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The case for go-arounds
by Amy Laboda

With overwhelming frequency, Part 121 
pilots elect to continue an unstable approach 
rather than go around, according to a study 
conducted by the Flight Safety Foun-
dation. The 55-page report, titled “Go-
around decision-making and execution 
project,” cites both pilot decision-making 
during unstable approaches and problems 
with management oversight of go-arounds 
among Part 121 pilots. Lessons learned in 
the report are salient for Part 135 and Part 
91 flight deck operations, as well.

“Although around 96 percent of  all 
approaches are considered stable, of the four 
percent that are unstable, only around three 
percent of those result in a go-around,” 

said Greg Marshall, FSF vice president 
for global programs. “From this report we 
see that management needs to be engaged; 
policies need to be realistic. To do that, 
things need to be revised from what they 
are now,” Marshall told AIN. The report 
suggests flight departments revise their 
final approach and touchdown zone stan-
dard operating procedures (SOPs) for pilots, 
and encourages more management over-
sight and use of flight data analysis (FDA).

“Not all unstable approaches are 
dangerous—but unstable approaches can 
end in accidents [many of which are surviv-
able, unlike loss-of-control],” said William 
Curtis of The Presage Group, co-chair of 

the FSF International Advisory Commit-
tee. Curtis was a co-author of the report.

The report cites the runway overrun of 
a Southwest Airlines 737-300 at Burbank-
Glendale Pasadena on March 5, 2000, as 
an example where a go-around would 
have prevented the accident. The captain 
in that accident told the NTSB that he 
knew as the aircraft passed through 500 
feet that he was not “in the slot,” mean-
ing the conditions had not been met for a 
safe landing, in this case because of  exces-
sive airspeed. He said that he understood 
that procedures demanded a go-around. 
He could not, however, explain why he did 
not perform one.

The interviews and data collected in 
the FSF report reveal that compared with 
pilots who decide to go around, pilots who 
fly unstable approaches to a landing rated 
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GLOBAL 7000 FLIRTS WITH MACH 1 ON TEST FLIGHT
Bombardier Business Aircraft successfully opened the Global 7000’s 
speed envelope to Mach 0.995, nipping at breaking the speed of 
sound, during a recent flight of Flight Test Vehicle 1 (FTV1, regis-
tered as C-GLBO) from the company’s flight-test center in Wichita. The 
7,400-nm-range twinjet is projected to have an Mmo of Mach 0.925.

The two flight-test Global 7000s are showing excellent system reli-
ability, and the program is progressing on schedule, said Bombardier. 
“Our flight-test vehicles continue to show a high degree of maturity in 

testing, dispatching twice daily in many cases,” said Michel Ouellette, 
senior vice president of the Global 7000 and 8000 programs. “We have 
strong momentum in the program right now, and we are on track for 
entry into service next year.” FTV1 logged its maiden flight in Novem-
ber last year and at press time had flown 200 hours.

FTV2, which first flew on March 4 in Toronto and has since been 
transferred to Bombardier’s Wichita flight-test center, is dedicated to 
testing propulsion, electrical and mechanical systems. —C.T.

	 Continues on page 38 u  
NBAA INTERNATIONAL  

OPERATORS CONFERENCE

Regulatory changes, equipment man-
dates and safety and security issues 
were among the topics on the agenda 
at the annual event. PAGE 20

Global 7000 Flight Test Vehicle 1 nearly 
exceeded the speed of sound during a 
recent mission, reaching Mach 0.995. 

Funding rules 
cost GA airports 
needed grants
by Sean Broderick

General aviation airports are not 
using most FAA grant money avail-
able to them because they cannot 
meet the agency’s requirements for 
accessing it, prompting calls for an 
easing of the restrictions.

Last year, the U.S.’s 2,950 non-
primary airports—the majority of 
them GA-only—used only a quar-
ter of $442 million in Non-Primary 
Entitlement (NPE) grant funds 
available to them, according to FAA 
data. The agency’s Airport Improve-
ment Program (AIP) gives each non-
primary airport $150,000 annually. 
	 Continues on page 38 u 

Safety

Turbine fatalities down in Q1
The number of deaths dipped from 
the same period last year, but both 
turboprops and jets suffered more 
accidents.  page 12

Regulations 

AC sheds light on EFVS ops
The new rule builds in flexibility, 
allowing the industry to develop and 
certify new technology and use it in 
different applications.  page 6

Air Transport

Four first flights
In early spring Boeing’s 737 Max 9 
and 787-10 took to the skies, as did 
Embraer’s E195-E2 and the Airbus 
A319neo.  pages 60, 61, 62
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completely.
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test flight.
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replaces TBM 900 and introduces Garmin 
G1000NXi suite.
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 SPECIAL REPORT

NBAA INTERNATIONAL  
OPERATORS CONFERENCE

Heading offshore in a business 
aircraft opens up a whole different 
set of unknowns. Once a year, the 
practitioners of this acquired skill 
gather at NBAA’s International 
Operators Conference to share their 
tribal knowledge for the benefit of all, 
from old hands to newcomers. PAGE 20
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As we go to press

JETS DELIVERIES FLAT 
AT TEXTRON IN Q1
Beechcraft King Air deliveries fell 
54 percent year-over-year in the 
first quarter as the strong dollar 
weighed on international sales, 
while Cessna Citation shipments 
remained largely flat over the 
comparable periods, Scott 
Donnelly, chairman and CEO of 
parent company Textron, said 
on April 19. During the first three 
months, Textron Aviation handed 
over 12 King Airs, down from 26 
in the same period last year, and 
35 Citations, one more than a 
year ago. According to Donnelly, 
demand has not diminished 
for King Airs but unfavorable 
currency exchange rates have 
prompted international buyers, 
who typically account for 
more than half of the sales of 
the turboprop twins, to defer 
purchasing plans. For the full 
year, Donnelly still expects King 
Air deliveries to be on par with 
the 106 shipped last year.

ROCKWELL COLLINS, 
B/E AEROSPACE MERGE
Rockwell Collins has closed on 
its single largest acquisition to 
date—B/E Aerospace—in an 
$8.6 billion merger that creates 
a company with nearly 30,000 
employees, annual revenue of $8 
billion and a portfolio that spans 
a spectrum of cabin and cockpit 
offerings for both business jets 
and airliners. B/E Aerospace is 
taking on the Rockwell Collins 
branding and Werner Lieberherr, 
former B/E Aerospace president 
and CEO, is now executive 
vice president and COO of the 
newly created Rockwell Collins 
Interior Systems business. The 
combined entities will provide 
services spanning avionics, cabin 
electronics, communications, 
information management 
systems and training to seating, 
food and beverage preparation 
and storage equipment, lighting, 
oxygen systems and galley and 
lavatory systems.

EMBRAER STRESSES 
VALUE OVER PRICE
As pricing for new business 
aircraft remains soft in the current 
market, Embraer Executive Jets 
is embarking on “a strategic 
shift from price to value,” newly 
installed company president and 
CEO Michael Amalfitano told AIN 
on April 18. He said that “value” 
means production innovation, 
service and support, aircraft 
reliability and responsiveness to 
customers. Amalfitano pointed 
out that Embraer Executive Jets 
rated highest among business jet 
OEMs in “aircraft value for price 
paid” in the latest reader survey 
from AIN sister publication 
Business Jet Traveler, with 92 
percent of respondents saying 
its aircraft offer excellent or good 
value. As proof that the strategy 
can work, he cited MGM’s flight 
department, which traded in its 
fleet of “Brand X” airplanes late 
last year for two Embraer Lineage 
1000Es after being pitched on 
their value.

AIRBUS STUDYING  
BLUE EDGE BLADES
Airbus Helicopters is considering 
installing advanced Blue Edge 
rotor blades on the H225 
medium-lift helicopter, as well 
as on other helicopters in its 
portfolio. Currently, the Blue 
Edge blades are used on the 
H160 (formerly X4), which was 
launched at Heli-Expo 2015. 
The Blue Edge blades feature 
a double-swept rotor tip and 
reduce blade-vortex interaction 
that occurs when the blade 
interacts with the vortex caused 
by the blade ahead. Previous 
tests of Blue Edge blades on the 
EC155 have revealed that they 
can reduce noise by three to four 
decibels. The shape of the blades 
also improves fuel efficiency and 
boosts payload, Airbus said.

BIZAV VETERANS JOIN 
TAMARACK AEROSPACE
Tamarack Aerospace is bringing 
two veteran business aviation 
executives—Justin Ryan and 
Charlie Johnson—on board its 
senior leadership team. Ryan, 
who most recently was president 
of Honeywell Aerospace’s 
BendixKing, is taking the role 
of president of the company; 
Johnson, a former president 
and COO of Cessna, will lead 
business development. Founder 
Nick Guida remains CEO.

TRAFFIC UP AT  
LONDON OXFORD
London Oxford Airport has 
reported a significant uptick in 
larger private jets as it becomes 
one of the mainstream London 
airports for business aviation, 
especially for intercontinental 
visitors. The airport handles 
8,000 business aviation 
passengers a year, equating 
to some 5,700 flights, with 
the number of business jets 
weighing 40 metric tons (88,180 
pounds) or more having climbed 
by 37 percent last year, business 
development director James 
Dillon-Godfray told AIN. The 
number of jets with an mtow 
of less than eight metric tons 
(17,640 pounds) was up  
29 percent year-on-year, he 
added. Oxford is London’s 
number-six airport by business 
aviation movements.

ICAO SHINES LIGHT ON 
CYBER RISKS
The business aviation community 
needs to develop broad global 
strategies to guard against cyber 
threats, according to Stephen 
Creamer, director of ICAO’s Air 
Navigation Bureau. He noted 
that the issue has moved to the 
forefront for ICAO as machine-
to-machine interface becomes 
commonplace in aircraft and 
ATC communications. “We have 
to protect all of those systems,” 
he said. The issue has become 
so important that ICAO held 
its first Cyber Summit and 
Exhibition in Dubai last month 
to provide a venue for states, 
industry and other parties to map 
out a strategy.

DAHER LAUNCHES TBM 910
Daher unveiled the TBM 910 turboprop single at Sun 
’n’ Fun last month as the newest member of the TBM 
series, succeeding the TBM 900. The new model is 
priced at $3.919 million and incorporates the Garmin 
G1000NXi integrated flight deck, as well as cabin and 
safety enhancements. According to Daher, the TBM 
910 has the same range, performance and technical 
features as its predecessor.

The G1000NXi flight deck, a step up from the 
G1000 on the TBM 900, has faster processors that 
accelerate system boot-up and software loading, 
while also equipping the system to manage more 
data and maps, with visual approach procedures and 
overlays on the HSI. Improved cockpit connectivity 

allows wireless transfer of aviation databases from 
the Garmin Pilot app on a mobile device to the 
G1000NXi.

An enriched “feel” with the flight deck’s new 
keyboard joystick gives more accurate panning and 
fluid navigation on the multifunction display pages, 
Daher said. The TBM 910’s cabin has improved seat 
shapes and fittings identical to those on the $4.195 
million TBM 930.

The first TBM 910 was flown to Germany last 
month, where it made its international debut at Aero 
Friedrichshafen. It received EASA approval on March 
24, followed by FAA certification a week later. The first 
TBM 910 was scheduled for delivery last month. —C.T.

FAA AC on EFVS ops 
builds in ‘flexibility’
by Matt Thurber

After changing the rules to allow 
the use of enhanced flight vision 
systems (EFVS) instead of natu-
ral vision to descend below 100 
feet above touchdown zone ele-
vation (TDZE) then land and roll 
out, the FAA has published AC 
90-106A to explain how opera-
tors can use the new regulations. 
EFVS was first authorized in Jan-
uary 2004, allowing pilots to fly 
to 100 feet above TDZE using 
approved EFVS, typically infrared 
sensor-derived imagery projected 
on a head-up display (HUD). The 
pilot had to use natural vision to 
land and roll out.

The original rule offered a huge 
advantage for EFVS-equipped air-
planes as pilots could often land in 
poor weather using ordinary Cat 
I ILS approaches, without having 
to meet the complex training and 
equipage requirements for Cat II 
and III approaches. 

Performance-based Rule
The new rule makes EFVS equip-
ment even more valuable because 
it allows pilots to continue past 
100 feet to touchdown and roll-
out, flying the airplane but look-
ing through the HUD and seeing 

the approach lights and runway 
lights and markings as EFVS 
imagery. The new rule does not 
specify the type of sensor required 
in an EFVS, leaving it to industry 
to develop and certify new tech-
nology that may replace infrared 
sensors or use them in new ways, 
or married to other sensors that 
help the pilot see the runway and 
its environment.

While the old rule required a 
HUD, the new rule allows other 
types of image-delivery mech-
anisms, leaving the door open 
for new products such as wear-
able HUDs. Head-down displays 
(instrument panel displays) can-
not be used for EFVS operations, 
however, except that the copilot 
in a two-pilot aircraft can use a 
head-down display to monitor 
the pilot’s view through the HUD. 

According to the AC, “We 
have made every attempt to write 
EFVS regulations that are per-
formance based and not limited 
to a specific sensor technology. 
The regulations accommodate 
future growth in real-time sensor 
technologies used in most EFVSs 
and maximize the benefits of 
rapidly evolving instrument 

approach procedures (IAP) and 
advanced flight-deck technology 
to improve safety and access dur-
ing low-visibility operations.”

Approaches that meet the 
criteria for EFVS operations to 
touchdown and rollout include 
standard IAP or special IAP with 
a decision altitude (DA) for pre-
cision approaches, or decision 
height (DH) for approach pro-
cedures with vertical guidance.

EFVS operations are not per-
mitted for circling approaches, so 
pilots can’t use EFVS to view “an 
identifiable part of the airport” to 
descend below minimum descent 
altitude (MDA); they must use 
natural vision.

Operators might need specific 
approvals for EFVS operations. 
Part 91 operators are not required 
to obtain approval for operations 
to 100 feet above TDZE, but they 
will need approval—OpSpec, 
MSpec or letter of authorization 
(LOA)—for EFVS operations to 
touchdown and rollout. Com-
mercial operators need OpSpec, 
MSpec or LOA approval for both 
types (to 100 feet and rollout/
touchdown). 

An added benefit for com-
mercial operators is that they can 
receive approval for dispatching or 
releasing a flight with low takeoff 
minimums and “beginning or con-
tinuing an approach when the visi-
bility is reported to be less than the 
visibility minimums prescribed for 
the IAP to be flown.” o
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z Argus: North American Bizjet Flights Up
Business jet operations in the U.S., Caribbean and Canada 
were up by 4.6 percent in March, led by double-digit 
gains in the large-jet category, according to the latest 
Argus Business Aircraft Activity report. The report found 
a 10.1-percent jump in all large jet operations year-over-
year in March and a 22.5-percent surge in Part 135 large 
jet operations. Fractional large jet operations were up 15 
percent. Part 91 flights by large aircraft edged upward, but 
at 2.7 percent far short of the gains in charter and fractional 
operations. Midsize jets marked the second-largest gain 
of the month, up 5.9 percent. As with the large jets, the 
greatest increase came from Part 135 operators at 14.8 
percent. Light jet and turboprop operations also climbed, 
by 3.8 percent and 1.6 percent, respectively.

z Small Aircraft Exemption Expanded
The FAA has granted a two-year extension of NBAA’s 
Small Aircraft Exemption and removed limitations on 
the applicability to operations outside the U.S. The 
exemption, in place since 1972, permits NBAA members 
who operate piston-powered small aircraft and rotorcraft 
to take advantage of maintenance and cost-sharing 
options typically available only to operators of larger 
turbine aircraft (more than 12,500 pounds) under Part 91 
Subpart F. 

z Advent Nears eABS STC on PC-12
Advent Aircraft Systems anticipated receiving FAA STC 
approval last month for its eABS anti-skid braking system 
for the Pilatus PC-12, following completion of flight-tests 
of the system at Sanford Seacoast Regional Airport in 
Maine. During the FAA trials, stopping distances were 
reduced by an average of 24 percent, while landing rolls 
were shortened by an average of 26 percent, compared to 
the aircraft flight manual distances. In addition, maximum 
takeoff weight accelerate-stopping dropped by an 
average of 19 percent, Advent said. Pilatus authorized 
service center ProStar Aviation started the first installation 
of the eABS system on a PC-12 last month.

z Dassault’s FalconEye Certified on 8X
Dassault Aviation’s FalconEye combined vision system 
has received EASA and FAA certification aboard the 
Falcon 8X trijet. The head-up display (HUD) blends 
synthetic, database-driven terrain imaging and actual 
thermal and low-light camera images into a single view, 
improving situational awareness. Dassault partnered with 
Elbit Systems on FalconEye, which incorporates a fourth-
generation multi-sensor camera to present images in both 
the visible and infrared spectrums. 

z Sumwalt Takes Reins of NTSB
Robert Sumwalt has stepped back into the role of 
vice chairman and at the same time became acting 
chairman of the NTSB. On March 31, President Trump 
reappointed Sumwalt to a two-year term as vice chairman 
in conjunction with an announced intention to renominate 
Sumwalt to another five-year term on the board. Sumwalt 
immediately took over his new duties as vice chairman 
and acting chairman.

z European Bizav Traffic Up 8 Percent
The 67,231 business aviation departures reported in 
March in Europe equate to 8-percent growth year-over-
year, according to WingX’s latest monthly business 
aviation monitor. Turboprops and pistons had the 
strongest relative growth, WingX said, but business 
jets generated almost 60 percent of overall activity, 
with flights up by 6 percent year-over-year. Central 
Europe—specifically Germany, Austria and Switzerland—
experienced the strongest regional growth that month. 

NEWS BRIEFS Compiled by Chad Trautvetter

Signature departs SNA 
but vows to continue fight
by Kerry Lynch

Signature Flight Support ended its 
20-year tenure at John Wayne Air-
port (SNA) in Santa Ana, Calif., 
on March 31 but vowed to con-
tinue to fight for the leasehold 
there. The Orange County board 
of  supervisors in late February 
reaffirmed its decision to award 
the leasehold formerly held by Sig-
nature to ACI Jet. The board also 
reaffirmed a second leasehold to 
the other existing FBO on the air-
port, Atlantic Aviation.

In its decision to award to 
ACI Jet the lease that Signature 
had held for two decades, the 
board cited pricing concerns and 
a desire for a more local company. 
Signature, however, has accused 
the board of  illegal and unfair 
bidding processes and said it will 
continue its legal challenges. On 
March 29 the company filed for a 
writ of mandate with the Orange 
County Superior Court, as well as 
a Part 16 complaint with the FAA, 

to overturn the county’s decision.
In the meantime, Signature said 

it is working with them to ensure 
a smooth transition.

“Signature vehemently disagrees 
with the actions by the Orange 
County board to replace us…and we 
are continuing to pursue the rever-
sal of its actions in the appropriate 
legal venues,” said Signature senior 
vice president of sales and market-
ing Geoff Heck. “Nonetheless, the 
interests of our customers are best 
served by vacating the premises now 
and ensuring that they will continue 
to have access to the airport as part 
of an orderly transition.”

The location is ACI Jet’s fourth, 
joining facilities at smaller Califor-
nia airports in San Luis Obispo, 
Paso Robles and Oceano. 

ELITEJETS ACCEPTS MILESTONE 400TH EMBRAER PHENOM 300

Embraer Executive Jets handed over the 400th Phenom 
300 last month at its facility in Melbourne, Fla. The mile-
stone light jet went to EliteJets, a Naples, Fla.-based air 
charter firm that plans to start on-demand service this 
month. EliteJets also took delivery of another Phenom 
300, S/N 403, on the same day, bringing its all-Embraer 
fleet to four Phenom 300s and one Legacy 500.

“We are honored by EliteJets’ selection of Embraer 
aircraft and services to build its brand-new fleet. The 
Phenom 300 and the Legacy 500 deliver comfort, per-
formance and low operating costs,” said Embraer Exec-
utive Jets president and CEO Michael Amalfitano. “We 
are confident that the aircraft will deliver solid business 

performance to EliteJets.”
EliteJets founder and CEO Daniel Randolph—who 

made his fortune by founding, and later selling, Per-
sonalization Mall—told AIN that he decided to get into 
the air charter game after his personal experiences in 
flying charter. “Most charter outfits are using old air-
planes, and it’s outrageous what is being charged to 
fly on newer aircraft such as Phenom 300s,” he said. 
“We can do better.”

The first Phenom 300 rolled off the production line in 
December 2009, and the light jet has been the best-sell-
ing business aircraft for the past four years. All Phenoms 
are now being assembled at the Melbourne facility.—C.T.

Embraer Executive 
Jets president 
and CEO Michael 
Amalfitano, left, 
delivers the 400th 
Phenom 300 to 
EliteJets founder 
and CEO Daniel 
Randolph. 

CIRRUS TO RAMP UP SF50 PRODUCTION

Six Vision SF50 jets have been delivered to customers 
since the airplane was certified in October, and Cirrus Air-
craft anticipates receiving FAA production certification by 
the end of June, Gabriel Maestracci, regional director for 
Latin America, told AIN last month at Sun ’n’ Fun. “We 
should be able to crank up production this summer,” and 
by year-end deliver “between 40 and 50 jets,” she said. 
“Our goal is to deliver about 125 per year.” The company 
holds orders for almost 600 of the $1.96 million single-
engine jets, with current Cirrus piston owners account-
ing for about 75 percent of the total.

More than 80 are bound for Latin America, making 
Sun ’n’ Fun a prime spot for showcasing the jet. “This 
would be the Latin Oshkosh,” said Maestracci at the 
Whelen Demo Area, which was hosting Cirrus’s display 
of an SF50 cabin mockup.

One of Cirrus’s Latin customers, Manual Borreo of 
San Juan, Puerto Rico, SF50 position holder number 67, 
was with Maestracci. “I just flew the jet five weeks ago, 
and I really enjoyed the flight,” Borreo said. “It’s just like 
an SR22: easy to land. I was able to do it the first try.” 
His jet is scheduled for delivery next spring. For custom-
ers ordering jets today, anticipated delivery is four years 
hence, Maestracci said.

Customers get the keys to their jets at the new Cirrus 
Aircraft Vision Center at McGhee Tyson Airport (KTYS) in 
Knoxville, Tenn., typically arriving two weeks beforehand to 
undergo factory training and earn the required type rating. 
Cirrus is scheduled to receive a full-motion, level-D SF50 
simulator by year-end and will incorporate it into training 
early next year. A factory service center and administrative 
offices are also located at the Knoxville site. —J.W.
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z NetJets Earnings Up 19 Percent
Despite slightly lower aircraft sales, fractional provider 
NetJets’ pre-tax earnings were up by 19 percent last year, 
attributable “primarily to lower subcontracting expense 
and a decline in losses from aircraft impairments and 
dispositions, partly offset by increases in depreciation and 
restructuring charges and reduced aircraft sale margins,” 
parent company Berkshire Hathaway said in its recently 
released 2016 results. Last year, lower aircraft sales drove 
down revenue at NetJets by 2 percent year-over-year. 
However, it wasn’t that bad a year for sales, considering 
the significant gain in the prior year—Berkshire noted that 
NetJets’ aircraft sales in 2015 climbed by 50 percent over 
2014. Thus, the 2-percent decline reflects that it retained 
most of that higher sales level last year.

z FlightSafety G650 Sim Online at F’boro
FlightSafety International has started factory-authorized 
Gulfstream G650 pilot training at the Farnborough 
Airport learning center. The training is provided using 
the fifth FAA and EASA level-D-approved G650 simulator 
built by FlightSafety. The company has been the official 
factory-authorized training organization for Gulfstream 
for four decades.

z Biggin Hill Plans Construction Program
London Biggin Hill Airport has secured a £15 million 
($18.776 million) financing package from HSBC to fund a 
major infrastructure-improvement program. Site clearing 
has already begun for a 60,000-sq-ft hangar capable of 
storing up to six large business jets; a three-story office 
complex of 10,000 sq ft; and 1.6 acres more ramp space. 
Construction of an on-site four-star, 50-bed hotel has 
also begun. “Completing the deal with HSBC enables us 
to fulfill the next stage of our development strategy for 
further enhancing Biggin Hill’s reputation as the gateway 
to London, and the city for business aviation,” said Will 
Curtis, the airport’s managing director.

z HNA Moves To Build Genav Business
China’s HNA Group is expanding its reach in the general 
aviation market with a new investment organization 
that integrates an array of companies in the sector. 
The recently launched HNA General Aviation Group 
will operate a “comprehensive general aviation supply 
chain for private jets; helicopters; general aviation 
airports; airport construction and management; general 
aviation infrastructure investment; and general aviation 
training centers,” HNA said, adding that the organization 
will be the largest of its kind in China. HNA General 
Aviation Group builds on HNA’s existing reach in the 
aviation market in China: Hainan Airlines, Deer Jet and 
management of 13 airports across China.

z Egnos-aided Approach Lands in Germany
A NetJets Phenom 300 landed on Runway 27 at Bremen 
Airport on April 6 after shooting the first satellite-based 
augmentation system (SBAS) instrument approach 
in Germany, marking the first time that a “passenger 
aircraft” flew the Egnos-aided approach and landed in 
the country. The SBAS system for Europe is the European 
Geostationary Navigation Overlay Service (Egnos), 
which supplements GPS and other satellite navigation 
systems to provide position accuracy of one to three 
meters from GPS’s typical 10 to 20 meters. The SBAS 
approach at Bremen is an LPV-200 procedure with Cat I 
weather minimums of 200 feet (about 60 meters) decision 
height and half-mile visibility. NetJets has equipped the 
majority of its Europe-based fleet with Egnos receivers. 
Last year NetJets worked with DFS to test ground-based 
augmentation system (GBAS) approaches as part of the 
“Augmented Approaches to Land” project.

NEWS BRIEFS Compiled by Chad Trautvetter

Chao, Shuster research 
Canada’s ATC set-up 
by Bill Carey

U.S. Transportation Secretary 
Elaine Chao and House Transpor-
tation Committee Chairman Bill 
Shuster (R-Pa.) headed an Amer-
ican delegation that visited Can-
ada on March 30 and 31 to discuss 
that country’s air traffic control 
system. Nav Canada, a privatized 
air navigation service provider, is 
considered a model for an ATC 
system restructuring the Trump 
administration favors for the U.S.

In a statement provided to AIN, 
Transport Canada, the government 
regulatory agency that oversees the 
transportation sector, described the 
visit to Ottawa as a “fact-finding 
mission” by the U.S. delegation to 
gather information about Cana-
da’s transfer of ATC system own-
ership and management to Nav 

Canada. The latter organization 
became owner and operator of air 
navigation services in Canada in 
1996 when it purchased the system 
Transport Canada formerly oper-
ated for $1.5 billion.

Nav Canada is a non-share 
capital corporation governed by 
a 15-member board; it consists 
of four directors elected by the 
National Airlines Council of Can-
ada, four independent directors 
elected by the board, three direc-
tors elected by the government, 
two directors by employee unions, 
one director by the Canadian Busi-
ness Aviation Association and a 
CEO. Plans call for Nav Canada 
to acquire a controlling interest 
in the Aireon joint venture, which 
is deploying a worldwide aircraft 

tracking system hosted on new Irid-
ium Next satellites.

“The delegation was interested in 
learning more about Nav Canada, 
its operations pursuant to powers 
granted by the Civil Air Navigation 
Services Commercialization Act, 
and the transition process toward 
becoming a private, non-share cap-
ital corporation, working at arm’s 
length from the Government with 
the exclusive right in Canada to pro-
vide air navigation services,” Trans-
port Canada said.

“Canada was pleased to facili-
tate the meetings and to showcase 
its competencies in the operation 
of the civil air navigation system,” 
the statement added.

Last year, Shuster’s committee 
advanced legislation that would 
have created a new ATC entity in 
the U.S., separate of the Federal 
Aviation Administration. While 
the controversial proposal failed to 
win approval in the previous, 114th 
Congress, it received a boost in mid-
March when the Trump adminis-
tration released a federal budget 
blueprint calling for the creation 
of an “independent non-govern-
mental organization” to manage 
the nation’s ATC system.

Shuster has pledged to reintro-
duce the so-called ATC reform 
proposal as part of the next FAA 
reauthorization bill; the current 
one expires on September 30.

Meanwhile, business and gen-
eral aviation interests are stren-
uously opposing the proposal, 
fearing it will give airlines con-
trol over not only access to the 
national airspace system but also 
the cost of that access.

The U.S. Department of Trans-
portation did not issue a statement 
on the Canadian trip. 

EMBRAER HANDS OVER FIRST PHENOM 100EV

On March 31, Embraer Executive Jets delivered the first 
Phenom 100EV to an undisclosed U.S. customer. The 
100EV, announced last year at EAA AirVenture Oshkosh, 
is an upgraded Phenom 100 with a Prodigy Touch flight 
deck based on the Garmin G3000 and more powerful 
Pratt & Whitney Canada PW617F1-E engines.

The 100EV’s engines, with 1,730 pounds of thrust 
each, provide a cruise speed of 405 ktas and 15 percent 
more thrust at hot-and-high airports. Range is 1,178 nm 
with NBAA IFR reserves and four occupants. The flight 

deck is touchscreen-controlled, with larger HD displays, 
split-screen capability and weather radar.

The 100EV that left Embraer Executive Jets’ complex 
in Melbourne, Fla., in late March was one of six delivered 
from the facility that day, among them a pair of Phenom 
300s to EliteJets. Embraer Executive Aircraft managing 
director Phil Krull, who oversees the Phenom 100/300 and 
Legacy 450/500 assembly lines in Melbourne, expected 
the second Phenom 100EV to be handed over to Mexico-
based operator Across last month. —C.T.

The first Phenom 100EV left Embraer Executive Jets’ 
delivery center in Melbourne, Fla., on March 31. 
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U.S.-registered Business Jet and Turboprop Accidents/Incidents Worldwide
(Q1/2017 vs. Q1/2016)

Business jets Total Part 91 Part 91K Part 135 Public/Gov’t Mfr.
2017 2016 2017 2016 2017 2016 2017 2016 2017 2016 2017 2016

Total accidents 3 2 3 2 0 0 0 0 0 0 0 0

Nonfatal accidents 2   1 2 1 0 0 0 0 0 0 0 0

Fatal accidents 1   1 1   1 0 0 0 0 0 0 0 0

Fatalities 1  2 1 2 0 0 0 0 0 0 0 0

Incidents 8   10 6 5 0 3 2 2 0 0 0 0

Business turboprops
Total Part 91 Part 91K Part 135 Public/Gov’t Mfr.

2017 2016 2017 2016 2017 2016 2017 2016 2017 2016 2017 2016

Total accidents 9 8 6 6 0 0 3 2 0 0 0 0

Nonfatal accidents 8 7 5 5 0 0 3 2 0 0 0 0

Fatal accidents 1 1 1 1 0 0 0 0 0 0 0 0

Fatalities 2 7 2 7 0   0 0 0 0 0 0 0

Incidents 12 13 11 11 0 0 1 2 0 0 0 0
All data preliminary. Sources: FAA, NTSB, Aviation Safety Network, AIN research

Involving Non-U.S.-registered Business Jets/Turboprops 

Business jets
Total Private Charter Other* Unknown

2017 2016 2017 2016 2017 2016 2017 2016 2017 2016
Total accidents 4 1 2 1 1 0 1 0 0 0

Nonfatal accidents 4 1 2 1 1 0 1 0 0 0

Fatal accidents 0 0 0 0 0 0 0 0 0 0

Fatalities 0 0 0 0 0 0 0 0 0 0

Incidents 4 8 4 5 0 1 0 2 0 0

Business turboprops
Total Private Charter Other* Unknown

2017 2016 2017 2016 2017 2016 2017 2016 2017 2016

Total accidents 11 8 8 5 0 2 1 1 2 0

Nonfatal accidents 7 3 5 2 0 1 0 0 2 0

Fatal accidents 4 5 3 3 0 1 1 1 0 0

Fatalities 13 16 12 11 0 2 1 3 0 0

Incidents 2 1   1  1 0 0 1 0 0 0

*For example: ambulance, survey, ferry, training, testing, manufacturer, government (non-military) and head of state.

AIN tables show “incidents” 
as well as “accidents” to 
distinguish mishaps based 
on their degree of severity. 
Investigators often draw fine 
distinctions between the 
two events, but, typically, 
incidents result in minor or 
no damage and their inves-
tigations are sometimes 
delegated to local officials. 

Accidents are events that 
range from minor damage 
to destruction and/or inju-
ries. Also, some incidents 
ultimately get upgraded to 
accident status during the 
investigative process.  n

z G500 Readies for Service Entry
Gulfstream remains on pace for G500 certification and 
delivery this year, with five test aircraft now flying, one 
of them the fully outfitted testbed. Those aircraft have 
collectively accumulated 2,700 hours on 640 flights, 
Gulfstream said last month at ABACE 2017. “Development 
testing is complete; company testing is well under way, 
and FAA certification has started, putting us right on track 
for certification and customer deliveries later this year,” 
said Gulfstream president Mark Burns. The latest update 
follows the announcement last fall that the company was 
accelerating the G500 program from original plans for 
entry into service next year. The first flight-test aircraft 
alone has surpassed 1,000 flight hours, reaching Mach 
0.995 and 53,000 feet. 

z U.S. Customs Streamlining Inspections
A “radical” internal system modernization at U.S. Customs 
and Border Protection is speeding development of 
initiatives aimed at streamlining general aviation’s border 
inspection processes, according to CPB general aviation 
program manager Eric Rodriguez. Among the initiatives 
are an upgraded inspection worksheet that “walks the 
officer through specific points we want to touch, nothing 
more, nothing less,” and a channel for “systematic 
processing of enforcement actions” aimed at removing 
“port discretion” in assessing penalties, Rodriguez said. 
“Policy is based on regulations,” and inspections and 
enforcement actions should be spelled out and applied 
uniformly, he said. 

z Geneva Airpark Expands Clientele
Despite an overall decline in business aviation traffic at 
Geneva Airport, FBO Geneva Airpark reported an uptick 
in new clients and aircraft housed last year. The number 
of new clients jumped by 18 percent and the number of 
based aircraft was up by 6.4 percent, to 204, over the 
year. These gains came even though business aviation 
traffic at the airport dipped by 1.2 percent year-over-
year, the facility noted. Occupancy rate at Geneva Airpark 
averaged 93 percent, and the FBO averaged 17 aircraft 
movements per day. 

z FSF Releases Second Safety Toolkit
The Flight Safety Foundation has released its “Global 
Safety Information Project (GSIP) Year Two Report” and 
initial GSIP toolkits, which are intended to help aviation 
organizations develop their safety data-collection, 
-analysis and -sharing. The GSIP was launched in 
October 2014 to study how aviation safety data is used 
in the Pan America and Asia-Pacific regions, and to 
produce toolkits that can be used by aircraft operators 
around the world to mitigate risk through more effective 
safety-data collection, processing and sharing. The 
foundation believes that certain “underserved aviation 
industry sectors—for example, business aviation, charter/
on-demand carriers and helicopter operators—will benefit 
from information sharing and that existing practices likely 
will be translatable/adaptable by the other sectors without 
reinventing methods or safeguards.”

z ADS-B Demand Could Outstrip Capacity
Duncan Aviation estimates that roughly 6,000 of the 
business jets in its “core customer base” still need to be 
equipped with ADS-B out to meet the U.S. Jan. 1, 2020 
mandate. In fact, Duncan said that nearly 11,000 U.S.-
based turbine aircraft still need ADS-B, while the total 
number of all aircraft in the U.S. that require installation of 
the NextGen avionics is closer to 74,000. Duncan Aviation 
is thus urging business aircraft operators “to begin 
looking at their paths for compliance and schedule the 
work needed, and soon.”

NEWS BRIEFS Compiled by Chad Trautvetter Bizav turbine fatalities  
decline in first quarter
by Gordon Gilbert

In the first quarter of  this year 
turbine business airplane acci-
dents worldwide claimed the lives 
of  16 people compared with 25 in 
the same period last year, but the 
number of  nonfatal mishaps rose 
to 21 from 12. According to pre-
liminary data compiled by AIN, 
U.S.-registered jets were involved 
in one fatal accident in each of 
the first quarters, both occur-
ring under Part 91.There were 
no reported fatal crashes involv-
ing non-U.S.-registered business 
jets in the first quarters of  this 
year or last.

The first fatal jet accident of 
this year happened on March 
24 when a Cessna Citation 500 
being flown under IFR by a pri-
vate pilot, the sole person aboard, 
crashed while being radar vec-
tored for an approach to an 
airport that was not the flight-
planned destination. Weather was 

VMC at the time: 7:25 p.m. local. 
The pilot told controllers that he 
was requesting vectors because his 
autopilot was not working and he 
was “having steering problems.”  
When the jet was about 15 miles 
from the airport, radar and radio 
contact was lost.

Still under NTSB investiga-
tion was the only fatal crash of a 
business jet last year. On Jan. 18, 
2016, a U.S.-registered Citation 
525 on a Part 91 IFR flight broke 
up while maneuvering at altitude, 
killing the ATP-certified pilot and 
his passenger.

One N-registered business jet 
was involved in a serious nonfatal 
accident in the first three months 
of  this year. On January 16 at 
noon a Citation 525S hit a fence, 
trees and terrain following loss 
of  control on landing. The pri-
vate pilot received serious injuries 
and the airplane was destroyed 

by impact forces and fire. The jet 
was operating under Part 91 on an 
IFR flight plan in VMC.

A second mishap in the first 
quarter was classified by the 
NTSB as an accident because it 
resulted in “substantial” damage. 
On Jan. 2, 2017, a Hawker 800XP 
suffered a nose gear collapse dur-
ing the landing roll. The two ATP 
pilots were not injured. 

Fatalities Also Drop for 
Turboprops

Non-U.S.- and U.S.-registered 
business turboprop operations 
also improved their fatality record 
in the first quarter of  this year 
compared with the first three 
months of  2016. This year, one 
accident involving an N-registered 
propjet claimed two lives. In the 
same period last year, seven peo-
ple died in one crash. On January 
23 this year, at about 12:30 p.m. 
local in VMC, a Beechcraft King 
Air 300 was destroyed when it hit 
terrain during takeoff from Tuc-
son International Airport. The 
pilot and passenger were killed. 
An IFR flight plan was filed for 
the planned Part 91 operation.

Continues on page 48 u
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z London City Launches Broker Incentive
London City Airport’s Jet Centre has launched a charter 
broker incentive program to encourage new operators 
and travelers to use the airfield, which offers quick links to 
central London. The effort will reward those that introduce 
their clients to London City Airport (LCY) as a travel 
option. The airport said it wants to become “the gateway 
of choice for passengers arriving and leaving London.” 
The program will be in place all this year, awarding 
incentives for every flight that is placed through LCY.

z Chinese Plan Targets Genav Growth
The Chinese government is rolling out a two-year pilot 
project designed to expand general aviation across four 
regions. Announced in late March by the Civil Aviation 
Administration of China (CAAC), the plan seeks to improve 
efficiency, services and regulations in the Northeastern, 
Eastern, Northwest and Xinjiang regions. In the Northeast, 
officials will work to simplify the business license process, 
regulatory oversight for non-commercial activities and 
security requirements for general aviation airports. A 
general aviation service platform will be established in the 
Eastern region, while surveillance and service capabilities 
for low altitudes will be rolled out in the Northwest. And in 
the Xinjiang region, the plan hopes to bolster tourism by 
permitting air-tour operations over a 25-mile radius with 
CAAC authorization.

z Device Holds Promise for UPRT Training
A machine under development to treat neurological 
disorders might also hold promise for combating a 
recurring safety concern in the aviation community: 
aircraft upset prevention and recovery. ReNeuro 
Robotics, a Dallas-based neuro-engineering company, is 
working toward medical certification for a powered, three-
axis rotational device to assist with clinical treatment 
of traumatic brain injuries and other abnormalities. The 
device is capable of rotations around the roll, pitch and/or 
yaw axes, which enables it to recreate aircraft spins, stalls 
and other unusual flight attitudes with a much higher 
degree of accuracy than conventional ground-based, full-
motion simulators, the company said.

z Slots To Be Required for Bizav at CYYZ
Slots will temporarily be required for business and general 
aviation operators at Toronto Pearson International 
Airport (CYYZ) to accommodate an increase in aircraft 
operations and a runway rehabilitation project. Business 
and general aviation operators are required to book arrival 
and departure slots up to 48 hours before ETD or ETA. 
They will be valid one hour before and after the ETD or 
ETA, though operations are not permitted within the night-
time restricted operating hours between 12:30 a.m. and 
6:29 a.m. without prior permission. The rehabilitation 
of Runway 05/23 is scheduled from March 28 until May 
16, and then again between October 10 and November 
3. During these times, no arrival slots will be available 
between 3 p.m. and 7:59 p.m., but departure slots will still 
be assigned. 

z Jet Aviation Expands Support in Asia
Jet Aviation is expanding its support of Asia-Pacific 
operators. The company’s MRO facilities in Asia were 
approved by authorities in Singapore, Malaysia and 
Taiwan to support the G650, BBJ and ACJ319/320/321. 
The approvals cover Malaysia-registered G650s and 
Taiwan-registered G550/650s as well, and the company 
also recently secured G650 support approval from 
European and Hong Kong authorities. In November it will 
open a third hangar at Singapore Seletar Airport, where it 
operates an FBO.

