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NetJets nears 1,000-aircraft 
frax and managed fleet

BY CURT EPSTEIN

With planned additions and no expecta-
tions to dispose of any of its current aircraft, 
NetJets is on track to have nearly 1,000 jets 
in its fleet by the end of next year, Patrick 
Gallagher—the fractional lift provider’s 
president of sales, marketing, and service—
said during a presentation at Corporate Jet 
Investor Miami in November. Presently, the 
company operates more than 850 aircraft 
worldwide between its U.S., European, and 
Executive Jet Management fleets.

According to Gallagher, NetJets will 
receive another 25 to 30 new jet deliveries 
by year-end, bringing the total fleet addi-
tions this year to about 75 aircraft.

Next year, the company expects to intake 
more than 100 new-production jets. at these 
rates, Netjets accounts for approximately 12 
percent of the industry’s jet production.

A year ago, the company halted all sales 
to concentrate on its existing custom-
ers, and while fractional sales have since 
resumed, Gallagher added that its inven-
tory is sold out through 2023, with some 
interim leasing solutions still available.

 “We’re taking [non-refundable] depos-
its against 2024 deliveries at this point,” 

he said. That is a total reversal from 2008, 
when the company took delivery of 88 air-
craft, none of which were pre-sold.

While its jet card sales are still being 
limited strictly to renewals, the opera-
tor expects that program to fully resume 
next year.

As for staff to fly those new additions, 
Gallagher told the audience NetJets receives 
more than 350 pilot resumes a month and 
has hired 450 flight crew members this year. 
It expects to add another 700 in 2023.

“It’s tough for the small flight departments 
these days to keep pilots because they want 
to work for a big operator, and very few out 
there can match NetJets work rules, NetJets 
compensation, the training, etcetera,” Galla-
gher told the audience. “We don’t lose very 
many. Our attrition rates are very low.”

In addition to fleet expansion, the com-
pany is concentrating on real estate with 
its 14 service locations around the country. 

“It’s not just about having owner lounges, 
it’s really more about keeping the fleet 
moving and not having to rely on oversat-
urated third-party providers,” Gallagher 
explained. z

GULFSTREAM DELIVERIES, 
SALES SOAR IN 3Q

General Dynamics subsidiary Gulfstream 
Aerospace delivered 35 aircraft (28 large-

cabin jets and seven midsize G280s) in the 
third quarter, up from 31 (25 large-cabins and 

six G280s) in the same period a year ago. 
In the first nine months, it handed over 82 
aircraft (66 large-cabins and 16 G280s), up 

from 80 units (68 large-cabins and 12 G280s) 
a year earlier. To reach its 2022 delivery esti-

mate of 121 jets, the company will need to 
ship at least 39 aircraft in the fourth quarter. 
Deliveries are expected to ramp up to 148 

next year. According to the company, these 
numbers are achievable given the current 

sales environment and $19.1 billion backlog.

HONDAJET ELITE II GETS FAA OK
The upgraded HondaJet Elite II announced 
at NBAA-BACE received FAA approval early 
last month. Deliveries of the latest Honda-
Jet variant—which has more range (1,547 
nm), new cabin designs, ground spoilers, 
and a stabilized approach feature—were 
imminent at press time. It also has a 200-
pound mtow increase to 11,100 pounds, a 
black sable exterior paint scheme option, 
and new cabin interiors in onyx and steel 
styles. Next year, Honda Aircraft will also 

add autothrottle and Garmin Autoland.

CALIFORNIA SIGNATURE FBOS 
NOW STOCKING SAF

Signature Aviation has expanded its distribu-
tion of sustainable aviation fuel (SAF) to all 
10 of its owned California FBOs. Signature 
began permanent supplies of Neste SAF 

at its San Francisco FBO through its Signa-
ture Renew program in 2020 and several 

additional locations over the past two years. 
Signature’s 30 percent SAF blend o!ers a 25 
percent reduction in lifecycle greenhouse gas 

emissions versus traditional jet-A. Currently, 
Signature distributes approximately 8 percent 

of the entire global production of SAF.

News Briefs
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Citation Jet Pilots convention 
serves up aviation safety

BY MAT T THURBER

This year’s Citation Jet Pilots (CJP) con-
vention saw more than 560 attendees, 
many who flew to Georgetown Execu-
tive Airport north of Austin, Texas, in 160 
Cessna Citations. CJP now has 1,427 mem-
bers who operate 916 Citations, and during 
the past two years there have been zero 
incidents or accidents involving members 
and their airplanes.

With safety as a key focus of CJP and its 
CJP Safety and Education Foundation, CJP 
Safety Committee chair Charlie Precourt, a 
former space shuttle commander and CJ1+ 
owner, led the first session, “The Quest for 
Safety.” This featured a discussion of safety 
practices by NetJets fleet program director 
Robert Switz and FlightSafety Interna-
tional director of safety Mark Kleinhans.

Switz described how NetJets has devel-
oped its flight operations quality assurance 
(FOQA) program and how it has contrib-
uted to the company’s stellar safety record. 

“FOQA has been a game-changer for us,” 
he said.

“We know from industry data that even 
proficient pilots may encounter situ-
ations they’re not prepared for,” said 

FlightSafety’s Kleinhans. “We need our cli-
ents prepared for the real world.”

To that end, FlightSafety is working with 
GE Digital to capture flight and training 
data and provide analysis that helps iden-
tify threats and hazards. “We look at what 
training does and how to inoculate our 
pilots,” he said.

Some results of all this work are CJP’s 
new FOQA program, working with 
L3Harris and CloudAhoy, and its Safe To 
Land initiative. The latter is specifically 
designed to tackle the high rate of runway 
excursions in personal and business jet 
operations. “Data shows about 35 percent 
of all hull losses are from runway excur-
sions,” Precourt said. “That’s a big area for 
us to focus on. We’re working hard to do 
our part to drive these trend lines lower.”

CJP members were able to attend a 
two-hour ground school for Safe To Land 
during an afternoon session, and within 
certain time constraints, the training from 
the convention will be applicable for credit 
towards FlightSafety’s in-development 
Safe To Land course, which will be avail-
able next year. z

BOMBARDIER PREPS FOR  
Q4 DELIVERY RAMP

Bombardier deliveries dipped by two units 
to 25 in the third quarter, but a 20 percent 

jump in aftermarket business kept revenues 
even at $1.5 billion from the same three-

month period a year ago. At the same time, 
Bombardier’s backlog grew in the quarter 

by $300 million to $15 billion. The Canadian 
manufacturer shipped two fewer Globals for 

a total of 13 in the quarter, but Challenger 
deliveries increased by four to a dozen.
Bombardier anticipates a strong fourth quar-

ter with at least 47 deliveries and in line with its 
guidance of at least 120 deliveries for the year.

IRVING LAUNCHING BIZAV 
TRAINING CENTER

Aviation advocate Barrington Irving has 
teamed up with industry and community 

organizations to launch a professional and 
technical training center in South Florida 
to help build a pipeline of local, national, 
and international students in business 

aviation disciplines. Irving is partnering with 
NBAA, Miami-Dade County, Miami-Dade 

Aviation Department, Atlantic Aviation, and 
Bombardier on the center that organizers 

say will o!er innovative programs and 
training approaches, along with specialized 

technical and professional certifications.

INJUNCTION KEEPS EAST 
HAMPTON AIRPORT PUBLIC

A recent ruling by New York State Supreme 
Court justice Paul Baisley prevents the town 
of East Hampton from temporarily closing 

its airport then reopening it as a private-use 
facility with prior permission required, NBAA 

reported. The ruling comes after a protracted 
attempt by the city to change the airport’s 

operational status, NBAA explained, “osten-
sibly to address community concerns over 
noise.” Baisley’s ruling noted that the town 
did not analyze the proposed restrictions 

under state and federal requirements.

News Briefs

Gold Standard safety award winners were honored at this year’s Citation Jet Pilots 
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NBAA-BACE heading to Vegas 
after strong 2022 in Orlando

BY CURT EPSTE IN AND KERRY LYNCH

This year’s NBAA-BACE provided a big 
boost to the Central Florida economy, 
according to the Greater Orlando Avia-
tion Authority. The three-day show gener-
ated an estimated $51 million in economic 
impact and attracted more than 21,000 vis-
itors from around the world.

Held at the Orange County Convention 
Center, BACE returned to Orlando for the 
first time since 2018, with the 2020 edition 
canceled due to the pandemic. The num-
ber of exhibitors this year topped 800—on 
par with 2018’s total. At Orlando Executive 
Airport—which hosted the show’s static 
aircraft display for the 12th time—nearly 
70 business jets, turboprops, and piston 
aircraft from all the leading manufacturers 
were on exhibit.

At this year’s show, however, NBAA 
senior v-p for events Chris Strong con-
firmed that this will be BACE’s last appear-
ance in the Sunshine State for at least 
the next several years. The annual event, 
which has rotated locations throughout 
its history, is landing in Las Vegas for at 
least the next four years and possibly fur-
ther into the future. Strong told AIN that 
the move comes as the tradeshow industry 

as a whole is trending toward optimizing 
events in a single location.

Noting the trends of stationing at one 
location, “we decided with what’s going 
on in Las Vegas—with the new hall, ramp 
space—that we would do a trial to be in 
Las Vegas for four years,” Strong said.

This was a decision, he stressed, that 
was made following conversations with 
exhibitors, attendees, and the board of 
directors. The reaction to the trial has 
been “largely positive,” Strong said, not-
ing the track record NBAA already has had 
with the Nevada city. He further said that 
in choosing a single location, “Las Vegas 
offers us the opportunity for the kind of 
show that we want to put on.”

However, Strong also stressed the 
importance that Orlando has played in 
the history of NBAA’s convention, saying 
NBAA has “many friends” in the Central 
Florida city. “Aviation and Florida are syn-
onymous. Florida is one of the great avia-
tion homes,” he said and added the static 
hosts including Showalter Flying Service 
and Atlantic Aviation have been a great 
home for the static display. “They have 
been sensational partners.” z

SUPPLY CHAIN WEIGHS 
ON TEXTRON AVIATION

Supply-chain issues weighed on Textron Avi-
ation’s deliveries of Cessna Citation business 

jets and Beechcraft King Air turboprops in 
the third quarter, leading to lower revenue. 

Textron Aviation delivered 39 jets and 33 tur-
boprops in the quarter, down from 49 jets and 
35 turboprops in the same period a year ago. 

Revenues of $1.2 billion in the quarter are 
also $14 million below third-quarter 2021, with 

this erosion partially o!set by an 18 percent 
year-over-year increase in aftermarket vol-

ume. Quarterly profit, however, swung higher 
at $139 million, up $41 million from a year 

ago. Backlog as of September 30 was $6.4 
billion, nearly double that from a year earlier.

STUDY: EVTOL INDUSTRY  
NEEDS 10,000 ENGINEERS

Some 10,000 additional engineers will 
be needed over the next decade to meet 
the demand for advanced vertical flight 
aircraft development in the U.S., accord-

ing to a study from the Vertical Flight 
Society and Hysky Society. The study 

calls for significant additional funding for 
academia to train su"cient engineers 
to meet industry demands and for the 

industry to provide su"cient incentives.

PIPER M600/SLS OK’D FOR 
UNPAVED AIRFIELD OPS

Piper Aircraft received FAA, Transport 
Canada, UK CAA, and EASA approval of a 
kit that permits certain M600/SLS turbo-

prop singles to be operated from unpaved 
fields. Brazilian certification is expected 
to follow early next year. All 2022 M600/
SLSs are factory provisioned to operate 

on unpaved fields with incorporation of a 
supplement in the POH. M600s manufac-
tured between 2016 and 2021 equipped 
with five-blade propellers also have the 
option to be modified via an available kit 

allowing the same unpaved field operations.

News Briefs
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FAA issues first Part 135 
standardized training

BY KERRY LYNCH

The FAA has released the first of what is 
anticipated to be a number of aircraft- 
specific standardized training curricula 
for use in Part 135 operations. Published in 
the Federal Register on October 20, the ini-
tial standardized curriculum is tailored for 
the Gulfstream V series but is anticipated 
to serve as a framework for future models, 
the National Air Transportation Associa-
tion (NATA) said.

A voluntary program designed for train-
ing at Part 142 centers, the standardized 
curriculum concept was a recommen-
dation that came out of the Air Carrier 
Training Aviation Rulemaking Commit-
tee (ARC), which sought a means to ease 
paperwork burdens and sta!ng shortage 
concerns. In addition, the programs are 
portable, which addresses the issue of 
charter operators having to send pilots to 
initial training for the same model of air-
craft for each operator they fly for, even if 
the pilots are current in that aircraft, a sig-
nificant expense for 135 opertors.

The concept is also intended to ele-
vate safety by providing a standardized 
approach to training on specific aircraft 
that incorporates best practices. 

“It provides an efficient means for 
approving training curricula offered by 
Part 142 training centers while increasing 
the consistency of training, testing, and 
checking delivered to Part 135 operators, 
with an emphasis on standardization,” the 
agency said. “The standardized curriculum 
concept supports the overarching goals to 
enhance training and checking and pro-
mote safer operational practices and is 
consistent with applicable regulations.”

ARC recommendations led to the forma-
tion of a Training Standardization Working 
Group that is tasked with developing the 

curricula. John McGraw, who is a senior 
advisor for NATA and was an integral part 
of the work behind the new approach, has 
called the consensus- based standards one 
of the most significant changes in training 
approaches for charter operations in years 
and one that was years in the making.

The FAA released the Advisory Circular 
(AC) on the standardized curricula concept 
in 2020, following the release of the pro-
posed AC in 2018, but the concept has been 
in the works for nearly a decade.

Work has already begun on the next air-
craft, with the aim of developing curricula 
on aircraft that are more commonly used in 
charter operations. 

The FAA, which ultimately reviews the 
curricula before they are released, said the 
initial program for the Gulfstream V includes 
recommended maneuvers, procedures, and 
functions to meet the regulatory require-
ments in Part 135. z

EMBRAER DELIVERIES LAG,  
BUT 4Q TO BE A BONANZA

Embraer delivered 23 business jets (15 light 
and eight midsize airplanes) in the third 
quarter, up from 21 aircraft (14 light and 

seven midsize) in the same period a year 
ago. Year-to-date, Embraer has shipped 52 
executive jets (33 light and 19 midsize), com-
pared with 54 (36 light and 18 midsize) in the 
first nine months of 2021. But Embraer reaf-
firmed its 2022 delivery guidance for 100 to 

110 business jets, meaning its fourth-quar-
ter shipments will equal or exceed those 

in the first three quarters combined.

BOMBARDIER DESIGNS GLOBAL 
7500, 8000 EXECUTIVE CABIN

Bombardier unveiled a new executive cabin 
for its Global 7500 and 8000 ultra-long-
range jets featuring three 12-foot-long 

workspaces designed to facilitate passenger 
collaboration and productivity. The com-

pany originally designed the Global 7500 
to have four zones, but has re-engineered 

the aircraft’s bulkheads to o!er three larger 
sections as an available option with an 

o"ce suite, conference suite, and C suite. 
In addition, Bombardier revealed a cabin 
furnishing called the “Nuage cube,” which 
can function as a seat, stool, or small table.

RUNWAY MISHAPS TOP 
TSB WATCHLIST

The Transportation Safety Board of Canada’s 
(TSB) latest annual transportation safety 

Watchlist again contains two specific aviation 
concerns: runway incursions and runway 

overruns. The list also includes three areas 
encompassing all transportation modes: 

fatigue, safety management, and regulatory 
oversight. According to the Safety Board, the 
number of runway overruns in Canada has 

remained constant since 2005, despite being 
added to the Watchlist in 2010. Meanwhile, 
the rate of runway incursions in the country 

has doubled in the past 12 years, it said. 

News Briefs

The Gulfstream GV standardized training 
curricula for Part 135 is the first of many.
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Checklist discipline:  
avoiding the simple stupid stu! that kills

BY STUART “KIPP” L AU

Often the “stupid simple stuff ” ends up 
killing people in aviation. Forgetting to dis-
engage a gust lock, turn on the probe heat, 
or properly set the flaps or trim prior to 
takeo! have all resulted in fatal accidents. 

Checklists—one of the most basic tools 
in a pilot’s toolkit—are designed to over-
come limitations of pilot memory and 
ensure that action items are completed 
in sequence without omission. In each of 
these accidents, checklists were either dis-
regarded or involved a more complex error 
caused by a human factors issue.

Normal checklists enhance flight safety 
and enable the pilot(s) to confirm safety 
critical systems and controls are correctly 
and consistently configured for a phase of 

flight. Asaf Degani, a former researcher at 
NASA Ames Research Center, co- authored 
a study on the Human Factors of Flight 
Deck Checklists and identified the pri-
mary purpose of the normal checklist: 

“The major function of the checklist is to 
ensure that the crew will properly config-
ure the plane for flight and maintain this 
level of quality throughout the flight and in 
every flight.”

Degani, now a technical fellow at General 
Motors’ Research and Development Center, 
noted checklist use was particularly import-
ant in takeo!, approach, and landing. He said, 

“Although these segments comprise only 27 
percent of an average flight duration, they 
account for 76 percent of hull loss accidents.”

Checklists, as a topic of discussion, went 
mainstream in 2009 when Atul Gawande 
published his book The Checklist Manifesto: 
How To Get Things Right. Gawande o!ered 
a convincing argument for adopting the 
use of a checklist in modern life and busi-
ness using aviation as a backdrop. 

The premise of this argument identi-
fied why humans fail and why they need 
checklists. Gawande concluded that we 
fail for two reasons: either ignorance 
or ineptitude.

Ignorance is explained as “we may 
err because science has given us only a 
partial understanding of the world and 
how it works”—or—we simply do not 
have all the information available to us.  
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As an example, the use of idle reverse 
during taxi may be prohibited on a spe-
cific aircraft type, but if there is no written 
guidance available then there is no way for 
the pilot to know that they erred.

Ineptitude is defined as “an instance 
where knowledge exists, yet we fail to apply 
it correctly.” In this case, the flaps may have 
been mis-set for takeo! and a checklist was 
available to trap the error, but the crew 
intentionally chooses not to use it.

“Failures of ignorance we can forgive,” 
according to Gawande. “If the knowledge 
of the best thing to do in a given situation 
does not exist, we are happy to have people 
simply make their best e!ort.” Conversely, 
he said, “But if knowledge exists and is 
not applied correctly, it is di"cult not to 
be infuriated.”

Gawande added, “Experts need check-
lists; think of them as written processes to 
guide them through the key steps in any 
complex procedure.” 

In aviation, pilots have many resources 
such as checklists, quick reference hand-
books, aircraft flight manuals, and flight 
ops manuals to build knowledge and have 
a more complete understanding of their 
world or operational environment.

TALE OF TWO TAILS 
!THE ORIGIN OF THE CHECKLIST

In 1934, the U.S. Army Air Corps held a 
competition to replace the service’s vul-
nerable twin-engine Martin Aircraft B-10 
bomber. Boeing began to campaign its 
Model 299—a revolutionary aircraft for 
its time—a four-engine bomber with long 
range and a “self-defense” system that 
included multiple gun turrets. The Model 
299 was a leap forward in bombers for 
the time and was heavily favored to win 
the competition.

During a “fly off ” demonstration in 
October 1935, the aircraft departed Wright 
Field near Dayton, Ohio with a highly expe-
rienced test pilot at the controls. Shortly 
after takeo!, witnesses reported “the air-
craft broke ground in a tail low attitude” 

and as the speed increased “the bomb-
er’s nose went much higher than nor-
mal.” Accordingly, the aircraft reached a 
maximum height of 300 feet, stalled, and 
crashed into a field, left wing first, and 
burst into flames. Fortunately, all four crew 
members survived the crash.

Only the tail section of the aircraft was 
recovered from the crash and fire. With 
this piece of evidence, investigators discov-
ered the cause of the accident—an internal 
control lock that immobilized the elevator 
and rudder. It was determined that it was 
improbable for any pilot to successfully 
take o! with the control lock installed.

Following the accident, Boeing could 
not complete the competition and an ini-
tial order for the aircraft was canceled by 
the Army Air Corps. Because the Army still 
favored Boeing’s bomber, the service found 
a legal loophole to purchase 13 YB-17s (the 
new designation for the Model 299) for 
further evaluation.

Boeing and the Army Air Corps felt the 
YB-17 was too big and complex for any 
pilot to simply fly safely. To avoid another 
accident, a checklist was developed for 
takeoff, flight, before landing, landing, 
and after landing. This checklist proved 

successful, and the aircraft went on to 
become the B-17 Flying Fortress. More 
than 12,000 were delivered during World 
War II.

