significant excess capacity could have
a large impact on its capital commitments. This is more bad news
for the OEMs. In May the company
reported that “we continue to experience excess capacity in our medium
and heavy helicopters, and we expect
this excess capacity to persist for the
next several quarters.” Era said, “We
may sell certain helicopters…consistent with our stated strategy.”
Era added that it had capital commitments of $156.1 million
as of March 31 this year, of which
$40.1 million is payable this year,
with the balance payable through
2018. “Included in these capital
commitments are agreements to
purchase seven AW189s, two S-92s
and five AW169s. Deliveries of the
AW189s and S-92s are scheduled to
begin this year and continue through
2018. Delivery dates for the AW169s
have yet to be determined. In addition, we had outstanding options to
purchase up to ten more AW189s
and two more S-92s. If these options
are exercised, the helicopters would
be scheduled for delivery beginning
next year through 2018.” 
o

NEWS UPDATE
z R44 Cadet Certified
Robinson Helicopter received FAA certification
for its two-place R44 Cadet on May 6. The base
Cadet retails for $339,000 and features a Lycoming
O-540-F1B5 derated to 210 hp takeoff and 185 hp
continuous. The Cadet, which has no rear seats, has
an mtow of 2,200 pounds (200 pounds less than the
R44 Raven’s).

z Another Bell 525 Flies
Bell 525 Flight Test Vehicle 3 (FTV3) made its
maiden flight April 22 at Bell’s manufacturing plant in
Amarillo, Texas. It will eventually be moved to Bell’s
flight-test facility at Arlington, Texas. FTV3 is slated
to perform load level survey work. Two more test
vehicles are scheduled to join the program this year.

z AW Rebranded as Leonardo
Company shareholders officially voted
to change the name of Italian industrialdefense conglomerate Finmeccanica and
its AgustaWestland helicopter subsidiary to
“Leonardo” on April 28. For the remainder of
the year the company will operate as LeonardoFinmeccanica as the company transitions to
the new name next January. AgustaWestland
helicopters will retain their AW model designations.

z Airbus To Retrofit French EC145s
Airbus Helicopters has been awarded a contract
by the French Defense Procurement Agency to
retrofit the avionics of the 35 EC145s operated by
emergency preparedness organization Sécurité
Civile. The light twins will comply with the latest
performance-based navigation rules, receiving
equipment for LPV/SBAS guidance and digital
maps. They will be retrofitted over a seven-year
period at the Sécurité Civile’s base in Nîmes, thus
minimizing the impact on operations.

z Super Puma Display Nod Expected
Certification for the integration of EFI-890H
flight displays in the Airbus Helicopters Super Puma
AS332L1 is on track for mid-2016, according to
Universal Avionics. The installation package includes
dual EFI-890H primary flight displays, dual UNS-1Fw
multi-missions management system with five-inch
flat-panel control display units and a single radio
control unit. Night-vision-goggle-compatible versions
are available. The company claims the integration
simplifies the display and switching of navigation data.

z EASA Withdraws AD on Devices
EHA, the European lobbying association for
helicopter operators, recently organized a technical
meeting with EASA representatives about the
agency’s proposed airworthiness directive (PAD)
on personal carrying devices (PCDs). The PAD was
suggested requiring an extra approval for such
devices, such as harnesses. EHA was concerned
the PAD would have had serious repercussions on
operations with simple PCDs and added a burden
to operators.

z Keep Off the Grass
Queen Elizabeth II took umbrage with the Secret
Service’s request to land six helicopters on the lawns
of Windsor Castle during President Obama’s recent
visit to the UK. Her Majesty limited the arriving fleet
to three Sikorsky VH-3D Sea Kings. –T.D., M.H.
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Bell’s light single on
path to 2016 approval

Bell 505 FTV-1 has completed certification flight testing as the
airframer works toward approval of the light single this year.

by Mark Huber
Bell’s new 505 light single continues its march to certification,
which the manufacturer expects
to receive from Transport Canada this year. The OEM reports
that Flight Test Vehicle 1 (FTV1)
has completed its certification
flight-testing and a 100-hour
endurance ground run to validate

China Sales
China is the number-one market for the Bell 505 Jet Ranger
X, accounting for sales of 75 aircraft, Patrick Moulay, Bell Helicopter’s v-p for global sales and
marketing, said in May. The next
three markets, in round numbers, are the U.S. (70), Latin
America (70) and Europe (65).
Bell claims orders for 380 copies of the new light single. –T.D.

its drive train ratings. FTV1 will
now be stationed in Fort Worth
for maintenance training at the
Bell Training Academy.
FTV2 has completed its
engine control system and torsional stability testing. It is
instrumented to perform the
load and stress analysis on the
airframe components.
FTV3 is concluding final certification kit testing as well as
function and reliability testing
required for entry into service. It
is outfitted with numerous kits,
among them helicopter terrain
awareness and warning system
(Htaws) and synthetic vision.
FTV3 also has the TB17 lithium-ion battery installed, which
will be the primary aircraft battery. Bell is working with True
Blue and Transport Canada on
this implementation.

On May 19, the company
announced that it is moving production of the model from the
purpose-built facility at Lafayette, La., to Mirabel, Quebec.
Other recent program progress includes successful execution of a cold soak start at -30
degrees C, structural fatigue

Bell Helicopter expands
European support base

testing of critical parts, systems
integration testing and much of
the required fuel systems tests.
Bell also recently unveiled details
about its Customer Advantage
Plan hourly parts program for
the 505, with estimated coverage coming in at $300 per
flight hour.

Meanwhile, Turbomeca has
devised an engine support plan
for the 505’s Arrius 2R that
provides repair and overhaul
through standard exchange
of modules, with a guaranteed annual rate for five years,
and no minimum invoicing or
enrollment fee. 
o

Slovak operators are reporting success with their Bells. The Slovak state operates a Bell 429
(green and white), as does Slovak EMS operator Air Transport Europe (red and white).

by Chad Trautvetter & François Blanc
and counts 16 customer service
facilities in Europe and Russia.
The helicopter manufacturer
announced last year that it will be
partnering with sister company
TRU Simulation for the first Bell
Helicopter regional training center in Valencia, Spain. This facility
is expected to open later this year.
Operator Experience

In discussions with reporters last month in Prague, three
European operators gave their
perspective on their experience
with Bell helicopters. The meeting was staged as part of an
effort by the Textron subsidiary
to support its contention that it
can challenge European manufacturers Airbus Helicopters and
Leonardo-Finmeccanica (formerly AgustaWestland).
Viliam Krivàk, a pilot with
Slovakian operator Air Transport Europe (ATE), spoke
enthusiastically about the Bell
429. The company was formed
in 1991 and is based at Poprad
close to the Tatra Mountains
in the north of the country. It
specializes in rescues and emergency medical operations.
One year ago, the operator
added its first Bell 429 to a fleet

FRANÇOIS BLANC

Bell Helicopter officially
opened a delivery center and
two-bay paint facility at its location in Prague, Czech Republic, on May 12. This adds to the
facility’s maintenance, repair and
overhaul capabilities, making it
the company’s regional customization, delivery and aftermarket
service center in Europe.
The paint booth has been
designed to accommodate all
Bell civil helicopters, ranging
from legacy products to those
currently in development, among
them the 525 Relentless twin.
“By integrating the latest requirements for safety of operations,
ease of maintenance, energy sustainability, environmental and
ergonomics, we have been able to
vastly improve the paint process,”
the company said.
“Europe is a key market for
us to continue to grow in and
develop our balanced business,”
noted Bell Helicopter president and CEO Mitch Snyder.
The company’s Prague facility
is part of an expanding network
of support and service facilities
throughout Europe. Bell also has
a supply center in Amsterdam,
owns blade repair shop Rotor
Blades in Warminster, England,

consisting of 11 AgustaWestland AW109K2s. It has three
more 429s on order.
“The cabin volume of the 429
gives us more comfortable working conditions,” said Krivàk.
“We have been able to install all
the equipment we need for our
missions without any difficulty.
As for the maintenance schedule for the aircraft, it is markedly
lighter than for other aircraft in
the fleet. Taking account of the
hours we fly, a detailed annual
visit is all that’s required. That’s
a big change.”
For his part, Christian Forghieri, managing partner and
operations director with Italy’s
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Elicompany, told reporters that
when his business bought a Bell
407GX in May last year, “there
was no comparable aircraft with
the same performance.” The turbine single is used mainly to
carry passengers but also performs surveillance missions and
is equipped with an infrared camera and laser tracking equipment.
“In addition to the [Airbus Helicopters] AS350BA we
wanted to have a single capable of delivering the highest levels of performance for the needs
of our clients,” said Forghieri.
“With the Bell we have gained
speed, comfort and the ability to
carry an extra passenger. What’s

more, we feel that the look of the
aircraft is more flattering for the
image of our business.”
The government of the Slovak Republic chose the Bell 429
because it expanded the scope
of the missions it can perform. It now has a pair of 429s,
in addition to its two Mil Mi171s. The main benefits it has
derived from the fleet modernization are more usable space
in the cabin, more operational
flexibility, less onerous maintenance needs and more efficient
engines. Among other roles, the
aircraft are used to transport
the Slovak president and official government delegations. o

French HEMS on crew of three
After four months of employing an extra crewmember to meet
EASA rules, the French helicopter EMS (HEMS) industry continues to question the relevance
of the addition. The so-called
“technical crew member” (TCM)
is supposed to help the pilot spot
obstacles and traffic, but his or
her presence raises costs and cuts
useful load. Nonetheless, some
operators view the requirement
as an opportunity for future
operational improvements.
Until January 1, HEMS companies in France were covered by
a 2014 exemption to the EASA

rule requiring two crewmembers in EMS helicopters. Therefore, a crew now consists of one
pilot and one TCM (in the front
seats), as well as a medical team
(one physician and one nurse) in
the cabin. The TCM’s weight–
factored in at 180 pounds–either
reduces endurance by 20 minutes
or limits the number of accompanying people or medical personnel the helicopter can carry.
A TCM so far only helps the
pilot see obstacles in the takeoff and landing phases, select a
landing area and ensure “see and
avoid” in cruise flight, according

Bell 525

BELL PITCHES 525 RELENTLESS AS
“S-92/SUPER PUMA REPLACEMENT”
Bell Helicopter is describing the Bell 525 Relentless as an
“S-92/Super Puma replacement”
and adopting a strategy to use
the fly-by-wire (FBW) control system as a selling point.
In the past the company has
categorized the helicopter as a
super-medium twin, putting it
in the same category as the Airbus Helicopters H175. However,
the company is distancing itself
from that categorization, said
Patrick Moulay, v-p of global
sales and marketing. Rather, the
company wants the 525 to be
compared to the heavier Sikorsky
S-92 and Airbus H225. Previously
the company described the helicopter as a 16-passenger model
for oil-and-gas operations. “The
Relentless will be able to carry 18
passengers in oil-and-gas configuration and we are looking
at 19,” he said during a May 17
meeting in Paris. The company
claims the aircraft’s payloadrange performance is superior to
that of a Leonardo AW189.
The company claims the acquisition cost is less than that of an
S-92 and the operating costs will
be 30 percent lower than those
for a heavy helicopter.

Asked about the depressed
oil-and-gas market, Moulay suggested operators should see the
Bell 525 as a solution that will
help them cope with operator
and oil company pressure for better safety and lower costs, he said.
He did not comment, however, on whether some customers
have postponed planned deliveries. Bell says it holds letters of
intent for 80 copies of the 525.
Some of them come from oiland-gas operators PHI and Abu
Dhabi Aviation.
Rather than promoting FBW
as a technology feature per se,
Moulay now wants to emphasize
what the system will bring to customers, namely flight envelope
protection, automation and failure management.
Another technical attribute is
the integrated vehicle health management (IVHM) system. “This is
Hums, pushed to the next level,”
Moulay said. Thanks to the IVHM
system, the 525 can self-diagnose
in flight. It can send a report to the
maintenance team on the ground.
Moulay hinted that 525 technology will be used in Bell’s future
civil products. AIN understands
this includes FBW.
–T.D

to Christophe Mauron, sales
director of Babcock Mission Critical Services in France. However,
he suggested that in the future the
TCM might perform more tasks–
flight planning, radio communications and navigation–to the
extent allowed by the EASA.
Most operators and physicians
are challenging the alleged safety
benefit of the newly enforced rule.
French doctors using HEMS
have their own lobbying association, AFHSH. “We were already
doing ‘see and avoid,’ and the
presence of a TCM opens a rift
between the technical and medical teams, when the pilot cuts off
the intercom to focus on teaching
the TCM,” former AFHSH president Nicolas Letellier told AIN.
He is concerned that the slimmer useful load of the smaller helicopters popular in French HEMS
(the EC135 is the most common)
might translate into issues, especially in summer, when temperatures also affect payload. For
example, the helicopter might no
longer accommodate the mother
of an injured child. Even a heavy
patient, one weighing more than
275 pounds, could become an issue.

Operator Babcock is one of the rare players in the French HEMS industry to view the
addition of a technical crewmember as an opportunity.

Larger rotorcraft such as the
Airbus H145 might be more
suited to absorbing the weight
of the TCM, but they carry significantly higher acquisition
and operational costs. Belgiumbased NHV, which has contracts with some hospitals in
the North of France, operates
MD Helicopters MD902s. “It is
an old type but it is roomy and
powerful; NHV tells us everything is fine with the TCM,”
Letellier noted.
The helicopter operators’
lobbying association, the UFH,
is also challenging the hopedfor safety benefit of the move.
“How could this improve safety,
since we, the French HEMS
industry, have not recorded an
accident for 17 years?” an official asked.