NEWS BRIEFS Compiled by Chad Trautvetter

FAA forecasts growth, 
driven by turbine sector
by Kerry Lynch

The FAA is forecasting a mixed 
bag for general aviation through 
2037, with deliveries and opera-
tions of turbine aircraft projected 
to climb, but piston aircraft deliv-
eries and activity continuing to 
slide. In its annual 21-year fore-
cast, released in late March, the 
FAA estimates that the active U.S. 
general aviation fleet will grow at 
an average annual rate of 0.1 per-
cent, reaching 213,420 by 2037. 
This agency’s guess last year for 
fleet size in 2036 was 209,905.

While still projecting this mod-
est growth, the FAA scaled back 
its general aviation forecast for the 
second straight year. Last year, 

the agency predicted an average 
annual growth rate of 0.2 percent 
and in 2014 the projection was 
0.4 percent. The agency curbed 
its forecast, however, as deliver-
ies fell last year for the second 
straight year. Even so, the FAA 
believes turbine aircraft will pro-
pel the industry in the long term.

According to the agency, “The 
long-term outlook for general avi-
ation, driven by turbine aircraft 
activity, remains stable to favor-
able.” The small level of growth is 
anticipated as “increases in the tur-
bine, experimental and light-sport 
fleets offset declines in the fixed-
wing piston fleet.” The number 

of turbine business aircraft and 
helicopters is anticipated to grow 
by 14,700, for an annual average 
growth rate of 1.9 percent over 
the forecast period. Business jets 
in particular are expected to pro-
liferate by 2.3 percent each year, the 
FAA added, noting, “Growth in 
the U.S. GDP and corporate prof-
its is the catalyst for growth of the 
turbine fleet.”

But the fixed-wing piston air-
craft fleet is anticipated to shrink 
by 22,500 aircraft, for a 0.8 per-
cent per-year decline over the 
forecast period. “Unfavorable 
pilot demographics, the rising 
cost of  aircraft ownership, cou-
pled with new aircraft deliveries 
not keeping pace with retirements 
of  the aging fleet are driving the 
decline,” the FAA noted. The 
piston-fleet woes are anticipated 
to continue despite efforts such as 
the Part 23 rewrite and the new 
BasicMed medical option.

The light-sport category, rep-
resenting the smallest of  piston 
aircraft, is expected to continue 
exponential growth, expanding 
by 4.1 percent each year to 3,355 
in 2037, more than doubling the 
2015 fleet size.

As for operations, the FAA has 
a stronger outlook for the total 
active general aviation fleet, pro-
jecting that hours flown will climb 
by an average of 0.9 percent per 
year through 2037. The forecast 
for fixed-wing piston hours, antic-
ipated to drop by 0.8 percent per 
year, mirrors that for fleet growth.

However, a forecast 2.4-percent 
jump in turbine aircraft hours 
per year (including rotorcraft) is 
expected to counter the decline in 
piston activity. Business jets are 
expected to lead the jump, with 
hours flown predicted to rise at an 
annual average of 3 percent over 
the forecast period. “The large 
gains in jet hours result mainly 
from the growing size of  the 
business jet fleet, along with esti-
mated jumps in utilization rates,” 
the FAA said.

In concert with the decline of 
the piston fleet and operations, 
the FAA believes the number of 
general aviation pilots—excluding 
air transport pilots (ATPs)—will 
drop by 7,500 over the forecast 
period. The agency predicts the 
number of  private pilot certifi-
cates will decline at an average 
annual rate of  0.7 percent and 
commercial pilot certificates will 
drop an average of  0.6 percent 
each year over the next 21 years. 
This is despite forecast growth of 
student pilots of 0.4 percent each 
year. Many of those prospective 
pilots will be headed to the air-
lines, though, with the number 
of ATPs anticipated to grow by 
15,500, averaging 0.5 percent each 
year through 2037. o
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The business jet sector is expected to grow 
by 2.3 percent annually over the forecast 
period, offsetting declines in other sectors.

PIPER UNVEILS NEW INTERIOR,  
PROPELLER OPTIONS FOR M600

Piper announced a personalized 
interior/exterior package and an 
optional five-blade composite pro-
peller for the M600 turboprop sin-
gle at Sun ’n’ Fun last month. An 
aircraft with these enhancements 
was scheduled to go on a three-
month European tour, which will 
include a stop at EBACE this month.

Dubbed Expression, or EXP, the 
$22,500 interior/exterior option 
allows customers greater person-
alization of their aircraft, with cus-
tom ceiling bezels, leather-wrapped 
yokes and cockpit assist handles and 
different stitching color and patterns 
for seats, embroidered or embossed 
logos, customized threshold and 
cockpit plates and customer logos.

For the exterior, customers have 

a choice of predetermined or new 
paint schemes. The latter are avail-
able only on the M600 EXP and offer 
four design options applied with the 
customer’s choice of colors. The M600 
EXP also comes with a set of Tumi lug-
gage that matches the interior trim 
color selected for the aircraft.

Piper said the optional Hartz-
ell five-blade composite swept-tip 
propeller for the M600 cuts noise 
and vibration and enhances ramp 
appeal. Fifteen pounds lighter than 
the standard metal four-blader it 
replaces, the composite prop is 
already FAA certified.

After touring Europe, the aircraft 
will make stops in Africa and Asia 
before likely heading to Australia, 
according to Piper. —C.T.

The new optional Expression interior package for the Piper M600 has leather-
wrapped yokes, customized threshold and cockpit plates and custom paint schemes. 
The Garmin G3000 is changed from the original M600.
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AOPA questions NTSB 
probable cause findings
by Kerry Lynch

The Aircraft Owners and Pilots 
Association (AOPA) is urg-
ing the NTSB to undertake an 

internal review of its approach 
to general aviation accident 
reports, citing concerns that the 

agency is approving “specula-
tive” probable causes on little 
to no evidence.

“We remain concerned that 
the longstanding data-driven, 
facts-based standards continue 
to erode at the NTSB,” said 
AOPA senior vice president 
James Coon in a March 24 let-
ter to then NTSB acting chair-
man Bella Dinh-Zarr. “General 

aviation remains a safe form of 
travel…at substantially less risk 
than other modes, yet continues 
to get counterproductive scru-
tiny from the NTSB.”

The number of  automotive 
traffic fatalities is 7,500 percent 
greater than that for general 
aviation, and boating results in 
150 percent more deaths, Coon 
contended. “The industry is 

perplexed that general aviation 
remains on the Board’s top 10 list 
despite the enormous disparity 
in fatalities as compared to other 
modes of transportation.”

The AOPA letter escalates the 
concerns that the association’s 
Air Safety Institute and presi-
dent Mark Baker raised last fall 
to then-chairman and current 
Board member Christopher Hart.

Association executives 
pointed to references to the 
pilot’s “impairment or incapac-
itation due to an acute cardiac 
event” in the probable cause of 
a 2015 accident involving a Piper 
PA-46. AOPA noted that the 
Board included this even though 
the autopsy revealed no evidence 
of recent or old infarction.

Hart had acknowledged this 
in his previous response, but 
noted the autopsy of the pilot 
identified significant heart dis-
ease and that “a hyperacute 
infarction, occurring over only 
a few minutes, may cause acute 
symptoms and leave no evidence 
if  the victim dies traumatically.”

‘Speculative’ Findings
But Coon countered in the most 
recent letter that the lack of evi-
dence of a hyperacute infarction 
“clearly suggests the probable 
cause of the accident in question 
was and is purely speculative.” 
He added that this speculation 
appears “to be finding its way 
into the culture of the NTSB,” 
pointing to two more recent 
reports citing cardiovascular 
events without evidence. In one 
case, AOPA noted, the pilot had 
completed a checkup two days 
earlier and the physician docu-
mented no cardiovascular symp-
toms and found blood pressure 
“well controlled.”

In the earlier exchange, Hart 
had emphasized that the NTSB 
uses “all available factual infor-
mation identified in our inves-
tigation, including available 
operational evidence of human 
and aircraft performance, as 
well as the medical fitness of the 
pilot” in determining the prob-
able cause.

Coon responded that “when 
there is not definitive evidence to 
determine the probable cause of 
an accident, it should be accept-
able to make a ‘no determination 
of cause’ finding.” That would 
have been more accurate in all 
three of the accidents, he said.

“We hope the Board will 
work toward a more data-driven 
approach similar to that which 
the FAA has embraced.” An 
internal review could lead to 
such an approach, Coon said.

At press time the NTSB was 
preparing a response to the 
AOPA letter. 
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FAA opens door to jet ops at LNA
by Kerry Lynch

The FAA has deemed that busi-
ness jets can operate safely at 
Palm Beach County Park Air-
port (LNA) in Lantana, Fla., 
but whether that determination 
will lead to an overturn of the 
long-standing jet ban at LNA 
remains to be seen.

Issued on March 17, the 
determination stemmed from 
an informal Part 13 complaint 
filed in response to the long-
standing ban on jet operations 
at LNA. Former Eastern Air-
lines pilot Errol Forman filed a 
complaint after receiving warn-
ings for landing his Citation I/
SP at LNA. Forman argued that 
the ban violated airport grant 
assurance agreements and was 
discriminatory.

Palm Beach County officials 
have argued that the ban, put in 
place in 1973, was grandfathered 
under the Airport Noise and 
Capacity Act (Anca) of 1990.

In December, the FAA’s South-
ern Region Airports Division dis-
agreed, however, saying the ban 
isn’t necessarily grandfathered, 

since Palm Beach County had 
altered its regulations and imple-
mented new agreements involv-
ing the jet ban after Anca was 
adopted. “This restriction is 
not subject to the grandfather-
ing provision of  Anca and is 
being used to deny access to the 
airport in a manner that is not 
consistent with paragraph (a) of 
Grant Assurance 22,” the agency 
stated. But the agency also noted 
that the ban might be permitted 
if  it proved necessary for safety 
purposes, and agreed to con-
duct a study on the possibility 
for such operations.

In a March 17 letter, the 
agency revealed findings of that 
safety study, concluding “that 
permitting jet aircraft opera-
tions on Runway 9-27 will not 
affect safety or efficiency at 
LNA or surrounding airports.” 
But the county could continue to 
restrict jet operations from 3-21 
and 15-33 in compliance with its 
grant assurance agreements, the 
FAA added. Runway 9-27 is the 
longest of the three runways at 

3,489 feet, suitable for the CJ’s 
3,080-foot takeoff distance.

The letter further stipulates 
that the agency’s “conclusions 
do not obligate the county to 
alter its existing plans for LNA; 
the length of Runway 9-27, its 
design features, weather condi-
tions and federal regulations for 
aircraft operations may continue 
to reasonably restrict the type, 
kind and class of jet aircraft that 
may take off  and land.”

This language, said Alan 
Armstrong, an attorney rep-
resenting Forman in the case, 
appears to provide the county 
the leeway to continue restric-
tions on aircraft that cannot 
safely use the runway.

The FAA requested that the 
county “update information 
regarding its restriction on jet 
operations at LNA…within 60 
days.”

In response to the agency, 
though, Peter Kirsch, who rep-
resents the county in this case, 
told the FAA that “because the 
[March and December] letters 

resolve an informal complaint 
under 14 CFR Part 13, neither 
letter constitutes a formal or 
final agency order by the FAA 
and therefore, neither is a for-
mal directive from the agency to 
Palm Beach County with regard 
to enforcement of  the opera-
tional restriction.”

The county further had not 
yet received analysis support-
ing the agency determination, 
he said. “We do not understand 
how the agency expects Palm 
Beach County to practically fol-
low your recommendation to 
enforce the restriction on only 
two of the three runways with-
out real-time access to air traffic 
records on runway usage.”

The county will discuss the 
matter further, he said, but 

added, “We will assume that 
your letters are an informal 
recommendation.”

Forman, meanwhile, is wait-
ing for the county response before 
deciding on whether to pursue the 
matter further, said attorney Arm-
strong. But Forman expects that 
further legal action may be nec-
essary to overturn the ban, Arm-
strong added. o

NO TORQUED 
COLUMN THIS MONTH

John Goglia is mending after a car 
accident. We wish him a full and 
swift recovery and look forward to 
publishing his next column when 
he is up to writing it.

Jet operations at one of Lantana’s runways do not affect safety, the FAA determined; it 
remains unclear whether restrictions should remain in place at the other two. 
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EASA’s CS-23 rules 
take effect in August
by Kerry Lynch

The European Aviation Safety 
Agency released its “revolution-
ary” rewrite of CS-23 rules last 
month, laying the foundations 
for a performance-based, flexi-
ble approach to certifying small 
aircraft. The EASA rulemak-
ing comes four months after the 
FAA released its long-awaited 
comprehensive overhaul of Part 
23 regulations governing small-
aircraft certification. The rule-
makers worked closely with other 
international aviation regulators 
to take a global approach to stan-
dards setting for general aviation 
aircraft. The CS-23 rewrite is set 
to take effect August 15, timed 
close to when the U.S. counter-
part is set to go into effect.

Certification ‘Rethink’
Announcing the release of the 
EASA rule at Aero Friedrich-
shafen, EASA certification direc-
tor Trevor Woods said, “EASA 
CS-23 is new, smart and flexible, 
prepared with and for a safe, inno-
vative GA industry.” The rules, 
the agency added, remove design 
limitations for manufacturers, 
opening the way for innovation.

“This is a landmark day 
for the general aviation indus-
try,” said Pete Bunce, president 
and CEO of the General Avi-
ation Manufacturers Associa-
tion. “This rule is nothing less 
than a total rethink of how our 
industry can bring new piston, 
diesel, turboprop, light jet and 
hybrid and electric propulsion 
airplanes to market, as well as 
facilitate safety-enhancing mod-
ifications and upgrades to the 
existing fleet.”

Again similar to its U.S. coun-
terpart, CS-23 establishes design 
objectives without prescriptive 
rules. It also facilitates the use 
of international standards.

“It’s revolutionary,” added 
Ivo Boscarol, CEO of  Slove-
nian manufacturer Pipistrel, 

“which is why we have been an 
active supporter of  the CS-23 
initiative. Right now, we see tre-
mendous opportunities in elec-
tric and hybrid propulsion and 
increased automation. The new 
CS-23 will enable us to move at 
the pace of  these developments 
and more readily apply these 
innovations.”

The rule involved the 

collaboration of  not only the 
international regulators, but also 
industry, Bunce noted, adding, 
“It would not have been possible 
to reach this milestone without 
the dedication and tireless efforts 
of many in the industry and the 
EASA. This initiative is truly the 
poster child of future rulemak-
ing, with a cooperative, global 
approach between authorities 

and all relevant stakeholders.”
Flight Design president Mat-

thias Betsch agreed: “I am sure 
the result we see here today is 
a testament to what we can 
accomplish when government 
and industry work hand in hand 
to achieve a common goal. It 
might be the best example yet 
of  global cooperation between 
aviation authorities.” o

www.ainonline.com • May 2017 • Aviation International News 19

News Note
The U.S. Transportation Security 
Administration granted Ross 
Aviation’s FBO in Long Beach, 
Calif. (LGB), clearance for the 
DCA Access Standard Security 
Program that permits direct flights 
into Ronald Reagan Washington 
National Airport (DCA). The ap-
proval allows flights from Long 
Beach to file flight plans directly into 
what is the most convenient airport 
for accessing the U.S. capital.

“Our customers at LGB will be 
further served by the ability to fly 
directly from our location to DCA,” 
said Ross Aviation LGB general 
manager Greg McQueary.          n
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OLM

OLU

OMA

OPF

OSC

PAH

PHX

PIR

PNC

PNS

PPF

PRC

PSC

PTK1

PTK2

PTK3

PUW

PVU

PWA

RAP

RBW

RDM

ROG

RSW

SBM

SBN

SCR

SEM

SFB

SFF

SFM

SGF

SGT

SHV

SJT

SLC

SOW

SRQ

SSI

STL1

STL2

SUS1

SUS2

SUS3

SUS4

SWO

TBN

TDZ

TME

TOL

TRI

TUL

TXK

TYR

TYS

VLD

WDG

XNA

YIP
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REGULATIONS
The Global Regulatory 
Environment

Many of the regulatory changes inter-
national operators confront result from 
efforts to unify rules governing naviga-
tion procedures, onboard equipment and 
safety, as shaped by ICAO best practices 
and standards. In the keynote address, 
Stephen Creamer, director of  ICAO’s 
Air Navigation Bureau in Montreal, who 
described his job as “all about regula-
tion and the management of risk,” said 
the organization wants to “help manage 
with the right touch, and not be overly 
expensive or burdensome.” 

ICAO’s Global Aviation Naviga-
tion Plan (GANP) and Global Aviation 
Safety Plan (Gasp) continue evolving 
through the recurring Global Air Navi-
gation Industry Symposium (Ganis) and 
Safety and Air Navigation Implementa-
tion Symposium (Sanis), which “interact 

purposely,” said Creamer, a former FAA 
air traffic controller. “The safety plan is 
the core of ICAO’s purpose,” while the 
navigation piece “is to help people under-
stand how to develop air navigation pro-
grams that are effective and efficient.”

The next Ganis and Sanis are 

scheduled for December in Montreal, 
as ICAO readies for its 40th Assembly 
in 2019, when the next major revision 
of these plans will be adopted. Creamer 
urged attendees to get involved in the 
process. “You know how things can be 
better, how a procedure doesn’t work, 

and your input is something we want to 
facilitate in new ways. I need to under-
stand how I can help you, and give you 
advice on how you can help me.”

Flying the North Atlantic 
North Atlantic airspace, a hotspot of 
international operations, is one of  the 
regions undergoing the most dramatic 
regulatory and procedural changes, as 
Mitch Launius of Air Training Interna-
tional explained. In February last year 
the North Atlantic Minimum Naviga-
tion Performance Specifications airspace 
(NAT MNPS) was redesignated the NAT 
High Level Airspace (HLA), part of an 
effort to accommodate more aircraft (up 
to 13 overflying the same point at one 
time) traveling between North America 
and Europe. Under this change, oper-
ations on the Organized Track System 
(OTS) within the NAT HLA require 
CPDLC and ADS-C (together compos-
ing Fans-1/A).

Bizav operators need to rise to the 
tighter standards, Launius said. GA 
aircraft account for 5 percent of  North 
Atlantic traffic but 12 percent of  the 
gross navigational errors in the airspace. 
“We keep making the same mistakes 
over and over,” Launius said. Among 
the top: “Flying the flight plan instead 
of  the clearance.”

Late this year, Phase 2B trials of 
reduced lateral separation minimums 
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GANIS/SANIS will facilitate the planning of technical work 
for AN-Conf/13, and also the budget discussions leading up to A40

ICAO is hosting two symposia later this year to get operator feedback about changes coming to air navigation 
procedures, ahead of the triennial ICAO assembly in December 2019.

NBAA INTERNATIONAL  
OPERATORS CONFERENCE
by James Wynbrandt

The 44th annual NBAA International 
Operators Conference (IOC) drew 500 
corporate pilots, international flight 
ops specialists, and agency and gov-
ernment officials to Atlanta recently 
for an intensive review of procedural, 
safety and regulatory standards 
affecting global business aviation 
flight activity. The 28 presentations 
over the four full days covered top-
ics from coming equipage mandates 
to security threats and brought at 
least one important recent regulatory 
change to the community’s attention, 
all in the name of the IOC’s mission: 
“To ensure that international oper-
ators fly safely, securely, efficiently 
and legally.”

The premise is that everyone can 
contribute to the group’s tribal knowl-
edge, and IOC chair Craig Hanlon of 
DuPont Aviation urged attendees to 
“share your knowledge, share your 
passion” in his welcoming remarks. 
An updated NBAA event app facili-
tated that interchange, easing use of 
smart devices to pose questions and 
respond to audience surveys, while 
Scott Harrold of Signature Flight Sup-
port reprised his annual role as mas-
ter of ceremonies.

AIN Special Report
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Ask Jorge Colindres, chairman and founder of the 

Registry of Aruba, why someone should consider 

registering an aircraft in Aruba and he’ll tell you 

this: “Our clients are like family.”

But keep talking and you’ll learn 

that Aruba offers aircraft owners a 

host of benefits, including expedited 

registration, efficient tax planning, and 

a highly skilled team that’s available to 

them 24/7, 365 days per year.

Doing things  
differently
Since its inception, the Registry of Aruba has never 

accepted the status quo. Its original approach 

to business enables Colindres and his team 

to provide clients a level of service that other 

registries would be hard-pressed to match.

For starters, the Registry of Aruba was 

the first privately managed aircraft registry to 

form out of a public/private partnership with a 

government agency. Unlike many other offshore 

registries, which are traditionally managed by the 

country’s government, Aruba’s is maintained by a 

private team, while the nation’s Department of Civil 

Aviation oversees the country’s flight regulations 

and state’s responsibilities.

This business model means the registry’s 

customers are dealing with people, not a 

bureaucracy. There’s less red tape. The 

office is always open. And the registration 

process is streamlined to get owners in 

the air as quickly as possible.

“When we decided to start the registry, 

we wanted to run it like a private company. 

That means we are always available to 

customers. There are no bank holidays or national 

days off,” said Colindres. “This gives private jet 

owners access to a civil aviation registry system 

that is always on standby for them.”

Customers around the world say they 

appreciate that the registry’s availability isn’t 

limited by rigid business hours.

“Although the registry is based a great many 

time zones removed from us, this has never been 

an issue,” said Greg Turner, president and CEO 

of Prime Aviation JSC, a VIP charter operator 

established in 2005 and based in Almaty, 

Kazakhstan. “In fact, quite the opposite as many 

issues identified at the end of our working day are 

completely resolved by the next morning!”

Prioritizing with  
resale in mind
Located near the northwest corner of Venezuela, 

Aruba has long been praised for its strong 

economy, stable parliamentary democratic political 

system, and relatively low crime rates. The country 

has been part of the Kingdom of the Netherlands 

since 1815. In 1986, it obtained autonomous 

status. Today, Aruba controls and manages 

its own internal affairs while sharing external 

responsibilities and defense with the Kingdom.

The strong legal system and good standing 

of Aruba ensure that assets registered in the 

country, such as private jets and aircraft engines, 

maintain their value.

“You are in a premier venue,” said Colindres. 

“In other places, you might not have the same 

safeguards as in a developed country.”

Aruba’s registry is open to all corporate, 

private, and commercially operated jets with a 

Jorge Colindres 

The Sky Is No Longer the Limit
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maximum takeoff weight of 5,700 kg (12,566 

pounds) and turbine helicopters with a minimum 

MTOW of 1,000 kg (2,205 pounds). Regulatory 

requirements are based on ICAO’s standards, 

with private aircraft operating under AUA-OPS 

2 guidelines for general aviation. Commercially 

operated aircraft can be registered with an Aruban 

air operator certificate (AOC) under AUA-OPS 1 for 

Commercial Air Transport, or under a foreign AOC 

utilizing an ICAO Article 83 bis Agreement. AUA-

OPS 1 is applicable for both on-demand charter 

and traditional commercial operations.

Aruba is part of the Kingdom of the 

Netherlands but still an autonomous state and 

therefore does not fall under the jurisdiction of the 

European Aviation Safety Agency.

The Registry of Aruba was the first privately 

managed aircraft registration program 

rated Category 1 by the Federal Aviation 

Administration. Airplanes registered in Aruba are 

welcome anywhere.

“We have multiple agreements with other 

countries,” said Colindres. “Any jurisdiction will 

accept an Aruban plane.”

Boutique operations.  
Big thinking
The Registry of Aruba is owned by the Miami-based 

Aviation Registry Group LLLP, which also founded 

and owns the Aircraft Registry of San Marino (smar.

aero). The two registries are managed by different 

teams and operate independently of each other.

Since its 1995 launch, the Registry of Aruba 

has had roughly 500 clients register their aircraft 

with the agency. These include airliners, business 

jets, and several helicopters. About 160 aircraft 

are currently active, and that number is fine with 

Colindres and his team.

“We are a boutique registry,” he said. “Once you 

get too big, you become just another bureaucracy. 

We want to keep things streamlined so we can 

focus on keeping our clients’ planes in the air.”

The boutique business model hasn’t stopped the 

organization from thinking big. The Registry of Aruba 

helped establish Air Astana, the principal airline 

and flag carrier of the Republic of Kazakhstan in 

central Asia. In 2009, when all Kazakh airlines were 

removed from the European Union Air Safety List 

for failing to meet international safety standards, 

Air Astana was the only carrier allowed to fly into 

European airspace without restriction because the 

fleet was registered in Aruba. 

The Registry of Aruba also helped establish 

Qazaq Air, a subsidiary to Air Astana, and Qatar 

Airways, the state-owned flag carrier of Qatar.

“We are pioneers,” said Colindres. “Aruba’s 

always been known to think outside the box. Here 

at the registry, we have no box. Whatever the 

client needs, we will find a way to make it happen.”

Another innovation pioneered by Colindres 

and his team is registration through domicile. 

Aruba’s registry is one of the few to offer this 

model, which allows foreign legal corporate entities 

and trustees to appoint a local agent to serve as 

their representative. This enables clients to keep 

their existing company structures; it also assures 

complete anonymity to registrants. Registering an 

aircraft through domicile is straightforward—you 

simply have to elect a qualified local representative—

and does not create a taxable presence in Aruba.

This is just one of the cost-saving tax benefits 

Aruba offers. When everything is structured 

properly, registering an aircraft here can help 

owners avoid paying corporate income tax and 

taxes on dividend distributions that result from 

profitable aircraft activities. 

And while some countries charge up to 20 

percent of the aircraft’s value for bringing the 

asset across their borders, no importation tax 

applies to registering in Aruba. There is also 

no charge for the certificate of registration 

or approvals for all-weather operations, 

modifications, and repairs; other countries may 

charge several hundred dollars for each. 

Aruba also is a tax jurisdiction approved by 

the Organisation for Economic Co-operation 

and Development. There is no foreign exchange 

commission for international payments, and no 

withholding taxes are due on lease installments as 

long as certain conditions are met. 

To help clients structure their transactions 

for maximum tax benefits, the Registry of Aruba 

has teamed up with accountancy and financial-

planning group PricewaterhouseCoopers Aruba, 

which offers consulting services throughout the 

registration process.

Registering a jet in Aruba
The process of registering your jet in Aruba is 

similar to registering anywhere else, with a few 

major differences. Unlike other services, which may 

hand over a pile of papers and then disappear with 

no further instruction, Colindres’s team walks each 

client through the process of inspection, proof of 

ownership, and qualification of the flying crew.

“We’re there for clients every step of the 

way,” said Colindres.

The Sky Is No Longer the Limit
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Efficiency is the goal. While other registries 

may take as long as a month to get aircraft back in 

the air, the process here typically requires just four 

or five days and sometimes as little as 24 hours. 

That’s partly because Colindres’s team 

embraced technology early on. The registry was 

one of the first to incorporate digital tools like the 

Aircraft Registration Management System, or 

A.R.M.S., into its workflow. This system allows the 

registry to electronically manage all registered 

aircraft, operators, and documentation. 

Clients have access to their own A.R.M.S. 

portal and can easily view all current records, 

airspace approvals, and validations for each 

aircraft they manage. “Over the years, A.R.M.S. has 

become a great asset not only for us but for our 

operators as well,” said Colindres.

Flight-crew validations also are submitted 

and completed via A.R.M.S., which enables the 

registry to process requests in less than 24 

hours. Operators can submit a request in the 

morning and receive a certified true copy validation 

electronically by mid-afternoon. This allows them to 

fly the aircraft immediately for up to 15 days. The 

timeline can be extended for another 15 days if 

needed to give the original validation enough time 

to be couriered to the client.

The registry’s team is always looking for ways 

to improve A.R.M.S. and make the system more 

robust. It is currently working on a mobile app that 

will empower operators to manage registration 

deadline reminders. The Registry of Aruba also 

wants to give customers the power to submit 

application forms electronically.

But it’s not just technology that allows the 

Registry of Aruba to deliver such speedy service. 

In addition to a robust digital presence, the 

registry has a dozen highly skilled workers at its 

headquarters in Miami. 

It’s a family affair. Colindres’s son worked with the 

Registry of Aruba for years before being appointed 

to manage the San Marino registry’s team. His 

daughter, Alexandria Colindres, is the Registry of 

Aruba’s director of business development.

“I’m truly fortunate to not only love my job, but I 

get to enjoy doing it with some of the people I most 

love,” she said.

The registry also has a team in Aruba as well 

as a global network of aircraft inspectors. Most 

new clients can get their aircraft inspected at 

their base location, often within a matter of hours. 

The Registry of Aruba was also the first offshore 

aircraft registry to ratify the ICAO Cape Town 

Convention in 2010, which further streamlined the 

international registration process. 

Once an aircraft has been registered, Colindres 

said, his team’s goal is keeping it safe while in the air.

Bob Harris, the director of maintenance 

for one of the registry’s clients, who wished to 

remain anonymous, has worked with the registry 

for almost 15 years. He said the registry’s staff 

is quick to address any matters concerning the 

client’s two Boeing 747SPs.

“The Registry of Aruba has always responded 

quickly to help us work through issues concerning 

maintenance or flight operations,” he said. “The staff 

is very knowledgeable and friendly. They’re extremely 

professional and customer oriented.” 

Other clients said the same.

“We always get fast response regarding 

operational matters such as performing annual 

continuing airworthiness inspections, issuing 

pilot validations for our crews, or if we have 

any questions about regulations,” said Alexey 

Mikhaylov of Russian Orion-X Ltd.

In addition, the registry has earned an 

endorsement from training organization 

FlightSafety International. “FlightSafety is pleased 

to serve owners and operators of business aircraft 

based in Aruba. The staff and management team 

of The Registry of Aruba share our commitment to 

providing the highest quality service and outstanding 

support,” said Bruce Whitman, chairman, president 

and CEO, FlightSafety International.

As it happens, the Registry of Aruba was also 

featured in the book Avenger by bestselling author 

Frederick Forsyth.

“We have to do It better.”
It was Wayne J. Hilmer, chairman of Omni 

International, one of the largest aircraft sales 

and leasing companies in the world, who urged 

Colindres to start the Registry of Aruba.

The two met in Miami while Colindres was an 

attaché in service of the Honduran navy. At the 

time, there were only two other reputable aircraft 

registries, Bermuda and the Cayman Islands, 

catering to the VIP aircraft market. Hilmer urged 

Colindres, who had managed a shipping registry 

when he was younger, to start the Registry of 

Aruba and find a way to differentiate its services 

from those of the competition.

“Wayne always called me ‘Chief,’” said Colindres. 

“He told me this: ‘Remember, Chief, everyone does 

what we’re doing, but we have to do it better.’”

That has been his motivation for every 

decision regarding the registry: running it like a 

private business, embracing technology, offering 

registration by domicile, etc. Every move he makes 

has been in the name of doing things better for the 

client, just like Hilmer suggested.

That approach has earned Colindres a 

place on the wall of honor at the National Air 

and Space Museum in the U.S. for his role in 

developing the registry.

“Wayne was and is very much a mentor to 

my father,” said Alexandria Colindres. “My dad 

constantly lectures us at the office on the things 

Wayne taught him.”

Today, the two aviation pioneers remain  

good friends. 
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(RLatSM; a half-degree versus one-
degree of  latitude) in NAT HLA are 
expected to begin, expanding RL at SM’s 
use beyond the OTS’s three core tracks, 
and requiring Fans-1/A in the entire NAT 
region from FL350 to FL390 inclusive. 

When Phase 2B is completed (expected 
by next April), Performance-based Com-
munication and Surveillance (PBCS) will 
be fully implemented, and only aircraft 
filed with Fans and PBCS designators 
(RSP 180, RCP 240) will be allowed in 
reduced separation areas. Phase 2C will 
take effect on Jan. 30, 2020, requiring 
Fans-1/A in all NAT region airspace at 
FL290 and above. These requirements 
won’t apply if  surveillance by radar or 
ADS-B is available (the “Blue Spruce 
Routes”), or above 80 degrees North, or 
within NY Oceanic East FIR until FAA 
regulations are updated.

Operations in Europe
As the primary international destination 
for North American aircrews and one 
of the most dynamic operating environ-
ments, Europe, and its procedures and 
regulations, received particular attention 
during the conference.

SAFA
Pilots regard SAFA (Safety Assessment 
of Foreign Aircraft) ramp checks “like the 
plague,” said Executive Jet Management’s 

chief  pilot Scott Mischo, acknowledging 
that his own company was unknowingly 
in arrears in responding to 40 Category 1 
SAFA findings before deciding to tackle 
the check challenge proactively. Among 
his check tips: Have answers for each 
of  the 53 specific items covered in the 
inspections, but “answer only the ques-
tion asked.” Also, “Tidy up the cockpit” 
beforehand.” The inspection is supposed 
to take only 30 minutes, but in reality it’s 
“probably an hour,” Mischo added.

Medical Certificates
Asked in the Q&A how SAFA inspectors 
would deal with an FAA first-class med-
ical that is valid in the U.S. until month’s 
end but is beyond the six-month period 
ICAO recognized, Chapeau said, “You 
won’t like my answer: If  the medical has 
expired, that means you can’t fly any 
more, so it could be a Category 3 [Major] 

finding.” Offered another panelist: “If  
you don’t want an argument, get a first-
class medical every six months.”

Brexit
Uncertainty about the impact of  the 
UK’s departure from the EU is unlikely 
to dissipate soon, panelists agreed in the 
European Operations Overview session. 
Negotiations on leaving the EU, which 
were scheduled to begin in March, will 
be conducted over two years and set the 
terms of the UK’s departure. Among the 
questions: What will Brexit mean for the 
European Common Aviation Area, and 
the Single European Sky agreements? 

Will the UK forge a bilateral agreement 
with the EU as Switzerland has, or seek 
European Economic Area membership, 
as Norway has? And how will it affect 
an operator who imported an aircraft 
into the EU via the UK, as one attendee 
asked? “The final answer,” said Adam 
Hartley, a manager at Universal Weather 
and Aviation: “Nobody knows.”

GETTING ‘THERE’
Round-the-World Flight 
The eight Regional Reviews covered air-
space regulations, airports, ground han-
dling notes and much more, over the 
framework of a near globe-girdling route: 
São Paulo, Brazil (SBGR); La Paz, Bolivia 
(SLLP); Bogota, Colombia (SKBO); 
Cusco, Peru (SPZO); Toluca, Mexico 
(MMTO); Havana, Cuba (MUHA); 
Nassau, Bahamas (MYNN); Hamil-
ton, Bermuda (TXKF); Reykjavik, Ice-
land (BIKF); Newburgh, N.Y. (KSWF); 
Beijing (ZBAA); Moscow (Vnukovo; 
UUWW); Tokyo Narita (RJAA); Hong 
Kong (VHHH); Singapore (WSSS); Delhi 
(VIDP); Dubai International (OMDB); 
Amman (OJAM); Tel Aviv (LLBG); Cairo 
(HECA); Mwanza, Tanzania (HTMW); 
Windhoek, Namibia (FYWH); Abuja, 
Nigeria (DNAA); Athens (LGAV); Rome 
(LIRA); and London Stansted (EGSS).

Among the myriad expert tips and 
guidelines proffered for the challenges 
of operating internationally, one recur-
ring bit of advice appeared to have global 
application. “Patience is one of the key 
things I will tell you to have a little more 
of,” said Sender Melendez of World Fuel 
Services in the Latin America Regional 
Review. Echoed Patrick Dunn, aviation 
manager and chief pilot for a Fortune 100 
company, via FaceTime from Singapore 
during the Asia briefing, “Be flexible, and 
be very patient.”

En Route Weather
Morning weather briefings reviewed per-
tinent weather patterns for the portion of 
the route covered in the day’s regional pre-
sentations. The journey’s starting point 
in São Paulo and route through tropi-
cal latitudes put Day One’s focus on the 
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MEL/MMEL ISSUE CATCHES BIZAV OFF GUARD 

Many attendees were caught by sur-
prise when Laurent Chapeau, head 
of the Ramp Inspection Office of 
the French Safety Oversight Author-
ity (DGAC), which administers SAFA 
checks in France, said that U.S. Part 
91 operators now require a Minimum 
Equipment List (MEL) in Europe.

Under an EASA interpretation of 
ICAO guidelines, he said, a manu-
facturer’s aircraft model Master MEL 
(MMEL) approved by the FAA under 
a Letter of Authorization (LOA DO95) 
no longer suffices. Instead, Part 91 
twin turboprop and turbine operators 
must have a MEL approved under 
LOA D195 for that specific aircraft, 
as the EASA has concluded that LOA 
DO95 doesn’t provide the oversight or 
approval process required for a valid 
MEL under ICAO’s guidelines. “The 
regulation is now clearly written from 
November,” Chapeau said, alluding to 
last year’s change to Annex 6 Part 2. 

Chapeau added that his agency 
has noted a lack of compliance “dur-
ing ramp inspections in the last few 
months.” In some cases inspec-
tors “did raise Category 2 findings,” 
which represent a significant impact on 
safety and require operators to take 
follow-up preventive action. 

FAA Flight Standards was report-
edly already developing compliance 
paths for affected U.S. operators, but 

in the days after the IOC several “con-
versations” involving FAA, EASA and 
ICAO officials took place regarding 
the issue, said Doug Carr, NBAA vice 
president for regulatory and interna-
tional affairs. “At this point, we do not 
believe that the U.S. has filed a dif-
ference with ICAO on this standard,” 
Carr said. “We are working directly 
with the EASA and the FAA to fully 
understand the implications of this 
recently shared interpretation. We 
believe that the technical differences 
between the issuance of a D095 and 
a D195 do not materially change the 
risk assessment.”

Carr said that since the IOC event 
“many operators” have called NBAA 
for guidance regarding planned flights 
to Europe. “The only clear answer 
today is that D195 does meet ICAO 
standards and would be acceptable 
during a SAFA check,” he said, adding 
that he is “resistant to telling several 
thousand operators to rush to their 
nearest FSDO to begin the applica-
tion. I’m hopeful that we can work with 
the FAA, EASA and DGAC to resolve 
the interpretive differences on this 
ICAO standard and hopefully look to, 
perhaps, some changes to D095 as a 
preferred pathway.”

The U.S. is the sole ICAO signa-
tory country that allows operators to 
use an MMEL as an MEL. 

SAFA ramp inspections turn up such details as foreign 
objects. Preparation is key.