TALE OF TWO TAILS! 
A RENEWED EMPHASIS

Fast forward nearly 80 years and another 
accident involving a “gust lock” created a 
watershed moment for business aviation. 
In May 2014, a Gulfstream IV attempted 
to take off with the flight control gust 
locks engaged from Hanscom Field in 
Bedford, Massachusetts. Unable to rotate, 
the crew attempted to reject the takeoff 
at a high speed at a point where the air-
craft was unable to stop on the runway. 
The aircraft overran the paved surface 
of Runway 11 and collided with ground 
obstructions before ending up in a gulley. 
A post-crash fire destroyed the aircraft and 
killed all aboard, three crew members and 
four passengers.

Investigators were able to recover infor-
mation from the flight data recorder (FDR), 
cockpit voice recorder (CVR), and quick 
access recorder to reconstruct not only the 
accident flight but to investigate past flights 
and actions (or inactions) by the flight crew.

The investigation of the GIV overrun at Hanscom Field in 2014 identified significant lack of use of 
checklists, flight control checks, and pre-takeo! briefings on many flights before the accident.
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Both pilots—a 45-year-old captain 
and a 61-year-old first officer—had been 
employed by the operator for many years 
and had flown the accident aircraft for the 
past seven years. The first o!cer (occupy-
ing the right seat for this leg) was the chief 
pilot and director of maintenance.

Prior to departure from Bedford, once 
the passengers were boarded, the engines 
were started, and the aircraft began to taxi 
to Runway 11. During this time, it was noted 
that the CVR had “recorded minimal verbal 
communication between the flight crew-
members and there was no discussion or 
mention of checklist or takeoff planning.” 
The Gulfstream IV aircraft flight manual 
includes five checklists to be completed 
prior to takeo".

The “Starting Engines” checklist included 
the requirement to disengage the gust lock. 
Likewise, the “After Starting Engines” check-
list included a flight control check for full 
movement of the flight controls to confirm 
that they move freely and correctly. 

Checklist items as specified by the OEM 
would have identified that the gust lock 
was still engaged. FDR data showed that 
the flight crew did not complete the flight 
control check on many of the previously 
recorded flights (two flight control checks 
on the previous 176 flights).

A contract pilot interviewed during the 
investigation stated that he had flown with 
the accident pilot for several years but said, 

“he habitually did not use a formal item-by-
item checklist.” In the final NTSB accident 
report, of the top contributory factors in 
the accident was the “flight crew’s habitual 
noncompliance with checklists.”

The final report on the Bedford crash 
made several safety recommendations, 
including a call for the International Busi-
ness Aviation Council (IBAC) to amend its 
IS-BAO auditing standards to include ver-
ification that operators comply with best 
practices for checklist execution and that 
the NBAA should work with operators to 
analyze existing data for non-compliance 
with flight control checks.

KING AIR PILOTS AND CHECKLISTS
Unfortunately, less than three years after 
the Bedford G-IV crash, there was another 
business aviation aircraft accident where 
checklist usage may have been a factor. In 
this case, in February 2017 a Beechcraft 
King Air B200 crashed shortly after takeo" 
at Essendon Airport in Victoria, Australia, 
killing four American passengers and an 
Australian pilot.

In its report, the Australian Transporta-
tion Safety Board (ATSB) noted that during 
the takeo" roll the aircraft began to yaw to 
the left shortly after rotation. As the King 
Air began a shallow climb, the aircraft had 
a substantial left side slip with minimal roll. 
The aircraft then began to descend and col-
lided with buildings at a retail outlet center.

The ATSB found that the pilot did not 
detect that the aircraft’s rudder trim was 
positioned in the full-nose left position 
prior to takeoff. The position of the rud-
der, the report concluded, had a significant 
impact and resulted in the loss of control.

ATSB investigators noted an increased 
risk due to the incorrect manufacturer’s 
checklist being used and an incorrect 
application of the aircraft’s checklists. 
The accident report reviewed the normal 

checklist for the B200, and investigators 
determined that the rudder trim would be 
checked five times prior to takeoff if the 
checklist was followed.

Two years later, a King Air 350 crashed at 
Addison Airport in Dallas, Texas, killing 10 
people. The NTSB determined the proba-
ble cause of this accident to be, “the pilot’s 
failure to maintain aircraft control follow-
ing the reduction in thrust in the left engine 
during takeo"…Contributing to the accident 
was the pilot’s failure to conduct the air-
plane manufacturer’s emergency procedure 
following the loss of power in one engine 
and to follow the manufacturer’s checklists 
during all phases of operation.”

The report determined that “given the lack 
of callouts for checklists on the CVR and the 
pilot’s consistently reported history of not 
using a checklist, it is possible that he did not 
check or adjust the setting of the power lever 
friction locks before the accident flight.” 

The NTSB surmised that the loss of power 
on the engine may have been caused by 
throttle lever migration—the uncommanded 
movement of the throttle lever, which is a 
common issue with the King Air.

WHY BOTHER?
In the final report of the Essendon crash, 
the ATSB explored, in detail, checklist dis-
cipline. The ATSB found research studies 
provided insights into “why checklist proce-
dures may not always be completed.” Four 
categories were discussed including: atti-
tude, distractions and interruptions, expec-
tations and perception, and time pressure.

Attitude was cited as “probably the 
greatest enemy of error-free, disciplined 
checklist use.” The study determined that 
a lack of motivation was the biggest hin-
drance to using a checklist in the way it 
was intended to be used.

Distractions and interruptions result in 
a disruption of the sequential flow of the 
checklist. Accordingly, this not only means 
that the pilot will have to memorize the loca-
tion of the disruption, but it may also lead to 
a checklist error or omission. One technique 

The GIV’s gust lock control is designed to 
prevent application of full power, and it should 

be disengaged after starting the engines. 

...he habitually did 
not use a formal item-

by-item checklist.
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to counter distractions and interruptions is 
to repeat the entire checklist (starting from 
the beginning) during these situations.

Expectations and perception are power-
ful forces that pilots must manage. A NASA 
study found that “when the same task is per-
formed repetitively, such as a checklist, the 
process becomes automatic.” This leads the 
user to process the information quicker and 
reduces workload. However, the user may 
begin to “see what one is used to seeing.” An 
example is if the pilot is used to seeing “Flaps 
5” selected, then they may expect to see Flaps 
5 even though Flaps 1 or NO flaps are selected.

Time pressures may a!ect the accuracy 
of the check. As the time pressures increase, 
pilots may rush a checklist and the pilot 
may scan an item too quickly, increasing the 
possibility of an error.

The ATSB also looked at “why check-
lists sometimes fail to catch errors.” A 
2010 NASA Study (Dismukes and Berman) 
conducted 60 observation flights on three 
di!erent airlines. These observations iden-
tified close to 900 deviations with 22 per-
cent related to checklist usage.

The deviations were categorized into 
six types including: flow-check performed 
as read-do, responding without looking, 
checklist item omitted (or performed 
incorrectly or incompletely), poor timing 
of the checklist, checklist performed from 
memory, or a failure to initiate the checklist.

In aviation, it is the simple stupid stuff 
that kills. The problem is that pilots con-
tinue to repeat mistakes of the past. Bedford 
was an “eye-opener” for business aviation, 
but 27 years before that tragic event was a 
Northwest MD-82 that crashed (killing all 
but one infant) because the crew failed to 
set the flaps for takeo! and failed to perform 
the taxi checklist that would have trapped 
that error. Nearly 22 years later, a Spanair 
MD-82 crashed in Madrid (killing 147 peo-
ple) for almost the exact same reason. 

Checklists trap errors that can avoid acci-
dents and the loss of life. It is infuriating 
that pilots choose not to use a tool that is 
designed to prevent these errors. z

http://piper.com
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AIN’s 50th anniversary look back: December
BY CURT EPSTE IN

AIN is celebrating its golden anniversary by highlighting select news from the archives over the past half-century.

They made it!  
Voyager crew comes home

(AIN January 1987 p.1)

Then: “Well I guess I’ll have to cancel my 
membership in the Flat Earth Society,” Dick 
Rutan radioed to the covey of chase planes 
boxing in the experimental aircraft Voyager 
as it approached Edwards Air Force Base, 
California, Tuesday morning, December 23.

Rutan could speak with some authority on 
the planet’s shape, for he and copilot Jeana 
Yeager were about to complete a 25,012-smi 
unrefueled circumnavigation of the earth—
the first ever—earning a well-deserved place 
for themselves in aviation history.

Now: More than 50,000 spectators, volun-
teers, and members of the press witnessed 
the landing of the historic flight, which took 9 
days, 3 minutes, and 14 seconds from its time 
of takeo! from the Edwards dry lake bed, the 
culmination of more than five years of plan-
ning and preparation. The twin-engine air-
plane (one pushing, one pulling) maintained 
an average groundspeed of 115.77 mph over 

the course of its epic journey, one in which 
it set a record that has yet to be eclipsed. 
Voyager today resides in the Smithsonian’s 
National Air & Space Museum in Washington, 
D.C. in the company of other record-breaking 
craft such as the Wright Brothers Flyer, Spirit 
of St. Louis, and Bell X-1.

Global jet race is on:  
Canadair commits at last

(AIN January 1994 p.1)

Then: Bombardier’s board of directors 
officially launched the Canadair Global 
Express on December 20, igniting intense 
competition for a worldwide market whose 
size is still very much in question. The 
board’s decision followed three years of 
engineering research, market analyses, and 
soul searching by Canadair, manufacturer 
of the Challenger series of business jets.

Now: The Global Express was a direct 
competitor to Gulfstream’s GV in the then-
new class of high-speed, ultra-long-range 
business jets. With its entry into service in 

1999, a rivalry in the ultra-long-range space 
began that is still going strong nearly three 
decades later. The two airframers continue 
to raise the bar at the top end of their port-
folios with Gulfstream’s G800 waiting in 
the wings as the G700 nears certification. 
Having delivered more than 1,000 Globals 
over the past 23 years, Bombardier earlier 
this year launched the Global 8000. As for 
the once-questioned size of the worldwide 
market, according to Honeywell’s latest 
forecast, the large and long-range jet cate-
gories will account for 70 percent of all new 
jet expenditures over the next decade.

Brazilian banks back  
Embraer privatization

(AIN January 1995 p.2)

Then: After several false starts during 
the past four years, Brazilian airframer 
Embraer is finally concluding its transfor-
mation into the private sector.

In a December 7 share auction, a consor-
tium headed by Brazil’s Bozano Simonsen 
Bank and Wasserstein Perella of the U.S. 
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emerged as the largest group of share-
holders, and promptly committed itself to 
investing up to $150 million in fresh cap-
ital to support Embraer’s ongoing aircraft 
developments. These include the 50-seat 
EMB-145 regional jetliner and the EMB-
312H Super Tucano military trainer.

Now: At the time of the transaction, 
Embraer was assembling the first EMB-145 
prototype, and the launch of its derivative 
Legacy 600 business jet was still five years 
in the future. The first Legacy delivery in 
2002 predated the establishment of the 
airframer’s executive jets division by more 
than two years. Today, Embraer Execu-
tive Jets is a well-established business jet 
manufacturer, claiming 7 percent of the in- 
service fleet with its Phenom 300, the most 
delivered twinjet over the past decade.

Rosanvallon new  
president of Falcon Jet

(AIN January 1997 p.38)

Then: John Rosenvallon, described as “a 
catalyst for uniting the company’s French 
and American teams,” has been appointed 
president of Dassault Falcon Jet Corp., the 
U.S.-based subsidiary of Dassault Aviation.

In addition to his new post, the 45-year-
old graduate of France’s prestigious Hautes 
Etudes Commerciales business school will 
remain in charge of worldwide sales and 
marketing for Falcon business jets.

Now: The a!able Rosenvallon would go on to 
hold the role as head of Falcon Jet for the next 

quarter century until his retirement in 2019. 
Even after that, he remains a senior advisor to 
the chairman and CEO of Dassault Aviation. 
Rosenvallon has been the recipient of many 
awards and honors during his 47-year busi-
ness aviation career including the Lifetime 
Aviation Industry Leader Award at the Living 
Legends of Aviation Awards. A member of 
the board of directors for the General Avia-
tion Manufacturers Association (GAMA), he 
served as its chairman in 2011. In October at 
NBAA-BACE, he was presented with the orga-
nization’s John P. “Jack” Doswell Award—one 
of its highest honors—in recognition of his 
exceptional record of service to the industry.

AMR Combs joins Signature fold; 
combined chain will number 50

(AIN February 2004 p.6)

Then: The universe of FBO chains for 
pilots to choose from shrank last month. 
In a deal announced in London on Decem-
ber 15, Signature’s parent corporation, 
UK-based BBA, agreed to buy AMR Combs’ 
constellation of 11 FBOs for $170 million 
on a cash-free, debt-free basis. Owned by 
AMR Corp., which also owns American Air-
lines, AMR Combs was placed on the sales 
block last summer so the larger company 
could “concentrate on its core business.”

Now: One of the earlier major salvos in the 
FBO merger and acquisition space, the move 
was an early building block in Signature’s 
rise as the first “mega-chain” and a harbin-
ger of the industry consolidation that would 
follow. In 2014 Landmark Aviation bought 

Ross Aviation’s 19 FBOs, and the following 
year Signature acquired Landmark itself 
and its then 68 FBOs. Earlier this year Sig-
nature purchased Tac Air and its 16 facilities, 
bringing more than 200 locations world-
wide under its brand, while Atlantic Avia-
tion merged with a resurgent Ross Aviation 
to form the industry’s second-largest chain 
with more than 100 locations.

As distressed Detroit drops its 
jets, bizav ponders the fallout

(AIN January 2009 p.1)

Then: The news that General Motors and 
Ford are shutting their flight departments 
has rattled the business aviation commu-
nity. Some attributed the actions to the 
sensational media coverage the “Big 3” 
(General Motors, Ford, and Chrysler) exec-
utives faced after flying to Capitol Hill in 
private jets, while others blamed the sub-
sequent $14 billion House bill that called 
for the distressed companies to sell their 
aircraft as a condition of the bailout. But 
regardless of the reasons, the industry is 
now pondering how the closures—and the 
economic conditions that were to blame—
will a!ect business aviation at large.

Now: While the automakers in particular 
may have felt the heat, other companies 
quietly followed suit and either closed or 
downsized their flight departments during 
the economic downturn. Though business 
jet deliveries topped 1,000 for the first time 
in 2007 and reached a peak of 1,313 in 2008, 

 continues on page 60 
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As you probably already know, CBD (can-
nabidiol) products are, for the most part, 

“legal” (with variations on their acceptance 
on a state-by-state basis). 

This substance is manufactured from 
the cannabis plant (marijuana) with low 
quantities of the active ingredient THC 
(tetrahydrocannabinol), made legal per the 
Farm Bill of 2018.

Not all states have legalized the use of 
CBD or marijuana itself, but more and 
more are jumping on the proverbial band-
wagon. Other than the very low quantities 
of THC permitted by the Farm Bill, overall 
marijuana and THC consumption remain 
illegal under federal law.

CBD is promoted to have many potential 
benefits. These can include treatments for 
anxiety, musculoskeletal pain, jet lag, and 
improvements in sleep, for example. 

For these reasons, the use of CBD prod-
ucts continues to increase, including in the 
pilot population. 

I make no claims about the e!ectiveness 
of CBD for any of its purported uses, but 
many people do report anecdotally of its 
beneficial e!ects.

My point today is to reiterate and 
expand on comments that I’ve previously 
made, based on recent clarifications made 
by the FAA.

A few months ago, the FAA put out guid-
ance explaining that while it cannot restrict 
a pilot from taking a legal substance, there 
may be consequences to their FAA medical 
and airman certification status as a result. 

As I have said before, ad nauseam, a 
THC-positive test, whether it is from mar-
ijuana or CBD, is handled essentially iden-
tically. The Code of Federal Regulations 
defines marijuana (and its psychoactive 
component, THC) as a Schedule 1 drug of 

abuse. These are prohibited from use in 
any DOT-regulated safety-sensitive activity. 
An on-duty positive test will lead to revoca-
tion of both pilot and medical certificates 
(an o!-duty positive test, such as at a pre-
hire screening test, may only lead to revo-
cation of the medical certificate, which, of 
course, is a disaster in and of itself).

CBD products are unregulated, and 
therefore the amount of THC they con-
tain cannot be accurately predicted. Taking 
CBD products puts a pilot’s career at risk, 
regardless of how much it can be argued 
that they are legal.

I  have helped a number of pilots 
regain their medical certifications after a 
THC-positive test, which was either from 
the use of a CBD product or simply from 
an “incidental exposure” to marijuana (for 
example, accidentally taking a spouse’s 
marijuana “gummy” that was mistaken for 
something else). 

Bottom line; pilots are responsible for 
whatever goes into their mouths, so please 
be careful.

A recent special issuance authorization 
letter for one of my pilots who had all of 
his pilot licenses (flight engineer, ATP, and 
all type ratings) and medical certificates 
revoked due to a THC-positive test from 
consuming a CBD product contained the 
following bold-faced warning; “A Federal 

Aviation Administration Medical Certifi-
cate is a Federal Department of Transpor-
tation Certificate and subject to federal 
law/regulation. 

The use of marijuana and/or use of THC 
in any form is aeromedically disqualifying 
and a violation of federal law regardless of 
state regulations.” 

That pilot lost well over a year of his 
career, but fortunately, through the special 
issuance process, he will again be able to 
return to the cockpit.

You will note the careful wording here. 
The FAA, without attempting to explain 
all of the nuances of the Farm Bill, the 
low quantities of THC theoretically legal 
for CBD products, and all of the confusing 
opinions and arguments that could be made 
about these substances, does, however, 
make it quite clear that such use is “aero-
medically disqualifying” and “a violation of 
federal law regardless of state regulations.”

The message is clear; a pilot found 
to  have  THC in  the ir  system wi l l 
face significant and adverse career- 
altering consequences.

It doesn’t matter, therefore, if state 
law permits a person to consume THC 
either from marijuana or CBD (again, 
not all states have proceeded according 
to the liberties offered in the Farm Bill). 

If that substance is found in a pilot there 
will be loss of certificate(s) and all kinds 
of documentation, evaluations, and possi-
bly substance abuse treatments to follow. 

The pi lot  is  looking at  an exten-
sive  period of  grounding and may 
even have to regain pilot certificates 
in addition to the medical certificate. 

Any pilot in such a position will addi-
tionally be monitored for all poten-
tial substances of abuse for a number 

Expert Opinion

BY ROBERT SANCE T TA 
 P ILOT, AV IAT ION MEDICAL E X AMINER

CBD still risky business for pilots 
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of years,  through a restrictive and 
complicated special issuance process.

Let’s also remember that there is 
a regulation stating that a pilot with 
two DOT-positive tests is permanently 
barred from performing any safety- 
sensitive functions.

While neither the FAA nor I can tell a 
pilot not to take CBD, please remember 
that doing so may jeopardize their career 
(hence the “aeromedically disqualifying” 
statement noted above).

Similarly, alcohol, of course, is a widely 
available and entirely legal substance. The 
FAA cannot tell a pilot not to consume 
alcohol. However, alcohol consumption 
in excess can lead to a DUI, an on-duty 
DOT-positive test, and many well-known 
potentially adverse health impacts. 

Excessive consumption of alcohol, there-
fore, can also be a career-breaker (let alone 
the risk of harming someone in an alco-
hol-related motor vehicle accident).

Pilots need to be aware of the potential 
impacts of unregulated substances they 
consume. Even legal and regulated prod-
ucts, such as alcohol, have ethical and legal 
consequences if consumed to excess.

Flying as a pilot is an amazing career. 
Pilots often spend a boatload of money 
earning their certificates and ratings, fol-
lowed by many years of baby steps toward 
their career advancement. 

One way to protect the careers that 
pilots earned through many years of ardu-
ous work is to be very careful about sub-
stance intake, and to understand and 
evaluate the risk-benefit ratio of whatever 
they ingest. z

The opinions expressed in this column are 
those of the author and not necessarily 
endorsed by AIN Media Group.
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Potted planes still mean the pokey
BY MARK HUBER

The FAA wants everyone to remember that 
when it comes to marijuana, the law in the 
air is di!erent than the law on the ground.

It matters not that the U.S. House of 
Representatives voted earlier this year to 
decriminalize marijuana, that President 
Biden is pardoning convictions for federal 
simple pot possession, or that recreational 
marijuana use is legal in 10 states and the 
District of Columbia, decriminalized in 13 
others, and up for decriminalization con-
sideration in 14 more. Medical marijuana is 
legal in 33 states. When it comes to canna-
bis aboard an aircraft, the o"cial mantra is 

“just say no,” even if there is a popular new 
pot strain called “Jet Fuel.”

Under federal law, marijuana is con-
sidered a Schedule 1 narcotic under the 
Controlled Substances Act, on par with 
heroin and LSD and more dangerous than 
Schedule 2 substances such as fentanyl 
and methamphetamine.