Rotor detached in
Norway H225 crash
by Thierry Dubois
The Airbus Helicopters H225
and AS332L2 remain under
scrutiny after the H225 accident
that claimed 13 lives on April 29.
On that day, a CHC-operated
H225 crashed near Bergen, Norway, as it was flying back from
the Gullfaks B oil platform. The
EASA has required inspections.
Norway and the UK have suspended H225 and AS332L2
Super Puma commercial flights.
Investigators of
the
Norwegian air accident
bureau (AIBN) are
trying to determine
how the main rotor
detached in flight. This also
happened in 2009 on a Bondoperated AS332L2 Super
Puma in the UK North
Sea. In that incident,
the AAIB identified rupture
of the main gearbox epicyclic
module case as the cause of the
rotor detachment. Investigators
identified issues with design and
maintenance as the cause.
Two weeks after the UK CAA
and its Norwegian counterpart
prohibited H225 commercial

flights, they extended the grounding to the AS332L2. They cited
“the close similarities between
the two types.” The restrictions
do not apply to search-and-rescue flights.
Almost simultaneously, on
May 13, the AIBN published a
preliminary report. The investigation is focusing on the main rotor
assembly: the suspension bars
(aka lift struts), the gearbox and
the rotor head. At
the time, investigators had found
The three suspension
bars that must be
inspected are visible around
the main rotor assembly.

no obvious signs of
fatigue but had not
yet begun metallurgical
testing. They were still collecting
wreckage at the crash site.
Less than a week after the
latest accident, the AIBN ruled
out “human error on board.”
As a result, Airbus Helicopters

Babcock’s Mauron holds
a more positive view on the
change under way. His company
employs 80 TCMs, the same as
the number of pilots on its payroll. “Two pairs of eyes working
together enable better risk control,” Mauron believes.
Acknowledging the challenges
of access and profitability, Babcock
is seeking solutions. The company
might ask the EASA to reduce
weather minimums, thus enhancing helicopter mission availability.
Finally, he said the recent
enlargement of the area covered
by a tender has made more refueling points available.
At the national scale, the
annual extra cost of employing
TCMs is estimated at €6 million
($6.8 million), which is passed
on to hospitals. –T.D.
said investigators should look
to design, production or maintenance for the cause. The airframer,
after preliminary examination of
the vertical shaft that drives oil
pumps, believes the cause is different from the issue behind two
serious incidents in 2012, a problem that has since been resolved
through the replacement of certain serial-numbered main gearbox (MGB) bevel gear vertical
shafts and replacement, if necessary, of each MGB bevel gear
vertical shaft. Therefore, Airbus Helicopters quickly said its
decision was “not to suspend
flights of any nature for the
EC225LP” [H225].
On May 3 the EASA issued an
emergency AD, requiring inspections of the H225 before any further flight. The installation of
the three suspension bars located
around the main rotor assembly
must be checked. The chip detectors of the main gearbox, as well
as the oil filter, must be checked
for absence of metallic particles.
According to the AAIB, detection
and identification of such particles could have prevented the 2009
accident. The third step of the
mandated inspection is, for those
helicopters equipped with the
M’arms vibration health monitoring system (the H225’s Hums),
to download data and check for
any threshold exceedance. 
o
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Avionics
by Matt Thurber
The Aircraft Electronics Association held its 59th AEA International Convention & Trade
Show in Kissimmee, Fla., from
April 27 to 30. Some 130 companies exhibited at the show, which
focuses on serving AEA’s primarily avionics dealer and repair

station membership, and 30 companies delivered presentations at
the popular new product introduction session.
The association also released
the latest figures from its Avionics Market Report, which
reflects sales by 21 AEA member

Universal Aviation is offering free FMS and UniLink UL-800/801 communications
management unit integration and installation training in Tucson, Ariz., and Wichita.

that this will reduce the time it
takes to get safety-enhancing
technologies for small airplanes
into the marketplace while also
reducing their cost.”
Huerta pointed to the large
drop in fatal accidents in the airline industry, attributing much of
this improvement to “designing
aircraft stronger but smarter. We
want to achieve the same results
in the general aviation segment.”

MATT THURBER

News from AEA 2016

companies. First-quarter 2016
total sales exceeded $566 million, a 3.6-percent drop from the
first quarter of 2015. For those
periods, retrofit sales dropped 7.5
percent, while forward-fit sales
(installations in new aircraft, at
54.7 percent) dropped 0.1 percent. Of the total sales volume,
64.9 percent were attributable to
the U.S. and Canada, while 35.1
were in the rest of the world.
FAA Administrator Michael
Huerta summarized his agency’s
work with the aviation industry
on certification during the keynote speech on the first day of
the convention. “We’re looking
to be more flexible in our rules by
reviewing small airplane certification standards,” he said. “Based
on months of collaboration with
manufacturers and others in the
industry, we released our proposed rule to rewrite Part 23 in
March. It is our goal to finalize that rule if we can by the
end of this year. Now instead of

FAA Administrator Michael Huerta told
AEA attendees that the coming Part 23
changes will benefit avionics makers.

requiring certain design elements
on specific technologies, the new
Part 23 rule will enable manufacturers to develop aircraft and
safety technologies according to
performance-based standards
that maintain the same level of
safety. This approach recognizes
there’s more than one way to
work on safety, and it provides
room for flexibility and innovation in the marketplace. I expect

Cabin Equipment
FDS plans to release the latest version of its WorldSend Solutions unveiled its low-cost AirText Iridium
wide Moving Map–the 3D map–in the third quarter of satcom text messaging system. Priced at $9,750,
this year. The current 2D moving map is included in AirText is a permanently installed Iridium system and
the FDS do Capsule, the company’s wireless streaming it was scheduled to receive its first FAA STC last month
platform, which streams entertainment content and the on a Citation X, according to company president David
moving map to passengers’ mobile devices and bulk- Gray. More airplanes will be added to the STC following
head monitors such as FDS’s Edge 4K and HD displays. that certification, and the target market is owner-flown
The 2D and 3D map use a terrain database turboprops through light jets.
with resolution of 15 square meters per pixel, but
AirText is designed solely for texting via the Iridium
customers can opt for 1.5-square-meter resolution network, although once the faster Iridium Next begins
for areas surrounding frequently flown-to airports, service, Send Solutions will add more features, Gray
according to FDS marketing director Dave Dodson. explained, because the system is already fitted with two
The big change with the 3D moving map is that it Arinc 429 bus and two CAN bus connections, one serial
includes an exocentric view of the aircraft, and port and three discretes.
FDS can customize the view to depict the customTexting is done via passengers’ mobile devices
er’s specific aircraft, right down to its paint scheme. and will be available using an Android or iOS app. The
The aircraft shown in the 3D map also replicates the passenger will have an AirText number for texting, and
movements of the real aircraft such as climbing and each unit comes with two dedicated numbers.
banking by connecting the do Capsule to GPS inforThe AirText system should be easy to install, and it
mation from the aircraft’s FMS.
will need a connection to an external Iridium antenna.
Both 2D and 3D systems feature an exploration If the airplane is already Iridium equipped, the AirText
mode, where passengers can touch pre-programmed unit can tap into an existing antenna, Gray said. AirText
spots on the moving map and learn more about those contains two Bluetooth radios, each of which can
areas. This can include popular tourist destinations, for handle eight passengers texting at once, so a total of
example, or anything else that customers want.
16 passengers can use the system at the same time.
The do Capsule can be used in two ways for
Alto Aviation’s new Acapella DZ-290 cabin audio
streaming DRM-compliant entertainment content amplifier is designed for easy upgrades for new or
(movies, music, photos, digital magazines, books and so on) or passenger
content (business presentations, safety
videos): FDS works with Global Eagle
Entertainment to offer the do 360 service,
where Global Eagle provides content
sent monthly to customers on a solidstate drive (SSD) that plugs into the
do Capsule. Or customers can provide
their own content, using one of the do
Capsule’s two one-terabyte SSDs.
The FDS do Capsule retails for
$40,000 with the 2D map, and the
new 3D moving map will cost an
FDS’s Edge 4K display
additional $15,000.

legacy inflight entertainment (IFE) systems. The DZ-290
includes a four-channel amplifier and more than 160
watts of power “to bypass the existing PA/IFE amp,”
according to Alto, which introduced the new amplifier
at the AEA Convention. “The DZ-290 interfaces directly
with speaker level outputs from a PA-AV Unit.” Other
features include four-source selection, volume and
mute control, and these can be selected by ground logic
or optional software. PA override, chime inputs and
default to PA “make it well suited to override existing
PA-AV controllers,” the company noted.
The new True Blue Power TA202 charging port
provides 3 amps of power to each port, and it is available in single- or dual-port configurations with either
Type-A or Type-C USB connectors. The TA202 is TSOapproved and has short-circuit, over-current and overtemperature protection.
The new TSO’d converters include the TC120 DC-toDC, with adjustable output voltage capable of supplying
up to 120 watts of 5- to 18-volt power. According to
the company, “The True Blue Power TC120 is a direct
replacement for Ameri-King converters AK-551-9,
AK-551-9M, AK-551-9M1 and AK-551-9M2, following
the FAA recommendation to remove Ameri-King products manufactured or shipped after Dec. 28, 2015.”
The TC280 is an AC-to-DC converter that
converts 115 VAC to 28 VDC, with up to 280 watts
of 28-volt power.
In preparation for launch of its Gogo
Biz 4G air-to-ground connectivity service,
Gogo finished the initial phase of flighttesting in its Challenger 600 testbed in
mid-April. The 4G service is scheduled
to go live early next year and will deliver
data speeds of up to 9.8 Mbps, more than
three times faster than the current Gogo
Biz 3G service at up to 3.1 Mbps.
Shipments of the 4G system are
scheduled to begin early next year. The
Gogo air-to-ground service area covers
the continental U.S. and parts of Alaska
and Canada. 
n

ADS-B out

CMD Flight Solutions has
received an approved model list
supplemental type certificate
(AML STC) covering a costeffective ADS-B out solution
for Part 25 airplanes. The STC
covers installation of FreeFlight’s
1203C SBAS/GNSS GPS position sensor with Rockwell Collins TDR-94/94D transponders.
The 1203C is a 15-channel
GPS sensor that not only can be
used for ADS-B out compliance–
due after midnight Dec. 31, 2019–
but it is also an approved position
source for NextGen applications
such as CPDLC, Taws/FMS,
RNP and others.
Elliott Aviation received an
STC for ADS-B out and in for
2002 and newer model Hawkers
equipped with Rockwell Collins
Pro Line 21 avionics. The models
covered include the Hawker 750,
800XP, 850XP and 900XP.
The STC replaces the existing
Rockwell Collins TDR-94D transponder with dual remote-mount
Garmin GTX-3000 transponders,
and it adds the Garmin GDL 88
dual-link ADS-B transceiver, GA
36 antenna and Flight Stream
110 Bluetooth wireless gateway,
which provides GPS position to
the GTX-3000 and ADS-B in
weather and traffic to compatible mobile devices. This solution
eliminates the need to upgrade
cockpit displays to accommodate ADS-B in features.
Elliott Aviation is also developing Garmin-based ADS-B
STCs this year for the Beechjet/
Hawker 400A/400XP, Premier
I/IA, legacy-equipped Hawker
800A/800XP and Hawker 1000.
Flightstar has received an STC
for a second GPS position pairing
option for installing ADS-B out
on the Bombardier Learjet 40/45.
This solution applies to Learjet
40/45s equipped with the Universal Avionics UNS-1Ew FMS, in
either a single- or dual-FMS configuration, and uses this FMS as
the GPS position sensor.
Now Learjet 40/45 operators
can upgrade to ADS-B out in
three ways: by upgrading a single FMS to the UNS-1Ew and
adding an LPV monitor for full
LPV approach capability; using
Continues on page 66 u
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New FAA Policy Simplifies ADS-B Installations
The FAA released a policy memo on March
2 that updates guidance on installation of ADS-B
out systems, essentially allowing avionics shops to
install ADS-B equipment on aircraft not covered
by a supplemental type certificate (STC) without
having to obtain a new STC. This new policy, said
Bill Stone, Garmin senior business development
manager, “significantly reduces cost, downtime
and uncertainty about how long the aircraft is
going to be down.” The installer does have to
obtain position from the original STC holder.
Earlier in the ADS-B upgrade process, the
FAA was requiring that each aircraft model
have its own STC. “The agency was pretty
concerned as new equipment hit the market
to ensure that it worked correctly,” Stone
explained. “The original policy was that it could
be installed only via STC. That would maintain a high level of involvement and ensure
that aircraft entering airspace [where ADS-B
is required] are operating as intended and not
bringing the system to its knees.”
The FAA eased the requirements somewhat a few years ago, allowing approved

ADS-B transmitter and GPS position source
pairings–once STC’d–to be field approved in
other aircraft models. “This is less of a cost and
time burden than an STC,” he said, “but it does
require FAA involvement, and that could inject
FAA time and uncertainty and additional cost.”
Now the FAA has issued the new policy,
and basically if the installation is a major alteration, it will still need field approval. This may
be the case where a new antenna needs to be
installed on a pressurized airplane, for example.
A simple ADS-B out installation in a non-pressurized airplane will be a minor alteration,
and it can be signed off by an A&P mechanic
holding an Inspection Authorization or a Part
145 repair station.
Stone sees this new policy as offering major
benefits to helicopter operators. “There are
so many makes and models, it’s not financially
viable to try to STC every one.” In a recent
situation, a Texas sheriff department operating MD500s and Sikorsky 300Cs already
equipped with Garmin GNS 430Ws (which
provide the required position source) and GTX