Nassau, Bahamas, was one of several stops on this year’s round-the-world flight. FBOs and flight planners are 
a good resource for travelers, as they are familiar with local customs and expectations.
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Inter Tropical Convergence Zone (ITCZ) 
and the danger of high-altitude ice-crys-
tal icing (HAICI). Distinct from airframe 
icing seen at lower altitudes, HAICI forms 
and accumulates within jet engines, caus-
ing power loss or engine failure. A cou-
ple of  hundred such events have been 
reported over the past two decades, said 
Evo Jet Services meteorologist Mike Wit-
tman, and pilots need to be aware of the 
hazard “when operating in thick, moist, 
convective tropical air masses.”

These conditions can produce tem-
peratures significantly above standard 
at altitudes of 50,000 to 60,000 feet, and 
they are a particular hazard for transoce-
anic flights in these latitudes. As Brad-
ley Crosier of FlightSafety International 
noted in a subsequent brief  on oceanic 
convection, for reasons unknown light-
ning doesn’t occur often over oceans. 
(The electrification of storms is poorly 
understood.) Moreover, the attenuation 
from moisture renders radar incapable of 
accurately depicting the conditions, mak-
ing avoiding these storms at night impos-
sible, Wittman said. “No indicators will 
help us determine if  we’re loading up with 
crystalized icing, until power fluctuation 
or total engine failure occurs.” 

Monitor temperature probes and air-
speed indicators for indications of icing, 
such as erroneous numbers, Wittman 
advised. Slightly vary throttle settings 
every few minutes at cruise to help avoid 
accumulation of  ice on the core of  the 
motor. NOAA’s new GOES-16 weather 
satellite becomes operational this Novem-
ber, and will provide water vapor, ice, and 
other data previously unavailable to avia-
tion weather forecasters, making it “easier 
for meteorologists to help plan routes and 
avoid” HAICI conditions, Wittman said.

Regional Reviews
Over the four days, presenters in the 
regional reviews provided a catalog of 
regulatory and procedural changes, pit-
falls and gotchas illustrating the wide 
spectrum of challenges and rules inter-
national operators must keep in mind. 
Among them:

Brazil requires some documents to be 
submitted in Portuguese. Within the last 
year, two aircraft entering the country 

through Manaus were detained for non-
compliance with this rule, one for two 
days, another for a week, facing “the 
threat of a fine close to the value of the 
airplane,” said BJ Ferro, a senior demon-
stration captain for Bombardier Business 
Aircraft. “Expect lengthy delays if  paper-
work is not what it’s expected to be.”

Mexico began imposing “extraordi-
nary” fees for immigration services deliv-
ered off  site or outside normal working 
hours in January last year, and as of 
last November a fee of  15 pesos per 
kilo for disposing of  catering leftovers. 
Moreover, every pet on an aircraft fly-
ing from the U.S. to Mexico must now 
have a deworming certificate, not older 
than six months, according to Manuel 
Romero Vargas of  Mexico’s Manny Avi-
ation. “It’s not a joke; it’s an additional 
requirement,” he said.

If  planning to fly to Central Amer-
ica, file your flight plan well in advance. 
Since February Cenamer, Central Ameri-
ca’s ATC authority, has been telling oper-
ators that flight plans filed within 48 
hours of intended departures haven’t been 
received, reported Keith Dixon of World 
Fuel Services.

Also in February, airports in Russia 
began changing altimeter settings to QNH 
from QFE “little by little,” said Susan Pot-
ter, an international captain with Deere. 
During this transition she recommends 
repeating “QFE” along with the altimeter 
setting to ensure using the proper setting.

In Hong Kong private jet movements 
fell 24 percent in the last year as a new 

system (allowing just five slots per day 
for general aviation) was being instituted, 
requiring approvals for both arrivals and 
departures. Recently a crew, upon call-
ing for a clearance, was informed it had 
no departure slot, and the next one avail-
able was seven days hence. “They got out 
three or four days later,” Dunn said in his 
FaceTime brief.

Under recently adopted rules in Indo-
nesia, as of last October foreign-registered 
aircraft are prohibited from flying domes-
tic routes, and can make only one stop in 
the country, Dunn continued. The rule 
isn’t being enforced, “but it hasn’t been 
rescinded,” he said. “Political issues drive 
this rule and it may be enforced tomorrow.”

Cuba
Reflecting intense operator interest, Cuba 
received a session of its own this IOC. 
The 12 categories of traveler that the U.S. 
Treasury’s Office of Foreign Assets Con-
trol (OFAC) approves remains unchanged, 
but operators are no longer restricted to 
using one of 22 CBP-approved U.S. AOEs 
for departures and arrivals, Sneider Melen-
dez of World Fuel Services reported. As of 
March last year, any U.S. airport in com-
pliance with standard entry and exit proto-
cols is useable, but flights must go directly 
to Cuba, and from Cuba back to the U.S. 
Melendez noted that while OFAC’s rules 
are clear, Cuba’s interpretation of them 
“changes daily,” complicating operators’ 
planning and operations. 

Bring $400 to $500 per person per day 
for expenses. Keep a copy of hotel reserva-
tions and confirmation numbers (it’s com-
mon for hotels to lose vouchers), and a 
photocopy of your passport’s photo page 
with you at all times. Communication with 
the outside world from the island has 
improved. Last year AT&T began offer-
ing cellular service in Cuba (joining Veri-
zon). Wi-Fi is available in most hotels but 
requires buying an access card. Download 
or use offline maps for terrestrial naviga-
tion and “go with a driver who knows 
where he’s going,” said Melendez.

U.S. Customs Procedures
Returning to the U.S. and complying 
with U.S. Customs and Border Protec-
tion (CBP) procedures is among the 
challenges of operating internationally. 
“We seem to be the finish line,” said Eric 

Rodriguez, CBP’s GA program manager. 
“You jump through a lot of hoops, endure 
challenges, and then you get to us.” Rodri-
guez has been directing efforts to create 
a standardized border clearance process 
for general aviation that’s “fast, reliable, 
reasonable and responsible,” as he told 
attendees in his latest IOC appearance. A 
recent “radical” internal system modern-
ization is accelerating those efforts, Rodri-
guez reported. “The way we operated in 
the 1980s and ’90s, we were still doing 
until six months ago.”

CBP’s GA initiatives include an 
upgraded, systemized inspection work-
sheet that “walks the officer through spe-
cific points we want to touch on, nothing 
more, nothing less,” and a channel for 
“systematic processing of  enforcement 
actions” aimed at removing “port dis-
cretion” in assessing penalties, Rodriguez 
said. “Policy is based on regulations,” 
and inspections and enforcement actions 
should be spelled out and applied uni-
formly, he said. 

The office is also completing a new 
General Aviation Operators Guide 
aligned with the agency’s internal man-
uals, “so your guide, or electronic copy 
in your tablet will be consistent with the 
internal guidance the officer has.” Rodri-
guez stressed these initiatives rely on 
operators’ compliance with all reporting 
requirements, and urged IOC attendees to 
ensure that what shows up on the ramp 
when they arrive at customs for inspection 
“is exactly what you told us to expect.”

SAFETY AND 
SECURITY
International Ops Security
Security is a major concern when travel-
ing internationally, and the issues are not 
only physical safety on the ground and 
cyber security in the air but now over-
flight considerations when trip planning 
as well. The threats can be difficult to 
identify. In the wake of the 2014 down-
ing of Flight MH17 over Ukraine, ICAO 
created a Conflict Zone Information 
Repository to identify airspace where 
operations are at potential risk from the 
spillover of conflicts on the ground, Ste-
phen Creamer, director of  ICAO’s Air 
Navigation Bureau in Montreal, noted 
in his address. Since then “different polit-
ical perspectives” among member states 
have rendered the organization “unable 
to provide a common global assessment 
of risk” for aviation operations, he said. 

However, he reported that a survey 
conducted in January by ICAO, IATA, 
IBAC and ACI concluded that appropri-
ate information on risks to civil aviation 
is available through “multiple corpo-
rate” channels that “do not depend on 
the political apparatus in one state.” 
Creamer added, “Even in the U.S., warn-
ings might not be as timely as we’d like 
to see,” because of the “diplomatic ram-
ifications” of publishing them. 

Countering that last notion, Elliot 
Fertik of the U.S. Department of State 
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Icing often takes center stage, but presenters also provided information about the Inter Tropical Convergence 
Zone, where the trade winds of North and South America meet, an area characterized by violent thunderstorms.

Some restrictions on travel to Cuba from the U.S. have loosened, but complications remain. According to one 
operator, travelers should be prepared for ever-changing interpretations of the regulations. 	 Continues on page 24 u 
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said in prepared remarks on threat sta-
tus, “If  we know something, you know 
something. If  we have information of a 
potential threat, distributed in the offi-
cial government community, it’s given to 
private citizens. Bilateral relations don’t 
affect these warnings.”

For updates on the security status of 
individual countries, Mark McIntyre, 
a pilot for Mente who frequently oper-
ates in Africa, recommends contacting 
the regional security officer at the U.S. 
embassy when flight planning. Also get 
the phone number of Marine Post One 
(the security center of  every embassy) 
and after-hours contact information in 
the event you end up on the ground in a 
trouble spot and need help.

If  you must operate in a conflict zone, 
here’s how one African air ambulance 
does it. “We have someone on the ground 
and call 15 minutes out. If  we don’t hear 
gunshots, we land. If  we hear gunshots 
while we’re on the ground, we leave.”

But though aircraft and airport secu-
rity are a focus of  international opera-
tions, almost two-thirds (64 percent) of 
attacks that occur while traveling hap-
pen in or around travelers’ automobiles, 
said Nathan Foy, CEO of  limousine 
service Fortis Riders, in a session on 
ground transportation security. Answers 
to two questions define one’s vulnerabil-
ity, Foy said: “Who is driving; and can 
they be trusted?”

No government agency licenses chauf-
feurs, and many limousine companies 
conduct no background checks, making 
careful vetting of ground transportation 
providers both essential and challeng-
ing. Get the driver’s photo and mobile 
phone number in advance, Foy advised. 
“You can’t assume it’s the right person 
because your name is on a board.” Ensure 
all elements of the ground ops meet your 
approval. “Are the tires properly inflated? 
Does the driver know the route and 
potential traffic snarls? They should have 
thought through the ride for the day and 
be able to answer confidently.”

Medical Issues
“We have a way to check our health sta-
tus every six months,” said Dr. Paulo M. 
Alves, Medaire’s vice president for avi-
ation and marine health, referencing 

first-class medical exams while addressing 
medical fitness for duty. “But most prob-
lems happen unplanned.” That fact was 
driven home this IOC with the announce-
ment that a scheduled speaker was absent 
because of  a kidney stone attack after 
arriving in Atlanta.

This year the perennial topic of fitness 
for duty focused on corporate policies 
and liability. Only five of 50 companies 
in a recent survey had fitness-for-duty 
policies, according to research cited by 
Medaire director Debbi Laux. Among 
those that do, the policies contain “too 
many gray areas,” said Gary Dietz of 

AT&T. His own company is now “redefin-
ing what are the clear expectations for our 
flight attendants,” in part to create fitness-
for-duty standards. “It’s not how well you 
prepare food; it’s your understanding of 
the job. As far as fit for duty,” Dietz con-
tinued, “they need to lift a 50-pound life 
raft. I can’t say you’re too old for the job 
[or] HR and legal are calling me. So how 
do we help them stay on as long as pos-
sible as long as they can do their job?” 
His advice: “Become friends with HR and 
legal. I’m in the process of  doing that, 
and we’ll work it into the flight manuals, 
and make sure our policies align with HR 
and legal department policies, so every 
crewmember clearly understands the 
expectations, when to self-report health 
issues, and knows we’re here to help them 
maintain a long career.” 

Pilots and operators, meanwhile, must 
also be aware of their reporting require-
ments for unfit passengers. “From a civil 
liability standpoint, if  you’re carrying a 
sick passenger and something happens to 
them, you could be negligent as a pilot 
or the company could be found liable in 
a civil suit,” said Jason Maddux, an avi-
ation attorney with Garofalo Goerlich 
Hainbach. “To protect yourself, have pro-
cedures in place.”

Panelists presented several real-life 
examples to demonstrate the point, with 
Maddux weighing in on liability impli-
cations. In one, a cabin attendant on a 

Part 91 aircraft injured her wrist while 
prepping for the flight back to the U.S., 
leaving her unable to perform evacuation 
duties. After the company consulted its 
medical assistance provider about treat-
ing the injury, a company maintenance 
tech familiar with the onboard equipment 
was tapped to join the flight and handle 
the duties as necessary, under the cabin 
attendant’s instructions.

“I would say they did it right in the 
legal sense,” Maddux said, noting the 
cabin attendant wasn’t a required crew-
member, the company had followed an 
established procedure, and had a backup 
plan for performing duties on the flight. 
Whether briefing a passenger to take over 
in the absence of an augmented crewmem-
ber would suffice from a legal perspective, 
he said, “As a guard against civil liabilities? 
Probably not.”

Polar Routes
Cosmic radiation is getting more atten-
tion as ultra-long-range jets open routes 
across polar regions (above 78 degrees 
of latitude), where radiation levels are 
higher than in mid-latitude and equato-
rial regions. Since his company acquired 
a G650, John Gale, international cap-
tain for a Northeast-based Fortune 500, 
has made three flights to China, mimick-
ing the Newburgh, N.Y.-Beijing leg of the 
IOC’s flight itinerary. Going polar saves 
time (12.6 hours versus 14.4 hours total) 
and money, “a focus of all our operations,” 
Gale said, but presents “significant disad-
vantages.” He cited unpredictable major 
weather events, and few equal time points 
(ETPs) and alternates for emergencies, in 
addition to radiation concerns. 

Cosmic radiation is measured in 
Sieverts (Sv), millisieverts (mSv) and 
microsieverts (uSv). The average annual 
human exposure to radiation is 2.4 mSv 
(a chest or dental X-ray delivers about 
0.04 mSv), while cosmic radiation expo-
sure for aircrews ranges from an estimated 
0.2 to 5 mSv, and averages 3.07 mSv, per 
year. Given aircrews’ elevated exposure, 
the U.S. government classifies them as 
radiological workers, but there are no 
regulations on limits. The International 
Commission on Radiological Protection 
(ICRP) and the FAA recommend crew-
members limit their dosages to an annual 
average of 20 mSv over a five-year period, 
and no more than 50 mSv in any single 
year. Pregnant crewmembers should limit 
exposure to 1.0 mSv, and no more than 0.5 
mSv in any single month.

Galactic cosmic radiation exposures for 
people on flights between any two airports 
in the world can be calculated using the 
FAA’s CARI-6 downloadable program. 
A flight from KSWF to ZBAA last Sep-
tember at a maximum altitude of FL430 
was calculated to deliver a 0.11 mSv dose.

Gale’s flight department engaged 
handlers in evaluating ETPs and avail-
able medical facilities at potential alter-
nates, gathered radiation information, and 
involved passengers in the route decision. 
Their time of increased exposure would be 
about 22 minutes. All passengers voiced 
preference for the polar crossing.  o

Flying the polar routes offers significant time savings. However, handlers must weigh that advantage against 
the health and safety drawbacks. Above, a map of the North Polar Region depicts a flight from Newburgh, 
N.Y., to Beijing, noting equal time points in Barrow, Alaska, and Greenland, where people speak English.

At left, a conflict zone map created by OPS Group. Red: do not overfly. Orange: overflight not recommended. 
Yellow: warnings exist. At right, a MedAire-developed map highlighting areas of health concerns.
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New technologies are 
setting stage for change, 
even automated aircraft
by Kerry Lynch

While industry leaders debate 
the possibilities for fully auto-
mated aircraft in the future, 
the most recent-generation 
business jets—and the next 
generation—are already intro-
ducing technologies that set the 
stage for that possibility.

The new aircraft are coming to 
market wholly integrated, with fly 
by wire, Fadec and more extensive 
electrification, said Greg Bowles, 
v-p of global innovation and pol-
icy for the General Aviation Man-
ufacturers Association (GAMA). 
“All are necessary steps to put in 
the final piece, which is automa-
tion.” These changes are starting 
with the design and integration of 
systems, he said. “We are seeing 
aircraft that are designed so the 
entire layout is integrated in a way 
that is straightforward to operate, 
much simpler to follow and much, 
much more intuitive,” he said.

In the past systems were 
designed separately, and the 
approach to certification would 
be separate. The avionics inter-
face with the pilot, the engine 
controls and information dis-
plays and the hydraulics would 
all be separate, with various 
gauges and displays.

But glass cockpits, touch-
screen controls and new 
approaches to design allow that 
information to be presented as 
a holistic picture of the aircraft 
and its operation. Airframers 
are “working with vendors to 
integrate the airplane. From 
the moment you sit down, it all 
flows,” Bowles said. The result is 
much more intuitive, he added, 
particularly for the next genera-
tion of pilots.

In fact, when discussing how 
to attract the next generation of 
pilots, GAMA president and 
CEO Pete Bunce noted the aver-
sion younger pilots might have 
to a cockpit full of round steam 
gauges. “But if  it has a screen 
that looks like a computer, they 
get excited…even before it is 
turned on.”

The single-engine Cirrus 
Vision Jet is an example of this 
integration, Bowles said. The 
aircraft has integrated its pilot 
interface through the Garmin-
powered Perspective Touch 
avionics suite, which provides 
touchscreen and split-screen 

capabilities and presents infor-
mation in a clear and concise 
way. The approach is integrated 
into the checklist, where switches 
are placed in a sensible order. 

Most of  the manufactur-
ers are adopting this strategy, 
Bowles noted. “It is straight up 
happening,” said Brad Thress, 
senior v-p of  engineering for 
Textron Aviation, pointing to 
the design of the Garmin 5000 
suite on the Citation Latitude 
and Longitude. “You don’t push 
buttons any more,” he said. “You 
use a Garmin touch controller 
and it is intuitive, just like your 
phone,” he said. Thress noted 
that he grew up with the “but-
ton pushing system” but finds 
that he was able to adapt easily to 
the new system. He agreed with 
Bunce that this is second nature 
for younger pilots. “That’s all 
they’ve ever known.”

He also noted that the split-
screen formats provide much 
more information in a simple 
way, enabling one side to show 
attitude, heading and altitude 
while the other side can present 
“all the information you would 
like”—Tcas, weather radar, syn-
thetic vision—in the format of 
your choice. 

The Gulfstream G500 and 
G600 take that further with the 
overhead touchscreens of  the 
Symmetry flight deck. The suite 
is powered by Honeywell Pri-
mus Epic avionics and Esterline 
touchscreens. Gulfstream has 
taken a fresh approach to the 
G500/600 program, bringing in a 
full-motion simulator and using 

an iron bird much more exten-
sively during the development of 
these aircraft than previous mod-
els. “We wanted to make sure we 
understood everything from the 
pilot’s perspective,” said Dan 
Nale, senior v-p of  programs 
engineering and test.

Always-on Safety Systems
With the new interfaces comes a 
spate of safety-enhancing tech-
nology that is automating air-
craft. “We’re seeing updates to 
systems that keep them online 
even in emergencies,” Bowles 
said. “During emergencies in the 
past, we’ve taken away the auto-
mation and put that workload 
on the pilot. And that was based 
on what we knew then. Today we 
are starting to see systems stay 
online all the time.”

Phil Straub, v-p and managing 

director of aviation for Garmin 
International, pointed to systems 
such as the Garmin Electronic 
Stability and Protection (ESP) 
system, which works in the back-
ground to monitor and correct 
pitch, roll or high-speed devia-
tions on aircraft without fly-by-
wire. Garmin also has developed 
technology to keep the autopi-
lot coupled during a go-around, 
providing automation during 
one of the busiest phases of fly-
ing, he noted.

The safety equipment is 
providing far more advanced 
capabilities. Dassault Aviation 
recently certified the FalconEye 
combined vision system, a head-
up display (HUD) that provides 
both synthetic, database-driven 
terrain mapping and enhanced 
vision. Initially certified for the 
Falcon 2000S and LXS, the 
equipment will be certified soon 
on the 8X.

EVS and HUD technologies 
have made their way onto numer-
ous larger jets, from Bombar-
dier’s Globals to Gulfstream’s 
large-cabin line.

Large-aircraft Capabilities  
in Small Aircraft

Advances in technology are 
bringing that safety equipment—
once limited to military or 
the most expensive jets—into 
smaller, lighter and less expen-
sive aircraft, said Bowles.

Cessna is offering the combi-
nation of HUD and enhanced 
vision on the super-midsize 
Longitude. Embraer broke new 

ground in the light and midsize 
segment by offering the Rockwell 
Collins HGS-3500 head-up guid-
ance system and the multi-spectral 
EVS-3000 enhanced vision sys-
tem on the Legacy 450 and 500. 
Recently certified on the models, 
the systems offer both synthetic 
and enhanced vision in a compact 
unit sized for smaller cockpits.

“Certification of  the HGS 
and EVS on these aircraft is a 
big step toward the widespread 
use of  head-up vision systems 
as a primary means of  oper-
ation,” said Craig Olson, v-p 
and general manager of business 
and regional systems for Rock-
well Collins, in announcing the 
approvals last fall.

This technology is capturing 
even greater attention in light of 
the FAA’s recent rule that facili-
tates the use of enhanced vision 
while landing. Companies such 
as Rockwell Collins and Hon-
eywell have long been research-
ing further advancements of 
enhanced and synthetic vision 
with full overlay of both features.

The Legacy 450 and 500 also 
broke new ground in their cabin 
size with the incorporation of full 
fly-by-wire with sidestick con-
trols. The technology began with 
military and commercial aircraft 
and first appeared in business avi-
ation on the Dassault Falcon 7X 
and Gulfstream G650.

“Historically these designs 
were extremely expensive and 
could not get into an aircraft 
that cost less than $50 million,” 
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While not a fully automated cockpit, 
the Garmin G3000-based Perspective 
Touch flight deck in the new Cirrus 
Vision Jet offers advanced features 
such as touchscreen controllers, 
including one (leftmost) that doubles 
as a standby display, Electronic 
Stability and Protection flight 
envelope protection, autopilot level 
button and autopilot-coupled go-
around.

	 Continues on page 28 u 

Dassault’s new FalconEye combined vision system (CVS) blends synthetic vision, 
thermal (infrared) and low-light camera imagery into a single depiction of the outside 
world on the head-up display. Already certified on the Falcon 2000S and LXS, FalconEye 
was certified on the 8X last month, followed by a dual-HUD system next year.
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VTOL, electric motors  
and robotics shaping  
future of aircraft
When the people who shape 
traditional aviation look to the 
future, they see a conventional 
aircraft powered by petroleum-
based fuel and operated by 
pilots sitting in the nose. But 
in their vision those aircraft are 
sharing the skies with unmanned 
and optionally piloted fixed- and 
rotary-wing, vertical takeoff and 
landing (VTOL), all-electric and 
hybrid aircraft, machines that 
have new shapes and aerody-
namics that are unlike anything 
carrying people and cargo today.

Such a future is coming sooner 
than most expect, say many of 
those researchers.

“Every company in this 
industry is vulnerable to dis-
ruption. If  you think you’re safe 
with your technology, you might 
want to rethink that,” warned 
John Langford, chairman and 
CEO of Aurora Flight Sciences, 
which is researching several dis-
ruptive technologies. “We have 
technologies that go across the 
aviation spectrum and turn 
upside down what you think 
about airplanes and what you 
think about this industry.”

Langford cites the explosive 
growth of the unmanned mar-
ket as a lesson for the industry. 
More than half  a million peo-
ple signed up with the FAA’s 

drone registry within the first 
eight months, and within its first 
decade Chinese drone maker 
DJI has reached a valuation 
of $8 billion. “The sensors and 
computer software have made 
these things so easy to fly that 
literally anyone can do it. The 
technology has moved from the 
realm of enthusiasts into a world 
where people can use them for 
economic purposes. All of  this 
is being driven by technology 
that is so easy to use that it has 
masked the complexity. That is 
what is going to happen to the 
rest of aviation.”

Greg Bowles, vice president 
of global innovation and policy 
for the General Aviation Man-
ufacturers Association, agreed: 
“Unmanned is really spurring 
on this industry. What is possi-
ble today is filtering down from 
drones.”

Automation Testing  
Under Way

Bowles believes that the auto 
industry will help bring a cul-
tural change to aviation. In a 
few years, more people will be 
riding in self-driving cars, he 
said. “The first months will be a 
little weird. After that, you will 
never look back,” Bowles pre-
dicted, adding that the safety 

benefits will be clearly appar-
ent. “We will have that kind of 
safety expectation for flying. I 
think pilots will fly aircraft for 
a long, long time. I think we will 
make aircraft that are really fun 
to fly. But we will be making 
systems that are safer and will 
provide the option of  not con-
trolling the vehicle.”

He noted that this evolution 
is already under way with the 
use of  more automated systems 
in today’s conventional business 
aircraft. Aurora and Sikorsky, 
for example, have successfully 
tested optionally piloted air-
craft. Aurora has been testing 
two approaches to the con-
cept, one involving the Cen-
taur demonstrator, a specially 
equipped Diamond DA-42 

that is optionally piloted, and 
the other involving a porta-
ble robot called Alias (Aircrew 
Labor In-cockpit Automation 
System) that could be trained to 
fly a variety of  aircraft.

The Centaur can be piloted 
either remotely or on board. 
Since it is a modified manned 
aircraft, Langford said, the path 
to certification is much easier 
than for an aircraft developed 
exclusively for unmanned oper-
ations. The company recently 
partnered with the marine con-
servation organization Ocearch 
to use the Centaur to support 
shark tracking off  the coast of 
Nantucket, Mass. Aurora notes 
the aircraft can operate in con-
trolled airspace or in conditions 
that might be too dangerous for 

traditional manned aircraft.
Alias builds on the option-

ally piloted concept. Tested 
under a Defense Advanced 
Research Projects Agency 
(Darpa) contract, Alias pro-
vides portability through 
robotics. The robot has suc-
cessfully flown a DA-42 and 
Cessna Caravan. Aurora has 
simulator tested it and expects 
to fly it on a UH-1 Huey next. 
The idea behind the Alias is to 
coordinate tasks in a manned 
cockpit, permitting pilots to 
perform tasks best suited to 
humans, while the Alias tech-
nologies perform tasks best 
suited to robots, Aurora said.

Sikorsky has been testing 
the Alias under a Darpa con-
tract, integrating its Matrix 
automation technology in a 
Cessna Caravan and the Sikor-
sky Autonomy Research Air-
craft (Sara). Langford believes 
these concepts will make their 
way into cargo operations first.

New Electric Designs
Electric and hybrid propul-
sion also offers the promise of 
not only environmental gains, 
but reshaping aircraft and their 
operation. Electric aircraft are 
already making their way into 
the lightest end of  the mar-
ket, and experts predict that by 
2030 a hybrid of  electric and 
traditional fuel-powered busi-
ness aircraft will be on the mar-
ket, Bowles said. All-electric is 
anticipated to become possible 
on larger aircraft by 2040.

Electrical power inspires 
new designs. Under another 
Darpa contract, Aurora has 
been developing the XV-24A 
LightningStrike VTOL air-
craft, powered by a “hybrid 
electric distributed propulsion 

www.ainonline.com • May 2017 • Aviation International News 27

Aurora’s XV-24A LightningStrike UAV distributes a hybrid electric 
power system throughout this unusual unmanned aircraft’s wings. 
Plans call for first flight of the VTOL LightningStrike next year. 

The TriFan 600 aims to fly passengers in a VTOL aircraft featuring three ducted fans powered by two turboshaft engines. A prototype 
powered by two Honeywell HTS900s is expected to fly within two years.

	 Continues on page 30 u 
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Gulfstream’s new G500 and G600 step up the technology ante with not only electronically interconnected BAE 
active fly-by-wire sidesticks but also touchscreen displays affixed throughout the cockpit.

Bowles said. “Now everybody sees the 
path. With the evolution of technology, 
we have started to figure out how we can 
be smarter with integrated systems.”

In fact the technology, which replaces 
traditional hydraulic systems with electri-
cal flight controls, has generated so much 
interest among manufacturers that the 
FAA recently hired a fly-by-wire special-
ist to look at “cracking the code” for use 
in smaller and smaller aircraft. “It is so 
important to the agency that the Small Air-
craft Directorate has dedicated a resource 
just to that technology,” Bowles said.

“Fly-by-wire is going to migrate into 
lower-cost airplanes because it is a much 
more mature technology,” Textron Aviation’s 
Thress agreed, adding that it is providing a 
new level of safety. “You can tell the airplane 
to stall, but the control logic is structured 
such that it won’t let that happen.”

Cessna is incorporating fly-by-wire 
for the first time on the Hemisphere. 
Thress cited the safety and ease-of-fly-
ing benefits, but added that it also cuts 
weight and is more easily maintained. 
“It’s to the point now where the cost ratio 
makes sense to us and fly-by-wire earns 
its way onto the aircraft.” Bombardier is 
introducing fly-by-wire to business jets, 
drawing on the architecture of  the sys-
tem used on the CSeries airliners for the 
Global 7000. 

For the G500 and G600, Nale said, 
Gulfstream is building on the G650 sys-
tem by “simplifying” it in the way the 
components are installed and how the 
system is used. Gulfstream is incorporat-
ing new active sidestick controls, which 
enable feedback from the pilot to the copi-
lot so “they are constantly communicat-
ing” and each is aware of what the other is 
doing, Nale said. Gulfstream has incorpo-
rated coordinated turning into the system, 
which he said provides for smoother turn-
ing and eases the pilot’s workload.

Fly-by-wire also provides for more 

electrification of  the airplane, Bowles 
said. “There is a lot of research on how 
we can generate more electricity on board 
to power lighter-weight systems,” Bunce 
agreed. Bowles cited the Boeing 787, which 
is largely an electric aircraft, and said the 
trend in design is to push many of those 
concepts into smaller aircraft. “When 
everything becomes electronic, it makes 
it easier to integrate the aircraft. Taking 
mechanical systems and making them flow 
beautifully with electric systems is tough. 
Sometimes it is not feasible,” he said, add-
ing that this provides incentive to move far-
ther away from mechanical systems.

On the G500/600, Gulfstream is incorpo-
rating a data concentration network (DCN), 
technology that is found on the 787. The 
DCN centralizes the onboard data system, 
reducing wire and cable runs, Nale said, 
which “saves weight and cuts power con-
sumption and maintenance requirements.”

Integration and electrification are 
working their way onto aircraft in many 
ways. Textron Aviation has patented a 
hydraulic aux pump system that is com-
bined with a power transfer unit. “It is a 
practical thing, but cool technology,” said 
Thress. Beyond the systems, Wi-Fi capa-
bilities are producing advances in technol-
ogies and are now a must for new aircraft. 
“The joke is that the Internet is now the 
new go/no-go item, the grounding item,” 
observed Thress. Most new aircraft are 
either produced with the capabilities or 
designed to accommodate them. New 
Wi-Fi services, such as Inmarsat Ka-band, 
are smoothing out the kinks in global 
high-speed connectivity. Bombardier has 
certified the Wave system on Globals to 
accommodate Inmarsat Ka-band.

Access to Wi-Fi aboard business jets 
of all sizes is opening the door to new lev-
els of support and diagnostics such as the 
Textron Aviation LinxUs system, which 
monitors the aircraft and reports faults 
to both the company and the operator. It 
also facilitates recording of aircraft per-
formance data over time to view trends.

Bowles said all of these technologies pre-
pare for the future of automation. GAMA 
members have become increasingly inter-
ested in automation technologies, Bunce 
said. “Automation really has taken on a life 
of its own,” he said, with members looking 
at what they can do across the board.  o

New technologies 
are setting stage 
for even automated 
aircraft
uContinued from page 26

Additive Manufacturing Poised  
To Become Wave of Future

Experts are predicting that additive man-
ufacturing, also known as 3D printing, will 
sweep across the aerospace industry in a 
few years. The process has already begun to 
take root at many business aircraft, engine 
and component manufacturers. In fact GE 
Aviation, acknowledged by industry peers as 
a leader in the field, has invested $1.5 billion 
in the technologies. The company declared 
last fall that “The Future is Now” as it prints 
Leap engine nozzle injectors that it says are 
25 percent lighter and five times more dura-
ble than traditional injectors. 

GE has big plans for additive manufac-
turing and expects to operate 50 printing 
machines in a factory in Auburn, Ala., and 
produce 100,000 nozzle injectors through 
the manufacturing technique by the end of 
the decade. 

Further, GE is planning another center to 
produce components for the new Advanced 
Turboprop Engine (ATP), chosen by Cessna 
to power the Denali pressurized utility sin-
gle, and estimates that as much as 35 per-
cent of that engine will be produced by 
additive processes.

Dramatic Production Change
Greg Bowles, v-p of global innovation and 
policy for the General Aviation Manufactur-
ers Association, conceded that while additive 
manufacturing might not sound exciting, “it’s 
going to change the nature of aircraft.” The 
process typically takes a digital design from 
computer aided design (CAD) tools and pro-
duces a part by adding layer upon layer of 
material. The manufacturing approach holds 
the promise of vast savings for the manufac-
turers, more reliable parts and components, 
better maintainability, and lighter and more 
efficient aircraft, industry experts agree.

Additive manufacturing experts “are 
talking about taking components that were 
300 to 400 pieces put together by solder-
ing and riveting and making the entire thing 
as one manufactured part,” Bowles said. “It 
will be more cost effective, and parts will 
conform better without the little variations. 
The life of the parts will improve and there is 
potential for maintenance to go way down.”

The process is still in the early stages, and 
the extent of its use varies among manufac-
turers. Textron Aviation and Aurora Flight 
Sciences are using fiber placement, a simi-
lar process that could be considered a form 
of additive manufacturing. At Textron Avia-
tion, the process was used to produce the 
Hawker 4000 but is now used on the Scor-
pion light military aircraft. Textron Aviation 
uses 3D printing techniques for nonstruc-
tural components such as glareshields and 
other small parts, said Brad Thress, senior 
v-p of engineering. 

Aurora uses it for the horizontal tail 
of the Gulfstream G500. “We have sev-
eral things going on that are pretty excit-
ing with additive manufacturing,” said Dan 
Nale, senior v-p of engineering and test for 
Gulfstream. Some of the uses involve manu-
facturing tooling, interior parts, prototyping 

and prototyping of models for wind-tun-
nel testing. 

Honeywell has certified a part for use 
on the HTF7000 turbofan, said Bill Traxler, 
director of marketing and product manage-
ment for Honeywell Aerospace. “Instead of 
having a multi-piece assembly, it’s a one-
piece component that is a complex configu-
ration,” Traxler said, noting that the process 
saves weight and reduces the cycle time to 
get the parts.

Walter Di Bartolomeo, v-p of engineer-
ing for Pratt & Whitney Canada, further 
highlighted the role additive manufactur-
ing is playing in development and testing. 
“In early prototype engine testing, it allows 
us to make parts quickly without developing 
final configurations and without tooling. So 
there is an expediency,” Di Bartolomeo said. 
He emphasized that the process enables 
companies to design shapes or parts that 
would not otherwise be possible. 

Manufacturers are considering new 
approaches to aircraft design in the long 
term, such as embedding wiring bundles into 
the structure, Bowles said. “Theoretically you 
would lay out wiring and sensors and start 
to build metal around those things. Every-
body recognizes that you get a lot of ben-
efit out of additive manufacturing from the 
production standpoint,” Bowles said, noting 
that it eliminates the work and effort involved 
with assembling tiny pieces to make com-
plex parts. “There’s a huge incentive to do 
more with additive. As a result, companies 
are really pushing additive machine manufac-
turers to make bigger and bigger machines,” 
he said. “There’s discussion about trying to 
make an entire cross section.”

A key to this evolution will be examining 
the “allowables”—essentially the strength 
and performance—of the materials produced 
by additive manufacturing and getting the 
regulators to sign off on the new materials, 
Bowles said. Textron Aviation is exploring 
the allowables of new materials that might 
one day make their way onto aircraft through 
additive manufacturing, Thress noted.

“There is no question that additive man-
ufacturing is going to take on a bigger role 
when the process matures as the allowables 
are demonstrated,” Gulfstream’s Nale pre-
dicts. “At some point it will replace machin-
ing parts. The first company that can make 
a wing out of additive manufacturing will 
be a big deal.”

“Will we ever see an entire aircraft 
printed?” Bowles pondered. “I don’t sup-
pose we will. But you never know.”  —K.L.

GE is pushing the 
envelope with 
complex additive 
manufacturing.
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Wing technology:  
morphing into the future
by Matt Thurber

With composites now well estab-
lished, there is little new in the 
way airframes are designed and 
manufactured, and most aircraft 
still part the air with shapes that 
have changed by small degrees 
over the past few decades. For 
the most part, a wing is a wing 
with flight controls attached, 
typically flaps, ailerons, spoil-
ers and sometimes slats. How-
ever, change is coming in the 
form of  wing shapes that can 
morph into optimal configura-
tions without the need for sep-
arate surfaces hinged onto the 
primary structure.

One application of  wing 
shape-changing technology—
Tamarack Aerospace active 
winglets—is not quite in the 
morphing category, but it rep-
resents the application of  mod-
ern electronics to manage loads 
on a wing for greater efficiency. 
Tamarack’s active winglets are 
an adaptation that improves the 
way the winglets work by lower-
ing the structural burden they 
introduce. 

Certified on the Citation 
CJ, CJ1, CJ1+ and M2, Tam-
arack’s active technology load 
alleviation system (Atlas) wing-
lets add a small active cam-
ber surface (Tacs) next to each 
winglet. The electronically con-
trolled Tacs move in a way that 
alleviates bending loads caused 
by the winglets, so the devices 
can be designed with less struc-
ture added to the wing to com-
pensate for the higher load. By 
relieving the load, the winglets 
can be optimized for maximum 
efficiency instead of designed as 
a less efficient compromise to 
minimize the amount of  struc-
tural reinforcement needed to 
handle worst-case flight loads, 
according to Tamarack.

The Atlas winglets on the 
M2 take the wing’s aspect ratio 
beyond 12 from its original nine, 
the company explained, “which 
translates to a 10- to 12-per-
cent reduction in fuel burn, 400 
pounds more zero-fuel weight, a 
600-pound hot-and-high perfor-
mance boost and the removal of 
a yaw damper inop limitation.” 
Tamarack is working on Atlas 
winglets for other airplane types.

True Wing Morphing
NASA is furthering research 
into wing morphing with its 

Mission Adaptive Digital Com-
posite Aerostructure Technolo-
gies (Madcat) team at the Ames 
Research Center in Northern 
California. The team is collab-
orating with students from the 
Massachusetts Institute of Tech-
nology, Cornell University, UC 
Santa Cruz, UC Berkeley and 
UC Davis.

The Madcat project uses com-
posite building blocks to make 
an ultralight wing, but the blocks 
are arranged in a lattice shape 
and the way they are placed 
affects how the wing can change 
shape. Computer-operated actu-
ators control the morphing. 
Some flight-testing has been 
accomplished at a test airfield 
near Modesto, Calif., according 
to NASA.

Flexing New Wings
At the 2015 NBAA Convention, 
Aviation Partners and FlexSys 
announced a joint-venture com-
pany (Aviation Partners FlexSys 
or APF) to commercialize wing-
morphing technology, and at 
last year’s show the two compa-
nies demonstrated APF’s Flex-
Foil technology on a 15-foot 
wing section.

The seamless, continuous 
flight-control surfaces can 
morph from -9 to 40 degrees, 
and FlexSys has flown the Flex-
Foil technology on a Gulf-
stream III during NASA tests. 
Among the possibilities for 
wings: active flaps, ailerons and 
leading edges, and a combina-
tion of  morphing leading and 
trailing edges that can deliver 
high-lift, turbulence mitiga-
tion, de-icing and active load-
alleviation configurations.

This research is leading to 
clean, unbroken flight sur-
faces—wings and stabilizers—
that can change shape in ways 
that designers seek for maximum 
efficiency and performance. This 
should be far more efficient than 
changing the wing’s shape with 
mechanical hinge- and track-
mounted devices with all their 
added weight and complexity. 