In an attempt to eliminate any confusion 
on the issue, in August the FAA issued a 
special advisory entitled “Marijuana Can’t 
Fly.” The FAA noted that “federal law pro-
hibits the knowing transportation of mar-
ijuana on an aircraft” and that “pilots and 
aircraft owners involved in transporting 
marijuana face severe penalties for violat-
ing federal prohibitions.”

Specifically, federal law requires the per-
manent revocation of pilot certificates from 
those who knowingly transport controlled 
substances beyond simple marijuana pos-
session and the revocation of an aircraft’s 
registration used for that purpose for five 
years. The FAA noted that it does not want 

“pilots or aircraft owners to face these 
severe penalties due to confusion between 
what is allowed under state law and what 
remains prohibited under federal law.

“If you violate the federal prohibitions, 
you can lose your pilot certificate and your 
aircraft.” And those penalties apply even 

if you are just a passenger who happens to 
hold an FAA certificate.

Adding to the confusion, the amount of 
pot that constitutes “simple possession” is 
an undefined quantity left to the determina-
tion of the courts “based on the totality of 
the circumstances.” And the ban also covers 
all forms of marijuana, including edibles.

Officially, the policies of the Transpor-
tation Security Administration (TSA) are 

“focused on security. Accordingly, TSA o"cers 
do not search for marijuana and other illegal 
drugs, but if any illegal substance is discov-
ered during security screening, TSA will refer 
the matter to a law enforcement o"cer.”

There have been several high-profile 
cases of celebrities flying with weed in 
recent years.

In 2008, comedian Ron White was 
arrested when his IAI Astra was inter-
cepted after landing by Vero Beach, Florida 

police, and White was found to be holding 
7/8ths of a gram of marijuana on his person. 
White later worked the arrest into his com-
edy routine, claiming that he considered 
7/8ths of a gram to be “out of pot.”

But to the former flight crew he fired, 
White’s in-air antics were not a laugh-
ing matter. White allegedly smoked so 
much pot on the plane that the flight crew 
routinely donned oxygen masks to pre-
vent impairment, a known side-effect of 
second- hand marijuana smoke. According 
to the Centers for Disease Control and 
Prevention (CDC), “people exposed to sec-
ondhand marijuana smoke can experience 
psychoactive e!ects.”

Pilots donning masks also occcurred 
aboard a chartered Gulfstream G650 in 
2018 carrying former WeWork CEO Adam 
Neumann, according to the Wall Street 
Journal. After the airplane landed in Israel, 
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Comments from actual passengers 
on flights across the country.

the flight crew found a large brick of pot 
stu!ed in a cereal box and reported it to 
the aircraft owner who recalled the aircraft. 
Other high-profile charter clients such as 
singers Justin Bieber and Lil Wayne have 
also become embroiled in pot-on-the-
plane imbroglios.

Most of these cases involve recreational 
use. But increasingly, celebrity charter 
clients and hardcore drug traffickers are 
using private jets to move industrial quan-
tities of weed and other drugs, sometimes 
in vintage “throw-away” models such as 
Learjet 35As and 55s, Hawkers, and Gulfst-
ream IIs and IIIs.

In 2010, the Drug Enforcement Admin-
istration (DEA) busted a smuggling ring 
using chartered private jets to move 
860 pounds of cocaine and $4 million 
in cash between Los Angeles and Mar-
tin State Airport in Baltimore. The DEA’s 
2019 “National Drug Threat Assessment” 

noted that “more and more, traffickers 
are utilizing private airplanes and second-
ary airports.”

On Dec. 8, 2019, the 21-year-old rapper 
Jarad Anthony Higgins, better known as 

“Juice WRLD,” fatally overdosed aboard a 
chartered Gulfstream shortly after it landed 
at Chicago Midway Airport. When federal 
agents boarded, they found 70 pounds of 
marijuana and three illegal handguns.

In 2020, a Gulfstream II carrying 69 
bales of cocaine was intercepted in Belize. 
Also that year, the Mexican military nabbed 
3,300 pounds of cocaine worth $72 million 
from a Hawker 800. In 2021, Brazilian fed-
eral police in Fortaleza busted a Turkish- 
registered Gulfstream IV carrying 1.3 tons 
of cocaine. 

Also last year, Louisiana police found 
$750,000 worth of marijuana aboard a 
Learjet 55 when it stopped to refuel in 
Hammond. A Bombardier Challenger 600 

was seized at Gary (Indiana) International 
Airport in November after it was linked 
to the transport of 220 pounds of cocaine 
from Mexico.

The problem of celebrities and others 
hauling drugs onto charter aircraft has 
become so pervasive that some operators 
and booking services post a policy state-
ment on the topic on their websites. Broker 
Mercury Jets warns operators of the risk 
of aircraft confiscation and to be vigilant 
when it comes to customers who pay cash. 

“Operators should also carefully screen 
their customers and passengers, check lug-
gage for weapons, and be aware of unusual 
flight requests.”

 On October 6, President Biden said, 
“Too many lives have been upended 
because of our failed approach to mari-
juana. It’s time that we right these wrongs.”

Perhaps, but in the air the law is still 
di!erent. z

https://smartskynetworks.com/ssn-overview/?utm_campaign=AIN%20Nov%20Newsletter%20Print&utm_source=print
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2022: a pivotal year for advanced air mobility
BY HANNEKE WEITERING

For the past decade, dozens of start-ups have 
been raising billions to develop a new breed 
of aircraft tapping more sustainable electric 
propulsion and autonomous flight technol-
ogy, with the promise of revolutionizing the 
way people and cargo get around. 

Although it is still very much a nascent 
industry, 2022 has proven to be a pivotal 
year for advanced air mobility (AAM), as 
vehicle manufacturers and regulators 
alike have taken some monumental steps 
toward making that dream a reality. All of 
the progress this year set the stage for a 
busy 2023 in terms of infrastructure, cer-
tification, and technological advancements.

“As you all know, 2022 has been a remark-
able year for this industry. And in a lot of 
ways, it’s a milestone in the evolution of 
advanced air mobility,” NBAA president 
and CEO Ed Bolen said during a panel dis-
cussion at Honeywell’s Air Mobility Summit, 
which was held in September in Washing-
ton, D.C. Bolen pointed to the attention 
the emerging market began to get in the 
mainstream media, the formation of the 
Advanced Air Mobility caucus on Capitol 
Hill in June, then a “tremendous number of 

announcements over the course of the sum-
mer, and a lot of excitement as we’re begin-
ning to look forward to a new year.”

HISTORIC FIRST FLIGHTS
One of the most notable milestones was the 
first-ever flight of a fully electric commuter 
airplane, Eviation’s nine-seat Alice, which 
made its inaugural test flight over the desert 
of Washington state in late September.

But the Alice wasn’t the only electric air-
craft to make a debut flight this year. In June, 
Tier 1 Engineering conducted the first flight 
of its all-electric Robinson R44 helicopter. 

Then in October, the fully electric R44 
completed its first airport-to-airport flight, 
traveling 21 nm from Jacqueline Cochran 
Regional Airport in Thermal, California, to 
Palm Springs International Airport.

Canadian seaplane operator Harbour Air 
also achieved the first point-to-point flight 
of an electrically powered de Havilland 
Beaver prototype aircraft, also known as 
the eBeaver, in August of this year.

Other companies working on electric 
vertical takeoff and landing (eVTOL) air-
craft have made significant progress in their 
flight testing campaigns this year as well. 

Change in aviation is accelerating, from new electric- and hydrogen- 
powered aircraft to efforts to make aviation more sustainable, a 
huge demand for lift—operators are struggling to keep up—and new 
creative ways to meet ongoing and future workforce needs.

In this special report, AIN explores factors that have led to these 
changes over the past year and how they might impact the future. 
While the gradual reduction of the impact of the Covid pandemic has 
played a role, some more fundamental structural changes are afoot 
and setting the stage for the new developments that we’re seeing.

Demographic changes, for one, have led to worker shortages 
in every industry, not just aviation. MRO providers are finding 

innovative ways to address that and attract a more diverse population.
At the same time, massive interest in business aviation travel by 

newly wealthy individuals sparked a shortage of good preowned air-
craft, and that doesn’t seem to be abating. New aircraft orderbooks 
have filled but supply constraints have held back deliveries.

The get-the-word-out on sustainability has started to take root 
and create demand. A big question now is whether new electric, 
hybrid-electric, and hydrogen-powered aircraft will enter service in 
time to take up some of this demand. The jury is still out on that 
score, but watching these developments remains a fascinating activ-
ity (and you can get a front-row seat at AIN’s FutureFlight.aero).

An electric-powered Robinson R44 helicopter made a 21-nm airport-to-airport flight in October.

Bizav’s transformative year
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Certified as Jet A-1 or Jet A, it is safe to use in existing aircraft.

Just days before Eviation’s Alice took to the 
skies for the first time, UK-based startup 
Vertical Aerospace achieved a first tethered 
takeo! with its piloted, four-passenger VX4 
eVTOL aircraft.

In June, Israeli start-up Air also con-
ducted the first tethered hover tests of 
the Air One eVTOL, a foldable, two-seat 
aircraft designed to function as a personal 
vehicle rather than an air taxi. Around the 
same time, Ohio-based Ryse Aero Tech-
nologies began conducting the first piloted 
flight tests of its ultralight, single-seat 
Recon eVTOL aircraft, which is intended 
for use by the agricultural community.

While more electric aircraft are starting 
to get off the ground, plans for hydrogen- 
powered aircraft are moving full speed 
ahead as well. Universal Hydrogen recently 
announced its plans to fly the first hydro-
gen-powered regional airliner by the end of 
this year using a hydrogen-fuel-cell-based 

powertrain in a converted de Havilland Dash 
8-300 turboprop. Its rival ZeroAvia also 
expects to achieve a first flight using a Dorn-
ier 228 testbed before the end of 2022.

Meanwhile, the Dutch student research 
team AeroDelft has begun the flight test 
campaign for its Phoenix hydrogen- 
powered aircraft. AeroDelft’s remotely 
piloted Phoenix prototype made its first 
electric battery-powered flights this year, 

and the team says it will conduct its first 
flight using a hydrogen gas powertrain 
in 2023, with the goal of developing a 
piloted, liquid hydrogen-powered aircraft 
by 2025. The team recently partnered 
with Airbus, another pioneer in hydrogen 
propulsion that’s working to introduce a 
hydrogen-powered airliner by 2035.

MagniX, the company that provides elec-
tric propulsion systems for Eviation’s Alice 

ZeroAvia plans call for a first flight of this hydrogen fuel-cell Dornier 228 by the end of this year.

https://www.bp.com/en/global/air-bp/low-carbon/sustainable-fuel.html
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and the electric R44, also recently announced 
plans to begin producing hydrogen fuel cells 
for future hydrogen- powered aircraft.

As busy as 2022 was, many other first 
flights are anticipated in 2023, including 
the Supernal SA-1, Overair Butterfly, and 
Jaunt Journey eVTOLs, as well as Regent’s 
electric Viceroy seaglider.

While OEMs make headway on the devel-
opment and testing front, the world still 
lacks the necessary infrastructure to support 
eVTOL operations. However, in September 
the FAA laid the groundwork for infrastruc-
ture by issuing guidelines for the design and 
construction of eVTOL vertiports.

The FAA’s Engineering Brief No. 105, 
Vertiport Design, will open the door for 

developers to refine their designs and begin 
breaking ground on eVTOL vertiports in 
the U.S. Volatus Infrastructure CEO Grant 
Fisk told AIN the company plans to open 
the nation’s first eVTOL vertiport at Wit-
tman Regional Airport in Oshkosh, Wis-
consin, and aims to break ground on the 
$500,000 facility in the spring of 2023.

The FAA noted that this vertiport guid-
ance is interim and will likely evolve as the 
eVTOL industry matures and more real-
world flight data becomes available.

So far no eVTOL developers have had 
their aircraft certified by the FAA, but 
several companies are ramping up testing 
next year with plans to achieve type cer-
tification in 2024 with a subsequent entry 

into service by 2025. Earlier this year, the 
FAA shook up the industry by changing the 
certification pathway for eVTOL aircraft. 
Despite the controversy over the new rule, 
eVTOL developers have said the change 
won’t impact their certification timelines.

Rather than classifying winged eVTOLs as 
small airplanes under the FAA’s Part 23 rules, 
the agency decided to treat them as a special 
class of powered-lift aircraft regulated under 
Section 21.17 (b) rules, which traditionally 
applied to very light aircraft such as sailplanes 
and drones. Now the FAA must scramble to 
expedite the development and publication 
of a special federal aviation regulation to 
address associated commercial operations 
and training aspects for 21.17 (b) aircraft. z

MROs tackling labor shortage 
through apprenticeships

BY JERRY SIEBENMARK

As the business aviation industry moves 
into a new year, one trend in the mainte-
nance sector that is unlikely to ease in 2023 
or beyond is the mechanic shortage. That’s 
why some of the country’s biggest, inde-
pendent MROs are addressing the issue 
directly by starting their own paid airframe 
and powerplant (A&P) apprenticeships.

The positives of such programs for 
MROs are security in knowing that they 
have a pipeline from which to draw and 
engender employee loyalty. It’s also an 
e!ective recruitment tool. 

For apprentices, it’s an opportunity to 
make a living wage while learning a tech-
nical trade that would otherwise cost them 
tens of thousands of dollars. According to 
Southern Utah University (SUU), aviation 
maintenance technician (AMT) schools 
can cost anywhere from $8,000 to $30,000 
for an associate degree and $20,000 to 

$80,000 for a bachelor’s program. And 
the cost to train at a non-university AMT 
school can range from $20,000 to $50,000, 
according to SUU.

But for MROs developing such pro-
grams, it hasn’t been easy. There’s a learn-
ing curve and commitment associated with 
taking on an apprenticeship program, not 

At right, Darwin Godemann, team leader of Duncan Aviation’s technical education center, works 
with two apprentices at the company’s Lincoln, Nebraska facility.
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only from the C-suite but at the employee- 
and apprentice-level as well.

Yet with the shortage of A&Ps unlikely 
to ease for years, MROs that have taken 
on apprenticeship programs said 
the effort and cost are more than 
justified. “You have to invest in 
people. They don’t just material-
ize,” West Star Aviation’s v-p of 
human resources Katie Johnson told 
AIN. “There’s definitely a cost to train, but 
there’s definitely a cost to not train.”

‘TRIAL AND ERROR’
At Duncan Aviation in Lincoln, Nebraska, 
the MRO provider launched its apprentice-
ship program in 2019. Darwin Godemann, 
team leader of Duncan’s technical educa-
tion center, told AIN that the first cohort 
included six people, and showed the com-
pany that there was more to standing up 
an apprentice program than just having 

a curriculum and class outline. What 
Duncan learned was it needed to screen 
apprentices carefully, just as it would a 
job candidate.

“We got people who we found out it was 
kind of more exploratory for them,” said 
Godemann, who’s been with the program 
since its inception. “And they’d get in and 
say, ‘Oh, this is not what I wanted.’” Of 
those six, two finished the 24-month pro-
gram. “We learned a lot along the way, kind 
of trial and error,” Godemann said.

As a result, the company began a selec-
tion program that was more “deliber-
ate,” he explained, including a 90-day 
probation period. “If they show a strong 

aptitude and interest, then we o!er them 
the opportunity,” Godemann added. Also, 
once formally in the program, apprentices 
and their team leaders sign a document of 

expectations that includes a tiered 
pay-back policy.

That policy, for example, calls for 
the apprentice to pay Duncan a sum 
of money if they leave the program 
and the company within four years. 

The peak of that tiered pay-back amount 
is $10,000 at 18 months, after which the 
amount eventually drops to zero. “If you 
give somebody something for free, if they 
don’t like it, they just walk away from it,” 
Godemann said. “If they’ve got skin in the 
game, then they’re like, ‘I’m really going 
to consider this before I sign up and if I 
step away, I might owe something for it. 
Now it’s evolved to where we have a much 
higher retention rate because we’re more 
deliberate on who we select.”

 You have to invest in people. 
They don’t just materialize. 

http://americanaero.com
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As of now, there are 70 apprentices 
enrolled through Duncan’s program that is 
Department of Labor-approved at its major 
facilities in Lincoln; Battle Creek, Mich-
igan; and Provo, Utah. Some of the class 
content for apprentices at Battle Creek 
and Provo is provided through Microsoft 
Teams sessions, both live and recorded. 
Apprentices at those locations also have an 
instructor to lead them through hands-on 
training in addition to their mentors. More 
recently, Duncan has added training coor-
dinators at Battle Creek and Provo to han-
dle the administration of the program.

Duncan also is building out its tools 
at those two sites to enable a designated 
mechanic examiner (DME) to test stu-
dents for their A&P certificates. “We’re not 
a 147 program, but the FAA has to come in 
and inspect the facility to make sure they 
have the minimum tools for the DME,” 
Godemann said.

An unanticipated perk of the program 
has been Duncan employees from other 
departments taking advantage of some of 
the apprenticeship classes. “For me, it’s 
kind of unexpected a little bit because even 
though we have the apprentice program 
and we’re targeting apprentices, we also 
have the curriculum and some of the train-
ing in place that will benefit other parts of 
the company,” Godemann said. “That’s 
been a benefit.”

‘A DYNAMIC THING’
At West Star Aviation, Johnson explained 
that with substantial growth in business 
demand in previous years, the East Alton, 
Illinois-based MRO focused largely on hir-
ing experienced sta!, including technicians. 
But around 2018, the company realized that 
the upcoming labor shortage “was really 
going to impact our future needs,” she said. 
That meant West Star—which also operates 
MRO facilities in Grand Junction, Colorado; 
Chattanooga, Tennessee; and Perryville, 
Missouri—had to become more structured 

and prepared for what lay ahead. First, it 
increased its partnerships with local work-
force development teams and local school 
districts to increase its A&P talent pipeline.

And that led to the creation of its appren-
ticeship program in 2019 when it received 
approval from the state of Illinois. Those 
e!orts allowed the company to attract stu-
dents in high school and lower-income peo-
ple to the three-year-long program.

Those apprentices are paid and receive 
benefits during their on-the-job training. 

“Our apprenticeship program also supports 
transitioning military members,” Johnson 
said. “They have great experience but they 
don’t have a license.” 

The third component of its program is 
to provide part-time work for students 
attending a college A&P program. “It really 
helps them get that on-the-job learning 
while they’re in school getting that book 
theory,” she added. In all three scenarios, 
apprentices work alongside senior techni-
cians and the training they receive is guided 
by the FAA’s hours and task requirements 
to test for their A&P certificate. At that 
point, and once the local Flight Standards 
District Office has verified and approved 
their training, West Star will pay the cost 
to send apprentices to Bakers School of 

Aeronautics—travel, lodging, wages—to 
attend a two-week test preparation course.

There are 50 apprentices in the pro-
gram, and to date this year, eight have 
completed their training and received their 
A&P certificates. Since the inception of the 
program, about 25 apprentices have suc-
cessfully completed their training and cer-
tification, Johnson added.

Johnson said there are many things the 
company has learned since launching the 
program. It requires senior technicians or 
leads to know they can provide apprentices 
with hands-on training. It also requires 
collaboration not just between the appren-
tice and the lead, but also with their man-
ager, the training department, and human 
resources. One of the more recent initia-
tives at West Star is to meet monthly with 
the apprentices to discuss where they are 
in their training, what documentation they 
have or need, and where they are struggling. 

“What that does is allow us to know where 
we need to apply more resources,” she said.

Most importantly, Johnson added, a com-
pany needs to understand that an appren-
tice program is a dynamic thing. “This is 
not a program you just design and check 
the box,” she said. “You really have to nur-
ture it and spend time checking in with your 
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Bizav OEMs set to finish 2022 on a high note
BY CURT EPSTE IN

Following the continued post-pandemic 
rise in private aviation, the business avi-
ation industry is looking to close out the 
year on a high note, according to market 
analyst Rolland Vincent. Speaking last 
month at the National Air Transportation 
Association Aviation Business Conference, 
he told the audience, “I think this is going 
to be a very busy Q4, and maybe busier 
even than last year.”

The last quarter of the year is typically 
the largest in terms of deliveries. As an 
example, Embraer has been known to 
announce more than half of its annual 
deliveries in the fourth quarter alone. 
However, Vincent noted that other fac-
tors will be in play this year to provide a 
boost. “We’re going to see the end of 100 
percent bonus depreciation this year in A big boost in aircraft deliveries was expected during the fourth quarter.

apprentices to make sure they’re having a 
good experience and that the leads who are 
providing them training are able to do both. 
And then if there are any issues that aren’t 
working, you have to be able to say, ‘okay, 
let’s redirect resources,’ so that way the pro-
gram continues to be successful.”