Honeywell ‘GoDirect’
speeds product intro
by Kerry Lynch
Honeywell is rolling out a
new brand, GoDirect, to create a one-stop shop for all of its
services and reflect an effort to
get products to the market more
quickly through the development and enhancement of apps.
As part of the rollout, Honeywell has released a new GoDirect web portal that provides
access to its portfolio of flight
planning, software updates and
maintenance services.
The portal is part of Honeywell’s philosophy of taking a
holistic view of services from
“gate to gate,” the company said.
GoDirect, however, is much
broader than a brand or a web
portal. It is designed to reflect
the company’s vision of bringing safety innovations and new
technologies to market, when
possible, through apps that
don’t need to be certified first.
Michael Edmonds, v-p of
services and connectivity for
Honeywell Aerospace, noted
that the company offers dozens
of product lines that are mostly
certified and take years to get to
market. “In my world most of
the applications I am doing are
noncertified,” he said. “I can
launch them in weeks.”
To do this, the company is
leveraging its connectivity capabilities to “enable everything
we can do to make a better

workflow for people who maintain and work on airplanes as
well as the flight crews and dispatch…What we have done is
create a whole new thinking
around work-stream optimization and branded it GoDirect:
GoDirect to the solution to
maintenance problem or GoDirect to the destination in terms
of flight support.”
The ultimate goal is to get
those technologies to the cockpit as certified products, but
apps will broaden access to
those technologies at lower
cost, Edmonds said.
Some Apps Available Now,
Others Coming Soon

Honeywell is in the process of developing a series of
such products. These include
a fuel efficiency app that was
developed with technology the
company gained through its
acquisition last year of Aviaso, a small Bulgarian software company.
The app tracks every phase
of flight from the planning to
taxiing to flying and provides a
briefing that enables the operator to see where the flight could
have been conducted more
efficiently or how other savings could be generated. The
tracking includes everything
from fuel tankering options

330ES transponders (which meet the ADS-B
requirement) couldn’t get approval to use
the installed equipment for ADS-B out. There
were no STCs available and little incentive for
an avionics shop to go through the expense of
engineering and seeking approval for an STC.
The new policy allows this operator to modify
the installed equipment as a minor alteration
to achieve ADS-B capability, thanks to Garmin’s
existing approved model list STC for ADS-B
out using the same equipment.
There should be many more similar cases,
affecting aircraft from helicopters to even
some business jets. Stone did warn that there
is a caveat: for aircraft that might be exported
out of the U.S. at some point, the new regulatory authority might require a specific STC.
“You’re better off going with an STC for
turboprops and jets that are not destined to
remain domestic,” he said.
“It’s nice to make a little progress,” Stone
said. “We’ve got a big fleet to upgrade [by Jan.
1, 2020]. Lifting the system out of one airplane
and putting it into another is low risk.”  –M.T.
out

to whether too much potable
water is being carried on board
to whether the flaps are used
most efficiently.
The app, which Edmonds
said took about four weeks to
create, is directed more toward
the fleet operator; 26 airlines
have been using the services, but
Honeywell has been in discussions with fractional operators
and other large business aviation fleet operators as well.
The Weather Information
Services app, which is live now,
links weather data to flight
plans selected by the pilot,
who has control of the data it
obtains, with information from
radar and satellites. It includes a
range of reports, such as pireps,
Metars and TAFs. It will provide weather conditions both
horizontally and vertically,
enabling pilots to better determine how to fly around weather.
Prague-based business jet
operator ABS Jets has been collaborating with Honeywell on
further enhancements of the
app. Under the effort, ABS Jets’
crews and operations personnel
have worked with Honeywell
on the design and validation
of new features that will be in
future releases of WIS.
Honeywell is working on
the next update, “NowCasting,” which Kiah Erlich, general
manager of Honeywell’s Flight
Support Services business,
said will become a more accurate way of forecasting. This
will show intensity of weather
satellite imagery and depict
aggregated
data–essentially
“crowdsourcing”–accumulated

from Honeywell’s RDR-4000
weather radar installed on aircraft. By aggregating information from the weather radar,
Honeywell will be able to provide data on activity over
oceans and other regions where
such information is not readily
available, she said, likening the
effort to using the aircraft as
weather balloons.
Another feature in development and available shortly
for Honeywell’s weather app
will be “Vertical Optimization,” which will include a tool
to enable flight crews to choose
routes using fuel performance
and weather data.
Honeywell is also focusing on the maintenance side
through GoDirect, developing a My Maintainer app that
taps into data from the aircraft
and tracks crew alerting system
messages. The app, designed for
mobility, can point to the origin
of the fault, track the history
of similar faults and send messages to a central office for corrective actions if necessary.
Honeywell’s new Flight Preview app (see article at left)
came out of the company’s
flight management system engineering team, providing a preview of an approach into a
given airport.
These apps are designed for
the electronic flight bag, Erlich
said. “You don’t have to wait
for expensive certified avionics,” she said. “We are taking a
lot of our avionics technology
and getting it to market faster
and cheaper in non-certified
applications.”


APP HELPS PILOTS
PRE-FLY APPROACHES
Honeywell’s new Flight
Preview app allows pilots to
“fly” an instrument approach
depicted on the Apple iPad to
help them become familiar with
the procedure and the runway
environment before they fly the
actual approach.
The basic idea behind
the app is to allow pilots to
select the airport and any
of its available instrument
procedures, choose the transition, then preview the entire
approach, including, if desired,
the missed approach procedure. The approach plays in
two panes on the iPad. The
left pane shows a 2-D Google
Maps-based “movie” of the
approach, and the right side
shows the approach plate.
“Push ‘play’ and you’re
watching a movie about that
approach, with terrain, the
street view, minimums, each
transition and the missed
approach” said Kiah Erlich,
general manager of Honeywell
Flight Support Services.
Pilots might want to preview
approaches while planning
a flight, or the app can also
run without Internet access,
allowing pilots to use the app
as a briefing tool to preview an
approach during low-workload

The left pane shows a 2D ‘movie’
depiction of the approach.

phases of flight or when given a
reroute to a different approach
procedure.
This is the first version of the
Flight Preview app, and Honeywell plans to add features such
as additional instruments (altitude is the sole instrument
on the left-hand pane), 3-D
airspace depictions, forecast
weather overlays and georeferenced charts.
Honeywell expected the
app to be available on the Apple
App Store in mid- to late May.
The app covers nine regions in
the U.S., and each region will
cost $1.99 per month or $19.99
per year. Honeywell plans to
add non-U.S. approaches at
some point.
–M.T.
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Air Transport
N E W S UPDATE
z Janaillac Takes Over at Air France-KLM
Air France KLM confirmed the appointment
of Jean-Marc Janaillac to replace Alexandre de
Juniac as chairman and CEO. The 63-year-old
executive, who currently leads French train and bus
group Transdev, will take over from de Juniac when
he takes up his new position as executive director
of the International Air Transport Association.
Officially, de Juniac’s notice period would run
through July 31, but he will join IATA in time for its
general meeting in Dublin, Ireland, on June 1.
Though de Juniac claims to have largely
completed the task of restructuring Air France
KLM, Janaillac may well face further battles with
powerful French unions that have repeatedly
shown a willingness to take prolonged strike
action to defy efforts by the flag carrier’s
management to reduce its bloated cost
structures. Janaillac worked for Air France in
the early 1990s and served on its board, before
taking on the position of COO of the now-defunct
French carrier AOM from 1997 to 2000. According
to reports in the financial press, Air France KLM
first offered the top position to Emirates chief
commercial officer Thierry Antinori, who turned
down the invitation.

FAA orders fixes on
GEnx-equipped 787s
by Bill Carey
The U.S. FAA has ordered Boeing to revise flight manual procedures and carry out repairs to 787-8
and -9 Dreamliners powered by
General Electric GEnx-1Bs to prevent damage caused by fan ice shedding. The expedited airworthiness
directive (AD) affects an estimated
100 to 150 airplanes; about 30 airplanes have already been repaired,
according to GE Aviation.
The AD follows a March directive that was prompted by a report
of a “significant fan rub” event on
a 787 equipped with the GEnx-1B
performance improvement program (PIP) 2 engine. The in-flight
event was apparently caused by fanice shedding at 20,000 feet, which
caused a fan imbalance that substantially damaged and shut down

the engine. The airplane’s other
engine was an older-design GEnx1B PIP1 that sustained minor damage during the icing event but
continued to operate normally.
The FAA said it continues to
investigate the issue with Boeing and GE, but it added that the
PIP2 GEnx-1B appears susceptible to heavy fan blade rubs and
resulting damage. The latest AD
was published in the Federal Register on April 22 and became effective on May 9. It requires that Boeing
revise the 787 airplane flight manual
to provide pilots with a new fan ice
removal procedure and an associated
mandatory briefing to reduce the
likelihood of engine damage from
fan-ice shedding. For 787s equipped
with two PIP2 GEnx-1Bs, it requires

z Swiss To Deploy C Series on July 15
The first production Bombardier C Series will
enter service with Swiss International Airlines on
July 15, the airline confirmed in late April. Swiss
expects to take delivery of the airplane–a CS100–at
the end of this month. It holds an order for 30 of the
smaller of the two-member series of narrowbodies,
which also includes the CS300.
The first revenue flight will take off from Zurich at
12:30 p.m. on a scheduled service to Paris Charles
de Gaulle Airport.
Along with Paris, cities served by Swiss’s
CS100 in July will include Manchester, Prague and
Budapest, followed by Warsaw and Brussels at
the end of August, and Nice, Stuttgart, Hanover,
Milan, Florence and Bucharest in September. The
C Series will replace Avro RJ100s on several more
destinations as the new twinjets arrive, said Swiss.
The airline expects to serve Zurich-London City with
the C Series starting in the first quarter of next year.
Swiss reported that the arrival of the C Series will
create 150 new jobs at the airline.

z Leap-1B Wins Dual Certification
CFM International’s Leap-1B engine won type
certificates on May 4 from both the European
Aviation Safety Agency (EASA) and the U.S. Federal
Aviation Administration (FAA), paving the way for
entry into commercial service on the Boeing 737
Max 8 next year.
CFM characterizes the dual award as special
because, typically, a lead agency issues a type
certification and a second agency validates that
certification. The dual certification reflects CFM’s
50/50 design and production structure between
parent companies GE of the U.S. and Safran
of France.
The Leap-1B flew for the first time on the Boeing
737 Max 8 on January 29 this year. Two more
aircraft joined the test program in March and the
three airplanes have logged more than 100 sorties,
including the recent completion of high-altitude
flight-testing in La Paz, Bolivia. – Gregory Polek

“rework or replacement of at least
one engine” within 150 days.
“The urgency of this issue stems
from the safety concern over continued safe flight and landing for
airplanes that are powered by two
GEnx-1B PIP2 engines operating in
a similar environment to the event
airplane,” the FAA stated in the
latest directive. “In this case both
GEnx-1B PIP2 engines may be similarly damaged and unable to be
restarted in flight.”
GE has delivered some 460
PIP2 GEnx-1Bs. The engine manufacturer recommended corrective actions to airlines on April
1. The AD cites 176 Dreamliners
with twin PIP2 GEnx-1Bs requiring corrective action, but at least 30
airplanes have already been completed, GE said.
“The work doesn’t involve engine
removals,” the manufacturer said in
a statement provided to AIN. “All
of the 787s with two GEnx PIP2
engines must have one engine modified by the end of September.”
The solution calls for reducing
some of the surface of the fan case
in front of the fan blades, a process
that takes about 16 hours using a
fan grinding machine. “It involves
shaving less than one-tenth of an
inch of the abradable seal material along the interior of the fan
case, which makes contact with the
tips of the fan blades. Most of this
work will be done during the regularly scheduled ‘A’ checks. We are
working with operators to avoid
airline disruption,” GE said. 
o

FAA and EASA Etops certification allows Airbus A350-900s such as those scheduled for
delivery to Cathay Pacific to fly routes with diversion times exceeding three hours.

FAA APPROVES A350-900 FOR
‘BEYOND 180 MINUTES’ ETOPS
The U.S. Federal Aviation Administration (FAA) has approved the Airbus
A350-900 for Etops (extended-range
twin-engine aircraft operations) “beyond
180 minutes” diversion time. This aircraft has now received the approval from
both the FAA and the European Aviation
Safety Agency (EASA). The approval will
allow airlines operating under FAA rules
to serve new direct non-limiting routings beyond the standard 180-minute
diversion time when they start to take
delivery of their A350s next year.
The FAA approval, which allows
180-minute Etops in the basic
specification, also provides for up to
300-minute Etops, corresponding to a
maximum diversion distance of 2,000
nm at one-engine-inoperative speed
under standard atmospheric conditions. Later this year, once the type has
accumulated more in-service experience, Airbus expects the FAA to grant
a further provision for 370-minute
Etops, extending maximum diversion
distance to 2,500 nm.
According to Airbus, the 300-minute Etops 300 option will, in particular,
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facilitate more efficient transoceanic
routes across the North and MidPacific, such as from Southeast Asia
and Australasia to the U.S. Meanwhile,
it will allow operators flying on existing 180-minute Etops routes to use
straighter, more fuel-efficient flight
paths while allowing access to more
en route diversion airports if needed.
Introduced by the International
Civil Aviation Organization (ICAO)
in the mid-1980s, Etops certification
allowed commercial operations with
twin-engine aircraft on routes previously flown by aircraft with three or
more engines. The rules, now named
EDTO (extended diversion time
operations) by ICAO, have undergone progressive revisions to allow
operations beyond 180-minutes
diversion time. In 2009, the Airbus
A330 became the first airliner to gain
Etops approval beyond three hours,
when the EASA issued it 240-minute Etops certification. Airbus twins
have now accumulated 17 million
Etops flight hours, 13 million of them
logged by A330s.
–G.P.