Since the last NBAA show, 
said Aviation Partners president 
Tom Gibbons, “we’ve been field-
ing inquiries, and we’re engaged 
[in discussions] with four 
major OEMs.” Large airfram-
ers are not the only ones inter-
ested in morphing technology; 

drone and rotorcraft OEMs 
are intrigued as well, the latter 
for morphing rotor blades. The 
most benefit will be realized with 
new aircraft designs, but morph-
ing tech could also be retrofitted 
and also with all types of  mate-
rials, not just composites. “Flex-
Foil technology takes advantage 
of  the absolute normal process 
of  flexing current aviation mate-
rials,” said Aviation Partners 
COO Hank Thompson. “We 
can flex titanium, aluminum and 
composites.”

While the applications for 
FlexFoil technology are many, 
there remains much engineer-
ing work to bring products to 
market, not least certification. 
One of  the first applications 
has already been announced, 

a FlexFoil replacement for a 
KC-135 inboard flap covering the 
last 26 inches of chord and span-
ning 142 inches. “We’re taking the 
section and morphing it to cre-
ate a mission-adaptive profile that 
improves fuel efficiency,” Thomp-
son said, “estimated by computa-
tional fluid dynamics analysis to 
be 4 percent. We’re building the 
static-test article now.”

“Everybody’s first frame of 
reference is the control surfaces 
on aircraft today,” explained 
Gibbons. “They have been 
pretty static for decades. You 
can apply this technology in 
new ways, given that computers 
now let us do far more sophisti-
cated design work, and materials 
have evolved that can do much 
more than before. We find there 

are interesting applications to 
enhance existing wing architec-
ture. At the same time, once we 
spend time with these manufac-
turers, they start to understand 
that this gives them the oppor-
tunity to redefine wing archi-
tecture. You don’t necessarily 
need different sections; you can 
flex different parts at different 
rates and degrees, without hinge 
lines and gaps, and get a general 
improvement in aerodynamics. If  
you can do that across an infinite 
number of points—today flaps 
travel at fixed percentages to a 
fixed position—if  you use the 
power of computing to dynami-
cally adjust that, you can get an 
improvement in performance.

“There is a benefit to apply-
ing this to current wing archi-
tectures, but it is a big step, as 
designers can create a new archi-
tecture for wing structure. That’s 
long term, and new airplanes 
[gestate for] many years. We’re 
just getting started.”

“Morphing technology is dis-
ruptive,” agreed Thompson. “It’s 
cutting-edge technology.”  o

system” that could allow the aircraft to hover, as 
well as fly forward. The aircraft integrates aero-
dynamics and propulsion with electric motors 
built into the wing. The motors move energy 
through wires instead of  drive shafts. “There is 
no way to say where the engine stops and wing 
begins,” Langford noted. 

The XV-24A is expected to fly next year. 
Langford conceded that he isn’t sure whether 
the program will lead directly to an aircraft, or 
whether it will develop technology incorporated 
into future aircraft. But the concept is captur-
ing significant attention, particularly as com-
panies eye the market for VTOLs for commuter 
transportation.

Langford estimated that there are half  a dozen 
serious organizations at the low end of the market, 
and “we have had varying levels of conversation 
and interaction with almost all of them.”

“Talk about the on-demand mobility model is 

beginning to take off,” agreed Bowles. “It is another 
new realm.”

Uber recently outlined a vision for an electri-
cally powered urban VTOL network and hired 
a NASA engineer who will be dedicated to the 
Uber Elevate project. Uber acknowledges certi-
fication, battery and other challenges, but notes 
that as many as a dozen companies are looking at 
the VTOL concepts.

XTI is one such company, with the TriFan 
600, but it is taking a hybrid approach with three 
ducted fans powered by two turboshaft engines. 
This project has attracted aviation industry vet-
erans, among them the late Jeff  Pino, who led 
Sikorsky; and Charlie Johnson, former Cessna 
Aircraft president and COO. More recently, 
former AgustaWestland North America CEO 
and AgustaWestland Tiltrotor president Rob-
ert LaBelle has come on board as CEO. XTI 
hopes to fly a prototype powered by Honeywell 
HTS900s within two years.

“This stuff  is 100-percent real,” Bowles said 
of  the evolving technologies. “The question is 
‘Is society ready?’ We really do believe that with 
automation on the roads and other kinds of 
automation, society will be willing to go in that 
direction.”  —K.L.

NEW AEROSPACE TECH

VTOL, electric motors  
and robotics shaping  
future of aircraft
uContinued from page 27

Aviation Partners and FlexSys have 
formed a joint venture to bring wing-
morphing technology to market. The first 
application is a KC-135 inboard flap, and 
talks are under way with many OEMs.
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GA manufacturers 
expand their  
global footprint
by Matt Thurber

Non-U.S. investors are staking their claims now,  
committing to a long-term view of the business

Around the beginning of  this 
decade, a flurry of acquisitions 
of  general aviation companies 
took place. In almost every 
case, U.S. or European inves-
tors were reluctant to step up 
and compete to buy these GA 
manufacturing assets. In only 
two cases did Western investors 
buy a GA manufacturer: Met-
alCraft acquired the SJ30 jet 
program in 2011, after its Mid-
dle East owner Emivest Aero-
space declared bankruptcy; and 
Textron bought Hawker Beech-
craft in 2014, after a Chinese 
company had submitted a bid 
for the bankrupt U.S. airframer.

The list of formerly U.S. GA 
companies now owned by foreign 
enterprises is surprisingly large. 
Clearly non-Western investors 
possess a greater appreciation 
for the long-term opportunities 
in GA manufacturing, a fact that 
is surprising considering that GA 
is such a tiny part of these coun-
tries’ industrial activities.

The largest player in this 
shift is Aviation Industry Corp 
of China (Avic); its China Avi-
ation Industry General Aircraft 
(Caiga) subsidiary purchased 
Cirrus Aircraft in 2011, and in 
2011 subsidiary Avic Interna-
tional Holding bought engine 
manufacturer Continental 
Motors Group. Avic’s move 
breathed new life into Cirrus’s 
single-engine Vision jet program, 
which likely would have been 

cancelled had not Avic put up the 
money to see it through certifica-
tion and into production. Most 
Cirrus single-engine piston mod-
els are powered by Continental 
engines as well. (Avic had also 
expressed interest in purchasing 
the SJ30 program from Emivest.)

Piper’s nascent Altaire single-
engine jet didn’t fare as well and 
was cancelled after the company 
was bought in 2009 by Imprimis, 
a Brunei investment firm. Piper 
is now owned by the government 
of Brunei, part of the sovereign 
wealth fund via an investment by 
the country’s ministry of finance. 

Piper became profitable again 
in 2011 and has seen success 
with its high-performance sin-
gle-engine piston and turboprop 
models and with fleet sales of 
training airplanes to large flight 
academies all over the world. 
Piper single-engine piston air-
planes have been popular train-
ers in China, and in January the 
company announced an order 
for 50 Archers from its Chinese 
dealer, China Air Shuttle.

Another formerly strong com-
petitor in the single-engine jet 
market was Canada’s Diamond 
Aircraft and the D-Jet program. 
Late last year, Chinese inves-
tor Wanfeng Aviation (Canada) 
bought 60 percent of Diamond 
Aircraft, complete with rights to 
the DA62 and DA40 (Lycom-
ing- and Austro-powered) pro-
grams from Diamond Aircraft 

Industries Austria, according to 
Wanfeng, as well as the D-Jet. 
“The future of the D-Jet and/or 
possible derivative aircraft is sub-
ject to ongoing review,” the com-
pany said in a statement about its 
purchase. The investment does 
not include Diamond Austria.

The list of  Chinese invest-
ments in GA continues with 
a Beijing-based investor buy-
ing Superior Air Parts in 2010. 
Superior makes FAA-approved 
engine parts using the parts man-
ufacturer approval (PMA) sys-
tem. Superior also designed a 
Lycoming-style engine using its 

PMA parts and targeted it at the 
experimental amateur-built (EA-
B) segment, then later received 
FAA certification for the simi-
lar Vantage engine. The same 
investor that owns Superior had 
bought helicopter manufacturer 
Brantly International in 2007.

Experimental Buyers
Most of  the other Chinese 
investments in GA are in the 
EA-B segment.

U.S. kit manufacturer Gla-
sair was acquired in 2012 by Jilin 
Hanxing Group chairman Fang 
Tieji. According to Hanxing 
Group, plans were to “increase 
[investment] in the Glasair pro-
duction line, apply for certifica-
tion for Glasair aircraft, transfer 
foreign mature aircraft design 
and manufacturing technology 
to China, [and] develop Chinese 
independent general aircraft 
industry.” Since then, Glasair 
has received FAA light-sport cer-
tification of the Merlin. Glasair 
had plans to obtain Part 23 certi-
fication of the Sportsman, which 
is sold in kit form, but that has 
not been happened yet. 

Enstrom Helicopter changed 
hands in 2012 when China’s 
Chongqing General Aviation 
Group acquired the company. 
Since then, it has forged ahead 

with the TH180 two-seat trainer. 
Mooney Aircraft is also 

owned by a Chinese investor, 
Taiwan’s Cheng Yuan, who 
purchased the Kerrville, Texas 
manufacturer in 2013. The com-
pany restarted the single-engine 
Mooney production line in 2014 
and announced new models, 
among them long-awaited two-
door versions of the Acclaim and 
Ultra, which have just received 
FAA certification. These aircraft 
had begun the Garmin G1000 
NXi integrated flight deck.

Mooney also had begun 
development of two all-compos-
ite, diesel-powered fixed-gear sin-
gles aimed at the Chinese training 
market, the M10T powered by a 
Continental Motors CD-135 and 
the M10J with a CD-155, but 
recently revealed that the pro-
gram had been canceled.

Also moving to Chinese own-
ership was the German Extra 
400 and 500 all-composite sin-
gle-engine airplanes, sold to 
Jiangsu A-Star Aviation Indus-
try in 2015. While the company 
said at the time that, “It is the 
buyer’s intent to launch series 
production of  the aircraft as 
soon as their facilities in China 
will be ready for production,” so 
far there is no indication this has 
taken place. 
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The Piper Archer DX, above, replaces the avgas Lycoming with a 155-hp Continental Motors CD-155 turbodiesel. Below, the Mooney 
M20V Acclaim Ultra is one of two new models from the Texas company to have been awarded FAA certification.
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Avic subsidiary Caiga purchased Cirrus 
for an estimated $210 million in 2011, 
promising to continue development of the 
Vision Jet. The company delivered, handing 
over the first copy in December last year.
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HOW ZETTA JET HAS RAISED THE BAR FOR 
 PRIVATE CHARTER TO OFFER NOTHING LESS 
THAN A TRULY PERSONALIZED AIRLINE
Less than two years after launch, Singapore-based Zetta Jet has 
 succeeded in establishing a new class of transpacific air charter, 
providing discerning clients with unparalleled speed, service and 
connectivity for their international travel. The company offers a 
unique customer experience, combining a dedicated Asian service 
philosophy with the flexibility and “can-do” spirit of the U.S., along 
with a European flair for fashionable luxury—all delivered aboard 
new Bombardier Globals, the world’s most modern ultra-long-range 
business jets. No other charter company can claim the operational 
and fleet advantages that elevate Zetta Jet from a charter provider  
to the world’s first truly personalized private airline.

In recent months, with new-aircraft deliveries continuing for its 
all-Bombardier owned-and-operated fleet, more travelers have been 
discovering the “airline” difference that sets Zetta Jet apart. 

“As our business grows, so does the understanding of the 
 product and our capability to quickly dispatch and operate ultra-
long-haul flights,” said Geoffery Cassidy, Zetta Jet cofounder and 
managing director. 

That’s an understanding every international charter customer 
and business travel professional should have.

A PERSONALIZED PRIVATE AIRLINE
Zetta Jet’s airline-level capabilities are first evident in its non-
stop trans-global flight paths: Beijing to New York, Hong Kong 
to Los Angeles, or Los Angeles to Moscow, for example. It’s the 
only Part 135 (on-demand air charter) operator authorized by  

the U.S. Federal Aviation Administration (FAA) to fly polar routes— 
as the airlines do—saving passengers hours of travel time and  
eliminating fuel stops. 

Also like an airline, Zetta Jet owns its fleet, giving the company 
complete scheduling flexibility and operating efficiency, and a con-
sistent platform for creating the ultimate customer experience. In 
contrast, the great majority of charter operators use independently 
owned aircraft that they manage, an inefficient arrangement that 
creates scheduling and availability issues, requires owner approval 
before charters can be booked, and can result in inconsistent quality. 

Zetta Jet is also the first charter service to offer the new high-
speed Inmarsat Ka-band Jet ConneX satcom service—the fastest and 
most reliable in-flight connectivity service available—on the Global 
6000. “Our customers can meet their business and entertainment 
needs by bringing their office into the sky, streaming videos and 
using social media to make their time onboard productive,” said 
James Seagrim, cofounder and director of operations.

This same connectivity is used in the cockpit, a pipeline to real-
time weather and routing data though Zetta Jet’s new global opera-
tions center in Singapore, enhancing comfort, safety and efficiency. 

This commercial-scale capability is singularly focused on fulfill-
ing the unique needs and desires of each customer. Select your pref-
erence for the interior configuration and color. “People like choice,” 
said cofounder Matthew Walter, director of sales. “Some customers 
want a double divan in back, some want a huge bed.”

Your flight attendant will speak your native language and has 
been trained at the world’s finest hospitality school. Your meals and 
wine are sourced from Michelin-starred restaurants and the world’s 
finest vineyards, and are impeccably prepared and served to your 
individual tastes.  

Geoffery Cassidy,  
cofounder and managing director

James Seagrim,  
cofounder and director of operations
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And though Zetta Jet’s routes are direct, no charter provider is 
more eager to go extra miles for customers. “We believe that no 
desire is too extravagant, and no request too difficult to satisfy,” 
Seagrim said. 

These are among the elements that set Zetta Jet apart, not only  
as a private airline, but also as a truly personalized one. 

GLOBAL ROOTS FOR GLOBAL SERVICE
The Asian, American and European influences that define Zetta 
Jet’s operating philosophy reflect the background of its three prin-
cipals. Cassidy grew up in Asia, whose culture “is very service- and 
detail-oriented,” he noted. Walter, a Californian with a passion for 
customer service, exudes a native spirit of ingenuity. “Americans 
don’t give up without figuring out a solution,” he said. The fleet’s 
U.S. FAA registration—the world standard for quality and safety in 
aviation operations—underscores the company’s U.S. link. Seagrim, 
born in London, personifies the panache of European stylishness 
and refinement that’s so important to the Zetta Jet experience. 

Cabin crews hail from a score of countries, and passengers are 
paired with an attendant who is completely familiar with their cul-
ture, language and preferences. All are carefully selected and receive 
extensive training in every facet of the cabin arts and  sciences, 
from emergency medical care to culinary and service training  
at  Switzerland’s École hotelière de Lausanne, the world’s finest 
 hospitality academy.

AN ALL-FLAGSHIP FLEET
Zetta Jet boasts the most modern and capable business jets avail-
able to intercontinental travelers. The Global 5000s and Global 
6000s in the company’s all-Bombardier fleet provide effortless 

ultra-long-range service across the Pacific Rim and around the 
world. Indeed, Cassidy admits Zetta Jet couldn’t provide its  
signature service without the foundation of capability, speed and 
comfort the Globals afford. 

The aircraft interiors are all configured uniquely by design, 
 providing a choice in cabin layout and color schemes that meet 
the preferences of a wide range of tastes, from traditional to con-
temporary. All are outfitted for global satcom connectivity and 
seamless service through customers’ personal devices. Zetta Jet’s 
industry-leading Jet ConneX Ka-band service on the Global 6000 
is complemented by the most advanced Ku-band connectivity on  
the rest of the fleet, ensuring travel time can be used for work, 
entertainment or socializing with contacts half a world away.

The Zetta Jet Global 6000 also features the first installation of 
Rockwell Collins’s acclaimed Venue Cabin Management System 
(CMS), which Bombardier has customized for enhanced passenger 
flexibility and ease of cabin-systems control.

Zetta Jet’s owned-and-operated-aircraft structure gives the 
 company complete fleet availability and scheduling flexibility, as 
well as control over how the aircraft are outfitted and maintained. 
Charter requests can be quickly confirmed and a consistent cus-
tomer experience delivered. Moreover, the company’s “floating” 
fleet model—the aircraft have no home base they must return 
to—enables it to offer one-way pricing, further enhancing the  
efficiency of its operations.

In the last 12 months, Zetta Jet has added U.S.-based Bombar-
dier Challenger 650s to its fleet, making it the only operator to 
have these newly introduced large-cabin jets available for charter 
in North America. The Challenger 650 is ideal for transcontinental 
and transatlantic flights.

Matthew Walter,  
cofounder and director of sales

James Seagrim,  
cofounder and director of operations



COMMERCIAL-GRADE OPERATIONAL CAPABILITY
Zetta Jet’s airline-level operational capability and the efficiencies 
it achieves are why the company’s customers alone can take full 
advantage of the range, reliability and span of missions a fleet of 
this type can support. “We have the highest fleet utilization of a 
Global fleet in the industry; that’s a fact from Bombardier,” said 
Cassidy. Its jets are flying an average of “well over 100 hours per 
month,” and utilization increases “with every aircraft we add.”

Though the company is only two years old, the principals have 
decades of combined experience in air charter operations and air-
craft management. Their exemplary records of regulatory compli-
ance and operational excellence are behind its unique FAA Part 135 
approval for flights through areas of magnetic unreliability—i.e., 
the polar regions. This authorization allows Zetta Jet’s aircraft to 
take direct routes and fly nonstop to many destinations that most 
other operators require refueling to reach.

The company’s operations center in Singapore, opened in  
late 2016, functions 24/7, providing dispatch and operational 
support worldwide. Meanwhile, flight crews are based at stra-
tegic locations around the region, ready to perform any mission 
on short notice.

To assist customers when they’re on the ground, Zetta Jet sup-
plements its headquarters with a main office in Los Angeles, and 

sales and support offices in New York; London; San Jose, California; 
Beijing; and Shanghai. The company is streamlining and upgrading 
this worldwide support network to meet growing demand, particu-
larly in North America and Europe, for its travel services.

But Singapore will remain Zetta Jet’s home for an important 
reason: “Asia is the hardest region in the world for business avia-
tion—the language barriers, the need for landing slots, the logistics 
challenges, the sheer size,” explained Cassidy. “If we can be strong 
in this region, we can operate anywhere.”

ONWARD AND UPWARD
Recently, the company amalgamated longstanding relationships  
the principals have had with management clients, and requests 
from former charter customers who now own aircraft, under a new 
division: Zetta Jet Management, based in the U.S. The firm will pro-
vide the Zetta Jet experience, operational style and capabilities for 
these owners aboard their own long-range jets. But these aircraft 
will not be mixed with the Zetta Jet fleet, and the company remains 
committed to and focused on its core charter service.

Asked about benchmarks of the young company’s growth, Cas-
sidy pointed to the increase in corporate customers relying on Zetta 
Jet for supplemental lift, and more important, sales of block-hour 
agreements. “When you can take a customer who’s loyal to another 
brand and not just convert him into our customer, but sign him to 
a block-hour program that takes him off the market,” Cassidy said, 
“that’s the biggest benchmark.”

Zetta Jet now has 16 aircraft in its fleet, with additional Global 
6000s and Challenger 650s on order. But the big news is that the 
company is “close to signing” an order for the Global 7000, which 
is scheduled to enter service next year, Cassidy said. With a range 
of more than 7,000 nm, the Global 7000 will be the world’s largest 
four-zone-cabin business jet. Cassidy proclaims it “a game changer,” 
certain to “transform the landscape of ultra-long-haul flights.” 
That’s a description many would apply to Zetta Jet itself. 

Zetta Jet combines the very best in talent, facilities and 
technology to deliver a revolutionary flight experience. 

Contact our 24x7 global concierge desk for a customised 
flight itinerary to meet your travel desires. 

We strive to deliver the ultimate in luxury travel.  
Truly personalised, private flight.

NEW YORK  |  LONDON  |  LOS ANGELES  |  BEIJING  |  SINGAPORE  |  SHANGHAI

Concierge Desk
T (US) +1 888 995 7908

T (SG) +65 6483 8870

FAA Certificate Number I1DA914J

It’s about time

REDEFINING THE 
WORLD OF LUXURY 
PRIVATE FLIGHT
zettajet.com



With the exception of  Dia-
mond’s long history of  manu-
facturing in China, many of the 
Chinese GA acquisitions that 
promised to jump-start produc-
tion in that country have yet 
to see these plans to fruition. 
Either the acquired companies 
were revived with an influx of 
money for development projects 
already under way or their exist-
ing programs have just contin-
ued. Cirrus production hasn’t 
moved to China, for example, 
nor has manufacturing of Con-
tinental engines. 

There are other examples of 
GA manufacturer acquisitions, 
such as Quest Aircraft, a U.S. 
company that was purchased by 
Japan’s Setouchi Holdings in 2015. 

Discovery Aviation (the for-
mer Liberty Aerospace) was 
owned by Kuwaiti investors but 
is now owned by a single U.S. 
investor. Discovery Aviation is 
for sale, and at the U.S.-China 
General Aviation Business Con-
ference held in March (see story 
on page 36), Discovery officials 
discussed the company’s attri-
butes with attendees from China. 

Australia’s GippsAero was 
sold in 2008 to India’s Mahin-
dra. Mahindra has supported the 
development of the single-engine 
turboprop GA10, and certifica-
tion is imminent. While Mahin-
dra has reportedly indicated an 
interest in bringing GA series 
manufacturing to India, this has 
yet to happen.

Icon Aircraft, manufacturer 
of  the amphibious A5 LSA, is 
opening a factory in Tijuana, 
Mexico, this summer, for man-
ufacturing of the major compos-
ite structural components for the 
A5. Final assembly takes place 
at Icon’s headquarters in Vacav-
ille, Calif.

There are two examples of 
foreign manufacturers setting up 
shop in the U.S., similar to how 
foreign automobile makers have 
built manufacturing plants in the 

U.S. This makes sense, because 
the major market for these prod-
ucts—business jets—remains the 
U.S. Honda Aircraft’s Greens-
boro, N.C. factory began 
delivering newly certified Hon-
daJets in 2015. And Embraer 
has expanded its assembly lines 
in Melbourne, Fla. to produce 
both the Phenom 100 and 300 
and Legacy 450 and 500.

Gulfstream does some man-
ufacturing in Mexicali, Mexico, 
such as wiring harnesses, electri-
cal panel and radio rack assem-
bly, sheet metal fabrication, 
machined parts and structural 
components.

Bombardier has spread 
its manufacturing operations 
around the world, with assem-
bly lines in Canada supported by 
plants in Mexico, Morocco and 
Northern Ireland.

Textron Aviation operates a 
manufacturing facility in Mexico. 
The Chihuahua factory produces 
wiring harnesses and small parts.

Chinese Bizav 
Manufacturing?

With the exception of Superior’s 
attempt to buy Hawker Beech-
craft and Avic’s interest in Emi-
vest, the one aviation segment 
that hasn’t seen a lot of Chinese 
manufacturing effort or acquisi-
tion attempts is business aviation. 
Textron Aviation is the only busi-
ness aircraft OEM that has nur-
tured deep manufacturing roots 
in China (all have service center 
networks there), although its orig-
inal plans have been scaled back.

In March 2012, Cessna and 
Avic announced the signing 
of  two agreements “to jointly 
develop general and business 
aviation in the People’s Republic 
of China. The accords together 
pave the way for business jets, 
utility single-engine turboprops 
and single-engine piston aircraft 
to be manufactured and certified 
in China.” The plan was to pro-
duce the Citation Sovereign and 

Latitude in Chengdu and also 
develop a new business jet, and 
manufacture piston singles and 
Caravans in China. 

Since then, general and busi-
ness aviation in China has lev-
eled off after significant growth 
earlier this decade, and Textron 
Aviation’s plans have changed, 
although it says it remains com-
mitted to the market. Textron Avi-
ation’s joint venture with Caiga 
in China, Cessna-Avic (Zhuhai), 
involves light manufacturing such 
as painting XLS+s flown to China 
for delivery in that country. Final 
assembly of China-bound Cara-
vans single-engine turboprops is 
done in Shijiazhuang. 

“We have seen some King Air 
activity in China that we believe 
this partnership has helped us 
cultivate,” a Textron Aviation 
spokeswoman told AIN. There 
are roughly 300 Cessna jets and 
900 Cessna and Beechcraft turbo-
props in Asia-Pacific, and a num-
ber of Cessna piston singles are 
flying in China, primarily for flight 
training. Cessna had a manufac-
turing partnership in Shenyang, 
China, for construction of the 
162 Skycatcher LSA (assembly 
was completed in the U.S.), but 
the company stopped marketing 
and selling that airplane in 2014 
and last year destroyed the unsold 
Skycatcher inventory. 

Caiga has broader interests 
in business aviation manufac-
turing in China and has long 
promised to bring to market the 
Primus 150, a single-engine tur-
boprop based on some assets it 
purchased when Epic Aircraft 
was sold to its Russian owners. 
The Primus 150 will be powered 
by the GE Aviation H85 turbo-
prop. No recent progress appears 
to have been made on this air-
plane since the engine-selection 
announcement in 2012. 

Avic, a new member of the 
General Aviation Manufactur-
ers Association, reported deliv-
ery of 32 aircraft last year: four 
Y5Bs, 11 LE500s, 11 A2Cs and 
six Y12s. The Y5B looks like 
a clone of the Antonov An-2 
biplane; the LE500 is clearly a 
Socata Trinidad clone; the A2C 
looks like a Quicksilver 500 light 
sport airplane; and the Y12 is a 
clean-sheet Chinese twin turbo-
prop that took to the skies in the 
1980s. In Addition, since 2005 
Avic has manufactured Falcon 
7X and 8X fuselage T3 sections 
for Dassault in China.

Epic Aircraft is also foreign-
owned, purchased by Russia’s 
Engineering LLC in 2012.

Pilatus Aircraft builds fuse-
lages for the PC-6 Turbo Por-
ter single-engine turboprop in 
Chongqing, China, under a 

joint venture called Pilatus Air-
craft Industry (China). Com-
pleted fuselages are shipped to 
Pilatus headquarters in Stans, 
Switzerland, where PC-6s are 
manufactured.

Manufacturing in China
Actual GA manufacturing activ-
ity in China seems to be accel-
erating, even though signs are 
that some of  the earlier plans 
by GA manufacturers haven’t 
panned out.

Last September, Slovenia’s 
Pipistrel and China’s Sino GA 
Group signed a memorandum 
of understanding to set up a new 
company to manufacture the 
Alpha Electro all-electric trainer 
and Panthera hybrid four-seat 
single. According to Pipistrel, 
“the production capacity will be 
500 aircraft per year.”

The two companies said they 
will invest €500 million in the 
venture, which will create two 
production facilities with a run-
way and maintenance and train-
ing operations in Taizhou and 
Yinchuan. Also covered by the 
investment is money to pay 
for Pipistrel to develop a zero-
emission 19-seat aircraft “pow-
ered by hybrid electric technology 
and hydrogen low-temperature 
[polymer electrolyte membrane] 

U.S. companies looking to grow in developing nations take a long view. At one time Cessna had an agreement to build the now-
cancelled SkyCatcher in China.
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The North American market currently presents the greatest opportunities for manufacturers, so some foreign-owned companies, such as Honda Aircraft, have built their manufacturing facilities in the U.S. to be closer to customers. 



fuel cells, planned for public 
transport between the cities in 
China and all over the world.”

Diamond Austria is already 
working with Chinese compa-
nies for manufacturing in China, 
where the DA20, DA40 and 
DA42 are certified. 

For the past 10 years, 
Binzhou-based BinAo has been 
manufacturing DA40s under 
license, with 150 Continental 
diesel-engine-powered DA40s 
built thus far. That is on top of 
the nearly 70 DA40s delivered 
to China from Diamond Can-
ada. The Canadian company, 
which will start manufactur-
ing the diesel-powered, twin-
engine DA62 this year, expects 
to begin delivering DA62s to 
China after receiving Chinese 
CAAC validation.

Diamond Austria recently 
began working with CETC Dia-
mond Wuhu Aircraft Manufac-
turing, which is just starting to 
produce DA42s and Rotax-pow-
ered DA20s for the global market.

Slow Progress 
Business aviation projects in 
China are encountering “very 
slow progress,” said consultant 
Rollie Vincent, president of Rol-
land Vincent Associates. “The 
Chinese are fond of joint ventures 
and announcements; that’s step 
one, then from there they start 
negotiations. It’s a long journey.”

From an initial intake of 
deliveries, he said, the business 
jet market in China “has really 
slowed down. I think China is 
off  the radar for most aircraft 
salespeople.”

Among the factors affecting 
the Chinese market are a large 
import tariff  and the difficul-
ties of  operating in the coun-
try’s tightly controlled airspace 
and at airports that don’t wel-
come business aviation. That 
said, he added, “We’re seeing 
a fairly active secondary mar-
ket. Once airplanes get inside 
the tariff  wall, it makes sense 
to keep them inside; the import 
tax is already paid. It makes the 
market a little sticky. It creates a 
domestic market.”

From the standpoint of man-
ufacturing business aircraft in 
China, he said, “I think there’s a 
lot of desire and energy pointed 
that way. The question is, will this 
be initially for the domestic mar-
ket or go to international markets 
and start trying to sell aircraft 
that they develop to a global cus-
tomer base? That’s going to be 
hard. Going domestic first then 

focusing outward would be a 
more successful strategy. [Man-
ufacturers] need to prove their 
domestic capability first.”

With regard to Chinese own-
ership of  GA assets, Vincent 
said, “I think they’re searching 
for intellectual property. They’re 
trying to advance quickly. They 
know they have already come a 
long way in terms of technolog-
ical development, but they see 
opportunities in aerospace, both 
civil and military. They know the 
demographic trends are leaning 
toward Asia. Maybe it won’t be 
in the next 10 years, but 20 years. 
Asia is three-quarters of  the 
world population, has the fast-
est economic growth rate, with 
strong demand for pilots, and 
massive interest in pilot devel-
opment. China is pretty wise. 
It’s not today’s opportunity but 
tomorrow’s. They’re going to be 
well positioned both with tech-
nology and a platform to take 
care of future opportunities.”

Companies such as Cessna, 
which has deployed resources in 
China for the long term, stand to 
benefit. “Cessna and others have 
proved that if  you get in there 
early and keep them happy, they 
stay in your family,” he said.

“We’re a global industry, and 
despite the current rhetoric this 
is a long-term trend. I think it’s 
a shame that U.S. companies 
are not hanging onto some of 
the technology. I think it’s going 
to be more valuable, important 
technology to own.”

While China overall has 
tended to build its aviation 
infrastructure from the top 
down (airlines to GA instead 
of  the other way around), Vin-
cent sees Chinese investors 
starting with the foundation of 
a future GA industry. “It starts 
with training then moves into 
personal flying, then business 

aviation,” he said. 
“It’s not high technology that 

we can’t let out of our grasp, but it 
is the building blocks of an indus-
try. They’re buying the building 
blocks that they never developed. 
China is catching up quickly in 
a lot of ways, whether it’s infra-
structure or capital investment.

“[The Chinese are] invest-
ing in buildings, roads and air-
ports, and they are definitely 
on the leading edge of  capital 
investment. When it comes to 
technology they’re hungry for 
intellectual property, and they 
see this industry as the industry 
of the future, one that is pretty 
attractively priced.”

Vincent believes there will be 
more Chinese investment in GA 

assets, and two companies that 
he thinks might be attractive are 
Learjet and One Aviation. “For 
the right price, Bombardier 
would definitely consider speak-
ing with anybody about selling 
Learjet,” he asserted. “Some 
small helicopter companies could 
be investment targets. Assets that 
once had a strong brand, I think 
there is potential there.

“I’m pleased that the indus-
try is attracting investment. Who 
would want to see Mooney or 

Cirrus wither on the vine? They 
brought a lot of great technol-
ogy to the market, and they need 
an infusion of  capital to keep 
going. Some of this is not profit-
motivated. The Chinese have a 
longer-term view on return on 
investment, so maybe they’ll 
keep this industry going.”

Chinese Ownership Benefits
Rhett Ross, president and CEO 
of Continental Motors Group, 
says he enjoys working with his 
company’s Chinese owners and 
appreciates different viewpoints 
on nurturing a storied GA man-
ufacturing firm.

“China is an interesting mar-
ket,” he said. “They’re growing, 
and they are still trying to drive 
many things into the 21st century 
rapidly to create a truly broad-
brushed industry or country…
It’s a big country, and there are 
a lot of things to do to bring a 
country forward. They’re creat-
ing a middle and upper class with 
significant discretionary income, 
and those people expect to have 
the same experiences and oppor-
tunities that we take for granted.”

Ross said a country such as 
China can either develop GA 
itself or leapfrog ahead by pur-
chasing existing GA businesses, 
“so they can more rapidly provide 
capacity. All these things are com-
ing together in aviation. They got 
[Continental Motors] and Cirrus 
almost back to back, because 
that was a leapfrog. China has 
a nascent aviation industry. The 
majority is either licensed tech-
nology or military technology 
that’s licensed from the Russians. 

“They want to bring technol-
ogy in. Even though our engines 
are old technology, it’s still an 
advancement for them. They’re 
buying the knowledge base, the 
industry understanding, the 
broader service network. And 

with Cirrus they were buying 
one of the most advanced gen-
eral aviation companies available, 
and they got in at the right time.”

By contrast, Continental’s for-
mer owner, Teledyne, was a pub-
licly traded U.S. company. As a 
result, he said, “It was a quarter-
over-quarter grind. Truly trying 
to think strategically, that was 
an afterthought and was thrown 
out the window for the expedi-
ency of the moment. I see that 
a lot in Western industry, and 
it has got to change because 
it’s hurting the long-term value  
of corporations.”

The Asian mentality of think-
ing long term is not a cliche, he 
explained. While leadership at 
Continental’s parent Avic does 
think long term and is aware that 
the GA industry won’t pay off in 
the short term, “it doesn’t mean 
they’re bad business people,” he 
said. “They ride me for results. 
But if  there is a choice of eking 
out a small percentage this year, 
or 10 percent long-term, they go 
for the long term.”

Avic takes seriously the cre-
ation of a five-year plan, but in a 
way different from Western com-
panies, Ross said, where the five-
year plan gets put in a binder 
and never looked at again. “We 
truly look at it; it’s a five-year 
rolling plan, and we look at it 
every year, evaluate what has 
changed, if  it’s still accurate, and 
make tweaks.”

Given the restrictions that 
still hamper GA and even busi-
ness jet flying in China, it’s hard 
for an outsider to see how own-
ing all these GA assets benefits 
their Chinese owners. “They are 
expanding on the world stage,” 
Ross explained, “and not being 
as insular. This provides global 
influence, and providing jobs is 
a good way to do that. The U.S. 
has practiced that kind of thing 
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A Chinese investor purchased the rights to the Diamond DA40 program. The fate of the D-Jet remains under review.



for years by buying or exporting business 
into other regions.”

In addition to acquiring the most 
sophisticated technology available in the 
GA market, the other benefit for Chi-
nese companies is the engineering talent 
it gains. “For us it was engine technol-
ogy that powers some of  this, our die-
sel technology, and also acquiring people 
who understand how to develop products 
under a regulated regime like the FAA 
and EASA,” Ross said. “As China tries to 
develop a GA industry, it’s going to learn 
from people like us to make it easier to 
apply this: how to certify under CAAC, 
stand up MROs and train pilots.”

To drive that forward, Continental 
regularly hosts CAAC personnel to help 
them understand the regulatory frame-
work that enables GA to thrive in the U.S. 
“They’re starting to understand and look 
at the flexibility that they want,” he said. 
As an example, Ross cited China’s auto-
mobile infrastructure. Just 15 years ago, 
drivers couldn’t just climb in their cars 
and go anywhere without permission, but 
now that is possible. “That’s what they 
want to get to with GA infrastructure, 
and they’re trying to figure out how to 
get there. That’s where we help.”

The airspace restriction battles are 
improving, and at some airports pilots can 
now get approval for a VFR flight in just 

eight hours instead of three days. “Their 
big problem is there are not enough air-
fields,” he said, “not enough open air-
space, and not enough flight instructors.”

There is pent-up demand to fly GA 
in China. At the annual Zhuhai airshow, 
Ross sees families camping out for days 
outside the airport fence waiting for the 
flying displays. “They’ve got a billion-plus 
population that wants what we have; all 
that same wide-eyed enthusiasm is there. 
I think it’s going to happen.”

Fresh Talent, Fresh Ideas
What China brings to the GA table isn’t 
just money but young people who are not 
entrenched in the same old ways of doing 
business. “We’ve got to break out of the 
mold we’re used to,” Ross said. “I see 
China doing that, not because it’s a savior 
market but because they don’t know what 
questions not to ask. They’re not afraid 
to ask stupid questions. We are, because 
we’ve been in the business too long.

“I don’t consider China the savior of 
the industry. We need to quit hoping for 
a home run. Regulators need to do their 
job, which is safety, but they have got to 
get out of the way. We need to be good 
business people, not wide-eyed enthu-
siasts, and drive investment and deliver 
product so we can broaden the access. 
If  we take all of  North America, we 

represent less than 7 percent of the global 
population and 80 percent of GA activity. 
What’s preventing it? In Africa, no avgas. 
This is where courage of convictions and 
a good business case can not only drive 
things, by using all our advanced tech-
nology, but also make flying more eco-
nomical. That’s part of what the Chinese 
bring as an investment: how to drive up 
volumes and economies of scale and do 
things differently.

“I see young fresh blood all over the 
world asking those questions. We and our 
sclerotic old industry should be afraid. I 
started telling my people, ‘There are bil-
lionaires out there asking every dumb 
question in the world, and they landed a 
rocket on its tail, they’re flying drones to 
deliver packages, and we’re saying they 
can’t do that. We’re still selling buggy 
whips.’ It’s not just unique to China. I 
think China, like some billionaires, is will-
ing to put its money where its mouth is 
and invest long term, not just next quar-
ter. Paul Allen, Jeff  Bezos, Elon Musk, 
they’re willing to take flyers, and what 
they’re doing is innovative.”

Ross and his team are trying to push 
the envelope and break out of the mold 
of just accepting the status quo. “I’m try-
ing to create a skunkworks mentality,” he 
said, not just to spend money but to try 
new ideas and improve safety. “I don’t 
accept the point-blank answer, that’s the 
way it was always done, or that’s what 
the regulation says.” Most of the under-
pinnings of  the regulations were writ-
ten seven decades ago. “We can change. 
Regulators are open-minded, and I think 
they’re getting it. To be competitive in the 
next 100 years, they’re starting to think, 
‘Maybe we do need to do this.’”

Continental’s owners are putting 
their money behind their GA invest-
ments. “We run a good business,” Ross 
said, “and because of that they have been 
very supportive in investment so we can 
drive new product development and fac-
tory improvements. They’re investing for 
the long term, and as long as we’re run-
ning a good business and justifying the 
return on investment, you can see that 
in their supporting Cirrus in getting the 
Vision jet finished.”

In March, Continental Motors 
announced that it is building a manufac-
turing facility and corporate office com-
plex slated to open in 2019. Much of the 
225,000-sq-ft facility will be devoted to 
advanced engine and parts manufactur-
ing using new manufacturing techniques 
and processes. The company plans to 
build a customer and technical service 
environment that will offer around-the-
clock customer assistance. It has plans 
to add an engineering and design service 
center in China.