‘DELICATE BALANCE’
Constant Aviation has had apprenticeships 
for a long time, v-p of quality, safety, and 
training Kent Stau!er told AIN, but they 
were “kind of informal” and the need 
wasn’t the same when the company started 
them. As a member of the board of the 
Aviation Technician Education Council 
(ATEC), Stau!er said he was aware of the 
pending labor shortage in part from an ear-
lier study by ATEC.

At the beginning of the pandemic, Con-
stant saw the need to start ramping up. “And 
when we looked at our apprentice programs, 
we knew we were going to have to do better 
than what we had done in the past because 

there were a lot of pieces missing,” he said, 
from basic equipment such as toolboxes to 
a complete curriculum. So, then the com-
pany began a process of formalizing its paid 
apprenticeship program, “adding a whole lot 
of training” and resources such as tools and 
tablets, which took e!ect this past January.

Constant also created specific pathways 
for military members and second-career 
individuals transitioning to work as main-
tenance technicians. “Really the need 
was looking at this looming shortage on 
the horizon and saying, ‘okay, everybody 
and their brother is going to be doing the 
same thing,’” Stau!er explained. “How do 
we take this to another level that ensures 
we get quality candidates when the whole 
world is going to be competing for them?”

The challenge that Constant and the 
industry faces with apprenticeship programs 
is experience. “At some point, you can’t 
have all apprentices in the hangar,” he said. 

“We’re losing all of our experience, which is 
why we’re in this thing, but you can’t fill all 

those slots because then you have a whole 
hangar full of people who don’t have experi-
ence. It’s a really delicate balance.”

Constant’s goal has been to have 20 to 25 
apprentices a year at its Cleveland, Ohio and 
Orlando, Florida facilities. “But even that is 
a little too high a number for some of the 
areas in which these technicians will work,” 
Stau!er added. “You’ve got to make sure you 
have a balance [in levels of] experience.”

Regardless of the shortage, Stau!er said 
he sees Constant continuing its apprentice-
ship program because it serves as an ave-
nue to attract a segment of the population 
it might not otherwise have access to.

“It is one way that we can get some diver-
sity, some economically disadvantaged folks 
that don’t feel as though they had a path 
otherwise, because we’re bringing you in at a 
very high, competitive wage without experi-
ence [and] pay you while we’re sending you 
to school,” he said. “So even if there weren’t 
a technician shortage, the reason we’ve done 
it is to get some of that diversity.” z
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the U.S., which is by far the largest market 
for aircraft.” As a result, he sees custom-
ers eager to receive their aircraft by year-
end. As well, he added, the results of the 
U.S. midterm elections could inject some 
uncertainty in terms of future policies.

While the OEMs have seen their book-
to-bill ratios climb to 2:1, meaning they are 
receiving two aircraft orders for every one 
they deliver, Vincent expects strong fourth 
deliveries will lower that number. “We’re 
going to see that book-to-bill drop to about 
one by the end of the year,” he said. “Don’t 
be disturbed if you see it drop, we’ve been 
expecting it for a while.”

Though business jet makers sit on a 
backlog that increased by 20 percent over 
the past six months to $50 billion, Vincent 
expects the volume of incoming orders will 
not be sustainable, as all indications point 
towards a looming recession. As well, he 
believes the current wait will also temper 
the enthusiasm of some customers. With 
those backlogs extending out 30 months 
for some models and no need for OEMs to 
o!er decreases in pricing, Vincent expects 
some customers will decide to delay orders 
until backlogs and prices drop.

Inflation will also play a role in aircraft 
orders. “Consumer price index in the 
United States is 8.2 percent right now,” said 
Vincent. “We haven’t seen numbers like 
that since the early 1970s.” He explained 
how inflation combined with lingering 
supply chain bottlenecks wrought largely 
by Covid present a double problem for the 
industry. “If inflation is 8 percent in the 
United States right now, it may be 15 per-
cent in our very specific supply chain, so 
yes we are going to see stronger pricing, 
and that in itself is going to temper a little 
bit of the demand.”

In addition, the Federal Reserve’s recent 
three-quarter of a percent hike in interest 
rates—with the specter of more on the 
horizon—may also provide some head-
winds on the order climate.

While forecasting market trends is never 
a simple exercise, Vincent noted tradi-
tional economic indicators can no longer 
be relied upon. While there was a Covid-in-
duced recession in 2020, the market came 
roaring back to the point that the industry 
did not even notice that there were two 
consecutive quarters of negative economic 
growth this year, which is traditionally one 
of the harbingers of recession. “Technically 
it was not considered a recession because 
the labor markets didn’t soften, we didn’t 

see an unemployment spike,” said Vincent.
For this year, Vincent expects new jet 

deliveries to exceed 2021’s totals by 5 per-
cent, and by another 8 percent in 2023. 
He believes next year will exceed 2019’s 
delivery total of 809 aircraft. Over the next 
decade, the 10-year forecast is for approxi-
mately 8,225 new jet deliveries with a value 
of $260 billion.

In the torrid preowned market, the 
number of aircraft for sale remains at his-
torically low levels, according to Vincent, 

“We’ve never seen this and we’ve been 
doing this for over 30 years.” He described 
the conundrum of how there were 3,450 
preowned transactions over the past year 
versus only 950 aircraft listed on market. 

“What’s going on is airplanes are transact-
ing so quickly o! market [that] they aren’t 
even listed; days on market—zero!”

That pace of sales has so outstripped the 
traditional industry databases that they 
have been currently relegated to lagging 

indicators. Yet, Vincent noted perhaps the 
beginning of a trend at the lower end of 
the market with the number of available 
light jets starting to increase. “Think about 
what’s going on there, people normally 
spend their own money on these types 
of aircraft, they’re being cautious, maybe 
they are putting the airplane up for sale,” 
said Vincent. “That’s an early indicator 
of change. I’m not saying there’s any fire 
going on but watch. Stu! like that is hap-
pening at the lower end of the market.”

Vincent, who is the founder and direc-
tor of the JetNet iQ quarterly survey, also 
shared some of the findings from the lat-
est survey. For the past 12 years, the com-
pany has communicated with thousands 
of business aircraft owners and operators 
to take the pulse of the market, and in this 
latest installment, the mood among them 
is optimistic. “Nearly 63 percent believe we 
are past the low point in the current busi-
ness cycle,” said Vincent. And while there 
has been much discussion over the “stick-
iness” of the new customers entering the 
private aviation market, the survey results 
showed an overwhelming 77 percent of 
respondents believe demand from those 
new users will either increase or remain 
the same over the next five years.

When asked what is holding them back 
from purchasing another aircraft, nearly 18 
percent indicated they don’t need another 
aircraft, followed closely by those who 
believe the purchase prices are too high. 
While past business cycles would see an 
airplane replaced after as little as five years, 
operators are now holding on to their jets 
for double that span these days.

Also being felt are sta"ng demands with 
73 percent of North American operators sig-
naling they have experienced some di"culty 
recruiting pilots with the desired creden-
tials over the past year. “I think it’s because 
the airlines have recovered more quickly 
here than anywhere, and they’ve been draw-
ing talent out of us,” Vincent stated. z
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Sustainability: a tide turning in demand
BY KERRY LYNCH

The past  year  has  marked a  f lurry   
advances across the sustainable, front 
from the Eviation Alice electric commuter 
first flight to the successful test of 100 per-
cent sustainable aviation fuel (SAF) on the 
GE Honda Aero Engines HF120 and Bom-
bardier’s landmark multi-year book-and-
claim agreement with Signature Aviation, 
to name a few.

However, industry advocates agree that 
perhaps the most significant advance in 
the past year has been a shift in the out-
look of the business aviation community 
itself on sustainability.

“We’ve created the demand,” said 
Tim Obitts, the former president of the 
National Air Transportation Association 
(NATA) who this year joined sustainable 
fuel pioneer Alder Fuels as chief legal o!-
cer. “Now we need the supply.”

Getting to that has been a long edu-
cation process that began more than 
a decade ago with a business aviation 
industry pledge in 2009 to reduce carbon 
emissions by 50 percent by 2050, improve 
efficiency by 2 percent per year through 
2020, and achieve carbon-neutral growth 
after that. The initiative was so successful 
that industry leaders in late 2021 came out 
with a new sustainability pledge: net-zero 
CO2 emissions by 2050.

Along with traditional means such as 
air traffic efficiencies and aircraft refine-
ments, industry leaders cited as keys to 
getting to net zero the use of SAF, book-
and-claim (under which operators pur-
chase SAF at a di"erent location for use by 
other operators but get credit for it), and 
development of new technologies such 
as electric, hybrid-electric, and hydro-
gen-powered aircraft.

For industry organizations, FBOs, SAF 
developers, distributors, and manufactur-
ers, sustainability has been at the forefront. 

“Sustainability is the absolute priority for 

all GAMA [General Aviation Manufactur-
ers Association] members and all manufac-
turers,” said Kyle Martin, v-p of European 
a"airs for GAMA. “It’s massive—the focus 
on and investment in research and devel-
opment across all sectors, whether it is 
hydrogen, electric, sustainable fuels, or 
making traditional or conventional aircraft 
more e!cient.”

But even as the 2021 pledge was made, 
there was still a great deal of education 
necessary and skepticism. Exemplify-
ing this skepticism was a JetNet IQ sur-
vey released during the NATA Aviation 
Business Conference in November 2021 
finding that when asked whether they 
would seriously consider flying with SAF 
in the next 24 months, just 10.4 percent 
of the respondents in North America 
said they would “strongly agree” while 
another 20.4 percent said they “somewhat 
agree.” Moreover, 25.4 percent in North 
America said they would “strongly dis-
agree.” Responses from Europe were only 
slightly better.

However, that tide appears to be turning 
as numerous events have coalesced over 
the past year that have raised awareness 
and visibility of the need for advancements 
in sustainability.

To begin with, there has been a growing 
recognition that sustainability is impera-
tive. “In spite of the pandemic and all the 
challenges our companies face during the 
pandemic with workforce supply chain, 
and everything else, what they have not 
cut back on is their investment in inno-
vative [sustainable] technologies because 
they know it’s the lifeblood of their future,” 
Martin said. “If we don’t decarbonize our 
industry, we’re not going to have a future.”

NBAA director of environmental and 
technical operations Stewart D’Leon added 
corporate flight department parent organi-
zations are seeing a need to decarbonize 
as the investment community weighs in. 

“For the parent organizations, I’ve heard it 
over and over again, investors don’t want 
to invest in something now if there’s not 
an environmental sustainability tag to 

Demand for SAF is growing as more operators realize the benefits of sustainability.
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it. It’s just because it’s too much of a risk 
right now.”

Aviation organizations have further 
played a role not only through outreach 
and educational sessions at various events 
but through certification or standards pro-
grams such as the ones NATA and NBAA 
have established.

NBAA launched its Sustainable Flight 
Department Accreditation program this 
year and D’Leon said the response has been 
beyond what they had expected not only 
in interest but in the level of participation. 
How NBAA intended the program to play 
out “is exactly what we’re seeing,” he said.

“I really feel like we’re seeing all these 
various organizations slowly come 
into formation. They’re aligning 
themselves with others in the indus-
try. They’re aligning themselves 
with their parent organizations. 
They’re realizing what their parent 
organizations already had in place 
that they could take advantage of,” 
he said. “We’re seeing real work 
actually start.”

Organizations are looking at their plans 
and adding sustainable efforts into their 
budgets. They are not looking to just pick up 
SAF here and there, but looking at how much 
they can uplift and where they can get it.

“I’m optimistic that we’re getting past 
the basic terminology and understand-
ing, and we’re starting to move into, okay, 
how do I actually help my organization 
get there?”

In addition, technological breakthroughs 
and advancements have made a sustain-
able future more tangible for people.

“We’ve known for a long time that there 
were different developments from the 
pipeline. I think what’s maybe more sur-
prising is the appeal, the interest, the 
demand that there is out there in the mar-
ket,” Martin said. “Beyond your core lead-
ership, this extends to people who fly these 
aircraft and want to buy these aircraft.”

He pointed to the Pipistrel electric Velis 
trainer, the first of its kind to reach the mar-
ket. “It’s being used as a counterargument 
to some of the attacks that are being used. 
They’re operating these all-electric aircraft 
in flying schools, for example in France, 
Switzerland, Germany, and other places to 
demonstrate that zero-emissions aviation is 
possible, it’s here, it’s not a dream.”

Now, he said, the next hurdle is to actu-
ally meet that demand. “The challenge is 
not technological or market demand. The 
challenge is simply supply,” he said. “We 
have certainly many FBOs in Europe and 
in the U.S. that now are o!ering SAF, but 
the demand cannot be met.

“I know several member companies 
are trying to get supplies of SAF for their 
testing and there’s like a waiting list to 
get supplies.”

Obitts agreed and said that demand is 
making an impact. More than 100 compa-
nies have now jumped into the fray to pro-
duce SAF, he said. “So, we’ve done a great 
job showing the demand. That’s a huge 
achievement and something that the busi-
ness aviation associations have collectively 
worked on. And these companies are not 
forgetting about us. It’s not all commer-
cial aviation.”

However, SAF supply still faces numer-
ous hurdles. The source of the supply is 
key among them because fats and greases 
have such a significant role. However, 
the prices of such sources have dou-
bled in the past four years, making them 
expensive, and even if the industry taps 

into the entire supply in North America, 
“the most you are going to get is maybe 
400-500 million gallons of [SAF] a year. 
That’s tough when commercial aviation 
and business aviation need 36 billion.”

Other sources are being researched but 
each have their own upsides and down-
sides, he said.

While availability is still limited, distribu-
tion is increasing with companies such as 
AvFuel in the past year signing long-term 
agreements to expand access. Numerous 
FBO chains are now getting some supplies of 
SAF: Signature Flight Support, for instance, 
recently announced that all of its FBOs in 
California are going to carry it.

This is expected to continue to 
expand into the new year, thanks in 
part to blenders tax credits included 
in the Inflation Reduction Act of 
2022 that are designed to incentiv-
ize production.

Also, to expand is the blend of 
SAF. Most aircraft are now approved 
to carry a 50/50 blend of SAF and 
jet-A. But testing continues for 100 

percent or “neat” SAF. GE Honda Aero 
engines recently tested this capability in 
the HF120 powering the HondaJet. Several 
more such tests are anticipated in early 
2023 across the engine manufacturers.

But industry leaders will remind that 
while SAF is critical to the early successes 
of the business aviation sustainability goals, 
it is not a silver bullet. Work is continuing 
on a number of fronts, as the industry takes 
a holistic approach. From the Textron Avi-
ation-ZeroAvia partnership announced in 
September on Caravan hydrogen conver-
sions to the CAE-Piper Aircraft partnership 
on a STC modification to make the Piper 
Archer electrically powered.

And then there are the more “traditional” 
means, such as the work the associations 
have engaged in with the FAA on more 
direct approaches and descents into air-
ports that are far more fuel e"cient. 

 We have certainly many FBOs 
in Europe and in the U.S. that 
now are o!ering SAF, but the 

demand cannot be met. 
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Charter market seeing seismic shift
BY JAMES W YNBR ANDT

Consolidation, Covid, unprecedented 
demand, stock exchange listings—the char-
ter industry has been on a wild ride of late, 
bringing both opportunities and challenges.

DEMAND UP AND EXPECTED 
TO REMAIN HIGH

The U.S. has dominated the global air char-
ter market, and activity stateside is up 
about 55 percent over pandemic-stunted 
2020, according to Colorado-based 
Argus International.

Both Argus and Hamburg-based WingX 
have reported some cooling of demand in 
the U.S., and a greater fall-off in Europe, 
though demand overall is expected to 
remain 15 percent to 20 percent above 
pre-pandemic levels.

It’s driven, operators say, by an influx of 
new-to-business aviation customers, many 
of them younger and willing to spend more 
than traditional charterers—something 
customers across the board must do today.

These new customers and the gen-
eral pandemic push away from commer-
cial carriers spurred dramatic change in 
the market.

A BIG TURNAROUND
For a decade following the Great Reces-
sion, an oversupply of lift ceded command 
of the market to charter brokers, who 
shopped by price, putting constant down-
ward pressure on charter rates. Jet cards 
were offered in tiered programs, giving 
customers a choice of service levels, or 
access to a specific, in-demand model. 
Some program memberships included free 
or highly discounted flights.

In 2019, JetSmarter (then in the process 
of being acquired by Vista Group) paid 
$3 million to settle claims over deceptive 
sales practices after it summarily ended 
such perks. At the time, a one-way fare on 
a super-midsize jet between New York and 

Miami cost about $20,000, according to 
Avinode, and a growing chorus of operators 
pronounced those rates unsustainable, as 
they didn’t provide owners enough o!setting 
revenue to justify chartering out their aircraft.

It only became worse from there. In 
June 2020, the market had cratered from 
Covid. That New York–Miami flight cost 
had halved, to about $10,000. Operators 
were challenged to put enough hours on 
their jets to comply with manufacturers’ 
warranty requirements and keep flight 
crews current.

But demand recovered as the year 
unfolded, and by the start of 2021, rates 
were at pre-pandemic levels; the average 
hourly charter rate for a midsize jet was 
$6,900, according to Argus.

By July 2022, 18 months later, that 
midsize jet cost $9,300 per hour, a 35 
percent increase, and the price has contin-
ued upward.

Private Jet Card Comparisons (PJCC) uses 
a basket of typical flights to calculate an aver-
age fare for comparative purposes, and the 
second and third quarters of this year saw 
a typical lowest-available on-demand fare 

jump 18 percent, from $24,367 to $29,794.
Additionally, operators have been mov-

ing toward dynamic pricing, which can 
spike peak demand prices by 50 percent, 
according to PJCC data. Jet card prices 
also increased 4 percent in the last quarter, 
the access consultancy said.

But demand still has exceeded the sys-
tem’s capacity. Some jet card and frac-
tional ownership providers suspended 
sales to meet increased lift needs from 
current customers, though a number have 
begun reopening membership rolls in 
recent months.

Even with the suspension, charter cus-
tomers have found that service has been 
affected negatively, exacerbated by the 
absence of any slack in scheduling or supply.

“There are delays every day,” said Craig 
Ross, founder and president of Aviation-
Portfolio, a consultancy that serves as an 
advocate for jet card and high-time charter 
clients, as well as fractional and whole air-
craft owners.

Given the current constraints, he 
tells dissatisfied consumers, “It’s pos-
sible there’s a better solution, a more 



Aviation International News \  December 2022  \  a inon l ine .com

Special Report

34

appropriate solution, or maybe 
a supplemental solution, but in 
this environment, there are no 
great options.”

IMPACTS OF CONSOLIDATION
Before Covid became the defin-
ing storyline, consolidation 
among access providers was 
reordering the industry in the 
late teens, as operators and 
management companies sought 
scale that would provide oper-
ational flexibility and savings, 
along with the infrastructure to 
support growth.

Since 2017, there have been 92 
private aviation operating com-
pany transactions, according to 
Directional Aviation principal 
Kenn Ricci, who said there has 
been an influx of capital into 
the sector.

The consolidation trend only 
seems to have accelerated,  led 
by what can be called the Big 
Three access providers: Direc-
tional Aviation, Vista Group, 
and Wheels Up, and distin-
guished by their shared individual goals 
of providing global, full-service private 
aviation access, and the means to finance 
their ambitions.

Over the last decade, Ohio-based Direc-
tional Aviation’s OneSky Flight portfolio 
has grown through acquisitions including 
the Flexjet fractional ownership program 
(purchased from Bombardier); jet card 
provider Sentient Jet; digital retail charter 
booking platform PrivateFly; and aircraft 
management firm Sirio, in Italy.

In October Ricci said Flexjet has seen 60 
percent year-over-year growth to date in 
2022 and announced OneSky will go public 
on the New York Stock Exchange through 
a merger with a special purpose acquisition 
company (SPAC).

The o!ering, under the Flexjet name, is 
expected to close in the second quarter, 
and values FXJ, as the company will be 
listed, at about $2.6 billion. Proceeds from 
the stock sale will fund additional pro-
gram expansion.

Operating more than 200 jets, Flexjet 
claims some 10,000 “committed subscrip-
tion contracts,” a 97 percent customer 
retention rate, and combined with income 
from its siblings, a projected 2022 EBITDA 
of some $288 million.

Dubai-based Vista Global Holdings, par-
ent of charter fleet owner/operator VistaJet 
International and the XO charter services 
provider, reported standout third-quarter 
earnings that capped strong year-to-date 
performance. Sales in the U.S. of VistaJet’s 
block charter programs (50 or more flight 

hours per year) for the quarter 
were up 185 percent year-over-
year, with new clients accounting 
for 70 percent of the hours sold.

Vista began its acquisitions 
in 2019 with JetSmarter, which 
had developed a sophisticated 
mobile booking app that now 
underpins XO’s charter broker-
age platform. 