AMAZON TO DOUBLE
CARGO FLEET
Atlas Air Worldwide has signed
a deal with Amazon to fly 20 Boeing 767-300s for the online retailer
under a 10-year lease deal that
grants Amazon rights to acquire
as much as 30 percent of the
cargo carrier. The deal marks the
second such move by Amazon to
“supplement” its delivery capacity since March, when it signed a
similar contract with Wilmington,
Ohio-based Air Transport Services
Group (ATSG) for 20 Boeing 767s.
The latest agreements cover
operation of the 20 converted
freighters for Amazon on a CMI
(crew, maintenance and insurance)
basis by Atlas Air Worldwide’s airline subsidiary, Atlas Air, as well as
dry leasing by its Titan Aviation
leasing unit. The dry leases will
carry a term of 10 years, while the
CMI operations extend to seven
years with a provision allowing for
a total term of 10 years. The companies expect operations under
the agreements to begin in this
year’s second half and accelerate
to full service through 2018. –G.P.

BOMBARDIER INTRODUCES CRJ CABIN UPGRADE

Atlanta-based Delta Air Lines will serve as the U.S. launch customer of the
CS100 and rank as the largest C Series customer.

Delta to renew fleet with
major C Series, A321 orders
Delta Air Lines recently launched a
major fleet expansion and modernization
plan. On April 28, the U.S. carrier placed
an order for up to 125 Bombardier CS100
narrowbodies, and then a day later it signed
a contract with Airbus for 37 more A321s.
The C Series order, valued at $5.6 billion at
list price, is the largest in Bombardier Commercial Aircraft history. The Canadian airframer hailed it as a “major endorsement”
of the challenged C Series program.
“Today is a defining moment and a
strategic marker for the C Series program,” said Fred Cromer, Bombardier
Commercial Aircraft president, during a
ceremony at the company’s manufacturing facility in Mirabel, Quebec.
The agreement includes a firm order for
75 CS100s with options for 50 more aircraft. Delta may elect to convert a number
of airliners into longer CS300s at a later
date, Bombardier said. The Atlanta-based
carrier will be the U.S. launch airline of the
110-seat CS100 as well as Bombardier’s
largest C Series customer. Deliveries are
scheduled to begin in the spring of 2018.
Bombardier now has firm orders for
318 C Series airliners. Launch customer
Swiss International Airlines expects to
begin service with the CS100 on July 15.
Delta’s order comes six months after the
province of Quebec agreed to infuse $1
billion in the financially strapped C Series
program, giving it a 49.5-percent stake in
a limited partnership with Bombardier.
“Today’s announcement is further proof
that we made the right decision in choosing to support Bombardier, even in times
of turbulence,” said Martin Coiteux,
Quebec minister of municipal affairs for
the Montreal region.
Releasing its first-quarter financial
results on the same day of the announcement, Bombardier said it will record an
“onerous contract” charge of $500 million in the second quarter related to the
Delta order and another order from Air
Canada. The manufacturer remains in
talks with the federal government for further investment, said president and CEO
Alain Bellemare.
“The Quebec government support
came at a great time and it helped us
increase confidence with our customers,
provided additional financial flexibility in

a very competitive environment and also
helped us to unleash the full value of this
great aircraft,” Bellemare said at a press
conference following the signing ceremony. “I would say that we have been in
discussion with the federal [government]
for many months; so far we haven’t found
the right solution.”
Also speaking at the event in Mirabel,
Delta CEO Ed Bastian acknowledged “an
element of some skepticism” preceded the
airline’s order, but added that the CS100’s
operating economics, including a promised 20-percent improvement in fuel efficiency, swayed its decision. Asked about
that remark during the press conference,
Bastian said the geared turbofan design
of the aircraft’s Pratt & Whitney PurePower PW1500G engine provided an
opportunity to “change the game” for
fuel efficiency and operating effectiveness.
“We’ve been studying the technical
attributes of the aircraft for many years,”
Bastian said. “With the amount of development and innovation coupled with the
pricing and economics that we were able
to bring to bear, it changed our mind.”
The C Series order establishes the
model as a legitimate challenger to the
Boeing 737 Max 7 and Airbus A319neo,
neither of which has managed to gain
nearly the market traction their larger siblings have enjoyed. While Delta uses the
C Series to replace regional jets and its
smallest aging narrowbodies, an order it
placed in April for 37 more A321s illustrates a clear distinction in roles between
the largest Airbus narrowbody and Bombardier’s 110- to 125-seat CS100. With
the latest contract, Delta now holds
orders for 82 A321s, most of which the
carrier plans to use to replace its fleet of
116 MD-88s. Delta expects to take delivery of the 37 current-generation A321s,
the acquisition of which comes during
the end of the model’s production cycle,
concurrently with A321s from previous
orders through 2019.
The airline took delivery of its first
A321 in March, and has scheduled
its inaugural revenue flight for May 2
between Atlanta and Orlando, Florida.
It joins 126 A320-series aircraft, all powered by CFM56 turbofans, already flying
in the fleet. –B.C.

Bombardier has begun marketing an
improved cabin for the CRJ regional jet
series, the company revealed last month
at the Regional Airline Association convention Charlotte, N.C. Speaking at the
convention’s first media briefing, Bombardier Commercial Aircraft vice president of
marketing Patrick Baudis explained that
the effort involves widening the passenger entry, new mood lighting and a new
lavatory design. The exercise also slightly
enlarged the bins in the main cabin and
added significantly more space in the business-class bins.
In the lavatory, Bombardier managed
to add 57 percent more area, including 3
inches more head clearance. In the business
class cabin, it took advantage of the twoby-one seating configuration to enlarge
the right-hand bins by some 50 percent,
allowing for wheels-first stowage of standard-size roller bags.
“We are also increasing slightly the size
of the bins in the main cabin, but more

importantly we are reworking the opening
of the bins so that we can fit more easily the
big bags that passengers carry more and
more,” said Baudis.
The new Bombardier marketing executive also explained the process of opening
the passenger entrance area with round
shapes and curved lines. “You no longer
have to do the zigzag pass in the galley;
now it’s a wide aisle going straight into the
business cabin,” he said.
Initially designed for the CRJ900, the
new interior can work in any of the CRJ models, but the size of the 900 appears to lend
itself to the most effective use of the various
improvements. Bombardier will make the
improved cabin available as a retrofit, and
Baudis estimated that the company could
deliver the upgrade to customer ordering it
today in roughly a year.
“We believe with the fleet we have out
there, of course, there’s a lot of value to
implement a retrofit program and I’m sure airlines will be interested,” he concluded. –G.P.

ATR RAMPS UP U.S. MARKETING EFFORT
ATR has turned its attention to the U.S.
market for the 600-series turboprop after
several years of absence from scheduled
service. As if to underscore the seriousness
of its new marketing effort, it brought an
ATR 72-600 demonstrator to the Regional
Airline Association convention in Charlotte
last month, where CEO Patrick de Castelbajac spoke with AIN about the prospects for
the airplane in the U.S. and beyond.
De Castelbajac, a former executive with
Airbus in charge of the U.S. market, knows
North America well, and harbors no illusions
about the challenge a return of ATR to the
region presents.
“My experience with the U.S. airlines
is that they are pragmatic people, rational
people,” said de Castelbajac. “We didn’t
get a sufficient focus on the U.S. for a long
time…When you have so much growth
[in other parts of the world] and the U.S.
doesn’t necessarily welcome you with open
arms, you go to all the other places where
people are asking you to come.”
In fact, ATR has now sold more airplanes
in Asia than in Europe, and holds a 90-percent share of the turboprop market in the
Far East. Recently, growth has slowed somewhat, however, giving ATR another reason
to prepare for a future that includes a presence in the biggest market in the world.
ATR has already addressed one clear
prerequisite, as de Castelbajac explained,
for attracting U.S. business in an offering
for a front passenger entrance, allowing
access through jet bridges. It also has put
more emphasis on multi-class cabins, another
requirement of many potential U.S. customers.
“The market here is demanding in
terms of comfort, so we also need at least
two-class, sometimes three-class, which
is something that we were not necessarily keen on doing,” said de Castelbajac.
“But we understand that it’s not a matter of

whether we are keen or not keen; it’s a market requirement.”
Half owned by Airbus and half owned by
Leonardo Finmeccanica, ATR enjoys access
to engineering resources and supplier relationships from the European consortium
in particular that competitors do not, giving the ATR 42 and 72 what de Castelbajac
described as cutting-edge technology in the
cockpit as well.
“When Airbus invests billions into a
system, we can benefit from part of this
without investing what we would normally
invest if we were a third party,” explained
de Castelbajac.
The new Thales flight deck in the
600-series ATRs and, of course, modern,
quieter Pratt & Whitney Canada PW127M
engines represent two of the big differences
between what the company offers today
compared with the typical turboprop now
flying in the U.S., which averages some 21
years of age. Meanwhile, as airlines jettison
aging, less efficient regional jets and drop
many of the routes on which they used to fly,
ATR sees an opportunity to market both its
50-seat ATR 42-600 and 70-seat ATR 72-600
for segments of less than 300 nautical miles,
where block time differences between a jet
and turboprop are negligible.
“There are five destinations from Charlotte that people fly to several times a day
that are less than 100 miles from Charlotte,”
said de Castelbajac. “So that means basically you’re talking 20-minute flights, and
we would do them in 23 minutes except we
burn 60 percent less fuel.”
Support preparations include plans for
a new U.S. pilot training center to open by
next February. ATR hasn’t yet decided on
the location, but southern Florida appears a
likely option given its North American headquarters and warehouse presence in Miami,
said an ATR spokesman. 
–G.P.
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Hot Section

by David A. Lombardo

Maintenance News
JET AVIATION STL SIGNS
35th GLOBAL INSPECTION
Jet Aviation St. Louis has signed
a contract to perform a 120-month
inspection on a Global Express XRS,
the company told AIN. It is the MRO’s
35th Global inspection.
“When a customer’s aircraft is
opened up to the extent required for
this inspection,” said sales director
Aaron Kreissler, “they want it done by
someone who has done it many times
before. Our customers know that our
experience allows us to address the
known trouble spots first, and that
minimizes surprises on the back end.”
The inspection is required 10 years
after initial delivery and mandates that
most of the aircraft is disassembled
for review of the airframe and
structure, including the landing gear.
Cabin interiors are removed and
refurbished or replaced. According to
Kreissler, many customers also have
their airplanes repainted during the
inspection since the aircraft will be out
of service anyway.
“Complementing the dedicated
hangar for servicing Globals, Jet
Aviation St. Louis has all of the
necessary capabilities in-house through
its backshops,” he added.

FLIGHTSTAR EXPANDS
INTERIOR FABRICATION SHOP
Savoy, Ill.-based Flightstar opened
an expanded 4,300-sq-ft interior
fabrication shop. The shop, attached
to the main maintenance, repair and
overhaul hangar, was constructed
exclusively to handle anticipated
demand for interior fabrication. The
new interior shop is equipped with an
array of specialized tooling, a sanding
bay and a 380-sq-ft paint booth. This
new paint booth is available for interior
and exterior finishing work and can
simultaneously work on multiple
components up to 20 feet long.
“Our fabrication shop addition
allows for Flightstar to perform all
work in house, guaranteeing the
highest quality of craftsmanship while
allowing us to shorten our completion
timelines,” said Rodd Caldwell, the
MRO’s technical sales director. “This
addition introduces a new level of

with faster connectivity,” said
Derek Morris, avionics design and
engineering manager.
“This STC project…was the first
time multiple Wi-Fi onboard access
points have been certified at once. The
in-flight networks are seamlessly handed
off between 3G, satellite-based Internet
and ground-based Internet, delivering a
combination of maximum connectivity
and reliability,” he said. The cabin
management system personalizes
content storage of audio files and movies
and it also allows for wireless control
of the cabin environment, audio and
lighting, he added.

Jet Aviation STL will undertake a 10-year
inspection on a Global Express XRS, a project that
will mark its 35th inspection on the model.

FLYING COLOURS CELEBRATES
FIRST ANNIVERSARY IN SINGAPORE
service…enabling more projects to be
completed during [customers’] regular
maintenance cycles.”

SPIRIT AERONAUTICS ADDS
HAWKER MAINTENANCE SERVICES
Spirit Aeronautics has expanded
its service authorizations to include
maintenance for the Hawker 800,
800XP and 850XP. The company
already provides avionics, interior
modification and refurbishment
on the Hawker. “Our customers
asked us to expand our maintenance
capabilities, so they could have all
of their maintenance and upgrades
done at the same time,” said Spirit
Aeronautics president and COO
Tony Bailey.
Columbus, Ohio-based
Spirit Aeronautics holds service
authorizations for Boeing; Bombardier
Learjet, Challenger and Global; Cessna
Citations; Dassault Falcons; Embraers;
Gulfstreams; Hawkers; Beech King
Air; Airbus; and Pilatus. It also holds
service authorization on the Pratt &
Whitney Canada JT15D-5D, PW545A/
B/C and PT6; Williams FJ44; and
Honeywell TFE731 engines.

COMLUX AMERICA MAKES ROOM
FOR LARGER PROJECTS
Comlux America, the Comlux
Group’s completion and service center
in Indianapolis, christened its newly

enlarged completion hangar in late
April. The project expanded the hangar
size to 157,000 sq ft from 128,000 sq
ft, allowing the building to house one
widebody and up to four single-aisle
bizliners simultaneously.
Comlux America’s first widebody
completion, an ACJ330, was inside
the hangar during the April 27
ceremony. This aircraft will be the
12th VIP completion for Comlux
America. During the event, the
hangar also housed two BBJs–
one in completion and the other in
for maintenance–and one Sukhoi
Business Jet undergoing completion.
Besides aircraft completions
and maintenance, Comlux Group
provides aircraft management,
charter, sales and acquisitions, cabin
design and engineering, and avionics
design and integration.