“There is definitely a huge pent-up 
demand for general aviation in China,” 
said Bradley Harker, commercial offi-
cer, U.S. and Foreign Commercial Ser-
vice Section at the U.S. embassy in China, 
speaking at the U.S.-China General Avia-
tion Business Conference in March. “But 
the question is how quickly this can hap-
pen. When China decides to put its mind 
to something, it absolutely can grow.”  o
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“China is willing to put its 
money where its mouth is  
and invest long term,  
not just next quarter.” 
—Rhett Ross, Continental Motors president & CEO



Forum seeks to bring GA to China
by Matt Thurber

In late March, Threshold Avia-
tion Group hosted the first U.S. 
China General Aviation Business 
Conference. The first day’s meet-
ings were held at a hotel in Brea 
and on the second day everyone 

attended an aviation expo held in 
the Threshold hangar at Chino 
Airport, followed by a dinner at 
the Planes of Fame Air Museum.

Before the two-day conference, 
the Chinese visitors were invited 

to take a tour of California’s avi-
ation highlights, such as local air-
ports, the Rosamond Sky Park 
live-in airport community near 
Mojave and the Los Angeles 
County Airshow at William J. Fox 

Airfield in Lancaster. The gene-
sis of the conference is Threshold 
Aviation’s work to help Chinese 
companies build general aviation 
(GA) businesses in China. While 
airspace restrictions and lack of 
GA infrastructure are holding 
back development, there are also 
tremendous opportunities for GA 
in China.

“This is a first opportunity for 

U.S.-based companies to meet the 
people in China who are responsi-
ble to a great extent [for fostering] 
the aviation business in China,” 
said Dr. Yuanyang Gao, director 
of the General Aviation Industry 
Research Center at Beijing Uni-
versity of Aeronautics and Astro-
nautics and also deputy secretary 
general of AOPA China. “And it 
represents an opportunity for U.S. 
companies to share their expertise 
in an area that is new to China—
general aviation.”

Strong Demand,  
Big Opportunity

“There is huge pent-up demand 
for GA in China,” said Bradley 
Harker, commercial officer for 
the Foreign Commercial Service 
Section at the U.S. Embassy in 
China, “but the question is how 
quickly. When China decides to 
put its mind to something, it can 
absolutely grow.”

Harker noted that in terms 
of land mass, China is about the 
same size as the continental U.S. 
In GA terms, the U.S. far out-
strips China, with 200,000 air-
craft, 20,000 airports and 600 
Part 141 flight schools. In China 
there are 2,500 GA aircraft, 
300 GA airports and 20 flight 
schools, according to Harker.

GA is limited in China 
because the government is 
focused on specific tasks and not 
leisure activities, he explained. 
“But the regulations are chang-
ing.” Currently about 70 percent 
of the country’s airspace is con-
trolled by the military and inac-
cessible by GA. In some pilot 
cities, GA operators are allowed 
to fly below 3,000 feet, and the 
goal is to expand that to 9,000 
feet in 2020. “This is the key,” 
he said. “If I fly GA in China, I 
need to fly higher than 3,000 feet.

“GA is currently being men-
tioned much more frequently 
by the government,” he added. 
The country’s 13th five-year plan 
anticipates GA functions such 
as emergency services, business 
aviation and GA clusters where 
businesses can focus on GA 
activities. “The state council has 
said that GA is vital to China 
economic development and that 
it will be the engine of growth in 
China,” he said.

Harker encourages compa-
nies interested in developing GA 
in China to work with his office. 
The slow pace of  change, the 
lack of airports, staff shortages 
and high business costs in China 
actually bode well for GA in the 
U.S., Harker said, because Chi-
nese GA enthusiasts will come 
to the U.S. to buy GA products 
and learn to fly.

International business attor-
ney John Tulac believes that 
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China has made “impressive 
progress. The potential for air-
ports to unite a large country 
like China is virtually unlim-
ited.” But there remain barriers, 
and China needs to address three 
key obstacles if  a GA industry is 
to grow and thrive.

The first is energy. “Airplanes 
don’t fly without fuel,” he said. 
The country needs to boost refin-
ing capability or import more 
fuel, yet, he added, “distribution 
of jet fuel is strictly controlled. 
Building a reliable framework 
for distributing fuel is an abso-
lute necessity. This is an opportu-
nity for companies with expertise 
in supply chain management.”

Education is critical. “No 
country or any sector develops 
without a well trained work-
force,” Tulac said. China needs 

not only pilots but air traffic con-
trollers, mechanics, administra-
tors, insurance experts and more. 
“This is an opportunity for com-
panies to be of assistance,” he 
said. “They may outsource this 
to training centers in the U.S., but 
that’s expensive in the long term.”

Finally, he said, “GA will not 
grow and thrive in China unless 
it’s supported by the rule of 
law accompanied by transpar-
ency. How airspace is handled 
between the civil and military 
must be described by rule of 
law. Also, infrastructure must be 
well defined by rule of law. The 
regulatory framework to pro-
vide details of how rule of law 
is carved out is critical.

“If  we have these three 
[energy, education and rule of 
law], we will see the GA industry 

in China develop and thrive in 
the coming years,” he concluded.

Frustrating Setbacks
“China is rich with opportu-
nity and exiting new talent,” said 
Doug Carr, NBAA vice president 
of regulatory and international 
affairs. “But there is a fundamen-
tal challenge between thriving GA 
in China and where we are today.” 

One example of this are the 
restrictions on business aviation 
at China’s commercial airports, 
but more recently, authorities at 
Shanghai’s Hongqiao Interna-
tional Airport decided to limit 
business aviation movements to 
short times, from 6 to 7 a.m. and 
10 p.m. to midnight, and place lim-
its on how long they can park. 

This was a result of a separa-
tion incident between two airliners 

in January, but business aviation 
was the sector punished, with 
movements slowing from an aver-
age of 25 per day to just a handful. 

“Hongqiao is designed to 
serve business aviation,” Carr 
said, “but customers are strug-
gling to get in there. Airports are 
scarce and valuable resources. 
The investments China is making 
are exciting, but we need runways 
to support business aviation. Our 
ability to integrate with airliners 
should not be a discriminator.”

Carr is encouraged by the 
13th five-year plan’s focus on 
GA and plans to build several 
hundred new airports, but this 
won’t help if  there isn’t more 
cooperation between the mili-
tary and civil authorities on air-
space and GA activity. There are 
also regulatory impediments, he 
said. “Stable regulations and a 
supportive foundation create an 
opportunity to work together.” 

During the conference, Rick 
Cunliffe, founder and former 
CEO of  Discovery Aviation, 
announced that the company 
is for sale. The manufacturer 
of the Discovery XL-2 trainer, 
headquartered in Melbourne, 
Fla., should be an attractive 

opportunity for a Chinese com-
pany, according to Cunliffe, as it 
carries a far lower cost of entry 
for a Chinese buyer compared to 
trying to mount a new aircraft 
manufacturing effort. The XL-2 
comes with a revenue base, global 
certifications and is a proven 
product, he added. And trainers 
are desperately needed in China. 

Although the organizers didn’t 
specifically mention Discovery 
Aviation, after the forum they 
reported that “two NDA/MOUs 
were signed for the sale of an air-
craft manufacturing company” as 
a result of the event. The forum 
also spawned offers for a U.S. com-
pany to send teams to perform at 
Chinese airshows this summer; a 
possible deal for a U.S. company 
to manufacture “aircraft-related 
items for sale in China”; and the 
opportunity for a U.S. aviation 
memorabilia company—presum-
ably warbird nose art specialist 
Victory Girl, which was one of 
the forum exhibitors—to supply 
a Chinese firm that will sell its 
products in China.

Threshold Aviation Group is 
“looking forward to building on 
the success of this event again 
next year.”  o
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Threshold Aviation hosted an aviation expo at its Chino, Calif. hangar as part of a two-day forum to help Chinese companies build 
general aviation businesses in China to meet growing demand. 
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their flight outcomes less positively, 
believed less often that they had made 
the right decision, and believed more 
strongly than go-around pilots that they 
should not have made the decisions they 
did. Essentially, many regretted decid-
ing to continue the approach, even if  no 
accident or incident resulted.

“We analyzed a statistically signifi-
cant group of pilots who made decisions 
to go around, and a group of those who 
chose to continue. The go-around group 
clearly showed different characteristics; 
one of  them was that they had briefed 
more on the potential threats and they 
adjusted more, and had more communi-
cation—collaborative decision-making 
was much higher. “They were ready for 
a go-around,” said Curtis.

A Dearth of Oversight
The study acknowledges that it struggled 
for management participation. Among 
those managers who did participate, a 
majority were largely unaware of unstable 
approach go-around compliance and pol-
icies in their own companies, even though 

91 percent of the companies involved in 
the survey had FDA collection with evi-
dence of compliance and non-compliance 
available to managers. 

“There seems to be an unintended 
acceptance of  the current state of  go-
around compliance by management,” 
said Curtis. “Both pilot groups felt the 
go-around criteria for their airline were 
not realistic for that operation, that par-
ticular day. They made their own deci-
sions because they knew there was little 
oversight from management.”

For decades the industry has used the 
concept of  approach “gates,” altitudes 
during descent at which key markers 
of  a stabilized approach must be pres-
ent for the approach to continue, and 
touchdown zone parameters. These 
gates are typically set at 1,000 feet (300 
m) agl and 500 feet (150 m) agl. The 
FSF report suggests adding a final gate 
at 300 feet (100 m) agl. 

“The safety analysis says that most 
properly loaded aircraft can stop a 
descent even at twice the normal rate, 
and go from flight idle to a good climb 
gradient safely from 300 feet,” said 
Marshall. Yet events unfold quickly at 
and below that altitude, and pilots often 

need to react with lightning quickness; 
training plays a huge part in how a crew 
manages the last few seconds before and 
during touchdown. Crews are typically 
trained that either pilot can call a go-
around until thrust-reverser deploy-
ment. Deviation from touchdown zone 
parameters (long landings) possibly 
caused by an unstable approach or a 
contaminated runway, however, can 
raise the possibility of  a potentially 
deadly runway excursion. 

“Before, we said ‘Go-arounds are nec-
essary here.’ Now we are saying ‘If  you 
are a little bit outside the guidance it is 
OK to continue if  you have reasonable 
expectation of being on target at the next 
gate,’” explained Curtis.

The report concludes that by allow-
ing some guided decision-making during 
approaches and landings, pilots will be 
more likely to trust and voluntarily com-
ply with written policies, in part because 
those policies will address the changing 
environment in which pilots work, where 
risk assessment is constant.

The report also uncovers issues with 
SOPs in the touchdown zone. “Active 
communication in the landing phase is 
just as important,” said Curtis, “because 

the go-around itself  is not without risk.” 
The report’s authors lament that 

“Safe Landing Guidelines, published by 
the Flight Safety Foundation to address 
an identified gap in the ALAR Tool Kit 
risk-reduction tools, is not well known by 
operators and not documented in opera-
tions manuals.”

And yet operators know that those 
recommendations work when imple-
mented properly. 

“One operator who worked on this has 
seen a 90-percent reduction in go-around 
exposure,” said Curtis, speaking for the 
group. “And its unstable approach rate 
at 500 feet and deep landing (beyond the 
optimum touchdown zone) rate also saw 
significant improvement.”

Both Marshall and Curtis indicated that 
a study focused on business aviation pilots 
and go-around decision-making would be 
enlightening, especially considering the 
number of recent runway overrun accidents 
involving private and chartered jets.  o
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Case for go-arounds
uContinued from page 1

NPE grants can roll over for up 
to four years, meaning an air-
port can potentially bank up 
to $600,000. Unused money 
is redirected to the FAA for 
immediate re-allocation, often 
to commercial-service airports.

“As a result, hundreds of 
millions of NPE dollars are not 
being spent on their intended 
purpose, to help small GA air-
ports,” AOPA president and 
CEO Mark Baker told the Sen-
ate aviation operations, safety 
and security subcommittee on 
April 5. Part of  the problem 
is the FAA’s requirement for a 
10-percent local match, Baker 
said. AOPA does not favor elim-
inating the match, but suggests 
that the FAA could lower the 
percentage or permit creative 
financing options.

In addition, GA airports 
would get a boost if  the FAA 
broadened the scope of  AIP-
eligible projects, Baker added. 
The agency’s grants must support 
projects that emphasize safety, 
security, capacity or environ-
mental improvements. Projects 
that are principally revenue-
generating, such as hangars, are 
usually not eligible. Such projects 
are desirable to GA airports that 
rely on hangar-lease revenue to 
fund operations, Baker said, and 
they’re also attractive to private-
sector partners.

“Public-private partnerships 

can go a long way to help cash-
strapped local communities 
rebuild and reinvigorate their air-
ports and increase economic out-
put to the benefit of taxpayers and 
users of the airport,” Baker told 
lawmakers. “There is significant 
demand for hangar development 
at airports across the country, but 
in most cases their construction 
and refurbishment may not be 
financed by AIP grants.”

Changes in regional air ser-
vice could exacerbate the small-
airport funding problem. Many 
regional airlines are facing a 
pilot shortage that they blame 
in part on new minimum-train-
ing standards that the FAA put 
in place in 2013. One ramifica-
tion: cutting flights, usually 
using smaller aircraft serving 
smaller communities. In 2013, 
when the rules took effect, there 
were 416 airports that recorded 
at least 10,000 enplanements, 
according to FAA data. In 2014 
and 2015, the figure was 398, 
the fewest since 2009, at the tail 
end of  the Great Recession.

Trickledown Effect
AIP grants are allocated partly 
on the basis of  enplanement 
data. Airports with 10,000 or 
more enplanements get at least 
$1 million annually. Smaller 
airports deemed an integral 
part of  the National Airspace 
System get $150,000 each, the 
NPE grants. While the DOT 
has programs to help subsidize 
air service in small communi-
ties, there is no comparable 
gap-filler for airport capital 

improvement programs.
“With this steep cliff  in the 

structure of the apportionments 
to airports, over the long term an 
airport with fewer than 10,000 
enplanements faces challenges 
in obtaining funds to maintain 
infrastructure that will attract or 
retain scheduled air service pro-
viders,” said Laurie Gill, mayor 
of  Pierre, S.D., which saw its 
enplanements fall to 6,300 last 
year from 14,500 in 2013.

The problem may soon get 
worse. Research by InterVistas 
concludes that shifting regional 
airline business models, caused 
in part by the pilot shortage, 
could result in a reduction or 
elimination of  services to 150 
to 200 communities in the com-
ing years.

“We support needed reforms 
to the Non-Primary Entitlement 
program to ensure continued 
access to these communities,” 
AOPA’s Baker told lawmakers.

The American Association 
of  Airport Executives (AAAE) 
says that helping larger air-
ports would create a trickle-
down effect. AAAE senior 
executive vice president Spen-
cer Dickerson told lawmakers 
that raising the passenger facil-
ity charge (PFC) cap, which 
has been set at $4.50 per flight 
segment for 17 years, would 
drive more grant money to GA 
airports. Airports that collect 
PFCs have some of  their AIP 
entitlements withheld, and 
Dickerson noted that most of 
these funds are redirected to 
GA facilities. o

PARTS PIONEER, CRS FOUNDER  
ARMANDO LEIGHTON DIES AT 58

Armando Leighton, Jr., who 
founded CRS Jet Spares 35 years 
ago from his mother’s garage in 
the Miami area, died suddenly on 
March 22 at the age of 58. Leigh-
ton began his aviation career when 
he was a teenager working with 
C-130 parts. By the time he was 
21, he had taken positions with a 
repair station and then a fixed-base 
operator, where he was responsi-
ble for buying parts for Sabreliner 
and Learjet charter jets.

A few years later he opened his 
own company, Corporate Rotable 
& Supply, with the help of his 
mother, Mirta Chang, and a $2,000 
investment. He saw a need to offer 
business aircraft operators a choice 
other than OEM parts, the company 
said in remembrance of Leighton. 
“It is hard to imagine in 2017 this 
being a novel idea with as many 
‘parts’ companies as exist today. 
However, very few had thought this 
was a successful business model 35 
years ago,” the company noted.

Corporate Rotable & Sup-
ply later became known as CRS 
Jet Spares and grew into a $27 

million international aftermarket 
business that employs 62 people 
and includes Thrust Tech Aviation 
and Jet Tech Engineering.

“What really got me on the 
map was the FAA,” Leighton had 
once recalled. “The FAA was fly-
ing [about] twenty Sabre 60s and 
[the parts business] was all on a bid 
system, so I was able to obtain a 
lot of the contracts and build the 
company and the inventory. It all 
evolved out of common sense. I 
had no real expertise at the time.”

Within three years sales 
exceeded $1 million. He had 
expanded into other parts and 
bought a 3,300-sq-ft warehouse. 
By 1991 the company moved 
to a 43,000-sq-ft facility in Fort 
Lauderdale, Fla. Thrust Tech Avi-
ation and Jet Tech Engineering 
were also founded to handle cer-
tain parts servicing, approval and 
certification.

Along with Chang, who became 
known as “the CRS Mom” and was 
his first employee, he is survived by 
his wife, Diane, and his two chil-
dren, Alyssa and Aram.  —K.L.

Genav airports  
lose needed grants
uContinued from page 1
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Epic 1000 on track for 
FAA TC by year-end
by Amy Laboda

Epic Aircraft holds deposits 
for 73 copies of  the Epic 1000 
six-place turboprop, a direct 

derivative of  the kit-built Epic 
LT, director of  sales and mar-
keting Mike Schrader told AIN 

at Sun ’n’ Fun last month. It 
held deposits for 60 at this time 
last year.

“It’s been a good year, from 
a sales standpoint,” he said. 
“The price is $2.95 million, 
but that will change after cer-
tification, and FAA type certi-
fication should be coming by 
the end of  the year. We won’t 
make a delivery until next year 

because we are getting our pro-
duction certificate and our type 
certificate right around the 
same time,” he continued.

When asked what’s slow-
ing certification, Schrader 
said that composite construc-
tion means there is a lot to test. 
“There is no one thing slowing 
certification. We’ve tested fuse-
lages and wings, everything to 
destruction, then made small 
changes and tested again. We 
had to test the pressure vessel 
to 18 psi, almost three times 
that needed for typical use of 
the structure. And it took it. 
Another change was to the air 
induction system, which made 
the airplane and engine more 
efficient and helped with cool-
ing,” he said. “It’s nice, though, 
to be just counting down the 
months to certification. We are 
really close now.”

“There are 50 Epic LT kit-
built turboprops out there, and 
the owners love them. They are 
so efficient and fast. We’ve done 
a FlightAware analysis of turbo-
props, and we feel that the Epic 
LTs out there are anywhere from 
15 to 50 knots faster than our 
direct competitors on a typical 
mission,” he said.

The certified Epic 1000 will 
be powered by a 1,200-shp Pratt 
& Whitney Canada PT6A-67A 
and have a three-screen Garmin 
1000 avionics suite. It is expected 
to cruise at between 265 and 325 
ktas, with a maximum range of 
1,650 nm at 265 ktas burning 40 
gph. Anticipated takeoff  and 
landing distances are 1,600 feet 
and 1,840 feet (both over 50-foot 
obstacles), respectively.

“We really shine when it 
comes to load-carrying capac-
ity. We can have full fuel and 
go some 1,300 to 1,600 nm 
depending on the power set-
tings and still carry 1,100 
pounds,” said Schrader. The 
company brought several Epic 
LTs to Sun ’n’ Fun. o
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Epic has redesigned the air induction 
system on the soon-to-be-certified 
production Epic 1000, improving engine 
cooling and efficiency.
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Ex-Im board nominees announced
by Bill Carey

President Trump has nominated 
two former congressmen to serve 
on the board of directors of the 
U.S. Export-Import Bank, one 
of  them a past opponent of 
the export credit agency. Their 

addition would restore a quorum 
the board has lacked, preventing 
it from approving transactions 
larger than $10 million.

Trump has nominated Scott 
Garrett, formerly a Republican 

U.S. representative from New Jer-
sey, and Spencer Bachus, who 
represented Alabama as a Repub-
lican member of Congress until his 
retirement in 2015, to serve terms 
on the Ex-Im board, the White 

House announced on April 14. 
The Senate must confirm them.

Garrett, whom Trump pro-
poses to serve a four-year term 
as the board’s president, voted 
against reauthorizing the bank in 
2012 and again in 2015, accord-
ing to a congressional scorecard 
compiled by The New American, a 
John Birch Society publication. In 
a widely quoted tweet in October 

2015, Garrett derided “the cor-
porate welfare program known 
as the Ex-Im Bank,” adding the 
hashtag “CronyCapitalism.”

The Ex-Im Bank provides 
loan guarantees and other 
financing support to foreign 
buyers of U.S. products, includ-
ing widebody airliners manufac-
tured by Boeing, in the past its 
biggest beneficiary. Trump him-
self criticized the bank during his 
campaign for the presidency, but 
recently changed his position.

Congress allowed the bank’s 
operating charter to lapse in the 
summer of 2015. A highway and 
mass transit bill the Congress 
passed in December that year 
reauthorized the agency after 
a five-month hiatus, but it still 
lacked a quorum of directors. 
Former President Obama nomi-
nated two new members to serve 
on the board, but they remained 
unconfirmed when the previous 
Congress ended.

Decisions Delayed
The bank currently lists two 
board members—Charles Hall, 
acting chairman and president; 
and Scott Schloegel, acting first 
vice president and vice chair-
man—along with three vacan-
cies. There are two ex-officio 
board members who do not vote: 
Secretary of Commerce Wilbur 
Ross and the U.S. Trade Repre-
sentative. Trump’s nominee for the 
latter position, trade lawyer Rob-
ert Lighthizer, was awaiting Sen-
ate confirmation at press time.

The Aerospace Industries 
Association (AIA), whose cur-
rent board chairman is Boeing 
CEO Dennis Muilenburg, has led 
a public campaign to support the 
Ex-Im Bank, and described the 
latest White House announce-
ment as “a crucial next step to 
restoring a quorum” on the agen-
cy’s board. The association con-
tends the bank currently has a 
backlog of 40 transactions worth 
$30 billion that it cannot process 
in the absence of a quorum.

In a press release, the AIA 
also defended against critics’ 
assertions that the bank primar-
ily benefits large corporations. 
“It doesn’t provide an advantage 
to our companies—rather it off-
sets the advantage that our for-
eign competitors have with export 
financing from 60 foreign govern-
ment-backed export credit agen-
cies,” the association said. “Ex-Im 
Bank support is critical for U.S. 
exporters in the aerospace and 
defense industry—both large 
companies and their small and 
medium suppliers. With a level 
playing field, we can compete 
and win based on the quality of 
our products and services rather 
than financing.” o
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FAA rethink emphasizes 
functional expertise units
by Kerry Lynch

The FAA is revamping two major 
branches, Flight Standards Service (AFS) 
and Aircraft Certification Service (AIR), 
to move toward a more streamlined 
approach that emphasizes areas of exper-
tise rather than the traditional regional or 
directorate divisions.

FAA officials have begun detailing the 
reorganization of both AFS and AIR, 
saying most points of contact will remain 
the same for industry. But the manage-
ment of  the structures and reporting 
chains will differ.

“Whereas we were previously geo-
graphically divided by regions and by dis-
trict boundaries, we understand that might 
not be the most effective way to manage,” 
James Viola, manager of the FAA’s Gen-
eral Aviation and Commercial Division, 
told an audience at Heli-Expo in Dallas, 
in detailing changes ahead for AFS. Viola 
outlined a number of reasons for the reor-
ganization of AFS, among them budget 
constraints, accountability and the adop-
tion of risk-based strategies. Also, “We 
constantly want to improve quality of the 
work with industry,” he said. Rather than 
managing by geographical location, AFS 
will be managed by functional areas, “so 
we have experts from bottom to top…and 
work closely with industry, which is the 
ultimate expert,” Viola added.

The organization will be streamlined 
with a small group of leaders managing 
AFS, but each leader will have a sharper 
focus on function. Standards will be 
aligned under the functions with the aim 
of reducing duplication or overlap.

General aviation and Part 135 will filter 
up to “one person” who has the expertise 
to make that decision, he said.

‘Getting to Yes’
The AFS reorganization, however, is more 
than a restructuring of leaders, Viola said. 
It is a cultural change. The reorganization 
will entail an interdependency within the 
agency and a change to emphasize “How 
do we get to yes?” Viola said.

He cited as an example an application 
for Part 141 flight school recognition 
that is submitted to a Flight Standards 
District Office that might not have the 
personnel to handle the certification pro-
cess. The reorganization is designed to 
facilitate such a situation, by enabling 
the FAA to assemble a team from across 
the agency to take a more standardized 
approach to that certification. Under 
this approach, he said, “We can be world 
leaders on standardized safety training 
and we can really make an impact on 
general aviation safety.”

The FAA has undertaken a number of 
“change management” initiatives, both 
within the agency and with industry, so 
everyone is on the same page. “This is not 
something you can just say ‘Here’s what 
we’re doing’….and everyone lines up to do 

it,” Viola said. “We’re working so every-
one understands why we are changing, the 
benefits of changing for both inside and 
outside and how we are going to provide 
streamlined efficiency.

As for the certification service, the 
FAA has dubbed the reorganization “AIR 
Transformation,” and even set up a web 
page to explain the changes.

Lance Gant, manager of  the FAA’s 
Rotorcraft Directorate, provided details 
on some of the AIR changes to the Heli-
Expo audience, saying it builds upon the 
“pretty explicit direction” from Congress 
to improve its processes. The change is a 
necessary one, he said. “A lot of things 
have changed for us…We recognize 
there are a lot of new entrants into the 
National Airspace System. We have global 
manufacturing.”

AIR has already taken a number of 
steps to improve the process, he said, cit-
ing a move to a risk-based approach and 
development of a “scorecard” for the use 
of organization designation authoriza-
tion. “The thing we are working on now 
is realignment of the certification service,” 
he added. Under the reorganization, the 
traditional directorate structure “goes 
away” and will be replaced with func-
tional divisions.

The three primary divisions involving 
industry interface are policy and innova-
tion; compliance and airworthiness; and 
system oversight. Two other divisions, 
organizational performance and enter-
prise operations, are designed for moni-
toring the organization and providing the 
necessary resources.

One of the key outcomes anticipated 
with these changes will be the approach 
to certification. The FAA wants to pre-
pare for certification projects, rather than 
react to them, Gant said. “In the past 
we’ve always told applicants when you are 
ready to certify something that’s when you 
can come to us. Now we are encouraging 
applicants to come in early before they are 
ready for certification…. so we can start 
developing policy or methods of compli-
ance around the technology.”

New technologies, especially those that 
weren’t already anticipated under exist-
ing standards, would slow down certifica-
tion processes. The FAA wants to change 
that. “The FAA and industry have a com-
mon goal. The FAA values compliance 
but we also understand industry needs 
to get product to market efficiently and 
quickly because it’s competitive out there,” 
Gant said.

He stressed that these changes must be 
conducted in partnership with industry. 
“It’s not just for the FAA to make change. 
We need industry to make a commitment 
to operate differently,” he said. “The criti-
cal path is not people. It is processes with 
the FAA. The critical path is shared by 
the FAA and industry.” o
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Regulatory confusion blocking 
bizav progress in Africa
by Peter Shaw-Smith

The business aviation industry in sub-
Saharan Africa faces several challenges 
to profitable and efficient operations, 
according to speakers at Aviation Africa 
conference held in late February in the 
Rwandan capital Kigali. Consensus 

among speakers was that the failure of 
African civil aviation authorities (CAAs) 
to comprehend the nature of business avi-
ation is a significant part of this problem.

“For BestFly, relations with the 
Department of Civil Aviation are always 

a continuous effort,” said Nuno Pereira, 
managing director of the Angola-based 
business aviation services group. “When 
we applied for an air operator certifi-
cate four years ago, they wouldn’t even 
look at us. They would only evaluate 
us on the same requirements as TAAG 
Angola Airlines.” The authorities treated 
BestFly as they would the national airline 
and wanted the company to provide the 
same kind of documentation, a demand 
Pereira said was unrealistic. “It took us 
about two years to get the AOC. Most of 
the process was explaining to them that 
what they wanted us to demonstrate was 
not possible.”

“There is a lack of  understanding of 
anything other than commercial avia-
tion,” concurred Susan Mashibe, CEO 
and founder of  Tanzanian aircraft 
ground handler Via Aviation. “If  you 
are private, the authorities will ask for 
an AOC. You have to explain over and 
over again that it’s a private operator and 
not a commercial AOC.”

“Most of the regulators come from a 
background of  fixed-wing commercial 
aviation. They don’t understand our busi-
ness and want operators to comply with 
commercial aviation rules. That mental-
ity is really hard to remove,” said Patrick 
Nkurikiyimfura, managing director of 
Rwanda’s Akagera Aviation. In Nigeria, 
classification of companies continues to 
be haphazard. There is a lack of under-
standing about the different legal types 
of permits, said Alex Izinyon, president 
and general counsel of Nigeria’s Izy Air. 
“If  you have an AOC, you are paying a 
lot more. In terms of the billing system, 
they look at you the same as airlines. I’ve 
argued this many times: ‘I have only three 
jets—and the others are under manage-
ment.’ ‘Well you have an AOC.’ ‘Yes, but 
I am not the same as [airline] Arik Air.’ 
This is something only very few at the 
Nigerian CAA understand.”

Positive Changes Ahead
The shake-out that has taken place 
among Africa’s major oil producers, 
Nigeria and Angola, has led to a ratio-
nalization that can only do the business 
good, said Pereira. “The downturn in oil 
prices is a major change. People are now 
operating more efficiently, because they 
are obliged to. When oil was at $100 a 

barrel, they would throw money at every-
thing. They didn’t care. Now you see that 
change of mindset,” he said.

Despite the difficulties, last year was 
the best ever for BestFly, with more com-
panies expected to enter the market and 
forecasts of  growth. “When you waste 
money, you lose the ability to invest. At 
the end of the day, what happened last 
year is going to be positive for the region. 
The companies are going to restructure 
and be more independent,” Izinyon said.

Most African airports were built in the 
1960s and 1970s, and 40 years on they are 
“maturing” in the sense that their facil-
ities are generally not keeping up with 
modern requirements. “I believe in the 
next 10 years, the focus in Africa will be 
on airport infrastructure, and that will 
also combine the needs of business avia-
tion. I understand that Rwanda’s new air-
port [at Bugesera] will be equipped with 
an FBO, and that’s a positive evolution,” 
said Nkurikiyimfura, whose company 
operates a fleet of  helicopters that has 

seen major growth lately in demand for 
emergency medical evacuation services.

“There is also the question of whether 
the existing airport will become a pri-
vate facility or a bizav airport. Different 
options are still being looked at. Nothing 
is cast in stone. We’ll know about it when 
the new airport is up and running. We 
are lobbying to use it, but other consid-
erations might come into play,” he said.

Despite the difficulties that bizav com-
panies face on the continent, the top 
end of the market continues to do well, 
according to Gulfstream, which char-
acterizes the sub-Saharan and North 
African markets as robust. “The Gulf-
stream fleet in Africa has grown slowly 
but steadily over the past five years,” a 
company spokeswoman told AIN. “There 
are 75 Gulfstreams in Africa. Nearly all 
of them are large-cabin aircraft: the GIV 
series, GV series and G650.”

Low oil prices have had a severe effect 
on the Nigerian economy, but this has 
not affected Gulfstream’s position in that 
country negatively, she said. “We haven’t 
seen a dramatic impact on our backlog 
or demand,” she added. “Nigeria contin-
ues to be the largest market in the region. 
Algeria and Egypt also do well. The Afri-
can market is extremely important to 
Gulfstream.”  
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From left, Patrick Nkurikiyimfura, managing director of Akagera Aviation (Rwanda); Susan Mashibe, CEO and 
founder of Via Aviation (Tanzania); Nuno Pereira, managing director of BestFly (Angola); and Dr. Alex Izinyon, 
president and general counsel of Izy Air (Nigeria) discuss industry issues at Aviation Africa 2017 in Kigali.
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The one fatal accident involv-
ing a U.S.-registered turboprop 
in the first quarter last year 
occurred on March 29, when a 
private Mitsubishi MU-2B-60 
crashed while on an instrument 
approach, killing the pilot-in-
command, a pilot-passenger 
occupying the right cockpit seat 
and five passengers. The auto-
pilot was being used to con-
trol the aircraft throughout the 
flight, according to investiga-
tors. Some 2.5 miles from the 
runway with gear and flaps low-
ered, the autopilot was discon-
nected, and almost immediately 
the aircraft departed from con-
trolled flight, rolled into a steep 
right bank and descended rap-
idly, hitting the ground in a near-
level attitude.

In the first quarter, four 
non-N-numbered turboprop 
accidents killed 13 people com-
pared with 16 who died in five 
accidents in the first quarter of 
2016. However, as with acci-
dents of  U.S. turbine business 
airplanes, the number of  non-
fatal mishaps jumped—to seven 
in the first quarter of this year 
from three in the first quarter a 
year ago.

Challenger In-flight Upset
The most unusual accident 
in the first quarter happened 
on January 7 over the Indian 
Ocean. A German-registered 
Bombardier Challenger 604 
being operated by Oberhaching-
based MHS Aviation encoun-
tered wake turbulence from a 
nearby Airbus A380.

According to Bombardier, 
the twinjet went through sev-
eral “abnormal” flight attitudes 
and accelerations beyond the 
flight envelope, lost “signifi-
cant” altitude and diverted for 
an emergency landing. Some of 
the nine passengers were said 
to have been seriously injured. 
The German Federal Bureau of 
Accident Investigation is lead-
ing the official investigation. The 
aircraft is believed to have been 
written off as a result of damage 
sustained from excessive g forces 
during the encounter.

Meanwhile, no accidents 
or incidents were recorded for 
Part 91K jet or propjet opera-
tions; there were three incidents 
in January through March 2016. 
Part 135 flights accounted for 
two jet incidents and three tur-
boprop nonfatal accidents in the 
first quarter compared with two 
incidents by air taxi jets and two 
nonfatal accidents with char-
tered business turboprops in the 
first three months of 2016.  o
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IS&S EARNS FAA STC FOR PC-12  
NEXTGEN FLIGHT DECK

Innovative Solutions & Support (IS&S) has received FAA STC approval for 
its Pilatus PC-12 retrofit avionics suite with two eight- by 10-inch LCD pri-
mary flight displays and a 13- by 10-inch LCD multifunction display. The first 
installation is under way. 

The IS&S NextGen Flight Deck for the PC-12 has dual SBAS GPS receivers 
that enable LPV approach capability using IS&S’s integrated flight manage-
ment system (IFMS). Other standard features: IS&S’s integrated standby 
unit, synthetic vision and enhanced vision, ADS-B out and in and electronic 
checklists. The upgraded flight deck can display airport diagrams, runway 
depictions, approach charts, airspace, high and low airways, navaids and in-
tersections. Satellite weather and iPad control are optional.  —M.T.

The IS&S NextGen Flight Deck for the 
PC-12 has two eight- by 10-inch LCD PFDs 
and a 13- by 10-inch LCD MFD. 

Accident stats
uContinued from page 12
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The big business aviation gathering in Geneva will be staged 
this month against a backdrop of political uncertainty in Europe
Europe’s business aviation com-
munity will once again convene 
for the annual EBACE show in 
Geneva from May 22 to 24. As 
usual, the event will draw trade 
visitors and private aviation con-
sumers from far beyond Europe 

itself, with numerous exhibitors 
expected from North America, 
the Middle East and Asia. As of 
press time, 500 exhibitors were 
booked and there are expected 
to be 60 aircraft on static dis-
play. Unusually, this year’s show 

starts a day earlier on a Monday.
EBACE falls at a time of 

political and economic uncer-
tainty as the European Union 
deals with the UK’s impending 
Brexit breakaway, which is set 
to be complete in 2019. By the 

time the show opens, France’s 
potentially disruptive presiden-
tial election will be over, but 
the German general election 
later this year also is fueling the 
unsettled atmosphere through-
out the continent.

EBACE is jointly organized 
by NBAA and the European 
Business Aviation Association. 
Brussels-based EBAA comes to 
this year’s event with new lead-
ership in the shape of Brandon 
Mitchener, who on April 3 took 
over as the group’s CEO from 
Fabio Gamba. Mitchener is a 
French and U.S. citizen with 
extensive experience in corpo-
rate communications.

The keynote speaker for the 
EBACE opening general session 
will be Bertrand Piccard, chair-
man of the Solar Impulse proj-
ect, which last year achieved the 
first around-the-world flight by 
a solar-powered aircraft. Apart 
from Brexit, the EBACE con-
ference agenda will address 
issues such as security, environ-
mental best practice and the 
need for bizav-specific educa-
tion and career development 
opportunities.

More information about 
the show can be found at www.
ebace.aero. —C.A.
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The static display at Geneva PalExpo this 
month will host 60 aircraft. Organizers 
report that some 500 exhibitors had 
signed on as of press time.
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Count on AIN for  
Full Coverage of EBACE

As usual, AIN will publish its 
award-winning daily news-
papers at the EBACE show on 
May 22, 23 and 24. You can 
also enjoy full coverage of 
the event, including exclu-
sive video reports, online at  
AINonline.com and in our  
AINalerts e-newsletters. n

E B AC E  PREVIEW

Just think. Blazing-fast, business-grade Internet on your plane. Transforming your cockpit, cabin – and operations. 

SmartSky’s air-to-ground platform uses 20-times-more spectrum to open up full-throttle web access. (Who wouldn’t prefer 

60 MHz versus the 3 MHz industry standard?) Our 4G LTE network with beamforming is the only system offering 

bidirectional high bandwidth and low latency. Get ready for the ultimate, transformative airborne Internet experience. 

Take-off | AIN | Jr. Tabloid | 7.8125”w x  10.375”h

THE FUTURE’S TAKING OFF

ARE YOU ONBOARD?

800.660.9982 • info@smartskynetworks.com • smartskynetworks.com



»  If one provider covered your diverse fleet

»  If your maintenance program transferred across models

»  If your costs were stabilized and predictable

At JSSI, we never stop working to make things better for 
you. We want our name to be synonymous with lower 
maintenance costs, higher residual value and superior 
service around the globe. We provide Tip-to-Tail® 
coverage for virtually any make or model of business 
or commercial aircraft, including turboprops and 
helicopters. JSSI. A better approach.

Call or email us at +1.312.644.8810 or info@jetsupport.com

wouldn’t it

jetsupport.com

BE BETTER?



Report answers operators’ paint FAQs 
Paint is the first thing people see when 
they approach an aircraft, but not many 
pause to give it a thought. However, 
they should, as “Paint serves a purpose 

that goes far deeper than a glossy exte-
rior,” according to Aircraft Paint Expec-
tations, a recent industry benchmark 
forum report detailing the best practices 

and frequently asked questions faced by 
experts in the MRO field.

Beyond the decorative, paint is “a thin 
protective shell that serves as an aircraft’s 
only line of defense against the elements.” 
The moment an aircraft leaves the hangar, 
that protective shell is under assault. As air-
craft are designed to flex, it is not surpris-
ing that the paint coating will soon develop 
microcracks, which will grow larger over 
time, exposure and usage if left untended. 
Another factor that will degrade paint-
work is the extremes of skin temperatures 
to which it will be exposed, from more than 
100 degrees F on the ground to -50 degrees 

F in flight, often in the span of minutes. 
Those environmental changes will cause 
expansion of aluminum, composites, the 
sealer coat and even the paint itself, leading 
to cracking. Maintenance and even normal 
operations can cause chipping and wear. 
In addition, basing the aircraft in a coastal 
area can be expected to diminish the paint’s 
lifespan from the normal five to seven years. 
The authors of the report suggest that for 
aircraft that spend much time in ambient 
corrosion areas—those with high humidity, 
pollution or salt air—owners apply a paint 
coating once a year to the aircraft exterior.

Like most systems on an aircraft, the 
exterior paint requires constant care, 
according to the experts. In a perfect world, 
the aircraft should be kept in a hangar and 
washed after every flight. The authors of 
the report acknowledge that this is likely 
not common practice for a majority of 
operators, but they emphasized that it is 
imperative to wash down the aircraft after 
every de-icing event, to remove any linger-
ing de-icing fluid or salt from winter oper-
ations. Operators should inquire with their 
manufacturer as to what cleaning prod-
ucts are compatible with the paint sur-
face. When viewed under a microscope, a 
smooth, glossy surface is flat, while a dull 
surface has peaks and valleys that can col-
lect contaminants and lead to corrosion.