But Vista had already demon-
strated its aggressive approach 
by ordering in 2011 ten Bombar-
dier Global 7500s (Global 8000s 
at the time), a decade before the 
ultra-long-range jets entered 
service. The jets have proved 
extremely popular with custom-
ers since joining the fleet in 2021, 
Malta- based VistaJet said.

T h i s  y e a r  V i s t a  G r o u p 
acquired U.S. large cabin fleet 
operator Jet Edge, bringing its 
fleet to more than 350 aircraft, 
and Air Hamburg, a major Euro-
pean charter operator.

The group this year also com-
pleted putting the entire fleet in 
Vista’s silver and red-accented 

livery, while adding super-mid jets to the 
previously all-large and ultra-long range 
fleet, with the integration of XO’s Chal-
lenger 300/350s and Citation Xs. VistaJet 
also introduced this year a hybrid program 
and a VJ-25 jet card, both o!ering regional 
service in the Eastern U.S., Western Europe, 
and parts of Middle East and Africa.

Meanwhile, consolidation transformed 
Wheels Up into the world’s largest charter 
operator, according to Argus, with more 
than twice the flight hours (82,000-plus) 
of second-place Executive Jet Management. 
Launched in 2013 as a fleet access member-
ship program utilizing King Air 350i twin 
turboprops, Wheels Up’s subsequent char-
ter operator acquisitions included light jet 
fleet owner Travel Management Company, 
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and Delta Private Jets via merger in 2019; 
Gama Aviation in 2020; Mountain Aviation 
in 2021; and this year, Alante Air, along with 
UK-based global charter broker Air Partner.

Chairman and CEO Kenny Dichter took 
Wheels Up public on the New York Stock 
Exchange (UP) in July 2021 via a SPAC, 
making it the first publicly traded private 
business aviation operator. At the midpoint 
this year, year-over-year second-quarter 
revenue increased 49 percent, member-
ships grew 20 percent, and prepaid block 
sales surged 187 percent.

But costs of expansion and supply con-
straints, including pilot shortages, led to 
a 320 percent increase in net loss for the 
quarter. The stock has lost about 90 per-
cent of its value since going public but 
Wheels Up’s financial projections show 
positive adjusted EBITDA in 2024. 

In October Wheels Up closed on a $259 
million loan, backed by its primary fleet of 
134 aircraft, that will be used in part for a 
new operations center in Atlanta, Dich-
ter said.

Other providers grew simultaneously, 
organically and through acquisitions. Jet 
card program operator Jet Linx surpassed 
100 jets in its fleet and it added a score of 
branded terminals across the U.S.

Charter/management firm Solairus Avi-
ation, headquartered in California, now 
has more than 280 jets in its midsize-
and-larger turbine fleet, and in October 
launched a light jet and turboprop manage-
ment program.

North Carolina-based FlyExclusive, 
meanwhile, morphed from a major whole-
sale fleet owner/operator to a much larger 
wholesale and retail charter operator, and 
this year ordered 44 new Citation Jets (30 
CJ3+ lights jets; and 14 midsize Citation 
XLS Gen2 and super-midsize Longitudes); 
launched a fractional ownership program; 
announced it will go public through a 
SPAC; and opened a new maintenance 
facility to support its vertical integration. 
The public offering puts FlyExclusive’s 
pre-transaction equity value at $600 

million and is expected to provide up to 
$300 million to fund growth.

Owner, chairman, and CEO Jim Segrave, 
who has no investment partners, founded 
FlyExclusive in 2015, five years after he 
sold Segrave Aviation, where he pioneered 
the floating charter fleet model, to Delta 
Private Jets.

FlyExclusive’s foundational midsize 
fleet was built through the purchase and 
refurbishment of preowned aircraft, and 
a nascent plan to create a retail charter 
arm was accelerated when Covid col-
lapsed wholesale demand. Before placing 
orders for new jets this year, Segrave had 
remarked how di!cult it was becoming to 
find economically suitable fleet aircraft on 
the preowned market.

Notwithstanding the power and allure of 
scalability, numerous small operators and 
brokers report doing brisk business, with 
charter customers and aircraft owners 

often migrating from larger providers 
where they feel service has declined. Exec-
utive Fliteways, whose former dispatcher 
bought the company when it was about to 
be sold to a large operator at the height of 
the pandemic, is just one example.

LOOKING FORWARD
Directional’s Ricci sees consolidation 
enabling charter operators to better com-
pete with airlines, not only for customers 
but for talent as the pilot supply chain con-
tinues to tighten. At the same time, how-
ever, he told Corporate Jet Investor Miami 
attendees this will put pressure on smaller 
operators vying for the same resources, as 
well as on corporate flight departments.

The amount of private aircraft available 
for nonscheduled commercial operations 
has increased by about 25 percent since 
2016, but the amount of operators has 
begun to decline. z
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Market overview: 2022 sees skyrocketing 
bizjet and t-prop prices, low availability

BY KE V IN O’LE ARY

Dramatic changes have occurred in the 
private jet and turboprop market since the 
beginning of Covid-19. The market’s first 
reaction in the spring and summer of 2020 
was to freeze. Some buyers walked away 
from their deposits fearing the economy 
would collapse. With few transactions, it 
was di!cult to know the true e"ect of the 
global pandemic on business aviation.

As the global pandemic took hold over 
the next several months, aircraft transac-
tions remained slow as travel became di!-
cult due to travel restrictions by state and 
local governments. Overall, non-essential 
private jet flights were severely reduced.

After a year and with the introduction 
of multiple Covid vaccines, private jet 
travel began to return. Despite the exis-
tence of the vaccine, traveling with many 
other unknown passengers on an airliner 
was a cause for concern. This concern 
led many individuals and corporations to 

turn to private jet travel for essential trips.
Private jet travel was considered a safer 

alternative because it limited exposure. 
Operators made the cleaning of the aircraft 
and consistent testing of the crews a top 
priority. This gave private jet travel a boost 
in demand like never before, and, with that, 
came the demand to purchase private jets 
and turboprops.

Demand for private jets and turboprops 
went into overdrive. Over a 13-month 
period from February 2021 until March 
2022, the inventory of private jets and tur-
boprops jets for sale steadily declined. It is 
interesting to note that transactions were 
relatively steady, with the exception of the 
usual spike at the end of the year. The crit-
ical di"erence was that existing owners of 
aircraft were not replenishing the aircraft 
sold with inventory available for sale.

In a normal market, about 10 percent 
of aircraft in operation around the world 

are for sale, but by February 2021, that per-
centage was already reduced to 7.51 percent. 
By the end of March 2022, the percentage 
of aircraft in operation had fallen by 60 
percent, leading to a low of 3.06 percent of 
the aircraft in operation that were for sale.

The total number of available aircraft for 
sale was just over 2,600 in February 2021. By 
March 2022, that number had fallen to just 
1,134. Aircraft sold over that period aver-
aged 353 per month. But since March 2022, 
the number of aircraft for sale had steadily 
increased from the low to 1,376 or 4 percent 
of the aircraft in operation in September.

The market for private jets and turbo-
props has behaved di"erently as the reduc-
tion in available turboprops was more 
gradual and lasted until June 2022, when 
private jet inventory had already begun to 
climb higher. Another major di"erence is 
the spike in transactions in December 2021 
was not as dramatic for turboprops.

M
AR

K 
W

AG
NE

R

Special Report



a inon l ine .com \  December 2022  \  Aviation International News 37

EFFECTS OF THE PANDEMIC RUSH 
ON AIRCRAFT PRICING

A fundamental principle of the law of sup-
ply and demand is that there is an inverse 
relationship between pricing and supply 
when demand remains steady. In the pre-
owned market, supply fell by 60 percent 
while demand remained steady at more 
than 350 transactions per month (with an 
end-of-year rush in December 2021). This 
inverse relationship shows that as supply 
decreases, prices increase.

Clearly, aircraft manufacturers and their 
stakeholders would have enjoyed filling all 
of the demand for preowned aircraft with 
as many new aircraft as they could produce. 
Unfortunately, that is not how it works in 

aviation. Aircraft are complex machines 
that require precisely manufactured parts 
to build. Changing the build rate of an air-
craft takes months or even a year or more 
of forecasting demand, as well as ordering 
the right amount of the right parts. The 
global supply change issues that all indus-
tries faced were compounded by the incon-
sistent availability of workers due to Covid, 
and it’s understandable that manufacturers 
were not able to increase production to 
meet the demand. The major benefit manu-
facturers received was a very healthy back-
log that will likely take them several years 
to work through.

With steady demand and a steep decline 
in availability, the prices for aircraft rose 
dramatically starting in the summer of 

2021. Typically, aircraft lose 5 percent to 7 
percent per year in value due to aging and 
the introduction of new aircraft with newer 
technology. Instead, the normal deprecia-
tion was replaced with raising prices.

In the first quarter of 2021, with inven-
tory down to 7 percent overall, pricing for 
a 2010 popular turboprop was about $2.6 
million. By the third quarter of 2022, that 
same aircraft would cost over $4.1 million. 
This is about a 57 percent increase in value 
when typically, the market would have 
expected a 9 percent decline in value.

Pricing for a typical 2010-year model of 
a super-midsize jet was $8 million in the 
first quarter of 2021. By the third quarter of 
2022, the price had risen by 63 percent to 
$13.1 million. While these are examples, the 
entire market has been affected by these 
increases. When the most popular aircraft in 
a category became unattainable, the aircraft 
in lower demand within the same category 
were subsequently sold. Much like when all 
the chocolate chip cookies are gone from the 
cookie platter, only then are the oatmeal rai-
sin cookies consumed.

Long-range jets followed a di!erent curve 
than many of the other categories but still 
managed a 50 percent overall increase in 
pricing over the review period. Long-range 
aircraft had strong demand in the first quar-
ter of 2021 but su!ered a dip for the next two 
quarters before increasing steeply over the 
subsequent 12 months. This may be because 
long-range jets are typically replacement jets 
and not a new demand, where smaller air-
craft could have a mixture of replacement 
purchases and new-entrant purchases.

Moving forward, however, pricing trends 
could change. Late in the third quarter, the 
U.S. and the world economy were start-
ing to show signs of weakness. The Dow 
Industrial Average had dropped several 
thousand points while interest rates had 
more than doubled. Combined with high 
levels of inflation and the cost of jet fuel, 
supply is likely to increase in the coming 
months. Pricing will likely fall as inventory 
levels increase. z
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MedAire’s Dolny warns of security 
concerns in the wake of Covid

BY KERRY LYNCH

Bill Dolny became CEO of MedAire in 2014, taking on the responsibility for the strategic direction, 
growth, and expansion of the international SOS services provider’s global aviation and luxury yacht 
businesses. He joined MedAire in 2011 as COO and had overseen the growth of the company’s interests 
in the Americas as well as in Brazil and China. He previously has held management roles with CAE in 
Dallas, Texas, and also has served with GE Capital. MedAire provides remote medical, security, and 
operational support to clients in the air, on land, and at sea.

Dolny discussed the evolving security concerns that have arisen as the Covid pandemic eases.

Q .  W h a t  a r e  y o u  s e e i n g  i n  t h e 
Covid environment?

A. It is evolving, especially at this 
moment, which is a unique one where peo-
ple are traveling more and more. They’re 
getting out there and traveling interna-
tionally again, which is great. I’m glad to 
see that come back. It’s been a crazy cou-
ple of years. In this environment, what 
we’re seeing is that there’s still Covid 
and we’re living with Covid. We’re going 
to deal with different countries having 
different elements of that and different 
entry requirements and still testing posi-
tive. We’ve spent a lot of time helping a lot 
of business aviation operators when they 
get in those situations. How do they get 
through that?

But the bigger one right now, actually, is 
our clients are really looking at us for help 
with security preparation. They’re going to 
some of these locations that they used to 
think they knew, but now realize they need 
to reassess everything: “Where do I stay, 
what do I do with the airplane?” The safety 
and security aspect of traveling interna-
tionally is so uncertain right now. That’s 
actually the stu! that we’re spending a lot 
of time with a lot of customers on. It’s that 
kind of preparation.

Q. What’s going on that makes it so 
uncertain right now?

A. What we are watching is the fact that 
when you have the Covid situation, econ-
omies are on the brink in many countries. 
That’s ripe for crime. Americans coming in 
on a business jet are a target. Anybody com-
ing in on a business jet is a target. So how do 
you make sure you do the right precaution, 
know where it’s safe and where it’s not, and 
what to do in an emergency? We’ve seen, 
even in the U.S., times where the safest 
parts of the world become the biggest crisis 
in the world. And you have got to be ready. 
And so, I think everybody’s antenna is up 
right now and they’re concerned. They’re 
realizing if you go to some places they used 
to go to a lot, it’s not the same place.

Q. Is the Ukraine/Russia conflict playing 
a role?

A. We’re seeing a lot of activity right now. 
And, Ukraine is part of that equation, obvi-
ously, but it’s not the only piece. It’s actually 
more the world coming out of this economic 
challenge of Covid. Some parts of Asia are just 
opening. We’re still coming out of that. It’s 
definitely an uncertain time, but that doesn’t 
mean you can’t travel the world safely and 
that’s what we want to make sure people do.

Q. What are your clients most fre-
quently seeking information on when 
they access your MedAire360 web por-
tal [which provides a range of travel 
intelligence, services, and support]? Are 
they looking at security needs, Covid 
research, or other safety or medi-
cal questions?

A. The most common thing people are 
looking for is Covid entry requirements 
and what they need to do to comply. The 
other one is security brief requests in 
Eastern Europe as well as the Middle East.

Q, Are you seeing a difference in your 
clients and how they approach travel 
since Covid?

A. Actually, I think these last few years 
have shown the resilience of the business 
aviation industry. I’ve personally been 
incredibly amazed at how many flight 
departments have adjusted to ensure their 
companies were getting the full benefit of 
the business jet during the crisis. You saw 
that with many flight departments, people 
who had never used to fly in the business 
jets were now flying in them. I hear these 
stories all the time about how “we used to 
not carry the sales guy to this meeting, but 
now we do that.” I think it’s phenomenal 

Safety Talk
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that this crisis has shown the asset of a 
business jet in an operation and what it 
can do for you and how it can help you do 
business more effectively. That’s proba-
bly the biggest thing I’ve seen. The users 
have changed.

Q. Is there a general skittishness of 
travel or are people over it?

A. I think people are trying to [move 
beyond Covid], but it’s very different in 
di!erent parts of the world. We have about 
4,000-plus business jets that are our cli-
ents’. We have them in the U.S., Europe, 
Asia, the Middle East, and Australia. And 
some of these places [have been] still 
locked down.

Q. But the bigger concerns have moved 
past Covid to the economic instability 
and the security issues it has brought?

A. Yes. Our security guys [cover] this 
quite regularly. This has been their mes-
sage for a while because the reality is we 
see it. We work in a lot of segments. Our 
biggest business is business aviation and 
commercial aviation. We also do yacht-
ing and commercial maritime. In all of 
them, one of the things we’ve noticed is 
as soon as people start traveling—and 
they are excited to travel, especially 
internationally—then they realize that 
there are all these new questions they 
have got to ask that they’ve never asked 
before. And that brings stress and that’s 
the last thing a lot of people want on 
these kinds of trips. It’s really what we 
try to [alleviate].

[For example], a client mentioned a 
European location, saying, “We typically 
stay at this hotel. We typically do [a cer-
tain plan].” We talked to them about their 
trip plan and we actually recommended 
they not stay in that hotel. They called us 
after the trip and they said, “you know, we 
passed by the hotel we typically stay at, I 
can’t believe how happy I was that we were 
not there based on what was going on out-
side that hotel.”

That’s just a small example. We talk 
about airspace, humanitarian flights, and 
areas where there’s military drone activ-
ity. Globally we are seeing all these weap-
ons deals, the biggest amount of weapons 
going to civilians. We will be looking back 
on this and talking about aviation safety 
for a long time because we’re not a hun-
dred percent sure what’s going to happen 
in the future with all this.

Q. What do you mean when you say the 
biggest amount of weapons?

A. We’ve monitored the Middle East 
for a long time. Weapons like shoulder- 
mounted activity that are a threat to avia-
tion. We monitor that and we warn against 
that all the time. Those kinds of weapons 
are now being provided and used.

This interview has been edited and con-
densed. z

MedAire customers 
are traveling again 
but are finding 
that places they’ve 
been before have 
changed, sometimes 
not for the better, and 
having knowledge 
ahead of time is 
always helpful.

http://jetnet.com
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Daher Kodiak 900
BY MAT T THURBER

For many years the Kodiak 
100 has carved out a niche in 
the single-engine turboprop 
utility market, starting as 
an airplane dedicated to missionary flying, 
hauling skydivers, float flying, and moving 
people and stu! in and out of rough airstrips. 
With the acquisition of former Kodiak man-
ufacturer Quest Aircraft by Daher in 2019, 
the Kodiak line has grown, resulting in the 
unveiling of the longer, more powerful, and 
faster Kodiak 900 on July 25.

The new version doesn’t replace the 
original Kodiak 100—now in Series III con-
figuration—but o!ers buyers a new option 
in the utility turboprop lineup. Those who 
want to be able to mount large wheels and 
tires for the roughest airstrips or floats will 
want to stick with the 100 model, while 
buyers who want to go faster and carry 

more while retaining the ability to land on 
fairly rough strips might find the model 
900 most attractive. The 900 is priced at 
$3.487 million, and soon after the order 
book opened at the unveiling, Daher sold 
out production of the 900 through the end 
of next year. Although the 900’s certifica-
tion was in hand in July, the first customer 
delivery won’t happen until January.

Quest Aircraft engineers had been work-
ing on the model 900 since 2016 and after 
the Daher acquisition, joined with its engi-
neers to finalize the design and perfor-
mance specifications.

While the Kodiak 100 was designed for 
off-airport and short-field performance, 

it gives up some speed to 
achieve that mission. “We’d 
been thinking, how can we 
make the Kodiak 100 quicker 

without losing all the other things that 
make it so great,” said Mark Brown, Daher 
(Kodiak) chief demo pilot and marketing 
director. “What we ultimately decided was 
we felt like there was room in the market for 
two Kodiaks.” 

The 100 would be the “real hard-core 
bush plane,” capable of handling rough 
strips and being equipped with floats, and 
the 900, which “can land o!-airport but go 
faster and has a little more length. It’s suited 
for fleet operators that want to fill the seats 
and have room in the back for luggage but 
needed the lower operating costs. That’s 
how the Kodiak 900 came to fruition.”

After adding the Kodiak 100 to its lineup 

 ...‘let’s make it a great product,’ and 
that’s exactly what they did. 



a inon l ine .com \  December 2022  \  Aviation International News 41

in 2019, Daher and Kodiak engineers 
refined the design of the 900. “Daher made 
the call that we needed to go back to the 
drawing board and make sure that it was 
up to the level that they were known for 
with the TBM,” Brown said. “What was 
going to be a good product, Daher said, 

‘let’s make it a great product,’ and that’s 
exactly what they did.”

Getting the 900 to market did end up 
taking longer than anticipated, he admit-
ted, “but the product that we got was sub-
stantially better with the Daher help. And 
those guys know speed.” One example was 
the 900’s wheel fairings. “When we first 
put them on we were quite disappointed 
because it didn’t get us near the speed that 
we thought it would,” he recalled. “Some of 
the Daher engineers took a look at the data 
and said, ‘You just need to tweak it a few 
degrees this way or that way,’ and we went 
out and flew, and magically we got five knots 
or something, it was quite substantial.”

Brown praised the collaboration 
between the two engineering teams. “We 
had some brilliant engineers on our side, 
they have some brilliant engineers in 
France. It was kind of one of those ‘one 
plus one equals three [situations]’ where 
[we] got together pretty quickly after the 
acquisition, and this airplane exponentially 
got better through that process.”

Perhaps aided by the Kodiak plant’s iso-
lation in Sandpoint, Idaho, the 900 project 
was a well-kept secret until it was unveiled 
at the EAA AirVenture show last July. “We 
didn’t market this airplane before it was 
certified,” Brown said. “This was kind of 
a ‘skunk works’ project. We didn’t want 
to taint the market with something that 
gets everyone’s hopes up and then not to 
be able to come to fruition or it takes a lot 
longer. By not having a date that we had 
announced, we were able to tweak it and 
make it what it needs to be. Nobody knew 
about it except us internally, and it allowed 
us to make it the product that we’re proud 
to present.”

DIFFERENCES AND SIMILARITIES
It’s easy to see the extra 3.9-foot-long fuse-
lage when comparing the two Kodiak mod-
els, but the wheel pants on the 900 are a 
clear di!erentiator. Looking more closely, 
an observer might notice that the cargo 
belly pod, an option on the 100 series, is 
integrated into the 900’s fuselage, provid-
ing a smooth aerodynamic flow from the 
aft end of the front cowling back to the 
rear fuselage.