CONSTANT AVIATION RECEIVES
GLOBAL EXPRESS WI-FI STC
Constant Aviation has secured
an STC for Wi-Fi on the Global
Express. The installation can be
completed at any of the company’s
three U.S. locations: Cleveland, Ohio;
Birmingham, Ala.; and Las Vegas.
“With close to 100 Global Expresses
registered in the U.S., we sought to
expand our product offerings and
amenities for the market. Constant
Aviation understands the demand
for more reliable in-flight services

Widebody ACJ330 and three single-aisle bizliners–two BBJs and a Sukhoi Business Jet–were on display during the April 27 ceremony to celebrate expansion of
Comlux America’s hangar to 157,000 sq ft. The ACJ330 is Comlux America’s first widebody completion project and its 12th VIP completion.
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Flying Colours celebrated the first
anniversary of its aircraft interiors
facility in Singapore at ABACE.
Located in the Bombardier Aerospace
Singapore Service Centre at Seletar
Aerospace Park, its Singapore facility
opened in April last year to provide
refurbishment services for Challengers,
Globals and Learjets based in the
Asia-Pacific.
The aircraft completion company’s
Singapore facility, led by general
manager Paul Dunford, has worked
on 50 aircraft over the past 12 months,
among them the full refurbishment of
a Global Express and a Challenger,
as well as interior work on nonBombardier aircraft.
Canada-based Flying Colours says it
has expanded its capacity and capability
in areas such as preliminary inspections,
repair work, modifications and
refurbishments. Its Singapore facility
now has 13 employees, six of them local
technicians, and the company expects to
hire six more this year.

DALLAS AIRMOTIVE OFFERS
FLAT-RATE OVERHAUL FOR PT6A
Dallas Airmotive is offering a PT6A
flat-rate overhaul program as part of
Pratt & Whitney Canada’s (P&WC)
PT6Smart Maintenance Solutions
initiative. The limited-time program sets
fixed pricing for overhauls on the PT6A21, -27, -28, -41, -42 and -114. It is available
only through the engine manufacturer’s
designated overhaul facilities.
In 1964 Dallas Airmotive became
an independent MRO provider for the
PT6A. Fifty years later the company
announced it had transformed its
former regional turbine center at Dallas
Love Field into a dedicated facility to
repair and overhaul PT6As.
“We know that customers are
looking for ways to reduce their
maintenance costs and increase the
value of their aircraft investment,” said
Mark Stubbs, Dallas Airmotive chief
commercial officer. “Our facility at
Love Field was designed specifically
for the PT6A and delivering fast turn
times, from a centralized location in the
United States.” o

Jet Aviation St. Louis, 625,000 square feet
in ten buildings stretching more than half a mile

45 years of experience and
in-house capabilities matched by none
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Touching Bases

by Curt Epstein

FBO and Airport News
“We are pleased that Sheltair has
made the decision to expand its facilities
here,” said Gregory Kelly, director of
the Savannah Airport Commission. “Its
willingness to invest in our market at this
time is a strong indicator that general
aviation activities are increasing here,
which is a good thing for our airport and
the region we serve.”

CUSTOMS RETURNS
TO FLORIDA KEYS AIRPORT
Sheltair expects its new
25,000-sq-ft hangar at Savannah
Hilton Head International Airport
to be completed by year-end.

SHELTAIR BUYS FLORIDA FBO…
Florida-based Sheltair has given
its FBO network in the Sunshine
State a major boost by buying Tampa
International Jet Center (TIJC), one
of two FBOs at Tampa International
Airport. The independently owned
location has been highly rated in the
annual AIN FBO Survey since it opened
more than a decade ago.
“We are pleased to announce that
we acquired Tampa International Jet
Center, an award-winning operation
with a highly commended customer
service staff,” said Sheltair chairman and
CEO Jerry Holland. “We are genuinely

CHARTER NEWS NOTES
>V
 istaJet took delivery of the 100th aircraft
that it has purchased since its founding in
2004. The charter operator, which owns all
of its jets, now has more than 60 in its fleet.

>G
 lobal Aviation of Hillsboro, Ore., has added
a Challenger 300 to its charter fleet. The jet is
based at Oregon’s Aurora State Airport.

> S evenJet Private Travel, which offers
fractional shares on a fleet of Piaggio
Avantis, was one of a group of U.S. charter
operators that made the first charter flights
into Havana, Cuba, on May 2.

> S ilver Air has added a GIV-SP to its charter
fleet. The newly refurbished jet is based in
Camarillo, Calif.

>C
 anadian fractional operator AirSprint is
adding the Embraer Legacy 450 to its fleet.
To introduce the jet to potential customers,
AirSprint held a cross-Canada tour.

excited about bringing their expertise
and reputation into the Sheltair family.
Strategically, this location and operation
fit perfectly into our growth model and
complement our network of FBOs.”
The addition represents Sheltair’s
17th location, spread throughout
Florida, New York and Georgia.
TIJC features a 14,000-sq-ft terminal,
12,000-sq-ft airside arrival/departure
canopy and 108,000 sq ft of hangar
space. Sheltair will continue the FBO’s
previously announced plan to add
another $5.5 million, 32,000-sq-ft
hangar, which is expected to open in the
middle of next year.

…AND EXPANDS IN SAVANNAH
Sheltair has broken ground on a
hangar at Georgia’s Savannah/Hilton
Head International Airport (SAV).
Located adjacent to the company’s FBO
and the Gulfstream Service Center,
the 25,000-sq-ft, $3.1 million structure
will have a door tall enough for the
largest purpose-built business jets.
When completed by year-end, the new
structure will bring Sheltair’s hangar
space at SAV to 38,500 sq ft.
“Sheltair’s decision to move
ahead with construction reflects its
appreciation that there is confirmed
demand for hangar space that can
accommodate the latest generation
of large-cabin jets and the growth of
Savannah as a compelling business
destination,” said Todd Anderson, the
company’s senior vice president for real
estate and development.

For the first time in three decades,
U.S. Customs and Immigration
service is available at Florida Keys
Marathon International Airport, with
the inauguration of a new 4,200-sqft permanent Customs and Border
Protection facility located in the former
airline terminal. In anticipation of the
achievement, the airport recently added
“International” to its name. Located
midfield on Taxiway Alpha, U.S.
Customs is regularly available from
9 a.m. to 5:30 p.m. Wednesday though
Sunday, with after-hours callout service
available with 24 hours’ notice. Cost
for the $1.6 million facility was split
equally between the Florida Department
of Transportation and the Monroe
County Airport Authority, said Thomas
Henderson, assistant county airports
director and Marathon Airport manager.
According to the Marathon Jet
Center, the only FBO that pumps jet-A
at the airport, after Customs clearance
pilots can request fuel to be delivered
to the aircraft in the Customs area,
depending on traffic, a feature that
would waive facility fees for turbinepowered aircraft. The general aviation,
non-towered airport is open 24/7 and
has a 5,000-foot runway.

ATLANTIC AVIATION ACQUIRES
COLORADO LOCATION
Atlantic Aviation has bolstered the
western part of its U.S.-only network,
with the announcement that it is
purchasing the Black Canyon Jet Center,
the lone FBO at Colorado’s Montrose
Regional Airport. The facility serves as a
gateway to the state’s ski resorts such as
Telluride. In its 10 years of operation, the
facility has garnered high ratings from
readers in AIN’s annual FBO Survey,
particularly for its customer service.

>G
 ama Aviation’s U.S. division received
EASA third-country operator authorization.
This “allows operators from outside the EU
to obtain single safety authorization for any
commercial air transport operations into,
within or out of any of the 28 EU member
countries, as well as EU overseas territories
and four European Free Trade Association
states,” according to Gama.

> JetSmarter launched Atlanta JetShuttle
routes, with flights on a Falcon 2000
between Atlanta and Westchester, N.Y., and
Fort Lauderdale. Single seats are free for
JetSmarter members, who pay $9,000 per
year and a one-time $3,500 initiation fee. n

The soon-to-be former Black Canyon Jet Center has a heated 50,000 sq ft hangar capable of sheltering the
latest big business jets that frequent the Colorado airport, particularly during ski season.
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“The addition of the Black Canyon
facility enhances both our existing
presence at premier resort and
skiing destinations including Aspen,
Hayden, Rifle and Sun Valley, and our
nationwide network generally,” said
Atlantic CEO Lou Pepper.
The location, which will be Atlantic’s
69th, sees the majority of its annual
business between December and March.
It has a 4,500-sq-ft terminal with
passenger and pilot lounges, a snooze
room, 12-seat conference room and a
40,000-sq-ft heated hangar capable of
accommodating aircraft up to a G650.
The transaction is expected to be
completed at the beginning of this
month, pending regulatory approval.

CONSTRUCTION TO BEGIN
ON GUANGZHOU FBO
Just as Beijing and Shanghai have
substantial FBOs, so too soon will
Guangzhou, another of China’s
major cities. Yitong Business Aviation
Service of GAA (Guangdong Airport
Authority), a state-owned aircraft
ground handling company based
in Guangdong Province, will begin
construction this month on a $62 million
FBO complex at Guangzhou Baiyun
International Airport.
Yitong was established in 2014 and
also provides ground support services
in Huizhou, Jieyang and Meizhou. Its
goal is to become the leading business
aircraft service provider in China. The
Guangzhou facility will be its first
FBO, the initial phase of which is
expected to be completed next year.
Current plans call for a 53,000-sq-ft
Western-style passenger terminal, the
biggest in China, with all the expected
amenities and services such as on-site
customs, immigration and quarantine
(CIQ), slot and landing permit service,
aircraft cleaning, fueling, VIP lounges
and shuttle service inside or outside
the airport, along with a 215,000-sqft hangar capable of accommodating
G650-size business jets. A second
phase will add another hangar for
maintenance, for a total footprint of
100 acres.
Guangzhou is the third-busiest
airport in China.

DESERT JET BREAKS
GROUND ON FBO
As it prepares to open a temporary
FBO at Jacqueline Cochran Regional
Airport in Thermal, Calif., this month,
Desert Jet Center has broken ground on
a permanent $5 million home. The FBO
will be the third service provider at the
airport.
“Today is the culmination of a vision
that began more than five years ago to
bring a full-service aviation company
to the city of Thermal, the County of
Riverside and the [Coachella] valley,”
noted Desert Jet president and founder
Denise Wilson. The company already
offers Part 145 maintenance and aircraft

FBO PROFILE: Trego-Dugan Aviation
Charter/management specialist Desert Jet is expanding its scope to include an FBO complex in
Palm Springs, Calif. The $5 million project is slated for completion in January.

charter and management services at
Thermal, and announced late last year
that it will be entering the FBO arena
there as well. An initial building schedule
was delayed to accommodate required
architectural revisions to improve landside
access, according to the company.
With a revised completion date
of next January, the five-acre Desert
Jet Center will provide a 10,000-sq-ft
terminal, office and maintenance space,
along with a 22,500-sq-ft hangar that
can accommodate G650-size business
jets thanks to its 130-foot-wide, 28-foottall doors. The company signed on as
an Epic-branded dealer, and is in the
process of installing its fuel tank farm,
which will hold 48,000 gallons of jet-A.

ALASKAN AVIATION
FUELERS CONSOLIDATE
Anchorage, Alaska-based Crowley
Fuels–which currently operates 15
public aviation fuel terminals in the
state as well as a fuel terminal network
with a storage capacity of nearly 30
million gallons of jet-A and avgas–
has acquired the aviation fueling assets
of fellow Alaskan provider Ace Fuels.
The purchase includes the company’s
FBO and 24-hour card lock self-service
pumps at Merrill Field in Anchorage,
as well as other facilities at Merrill Field
Strip, Lake Hood Seaplane Base and
Fairbanks International, Willow and
Wasilla Airports.
The locations will eventually be
rebranded as Crowley facilities. Crowley
has been in business since 1953.
“Ace Fuels and Crowley have similar
cultures and values emphasizing safety,
environmental protection and customer
service,” said Crowley vice president Bob
Cox. “Our goal is to provide a seamless
transition and to continue the tradition
of providing high-quality aviation fuels.”

PHILLIPS 66 AVIATION EXTENDS
CONTRACT FUEL
Phillips 66 Aviation expanded its
contract fuel program, Partners-IntoPlane, to allow Part 91 corporate
and all Part 135 charter operators to
participate, the company announced.
Previously it was available only to Part
121 and 125 operators, as well as Part
135 cargo, air ambulance and scheduled
passenger operations.
The program does not require
fuel releases or contract fuel cards

for processing. Partners-Into-Plane
is currently available at 200 FBOs in
the U.S., and the program has 300
participating airlines, air ambulance,
firefighting and other specialty operators.
“We are making this program
enhancement available to all flight
operators,” said Phillips 66 Aviation
manager for general aviation Greg
Hart. Phillips 66 Aviation’s PartnersInto-Plane Program is in its 40th
year offering contract fuel, which the
company claims is the longest active
contract fuel program offered by any
U.S. refiner. The company said that
FBOs participating in its contract fuel
program are never charged processing
fees and, on average, are reimbursed
electronically within 48 hours.

UTAH AIRPORT TAKES OVER
FBO DUTIES
After being deadlocked in
negotiations over a lengthy lease
extension, Leading Edge Aviation, the
lone services provider at Salt Lake Cityarea South Valley Regional Airport
decided to walk away, turning over FBO
duties to the airport authority on May
16. According to airport manager Steve
Jackson, the stalemate centered around
the amount of infrastructure investment
the authority expected over the life
of the contract. Jackson told AIN the
airport will assume fueling duties from
the 20,000-gallon-capacity (10,000
gallons each jet-A and 100LL) tank
farm and operate the FBO while it issues
an RFP, which it hopes to fill by the end
of summer. Until then, services such
as maintenance and flight instruction
will not be offered. Leading Edge will
continue to operate its facility at Utah’s
Logan-Cache Airport.