Chips and cracks in the exterior paint 
are unavoidable, and they should be 
touched up immediately; a quality touch-
up job should be performed after every 
maintenance event. To ease that task, 
operators should avoid waxes that con-
tain silicon, as they could interfere with 
the adhesion of the touch-up paint.

Practical Considerations
It is the rare aircraft that is not white, and 
the reason for that is twofold: white is 
easy to touch up after maintenance, and 
it reflects more heat when the aircraft is 
parked in the sun, keeping the cabin cooler 
than if  the aircraft was painted a dark 
color. Likewise, dark-painted wings could 
increase the temperature in fuel tanks, 
causing fuel expansion. Yet, some own-
ers and operators insist on custom paint 
schemes, and for them the experts advise 
consulting with the airframer about color 
restrictions. Metallic or pearlescent finishes 
can be difficult to match, and pearl coats 
are particularly troublesome because of the 
three-layer process, and their susceptibil-
ity to degradation from contact with fuel.

There may be no such thing as a perfect 
paint job on something as large as a business 
aircraft, and owners should expect some dirt 
specks to be present in the finished product. 
If they cannot live with the result, they can 
opt either to have the area repainted and 
hope for better results, or attempt to buff 
the debris out, which could present some 
long-term hazing or staining issues.

Composite areas tend to be especially 
prone to paint cracking, as they expand and 
contract more than aluminum surfaces. The 
report notes that “less is more” when paint-
ing these areas, and while the honeycomb 
texture of the composite material may be 
detectable after the paint dries, the result 
will wear better than a heavier coat, which 
will soon show excessive cracking. —C.E.
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Beyond the polished look, paint provides protection, and 
operators should care for it like any other component.
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Asian event becoming 
even more international
by Ian Sheppard

The sixth Asian Business Avia-
tion Conference & Exhibition, 
which took place in Shanghai, 
China from April 11 to 13, was 
“perhaps the strongest to date,” 
said the organizers. “ABACE 
2017 highlights the enthusi-
asm for business aviation [in 
Asia-Pacific],” they added. The 
show is a partnership between 
NBAA and the Shanghai Airport 
Authority and is co-hosted by the 
Asian Business Aviation Associ-
ation (AsBAA) in the facilities 
of the Shanghai Hawker Pacific 
Business Aviation Service Centre.

The lead-up to the show, as 
the exhibits were assembled and 
temporary structures prepared, 
saw torrential rain but clearer 
skies prevailed on the first day, 
and thanks to the rain the tradi-
tional smog yielded to blue skies 
and sunshine. Tighter, airport-
style security (it was airside, after 
all) did nothing to put off visi-
tors, who surpassed 8,000 again. 

The show attracted 180 exhibi-
tors, with 10 hosted chalets, and 
the show floor footprint was the 
largest ever, according to the 
organizers. Forty percent of the 
exhibitors were based in Asia and 
40 countries were represented 
among ABACE attendees.

There were 33 aircraft on the 
static display, from Oxai Aircraft’s 
solar-powered Mozi to Airbus 
ACJ and Boeing BBJ bizliners. 
The HondaJet was making its 
Chinese debut, with Honda high-
lighting how the aircraft can use 
smaller airports than the larger 
jets that have previously proved 
most popular in China.

ABACE sessions covered 
many topics: the evolution of 
unmanned aircraft systems; 
humanitarian uses for rotorcraft, 
such as medical transportation 
and emergency response; special 
considerations for financing new 
and used aircraft; promoting a 
robust safety culture in business 

aviation flight operations; and 
the impact on business aviation 
operations following the recent 
implementation of the Associa-
tion of Southeast Asian Nations 
Open Skies Agreement.

“ABACE this year appears 
to have met or exceeded every-
one’s expectations,” said NBAA 
CEO Ed Bolen. “Over the past 
five years, ABACE has grown to 
become a must-attend event, not 
only for industry stakeholders in 
China and throughout Asia, but 
also for the worldwide business 
aviation community,” he added. 
ABACE 2018 is scheduled for 
April 17 to 19 in Shanghai.

China Open for Business
On media day, April 10, Bolen 
welcomed China’s commitment 

to building new airports (25 to 30 
are being opened annually now) 
and also welcomed the country’s 
approach to business and general 
aviation, the gradual liberaliza-
tion of airspace and the inclu-
sion of business aviation in recent 
five-year plans for the country.

In fact, Jiang Huaiyu, direc-
tor general of the eastern regional 
headquarters for CAAC, par-
ticipated in the ABACE Open-
ing General Session and hosted 
the CAAC forum. Also present 
at the Opening General Session 
were Geoff Jackson, executive 

director for the U.S.-China Avi-
ation Cooperation Program; 
Hanscom Smith, counsul gen-
eral of the United States Con-
sulate General in Shanghai; 
Axel Cruau, the French Consul 
General in Shanghai; Stephen 
Creamer, director of the ICAO 
Air Navigation Bureau; and Jing 
Yiming, SAA president. Wang 
Jijie, SAA vice president, hosted 
the event. o
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This year’s ABACE was the biggest yet, 
according to organizers. The show drew 
180 exhibitors  from around the world 
and attracted more than 8,000 visitors. 
The region continues to show promise, 
but optimism has tempered somewhat.

AsBAA Grows in Stature 

Apparent at ABACE 2017 and since early last year has been the 
transformation in the effectiveness of AsBAA as the association for 
Asia-Pacific business aviation. Chairman Charlie Mularski told AIN 
that since developing a clear strategy, the association has expe-
rienced significant successes and recognition. He stressed that 
AsBAA’s work has not been limited to China and Hong Kong, but 
has included working with IBAC to defeat legislation that would seri-
ously limit visitors using business aircraft in Indonesia.

AsBAA and the Avic Foundation signed a four-year agreement 
covering various joint activities and educational initiatives to foster 
the general and business aviation sector in China. The agreement 
was signed during the last day of the show in the AsBAA Discov-
ery event, designed to attract young people to the industry. AsBAA 
founded a student chapter in China three years ago.

The last day of the show was Careers in Business Aviation Day, 
with participation by 235 students from eight schools in Shanghai, 
Nanjing and Hunan province. � o

Pathway for Transfer of Chinese Airspace in the Works

Chinese authorities are working on regulations that will 
facilitate transfer of the airspace from military control 
to national (civil) control and enable the further liber-
alization of lower altitudes. Sun Weiguo, deputy secre-
tary general of the China Air Transportation Association 
General Aviation Branch, outlined the goals of the gov-
ernment during an ABACE session on Open Skies.

Anticipated by year-end, the regulations are 
expected to provide a pathway to complete the trans-
fer by 2020, along with setting more detailed plans for 
freeing up more of the airspace, Weiguo said.

The transfer is the third step of a plan set in motion 
two decades ago, but has stumbled as the Civil Avia-
tion Administration of China (CAAC) and the military 
had differing approaches to managing the airspace, 
he said. The first two steps, involving the transfer of 
management of major trunk routes to the CAAC, have 
been largely accomplished.

The airspace has been developed in a fragmented 
fashion, with the majority being designated for mili-
tary use and without the typical classifications that are 
found elsewhere in the world, according to Weiguo. 
As a result, “approvals for us have been necessary for 
any part of the airspace. However, the new regulations 
will outline classifications that, in theory, will enable the 
development of airspace that does not require prior 
approval for use,” he said.

A number of issues have yet to be resolved, and 
he pointed out that the key to all of this is the mil-
itary and CAAC reaching agreement on airspace. 
But progress is being made, with airspace optimi-
zation management pilot projects in the central and 
southern regions that could serve as a template for 
other regions of China. Also, the state consulate has 
developed a plan for general aviation operations, 
Weiguo said.� o

Huilan Sun (left), general secretary 
of the Avic Foundation, with AsBAA 
chairman Charlie MularskiAsian Sky Reports Fleet Growth 

Asian Sky Group published its fifth annual Asia-
Pacific Business Jet Fleet Report to coincide with 
the show. It revealed that the Asia-Pacific fleet 
reached 1,155 aircraft by the end of last year, a 3 
percent gain on 2015. The number of pre-owned 
aircraft saw a “dramatic increase” as the culture is 
changing, with potential buyers seeing the benefits 
of used inventory.

However, many aircraft left the region as a result 
of the strong U.S. dollar.

Mainland China still represents the largest single 
market, with 313 aircraft (Greater China, embracing 
Hong Kong, Taiwan and Macau, had a total of 477). 
The Gulfstream G650/G650ER continues to be the 

most popular aircraft, while HNA Group’s Deer Jet 
consolidated its position as the top operator in the 
region, despite the swelling ranks of operators.

ASG believes that growth this year will flatten 
at around 1 percent and sees “a modest return to 
growth” next year. The report noted China’s new 
investments in infrastructure, such as the new Beijing 
Daxing International Airport slated to open in 2019, 
freeing up capacity at current airports and providing 
space for business aviation, which in China plays sec-
ond fiddle to airlines. This is one of the major issues in 
China, where there has been a fast-growing air trans-
port sector for decades while GA has been almost 
non-existent. � o

ABACE 2017 Report
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WAKE TURBULENCE ENCOUNTERS
Gee, I remember when the Airbus Whale 
was getting certified and the boys in 
Toulouse were fighting any suggestions for 
increased separation (AIN April, “Challenger 
accident spurs cautions for A380 separation,” 
page 4). Wake turbulence is a topic near and 
dear to my heart. While instructing at Boeing 
Field (BFI), on two occasions I encountered 
uncommanded rolls and pitchovers at 
extremely low altitudes on account of 767 
wake turbulence.
Posted at ainonline.com by williamsvaughn

A different type of wake turbulence gave me a 
shock when flying a Cessna 152 in Germany. 
I was advised by ATC that a military jet was 
passing from right to left one mile in front of 
me. I saw the jet and continued, only to expe-
rience a frightening bang like hitting a brick 
wall a minute later. This was not something 
I had expected from wake turbulence and 
may be worth bringing attention to as well, 
as I had not been prepared for it.

Posted at ainonline.com  
by Graham Stephenson

LOSS OF TAIL-ROTOR EFFECTIVENESS 

LTE (the article on page 68 in this issue 
was first posted at ainonline.com) has been 
a recurring safety topic for decades, and 
while reported incidents have been clearly 
chronicled, little substantive corrective 
action has been suggested or directed by 
the authorities in the 40-plus-year period 
peppered with reports of the phenomenon. 
Certainly not all but definitely the over-
whelming majority of LTE incidents have 
occurred on Bell products, the 206 series 
being the most prone but with the 222, 230, 
212 and 412 adding to the total.

Inadequate tail rotor control margin is 
absolutely the culprit that may go unrecog-
nized in normal operations but can become 
suddenly apparent when the approach 
is terminated in a hover at higher gross 
weights, especially in the worst case of 
a right crosswind of 15 to 25 knots. STCs 
offered by BLR (Boundary Layer Research) 
have proved effective on the 212 and 412, 
on which some of the vertical tail surface is 
pared back, reducing blockage and thereby 
giving the tail rotor more air. The STC also 
installs strakes along the length of the left 
side of the tail cone that function to spoil 
horizontal lift along that surface in a right 
crosswind. Unfortunately, the vertical tail 
surfaces on the 206 are narrow enough 
already that the BLR STC cannot pare them 
back while retaining the required lateral/
directional capability. The strake installa-
tion has reportedly been used, however, 
with unknown effectiveness.

Manufacturers of aircraft that have a his-
tory of LTE could look to a variety of poten-
tial solutions for their aircraft: the design 
of the blade itself, driven rpm, or perhaps 
further development of the strake and ver-
tical-tail fixed aids that were products of 
the BLR effort.

The S-76B/C has never experienced LTE 
and has sufficient positive control margin 
for any operation permitted by the RFM. 
Hovering, takeoff and landing are permit-
ted at maximum WAT curve weight with 
wind up to 35 knots from all azimuths and 

all density altitudes to 15,000 feet.
The NTSB states in the AIN article 

that there have been 55 accidents involv-
ing LTE in the last decade. Action should 
have been taken long ago to address the 
problem. The cheapest but most readily 
achievable improvement would be to pro-
hibit hover operation in any crosswind azi-
muth relative to the nose ranging from 030 
to 210 degrees. Reducing allowable gross 
weight would also help. Perhaps a spe-
cial pilot training and qualification pro-
gram such as the SFARs implemented by 
the FAA for the Robinson and Mitsubishi 
MU-2 could prove beneficial at some 
point. A physical solution that improves 
the aircraft is obviously the best path to 
safety, but pilot training and procedures 
are needed in the interim.

It is hard to explain why so little has been 
accomplished on LTE, especially when con-
sidering the 40-plus years it has existed.

Charlie Evans
Sikorsky S-61N and S-76A-C+  

test pilot (retired)
Norfolk, Conn.

HELI-EXPO ATTENDANCE

It would be foolish to consider the 
Louisville attendance figures as being 
anything more than an aberration (AIN 
April, “Heli-Expo Report,” page 58). 
There’s a good reason why the multi-
year contract for Louisville has been torn 
up, as evidenced by the overwhelmingly 
negat ive feedback received f rom 
exhibitors after last year’s show.

Surely a better yardstick would be to 
compare this year’s attendance with that 
from 2012, when the exhibition was last in 
Dallas. That year the show attracted 19,023 
attendees, so the 2017 figure represents a 
7-percent reduction. 

Regarding pre-recession levels, Heli-
Expo 2006 (Dallas) saw 16,628 visitors, with 
2007 (Orlando) attracting 14,806 and 2008 
(Houston) 17,373. These numbers were all 
beaten by visitor attendance figures released 
for 2012, 2013, 2014 and 2015.

Posted at ainonline.com by IanCorrigible

SMO CLOSURE CONSEQUENCES

KSMO may be converted into a “great 
park,” just as the mayor said. But it won’t 
be a park with grass and playing fields. It’ll 
be a business and commercial park. What’s 
more, commercial jets arriving from the 
north for landing at LAX will no longer pass 
overhead at 7,000 feet; they’ll be much 
lower, because the 5,000-foot bubble that 
now protects small airplanes departing 
from KSMO will no longer be there. 
Nearby residents haven’t heard the noise 
they’ll hear when Boeings and Airbuses 
begin passing over their neighborhood. 
They will then learn the wisdom of the 
advice to “be careful what you wish for, 
because you might just get it.”

Posted at ainonline.com by Lon

Letters and Opinions

AOPA, NATA square off on 
FBO pricing and regulation
by Curt Epstein

The National Air Transportation Asso-
ciation (NATA) has rejected assertions 
by the Aircraft Owners and Pilots Asso-
ciation (AOPA) that the FBO industry is 
unfairly profiting from excessive ramp fees 
and should be subject to FAA oversight.

In a rebuttal to an article in the May 
issue of AOPA Pilot magazine, “AOPA 
Battling Excessive FBO Fees,” NATA 
insists that the basis for AOPA’s com-
plaints is invalid. “The AOPA effort is 
particularly disappointing as it contin-
ues a pattern of contradictory assertions 
designed to alleviate industry concerns 

while it pursues an economic regulatory 
agenda,” stated NATA president Martin 
Hiller. “While AOPA claims to support 
FBOs and the free market, there is no rec-
ognition that some locations require dif-
ferent pricing models.”

The recent AOPA article was prompted 
by the results of a campaign the organiza-
tion has run over the last year, requesting 
that its members submit what they deem 
egregious examples of FBO pricing they 
had encountered, whether it be ramp fees 
or fuel pricing. According to the organiza-
tion, 67 percent of the complaints involved 
FBOs that are the sole providers at their 
airports, while 59 percent referenced Sig-
nature Flight Support, which became the 
world’s largest FBO chain last year when 
it acquired Landmark Aviation.

AOPA compiled those submissions into 
a closed-door presentation the organiza-
tion made to the FAA in December. One 
of the key tenets in AOPA’s proposal is 
that the FAA should mandate that GA 
pilots have “unfettered access between 
the ramp and the parking lot,” without 
having to use an FBO and pay ramp fees. 
While it acknowledged that some pilots 
can choose to use other airports where fees 
may be lower, the organization decried the 
loss of convenience they face in those cir-
cumstances. AOPA also argued that the 
practice of waiving ramp fees with large 
fuel purchases forces some pilots into tak-
ing on fuel at places and at prices they 

otherwise would not. “If pilots are given 
unfettered ramp access they can then 
choose to tanker fuel into airports where 
FBOs charge prices outside normal mar-
ket prices,” AOPA president and CEO 
Mark Baker was quoted in the article. 
“But now pilots have no choice except to 
purchase overly expensive fuel or pay the 
fees, or in some cases both.”

He reiterated those sentiments in an 
interview with AIN: “I call it a hostage 
situation when you wind up on a ramp 
and you have to pay an excessive ramp 
fee or excessive fuel pricing to satisfy that 

FBO,” said Baker. “We’re talking about 
either to create, or in some cases describe 
where and outline where the public park-
ing spaces already exist on an airport, so 
that we can then as aviators buy our fuel 
somewhere else and create a free market-
place for ourselves in choosing where to 
stop for fuel without paying a ramp fee.”

“If ramp space was built with Airport 
Improvement Program [AIP] funding, a 
case may be made for free space, but that 
is not how the real world works,” said Rob-
ert Olislager, executive director at Denver 
Centennial Airport, one of the nation’s 
busiest business aviation hubs, and home 
to five FBOs. “At Centennial Airport 
and many airports around the country, 
FBO ramps are constructed at the FBO’s 
expense. FBOs are responsible for opera-
tions and maintenance costs and property 
or possessory interest taxes.”

“Even if  the ramp has been leased from 
the airport, its upkeep is invariably the 
FBO’s responsibility,” added Hiller. “As a 
result, AOPA’s proposal to require FBOs 
to provide ‘unfettered access’ to ramps is 
really the economic regulation of private 
investment.”

Even the discounts that some service 
providers give to large fleet operators 
could be called into question as discrimi-
natory against smaller GA pilots and own-
ers who pay “list price” for fuel, according 
to AOPA. “We’re looking at the FAA as 
	 Continues on page 58 u 

The National Air Transportation Association (NATA) and the Aircraft Owners and Pilots Associaton (AOPA) are at 
odds after the latter published a report describing GA pilots as being “held hostage by unfair pricing” at FBOs.
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APP Jet Center refreshes at HWD 
as Meridian opens new facility
by Curt Epstein

While the opening of a new FBO 
at an airport is not uncommon, 
one airport having two service 
providers debut new facilities in 
the span of a few months cer-
tainly is, and that is the situation 
at California’s Hayward Execu-
tive Airport (HWD). APP Jet 
Center opened an upgraded 
facility at the San Francisco-
area general aviation gateway 
on March 15.

The company had been the 
lone service provider there since 
2011, when it acquired the for-
mer Atlantic Aviation facility at 
the height of the economic crisis. 
At that time, the FBO pumped 
800,000 gallons of  fuel a year, 
a number that has grown as the 
economy has slowly recovered, 
and last year it sold more than 
double that amount. But APP 
now finds itself  facing compe-
tition for that pool of fuel sales 
in the form of New Jersey-based 
Meridian, which opened the first 
base beyond its Teterboro Air-
port headquarters at Hayward 
in October.

APP CEO Thom Harrow 
felt the pressure of  competi-
tion. He told AIN that with 
such recent growth in fuel sales, 
he could not risk losing busi-
ness to the lure of  a shiny new 
facility. “It’s as much an insur-
ance policy as anything else, 
because obviously we put air-
planes in here and that gives us 

fuel [sales], and we look better 
to transients.”

The $6 million APP facil-
ity offers a newly built 3,000-sq-
ft terminal with a pilots’ lounge 
and snooze room, showers and all 
the standard amenities. Harrow 
wanted the facility to have some-
thing other than a corporate feel, 
so he brought in a local interior 
design firm and tasked it with 
making the terminal look like the 
residence of an executive from a 
nearby Silicon Valley tech firm.

To maintain that ambiance, 
the building provides an iso-
lated operations center for the 
line service staff, with separate 
exits to the ramp, its own kitchen 
and service facilities. “It’s a big 
deal because in the old space we 

didn’t have that,” noted Harrow 
of the former 1,750-sq-ft termi-
nal. “You would have custom-
ers there and you would have a 
room with a ton of equipment 
and a bunch of  guys walking 
through.” The company subdi-
vided the former terminal and 
rented it to tenants.

Also newly constructed was a 
20,000-sq-ft hangar, which can 
shelter ultra-long-range business 
jets. It was joined to an existing 
12,000-sq-ft hangar, which was 
renovated as part of  the proj-
ect, making a single contigu-
ous structure. All told, APP has 
86,000 sq ft of aircraft shelter.

According to Harrow, despite 
having just added another major 
hangar, the location is 75 percent 

subscribed with based aircraft, 
mainly business jets. “My mea-
sure of whether to build another 
hangar is the extent to which 
the general manager complains 
about the lack of  space,” he 
explained. “Then you feel like 
there’s impetus to build some-
thing else, and I’m astonished, 
but that’s beginning to happen 
already here.”

Meridian CEO Ken Forester 
had this to say about his new 
facility: “We had been looking 
for an opportunity to establish 
an operational base and have 
an FBO on the West Coast, 
specifically California, since 
as far back as 2006. We had a 
lot of  charter- and owner-fly-
ing going out to the West Coast 
and felt it would be a logical 
step.” He told AIN that the 
economic downturn put those 
plans on hold, but by Decem-
ber 2013 the company had 
settled on Hayward, and spe-
cifically a plot of  land on the 
south side of  the airport that 
had been occupied for decades 
by an Air National Guard base, 
which closed around the turn 
of  the century. “We felt we had 
a tremendous opportunity to 
develop that south side,” said 
Forester. “We committed to 
15 acres and to building a new 
facility and phasing develop-
ment as we filled the hangars 
and the space.”

The resulting development 
has a 6,300-sq-ft terminal and 
office building, with a passen-
ger lobby and offering a lounge, 
coffee bar, business center, con-
ference room, pilots’ lounge 
with recliners, a snooze room, 
pilot briefing room, shower and 
locker facilities, kitchen, onsite 
car rental and crew cars. The 
$10 million facility, which will 
also serve as a West Coast base 
for the company’s charter man-
agement fleet, has a 30,000-sq-ft 
hangar capable of sheltering the 
latest big business jets, and 3.5 
acres of  ramp. Aircraft main-
tenance support is available 
as the location has a full-time 
licensed A&P mechanic to ser-
vice Meridian’s charter aircraft 
as well as transients.

Airport Advantages
A gateway to the state’s Silicon 
Valley technology enclave, Hay-
ward has drawn some favorable 
comparisons to nearby San Jose 
International. “The rents are 
probably 50 percent higher [at San 
Jose], the fuel is probably a dollar 
more expensive and it’s enough 
of a price difference to be worth 
repositioning to San Jose, if that’s 
where the owner is,” said Harrow, 
who noted it’s only a 10-minute 
hop between the two airports and 

Moffett Field in Mountain View 
is an even shorter flight.

Another advantage, For-
ester added, is that Hayward, 
like Meridian’s home base of 
Teterboro, is a dedicated private 
aviation airport, meaning no con-
gestion or delays caused by airline 
operations. “When you are pre-
senting that kind of convenience 
and economic difference, some 
people are going to bite,” said 
Harrow, adding that the advan-
tages apparently resonated with 
the owner of a GV who recently 
relocated his jet from San Jose to 
APP’s new hangar.

Overall, traffic at HWD has 
rebounded steadily since the 
downturn, according to airport 
manager Douglas McNeeley, 
whose airport was the benefi-
ciary of the more than $15 mil-
lion in private development. 
“We’re pleased about the two 
multimillion-dollar facilities, 
and hopefully more to come in 
the way of hangar construction 
here,” he said. “We’re talking to a 
number of people who are inter-
ested in Hayward and see it as 
an opportunity to provide more 
corporate hangars.”

In 2010 HWD saw 87,122 
operations, but by last year that 
number had risen to 108,680. 
Last fall the airport resurfaced 
the 5,700-foot-long main runway, 
the longest of any GA airport in 
the Bay Area. The $2 million 
project, funded by FAA, state 
and city dollars, was completed 
in three-and-a-half days by crews 
working around the clock.

McNeeley described the air-
port’s location as central to San 
Jose, Silicon Valley and Oak-
land, and a reasonable distance 
from San Francisco itself. It is 
home base for 427 aircraft, 65 
of  them turbine. For the two 
FBOs, a major prize remains the 
clientele of  Ascend Aviation, a 
privately built 100,000-sq-ft cor-
porate hangar complex that is 
home to 25 aircraft, mostly mid-
size to large-cabin jets. APP of 
late has been negotiating fuel-
ing contracts with many of  the 
operators who occupy the cav-
ernous facility.

As for whether he believes 
there is enough potential busi-
ness to support two major FBOs, 
McNeeley looks to the rising tide 
of traffic. “That’s always a ques-
tion, and here I think the answer is 
yes,” he told AIN. “For one thing, 
after being stagnant over the last 
couple of years, APP’s fuel busi-
ness has grown dramatically, so 
we think that bodes well for the 
economy here in the Bay Area. I 
think we’re going to be breaking 
beyond two million gallons of jet 
fuel before too long. We’re almost 
there now.” o 
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APP Jet Center CEO Thom Harrow (left) holds court at the grand opening in the FBO’s 
32,000-sq-ft hangar. At the time of the opening it was 75 percent booked. The facility 
consists of a renovated 12,000-sq-ft structure joined to a 20,000-sq-ft addition.

a responsible party to make sure 
that the fairness and non-dis-
criminatory practice is enforced,” 
Baker told AIN. “If  some of 
these larger operators are getting 
much better prices than the gen-
eral public, we want to examine 
if  that is fair or not.”

Baker insists that his orga-
nization’s activism is not a call 
for FAA oversight of the FBO 
industry. “Just to be clear, we 
have no issues with 95 percent 
of the places,” he noted, “but at 
some of the larger regional air-
ports with more than 30,000 or 
40,000 operations and just one 
player, the airport didn’t change 
any fees in that period of time, 
and the prices have gone through 
the roof.”

Following AOPA’s presenta-
tion, the FAA offered the report 

to NATA for comment. “Incred-
ibly, AOPA chose to attack the 
FAA for asking stakeholders 
to comment on its call for eco-
nomic regulation of FBOs and 
even criticized NATA for bring-
ing their covert eleven-month 
campaign to others’ attention,” 
Hiller added.

NATA submitted its own 
report to the FAA, showing that 
of the top 100 general aviation 
airports in the country, more 
than a quarter support only one 
FBO. Of the top 200 airports, 
nearly 80 have lone providers. 
The report also stated that local 
governments have come to view 
FBOs as encouraging economic 
development in their communi-
ties, and as leases come up for 
renewal, more and more airports 
are expecting or even requiring 
FBOs to invest in high-end facil-
ities. The report also examined 
several recent trends and their 
effects on the industry as a whole.

“When you liken FBOs to 

public utilities, it becomes a 
matter of  concern to all of  us 
in the general aviation business 
community,” said Maria Sas-
tre, president and COO of Sig-
nature, one of two FBO chains 
mentioned in the AOPA article. 
“As NATA’s report to the FAA 
clearly demonstrates, contempo-
rary FBO commercial strategies 
are the result of changes in the 
macro-economic conditions in 
the general aviation community, 
including fewer pilots, declining 
sales of 100LL, changing aircraft 
performance and the increased 
capital investment needs for air-
port infrastructure.”

She added that the current 
fees and pricing are simply signs 
of the evolution of the aviation 
industry. “To suggest regula-
tory intervention in pricing, as 
AOPA does, will not bring back 
the conditions of a previous era 
and instead potentially accelerate 
the decline of general aviation in 
America,” said Sastre. o

AOPA, NATA  
on FBO pricing
uContinued from page 56
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IATA’s de Juniac calls for 
answers on electronics ban
by Gregory Polek

International Air Transport Asso-
ciation director general Alexandre 
de Juniac has for the first time pub-
licly questioned the effectiveness or 
reasoning behind the U.S. and UK 
bans on large electronic devices in 
airliner passenger cabins on flights 
from certain Middle Eastern and 
Northern African countries. Speak-
ing at IATA’s Council on Foreign 
Relations in late March, de Juniac 
also criticized the governments’ fail-
ure to consult and coordinate with 
airlines before issuing the directives.

“I should emphasize, airlines 
don’t want access to state secrets,” 
he said. “But if  airlines understand 
the outcome governments want, they 

can help with their real-world opera-
tional experience to deliver the result 
effectively and efficiently.”

De Juniac also asked a series of 
questions he said “underpin” confi-
dence in the industry’s security mea-
sures. For example, he questioned 
why airports listed in the U.S. and 
UK bans don’t match and how one 
can consider laptops secure in the 
cabin of some flights and not oth-
ers, particularly on flights originat-
ing at the same airport.

“And surely there must be a way 
to screen electronic equipment effec-
tively at airport checkpoints,” he said.
“The current measures are not an 
acceptable long-term solution to 

whatever threat they are trying to 
mitigate,” added de Juniac. “Even in 
the short term it is difficult to under-
stand their effectiveness. And the 
commercial distortions they create 
are severe. We call on governments to 
work with the industry to find a way 
to keep flying secure without separat-
ing passengers from their personal 
electronics.” o
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z CSeries Flies from London City to JFK 
Bombardier flew a CSeries CS100 with a representa-
tive payload nonstop from London City Airport (LCY) 
to New York JFK Airport following the completion of 
demonstration tests for the steep-approach, short-field 
landing at LCY, the airframer announced in late March.

Bombardier expects the CS100 to receive 
Transport Canada and EASA certifications for steep 
approach landings at London City in the second 
quarter. Launch customer Swiss International 
Airlines plans to become the first operator of the 
CSeries into and out of LCY “later this year.” 

Steep takeoff and approach requirements at 
London City call for a 5.5-degree glideslope, and 
Bombardier must test and validate the CSeries to 
8.5 degrees to qualify to operate there. In its full 
108-seat cabin layout, the CS100 can fly 2,350 nm 
into and out of London City. It can reach New York 
from LCY in a 42-passenger configuration.

z Ryanair Issues Brexit Warning 
As the UK government began the Brexit process on 
March 29 with a letter formally informing the Euro-
pean Commission of its intention to leave the Euro-
pean Union (EU), Ireland’s Ryanair called on Britain’s 
legislators to “put aviation at the forefront” of nego-
tiations with the EU to formulate a coherent plan to 
ensure flights to and from Europe after March 2019.

As the UK leaves the EU and its Open Skies 
system at that time, the UK government will have 
needed to negotiate a bilateral agreement with 
Brussels to allow flights to and from Europe to 
continue. Ryanair warned that the failure of the 
UK and EU to reach an agreement will trigger a 
reversion to World Trade Organization rules, which 
do not cover aviation, and raise the possibility of 
flights between Europe and the UK ceasing in March 
2019. The airline stressed that it could start cutting 
schedules within 12 months because it must release 
its summer 2019 timetables next March.

Ryanair said it has already moved growth away 
from the UK and other EU airports in anticipation of 
Brexit, basing no more aircraft at its 19 UK airports 
this year and cutting its planned growth rate to 6 
percent from 15 percent.

z Malindo First To Fly Max 8 
Malaysian low-fare carrier Malindo Air will become 
the launch operator for the Boeing 737 Max 8 when it 
introduces the type on a route between Kuala Lum-
pur and Singapore early this month, the airline an-
nounced during the Langkawi International Maritime 
and Aerospace (LIMA) Exhibition in late March. The 
airline, whose minority shareholder, Indonesia’s Lion 
Air, served as the launch customer for the 737-900ER 
in 2012, plans next to fly one of four Max 8s slated for 
delivery this year to Bangkok and Guangzhou, China. 
Lion Air plans to take another four Max 8s next year.

Dinesh Keskar, Boeing senior vice president of 
Asia-Pacific and India sales, told AIN that with a 
forecast 3,860 aircraft destined for Southeast Asia 
over the next 20 years, the region will continue 
to grow at around 6 percent with the increasing 
affluence of the middle class.

“There will be even more demand if someone 
can come up with better on-time performance, 
good service and the same or lower prices,” he 
said. “That is the winning formula for Southeast 
Asia.” —Gregory Polek

NE W S UPDATE

IATA director general Alexandre de Juniac

Boeing flies 787-10 for the first time
Boeing flew the 787-10 widebody 
for the first time on March 31 from 
Charleston International Airport 
in South Carolina, marking the 
start of  the third Dreamliner flight-
test campaign. During the five-
hour maiden flight, test pilots Tim 
Berg and Mike Bryan took the air-
plane to 20,000 feet and 200 knots. 
Test tasks included setting all take-
off  and landing flap positions and 
operating various systems, giving 
the airplane what Bryan called “a 
thorough ring-out.”

Built exclusively in North Charles-
ton, the 787-10 made its first flight 
less than four months after the start 
of final assembly. Boeing planned to 
ferry the airplane to its Seattle-area 
facilities early last month to conduct 
the bulk of the flight-testing.

A straightforward 18-foot stretch 
of the 787-9, the 787-10 retains 95 
percent design and build common-
ality with its smaller sibling while 
adding some 40 seats in exchange 
for range. Boeing lists the 330-seat 

787-10’s range as 6,430 nm, while the 
787-9 can fly 8,500 nm. A pair of 
Rolls-Royce Trent 1000-10s powered 
the first 787-10. The company also 
offers General Electric GEnx turbo-
fans for the biggest Dreamliner.

The mid-body section, which 
accounts for 10 feet of  the fuse-
lage stretch, does not fit into Boe-
ing’s Dreamlifter cargo airplanes, 
meaning it would prove too long 
for efficient transport from North 
Charleston—the site of  systems 
installation—to Everett, Wash. for 
final assembly. Separately, said Boe-
ing, introducing the 787-10 in North 
Charleston takes advantage of that 
facility’s considerable capacity while 
allowing the Everett facility to con-
tinue improving productivity on the 
787-8 and 787-9.

By the time of first flight, the sec-
ond of the stretched Dreamliners—
powered by GEnx engines—had 
moved through all seven positions 
in North Charleston’s final assem-
bly building and outside onto the 

ramp for final preparations for 
flight, while the third and final test 
airplane, another Rolls-powered 
machine, had begun to take shape 
inside. The South Carolina facility 
fabricates and assembles composite 
Section 47, the last passenger sec-
tion of the airplane, and Section 48, 
which integrates the horizontal and 
vertical stabilizers and the aft pres-
sure bulkhead, for all Dreamliners 
built in Everett and North Charles-
ton. It also joins and integrates mid-
body fuselage sections from other 
suppliers. Spirit AeroSystems in 
Wichita provides 787 forward fuse-
lage sections to both Everett and 
North Charleston.

Boeing’s Everett operation cur-
rently produces seven 787-8/9s 
per month; North Charleston 
produces five. Although Boeing 
has previously talked of  raising 
Dreamliner production rates to 
14 by the end of  the decade, it has 
not established a firm schedule for 
a rate break.  —G.P.

The first Boeing 787-10 took off 
from Charleston International 
Airport in South Carolina. 



Embraer E195-E2 feels 
wind beneath wings
by Gregory Polek

The Embraer E195-E2 flew 
for the first time on March 29, 
marking the start of  a nearly 
two-year-long flight-test cam-
paign expected to culminate in 
Brazilian airworthiness certifi-
cation in early 2019. The latest 
milestone for Embraer’s E2 pro-
gram came at least three months 
earlier than the second-half 2017 
date range the company origi-
nally targeted, meaning that two 
of the three planned E2 variants 
have flown ahead of schedule.

Speaking with AIN just 
after the two-hour maiden mis-
sion, Embraer Commercial Air-
craft COO Luis Carlos Affonso 
emphasized that the early 
first flight will not change the 
planned time frame for deliver-
iess. Although the two E195-E2 
prototypes will need to fly fewer 
hours than will the four airplanes 
in the E190-E2 program thanks 
to several common systems, the 
fact that each model uses its own 
wing design means Embraer will 
have to perform a dedicated 
testing schedule to validate fly-
ing qualities and performance. 
For first flight, the fly-by-wire-
controlled narrowbody took off  
in normal mode, reflecting what 
Affonso referred to as “lots of 

confidence” in the flight control 
system as well as the airframe. 
During the mission crewmembers 
retracted the landing gear, exer-
cised every flap position and per-
formed speed excursions to check 
handling qualities in preparation 
for landing. The crew then per-
formed checks related to pres-
surization, APU function and 
autopilot, followed by 45 min-
utes of air-to-air photography.

The largest airplane ever built 
in Brazil, the E195-E2 can carry 
as many as 146 passengers in a 
single-class cabin layout, and 
typically 120 passengers in a 
dual-class configuration. Pow-
ered by a pair of Pratt & Whit-
ney PW1900G geared turbofans, 
the airplane can fly 2,450 nm, 450 
nm farther than originally spec-
ified at program launch in 2013.

The greater range stems from 
a change in the wing design 
in February last year, when 
Embraer decided to add 4.6 feet 
(1.4 meters) of wingspan, thereby 
increasing aspect ratio, improv-
ing lift-to-drag ratio and allow-
ing for an increase in maximum 
takeoff weight by 4,400 pounds. 
The original plan had involved 
two wing designs—one for the 
E175-E2 and the other for the 

E190/195-E2—using new auto-
mated technology on the same 
robotic station.

The changes extend range by 
450 nm at sea-level starts and 
as much as 290 nm in hot and 
high conditions. For example, 
the new wing would add 250 nm 
to the previously quoted 1,700-
nm range from Denver. Launch 
customer Azul of Brazil, which 
holds a firm order for 30 of the 
new jets, still expects delivery of 
its first airplane—outfitted in a 
single-class, 130-seat cabin lay-
out—in the first half of 2019.

Of total firm orders for 275 of 
the three-member E2 series, the 
E195-E2 has drawn 90, reported 
Embraer Commercial Aircraft 
CEO John Slattery. Although 
somewhat modest in number, 
orders will accelerate now that 
Embraer has flown the airplane, 
he insisted. “We believe that this 
particular aircraft changes the 
paradigm of operating costs,” 
said Slattery. “As airlines think 
about their fleets now and they 
look at trip cost that’s 20 percent 
below a larger narrowbody and 

almost the same per seat, this 
becomes an attractive arsenal as 
they chase sustainable profitabil-
ity. And that’s why we call this 
aircraft the profit hunter.”

While Canadian competitor 
Bombardier considers its CSeries 
narrowbody in a class all its own, 
Embraer sees the E195-E2 as a 
direct competitor to the CS100, 
notwithstanding the Brazilian 
airplane’s considerable range 
shortfall. “The [empty] weight of 
this aircraft is almost identical to 
the CS100’s and yet because this 
aircraft is smarter by design in 
the materials that we’ve used, the 
E195-E2 can carry up to 10 per-
cent more passengers than the 
CS100,” said Slattery. Bombar-
dier specifies maximum capacity 
for the CS100 at 133 passengers.

Embraer cannot argue 
against Bombardier’s claims of 

superior range, however. The 
CS100 can carry a full passen-
ger load beyond 3,000 nm, giving 
it true transcontinental reach. In 
fact, the aircraft recently demon-
strated it can fly nonstop from 
London City Airport to New 
York JFK in a 42-passenger 
configuration.

Nevertheless, Slattery insisted 
that the airlines with which 
Embraer consulted did not ask 
for that kind of capability. “We 
paid attention to the airlines 
in our advisory boards and we 
asked them how long they want 
to fly the aircraft,” he said. “We 
didn’t really have any airlines 
in the world that wanted to fly 
transatlantic with this size air-
plane. So there was no point in 
designing an aircraft for an oper-
ation that very few outlier air-
lines might want to use.” o
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The first Embraer E195-E2 logged its first 
flight from São Jose dos Campos, Brazil. 