The 900’s cargo pod doesn’t have more 
room compared to the 100’s, but it does 
have upgrades that make it more use-
ful. These include a drop-down fourth 

door in the rear bottom to make load-
ing long items like skis easier. To accom-
modate these items, engineers opened a 
passthrough between bays 2 and 3, which is 
next to the new fourth door and eliminates 
the need to try to turn corners with long 
items going through the pod’s side doors.

Tucked into the left wing root is the 
single- point refueling port, which was 
introduced in the 100 Series II, so not new 
for Kodiaks but still a welcome feature.

The extra fuselage length expands cabin 
volume to 309 cu ft (up from the 100’s 248 
cu ft), allowing eight seats to be arranged 
in double-club, front club/aft commuter, 
or all forward-facing. All passenger seats 
feature amenity panels with USB-A and 

-C ports, Lemo airplane-powered headset 
jacks, and cup- and phone holders. Seats 
are easily removable by pilots via quick 
releases, and access to the rear is through 
a large cargo door. Luckily, Kodiak pilots 
don’t have to crawl past the seats to get up 
front; both front/pilot seats are accessible 
through their own doors.

The more powerful engine, integrated 
belly pod, wheel fairings, and improved air-
flow through the engine account for most 
of the 900’s speed increase, which is 210 
ktas at 12,000 feet (without the radar pod), 
compared with 174 ktas in the 100. The new 
Pratt & Whitney Canada PT6A-140A delivers 

With an extra 3.9 feet in fuselage length, the Kodiak 900 can easily accommodate eight seats in 
double club configuration. Seats are easily removable by pilots for carrying cargo.

Single-point refueling is much easier given  
the Kodiak 900’s taller stance compared to the 

shorter Kodiak 100.
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900 shp continuously while the 100’s PT6A-
34 provides 750 shp for takeo! and 700 shp 
continuous. The five-blade composite Hart-
zell propeller on the 900 is quieter, but also 
because it runs at 1,900 rpm while the 100’s 
prop rpm is 2,200. Prop clearance on the 900 
is reduced, however, to 15.4 inches versus 19 
on the 100. Everything in front of the firewall 
is new and that includes a 300-amp starter- 
generator and a larger standby alternator.

Other than the longer fuselage, structur-
ally the two models are similar, sharing the 
same wing, tailcone, and empennage. Fuel 
capacity is nearly the same, at 322 gallons 
in the 900 and 320 in the 100.

Compared to the Kodiak 100, the 900 
clearly sits di!erently, and this is due to a 
redesign of the main landing gear. While 
the 100 sits in a slightly tail-down attitude 
and requires a tail stand in some loading 
situations, the 900 sits flatter and has no 
tail stand. Kodiak engineers moved the 
landing gear carrythroughs from the bot-
tom floor frame down four inches to below 
the floor frame and five inches aft.

“It’s a balance,” said Brown. “The further 
back you put the gear, the more force you 
need for takeo!, the less STOL performance 
you have, so landing gear placement is a bit 
of an art. We put it to where we compro-
mised in not needing a tail stand but still hav-
ing pretty good takeo! performance and not 

a lot of control force needed for rotation.” 
The new wheel fairings are a significant 

contributor to the faster speed, and they 
are certified as secondary structure and 
can support someone standing on them. 
Although the 900 can fly with or without the 
wheel pants, test pilots took o! and landed 
on unimproved grass, dirt, and gravel strips. 

“The only thing that the 900 can’t do that 
the 100 can is land on really muddy and soft 
strips,” Brown said. This is because the 900 
doesn’t o!er the option of switching to the 
larger 29-inch bush tires that can be fitted 
to the 100. “If you have that mission, the 
Kodiak 100 is the airplane for you,” he said.

Air-conditioning is standard on the 900. 
The environmental system was redesigned 
to create a two-zone heating-cooling sys-
tem that uses engine bleed air available 
from the more powerful engine to ensure 
plenty of hot air is delivered through floor-
level manifolds all the way to the rear bag-
gage shelf. “We did a ton of testing,” Brown 
said, “being based in Idaho where it gets 
cold in the winter, and this airplane keeps 
it at 70 degrees to 25,000 feet in the winter.”

Pilots can run the air conditioning to 
stay cool while passengers, shaded by the 
high wing, can keep the heat going at the 
same time.

The Kodiak 100’s two main batteries 
mounted in front of the firewall have been 
replaced in the 900 with a single battery 
installed between the two crew seats. The 
battery has a quick disconnect for easy 
removal in cold conditions.

The TKS ice-protection system remains 
an option on the 900 and its tank and fill-
ing process are redesigned. Now the tank 
contains all the pumps in a modular unit 
that can easily be removed for mainte-
nance, without removing the cargo pod. 
The tank is mounted inside the pod in the 
forward compartment.

The messy process of topping up the 
TKS tank is now simpler, with a remote 
filler attached to the left side of the firewall. 

To fill the tank, the pilot simply plugs one 
end of a special hose into the filler unit and 
the other into the TKS supply bucket or 
drum, then flips a switch, and the tank fills 
automatically and shuts o! when full. “Just 
hook it up and turn it on,” Brown said.

A 10-place oxygen system is standard.

UPDATED ELECTRICAL SYSTEM
With improvements in technology since 
the Kodiak 100 was designed, the electrical 
system for the 900 was updated to include 
automatic load-shedding. “It knows what’s 
least important for you as a pilot to get on 
the ground safely,” he said.

The Kodiak’s Garmin G1000 NXi avi-
onics didn’t change in the 900, but the 
autopilot control panel was moved to just 
below the glareshield allowing engineers to 
open up some panel space to leave room 
for special missions radios. Daher did opt 
to add Garmin’s 3D audio to the audio 
panel and WireAware power line avoidance 
technology on moving maps.

PERFORMANCE CHANGES
With a mtow of 8,000 pounds, the Kodiak 
900’s base useful load is 3,630 pounds, up 
745 and 100 pounds respectively from the 
Kodiak 100. The 900 does need more run-
way, with a takeo! ground roll of 1,015 feet 
(versus 934 feet in the 100) and a landing 
ground roll of 1,460 feet (versus 765 feet). 

“It’s a heavier airplane and needs a little bit 
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The Kodiak 900’s environmental control system 
allows running air-conditioning in one zone and 
heat in another and provides a lot more heat for 

passengers from engine bleed air.

Even with the wheel fairings, the Kodiak 900 
can be operated from grass, dirt, and gravel 

strips, although not muddy fields.
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longer to stop,” Brown said. “But you’re 
still taking off and landing in less than 
1,500 feet with an 8,000-pound airplane 
that’s got a 3,000-plus-pound useful load.”

Flaps down stall speed of the 900 is 5 
knots higher at 65 knots.

Without the cargo pod, the Kodiak 
100 can fly 1,132 nm at maximum-range 
cruise speed of 135 ktas at 12,000 feet, for 
8.4 hours and burning 271 gallons with 
a 45-minute reserve. At maximum cruise 
speed of 174 ktas, range drops to 1,005 nm, 
consuming the same amount of fuel, and 
the flight takes 5.8 hours.

The Kodiak 900, at 12,000 feet and car-
rying the same amount of fuel, can fly a 
max-range flight at 156 ktas, covering 1,129 
nm in 6.8 hours. Bumping up to a maxi-
mum cruise speed of 210 ktas, the 900 can 
go 969 nm in 4.3 hours.

“Where this airplane really shines,” 
Brown said, “is up in the oxygenated alti-
tudes. At 15,000 to 17,000 feet, the range 
really extends because your fuel burn goes 
down but your true airspeed stays high. 

We could get almost 1,300 nautical miles 
up [there].” That said, Daher doesn’t tout 
these numbers in marketing materials, he 
explained, because pilots don’t typically fly 
at those higher altitudes. “We feel like it’s 
a bit of false advertising if we’re not giving 
honest numbers,” he said.

FLYING CHARACTERISTICS
Brown flew the Kodiak 900, the second 
one built, to Oregon’s Hillsboro Airport for 
my demo flight. The early morning fog had 
cleared, so we were able to depart VFR into 
sunny skies.

I had flown the Kodiak 100 four years 
ago with Brown on a trip from the Sand-
point factory to Santa Monica, California, 
and appreciated its straightforward han-
dling and simple systems. Anyone familiar 
with Garmin’s G1000 avionics and the PT6 
engine will be instantly comfortable in the 
Kodiak, and the 900 is no exception.

Even with the higher weight and longer 
length, Brown explained, the 900 handles 
just like the 100, and I found this to be true.

With 1,200 pounds of fuel in the wings, 
about half tanks, the 900 with just the two 
of us onboard was fairly light at close to 
5,000 pounds takeoff weight. I taxied to 
Runway 31R, popping the power lever occa-
sionally into beta range to manage the taxi 
speed, which tends to be faster because 
the wheels are smaller than the Kodiak 
100’s, and to avoid having to constantly 
ride the brakes. I didn’t use this feature, 
but the nosewheel steering is normal until 
the wheel turns 17 degrees, after which it 
becomes full-castering for easy maneuver-
ing in tight spaces.

The engine indicating system page on 
the multifunction display is new and con-
solidates information. New for this page is 
a horsepower readout, and the TKS section 
doesn’t just show quantity but also ice-pro-
tection time remaining in norm or high 
mode, which is much more useful to pilots. 

Also new is the elevator trim indicator, 
which turns blue when it is within the 
proper range, depicted on the multifunc-
tion display’s engine page. Because of the 
higher weight and length, Brown explained, 

“If the elevator trim is not blue, as soon as 
you power up over a certain amount, the 
airplane thinks you’re taking o! and it will 
annunciate ‘trim is not synced.’ If it was 
out of trim, it could be a real problem.”

With trims set and flaps 20, once lined 
up with the runway, I advanced the torque 
to the high green. The Kodiak accelerated 
quickly, and I made one more small adjust-
ment to the torque before it was time to lift 
the nose at 60 knots and rotate.

Climbing out to the west, I initially 
pitched for 85 knots then once the flaps 
were up, 120 knots. The 900 climbed 1,700 
to 1,800 fpm at our light weight, a “big 
improvement from the 100,” he said.

I climbed to 8,000 feet and renewed 
my Kodiak acquaintance with a few 
turns, noticing immediately that Brown 
was right about the 100 and 900 feeling 
almost exactly the same. “It’s a very sta-
ble platform,” he said. “That’s a big deal 
for us.”

 Where this airplane really shines, is up in the 
oxygenated altitudes. At 15,000 to 17,000 feet, the 
range really extends because your fuel burn goes 

down but your true airspeed stays high. 

M
AT

T 
TH

UR
BE

R

M
AR

K 
BR

O
W

N



Aviation International News \  December 2022  \  a inon l ine .com

Pilot Report

44

Climbing to 11,000 feet, we saw 815 hp 
through 9,500 feet, and at 11,000 feet 800 
hp. “That’s 100 more [hp] than the Kodiak 
100 would be at sea level,” he said. Once level 
at 11,000 feet, the airspeed settled on 207 
ktas at ISA +12 deg C, about 3-4 knots slower 
because of the optional weather radar and its 
pod on the right wing. Fuel flow was 423 pph.

The 900’s handling is responsive and 
stable. “If you trim it out it’s going to stay 
where you keep it,” he said. “Our guys did 
a lot of control surface testing at higher 
speeds because this was a new regime for 
the plane. So credit to the early engineers 
of the Kodiak 100, there’s very minimal 
changes that we had to do.”

For pilots who want to save on fuel, the 
900 has a handy marker on the engine page 
that shows where to set power for economy 
cruise. Brown prefers to fly faster, however, 
and he does take advantage of the 900’s abil-
ity to generate more power at high altitudes 
where supplemental oxygen is required. 

“We don’t feel a lot of people would go up 
there regularly,” he said, “but you have that 
ability if you need.” Dropping power to 400 
hp, Brown demonstrated fuel burn down to 
the 200s (pph). For special missions work 
at 93-97 knots and 10 degrees flaps, he said, 

“With full tanks, this airplane will easily go to 
eight to nine hours of loiter time.”

We stayed in the low-speed regime, and 
Brown showed how easy it was to fly at 80 
knots with 20 degrees flaps. The 900’s wing 
features the same discontinuous leading 
edge as the 100, which prevents the ailerons 
from stalling at slow speeds. “You can do 
30- to 45-degree banked turns, this is what 
we call terrain flying. If you get into a pickle 
or you’re going to inspect a new airstrip, 
this is what we recommend, 20 deg flaps 
at 80 knots at a 40-degree turn. The radius 
is a quarter mile, so you can turn around 
in some really tight canyon-type scenarios. 
You’re basically pivoting over a point.”

With full flaps deployed, we could feel a lit-
tle bu!et. “That’s normal because the airflow 

is being disrupted from the horizontal [sta-
bilizer] a little bit,” he said. “We only teach 
this in the pattern. It’s mostly drag and a little 
bit of lift and it lets you fly behind the power 
curve.” We slowed the 900 further, with air-
speed in the 60s, and it remained rock solid. 

“Normal landing speed is in the 70s,” he said, 
“but if you’re coming in real short, you want 
to be as slow as possible. I like to show that 
[because] even at a landing speed of 70 knots 
you’ve got tons of margin. It doesn’t feel like 
it’s going to fall out of the sky.”

Brown demonstrated a clean stall, which 
was uneventful, then set power for zero 
thrust to show how even such a large air-
plane can glide and give the pilot plenty of 
time to troubleshoot and find a place to 
land. Reducing airspeed again, he demon-
strated turning with the stall horn beeping 
and the control wheel all the way back. 

“I still have full aileron control in a full 
stall. Then I relax back pressure, and I’m 
out of the stall. The aileron never loses 
control authority. The two things needed 
for a spin are full wing stall and complete 
loss of aileron control, and you can’t get 
that in the 900, just like the 100. You get 
all the benefits of speed but don’t lose the 
real magic from the wing of the Kodiak.”

Before returning to Hillsboro, I flew two 
steep turns, a good way to get familiar with 
the handling of a new airplane. The Kodiak 
900 felt like it was on rails.

Approaching Hillsboro from the North, 
the tower set us up for a right downwind 
to 31R. On final approach with full flaps 
selected, I switched off the yaw damper 
and aimed for the runway. Speed was per-
fect, but as the 900 settled over the runway, 
I could feel it getting heavy and realized I 
should have added some aft trim. The 
900 dropped firmly onto the runway, and 
I pulled the power lever into beta to slow 
down, then taxied to Hillsboro Aviation.

After 1.4 hours in the 900, I can see how 
easy it would be to transition not only from 
the Kodiak 100 but from other Garmin-
equipped airplanes. The 900 delivers a lot of 
performance and utility, while bringing the 
Kodiak up to FAA Part 23 Amendment 63 
standards (versus Amendment 55 for the 100). 
Daher is developing a 900-specific training 
program, but model 100 pilots will be able to 
complete a transition training program.

Surprisingly, most of the buyers of the 
900 represent a new demographic and aren’t 
transitioning from the 100, according to 
Brown. “We’ve had a lot of people put down 
deposits that have said, ‘I’ve needed an air-
plane that can carry everything, I’m not in 
the $6 million market for a PC-12, and this 
is the perfect airplane I’ve been looking for. 
I wouldn’t have bought anything [slower 
than] 200 knots, but there wasn’t anything 
that fit that mission.’ We feel like we kind of 
hit a blue space with this airplane.” z

The engine 
page in the 
Kodiak 900’s 
G1000 avionics 
includes a new 
horsepower 
indicator (bottom 
left) as well as 
an in-trim range 
(bottom center).
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No Surprises Act is a ‘license to steal’
BY MARK HUBER

The air ambulance lobby is charging that 
the federal “No Surprises Act” (NSA) has 
become little more than a license to steal.

Consequences for the nation’s air ambu-
lance industry could be dire, according to 
Christopher Eastlee, the Association of Air 
Medical Services (AAMS) vice president for 
public a!airs. Eastlee claims health insurers 
are using the NSA to “diminish payments 
over time” and the result could force air 
ambulance services to close. More broadly, 

“the entire healthcare structure is at risk.”
The NSA went into e!ect on Jan. 1, 2022. 

It was supposed to take patients out of the 
middle when it came to payment disputes 
between healthcare providers, including air 
ambulances, and payers, including insur-
ance companies, when it comes to certain 
emergency medical charges that are “out 

of network” or in-network non-emergency 
care from an out-of-network provider. His-
torically, when providers and payers could 
not agree on these charges, the patient 
was stuck with the di!erence, a practice to 
which the medical industry gave the Orwel-
lian label “balanced billing.”

To some extent, the NSA has pro-
vided relief for patients. But it has 
also given insurance companies dis-
proportionate power in the process 
when it comes to paying—or not pay-
ing—those providers, propelled on by 
flawed implementation rules created by 
a triumvirate of federal agencies includ-
ing the Departments of Labor, Health 
and Human Services,  and Treasury. 

Providers, including air ambulance 
programs, have fi led suit,  charging 

t h a t  t h e  N SA  a s  c u r r e n t l y  i m p l e-
mented is little more than a license for 
these payers to steal by delaying pay-
ments, underpaying, or not paying at all.

The air ambulance industry has held 
serious misgivings about the NSA from the 
beginning. One of the nation’s largest air 
ambulance providers expressed concern 
over some of the details in 2020.

“One key concern for Air Methods is the 
possibility of tying reimbursements to a 
median in-network rate that uses inaccu-
rate benchmarks and does not adequately 
compensate emergency air medical com-
panies for their services,” the air medical 
provider said. “It is also important that 
this legislation does not nullify the great 
gains we have made in reaching in-network 
agreements with many payers around the 
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country, which has made a huge impact on 
taking patients out of the middle of the 
billing process. We also strongly support 
policies that promote more robust data 
collection, which will allow for fair in- 
network reimbursement rates.”

Interim implementation rules for the 
NSA issued last year did little to dissuade 
these concerns. 

Specifically, AAMS charged that the 
process established by the act to mediate 
payment disputes between providers and 
payers, called independent dispute reso-
lution (IDR), was rigged and maintained 
that the interim regulations “issued by the 
Departments of Labor, Treasury, and Health 
and Human Services ignore Congress’s 
intent, instead focusing on a single factor—
the qualified payment amount (QPA) or the 
insurer’s median in-network rate for only a 
subset of their contracts for a given service 
in each area. The QPA is to be the overrid-
ing factor in this [claims] decision-making 
process. This means that insurers will be 
able to know exactly how the IDR entities 
will resolve these disputes, making the IDR 
and the open negotiation that precedes 
it a forgone conclusion. Insurers will also 
leverage that QPA against future payments, 
lowering all payments, both in-and-out-of-
network, over time.”

Final regulations, issued this past 
August, did little to dissuade AAMS’s prior 
misgivings. Eastlee detailed the bureau-
cratic morass the NSA has created at the 
recent Air Medical Transport Conference.

PAYMENT DISPUTES
While the NSA went into effect on 
January 1, an online portal designed to 
field disputes between providers and pay-
ers didn’t open until April 15th and when 
it did, it was overwhelmed, accumulating 
46,000 cases that needed to be funneled 
into the Act’s IDR process—more than 
twice the number the government antic-
ipated for the entire year. Of that 46,000, 
Eastlee estimates that 1,200 have been 
settled; however, very few have been paid.  

http://www.robinsonheli.com
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And a fair amount of this inertia can be 
traced to what Eastlee terms as payer “mis-
behavior,” or what people outside of Wash-
ington call breaking the law.
This falls into several categories:
» QPA—Under the law, payers are supposed 
to tell providers what the QPA is when an 
initial payment is made. “We are not see-
ing that,” Eastlee said. “This significantly 
impacts your ability to negotiate with pay-
ers.” Nor are payers reporting the informa-
tion used to calculate QPAs as required by 
law. “When an inappropriately calculated 
QPA becomes the prevalent data point in 
the negotiation process, there is very little 
hope for obtaining payment beyond the 
QPA,” he said.

There are also misapplications of the 
QPA, for example, using di!erent QPAs for 
the same service on the same day in the 
same city from the same payer. “It should 
not happen, it’s against the law,” Eas-
tlee charges.

Then there is the matter of using the 
QPA as the prime determinant of the claim 
amount, which is at variance not only with 
the law but with the enabling regulations.

Other factors must also be considered by 
the IDR mediator known as the “entity” or 

“IDRE.” They include: level of training and 
quality of outcomes from the provider; mar-
ket share held by the provider in the region 
the service is provided; needs of the patient 
and complexity of the service provided;  pro-
vider case mix and scope of services; good 
faith e!orts by the provider and the payer to 
enter into in- network agreements; and con-
tracted rates over the previous four years.

In reality, rarely is any of this considered 
because doing so would require the IDRE 
to justify such decisions in writing, and 
the IDRE case backlog is simply too large. 