GATEONE EXPANDS TO UTAH
GateOne, which began providing
aviation support services at San
Antonio’s Stinson Municipal Airport
last summer, has expanded its operation
to Utah’s Cedar City Airport with
the purchase of Sphere One Aviation,
the lone services provider on the field.
The Avfuel-branded location offers
a passenger lounge, aircraft charter
and rental, flight instruction and
piston aircraft maintenance. To attract
business, the location will be offering
triple Avtrip points through the middle
of July. o

NEBRASKA FBO BENEFITS FROM
RIGHT PLACE, RIGHT TIME

is a snooze room, given that the location’s
primary traffic consists of quick-turns,
and as a reminder of that, the company
In the span of a dozen years, Nebraska- retained and refurbished “Rocket Bob,” a
based Trego-Dugan Aviation has gone towering wooden sculpture of a cowboy
from a company of 12 employees, most of riding a Learjet that has become somewhom were related, to nearly 500, a move thing of a landmark and perennial photo
company president Vincent Dugan cred- op at the airport during his three decades
its largely to its purchase of the FBO at in existence. “Traditionally Grand Island
Central Nebraska Regional Airport (GRI). has been one of the main stops crossWhile the aviation service provider had ing the country for mid-continent refueloperated a facility at North Platte Regional ing, and I think that Rocket Bob is a nod
Airport, 100 miles away, for nearly 50 to our history,” noted Dugan. “No matyears, things really took off for the com- ter how you slice it and dice it, with jets
pany after it acquired its second location crossing the country, a lot of them have
in 2003.
to stop once, and we’re right in the midAfter three years of successful opera- dle with a long runway, ILS and a lot of jet
tions at GRI, Trego-Dugan was approached fuel.” Yet, he added, given Grand Island’s
by the Hall County Airport Authority, recent growth, destination traffic is also on
the rise, with visitors hailing
from the fields of agricul“Rocket Bob” has been a familiar sight to
ture and farm implement
visitors at Central Nebraska Regional Airport
for the past 30 years.
manufacturing.
The Phillips 66-branded
facility has a tank farm with
capacity for 30,000 gallons
of jet-A and 15,000 gallons
of avgas. It is served by a
quartet of tankers: a pair of
3,000-gallon refuelers on
the jet side, and 1,500- and
1,200-gallon avgas trucks,
manned by the company’s
which inquired if the company would be NATA Safety 1st-trained line staff. Combined
interested in taking on airline ground han- with its airliner fueling duties, the company
dling at the airport. “We said we’ve han- pumps 1.6 million gallons of fuel annually.
dled aircraft like this, but we haven’t done According to the FAA, the airport sees 70
the above-the-wing stuff, the ticketing and operations a day on average, 40 percent of
the gate,” said Dugan, an aviation attorney them transient general aviation.
who also serves as the company’s general
Trego-Dugan Grand Island has a staff
counsel. “We said, ‘Give us some comput- of 35 and is open from 6 a.m. to 10 p.m.
ers and some training, and we’ll figure it year round, with after-hours callout availout,’ and we did.”
able. In the winter months, the company
Today the company performs those offers both Type I and Type IV de-icing
tasks at 22 locations across the country from from its own trucks.
Spokane, Wash., to Richmond, Va. “There
The 15-acre location has 120,000
are a lot of things that we just caught right,” sq ft of heated hangar space, which can
Dugan told AIN. “Grand Island has been accommodate anything short of a BBJ, and
expanding massively, and we got into this is home to a Learjet 40, a Citation II and
airline ground handling. All this happened four turboprops, ranging from a King Air
because we purchased Grand Island. It’s 200 to a Piper Meridian.
really been a watershed event for us.”
Trego-Dugan also operates a Part 145
repair station with 24-hour emergency
Tech Stop Gets Updated Facility
service, serving Beechjets, most Cessna
Building on that success, the company Citations and Caravans, the Learjet 40
unveiled a brand-new $1.5 million FBO and 45, all King Airs, all Piper models and
facility at the airport last year. “My wife, Cirrus aircraft. It is an authorized Cessna
Traci [v-p of flight operations and daugh- single-engine service station. Its FAAter of company founder Gary Trego], approved avionics repair station has an
designed everything and that’s also prob- onsite test, overhaul and repair departably why it was over budget,” quipped ment with an expansive parts inventory.
Dugan, adding it was his wife’s experience
The company recently received an STC
as a multiple-aircraft-rated charter pilot from the FAA for an ADS-B solution for
that enabled her to create a pilot-friendly more than 450 piston aircraft, consisting
facility. Its 3,000-sq-ft terminal pro- of a Garmin GTX 330 mode-S transponvides a Starbucks coffee bar, plush pilots’ der and a Free Flight 1201 GPS receiver.
lounge, flight-planning room and an A/V- It is anticipating approval for a similar sysequipped 12-seat conference room over- tem featuring an Avidyne transponder, and
looking the ramp. Its modern bathrooms expects to add business jets such as leghave baby changing stations and, accord- acy Citations to its authorization. Given
ing to Dugan, “those really cool hand dry- the number of aircraft that will require the
ers that sound like Pratt & Whitney made installation by the FAA’s end-of-2019 deadthe engine for them.”
line, Dugan is contemplating expanding
One feature absent in the new facility avionics service to more locations.–C.E.
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Accidents

by Rob Finfrock

PRELIMINARY REPORT
MOSQUITO-ABATEMENT FLIGHT STRIKES
POWER LINES ON LANDING
Beechcraft King Air A90, Slidell, La., April
19, 2016–The aircraft struck powerline towers
while attempting to land at Slidell Municipal
Airport (ASD) in night VMC following a
75-minute mosquito-abatement aerial application flight. The aircraft had departed ASD
at 8 p.m. On returning to land, the two-person crew radioed their intentions to fly a visual
approach to Runway 18 ahead of a company
aircraft practicing the published GPS approach
to the same runway. The accident pilots radioed they were on left base for Runway 18 as

the second aircraft crossed the final approach
fix, and seconds later the pilots in the company aircraft saw an electrical arc, followed
by a fire on the ground. The aircraft crashed
in a marsh 0.6 nautical miles NNW of the
approach end of Runway 18, killing both occupants. Investigators determined the aircraft initially struck two towers, between 70 and 80
feet high, suspending high power transmission
lines 200 yards north of the main wreckage site.
The airplane’s left wing tip and a portion of the
application tank were found near the towers.
Weather 20 minutes before the accident was
reported as calm wind and clear sky, with 10
miles visibility. 
o

FACTUAL REPORTS
STC INSPECTION DISCREPANCIES
IN HAWAII C208 DITCHING

The aircraft was recovered from the
water one week after the accident. Engine
components testing in January 2014
revealed that the power turbine blades
were all present, but fractured, with one
third to four fifths of their spans remaining and damage signatures consistent
with overload separation. No evidence of
fatigue cracking was found on the compressor turbine vane ring, but an inclusion
was noted in one of the examined blades
located away from the main fracture surface, with no adjacent cracks.
The aircraft entered the water in a
wings-level, slightly nose-high attitude and
remained largely intact before sinking. The
pilot and eight passengers were able to exit
the aircraft through its right rear door.
The pilot and two passengers were seriously injured, and another passenger later
died from “acute cardiac arrhythmia due
to hyperventilation,” according to a medical examiner. Investigators noted that
she had been wearing an infant life vest.
Surviving passengers told investigators
that some of them had difficulty properly
inflating and wearing their life vests after
the ditching, and that the pilot had not
conducted a preflight safety briefing that
would have included guidance on the locations and operation of the life vests.

Cessna 208B Grand Caravan, near
Kalaupapa, Hawaii, Dec. 11, 2013–The
single-engine turboprop ditched in the
ocean shortly after departing Runway 5 at
Kalaupapa Airport (PHLU) in day VMC
for a Part 135 flight to Honolulu. The pilot
told investigators he heard a loud bang as
the aircraft climbed through 500 feet agl
on a left downwind departure, followed
by an immediate loss of engine power and
“zero” readings on all engine gauges.
The Pratt & Whitney Canada (PWC)
PT6A-114A had accumulated 4,899.6
hours and 9,303 cycles since new. In July
2012, the operator received PWC and
FAA approval for a 200-hour extension
to the engine’s 3,600-hour TBO. Later that
month, at 3,752.3 hours total time, the
engine was placed on the Maintenance on
Reliable Engines (More) STC, which raised
the TBO to 8,000 hours in exchange for
more frequent inspections under concurrent
PWC and More maintenance schedules.
According to airframe and engine
records, the engine received a hot-section
inspection (HSI) when the More STC was
issued. No evidence of compliance with a
required compressor turbine (CT) blade
metallurgical evaluation at the same time
was found. The most recent engine inspection was performed 3.9 hours before the
MIC CORD HINDERS EGRESS
accident, consisting of the More STC 100-,
AFTER MD500E DITCHING
200- and 400-hour inspections. The 400hour procedure included a hot-section
MD500E, near Whitefish, Mont., Aug. 4,
inspection, which required scrutiny of the
2015–The main rotor contacted the surcompressor blades with a borescope.
face of a lake while conducting external
FACTUAL
Investigators also noted
that MoreREPORT
load operations in nighttime VMC. The
STC documentation did not reference
sole-occupant pilot told investigators he
PWC service information letter (SIL)
used the helicopter’s landing light and a
PT6A-116R3 regarding borescope exammoveable searchlight to illuminate the lake
ination of the trailing edges of the CT
surface, but he “noticed the rotor disk dipblades, and that More STC guidance conping towards the water” shortly after tranflicted with PWC requirements for engine
sitioning his sight to the instrument panel.
condition trend monitoring (ECTM). The
Following impact, the pilot exited the helioperator told investigators it found the
copter and swam to shore despite initial
combined guidance documentation from
difficulties with separating his noise-canthe More literature, PWC Maintenance
celling headset from the comm cord, which
Manuals and service bulletins confusing,
was not equipped with a quick-disconnect
and that its interpretation of the guidance
assembly. Investigators also found the
led it to believe that additional destrucpilot had not received formal training for
tive blade tests were not necessary under
external load operations over water. The
the extended CT blade inspection intervals
helicopter was not equipped with emerallowed by the More STC.
gency floats.
n
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FINAL REPORTS
NTSB: FAST TOUCHDOWN LED TO
SMO RUNWAY EXCURSION
Cessna 525A CJ2, Santa Monica, Calif.,
Sept. 29, 2013–A fast landing approach
speed, and the pilot’s failure to maintain
directional control on the landing rollout, led
to a highly publicized fatal runway excursion
accident at California’s Santa Monica
Municipal Airport (SMO) that claimed the
lives of the four people on board, according
to the NTSB.
The Part 91 flight departed Friedman
Memorial Airport (SUN) in Hailey, Idaho, at
4:14 p.m. PDT bound for SMO on an IFR flight
plan in daytime VMC. Witnesses told the
NTSB the aircraft made a seemingly normal
approach to land on Runway 21 before it
started drifting to the right side of the runway
during rollout. The nose pitched up suddenly,
then dropped back down before the aircraft
departed the runway surface. No abnormal
communications were received from the
aircraft, which was based at SMO.
At 6:24 p.m. the field’s AWOS reported
wind from 240 degrees at 4 knots, visibility
10 statute miles with clear sky, temperature
21 degrees C and dew point 12 degrees
C, and altimeter 29.97 in Hg. Investigators
determined the sun’s angle was near horizon
level at the time of the accident, oriented 54
degrees right of the Runway 21 centerline.
Field security cameras first recorded the
aircraft on the ground approximately 2,000
feet from the Runway 21 approach threshold.
The jet passed midfield without noticeable
deceleration before it departed the runway,
hit the 1,000-foot remaining distance marker
along the side of the runway, and struck a row
of hangars, collapsing the roof on one and
resulting in a fire.
Estimated groundspeed derived from the
recordings was 82.5 knots on touchdown,
10 knots faster than an optimal CJ2 arrival
flown by Cessna pilots touching down
1,000 feet from the runway’s approach
threshold. Additional video recordings helped
investigators determine an average rollout
speed of 75 knots before impact.
The first evidence of braking was a light
tire mark “scuff” about 2,800 feet from the
threshold of Runway 21 and 35 feet right
of the centerline. These markings became
heavy and dark, consistent with increased
braking effort, along the path of the aircraft’s
departure from the runway surface.
Maintenance records indicated the CJ2
had last been inspected on Sept. 7, 2013, and
no mechanical anomalies were noted in the
engines, flight controls or braking systems.
The NTSB could not determine from video
footage whether the flaps were deployed
on landing, or if they had been moved
immediately on touchdown to the “ground
flap” position (60-degree deployment) for
maximum braking effectiveness. However, the
flaps were in the ground flap position by the
time the aircraft struck the hangar.
In-flight footage recorded by passenger
PEDs showed several unrestrained pets,
including a large dog, on board with

unfettered access to the cockpit. However,
investigators could not determine if the
animals caused a distraction, or related event,
in the accident sequence. The aircraft was
not equipped with a flight data recorder or a
cockpit voice recorder.