AIRBUS FLIES A319NEO 

Airbus flew the A319neo for the 
first time on March 31 from the 
factory in Hamburg, Germany, 
on the same day the Boeing 787-
10 took off for its preannounced 
first flight from the company’s 
final assembly facility in Charles-
ton, S.C. The smallest of Airbus’s 
A320neo series lifted off from 
Hamburg at 11:13 a.m. local time 
and landed at the company’s 
headquarters in Toulouse, France, 
at 4:10 p.m.

Powered by a pair of CFM 
International Leap-1A turbofans, 
the airplane will remain in Tou-
louse for the remainder of the 
flight-test program. During the 
five-hour maiden mission, experi-
mental test pilots Michel Gagneux 
and Eckard Hausser assessed gen-
eral handling and checked the main 
systems. Test-flight engineer Jean 
Michel Pin assisted in the cock-
pit while two flight-test engineers, 
Sylvie Loisel-Labaste and David 
O’nions, directed the flight from 

the aircraft’s test engineer station.
Airbus has now flown all 

three Neo narrowbody models. 
Some 90 A320neos—powered 
by both Leaps and Pratt & Whit-
ney PW1100G turbofans—are in 
service with 20 airlines around 
the world. Although the Pratt 
& Whitney-powered A321neo 
gained certification in December 
and the Leap-powered version 
of the largest Neo won EASA 
approval in early March, Air-
bus has yet to deliver a single 
example. The company has not 
announced a launch customer for 
either the A321neo or A319neo.

More than 5,000 Neo jetliners 
are on firm order but only 55 of 
them are A319neos. Airbus has 
identified only two airline custom-
ers: South America’s Avianca and 
Frontier Airlines of the U.S., which 
together have placed orders for 
43, while unidentified custom-
ers and government operators 
account for another 12.  —G.P.

The first Airbus A319neo takes 
off from Hamburg, Germany, 

AFRICAN AIRLINES FACE PILOT RECRUITMENT CHALLENGES

The financial obstacles to training pilots and the need 
to nurture young talent led a host of topics that arose 
in a session on pilot training and safety at the recent 
Aviation Africa 2017. The other subjects were health, 
discipline, mental well-being, the profession’s effect 
on family life, safety and monitoring, and the blight 
of poorly trained or even rogue pilots.

The dearth of trained pilots and the expense of 
bringing them to maturity are of enduring concern to 
African airlines. A framework contract signed in January 
between Airways College, the Agen- and Nimes-based 
French pilot training school, and the Ivory Coast’s 
Institut National Polytechnique Houphouët-Boigny 
(INP-HB) illustrates the level of difficulty associated 
with cultivating legitimate talent. The agreement 
foresees the creation of a section dedicated to pilot 
training within the Ivoirian institution, for which plans 
call for the training of just 25 students selected and 
recruited by Air Côte d’Ivoire, the national airline.

“During pre-training evaluation, some 3,000 peo-
ple applied for pilot positions, and 200 were selected 
as a first step,” said Krista Vandermeulen, CEO of 
corporate business development at Airways Col-
lege. “Specific tests on psychological fitness, English, 
mathematics and physics were used to [winnow] the 
numbers down to 25, with physical and medical fac-
tors also used as a screening tool,” she added. “What 
the airlines want are pilots who are operational and 

can contribute to safety in an airline.”
Neil Fraser, business development director at Dub-

lin-based pilot recruitment firm Spectrum Aviation, said 
representatives from his company had visited Africa five 
times in 14 months to help understand airline require-
ments and match those to its pilot database. He and his 
company faced a constant problem from people who 
sought pilot work without the required qualifications or 
with falsified documentation. Spectrum screens poten-
tial pilots four times on the telephone, he said, before 
the recruitment process proper can begin. “References 
are critical for us,” he said.

Vandermeulen noted that problems often arose with 
trainees who proved financially, but not temperamen-
tally, suited to undertake pilot training. “They have the 
money, but they don’t have the right attitude. He or she 
isn’t the kind of person we are looking for. That’s the 
difference between one school and another,” she said.

Clinical depression remains another concern in 
the industry. Greg Darrow, a captain with American 
Airlines, FAA examiner and head of sales and market-
ing at online educator CPaT Aviation Training Solu-
tions of Texas, said American’s “Project Wingman” 
is helping to ensure that fellow pilots keep an eye 
on colleagues who show signs of depression, against 
the backdrop of the Germanwings A320 pilot-suicide 
crash in 2015. “You are going to save his career—and 
maybe save his life,” he said. —P.S-S.



As 737 Max 9 enters flight-test, 
Boeing weighs case for Max 10
by Pete Combs

Boeing flew the 737 Max 9 
for the first time on April 13. 
The new twinjet took off  from 
Runway 34 at Renton Munic-
ipal Airport, an hour-and-a-
half  later than planned because 
the flight-test data communica-
tion “uplink went down,” proj-
ect engineer Mike Teal told 
reporters.

The Max 9 took off  from 
Renton at 10:52 a.m. local time, 
climbing into a sky of broken 
clouds and turning east toward 
Moses Lake. Flight commander 
Christine Walsh, who served as 
the pilot-flying as the aircraft 
landed at Boeing Field (BFI) 
more than two-and-a-half hours 
after takeoff, said the Max 9 flew 
“just like a 737,” as she landed in 
a direct crosswind from the right 
on Runway 13R.

Boeing expects the smallest 
of  the Max line, the 7, to roll 
off  the assembly line next year 
and enter service in the second 
quarter of 2019. But another, as 
yet unlaunched model in devel-
opment known as the Max 10X 
might show even more commer-
cial promise.

“This is an airplane that’s on 
the drawing board today,” said 
Boeing marketing vice president 
Randy Tinseth. “We are actively 
working with our customers on 
this airplane. It is our intention 
to launch the airplane later this 
year and should we launch it, 
that airplane would come into 
service in 2020.”

Tinseth said the Max 10 
will involve only a minimal 
stretch of  the Max 9, allow-
ing for another two passenger 
rows. Although Boeing said the 

Max 10 remains in the concept 
phase, 737 Max program boss 
Keith Leverkuhn made it clear 
last month that customers want 
it: “I’m happy to say the cus-
tomers are looking at the eco-
nomics of  the airplane and it’s 
really intriguing for them.”

Although Tinseth said the 

737-900ER, the Max 9 and the 
Max 10 will all serve to replace 
some portion of the 757 mar-
ket, the new midsize airplane 
(NMA) under study will ful-
fill all the 757’s capabilities and 
more. “The NMA would have 
more range capability than the 
757,” he added, “and it would 

be significantly more efficient. It 
would be sized to really comple-
ment the single-aisles and wide-
bodies of  today. That’s where 
we’re focused.”

Leverkuhn agreed: “Clearly, 
the -10 does not infringe on the 
NMA, mainly because of  size 
and range. The NMA has a mar-
ket very different from the -10.”

In fact, an NMA appears 
likely to involve a twin-aisle 
design, signaled airline, air-
frame and leasing executives 
attending the International 
Society of  Transport Aircraft 
Trading (Istat) conference in 

San Diego in early March. 
Boeing remains in consulta-
tion with airlines and leas-
ing companies about what 
has now become known as the 
797, which, according to Air 
Lease executive chairman Ste-
ven Udvar-Hazy, would also 
almost certainly offer a choice 
of  two engine types.

The NMA would be Boe-
ing’s first non-derivative design 
since the troubled 787 Dream-
liner. While Boeing appears 
to have fulfilled its “Right at 
First Flight” mantra with the 
737 derivatives, whether the 
company will exhibit the same 
level of  proficiency in execu-
tion when it comes to bring-
ing something completely new 
from the design phase into real-
ity stands as an open question.

During Istat, SMBC Avia-
tion Capital CEO Peter Bar-
rett asserted that while Boeing 
could undoubtedly design an 
airplane that airlines would 
want to operate, its develop-
ment and production costs will 
ultimately determine its viabil-
ity. “I think the critical chal-
lenge to them will be can they 
learn all the lessons that they’ve 
taken from programs over the 
last couple of  years and apply 
them in a way to give a sticker 
price that’s going to make 
sense,” he concluded. o

ROLLS-ROYCE PREPARES FIRST ADVANCE ENGINE

Rolls-Royce is making final preparations to start 
testing the “Advance 3” engine core meant to 
form the basis of its future large engines. Test-
ing will take place using a hybrid engine that 
combines the Trent XWB-84 fan and Trent 1000 
low-pressure turbine. Rolls says it designed 
the Advance 3 to establish a new “scaleable” 
architecture.

Assembly of the first Advance 3 engine core 
started in March and “is progressing well” at 
the company’s Bristol facility in the UK; Rolls will 
move the core to its main base in Derby to start 
testing in the middle of the year.

Unveiled in 2014, the Advance program will 
also play a part in future UltraFan (including 
possible open-rotor) applications. Meanwhile, 
testing of the first prototype power gearbox 
(PGB), which Rolls describes as “the world’s 
most powerful aerospace gearbox” capable of 
handling up to 100,000 horsepower, has neared 
completion at the UK-based company’s German 
facility in Dahlewitz, near Berlin. The three-foot-
diameter PGB, along with a range of other new 
technology such as a new lean-burn combustor, 
will allow 20-percent efficiency improvements 
within a conventional engine layout and a 
25-percent improvement in an UltraFan, the 
later iteration of the architecture.

Although the company has not identified the 
first application, Rolls expects to ready Advance 
for entry into service in some form by 2020 and 
in an UltraFan by 2025. It hopes that the PGB 
could use engine oil for simplicity but said it 

would not rule out the need to use a different oil 
in the final design, given the extreme challenge 
such a gearbox presents. “It needs to be able 
to operate on a hot summer’s day in the Middle 
East,” Mike Whitehead, chief engineer and head 
of the UltraFan program, told journalists during 
a press visit to Dahlewitz in late March.

Phil Curnock, chief engineer of civil aero-
space strategy and future programs, added that 
finding a first application depends on aircraft 
manufacturers’ requirements, and no company 
has issued an RFP yet. He explained that Rolls 
designed the architecture to be as mature as 
possible ahead of the identification of an appli-
cation, with the goal of shortening development 
time for final production engines.

The gearbox uses five planetary gears and 

allows for a lower fan speed but a core that can 
operate at higher, more efficient speeds. (The 
ratio is 4:1 with identically sized sun gear and 
planets.) The outer gear, also known as the ring 
gear, will not move relative to the engine. Fried-
richshafen, Germany-based ATT (Aerospace 
Transmission Technologies), a joint venture Rolls 
formed with Liebherr especially to develop the 
PGB, has performed much of the development.

The fan under development for Advance is 
made of carbon/titanium (CTi); Rolls has already 
gone through four generations of blade and 50 
birdstrike tests. It has also completed a flight-
test campaign in Tucson, Ariz. Current testing 
takes the blade beyond 120 inches in diameter, 
aimed at developing mature fan technology for 
mating with the core and PGB at Derby.

Curnock said UltraFan remains “on track” for 
demonstrator concept freeze “later this year,” 
while schedules call for the start of flight-test-
ing in 2021 and the possibility of first application 
entry-into-service around 2025.

He described technology development 
efforts at Rolls-Royce for possible future air-
craft that could include hybrid-electric aircraft, 
embedded propulsion systems and possible 
distributed propulsion using electric motors. A 
new Rolls-Royce/Airbus-backed Aerospace Inte-
gration Research Centre opened at Cranfield 
University in England on January 24 to encour-
age a more “collaborative approach” with 
airframers to define possible future airframe/
engine configurations, Curnock said. —I.S.

Air Transport

The first 737 Max 9 approaches Boeing Field 
in Seattle to conclude its maiden flight. 

The Advance 3 core is being assembled at Rolls-
Royce’s Bristol plant, and will soon be moved to 
Derby to commence testing. 

62 Aviation International News • May 2017 • www.ainonline.com



Avionics

Organizations testing 
interval management 
to improve traffic flow
by Matt Thurber

During flight-tests involving up 
to three jets converging on the 
same point in space but sepa-
rated by specific time intervals, 
engineers from NASA, Boe-
ing and Honeywell observed 
as pilots managed an intricate 
air traffic management chore-
ography enabled by sophisti-
cated software, all with the goal 
of  improving efficiency for the 
busy airspace surrounding pop-
ular airports.

The flight deck-based inter-
val management (FIM) trials 
spanned six weeks and involved 
18 days of flying, with five to 
seven different scenarios tested, 
and 130 test runs. Testing was 
done at Grant County Interna-
tional Airport in Moses Lake, 
Wash. The aircraft involved were 
Honeywell’s Boeing 757 and Fal-
con 900 and a United Airlines 
737. The project is funded by 
NASA and is part of communica-
tions, navigation, surveillance/air 
traffic management (CNS-ATM) 
modernization research; this par-
ticular phase was the culmination 
of the ATM Technology Demon-
stration-1 (ATD-1) program, and 
Honeywell was a subprime con-
tractor to Boeing, the prime con-
tractor for the trials.

Honeywell built the FIM 
equipment, according to Rick 
Berckefeldt, Honeywell senior 
program manager, surveillance 
programs, advanced technol-
ogy, and Boeing coordinated 
the flight-testing and provided 
the flight-test director to over-
see the trials.

Proper Arrival Spacing
For the test pilots flying the sce-
narios, the main interface is a 
tablet computer into which crew 
had to input various parame-
ters to set up the proper spac-
ing for the arrival. The idea is 
to give the crew a clearance that 
adds another parameter to typ-
ical arrival and approach pro-
cedures, this being not only an 
aircraft to follow but a spacing 
goal, defined as time-in-trail. 
An example might be, “Cleared 
for the sudby transition to Rnav 
Z 32R approach, achieve and 
maintain 120 seconds time-in-
trail of  N889H by [such-and-
such intersection].” In these tests, 
the Falcon 900 was the target air-
craft, so wasn’t FIM-equipped, 

while the 737 and 757 flew with 
the FIM equipment.

Because this was a trial using 
prototype software, pilots had to 
enter winds at various altitudes, 
aircraft routing, spacing goals and 
the termination point to make the 
spacing and timing work. “All that 
was hand-entered for the exper-
iment,” Berckefeldt said. “In a 
mature [version], it would be 
ingested via datalink. Likely FIM 
would be hosted in the flight man-
agement computer, then flown 
coupled to the autopilot.”

The key technology that 
enables the FIM experiment 
is ADS-B in, which allows the 
computers to see exactly how far 
apart the target and following 
aircraft are. “All that informa-
tion is fed into the FIM logic,” he 
said, “then acted on. The output 
is speed commands to the pilot.” 

What this means for the pilots 
flying the following aircraft is 
that once the clearance is entered 
into the FIM computer, their job 
is first to achieve the commanded 
time spacing before reaching the 
specified fix. Once the spacing is 
nailed, then it’s just a matter of 
maintaining that spacing, in this 
case to within 10 seconds, all the 
way to the final approach fix or 
perhaps the end of the runway. 
“Most of  our runs were well 
within plus or minus three sec-
onds,” he said.

If  the aircraft falls out-
side the required spacing, the 
FIM computer will issue com-
mands either to speed or slow. 
At the same time, there may 
be other aircraft merging into 
the arrivals stream, so keeping 
the spacing within parameters 
is critical. “We had many runs 
where we had three aircraft,” 
he explained, “each coming 
on a different transition, some 
to different Stars, all of  which 
merged and all to the 32R Rnav 
Z approach. That’s what makes 
FIM far more realistic; it’s a 
real-world tool.”

Long-term Goal: Automation
While the pilots in these tests 
were flying the airplane, although 
using the autopilot, Berckefeldt 
sees this technology maturing in 
about 10 years and being flown 
by the autopilot and directed 
by flight management com-
puter (FMC) commands. RTCA 

Special Committee 186 is work-
ing on developing interval man-
agement minimum operational 
performance specifications, he 
said. “Once that’s available and 
the FAA has the ground auto-
mation that supports it, we will 
likely see this forward-fit into air-
craft with FMCs. The nav dis-
play will have awareness, and the 
PFD will have a modified speed 
tape [showing] the commanded 
speed for situational awareness. 
But it will all be flown coupled to 
the autopilot. Aircraft will man-
age the spacing that the FIM 
algorithm determined it needs to 
fly to achieve the spacing goal.”

ADS-B in allows pilots to see 
other aircraft, and in this case 
the FIM display included Hon-
eywell’s cockpit display of traffic 
information ADS-B in software. 
The 757 and 737 pilots could 
therefore see each other on the 
FIM display. However, “This is 
not a separation tool,” Bercke-
feldt explained. “ATC owns sep-
aration and is responsible for 
keeping IFR traffic separated. 
Spacing allows ATC to provide 
a clearance that provides the 
spacing goal. In a mature world, 
controllers can issue clearances, 
and this reduces their workload. 
They’re not constantly trying to 
provide target speeds and vector-
ing traffic; they know this arrival 
stream is relatively well ordered, 
and they can spend more time on 
separation and safety.”

In practical terms, the FIM 
will change the way controllers 
work the inbound flow of  air-
craft. “ATC will be supported 
by new ground automation,” 
he added, “which will assign 
landing runways and sequence 
airplanes and suggest which air-
craft should be paired and what 
spacing intervals will be. This 

will start in Center airspace then 
approach then the tower. There 
will be a lot better integration 
between ATC organizations.”

Ultimately, FIM could help 
reduce spacing for arrivals into 
busy airports. “Today a lot of 
the additional spacing that ATC 
adds is to account for human 
error, the associated congestion 
and all the reasons why airplanes 
could be closer than they should 
be,” Berckefeldt said. “They have 
to add spacing so they don’t vio-
late the minimum [spacing stan-
dards]. With tools that eliminate 
a lot of that error, ATC will get 
comfortable and confident in 
the way the system operates and 

can then lower spacing intervals 
at busy airports where at push 
times there’s metering and it’s 
congested and runway utilization 
is a primary resource. If we can 
have a well ordered arrival stream 
with reduced spacing, that opens 
up landing slots. The capacity of 
the airport goes up without any 
compromise in safety.”

The controllers at Seat-
tle Center, Moses Lake Tracon 
and tower and Boeing Field, he 
said, “did an outstanding job of 
allowing the experiment to run 
smoothly and setting up the pro-
cedures. We recorded terabytes 
of  aircraft performance data, 
video and crew feedback.” o

Honeywell lead test 
pilot Jason McMahon 
participated in the six weeks 
of FIM flight trials.

SMARTSKY COMPLETES EQUITY FUNDING  
FOR ATG NETWORK

SmartSky Networks has closed 
Series B financing of $170 mil-
lion to pay for deployment of its 
U.S. air-to-ground 4G LTE airborne 
connectivity network. SmartSky 
expects the service to be available 
later this year, with first installa-
tions in the second quarter, follow-
ing STC approvals. 

The first STC will be in a Cita-
tion Excel, according to SmartSky 
president Ryan Stone. Avionics 
manufacturer Avidyne is build-
ing the airborne radio, antenna 
and installation kit, obtaining 
FAA parts manufacturer approval 
and the STC. Avidyne will be the 
manufacturing partner for Smart-
Sky hardware for the target mar-
ket of smaller business aircraft. 
SmartSky partners, among them 
Avidyne, will develop and own the 
installation STCs.

The 40-pound airborne sys-
tem will comprise a transceiver 
and Wi-Fi router by Satcom Direct. 

Initially, SmartSky will require two 
antennas mounted on the fuse-
lage belly, but the company is 
planning on a single-antenna sys-
tem in the future. SmartSky has 
conducted flight-testing using its 
Cessna 337 Skymaster piston twin, 
but currently the smallest aircraft 
the system will likely be installed 
on will be King Airs.

The SmartSky air-to-ground 
network will require 230 to 250 
antennas to cover the U.S. Anten-
nas are installed on existing cellu-
lar network towers, but pointed to 
the sky to avoid interference with 
the cellphone system. Like Gogo’s 
air-to-ground network, SmartSky 
service won’t be available below 
10,000 feet. While SmartSky 
doesn’t provide a speed number 
for its network, it promises seam-
less airborne Internet connectivity, 
and its 4G LTE system is designed 
to allow multiple users to stream 
video simultaneously.  —M.T.
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Company Equipment Description Equipment price* Airtime cost
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Gogo Business 
Aviation

ATG 
(1000 through 5000)

Air-to-ground system, coverage begins 
above 10,000 feet. Coverage area Continental 
U.S., portions of Alaska and Canada. Two 
simultaneous voice calls plus texting, email 
with attachments. Up to five devices can 
connect simultaneously via Wi-Fi. System 
weight 17 lb. ATG-1000 includes Gogo Text & 
Talk to use own smartphone. ATG-2000 adds 
web-browsing, but extra fee required to add 
software key for Text & Talk. Gogo Business 
Aviation also offers cockpit applications 
for all systems, which enables connectivity 
for popular mobile device apps such as 
ForeFlight, FlightAware, Honeywell myGDC 
and WSI Pilotbrief Optima.

ATG-1000 $35,000
ATG-2000 $47,000

$39 per hour for ATG-1000 service

$99 per hour for ATG-2000 service
($39/$99 per hour rates include data, 
voice, cockpit apps)

Pay-As-You-Go $6.95/MB

Monthly rates from $395/month 
for 60 MB and $5.95/MB for 
overage to $2,395/month for 2.5 
GB and $1.95/MB for overage

Unlimited data $3,995/month
(voice calling is an added fee, from 
$1.30 to $1.50 per minute, depending 
on plan purchased)

3.1 Mbps

Gogo Biz 4G

New higher-speed air-to-ground system. 
Same coverage area as ATG systems. 
Incentives available for upgrade from 
ATG4000/5000. Gogo Vision included, 
requires $895/month subscription. Includes 
unlimited viewing of  top 200 Hollywood 
releases or  latest TV series/episodes.

$126,000
Unlimited data $3,995,  
streaming, voice calling  
requires additional fees

9.8 Mbps

SmartSky 
Networks SmartSky

Air-to-ground system, coverage begins above 
10,000 feet. Coverage area Continental U.S. 
Service begins late 2017. System weight less 
than 40 lb. Requires two antennas. 4G LTE  
allows video streaming, email, text, voice 
calling (including VOIP, FaceTime, Skype).

$93,000 (introductory 
pricing)

5 GB $2,500 ($500/GB)

15 GB $3,800 ($254/GB)

25 GB $4,500 ($180/GB)
(all packages include voice calling)

4G LTE 
(actual speed not 
specified)

Avionica SatLink Max

Permanently installed Iridium system. Two 
voice channels. Two-box system, with Wi-Fi. 
Total weight 2 lb, 5 oz. Generally used for 
FANS and air traffic voice and data services.

$45,000 NA 2.4 Kbps

Bizjet Mobile Chiimp Smart

Portable Iridium system, includes Bluetooth 
for wireless connectivity. Requires connection 
to Iridium antenna. Text and light email. Up to 
10 simultaneous users. (Purchase price includes 
one year unlimited data, 500 minutes voice).

$9,990 $599/month 2.4 Kbps

Garmin GSR 56
Permanently installed Iridum system. Works 
only with  certain installed Garmin avionics 
(does not have its own Wi-Fi or Bluetooth).

$9,995
Starts at $79.99 per month 
(includes unlimited texting, 30 
minutes voice calling

2.4 Kbps

Latitude 
Technologies SkyNode S100

Permanently installed Iridium system. Weight 
less than 1 lb. Bluetooth and Wi-Fi capable. 
Includes WAAS GPS receiver. Generally used 
for flight tracking, also S200 for FANS and air 
traffic voice and data services.

NA NA 2.4 Kbps

Send Solutions

Airtext

Portable Iridum system. Requires connection 
to Iridium antenna. Text and light email. 
Bluetooth LE, up to 16 users simultaenously. 
System weight 1.1 lb. Can be installed 
permanently or using Velcro for easy 
switching into other aircraft.

$9,750 $100 for 2,000 text messages  
(5 cents/text)

2.4 Kbps

Airtext+ Same as regular airtext, but adds voice 
calling. Weight 1.2 lb. FAA STC’ed. $14,950 Voice calls about $1.60/minute 

(through Iridium service provider)
2.4 Kbps

Skytrac Systems Skytrac 2

Permanently installed Iridium system. 
Primarly for fleet-tracking, flight data 
monitoring. Offers voice and data services as 
well as Wi-Fi connectivity.

NA NA 2.4 Kbps

Wabnet AviatorWifi

Permanently installed Iridium system. 
Includes Wi-Fi. Price includes antenna. Up to 
five simultaneous users. One voice channel 
text, light email. DO-160 compliant. Installable 
as minor modification for aircraft weighing 
less than 12,500 lb., according to Wabnet.

$17,650
$165 per month, includes  
2.5 hours voice, unlimited data/
text/emails

2.4 Kbps

In
m

ar
sa

t S
w

ift
 B

ro
ad

ba
nd

BendixKing AeroWave 100

Inmarsat SwiftBroadband system, works  
over most of the world except for polar areas. 
3 to 4 simultaneous users. Voice calling, 
email, texting.

$24,995 without 
router, $31,995 with 
Wi-FI router

$40 per hour

104 Kbps, but 200 
Kbps available 
at higher cost 
through Inmarsat 
service provider

Cobham Satcom Aviator 200

Inmarsat SwiftBroadband system, works over 
most of the world except for polar areas. 3 
to 5 simultaneous users. Voice calling, email 
with small attachments, texting.

Less than $100,000 
installed

$5 to $7 per MB (through 
Inmarsat service provider) 200 Kbps

AIRBORNE CONNECTIVITY OPTIONS

Notes: Mbps = megabits per second. Kbps = kilobits per second. *Unless otherwise specified, prices do not include installation.    

Connectivity 
on horizon  
for smaller 
aircraft
by Matt Thurber

For the owner or operator of  a 
smaller business aircraft—any-
thing from a sophisticated pis-
ton single to turboprops and light 
jets—airborne connectivity has 
been aviation’s “unobtainium,” 
a fiercely desired but unavailable 
product. On the ground we have 
become so used to being online all 
the time at relatively high connec-
tivity speeds that in the air we feel 

that something is missing. And it 
is increasingly difficult to get work 
done without some sort of connec-
tion to the Internet.

AIN created the table at right 
to summarize the types of  air-
borne connectivity systems that are 
available or (in the case of Smart-
Sky) will be available soon. At the 
low end are small Iridium satel-
lite communications (satcom) sys-
tems, which have the advantage of 
providing service anywhere in the 
world, thanks to the Iridium net-
work’s low-Earth-orbit placement 
and the number of satellites in the 
constellation. Iridium is going to 
see a big boost in speed when its 
Next constellation is deployed, 
and these satellites are already 
being launched to prepare for ser-
vice early next year. Some Iridium 
systems may be upgradeable to the 
Next configuration, and some will 
require replacement.

By contrast, Inmarsat’s Swift-
Broadband service, long the go-to 
satcom system for reasonable con-
nectivity services in the air, offers 

Bizjet Mobile Chiimp
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Gogo Business 
Aviation

ATG 
(1000 through 5000)

Air-to-ground system, coverage begins 
above 10,000 feet. Coverage area Continental 
U.S., portions of Alaska and Canada. Two 
simultaneous voice calls plus texting, email 
with attachments. Up to five devices can 
connect simultaneously via Wi-Fi. System 
weight 17 lb. ATG-1000 includes Gogo Text & 
Talk to use own smartphone. ATG-2000 adds 
web-browsing, but extra fee required to add 
software key for Text & Talk. Gogo Business 
Aviation also offers cockpit applications 
for all systems, which enables connectivity 
for popular mobile device apps such as 
ForeFlight, FlightAware, Honeywell myGDC 
and WSI Pilotbrief Optima.

ATG-1000 $35,000
ATG-2000 $47,000

$39 per hour for ATG-1000 service

$99 per hour for ATG-2000 service
($39/$99 per hour rates include data, 
voice, cockpit apps)

Pay-As-You-Go $6.95/MB

Monthly rates from $395/month 
for 60 MB and $5.95/MB for 
overage to $2,395/month for 2.5 
GB and $1.95/MB for overage

Unlimited data $3,995/month
(voice calling is an added fee, from 
$1.30 to $1.50 per minute, depending 
on plan purchased)

3.1 Mbps

Gogo Biz 4G

New higher-speed air-to-ground system. 
Same coverage area as ATG systems. 
Incentives available for upgrade from 
ATG4000/5000. Gogo Vision included, 
requires $895/month subscription. Includes 
unlimited viewing of  top 200 Hollywood 
releases or  latest TV series/episodes.

$126,000
Unlimited data $3,995,  
streaming, voice calling  
requires additional fees

9.8 Mbps

SmartSky 
Networks SmartSky

Air-to-ground system, coverage begins above 
10,000 feet. Coverage area Continental U.S. 
Service begins late 2017. System weight less 
than 40 lb. Requires two antennas. 4G LTE  
allows video streaming, email, text, voice 
calling (including VOIP, FaceTime, Skype).

$93,000 (introductory 
pricing)

5 GB $2,500 ($500/GB)

15 GB $3,800 ($254/GB)

25 GB $4,500 ($180/GB)
(all packages include voice calling)

4G LTE 
(actual speed not 
specified)

Avionica SatLink Max

Permanently installed Iridium system. Two 
voice channels. Two-box system, with Wi-Fi. 
Total weight 2 lb, 5 oz. Generally used for 
FANS and air traffic voice and data services.

$45,000 NA 2.4 Kbps

Bizjet Mobile Chiimp Smart

Portable Iridium system, includes Bluetooth 
for wireless connectivity. Requires connection 
to Iridium antenna. Text and light email. Up to 
10 simultaneous users. (Purchase price includes 
one year unlimited data, 500 minutes voice).

$9,990 $599/month 2.4 Kbps

Garmin GSR 56
Permanently installed Iridum system. Works 
only with  certain installed Garmin avionics 
(does not have its own Wi-Fi or Bluetooth).

$9,995
Starts at $79.99 per month 
(includes unlimited texting, 30 
minutes voice calling

2.4 Kbps

Latitude 
Technologies SkyNode S100

Permanently installed Iridium system. Weight 
less than 1 lb. Bluetooth and Wi-Fi capable. 
Includes WAAS GPS receiver. Generally used 
for flight tracking, also S200 for FANS and air 
traffic voice and data services.

NA NA 2.4 Kbps

Send Solutions

Airtext

Portable Iridum system. Requires connection 
to Iridium antenna. Text and light email. 
Bluetooth LE, up to 16 users simultaenously. 
System weight 1.1 lb. Can be installed 
permanently or using Velcro for easy 
switching into other aircraft.

$9,750 $100 for 2,000 text messages  
(5 cents/text)

2.4 Kbps

Airtext+ Same as regular airtext, but adds voice 
calling. Weight 1.2 lb. FAA STC’ed. $14,950 Voice calls about $1.60/minute 

(through Iridium service provider)
2.4 Kbps

Skytrac Systems Skytrac 2

Permanently installed Iridium system. 
Primarly for fleet-tracking, flight data 
monitoring. Offers voice and data services as 
well as Wi-Fi connectivity.

NA NA 2.4 Kbps

Wabnet AviatorWifi

Permanently installed Iridium system. 
Includes Wi-Fi. Price includes antenna. Up to 
five simultaneous users. One voice channel 
text, light email. DO-160 compliant. Installable 
as minor modification for aircraft weighing 
less than 12,500 lb., according to Wabnet.

$17,650
$165 per month, includes  
2.5 hours voice, unlimited data/
text/emails

2.4 Kbps
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BendixKing AeroWave 100

Inmarsat SwiftBroadband system, works  
over most of the world except for polar areas. 
3 to 4 simultaneous users. Voice calling, 
email, texting.

$24,995 without 
router, $31,995 with 
Wi-FI router

$40 per hour

104 Kbps, but 200 
Kbps available 
at higher cost 
through Inmarsat 
service provider

Cobham Satcom Aviator 200

Inmarsat SwiftBroadband system, works over 
most of the world except for polar areas. 3 
to 5 simultaneous users. Voice calling, email 
with small attachments, texting.

Less than $100,000 
installed

$5 to $7 per MB (through 
Inmarsat service provider) 200 Kbps

mostly worldwide coverage with 
the exception of polar regions, 
which isn’t typically a problem 
for smaller business aircraft.

U.S.-based aircraft owners 
and operators have the advan-
tage of more choices for airborne 
connectivity: air-to-ground ser-
vices by Gogo Business Avia-
tion and, to begin service later 
this year, SmartSky. The one dis-
advantage of air-to-ground ser-
vices is that coverage does not 
begin until 10,000 feet. This is a 
result of  their network designs, 
which rely on antenna systems 
co-located on cellphone towers 
but pointing to the sky. 

If  these systems worked 
down to the ground, they could 
interfere with terrestrial cell-
phone signals. Air-to-ground 
services are limited to the Con-
tinental U.S. (and portions of 

Canada and Alaska for Gogo 
Business Aviation).

SmartSky promises to launch 
what it calls “4G LTE” service. 
It has not specified a service 
speed but has said it will allow 
video streaming. Gogo Busi-
ness Aviation’s 3.1 Mbps is suf-
ficient for most business uses 
but doesn’t permit large email 
attachments or video stream-
ing from the ground (the Gogo 
Vision inflight entertainment 
system does offer streaming). 
Gogo has also deployed its new 
three-times-faster 4G service, 
likely more attractive for larger 
aircraft for now. Gogo says it is 
also developing a faster air-to-
ground service.

One caveat: like terrestrial 
Internet service providers, sys-
tem speeds are “up to” num-
bers. The actual service speed 

could be lower, especially if  
there are many other users on 
the same network or using the 
same Inmarsat spot beam at the 
same time.

For smaller aircraft, the limit-
ing factor is antenna size. Smart-
Sky will require two antennas, 
which could be challenging for 
aircraft without much extra room 
on the fuselage belly, although 
King Air-size airplanes should 
be able to handle such an instal-
lation. Iridium antennas are 
usually not an issue. But when 
it comes to SwiftBroadband and 
other more capable satcom sys-
tems from companies such as 
ViaSat, Honeywell, Rockwell 
Collins and so on, much larger 
antennas are required for true 
high-speed service.

If  you are looking for air-
borne connectivity, there are 

many factors to consider; this 
chart is just a beginning and 
may not include all possible 
solutions. The best place to 
start your search is not neces-
sarily your local avionics shop 
but a satcom service provider 
such as Satcom Direct, Satcom1 
(now owned by Honeywell) or 
AirSatOne. 

With Iridium satcoms, you’ll 
need to at least buy a sim card for 
voice calling, and these compa-
nies can help with that. For Swift-
Broadband, a service provider is 
needed to help set up and deliver 
airtime services, similar to signing 
up with a cellphone service pro-
vider. Honeywell/BendixKing 
sells the AeroWave 104-Kbps ser-
vice directly to customers, but the 
higher-speed 200 Kbps must be 
purchased from a service provider.

All of the service providers can 
help you understand the confus-
ing landscape of airborne connec-
tivity and choose the best system 
and service for your aircraft. o

Wabnet AviatorWifi

EAGLE CAP SIMPLIFIES  
CHARTS’ LAYERS IN AVIATION APPS 

For developers of aviation apps such as electronic flight bags with chart 
displays and other types of mapping software, obtaining the data for 
aeronautical charts is a significant and recurring burden. Eagle Cap 
Software simplifies this process by helping developers add aeronauti-
cal chart displays built on Arinc 424 data to their applications, eliminat-
ing the need for the developer to write custom code and process the 
data for every regular update. Eagle Cap’s Aviation Charting Service 
provides the software to add Arinc 424 data and to display the maps.

“Aviation Charting Service renders Arinc 424 data as vector elements 
from an SQLite database, minimizing the data footprint and load times,” 
said Dane Winchester, co-founder of Eagle Cap Software. The data covers 
airports, VORs, NDBs, 
waypoints, airways (high 
and low), restricted air-
space and flight infor-
mation regions.

“This service pro-
vides a quick and easy 
method for application 
developers to add the 
visualization of avia-
tion data to their appli-
cation’s map display,” 
said Winchester.

According to Eagle 
Cap co-founder Tom 
Perkowski, many map-
ping services in avia-
tion don’t use Arinc 
424 data. “Cost of the 
data and a tool to ren-
der it have been the 
stumbling blocks.” To 
lower the cost, Eagle Cap “is going to be splitting the yearly recurring 
cost among multiple customers and will bring the scale needed to get 
the per-user or per-tail price down to an affordable price.”

Eagle Cap can provide all the Arinc 424 data, even for China, or 
developers can bring their own licensed 424 data and use the Aviation 
Charting Service software to process and display the data. Jeppesen, 
Lido and Navblue or air navigation service providers and the FAA sup-
ply the 424 data. 

First deployments of customer products using Eagle Cap’s Aviation 
Charting Service are expected this summer, Perkowski said. “We are 
in negotiations with two potential launch customers, one of which is 
an airline.” —M.T.

Aviation Charting Service

Avidyne TSOs, installs 
first IFD550 FMS
by Amy Laboda

Avidyne now holds TSO 
approval and an approved model 
list/supplemental type certifi-
cate for the IFD550 FMS and 
has completed the first installa-
tion, company CEO Dan Sch-
winn announced last month at 
Sun ’n’ Fun. The IFD550 has 
both GPS, ground-based naviga-
tion and communications capabil-
ity, as well as an attitude reference 
system (ARS) and 3-D synthetic 
vision, as well as video input and 
touchscreen technology. All Avi-
dyne units upgraded with version 
10.2 software can produce syn-
thetic vision, and also connect 
wirelessly with the company’s 
iPad app IFD100, allowing two-
way data syncing in flight.

A Mitsubishi MU-2 based 

in Murfreesboro, Ten., received 
the first installation. The MU-2 
upgraded with the IFD550 repre-
sents a huge market for the com-
pany: aircraft that would otherwise 
be too expensive to re-equip with 
today’s integrated glass avionics 
suites, according to Schwinn.

“I think the IFD550 will be a 
great upgrade to the light jets with 
the first generation of glass cock-
pits. They can benefit from Waas 
and synthetic viz,” he said.

Avidyne’s IFD line works with 
its ADS-B products, as well as 
those of several other players. 
“We are primarily focusing on 
the higher end but see it as being a 
long-term market, and we believe 
the real action happens in the 12 
to 18 months before the mandate, 

and even after the mandate,” he 
said. The IFD550 loaded with 
Bluetooth and Wi-Fi, synthetic 
vision, touchscreen and Waas 
retails for $21,999. The IFD lineup 
of products starts at $9,499.

Schwinn emphasized that the 
Melbourne, Fla.-based company 
is at its core an avionics innovator, 
and more connectivity options are 
coming to the IFD line. The com-
pany has agreements with Global-
star and Satcom Direct that will 
expand the current Wi-Fi and 
Bluetooth local networking of 
the avionics to the web via both 
air-to-ground and satcom. The 
free IFD100 app for pilots is the 
opening round of the connectiv-
ity coming to the Avidyne boxes.

“I think you’ll see some peo-
ple put our product in the mid-
dle of a small panel as a primary 
navcom and ARS source. Our 
boxes will communicate with 
two iPads right now, more in the 
future. The era of the multiple-
iPad cockpit is coming,” said 
Schwinn. o

The Avidyne IFD550 is much more than an FMS with synthetic vision capability. The 10.2 version software makes it practically ready 
to sit in the center of a panel, so the system will appeal to the lower end of the market, says the avionics maker.



AAMS report: Air ambulance operators 
facing significant Medicare shortfall
by Mark Huber

Medicare is short-changing the 
nation’s air ambulance industry by 
$400 million a year, and some of  the 
costs are shifting to private insur-
ers and self-paying patients. But 
in many cases it’s still not enough 
to make air ambulance operations 
profitable. Those are the findings 
of  a new study prepared for the 
Association of  Air Medical Ser-
vices (AAMS) by the consulting 
firm Xcenda. The study examined 
51 percent of  all air medical bases 
nationwide and captured 46 per-
cent of  air medical services billed 
to Medicare.