“They are simply overwhelmed,” he said.
Indeed, the amount of QPA gymnas-

tics is simply mind-boggling. Two studies 
looked at QPAs developed specifically for 
air ambulances by Blue Cross Blue Shield 

of North Carolina. The in-network rates 
were for anesthesiologists, nurses, and 
dentists. “So if you need dental work at 
altitude in North Carolina there is an 
in-network rate for that,” Eastlee said.
» The payer deems the air ambulance 
transport not “medically necessary” 

—The NSA does not address this scenario 
and payers still rely on it to deny claims 
altogether, leaving the patient potentially 
on the hook for the full amount.
» The payer simply does not recognize 
the claim—Under the law, payers have 30 
days to make an initial payment and then 
any disputed remainder gets negotiated 
by the parties, and failing that is subject to 
the IDR process. Eastlee explained, “The 
30 days in order to make initial payment 
doesn’t start when you do the transport. 
It starts when the insurance company 
recognizes the claim. That is a huge prob-
lem because there is nothing in the law 
that tells insurers how long they can take 
to recognize the claim. We’ve got lots of 
claims that have never been recognized.”
» The payer pays the patient directly 

—This practice is also “against the law,” 
Eastlee said.
» The payer ignores open IDRs.
» The payer kicks the provider out of 
the network.
» The payer claims to have been 

overpaying past claims, cancels exist-
ing in- network contracts, and imposes 
lower rates—“Nothing prevents recoup-
ment, and some insurers are lowering the 
current payment because they claim they 
have paid too much on a previous payment. 
So they feel like they are recouping cash 
through a lower payment on a current or 
future claim,” Eastlee said.

Some payers feel at liberty to continue 
this behavior, which “happens all the 
time,” because the NSA’s enabling regu-
lations provide “virtually no enforcement 
at all,” Eastlee said. Another problematic 
aspect is that NSA enforcement responsi-
bility is split between the state and federal 
governments with the federal responsi-
ble for private health plans and states for 
state-regulated health plans.

While Eastlee concedes that some pro-
viders have had limited success with the 
IDR process, it is “not a replacement for 
bad policy.”

Eastlee thinks the Biden Administra-
tion believes the NSA is working well, 
particularly as a cudgel against contin-
ued medical price inflation. He doesn’t 
think Congress has the appetite to revisit 
the NSA, and even if it did, the outcome 
could be worse than the status quo. And 
the prospects for immediate relief from 
litigation filed by AAMS and a wide vari-
ety of other providers will take time.

Meanwhile, providers can continue 
to file complaints with the Centers for 
Medicare and Medicaid Services—the 
Health and Human Services agency 
charged with overseeing the administra-
tion of the NSA—on their online portal, 
but don’t count on a quick response. Eas-
tlee knows of a complaint filed in Janu-
ary that did not even receive a response 
until July.

“Can we wait it out? I don’t know if we 
can,” he said. “Insurers are holding all the 
cards now. Bankrupting one side or the 
other is not the solution.” z

 Can we wait it out?  
I don’t know if we can.
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Million Air Moves into the Florida Keys

Million Air has completed its acquisition and rebranding of 
the former Marathon Jet Center at Marathon International 
Airport (KMTH) in the Florida Keys. The facility includes 
two separate locations, one catering to business jets, 
while the other handles light general aviation tra!c.

The terminal on the jet side was recently replaced 
with a hurricane-rated building after the former 
structure was heavily damaged by Hurricane Irma in 
2017. Million Air will keep that building but switch the 
aircraft classes for the two locations, with the general 
aviation segment eventually moving to that location.

It expects to break ground early next year on a new 
9,948-sq-ft jet terminal with a full-service indoor/outdoor 
restaurant and a green observation rooftop deck. The 
first phase of construction is expected to be completed 
by the end of 2023. A second phase will add 40,000-sq-ft 
and 24,500-sq-ft hangars, along with 16 acres of ramp.

Galaxy FBO Opens at Addison Airport in Texas

Business jet operators in the Dallas area now have an 
additional service provider option with the opening of the 
newly-built Galaxy FBO at Addison Airport (KADS).

The KADS location is on the southeast side of the field, near the 
end of Runway 33, and features a single-story 13,000-sq-ft terminal 
with passenger lounge, crew lounge with snooze room and 
showers, six-seat and 12-seat conference rooms, vehicle garage, 
crew car, and on-site car rental. O"ering the largest uninterrupted 
ramp at KADS, the complex also includes 109,000 sq ft of hangar 
space, which can accommodate ultra-long-range business jets.

The Black Forest Ventures-backed company also just added 
a new 39,000-sq-ft hangar at its flagship KHOU location, 
bringing it to 115,000 sq ft of aircraft shelter space there.

Skyservice Completes Construction at Oregon FBOs
Canadian aviation service provider Skyservice has 
completed construction on a new-build FBO complex 
at Redmond Municipal Airport-Roberts Field.

The facility includes a 7,000-sq-ft FBO terminal with 
passenger and pilot lounges, refreshment bar, snooze room, 
flight-planning area, 16-seat conference room, concierge, hotel 
shuttle, and on-site car rental. The adjoining 25,000-sq-ft 
hangar can accommodate aircraft up to a Bombardier Global 
7500 and brings the location to 85,000 sq ft of aircraft shelter.

At Bend Municipal Airport, where Skyservice is also the lone 
service provider, it recently added a 16,000-sq-ft hangar for 
based aircraft. It complements the location’s existing 12,000 
sq ft of hangar space, including a 10,000-sq-ft MRO complex.

Hong Kong Business Aviation Launches Expansion

Hong Kong Business Aviation Centre (HKBAC), the sole 
FBO at Hong Kong International Airport, has broken ground 
on a HK$400 million ($51 million) expansion. Construction 
is scheduled to be conducted in two phases, with the first 
featuring refurbishment and enlargement of the existing 
terminal with a new VIP lounge and suites. It will also see 
the enhancement of crew lounges and an upgrade to the 
on-site customs, immigration, and quarantine processing 
area with exclusive drop-o" and fast-track check-in.

Outside, an 85-foot-wide aircraft arrivals canopy 
attached to the terminal building—the first of its kind in 
Asia—will protect passengers from the elements. As well, 
the number of vehicle parking spaces will be doubled.

The second phase will involve the construction of a 
second terminal to support large-capacity charter and group 
travel flights and provide additional tenant o!ce space.

FBO AND AIRPORT NEWS BY CURT EPSTEIN

On the Ground
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PrimeSky at San Jose Del Cabo sees post-pandemic tra!c surge
One of the more notable effects of the 
pandemic on private aviation has been a 
surge in tra!c to vacation destinations due 
to diminished commercial schedules and a 
desire to fly safely. Perhaps no location has 
demonstrated this as readily as PrimeSky, 
the lone FBO at Mexico’s San Jose Del Cabo 
International Airport (MMSD). 

Owned and operated by Grupo Aero-
portuario del Pacifico, which manages 12 
airports in the country as well as two in 
Jamaica, the facility saw an astounding 71 
percent increase in operations between its 
pre-Covid 2019 and 2021 numbers. Accord-
ing to Patricia Silva Lugo, the company’s 
head of business development, it is on track 
to exceed last year’s totals. “Our average 
number is 19,000 operations per year after 
Covid,” she told AIN.

The company has managed MMSD and 
operated the FBO there on a 50-year lease 
that started in 1998. In 2009 it moved the 
FBO into a larger 1,400-sq-m (15,000-sq-ft) 
building that it renovated into an upscale 
private terminal to form the first of what will 
eventually be a chain of PrimeSky FBOs at 
other airports. 

The building has an airy, double- height 
lobby with floor-to-ceiling windows that allow 
abundant natural light. It offers passenger 
seating areas, a pilot lounge, a 10-seat A/V-
equipped conference room, a bar, and car 
rental through multiple providers. Onsite cus-
toms and immigration clearance is available 
at the terminal during the FBO’s normal hours 
from 7 a.m. until 9 p.m. every day.

The facil i ty is undergoing a major 
upgrade. “In the building itself we want 
to improve the passenger and pilot expe-
rience,” said Lugo, adding the upgrades, 
which will be completed early next year, 
will see the replacement of furniture and 
include a new pilot lounge with shower 

facilities and a new passenger lounge.
Outside, the company is increasing its 

66,000 sq m (16.3 acres) of ramp space by 
33,400 sq m. The 176.5 million peso ($9 mil-
lion) year-long project is expected to wrap by 
the end of the year. 

The space is necessary to accommodate 
the increasing number of private aircraft at 
the airport. Pedro Barajas, the FBO’s head 
of operations, noted that on New Year’s Eve 
last year, there were 88 private jets parked 
overnight at the facility. Barajas added that 
during peak season, and as owners migrate 
to their winter homes, there can be several 
jets based at the facility. 

While it does not have any hangars, that 
will soon change as the company broke 
ground earlier this year on a 5,000-sq-m 
hangar, which will be able to accommodate 
BBJ/ACJ-sized aircraft when it is completed 
in the second half of 2023.

The FBO has a staff of 47 and its line 
service technicians, trained through a gov-
ernment-authorized training provider, con-
duct pushback and towing, potable water 
and lavatory servicing, ground power unit  
hook-up, and even aircraft cabin cleaning. 

Like many airports in Mexico, aircraft fuel-
ing is performed by Aeropuertos y Servicios 
Auxiliares, a government-owned and oper-
ated entity, but PrimeSky has filed permits 
with the authorities to conduct its own into-
plane fueling. It expects to acquire tankers 
and begin o"ering that service next year.

Barajas explained his service philosophy 
revolves around total customer satisfaction. 

“We always try to encourage our staff to 
really deliver the most pleasant experience 
for pilots and passengers.”

He described how last Thanksgiving the 
airport issued a Notam stating that due to the 
crowded ramp, all newly-arriving aircraft were 
being instructed to drop-and-go only. Yet, after 
one aircraft arrived laden with an entire family 
including their dogs, the FBO sta" learned that 
the pilot was also the father of the family. Bara-
jas and his sta" repositioned no fewer than 
five aircraft to make just enough room for the 
aircraft to be able to stay, and for the father to 
enjoy the holiday with his family.

Other instances include celebrating arriv-
ing passengers’ birthdays with decorations 
or having a mariachi band and tequila on 
hand to greet a bachelor party. C.E.

The PrimeSky FBO at Mexico’s San Jose Del Cabo International Airport is undergoing a 
major renovation and expansion to handle growing tra!c.
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Rolls-Royce Builds on North 
American Service Network

Rolls-Royce expanded its business aviation services with 
the extension of established partnerships and the addition 
of authorized service centers (ASCs) for its CorporateCare 
customers. Calling the ASC network an essential element of 
its service portfolio, the engine-maker added its first such 
locations in Canada with Skyservice’s facilities in Montreal, 
Toronto, and Calgary. The Skyservice shops will coordinate with 
the Rolls-Royce Canada MRO on BR710A1/C4/A2 and Tay 611-
8/8C support. In addition, Rolls-Royce bolstered its presence in 
the U.S. with the appointment of Western Jet Aviation in Van 
Nuys, California, to support the BR710A1/C4 and Tay 611-8/8C. 
The Western Jet and Skyservice facilities are anticipated to be 
ready to provide that support beginning early next year. As for 
its existing partnerships, Rolls-Royce extended its agreement 
with Duncan Aviation to service Rolls-Royce BR710A1/
C4/A2, Tay 611-8/8C, and AE 3007A engines at its Lincoln, 
Nebraska; Battle Creek, Michigan; and Provo, Utah facilities. 
Rolls-Royce has more than 75 ASCs in its network globally.

Jet East To Add North Carolina Maintenance Facility

MRO provider Jet East is opening a full-service maintenance 
facility at Statesville Regional Airport (KSVH) in North 
Carolina using two existing facilities encompassing 115,000 sq 
ft. This site includes 75,000 sq ft of hangar space, 40,000 sq 
ft of o!ce and back shop space, and a parcel of adjacent land 
for future expansion. The Gama Aviation company expects 
to begin operations at KSVH in the first quarter and create 
250 new jobs. Built in 2004, the main hangar is equipped 
with LED lighting, fall protection, and a fire-suppression 
system. The secondary hangar was constructed in 2007 and 

“provides the same infrastructure,” according to Jet East. The 
company also expects to construct a new paint facility at the 
site. KSVH will be Jet East's eighth maintenance facility.

GE Honda Aero Engines Expands Authorized Network

D’viation in Malaysia and Mather Aviation in Central 
California have been appointed as GE Honda Aero 
Engines’ two newest authorized service providers (ASPs), 
increasing the joint venture’s HF120 service network 
to 17 locations. The engine powers the HondaJet.

As ASPs, the companies will perform line maintenance and 
engine removal, as well as support rental engine use. ASPs 
also promote and facilitate GE Honda’s Engine Maintenance 
Care program for warranty and program services.

United Launches In-house A&P Training Program

United Airlines is launching an in-house airframe and 
powerplant (A&P) apprenticeship program that will train 
more than 1,000 people by 2026. The inaugural class under 
the Calibrate program started training in November in 
Houston. In a 36-month-long training program, Calibrate 
apprentices will be paid while working toward gaining their 
A&P certificate through hands-on and classroom training. 
Calibrate is a joint e"ort between United, the International 
Brotherhood of Teamsters, and the FAA, with the goal of not 
only improving the technician pipeline but also helping to 
diversify its technician ranks to include women and people 
of color. The airline expects to start a second class in early 
2023 in Houston, with plans to expand it to more than a dozen 
locations including in San Francisco and Orlando, Florida. 

BY JERRY SIEBENMARK

Maintenance
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FlyExclusive’s MRO looks for growth on the retail side
With the mid-October opening of FlyExclu-
sive’s 48,000-sq-ft maintenance hangar, the 
fractional and charter provider’s MRO oper-
ation encompasses 150,000 sq ft in Kinston, 
North Carolina. Moreover, the additional 
space enables the MRO operation to grow 
its capabilities and market, seeking to per-
form work on business aircraft that aren’t 
part of the company’s fleet of 92 Cessna 
Citation twinjets.

“Being able to expand this facility and 
have this extra [space] helped us increase 
our types of capabilities that we can have 
access to; larger aircraft types can now 
come in here. We can now organize, spread 
out, and accommodate more capacity,” Lisa 
Christine, FlyExclusive senior director of 
MRO development, told AIN. “Lots of posi-
tive things.”

A Part 145 repair station for about a 
year and a half, FlyExclusive’s MRO can 
provide inspection, line and heavy main-
tenance, paint, and modifications includ-
ing Garmin G5000 avionics and SmartSky 
Wi-Fi installations. “We’re working with 
others to be an authorized dealer,” said 
Bill Tollison, FlyExclusive’s senior v-p of 
MRO. While FlyExclusive’s fleet comprises 
Citations, Tollison and Christine said the 
MRO is capable of maintaining a variety 
of airframes, noting that it is working on a 
Bombardier Challenger 601 and a Dassault 
Falcon 900. Additionally, the company’s 
MRO workforce over the past few years 
has grown from a couple of dozen workers 
to 266 employees.

The addition of a fourth hangar—33,000 
sq ft of which is used to house aircraft and 
perform maintenance with the remaining 
15,000 sq ft built out to serve as an interior 
shop—not only increases FlyExclusive’s fleet 
maintenance space but allows it to perform 
work on other jets and turboprops.

“Extra special for us is opening our doors to 
external clients because that’s something you 
don’t normally see for a Part 135 MRO, not 
just [servicing] your own fleet [but] being an 
MRO for hundreds of di!erent private owners,” 
Christine said. “Being that 135 charter [opera-
tor MRO] and also helping out external clients, 
it’s just very unique.”

The MRO began o!ering maintenance ser-
vices to outside clients beginning this year. It 
was part of the reason Tollison and Christine 
were brought on by the company in Janu-
ary, “to bring our extensive MRO background, 
everything from heavy maintenance to stor-
age preservation…to bring those processes 
here and introduce that and build out the 
division,” Christine explained.

In the company’s push to serve the new 
group of MRO clientele, FlyExclusive will 

“send an internal aircraft to another ven-
dor to accommodate the external aircraft,” 
Tollison said, or push out maintenance on 
its own aircraft. “In the spirit of wanting to 
build the business and opening those doors, 
we are accommodating external clients over 
our own,” Christine added. “We have that 
wiggle room and space to accommodate 
them as they need for their timeline.”

Going forward, the MRO is expecting 
additional growth from the operation, with 
plans to add a fifth hangar that will be larger 
than its most recent hangar, Tollison said.

“We’re looking not only just to expand our 
facilities to accommodate more employees 
but build it out locally in Kinston, provide 
more jobs here, [and] get folks trained up 
on special skills for these long-term, sus-
tainable jobs,” Christine added. J.S.

FlyExclusive’s new 48,000-sq-ft maintenance hangar brings its total 
MRO facilities in Kinston, North Carolina, to 150,000 sq ft.
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Preliminary Reports

Bird Strike Suspected in 
Helicopter Break-up

Bell 206L-1 Long Ranger, July 9, 2022, 
Maroota, New South Wales, Australia

The Airstrike Section of the Australian 
Museum’s Centre for Wildlife Genom-
ics identified a carcass discovered in the 
wreckage and “residue found on” the heli-
copter’s main transmission housing as the 
remains of a wedge-tailed eagle (Aquila 
audax), suggesting the possibility that a 
bird strike caused the helicopter’s midair 
break-up. The solo pilot was killed when 
the helicopter crashed just north of Dar-
gle Ridge on a flight from a private helipad 
in Cattai to a site on private property at 
St. Albans.

Witness accounts described seeing the 
helicopter flying straight and level in “clear 
skies and light winds” before abruptly 
pitching up and entering a hard right bank 
with a change in the sound of the main 
rotor blades. One reported seeing “sepa-
ration of the main rotor blades…at about 
the height of Dargle Ridge” before impact. 
The fuel tank ruptured and a post-impact 
fire destroyed most of the wreckage. Initial 
examination of the debris field found that 
the main rotor blades, main transmission, 
and aft section of the tail boom had sepa-
rated in flight.

Loose Cabin Door Causes 
Depressurization Emergency

Embraer EMB-545, Oct. 3, 2022,  
Houston, Texas

An apparently secure cabin door became 
unlatched during the initial climb, leading 
to the loss of cabin pressurization and “sub-
stantial damage” to the fuselage after the 

door opened in flight. There were no inju-
ries to either pilot or the two passengers on 
board the Part 91 business trip.

The pilot-in-command (PIC) reported 
that the co-pilot had closed and secured the 
cabin door after the passengers boarded. 
The two pilots verified that there were no 
messages displayed on the crew alerting 
system (CAS) both before taxi and again 
before takeo!. Climbing through 7,000 feet, 
however, an amber CAS cabin pressuriza-
tion warning illuminated, quickly followed 
by a red PAX CABIN DOOR warning.

The PIC turned “and saw that the door 
handle was sticking straight out.” He 
attempted to re-stow the door handle but 
encountered “too much pressure” to do so 
and returned to his seat. The door opened 
shortly afterwards, causing “substantial 
damage” to the door frame and fuselage. 
The PIC took the controls and returned 
to Houston’s William P. Hobby Interna-
tional Airport for an uneventful emer-
gency landing.

Six Killed o! Coast of Costa Rica

Piaggio P180, Oct. 22, 2022,  
near Puerto Limón, Costa Rica

The twin-engine turboprop crashed into 
the Caribbean Sea about 28 km (17 miles) 
northeast of its destination of Puerto 
Limón, Costa Rica, killing the Swiss pilot 
and five German passengers. The latter 
reportedly included the founder and owner 
of the Gold’s Gym and McFit gymnasium 
chains, three members of his family, and his 
personal trainer. The flight originated from 
Mexico’s Palenque Airport. Contact with 
the Juan Santamaria International Airport 
was lost at about 18:00 local time.

Storms in the area delayed the Costa 
Rican Coast Guard’s search operations 
until 05:00 the following morning. The 

searchers located fragments of wreckage 
within an hour. Two bodies and various per-
sonal items were recovered the same day.

Final Reports

Cause of Houston PD Accident 
Remains Unresolved

MD Helicopters 369E,  
May 2, 2020, Houston, Texas

NTSB investigators were unable to deter-
mine why the Houston Police Department 
helicopter experienced an abrupt loss of 
yaw control during a low-speed right orbit. 
The pilot su!ered serious injuries and the 
tactical flight o"cer was killed when their 
ship crashed into an unoccupied building 
and then the ground, destroying the aircraft.

 Examination of the wreckage "revealed 
no evidence of preimpact failures of the tail 
rotor control or drive systems…the helicop-
ter structure, main rotor system, cyclic or 
collective flight controls, or the engine.”

A performance study concluded that the 
reported wind conditions and flight track 
were “not conducive” to any of the known 
causes of aerodynamic loss of tail rotor 
e!ectiveness (LTE).