BLOWN TIRE CAUSED HAWKER
HYDRAULIC MALFUNCTION
Raytheon Hawker 800XP, near Denver,
Colo., Oct. 15, 2014–The Part 91
repositioning flight originated from Centennial
Airport (APA) in Englewood, Colo., operating
in day VMC under an IFR flight plan en route
to Arnold Palmer Regional Airport (LBE) in
Latrobe, Penn. The pilots opted to continue
their takeoff roll and depart APA after the
pilot flying felt and heard a vibration in the
airframe. After departure, personnel in
the control tower told the crew they had
momentarily seen white smoke from the jet,
and the aircraft’s hydraulic low-pressure
lights illuminated. The pilots opted to divert
to the longer runways at Denver International
Airport (DEN) after they were unable to lower
the landing gear. The aircraft then landed
with flaps and gear retracted on Runway
34L (16,000 feet by 200 feet) at DEN, with
no injuries to the two pilots and one other
crewmember on board.
Investigators found the inboard tire on
the Hawker’s left main gear assembly had
ruptured, and separation damage to the
hydraulic servo block on the landing gear
extend/retract actuator that appeared to have
been caused by impact forces from parts of
the blown tire. The NTSB noted this damage
was consistent with an August 1999 incident
involving a Hawker 600A, adding that a
subsequent service bulletin had called for
replacement of the main landing gear jack
during the 5,000-cycle overhaul with a landing
gear jack with improved servo block mounting
hardware, for better resistance to tire debris.
The accident aircraft had accumulated 2,199
cycles at the time of the accident and had not
had this upgraded component installed.
As a result of this accident, the FAA issued
Special Airworthiness Information Bulletin
NM-15-24 alerting Hawker owners, operators
and maintenance technicians to the potential
for damage to the servo block by debris from
tire tread separation during takeoff. The
agency recommended that affected aircraft
have these components replaced as per the
procedures outlined in Raytheon Aircraft
Bulletin 32-3777, dated October 2006.
Investigators discovered no apparent
manufacturing anomalies or signs of cuts
or foreign object debris (FOD) damage on
the ruptured tire. Thermal damage to the
tire’s inner layers appeared consistent with
possible over-deflection associated with
low tire pressure, and/or if the tire had
been overloaded. The operator stated that
crews checked tire pressures before each
flight, but the pressures were not recorded.
Investigators could not determine if the tire
had been consistently operated below the
recommended pressure. n

The material on this page is based on the NTSB’s report (preliminary, factual or final) of each accident or, in
the case of r ecent accidents, on information obtained from the FAA or local authorities. It is not intended to
judge or evaluate the ability of any person, living or dead, and is presented here for informational purposes.

Avionics

Pre-Owned Update

Universal Avionics announced an FMS
upgrade incentive program, for operators
of the Learjet 40/45 series (including XRs)
and the Citation Excel/XLS. The program
offers the opportunity to trade in nonSBAS Universal FMSs for a “significant
credit” toward purchase of a Universal
Other Avionics Equipment
SBAS-FMS, and the discounts are available
BendixKing has picked TrueNorth Avi- through year-end. Among the benefits of
onics to manufacture a router/wireless the upgrade, according to Universal Avionaccess point for the company’s AeroWave ics director of sales Robert Clare, are “com100 satcom. The AeroWave router is based patibility with the regional SBAS around
on TrueNorth’s Optelity Hot Spot “N” the world, but also a path to localizer perwireless access point, which was intro- formance with vertical guidance (LPV) and
duced last year and is targeted for light- ADS-B out.”
to midsize jets and turboprops.
Sandel Avionics has selected Greenwich
The AeroWave router is permanently AeroGroup’s Western Aircraft as a meminstalled in the aircraft as a certified ber of the Certified Avilon Dealer netproduct, and it weighs just over half a work for installation of Sandel’s Avilon
pound. The router includes an exter- integrated flight deck in Beechcraft King
nal antenna, but it must be connected Airs. Sandel is flight-testing the system and
to telecom equipment–the AeroWave preparing for FAA certification.
100–to facilitate communiThe Avilon flight deck
cations outside the aircraft.
is priced at a guaranteed
The AeroWave 100 and
fly-away price of $175,000
the AeroWave router allow
installed, and it breaks the
passengers to connect
mold of traditional avionmobile devices to the satics by presenting pilots with
com system via Wi-Fi and
clearly depicted path-based
use TrueNorth’s MyStylus
guidance in both the vertical
app to make calls from iOS
and lateral axes. The Avilon
and Android mobile devices.
upgrade should result in a
The AeroWave 100 feaweight reduction of 100 to
tures data speeds of up to 200
150 pounds.
Kbps (3G) on Inmarsat’s Class
The first Avilon STC is
15 satcom network. Operators
due this year and will be for
pay for service up front, $1,999
the King Air 200. The other
for 50 hours, which averages to
King Air models will follow,
$40 per hour, but this pre-paid
as well as the Beech 1900.
package is limited to 104 Kbps.
For upgrades to a Uni“Other plans are available with Aspen Avionics holds an
versal Avionics SBAS-FMS,
the higher speed,” according STC for its Evolution
which adds localizer perforto BendixKing. Total system backup display.
mance with vertical guidweight is about 12 pounds.
ance (LPV) approach capability, the FAA
The FAA has issued a supplemental and EASA require Taws Mode 5 alerting
type certificate (STC) for the Aspen Avi- when flying LPV approaches. Blue Aviononics Evolution backup display, which ics announced that it supports Universal
replaces mechanical backup instruments SBAS-FMS Taws Mode 5 alerting with its
and vacuum systems that power these BA-440 Router/Filter.
instruments in aircraft equipped with elecThe BA-440 also is approved for
tronic flight instrument systems (EFIS).
ADS-B monitoring and other Arinc 429
The Aspen Evolution backup is avail- bus and discrete management-related
able in two versions. The Basic retails for functions, according to Blue Avionics. The
$5,995 and includes attitude, altitude and company plans to release additional funcairspeed tapes; slaved directional gyro; tions later this year.
turn-rate, slip/skid and vertical speed indiHeliTrak is in the final development
cator; and GPS flight plan overlay. For stage for its Robinson R22 autopilot as
$8,995, the Advanced version adds dual well as its Collective Pull Down (CPD) sysradio magnetic indicators, HSI, localizer tem for the R22. The systems can be couand glideslope indicator and emergency pled to create a “significant improvement
GPS receiver. The display has its own in flight safety,” according to HeliTrak.
emergency power source.
The two-axis autopilot is self-contained with built-in air data attitude
heading reference system and tripleredundant sensor suite. Autopilot features will thus include unusual attitude
recovery and continuous low-g warning.
HeliTrak expects certification documentation for the R22 autopilot to be completed early next year.
The CPD automatically lowers the
collective in about half a second, according to HeliTrak, when rotor rpm drops.
The CPD weighs less than two pounds,
The AeroWave router is
and HeliTrak has submitted STC docutargeted for light- to
mentation to the FAA in preparation for
midsize jets and turboprops.
the approval flight-test. 


Uncertainty likely to push
inventory slightly higher

uContinued from page 56

the dual UNS-1Ew setup with the FMS as
the position sensor; or for operators that
don’t want to upgrade their single FMS,
by adding a Honeywell KGS-200 standalone GPS.
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by Bryan A. Comstock

One of my industry counterparts once
told me there are more flakes than buyers
in the G650 market, and I’m starting to
become a believer. Witness a recent G650
web inquiry that went like this: “Let this be
the force that drives you. Don’t forget we
need Jesus too. We can buy one together.”
To be sure, there are real buyers out there,
and recently we have seen proof of that, but
the 650 market does have me scratching my
head trying to figure out what is really going
on, instead of just writing it off as merely
another soft market.

So while buyers set the prices, especially in
a down market, it seems they have met their
match when it comes to the G650 owner.
Does a $1 million here or there make a
difference to someone of this wealth? I
think the answer is a resounding yes, but
maybe that has more to do with an owner’s
psyche than his financial liquidity. More
likely than not, this model, like any other
that is thinly traded, needs a transaction or
two to prime the pump so buyers and sellers
can see some rationality to the market and
accelerate the frequency of trading. That
tipping point might be close at hand, with
one recent sale and another pending. Once
sales figures are broadcast, some owners
might reconsider the sale of their aircraft, or
at least their sales strategy.

Other Sales Slow

The growing inventory of G650s
has raised concerns for some
analysts, who fear knock-on
consequences for new model sales.

When the G550 was five years old the
inventory was nearly non-existent, but
that’s when the economy was roaring.
The G650 selection today has grown
to more than 11.6 percent of those in
production. Factors may include the
manufacturer protecting its turf by
clamping down on position sales (no
different from the direction of most
other manufacturers), but that might
encourage buyers to stay on track to
delivery before placing their aircraft on
the “used” market. While this strategy
doesn’t cause any financial difficulty
for this well heeled group of buyers, it
has seemingly caused them to flood the
market the day the aircraft gets delivered,
causing an accumulation of very latemodel, barely used, or not yet placed into
service aircraft. This, of course, doesn’t
tell the whole story. In fact, some may be
residual caused by the $70 million plus
sales prices, which have gone the way
of the stagecoach this year. Once this
information filters down to the owners,
you may see some of the current offerings
come off the market.
There are a host of other logical reasons
for the inventory build, but one that might
get overlooked is the seller’s mindset. These
sellers do not need to sell and I’m sure in
most cases wrote the check for the aircraft.

The G650 is not a lone wolf when it
comes to thin trading and is joined by
others; the G280 and Challenger 350
come immediately to mind, but both have
fleet sizes roughly half that of the G650.
Late-model aircraft often are thinly traded
as few make it onto the market for sale,
but in the case of the above two nothing
has sold in the past 12 months, according
to research firm AircraftPost. Two new
G280 listings in May brought the number
for sale to five out of 90 in operation and
two of the nearly 120 Challenger 350s in
operation are for sale. Pricing of both is
mostly in the upper teens. Falcon 7Xs have
also hit a slow patch, with only one selling
since early February. Just over 10 percent
of its fleet is for sale, ranging in price from
the low-$20 millions for an early serial
number and climbing to the $40 million
area for the latest. At the current rate of
sales, the 7X has a 28-month absorption
rate. The absorption rate is the number of
months, at recent sales levels, required to
sell the current inventory.
No aircraft is immune to the fits and
starts of the market, and inventory can
be depleted as quickly as it rises, often in
a couple of quarters. Overall, inventory
has risen in the past year; perhaps not
so coincidentally, the inventory build
has occurred while the stock market has
receded from its all-time high of a year
ago. Toss on top of that the typical waitand-see attitude of the jet buyer during
an election year and we’re likely to see
choices march marginally higher. n
Bryan Comstock is a cofounder and managing
director of aircraft broker Jeteffect.
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Compliance Countdown
Within 6 Months
u June 8, 2016
European ADS-B out Mandate
The ADS-B out requirement in Europe is June
8 this year for new aircraft and June 7, 2020 for
retrofit. The date for retrofits is about six months
later than the U.S. ADS-B out mandate.

u June 23, 2016
Revisions Proposed for Offshore Helo Ops
Rules are proposed by the EASA intended
to address inadequacies in the existing
certification requirements (CS-27, CS-29)
governing offshore rotorcraft operations.
The proposal establishes new certification
methods by which a target probability
of capsizing following a ditching can be
determined. This target probability would be
verified following a defined tank test using
irregular waves. The revisions would apply
to new helicopter types only. Comments are
due by June 23, 2016.

u June 27, 2016

NEW

Reduction of FSS RCO Frequencies
Starting next year, the FAA is proposing to
reduce the number of radio frequencies used
by flight service stations to communicate
with aircraft in flight. Under the proposal,
44 percent (666) of the 1,600 remote
communications outlets (RCOs) in the
U.S. will be decommissioned. Frequencies
especially designated for emergency or
military use and those in Alaska are not
included in this proposal. Comments must be
submitted by June 27, 2016.

u Aug. 15, 2016
Revisions Proposed for San Diego
Class B Airspace

NEW

Public meetings are scheduled for later this
month to solicit information from airspace
users and others concerning the proposed
revisions to the San Diego Class B airspace.
Although the agency has yet to publish an
official NPRM, it has released an illustration
that shows the current configuration and
a proposed reconfiguration. San Diego
International Airport’s Commuter Terminal
is the venue for the meetings, which will
be held June 28, June 29 and June 30.
Comments must be submitted to the FAA no
later than Aug. 15, 2016.

u Aug. 25, 2016
European Safety Standards
for Private Operators
Europe’s new rules for so-called “noncommercial operations with complex
motor-powered aircraft” will affect all
private operations with large business
turbine airplanes and helicopters. Between
now and Aug. 25, 2016, which is the final
deadline for implementation, owners must
develop safety management systems and
take other required steps to bring their aircraft and operations to a level of compliance that is “up to the safety standards of
commercial operators.”

by Gordon Gilbert

of a Notice of Proposed Amendment from
the European Aviation Safety Agency. The
specific objectives of the NPA are to ensure
that aeronautical information is originated,
assembled, edited, formatted, published
and provided to end users at the highest
level of quality for all phases of flight; and
guarantee alignment with the upcoming major
amendment to the aeronautical information
standards of ICAO Annex 15. Comments are
due by Aug. 31, 2016.

Within 12 Months
u Jan. 1, 2017 and Jan. 1, 2018
Russia Requires Glonass Equipment
Non-Russian-built aircraft, including those
registered abroad, put onto a Russian
air operator certificate, weighing more
than 12,500 pounds mtow and used for
commercial transportation will be required to
install Glonass satellite navigation equipment
by Jan. 1, 2017. That mandate is Jan. 1, 2018
for general aviation aircraft. It is imposing
new requirements on non-Russian certified
operators, and the Russian Federation says it
does not intend to prohibit the use of other
GPS constellations in Russian airspace.

You asked. We acted.
In the late 1960s, Duncan Aviation became a
factory authorized Learjet Service Center. As sales
and maintenance relationships with Learjet operators

u Feb. 2, 2017
Australian ADS-B Mandate
The Civil Aviation Safety Authority of Australia
is implementing new regulations and aircraft
equipment mandates to align the nation’s
operations with global standards set by ICAO.
The new rules contain a number of equipment
mandates that culminate on Feb. 2, 2017. After
that date IFR-rated pilots and aircraft must
comply with ADS-B equipment and operational
requirements to fly in Australia.

deepened, customers began to ask then-president
Robert Duncan for one-stop capabilities. They wanted
to have their aircraft accessories serviced where their
airframe maintenance work was completed. In 1978, he
acted and the company started its accessory shop to
repair Learjet accessory units. In 1980, Duncan Aviation
overhauled its first Learjet landing gear.
Decades later, Duncan Aviation is still providing operators
of all the main business aircraft models with the best in

u April 24, 2017

accessory inspection, repair and overhaul. And we still

Part 135 Rotorcraft Radio Altimeters
Under new Part 135.160 rotorcraft must be
equipped with an operable FAA-approved
radio altimeter, or an FAA-approved device
that incorporates a radio altimeter, after April
24, 2017. Deviations from this requirement may
be authorized for helicopters in which radio
altimeters cannot physically be installed in the
cockpit. The request for deviation authority is
applicable to rotorcraft with a maximum takeoff
weight no greater than 2,950 pounds. The radio
altimeter mandate is contained in the final rule
upgrading private, air taxi and air ambulance
helicopter operations, published on Feb. 21, 2014.

listen to customer wishes and respond by developing
and providing experience, unlike any other.