The accident occurred during a scene call 
at about 2:03 local time, about an hour into 
a flight responding to several other scene 
calls. The pilot recalled that his normal 
procedure was to make right orbits to pro-
vide the tactical flight o"cer and forward- 
looking infrared camera with the clearest 
view of the scene, maintaining at least 30 
knots airspeed. 

As they completed their second orbit 
the pilot felt “a strong vibration” in the 
controls and the helicopter began rotating 
rapidly to the right, “spinning like [the] 
tail was not functioning.” No warning or 

Accidents

BY DAVID JACK KENNY

The material on this page is based on reports by the o!cial agencies of the countries having the reponsibility for aircraft accident and incident investigations. It is not intended to judge or evaluate the ability  
of any person, living or dead, and is presented here for informational purposes.



a inon l ine .com \  December 2022  \  Aviation International News 55

caution lights illuminated, and he did not 
hear any warning horns or unusual sounds.

The pilot, who was wearing night vision 
goggles, responded with the emergency 
procedure for LTE, lowering collective and 
applying forward cyclic to gain airspeed 
and increase airflow over the vertical sta-
bilizer and reducing power to decrease 
engine torque while looking for possible 
emergency landing sites. He told investiga-
tors that his last memory of the flight was 

“maneuvering to avoid a building.”
ADS-B data showed that the helicop-

ter entered a tight right turn before its 
groundspeed increased from 10 to 30 
knots. It maintained 30 knots for 5 seconds 
before slowing to 20 knots, and the right 
turn continued until the last five seconds 
of the flight, when the helicopter tracked 
straight ahead in a rapid descent. Analy-
sis of video footage captured by a witness 
found that its yaw rate reached 178 degrees 
per second during the time the helicopter 
remained visible.

The NTSB’s performance study con-
cluded that before the spin began, the heli-
copter was flying into a right quartering 
headwind of about four knots, a situation 

“not conducive to main rotor disc interfer-
ence LTE, weathercock stability LTE, or tail 
rotor vortex ring state LTE.” 

Main rotor vortex ring state, also known 
as “settling with power,” could not be ruled 
out as having contributed to the descent. 
However, settling with power originates in 
a low- airspeed, high-rate descent, inconsis-
tent with the helicopter’s level flight prior 
to the spin, and generally does not cause a 
loss of yaw control.

Whiteout Led To Caravan Crash

Cessna 208, March 8, 2022,  
Sioux Lookout, Ontario, Canada

A snow squall during a low-altitude VFR 
flight resulted in the airplane’s striking 
the frozen surface of Ontario’s Lac Seul, 
separating the airplane’s nose wheel and 
left wing but causing only minor injuries 

to the pilot and the sole passenger. There 
was no post-impact fire. The accident 
occurred on the second of the day’s sched-
uled flights from Ontario’s Sioux Look-
out Airport (CYXL) and the seasonal ice 
runway on Springpole Lake 78 nm to the 
north-northwest.

The Caravan’s 406 MHz emergency loca-
tor transmitter activated automatically, and 
the Cospas-Sarsat satellite system relayed 
the signal to the Joint Rescue Coordination 
Centre in Trenton, Ontario, which was able 
to dispatch a nearby Royal Canadian Air 
Force aircraft to the site. 

Three search-and-rescue technicians 
parachuted in within an hour of the acci-
dent, and the aircraft occupants were evac-
uated by a civilian helicopter later that day. 
Two to three feet of snow on the lake’s sur-
face had apparently cushioned the impact.

The pilot had delayed takeo! while a 
previous snow squall moved across the 
field at CYXL. He took o! in VFR condi-
tions at 13:01, levelling o! at 500-600 feet 
agl to remain beneath an overcast layer. He 
described visibility ahead as good when the 
airplane began crossing the lake, but about 
halfway across it was enveloped in white-
out conditions and turbulence. 

After looking at the left wing for indi-
cations of icing, he returned his attention 
to the flight instruments, saw that the air-
plane was in a rapid descent, and pulled 
back on the control panel to arrest it. The 
airplane struck the ice a few seconds later 
about 17 nm north-northwest of CYXL.

Weather conditions and road closures 
delayed recovery of the Caravan wreckage 
for five days. Traces of ice were found on 
portions of the wings’ leading edges that 
snow cover had protected from sun and 
wind exposure, but there were no indi-
cations of significant ice accumulation 
either at the scene or in photographs taken 
shortly after the crash. 

The 1,315-hour commercial pilot had 126 
hours in type and held a Group 1 instrument 
rating, but had not exercised instrument 
privileges since at least September 2021.

Rough Runway Contributed 
To Departure Stall

Beech B200, May 28, 2022, Lynedoch 
Private Airfield, Western Cape, South Africa

An “uneven surface” encountered during 
the takeo! roll and the pilot-in-command’s 
overreaction to the resulting bounces 
caused the King Air to lift o! prematurely 
in an excessively nose-high attitude with 
inadequate airspeed, precipitating a low- 
altitude stall. Both pilots and both passen-
gers survived the airplane’s subsequent 
impact with a tree and an antelope, which 
was killed.

The pilot reported having held the brakes 
and set engine power to 1,800 ft-lbs of 
torque before beginning the takeo! roll on 
the one-kilometer (3,281-foot) private run-
way. At about the time of his 60-knot callout, 

“the aircraft rolled onto an uneven surface, 
which caused the aircraft to bounce.” 

The pilot responded by applying back 
pressure to prevent the nose gear from 
slamming back into the ground. The King 
Air touched down on its mains and then 
bounced again, lifting o! in a nose-high atti-
tude before settling back onto the runway 
and veering o! the left side. Full right rud-
der did not correct the yaw and the pilot did 
not relax the back pressure, attempting to 
continue the takeo! rather than touch down 
o! the runway. A second premature lifto! 
resulted in the stall and the aircraft skidded 
for some 350 meters (1,150 feet), hitting the 
tree and the buck before coming to rest. z
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Dec. 16, 2022

U.S.: Remote ID of 
Unmanned Aircraft

Previously, new FAR Part 89 had required 
that after Sept. 16, 2022, no unmanned 
aircraft system (UAS) can be produced 
without FAA-approved remote identifica-
tion capability. But that date was pushed 
to Dec. 16, 2022, because the agency 
acknowledges that not all UAS manufac-
turers have had sufficient time to ade-
quately design, develop, test their aircraft, 
and file a declaration of compliance on or 
before Sept. 16, 2022.

Dec. 31, 2022

Mexico: CVRs and FDRs
Cockpit voice and flight data equipment 
requirements for turbine aircraft oper-
ations (including air taxis) go into force 
incrementally from Dec. 31, 2020 through 
Dec. 31, 2022 based on the number of air-
craft that are in an operator’s fleet. The 
rules generally apply to turbine airplanes 
with 10 or more passenger seats and large 
turbine helicopters.

Dec. 31, 2022

New Zealand: ADS-B 
Out Mandate

Covid-19 pandemic implications prompted 
New Zealand to extend its ADS-B Out 
compliance date for one year from the pre-
vious deadline of Dec. 31, 2021. The ADS-B 

provisions, already mandatory for aircraft 
flying above 24,500 feet, will apply in the 
rest of New Zealand’s controlled airspace 
by Dec. 31, 2022.

Jan. 13, 2023

Europe: Drone Noise Levels
The European Union Aviation Safety 
Agency (EASA) has proposed guidelines 
for establishing maximum noise levels for 
drone aircraft that weight below 600 kilo-
grams (1,300 pounds). These guidelines 
are to be used on a voluntary basis and do 
not constitute requirements for the cer-
tification of drones. The guidelines rec-
ommend that the resulting noise levels be 
reported to EASA, which later intends to 
build an online public repository available 
to operators and authorities. Comments 
on the proposed guidelines are due by 
Jan. 13, 2023.

May 31, 2023 and Nov. 30, 2023

Europe: Passenger Entry 
Requirements

The European Commission has delayed 
the onset of new passenger reporting 
requirements that were previously sched-
uled to start on Sept. 30, 2022. EES (Entry/
Exit System), designed to replace the cur-
rent system of manual stamping of pass-
ports with an electronic record, is now 
scheduled to start a transitional phase in 
May 2023. Manual stamping of passports 

will end in mid-August 2023, and the tran-
sitional phase will end in February 2024. 
ETIAS (European Travel Information 
and Authorization System) is an online 
pre-travel, and pre-boarding requirement 
applying to visa-exempt third-country 
nationals planning to travel to European 
states. It is expected to be implemented in 
November 2023.

June 7, 2023

Europe: ADS-B Out Mandate
The ADS-B Out requirement in Europe 
is Dec. 7, 2020, for aircraft receiving their 
certificate of airworthiness (C of A) on or 
after December 7. Aircraft that obtained 
their C of A between June 6, 1995, and 
Dec. 7, 2020, must arrange for retrofits to 
meet the ADS-B Out mandate by June 7, 
2023. Both deadlines apply only to aircraft 
with an mtow exceeding 5,700 kg (12,566 
pounds) or having a maximum cruising 
true airspeed capability greater than 250 
knots. Aircraft with a C of A dated before 
June 6, 1995 are exempt from European 
ADS-B requirements.

June 12, 2023 and Sept. 9, 2024

U.S.: Pilot Records Database
By June 12, 2023, operators under Parts 91, 
91K, and 135 must complete submissions 
of reports to the pilot records database 
(PRD) of all historical records concern-
ing training, alcohol testing, qualification, 

Dec. 12, 2022

Canada: Duty/Rest Regulations
Revisions to duty time and rest regulations for Canadian-registered commuter and air taxi operators of turbine and non-turbine aircraft 
(CAR Parts 704 and 703) go into e!ect on Dec. 12, 2022. Transport Canada said the changes include: prescribed flight and duty time 
limits that respect modern scientific research and international standards to limit the amount of time a crewmember can be on the job; 
and fatigue risk-management systems that will require operators to demonstrate that any variance to the prescribed flight and duty time 
limits will not adversely a!ect the level of flight crew fatigue or alertness.

JUST AROUND THE CORNER

Compliance Countdown

BY GORDON GILBERT
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proficiency, and disciplinary actions dating 
on or after Jan. 1, 2015. Final compliance 
date for reporting historical records before 
Jan. 1, 2015, is Sept. 9, 2024. Also begin-
ning on Sept. 9, 2024, the Pilot Records 
Improvement Act ceases to be effective 
and will not be an available alternative to 
PRD for operators, entities, or trustees to 
which these regulations apply.

Aug. 1, 2023

U.S.: Maintenance Schools
As part of an interim final rule over-
hauling aviation maintenance techni-
cian school regulations (Parts 65 and 
147), the FAA is transitioning from using 
the mechanic practical test standards 
(PTS) as the testing standard to obtain-
ing a mechanic certificate. As a part of 
this transition, the FAA developed the 
mechanic airman certification standards 
(ACS), which adds task-specific knowl-
edge and risk management elements. The 
FAA will use the PTS as the testing stan-
dard until July 31, 2023. Starting Aug. 1, 
2023, the FAA will use the ACS to conduct 
mechanic certification tests.

Aug. 10, 2023 and May 16, 2024

Canada: ADS-B Out Mandate
Due to continued supply chain impacts 
stemming from the Covid pandemic, the 
previously announced implementation 
dates for ADS-B Out in Canada is delayed 
beyond the original date of Feb. 23, 2023. As 
a result, the mandate will come into e!ect 
as follows: Class A Canadian airspace on 
Aug. 10, 2023; Class B Canadian airspace 
on May 16, 2024; and Class C, D, and E air-
space to occur no sooner than 2026. The 
new dates have been developed from stake-
holder feedback regarding supply chain lim-
itations and backlogs to acquire and install 
the appropriate equipment.

For the most current compliance status,  
see: ainonline.com/cc
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BY KAIT WILSON

The Irish Aviation Authority (IAA) appointed 
Declan Fitzpatrick as interim CEO succeeding 
Diarmuid Ó Conghaile, who has accepted a 
position as managing director of Wizz Air Malta. 
Fitzpatrick has 16 years of experience with IAA, 
having previously held the position of director of 
regulatory performance and innovation.

The Malibu M-Class Owners and Pilots Associ-
ation (MMOPA) named Mike Nichols as CEO 
and Jenna Reid as COO. Nichols has previous 
nonprofit association management experience, 
including nearly two decades at NBAA. Reid has 
prior experience in aviation operations, member 
service, and marketing.

Nico Neumann was promoted by 
Deutsche Aircraft to COO and joint 
managing director. Neumann joined 
the company in 2007 and has held a 
range of operational positions within 
the company, most recently as v-p of 
operations and program.

Kim Ashmun was appointed pres-
ident of the components and accessories division 
at StandardAero. Ashmun has more than 20 years 
of experience in the aerospace industry, including 
as v-p of global supply chain operations for Lock-
heed Martin’s rotorcraft subsidiary Sikorsky.

The International Association of Aircraft Dealers 
named Zipporah Marmor, v-p of air-
craft transactions at ACASS, as chair 
of the organization; and Phil Winters, 
v-p of aircraft sales and charter man-
agement for Western Aircraft, as vice 
chair. Marmor joined ACASS in 2011 
and has more than 20 years of inter-
national business aviation experience. 

Winters has served with Western Aircraft for 25 
years and now leads new and preowned aircraft 
sales and aircraft management/charter divisions 
for the company.

Voting members of NBAA re-elected Charlie 
Precourt and Richard Walsh to the associa-
tion’s board of directors. Precourt serves on the 
association’s audit committee and was re-elected 
for a one-year term on the board. Walsh chairs 
NBAA’s nominating and governance committee 

and will serve for a three-year term on the board. 
Additionally, Paul “BJ” Ransbury, CEO of Avia-
tion Performance Solutions (APS), was named as 
chairman of the NBAA Safety Committee.

The African Business Aviation Associa-
tion (AfBAA) appointed Dawit Lemma 
as v-p and Samantha “Sam” Keddle 
as manager. Lemma is the founder 
and CEO of Krimson Aviation. Ked-
dle joins AfBAA from the Commercial 
Aviation Association of South Africa 
(CAASA).

Josh Krotec was elected by the Aeronautical 
Repair Station Association’s (ARSA) board of direc-
tors to serve as 2023 president. ARSA’s immedi-
ate past president, Terrell Siegfried—assistant 
general counsel and corporate secretary of the 
Nordam Group—will remain on the board. Kro-
tec is senior v-p of First Aviation Services and has 
served as ARSA's government a!airs chairman 
before his election to the board in 2019.

Eviation Aircraft appointed Dan Nale to its 
technical steering committee and Jon Piatt to 
its board. Nale spent nearly 40 years with Gulf-
stream Aerospace, where he most recently was 
senior v-p of programs, engineering, and test. 
Piatt has 35 years of experience in aerospace and 
defense, most recently as president and general 
manager of reconnaissance missions systems at 
L3Harris Technologies.

Veronica Marshall was chosen as the NTSB's 
first chief human capital officer. Marshall pre-
viously served at NASA as human resources 
director and before was director for executive 
resources and chief learning o"cer.

Steve Drucker was hired by Volato to serve as 
chief technology o"cer. Drucker joins the com-
pany with nearly three decades of experience 
building development teams as well as enter-
prise and consumer-facing products, including as 
a chief information o"cer and executive v-p of 
software engineering at a publicly listed company 
and project lead for the Washington Metropoli-
tan Transit Authority website. He has authored 
more than a dozen books about software devel-
opment for Salesforce, Adobe, Intel, and others.

People in Aviation
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Hartzell Propeller promoted Jon Stoy to v-p 
of sales, support, and services, succeeding v-p 
of global sales and product support Gary Cha-
fin, who is retiring after a 35-year career with the 
company. Stoy joined Hartzell Propeller last year 
as director of sales with 14 years of experience 
in a variety of aviation roles, including Aeroshell, 
NetJets, and Executive Jet Management. Chafin 
will continue to consult on special projects for all 

of the Hartzell Aviation companies.
Duncan Van De Velde  was 

appointed as v-p of sales, Europe, by 
Textron Aviation following the retire-
ment of Tom Perry. Van De Velde 
rejoins Textron Aviation following four 
years at Bell Helicopter as the manag-
ing director for Europe and Russia.

Summit Aviation hired Julian Tonsmeire as 
v-p of aircraft management and acquisitions. 
Tonsmeire has more than 20 years of industry 
experience, previously holding roles with Sky 
Harbour Group, Embraer Executive Jets, and 
Mountain Aviation.

Julien Péchalat was appointed by Safran Elec-
trical and Power as v-p of economic and financial 
a!airs; he will also sit on the company's executive 
committee. Most recently management control 
director for Safran Aircraft Engines, Péchalat pre-
viously held roles with Ernst & Young, Deloitte, 
and Zodiac Aerospace.

Vita Inclinata hired Kevin Campbell as exec-
utive v-p of finance. He previously served at 
Greenwich Alternative Investments, as managing 
director at Avondale Partners, and recently as 
senior v-p of corporate finance then senior v-p of 

treasury and corporate development 
at Air Methods.

Scott O’Brien was named v-p of 
legislative affairs at Reliable Robotics. 
O’Brien has 18 years of experience 
in grassroots initiatives, legislative 
strategy, and public policy, previously 
with NBAA.

Metrojet appointed Justin Yeung as director 
of aircraft management and charter and Stew-
art Borg as director of flight operations. Yeung 
joined Metrojet in 2018 and also has served with 
Rolls-Royce in the UK. Borg has been with Metro-
jet for over 17 years.  z

AWARDS AND HONORS 
Susan Mallett is the recipient of the National Aeronautic Asso-
ciation’s 2022 Frank G. Brewer Trophy, which was established 
in 1943 to honor “significant contributions of enduring value 
to aerospace education in the United States.” Mallett is being 
recognized for “her passionate and sustained aviation education 
leadership and ambassadorship to create enduring collaborative 
partnerships, programs, and products, which have impacted 
and inspired over two million American youth since 1986.”

Marc Parent, CAE's president and CEO, and Maryse Carmichael, 
CAE's solution lead for future aircrew training, were inducted 
into Canada's Aviation Hall of Fame during a ceremony held on 
October 27. The award recognizes individuals who have made 
outstanding contributions to aviation and aerospace in Canada.

The Wichita Aero Club (WAC) announced John Tomblin as the 
recipient of its 2023 Wichita Aero Club Trophy. Tomblin is 
senior v-p of industry and defense programs for Wichita State 
University; executive director at the National Institute for Aviation 
Research; and a Sam Bloomfield Distinguished Professor of 
Aerospace Engineering for Wichita State University. WAC will 

celebrate Tomblin at its annual trophy gala in January 2023.

Aviation industry icon Herbert H. Ward, 94, passed 
away at his home near Wichita on October 17. Ward 
worked in aviation for almost 70 years, beginning 
with Beech Aircraft and Boeing in the late 1940s. In 
the early 1960s, he was hired on at Learjet, and then 
after 13 years, he joined Air Research in Los Angeles, 
where he headed up interior and completions sales.

Ward next worked for Sun Stream in Fort Lauderdale, 
for the Dee Howard Company in San Antonio, and for 
Associated Air Center in Dallas, where he became v-p 
of sales for VVIP widebody aircraft. After retiring in 1997, 
he joined GreenPoint Technologies as a consultant.

In 2001, he led the startup of Completion Air in 
East Alton, Illinois, and that evolved into West Star 
Aviation. He also helped found EAS Completions, 
where and his team designed and installed VVIP 
interiors in three Boeing 737s for the Kingdom of 
Thailand. He again retired in 2009 at 81 years old.

DUNCAN VAN DE VELDE

SCOTT O'BRIEN
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the corporate flight malaise that lingered 
over the next decade disrupted the replace-
ment cycle and drove delivery totals down. 
If there has been any silver lining in the 
Covid pandemic, it has been the stimulus 
of the private travel industry, which has 
served to bolster the OEM order books.

King Air line’s enduring allure 
prompts Textron’s Beechcraft Buy

(AIN February 2014 p.3)

Then: In one of the biggest consolidations 
in the business aviation industry since 
Bombardier Aerospace combined Canadair, 
Learjet, de Havilland, and Short Brothers 
in the late 1980s/early 1990s, Cessna Air-
craft parent Textron announced on Decem-
ber 26 that it will acquire Beech Holdings, 
the parent of Beechcraft Corp. for approxi-
mately $1.4 billion in cash.

Under the terms of the transaction, Tex-
tron will acquire the entire company—
including the Hawker 4000 and Premier 1A 
type certificates, which Beechcraft had on 
the market and intended to sell separately. 
In fact, Textron initially entered talks intend-
ing to buy just these jet assets before chang-
ing course to acquire the whole company.

Now: While production of the Hawker 
4000 and Premier IA ended during Beech-
craft’s bankruptcy, the deal allowed Tex-
tron to neatly plug the turboprop gap in its 
lineup with the King Air family. At the time 
of its acquisition, Beechcraft had delivered 
nearly 7,200 of the twin-engine aircraft. z
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