Beyond 12 Months
uNov. 8, 2018
ICAO Adopts 15-min. Position Reporting
The International Civil Aviation Organization
Council adopted a tracking standard for certain
international flights that requires crews to
report their aircraft’s position at least every
15 minutes. It will become applicable Nov. 8,
2018. The new requirement will be formalized
as Amendment 39 to Annex 6–Operation of
Aircraft, Part I.

www.DuncanAviation.aero/60

u Jan. 1, 2020
u Aug. 31, 2016
Revamp of European Aeronautical
NEW
Information Services
Improving the accuracy of the content,
dissemination and management of aeronautical
information services in Europe are the goals

U.S. ADS-B out Mandate
ADS-B out equipment must be operational
starting Jan. 1, 2020 in aircraft that fly in the
U.S. under IFR and where transponders are
currently required, namely class A, B and C
airspace. o

Experience. Unlike any other.
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People in Aviation

Compiled by Kerry Lynch

Esterline named Michel Potvin president
of its avionics business, which includes CMC
Electronics and the newly acquired Simulation Visual Systems. Potvin succeeds Greg
Yeldon, who has left Esterline after more than
22 years with the company.
Pan Am International Flight Academy
named Takeshi Negishi president and CEO.
Negishi previously served as senior v-p of the
Aerospace & Electronics Company at ANA
Trading and before that was general manager
in the aircraft department at ANA.
Latitude Technologies appointed Brad
Smith COO. In addition, the company has
expanded its sales team, naming Carlos
Monsalve as v-p of air transportation sales;
and Wayne Hundsdorfer as director of
business aviation sales. Rounding out the
sales team are David Thomas, who is now
director of helicopter/general aviation sales;
and Jeff Taberner, now director of military/
government sales.
Global Jet Capital appointed David Henderson managing director of Asia sales. Henderson most recently led GE Capital’s Asia
Corporate Aviation business in Hong Kong
and served as an aviation finance consultant for Asian Sky Group. The company also
appointed Greg Babcock as v-p of Central
U.S. sales.
Acass named Herb Chahal managing
director for Asia. Chahal brings a 40-year
background in aviation, with experience in
aircraft maintenance and operations, accident investigation, flight engineering, field
service and sales.
AeroMod International, an avionics and
airplane structural modification and repair
services company that recently relocated to
Orlando Melbourne International Airport
in Florida, named Gary Girard president.
Girard has three decades of aviation leadership experience.

Ron Gunnarson joined Sullivan Higdon
& Sink as practice director for aviation, aerospace and defense. Gunnarson has a 26-year
career in aviation marketing.
L-3 Communications president and COO
Christopher Kubasik was elected to the board
of governors of The Wings Club Foundation.
Kubasik has 30 years of experience in aerospace and defense and served as president
and CEO of Seabury Advisory Group before
joining L-3 last year.
Alerion Aviation COO Suran Wijayawardana has become chairman of the National
Air Transportation Association’s Air Charter
Committee. Wijayawardana has served on the
committee for nearly a decade.
Lufthansa Technik is expanding its VIP
and special-mission services sales presence
in Asia, naming Stelios Panitsas to head a
new Singapore office and Jan Grube to lead
the Hong Kong office. Panitsas joined Lufthansa Technik in Hamburg in 2006, initially
serving as a sales executive for VIP and government services. Grube began his career
with Lufthansa Technik as an aircraft engineer
in 1990 and has been leading the Asia sales
team since 2014.
Blackhawk Modifications promoted Donnie Holder to v-p of marketing. Holder has
served with Blackhawk since 2004, most recently as v-p of information technology.
Professional Aircraft Accessories named
Alain Berube v-p of technical operations.
Previously Berube was v-p/general manager
of turboprops, airlines and fleets for Standard
Aero’s Winnipeg facility and before that was
senior v-p of asset management and operations for Volvo Aero Services. The company
also hired Mark Smith to serve as operations
director for its Miami facility. Smith has previously held roles as the FAA production manager for Jet Aviation Specialists and operations
plant manager for L-3 Communications in

Final Flights
Susan Sheets Brogan, who had
steered the National Aircraft Resale
Association (NARA) for 20 years, died
April 7 from complications related to
cancer. She was 63. Sheets Brogan had
spent the past several decades actively
involved in the general aviation community, working
with NBAA,
GAMA, NATA
and AOPA on key
issues. She was also
deeply involved
with the larger aviation community in
Susan Sheets Brogan Washington, serving as president of the International
Aviation Club, president of the Aero
Club of Washington and secretary of
the International Aviation Women’s
Association in 2011.
A private pilot, Sheets Brogan
began her aviation career in 1980
with Aerospatiale. She joined NARA
in 1991, leading the association initially as executive director and later as
president. Most recently she served as
director of special programs for Jetnet

IQ, and led her own consulting firm,
Brogan Aviation Consulting.
Rodney Wysong, who served as
v-p of Wysong Enterprises, died April
17 following a three-year battle with
cancer. He was 35. Wysong had a lifelong passion for aviation, spending
much time as a child with his father,
Steve Wysong, in avionics shops and
hangars. After joining his father’s firm
in 1998 at the age of 17, he helped
expand Wysong Enterprises from a
small avionics shop specializing in
electronic news gathering helicopters
into an MRO shop with international
reach. He was recently named one of
the 40 most influential people under
40 in the Tri Cities region of Tennessee
and Virginia.
“Rodney was an amazing young
man who had a ceaseless passion for
his family and his business,” said Dallas
Avionics v-p of sales Scott Davis, son of
the late Dallas Avionics founder Johnny
Davis. “No matter how large the industry seems at times, this industry is still
driven by small businesses and we are
all family,” he added. 
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Crestview, Fla., along with positions at GE.
Duncan Aviation named Austin Chambers
Gulfstream/Embraer airframe service sales representative at its facility in Battle Creek, Mich.
TVPX added three people to its trust division: Arge Feotis, Brittany King and Josh
Eyre. All three formerly served with the Bank
of Utah Corporate Trust group.
Ogarajets named Dane McGuffee executive sales director. McGuffee has 30 years of
fixed- and rotary-wing experience, and most
recently was with Textron Lycoming.
Baldwin Aviation appointed Carolyn Marino director of global sales. Marino joins
Baldwin after 20 years with Associated Aircraft, where she helped develop the Sikorsky
Shares program.
Traxxall Technologies named Blair
Henderson regional sales director for the
newly opened Europe, Middle East and
Asia office. Henderson brings 10 years of
experience in the financial services and
technology sectors.


Michel Potvin

Awards & Honors
The National Air Transportation Association
(NATA) named the recipients of its Industry Excellence Awards, which will be presented June
9 during its Aviation Business Conference. The
association’s top awards will be presented in
honor of the late James Christiansen and
also to Mark Willey, CEO of Napa Jet Center.
Christiansen will be honored with the William
Bill Ong Memorial Award in recognition of his
50-year career as an aviator, business leader
and industry advocate. A former chairman of
NATA and the Air Charter Safety Foundation, he
held senior roles for several aviation businesses,
among them Executive Jet Aviation, Wayfarer
Ketch, NetJets and Hawker Beechcraft. Willey
will receive the Distinguished Service Award.
He has 25 years of senior management experience and has served on the board of NATA and
various NBAA committees.
Mark Jensen, director of maintenance
and managing partner at Bakersfield Jet Center by Loyd’s Aviation, was selected for the
ATP/NATA General Aviation Service Technician
Award in recognition of his 47 years of maintenance service. Mark Davidson at Smith
Reynolds Airport in Winston-Salem, N.C., was
selected for the NATA Airport Executive Partnership Award in recognition of efforts to foster
relationships between aviation businesses and
airport operators.
NATA’s Excellence In Pilot Training Award
winner is Ben Gabriel, director of training at
ATP Flight School. NATA’s FAA Service Excellence Award will be presented to the Phoenix
Tracon, and Ratu Tuuhetoka, lead operations
specialist at Alliance Aviation Services, will
receive the Safety 1st Certified Line Service
Professional Award.
FlightSafety International chairman, president and CEO Bruce Whitman was awarded
the Médaille de l’Aéronautique from France.
Bertrand Lortholary, consul général of France,
presented the medal to Whitman in New York
on April 26. The medal is awarded to military
personnel and civilians of France and to foreign
nationals for outstanding accomplishments ren
lated to the field of aeronautics.

Stelios Panitsas

Josh Eyre

Carolyn Marino

Blair Henderson

Join European business leaders, government officials,
manufacturers, corporate aviation department
personnel and all those involved in business aviation
for the European Business Aviation Convention &
Exhibition (EBACE2017). Save the date and
visit the EBACE website to learn more.

SAVE THE DATE
www.ebace.aero/ain

JUNE

MARK WAGNER

UNMANNED AIRCRAFT SYSTEMS…
June 7-9, Embry-Riddle Aeronautical
University, Daytona Beach, FL.
Info: (386) 226-6928;
www.erau.edu/dbproed.

Farnborough International airshow, July 11-16, 2016.

MASS. BUSINESS AVIATION ASSOC.
SAFETY STANDDOWN & AVIATION
DAY SHOW…June 8, Rectrix Aviation,
Bedford, MA. Info: (978) 341-8400;
www.rectrix.aero/bedford-bed-greaterboston-area.

NATA AVIATION BUSINESS
CONFERENCE…June 8-10, Hyatt
Regency Washington on Capitol Hill,
Washington, DC. Info:
(202) 774-1516; www.nata.aero/abc.
FLIGHTWORX PART NCC
WORKSHOP…June 12, Flightworx HQ,
London Stansted Airport.
Info: +44(0)1279 668005;
www.flightworx.aero.
FLIGHT ATTENDANTS/TECHNICIANS
CONFERENCE…June 21-23, Delray Beach,
FL. Info: (202) 783-9000; www.nbaa.org.

JULY
u l FARNBOROUGH INTERNATIONAL
AIRSHOW…July 11-16, Farnborough
Airport, UK. Info: +44 (0) 1252 532 8000;
www.farnboroughinternational.org.
FLIGHTWORX PART NCC
WORKSHOP…July 21,
Flightworx HQ, London Stansted Airport.
Info: +44(0)1279 668005;
www.flightworx.aero.
s EAA AIRVENTURE…July 25-31,
Wittman Regional Airport, Oshkosh, WI.
Info: www.eaa.org.

AUGUST
u LATIN AMERICAN BUSINESS
AVIATION CONFERENCE &
EXHIBITION…August 30-September 1,
São Paulo, Brazil. Info: www.abag.org.br.

SEPTEMBER
MBAA 5th ANNUAL SCHOLARSHIP
GOLF TOURNAMENT…September 8,
The International Golf Club, Bolton, MA.
Info: (978) 779-1380;
www.theinternational.com.
JETNET IQ SUMMIT…September
13-14, Le Parker Meridien Hotel, New
York, NY. Info: (972) 439-2069; www.
jetnet.com
21st ANNUAL INTERNATIONAL
AVIATION FORECAST SUMMIT…
September 18-20, Olympic Valley, CA.
Info: (303) 674-2000;
www.aviationforecastsummit.com.
BOMBARDIER SAFETY STANDDOWN…
September 27-29, Hyatt Regency Hotel,
Wichita, KS. Info: (316) 946-7876;
www.safetystanddown.com.

OCTOBER
ISTANBUL AIRSHOW…October 6-9,
Istanbul, Turkey. Info: +90 (312) 446
1294; www.istanbulairshow.com.
HELITECH INTERNATIONAL
HELICOPTER EXPO & CONFERENCE…
October 11-13, Amsterdam RAI, Holland.
Info: +44 (0)20 8271 2155;
www.helitechevents.com.
INTERNATIONAL AIRPORT GSE
EXPO…October 18-20, Rio All-Suite
Hotel & Casino Las Vegas, NV. Info:
(800) 547-7377; www.gseexpo.com.
NBAA TAX, REGULATORY & RISK
MANAGEMENT CONFERENCE…
October 30-31, Orange County
Convention Center, Orlando, FL.
Info: (202) 783-9000; www.nbaa.org.
54th ANNUAL SAFE SYMPOSIUM…
October 31-November 2, Dayton
Convention Center, Dayton, OH.
Info: (541) 895-3012;
www.safeassociation.com.

NOVEMBER
u l NBAA BUSINESS AVIATION
CONVENTION & EXHIBITION…
November 1-3, Orange County
Convention Center, Orlando, FL. Info:
(202) 783-9000; www.nbaa.org.
CIAM 2016 11th INTERNATIONAL
TRADE SHOW AND CONGRESS…
November 30-December 2, JW Marriott
Cancun Resort & Spa, Cancun, Mexico.
Info: (+52 1) 777 317-64-45;
www.expo-ciam.com.

DECEMBER
l MEBAA SHOW…December 6-8,
Dubai, Dubai World Central, United
Arab Emirates. Info: www.mebaa.aero.
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two ways
to conquer the world.

Now you have two choices for superior, ultra-long-range capability. The 5,950 nm Falcon 7X—the fastest selling Falcon ever (and with
good reason). Or the new, 6,450 nm Falcon 8X, destined to become a favorite of world travelers. Both have the awe-inspiring ability
to y long distances from short and challenging runways such as Aspen and London City. The 8X is more than three feet longer,
with over 30 cabin layouts. Fly far. Fly in comfort. Achieve more.

WWW.DASSAULTFALCON.COM I FRANCE: +33 1 47 11 88 68 I USA: +1 201 541 4600