Using data from 2015, the study 
found that inadequate public-sector 
reimbursements add an average of 
$15,984 to the cost of  self-pay or 
privately insured air medical trans-
port as providers attempt to recoup 
what they lose on below-cost trans-
ports funded by the government. 
Nevertheless, even with an average 
per-flight charge of $23,518 to these 
non-government funded patients, 
almost one-third of air ambulance 
providers “reported negative mar-
gins,” the study noted.

The study found that provid-
ers had per-transport fixed costs 
that ranged from $3,603 to $17,343 
and total per-transport costs of 
$4,669 to $20,776 with the average 
total cost per transport at $10,199 
and the average annual fixed cost 
per base at $2.9 million. Hospital-
based programs had a considerably 
higher average cost per transport of 
$13,017 and an annual average fixed 
cost per base of $5.41 million.

Shallow Reimbursement Pool
The data suggests that Medicare 
reimbursement of  air ambulance 
services has clearly lagged costs. 
According to to the report, “Find-
ings suggest that current reimburse-
ment rates do not adequately cover 
the costs of  air medical emergency 
transports. As recently as 2015, 59 
percent of  reported costs for Medi-
care transports were covered by the 
Medicare program and beneficiary 
payments. Based on reported cost 
data, a pool of  $1.07 billion would 
be required to rebase air medi-
cal service rates in 2017” to cover 
actual provider costs and “account 

for significant growth and increased 
costs associated with the delivery of 
these services.” The estimated 2017 
reimbursement pool is $587 million.

The study notes growth into pre-
viously underserved rural areas, 
resulting in the tripling of  bases 
over the last two decades and 
improving access to air medical 
care. In so doing, the United States 
population coverage within a 15- to 
20-minute air medical response area 
had grown to 86.4 percent last year 
from 71.2 percent in 2003.

“This type of  emergency air 
medical service coverage results in 
higher overhead costs to maintain 
bases and aircraft and to ensure 
aircraft availability and adequate 
staffing for when emergencies arise 
compared to other Medicare ser-
vices.” The study goes on to note 
that 75 percent of  all Medicare air 
medical transports are designated as 
rural; the average reported patient-
loaded mileage for Medicare trans-
ports was 56 miles for helicopters 
and 175 miles for fixed-wing; heli-
copters operated 92 percent of  all 
transports reported in the study. o
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z  CHC Emerges from Bankruptcy 
CHC Group has concluded its restructuring plan 
under Chapter 11 of the U.S. Bankruptcy Code 
with $300 million in new capital from existing 
creditors. The plan provides the helicopter 
services company terms for restructured aircraft 
leases and the option for asset-based financing 
commitments of another $150 million from 
Milestone Aviation and its affiliates.

z  Bristow Gets SAR Contract in 
Gulf of Mexico

Shell Off-Shore has awarded Bristow a contract 
for medevac and search-and-rescue services in 
the Gulf of Mexico. Bristow will deploy a dedicated 
Sikorsky S-92 and a Leonardo AW139 to provide 
the services from its SAR facility at South Lafourche 
Airport in Galliano, La.

z  Elbit, FAA To Study Helo EFVS
Elbit and the FAA are studying the use of 
enhanced flight vision systems (EFVS) in 
helicopters with the goal of eventually making 
the equipment commercially available. Elbit is 
installing the Heli-ClearVision EFVS in the FAA’s 
Sikorsky S-76, and the helicopter is being flown 
in a variety of visibility conditions and approach 
types. The system consists of the Skylen/SkyVis 
head-worn display, the HeliEVS, synthetic vision 
system (SVS) and a combined vision system (CVS). 
Researchers will use the results of the study to 
evaluate the effectiveness of EFVS for helicopters. 

z  MD Helicopters Sells  
Block 1 Glass Cockpit 500E 

MD Helicopters has sold its first MD500E with 
the new Block 1 glass cockpit, to an undisclosed 
client via McMahon Helicopters in Canton, 
Mich. The custom right-hand-command 500E 
features a leather interior with air conditioning 
and satellite radio, Howell Instruments engine 
instruments display, Garmin G500H Efis and 
Garmin GTN 750 GPS navcom and the Fargo 
21-gallon auxiliary fuel tank. MD announced in 
March that all of its aircraft would have at least 
one block change this year. 

z  Dart Doing Pop-outs on Bell 505 
Dart Aerospace is partnering with Bell 
Helicopter on the design and development 
of emergency floats for the 505 
Jet Ranger X. Transport Canada supplemental 
type certification is expected in the first quarter 
of next year, with FAA and EASA validation 
following soon thereafter.

z  China’s AC313 Passes Final Tests
Seven years after first flying, China’s first locally 
produced heavy-lift helicopter, the AC313, 
has completed its last airworthiness tests, 
involving flight into heavy rain. The AC313 
received initial certification in 2012 from the 
Civil Aviation Administration of China (CAAC). 
The 27,600-pound-mtow aircraft is a derivative 
of the 14,000-pound Chinese Zhi-8, based on 
the Aerospatiale SA321 Super Frelon, a design 
that dates back to the early 1960s. However, the 
AC313 has been updated with modern avionics, 
a trio of 1,200-shp Pratt & Whitney Canada 
PT6B-67A turboshafts and composite main rotor 
blades. —Mark Huber 

NEWS UPDATE

AIR METHODS SALE FACES LEGAL CHALLENGE FROM SHAREHOLDERS

The proposed $2.5 billion sale of Air 
Methods could face some turbulence. 
The nation’s largest helicopter air 
ambulance provider agreed in March 
to be acquired by affiliates of invest-
ment firm American Securities for cash 
plus net debt. The purchase price is 
the equivalent of $43 per share, a 
20.4-percent premium on the traded 
share price of $35.70 on Jan. 31, 2017. 
Air Methods had been under pres-
sure from dissenting shareholders to 
take measures to raise the value of its 
stock, possibly by selling the company. 
The deal is expected to close by the 
end of this year’s second quarter.

Air Methods CEO Aaron Todd said, 
“American Securities offers us a great 
opportunity to continue to invest and 
pursue long-term growth with greater 
operational flexibility, and we look 
forward to working with such a sophis-
ticated private equity investor.” As a 
publicly traded company, Air Methods 
has seen its revenue increase in recent 
years, but earnings have remained 
relatively flat. In addition to air ambu-
lances, Air Methods also operates two 
helitourism companies—Blue Hawai-
ian and Sundance Helicopters—and 
the United Rotorcraft completion 
and modification business. Air Meth-
ods operates in 48 states from 300 

bases with 500 helicopters and fixed-
wing aircraft.

However, by last month at least 
half a dozen prominent national 
law firms had lined up on behalf of 
shareholders to potentially oppose 
or at the very least attempt to nego-
tiate better terms for the sale and 
have launched “investigations” into 
“whether the company’s board of 
directors failed to satisfy its duties to 
shareholders, including whether the 
board adequately pursued alterna-
tives to the acquisition and whether 
the board obtained the best price 

possible for the company’s shares 
of common stock,” according to a 
public notice from the law firm of 
Brower Piven.

Air Methods’ stock price has been 
volatile, trading as high as $59.81 in 
August 2014 and as low as $26.50 
last October. Reports surfaced in the 
financial press in February that Air 
Methods had engaged investment 
banking firms to help it explore a 
possible sale, and last year the com-
pany began deferring new aircraft 
deliveries from Bell Helicopter and, 
this year, other OEMs. —M.H.
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Bell 505 Jet Ranger delivers  
smooth ride in test flight
by Mark Huber

Bell Helicopter delivered the first cus-
tomer 505 Jet Ranger X in March. Days 
later AIN had the opportunity to climb 
aboard and experience a local test flight 
in one from the Dallas Vertiport under the 
command of Bell test pilot Brent Berwick. 
Serial Number 65012 was flying under 
Canadian registration and destined for the 
Bell Training Academy. At press time last 
month, FAA and EASA certification vali-
dation were anticipated “any day,” accord-
ing to 505 program manager LaShan 
Bonaparte. The aircraft was liveried in 
basic Bell white, equipped with the stock 
G1000H avionics system, and optional 
dual controls and premium leather seats 
that, while far from plush, were a definite 
step up from basic Bell 206 fare.

During the walkaround, you notice a 
couple of things right away. The doors are 
huge. The clamshell doors on the copilot 
side open to a capacious 55 inches, mak-
ing passenger entry/egress a no-drama 
affair. The lithium-ion battery and the 
breakers are in an easy-to-reach service 
panel aft of the baggage compartment. 
And then there is this big metal square 
attached with cables to the tailboom. Ber-
wick calls it a “fram.” Bonaparte refers to 
it as “the dampener on the tailboom.” It’s a 
25-pound moving mass, and the cables act 
as a spring. The entire assembly dampens 
vibrations from the tail-rotor system. That 
system—along with all the other dynamic 
rotor components (blades, driveshafts, 
gearboxes and transmission)—comes 

straight from the larger Bell 206L4. In fact, 
when you look through the inspection 
window for the tail-rotor gearbox, 
it clearly says it’s a 206L com-
ponent. Bonaparte said rela-
tively few changes had to be 
made to the system to adapt 
it to the 505 save for moving 
a few oil lines to accommodate 
the Live anti-vibration system on 
the main transmission. A Safran 
Arrius 2R (459 shp continuous) pro-
vides the power.

Live stands for Liquid Inertial Vibra-
tion Eliminator. It’s a hybrid elastomeric/
hydraulic system developed by ITT Eni-
dine and Bell for the 505 that provides 
vibration elimination for the two-per-rev 
frequency of  the aircraft, according to 
Mark Ott, Enidine’s technology develop-
ment manager. Four bolts and a brace 
mount Live to the main rotor transmis-
sion. In turn, arms extending from Live 
mount it to the aircraft structure. The sys-
tem combines Bell’s proprietary hydrau-
lic technology with Enidine’s expertise in 
integrated hydraulics and elastomerics. 
The system allows Bell to get more speed 
out of the aircraft with less vibration for 
more passenger comfort. It is a passive 
system and it appears to work very well. 
Loaded down with four occupants, Ber-
wick flew a variety of  maneuvers and 
bank angles at speeds ranging from 74 
to 124 knots. While you won’t confuse 
the ride quality with that of  an Airbus 

H175, it is demonstrably better 
than a Bell 206 and overall you get the 
impression that, vibration wise, you are 
in a large single or light twin. And that’s 
no small feat considering the lineage of 
the rotor system.

Other aspects of the cabin’s ergonom-
ics also raise the bar for light singles. Seat 
comfort and legroom are excellent from 
any seat; the total cabin volume is 99 cu 
ft and the rear cabin volume is 61 cu ft. 
Six-footers can sit in the front and six-
footers can sit in the back and no one 
eats their knees. Visibility and ventila-
tion are good from every seat. Up front, 
the switchology is simple and straight-
forward, as you would expect from any 
system built around the G1000 and an 
engine with Fadec.

As you also might expect, given its 
base price “of around $1 million,” there 
are a lot of  extra-cost options on the 
505, and Bell is still working on certify-
ing some of them, such as the rotor brake, 
air conditioning, Bose headset adapter, 

cargo hook and cargo hook mirror. All 
of  those should be approved shortly or 
by the time you read this. In the next few 
months and through early next year Bell 
plans to add a wire strike protection kit 
(under STC with Magellan as a factory 
option), hard points for ENG and law 
enforcement operators to mount cam-
eras, searchlight and loud hailers, and 
high-clearance landing gear. Bonaparte 
said Bell is also working on an autopilot, 
automatic door openers and a new access 
panel to line up with the engine wash port 
so that engine washes can be completed 
without removing the entire engine cowl.

However, many popular options have 
already been certified, among them the 
avionics upgrade for the G1000H that 
provides helicopter synthetic vision 
(HSVT), helicopter synthetic terrain 
avoidance warning system (HTaws), and 
the GTS 800 traffic advisory system that 
replaces the standard traffic information 
system. The Garmin GRA 5500 radar 
altimeter is another option. o 

The 505 delivers the smooth ride you would expect from a larger model thanks to its 
tailboom dampener, inset, which dampens vibrations from the tail-rotor system.

FDM mandate for EMS  
to yield meaningful data
A year from now the FAA’s new flight data 
monitoring (FDM) mandate takes effect 
for air ambulance operators. But how do 
operators use all that data as it relates to a 
flight operations quality assurance (FOQA) 
program? That w as the 
question posed by Brian 
Mahoney, business devel-
opment manager of Skytrac 
Systems, at a recent opera-
tors forum. “Are you just 
collecting the data to ‘check 
that [compliance] box’ or 
are you actually using it to 
advance safety?” Mahoney 
provided some basic guide-
lines for how to integrate 
FDM data into an organi-
zation’s safety program.

Per FAR 135.607, after April 23 next 
year, “no person may operate a helicop-
ter in air ambulance operations unless it 

is equipped with an approved flight data 
monitoring system capable of  recording 
flight performance data.” The system 
must: “(a) Receive electrical power from 
the bus that provides the maximum reli-

ability for operation with-
out jeopardizing service 
to essential or emergency 
loads, and (b) Be oper-
ated from the application 
of  electrical power before 
takeoff  until the removal 
of  electrical power after 
termination of  flight.”

In Section 10 of  the 
Final Rule, the FAA pro-
posed that flight perfor-
mance data include “a 
broadly defined set of 

parameters including information per-
taining to the aircraft’s state (heading, 
altitude, attitude), condition (rotors, 

transmission, engine, flight controls) and 
system performance (Fadec and Efis).” 

Trend Analysis Gains
Setting up a fully integrated program can 
be time-consuming and expensive, and 
that means the benefits have to be fully 
explained and sold to top management, 
Mahoney said. “The operators want it, 
the maintenance guys want it, but they 
have to go to their bosses and sell it. Half  
or more of atypical events can be elimi-
nated with FDM data. G-force exceed-
ance, over-temping… By looking at the 
data, operators can reduce the number 
of occurrences they have and that saves 
money. String together a few $40,000 inci-
dents and it adds up,” he said.

Beyond short-term maintenance gains, 
Mahoney points out that the data can be 
used to transform an organization’s cul-
ture, to make it safer and more efficient, 
by using metrics such as trend analysis. 
“One of the things you have to do right 
off  the bat is look at what kind of chal-
lenges your organization has. Where have 
you had problems in the past? What are 
your ‘D’ points? What are the things that 

are causing the most difficulties inter-
nally? Then you can figure out how this 
system can help you. You can figure out 
how to tie all the data points together to 
help maintenance and operations to make 
it work for you,” he said.

Starting an integrated program can seem 
overwhelming, so Mahoney recommends a 
go-slow approach and counsels patience. It 
might take a year or more to have enough 
data before an organization can start apply-
ing meaningful trend analysis.

“We recommend starting with a tar-
geted approach. If  you have a mixed fleet, 
maybe start with one aircraft type and 
work your program through that and 
then roll into the next aircraft type and 
start developing that. If  you try to jump 
in all at once, sometimes that can be a 
problem,” he said, adding, “Figure out 
what events are affecting you and what 
you want to monitor. What things con-
cern you every day, both on the mainte-
nance and operations side? Commit to 
using the system and reading the data. 
Integrate it into a goals system. You have 
to figure out your goals and what you 
want to achieve.” —M.H.

Brian Mahoney, 
Skytrac Systems
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NTSB issues alert on  
tail rotor effectiveness
by Mark Huber

The NTSB recently issued a 
Safety Alert regarding the loss of 
tail rotor effectiveness (LTE) in 
helicopters. In issuing the Alert, 
the Board noted 55 accidents it 
investigated between 2004 and 
2014 involving LTE. The NTSB 
noted the propensity for LTE, 
or uncommanded yaw, to occur 
suddenly in single-engine, con-
ventional helicopters at speeds 
below 30 knots and the danger 
of it leading to loss of control. 

Factors contributing to LTE 
identified in the Alert: vary-
ing airflow from the main rotor 
blades—particularly at high 
power settings—or from the 
environment, which can affect 
airflow entering the tail rotor; 
operating at airspeeds below 
translational lift; operating at 

high altitudes and high gross 
weights; operating near large 
buildings or ridgelines, which 
can cause turbulence; and the 
relative wind direction. 

The NTSB notes that LTE 
training is best done in a simu-
lator but even that type of train-
ing sometimes is not optimum 
for creating the “surprise” fac-
tor that accompanies the onset 
of LTE. The NTSB advises the 
following precautionary tech-
niques for avoiding and recov-
ering from LTE: evaluate wind 
speed and direction in preflight 
planning; know and adhere to the 
performance limitations imposed 
by the helicopter’s manufacturer; 
be aware of the helicopter’s flight 
control characteristics, particu-
larly tail rotor pedal forces, to 

recognize and react quickly to 
unanticipated yaw; review the 
FAA’s Helicopter Flying Hand-
book for more specific tips 
regarding LTE; and train for 
and know how to recover imme-
diately from LTE.

LTE (right yaw) recovery tech-
niques per the Helicopter Fly-
ing Handbook include forward 
cyclic and reduced power and 
collective pitch (altitude permit-
ting), full left pedal and, if  none 
of that works, autorotation. 

By way of basic prevention, 
the Helicopter Flying Handbook 
on LTE counsels pilots to abide 
by weight limitations; maintain 
wind awareness along ridgelines 
and near buildings, especially at 
airspeeds near 8-12 knots when 
a loss of translational lift can 
occur; avoid tailwinds or cross-
winds when operating at airspeeds 
below 30 knots; avoid out-of-
ground-effect operations and 
high-power-demand situations 
below 30 knots; and monitor the 
amount of pedal being used (if  

insufficient pedal is available the 
pilot might not be able to coun-
teract unanticipated right yaw).

Prevention and Recovery
The NTSB cited three recent 
investigations and related acci-
dent reports as illustrations of 
LTE accidents. Two of  them 
were fatal. One fatal accident 
occurred on Oct. 14, 2014, at 
Wichita Falls, Texas. The pilot of 
a Bell 206L1 was approaching a 
hospital helipad when he elected 
to go around. Wind was less than 
three knots. From a speed of 12 
to 15 knots and with one-quarter 
to one-inch of left pedal applied, 
he added power, tipped the nose 
over and pulled collective. The 
helicopter immediately entered a 
violent right spin. “The pilot said 
he tried hard to get control of the 
helicopter by applying cyclic and 
initially ‘some’ left anti-torque 
pedal ‘but nothing happened.’ 
The pilot said he added more 
left anti-torque pedal, but not 
full left anti-torque pedal as the 
helicopter continued to spin and 
he was still unable to regain con-
trol. He also said the engine had 
plenty of power and was oper-
ating fine. The pilot recalled the 
helicopter spinning at least five 
times before striking the ground 

inverted” and catching fire. The 
pilot survived, the patient died 
and the EMS crew died later 
from their crash injuries. 

The second fatal accident cited 
occurred on Oct. 4, 2011, in New 
York. A privately operated Bell 
206B with five aboard crashed 
into the water on a sightseeing 
flight after a rearward departure 
from the East 34th Street Heli-
port. The flight departed with-
out the pilot having performed 
weight-and-balance calculations 
or any preflight performance plan-
ning. On departure the helicopter 
transitioned over the shoreline 
from in-ground-effect to out-of-
ground-effect while climbing 60 
feet over the water; the helicop-
ter yawed as the pilot then com-
pleted a pedal turn and a low rotor 
rpm warning sounded. The pilot 
thought he had an engine-out 
warning and turned back to the 
heliport, which oriented the tail 
into adverse wind. When he real-
ized the engine was nominal, he 
increased collective; the helicop-
ter entered an uncommanded 
right yaw that accelerated into a 
spin that could not be corrected 
with full left pedal. The helicopter 
hit the water, rolled inverted and 
sank. The three rear-seat passen-
gers died from their injuries. o
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Two of the fatal accidents the Safety Board studied involved the Bell 206, but it’s not the 
only helicopter susceptible to loss of tail rotor effectiveness. 

GERMAN RESEARCHERS DEVELOPING LOCAL TURBULENCE SOFTWARE

The Technical University of Munich (TUM) is develop-
ing flight-simulation software that better mimics the 
effects of turbulent obstacle and terrain winds on heli-
copters and thus better prepares pilots for dealing with 
these challenging conditions.

“Until now, flight simulators have not adequately 
reflected the reality of flying in close proximity to large 
objects,” said TUM’s Dr. Juergen Rauleder. “When it 
comes to wind conditions and the response of the heli-
copter, existing programs follow a rigid pattern. That 
means that local variations and changing conditions 
are not taken into account—unless the entire flow envi-
ronment is known in advance.” Researchers working at 
TUM’s Chair of Helicopter Technology are employing 
real-time computational anal-
ysis for both fluid mechanics 
and flight dynamics to replicate 
more accurately the conditions 
encountered in mountainous 
regions or close to skyscrapers 
or near oil rigs, ships and cliffs.

TUM notes that unforeseen 
air flows can be the most treach-
erous. For example, a moving 
ship causes air turbulence and 
sudden local shifts in wind speed known by specialists 
as “ship airwake flow.” It changes continually through 
wave action and fluctuating inflow conditions. In addi-
tion, turbulence occurs near the deck, the bridge and 
other ship structures. As a helicopter approaches the 
ship, there is interference between these air currents 
and the flow produced by the rotors. Conditions near 
a mountain slope or next to high buildings are simi-
larly complicated. In all of these cases, the helicopter’s 
flight characteristics are influenced by complex and 
overlapping aerodynamic effects.

Dealing with those situations takes a lot of skill and 
practice, both of which can currently be acquired only 
through on-the-job training. To become adept at land-
ing on a ship in heavy seas, for example, a student pilot 
has to repeat this tricky feat dozens of times with an 
experienced flight instructor. That’s the only way to 

gain the necessary experience to compensate for the 
complex interplay of air flows through perfectly timed 
adjustments to the pitch of the rotor blades.

“Conventional training is expensive, risky and stress-
ful for student pilots. It also imposes heavy demands 
on the aircraft: because the first attempts usually result 
in rather hard landings, the dampers and landing gear 
take quite a beating,” said Rauleder.

The TUM team has developed a simulation program 
that combines flow mechanics and flight dynamics in 
real time. “The numerical model is extremely flexible 
and does not depend on stored flow data. We only 
have to enter the external conditions such as topog-
raphy, wind speeds and the helicopter type. During 

the simulation, our algorithms use 
that data to continuously compute 
the interacting flow field at the vir-
tual helicopter’s current location,” 
Rauleder said.

The new program also lets pilots 
instantly “feel” the impact of the 
local air flows on the helicopter. This 
allows them to try out the effects of 
their control movements in a stress-
free setting: perfect preparation for 

a soft landing that is easy on the aircraft, Rauleder said. 
The potential of this method has attracted interest from 
the U.S. Office of Naval Research, which is contributing 
funding under the auspices of its basic research pro-
gram. Virtual models are being tested against actual 
conditions at sea in cooperation with researchers at the 
U.S. Naval Academy, George Washington University and 
the University of Maryland. Air flows on a ship are being 
measured using hundreds of sensors.

The TUM team will also be using in-flight data 
collected by the German Aerospace Center (DLR) to val-
idate the flight dynamics. “The validation of the models 
and testing of our simulation environment by experi-
enced pilots in our research simulator is enormously 
important for our developments,” said Rauleder. “That’s 
the only way we can ensure that the simulator train-
ing prepares student pilots for tough missions.”—M.H

 
CHC S-92A CRASHES OFF COAST OF IRELAND

An Irish Coast Guard Sikorsky S-92A, designated Rescue 116 and 
being operated by CHC, crashed into the sea at 1 a.m. local time 
on March 14 on approach to refuel six miles west of Blacksod after 
being dispatched from Dublin. Capt. Dara Fitzpatrick was recovered 
but later died in the hospital. The body of chief pilot Mark Duffy was 
recovered from the cockpit on March 26. Winchmen Paul Ormsby and 
Ciarán Smith were missing and presumed dead.

Rescuers who arrived on scene 75 minutes after the accident 
reported a wide debris field. Sky conditions were reported as “moon-
lit” and “not that bad.” Rescue 116 was flying cover for another Coast 
Guard S-92 that had been dispatched from Sligo to conduct a med-
ical evacuation from a UK-registered fishing vessel 150 miles west of 
Eagle Island in County Mayo.

The accident helicopter was equipped with a system capable of 
storing health usage and monitoring system (Hums) data, a CHC 
spokesman told AIN. —M.H.

The Technical University of Munich 
is advancing simulator technology.



YOU ORDER. 
WE DELIVER.
Delivering spare parts when and where you need them is the highest priority for 
Chauncey Mitchell and the Customer Support team at Airbus.

In recent years we have invested a lot of time, effort, and money to improve our service, 
and it shows.

We’re delivering parts you order at a 97 percent on-time rate. For an AOG, the needed 
part ships within four hours 98 percent of the time. Our spare parts inventory exceeds 
$115 million, and more than 60,000 unique part numbers are in stock.

Our mission is to keep your aircraft fl ying. Our commitment is to meet and exceed 
your expectations. WithYouOnEveryFlight.com



HAWKER PACIFIC’S MALAYSIAN MRO 
GETS DASSAULT APPROVAL

Hawker Pacific’s maintenance facility 
in Malaysia has been designated an 
authorized service center (ASC) for 
the Dassault Falcon 8X, 7X, 2000EX 
EASy and 900EX EASy series, 
according to the airframer. Hawker 
Pacific’s Singapore MRO already 
holds the distinction. The location at 
Kuala Lumpur Sultan Abdul Aziz 
Shah Airport offers 36,000 sq ft of 
space to provide line maintenance for 
local and based customers under ISO 
9001:2008 certification. The facility 
holds approval from the Malaysian 
aviation authority, with FAA and 
EASA approvals expected by the 
middle of this year.

CONSTANT AVIATION FINALIZES 
STARPORT ACQUISITION

Cleveland, Ohio-based Constant 
Aviation has completed acquiring 
StarPort, a full-service MRO and FBO 
at Orlando Sanford International 
Airport in Florida. Constant said the 
move allows for expansion into the 
exterior paint market for business jets 
and turboprops, while bolstering its 
network in the U.S. Southeast.

“The acquisition of StarPort 
provides us continued growth in the 
Southeast with a 75,000-square-foot 
facility that supports maintenance, 
interior, paint and FBO operations,” 
said Constant president and CEO 
Stephen Maiden. “Our transition plans 
include the immediate investment 
of $2 million into the paint facility. 
The upgrades to the paint facility 
will help increase capacity, allow for 
quicker turn times and will use the best 
advances in technology.”

According to Maiden, the initial 
focus at the Orlando location will be 
adding employees to boost capacity and 
expand capabilities.

AVIONICS SHOP PRESIDENT 
ORDERED TO PAY RESTITUTION

Along with several other 
co-conspirators, Rolando Suarez, 
president of South Florida-based 

Avcom Avionics & Instruments 
(Avcom), was ordered in March to 
pay more than $700,000 in restitution 
stemming from charges that he 
conspired to bribe an FAA aviation 
safety inspector. He was charged in 
August and pleaded guilty before  
the U.S. District Court in Miami a 
month later.

The investigation conducted by the 
FBI and the DOT revealed that from 
2010 to 2013, Suarez employed an 
active FAA inspector, who provided 
Avcom with unauthorized technical 
publications and notices and warnings 
about inspections and investigations, 
as well as competitors’ confidential 
information. In exchange, Suarez 
provided money and gifts, all with the 
intent to encourage acts in violation of 
the inspector’s official duty, according 
to the DOT. In February, Suarez was 
sentenced to 24 months’ incarceration, 
followed by a three-year term of 
supervised release, and a $20,100 fine.

BOMBARDIER EXPANDS SUPPORT 
WITH NEW TECHS, M&O SERIES

Bombardier Business Aircraft is 
bolstering customer support by hiring 
technicians and expanding capabilities 
and customer outreach events. The 
company’s service center network 
has hired 200 technicians and project 
managers over the last four months, and 
it supported 9,000 maintenance events 
last year, a 20-percent jump from 2015.

On the slate for customer events 
this year, are the Maintenance and 
Operations (M&O) Europe Conference 
held last month in Prague, nine 
customer briefings, eight customer 
advisories and the Safety Standdown, 
which will be held from October 31 
to November 2 in Wichita. The M&O 
Europe Conference presented a new 
“Safety First” series of briefings 
designed to promote and raise awareness 
on issues that affect aviation safety.

FLORIDA CHARTER PROVIDER NOW 
IN MAINTENANCE BUSINESS

Florida-based aircraft sales, charter 
and management provider SevenJet 
Private Travel has added light 
maintenance to its roster of services. 
According to the company, its location 
on the Florida Gulf Coast at St. 
Petersburg-Clearwater International 
Airport provides a convenient option 
for customers with AOG events in St. 
Petersburg, Tampa and other nearby 
locations. Its three full-time mechanics 
are available to service aircraft 
throughout the area.

Work includes light maintenance 
and inspections for aircraft such 
as Cessna Citations, Beechjets and 
Piaggio Avantis. In May last year, 
SevenJet started a fractional program 
using Piaggio Avantis.

STANDARDAERO TO ACQUIRE  
PAS TECHNOLOGIES

StandardAero has signed an agreement 
to acquire PAS Technologies, which 
provides support services for the oil-
and-gas sector, industrial gas-turbine 
and aerospace markets. The transaction 
is anticipated to close this spring. “PAS 
will align with our current components, 
helicopters and accessories business 
division,” said StandardAero CEO 
Russell Ford. 

PAS Technologies specializes in 
manufacturing and repair services, 
as well as coatings for new-build and 
aftermarket components. The company 
has experience working on engines 
such as the PW4000, LM2500, F117, 
F110, F100, F414, V2500 and CFM56. 

PAS has six facilities covering 400,000 
sq ft in Kansas City, Mo.; Hillsboro, 
Ohio; South Windsor, Conn.; Phoenix; 
Romania; and Singapore.

EASA AIMS TO TIGHTEN RULES FOR  
MAINTENANCE FLIGHT CHECKS

The European Aviation Safety Agency 
has issued an opinion that is the 
first step in creating a rule aimed at 
mitigating mishaps during maintenance 
check flights (MCFs). The agency 
cites a number of MCF accidents and 
incidents caused by incomplete or 
inadequate maintenance.

This opinion proposes safety 
requirements for the selection of pilots 
and applies procedures for MCFs, 
while distinguishing between complex 
aircraft and non-complex aircraft. 
Operators conducting the higher-risk 
category of these MCFs in complex 
aircraft (such as business jets) will 
have to develop EASA-approved 
procedures and ensure coordination 
among the new MCF regulations; 
the member state’s continuing 
airworthiness management program; 
and the maintenance provider, whether 
commercial or private. The agency 
expects to adopt a rule in the first 
quarter of 2019.

JET AVIATION INSTALLS FANS  
IN OLDEST CHALLENGER 604

Jet Aviation has installed future air 
navigation system (Fans) equipment 
in the oldest Challenger 604 in service. 
Completed in three weeks at Jet 
Aviation’s facility in St. Louis, the 
aircraft was delivered to the owners 
two days earlier than expected. “The 
Challenger 604 that we installed the 
Fans in was the first one ever delivered 
to a customer back in 1995 and is the 
oldest one still flying. Bombardier 
produced 363 Challenger 604s to 
replace the 601, and now the oldest one 
still in the air has the most modern 
navigation system available,” said Blake 
Hogge, senior manager of avionics 
sales at Jet Aviation in St. Louis. “We 
worked with Rockwell Collins to 
develop the Fans STC.” The company 
has completed 10 Fans installations in 
604s so far, Hogge added.

WEST STAR EARNS ODA FROM FAA

Illinois-based MRO provider 
West Star Aviation has received 
FAA Organizational Designation 
Authorization (ODA), which will allow 
it to perform as a representative for the 
agency in issuing STCs to applicants 
that meet the criteria defined in the 
ODA procedures manual. It is now 
delegated to accept instructions for 
continued airworthiness, an approval 
that will give West Star more control 
over its STC schedule. “We are 
excited about this approval as we are 
continually working to expand our 
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With its authorized service center status from Dassault, the Hawker Pacific MRO facility in Malaysia can provide 
additional support for Falcon customers using the company’s location in Singapore.

At the Maintenance and Operations (M&O) Europe Conference last month, Global 6000 operator and Formula 
One champion Niki Lauda, left, talked about his experience with the airplane.



capabilities and relationship with the 
FAA,” said Jeff Maszkiewicz, the 
company’s director of engineering.

JET AVIATION VIENNA GETS  
FAA MAINTENANCE NOD

Europe has gained another FAA-
approved line and base maintenance 
center, with Jet Aviation’s location 
at Vienna International Airport now 
authorized to work on all N-registered 
aircraft it is approved to support.

“As a support spoke to Jet Aviation’s 
major maintenance and completions 
center in Basel, our facility in Vienna 
provides much needed maintenance 
support to aircraft owners and 
operators in Eastern Europe,” said 
Hakan Tin, managing director of the 
MRO and FBO location. “Vienna 
is a popular destination for business 
aircraft and these additional service 
capabilities offer significant benefit to 
all N-registered owners and operators 
that travel in the region.”

A Jet Aviation branded location 
since 2014, when the General Dynamics 
subsidiary entered into agreements 
with Vienna’s previous MRO and 
FBO operators Gate V and FAME, 
respectively, the location has a 43,000-
sq-ft hangar.

EXECUJET AUSTRALIA OK’d FOR 
PHENOM 300 MAINTENANCE

ExecuJet Australia has received 
factory-authorized maintenance 
approval for the Embraer Phenom 
300. The approval extends ExecuJet’s 
maintenance capabilities already 
in place for the ERJ-135/145, 
Legacy 600/650 and Phenom 100. 
Headquartered in Zurich, ExecuJet 
has 24 FBO locations worldwide and 
is certified to maintain business  
jets and turboprops built by Embraer, 
Bombardier, Textron Aviation 
(including Hawkers), Dassault  
and Gulfstream. 

MERIDIAN GETS GLOBAL SERIES 
MAINTENANCE APPROVAL

Teterboro, N.J.-based Meridian 
Jet Center has added maintenance 
options, with recent FAA approval 
to work on Bombardier Globals. The 
company already holds approvals to 
service Cessna, Dassault, Hawker and 
Gulfstream aircraft. “We can now 
perform inspections and repairs on  
the entire Global series, which is 
critical if you plan to serve the ultra-
long-range segment,” noted John 
Langschultz, the company’s vice 
president of maintenance.

Meridian announced another 
addition to the Teterboro Airport 
facility, with the acquisition of the 
former AIG hangar complex: a 22,000-
sq-ft hangar and 11,500 sq ft of office 
and support space. The company is also 
constructing a 40,000-sq-ft hangar with 

10,000 sq ft of office space at Teterboro. 
Slated for completion by year-end, it 
replaces an obsolete 20,000-sq-ft 1950s-
era structure.

MAYO TO INSTALL  
ADVENT ANTI-SKID BRAKING

Advent Aircraft Systems has named 
Englewood, Colo.-based Mayo 
Aviation an authorized dealer. Under 
the agreement, Mayo, a charter and 
management company that operates 
a Part 145 repair station, will offer 
Advent anti-skid braking system 
installations on Beechcraft King Airs.

The Advent eABS is designed as a 
lightweight, low-cost braking system 
for turbine aircraft with an mtow of 
19,000 pounds or less. The lightweight 
systems are designed for easy, “non-
invasive” installation to minimize 
downtime, Mayo noted. 

JET AVIATION BASEL COMPLETES 
BBJ WINGLET UPGRADE

Jet Aviation’s maintenance facility in 
Basel, Switzerland, has completed its 
first retrofit of split-scimitar winglets 
(SSW) on a Boeing Business Jet (BBJ). 
The project, completed under an 
EASA STC, involved installing a new 
Aviation Partners scimitar-tipped 
ventral strake, reinforcing the wing 
and winglet structure, and replacing 
the existing winglet tips with scimitar 
tips. Currently installed on all factory-
new Boeing 737NG BBJs, the split-
scimitar winglet is FAA and EASA 
approved for retrofit on all in-service 
BBJs, BBJ2s and BBJ3s.

HONG KONG OKs JET AVIATION  
FOR G650 MAINTENANCE

Jet Aviation has received approval 
from the Hong Kong Civil Aviation 
Department to provide line and base 
maintenance for the Gulfstream 
G650. With that authorization, 
the company’s Hong Kong facility, 
already an approved Gulfstream 
factory-authorized warranty service 
center, can provide maintenance 
service for G650s registered in China, 
Macau and Hong Kong. Currently 

Jet Aviation Hong Kong, which 
holds FAA and EASA maintenance 
certification among others, has 30 
aircraft under management, among 
them six of the ultra-long-range 
Gulfstream flagships.

TEXAS MX TRAINEES GET TO HONE 
THEIR SKILLS ON A GII

Aircraft maintenance students at 
Tarrant County College (TCC) 
in Texas will be able to work on a 
vintage Gulfstream II, thanks to the 
generosity of oil industry executive 
Charles Palmer, who had operated 
the aircraft since acquiring it from 
Halliburton. As it reached the end 
of its useful life, the GII was facing 
the prospect of being scrapped this 
year, but Palmer decided it could still 
deliver some value in helping train a 
new generation of mechanics.

One of the many people who did 
not want to see this aircraft dismantled 
was Chuck Swartz of aircraft sales 
company Swartz Aviation Group. 
He had worked on the GII since the 
early 1980s. Instead of consigning the 
aircraft to a junkyard, Swartz proposed 
that it could be donated, and the owner 
eventually decided that the aircraft 
would go to TCC.

BOMBARDIER, ITALIAN FBO  
TEAM ON LINE SERVICE DEPOT

Italy’s SEA Prime has signed an 
agreement with Bombardier to 
establish a line-service station for 
the airframer at its FBO at Milan 
Linate Airport. Part of Bombardier’s 
commitment to establish five new 
maintenance stations across Europe, 
the facility will provide line service for 
Globals, Challengers and Learjets.

KA-BAND RETROFIT ON GLOBALS 
RECEIVES EASA NOD

Bombardier has received European 
Aviation Safety Agency approval 
for retrofit of Ka-band high-speed 
Internet satcom equipment on 
Globals. The approval, which comes 
a year after Transport Canada 
certification, opens the door for 
European-registered operators to 

install Bombardier’s Wave (Wireless 
Access Virtually Everywhere) 
package on their Globals.

Wave incorporates Inmarsat 
JetConnex broadband along with 
Honeywell JetWave satcom hardware. 
The Inmarsat Ka-band, which 
provides Internet worldwide at up 
to 15 Mbps, officially went live in 
November for business aircraft, after 
being beta tested on Bombardier 
aircraft. Bombardier became the first 
business jet manufacturer to announce 
plans to offer the system as an option, 
and the first retrofit, on a Global 5000, 
was completed late last summer at the 
company’s facility in Singapore.

PIAGGIO, RUAG COLLABORATE ON 
AVANTI LANDING GEAR UPGRADE

Piaggio Aerospace is working with 
Ruag Aviation to make a Magnaghi 
Aeronautica landing-gear retrofit 
available for existing Avantis. The 
companies completed the first upgrade 
on an Avanti II, replacing the existing 
gear with the Magnaghi system, which 
incorporates digitally controlled 
steering. The system is the same as 
that on the newest Avanti, the Evo.

Piaggio and Ruag collaborated 
closely on the upgrade, which was 
developed at Ruag’s facility in Agno, 
Switzerland, over the course of six 
weeks. Piaggio worked on the design 
and engineering, as well as a service 
bulletin, while Ruag was responsible 
for the installation and produced part 
of the installation kit.

Stephan Woodtli, general manager 
of Ruag Aviation in Agno, noted that 
the project was challenging, requiring 
both major electrical and structural 
modifications to the aircraft. “But 
thanks to the close cooperation of 
everybody involved, it has been a 
complete success,” he said.

The companies say the Magnaghi 
landing gear reduces pilot workload, 
improves ground handling and 
substantially lowers maintenance costs 
with a 15,000-cycle/15-year overhaul 
interval. The original landing gear 
has a 6,000-cycle/12-year schedule. 
The Magnaghi landing gear is also 
designed to accommodate an anti-skid 
system and LED landing lights. o
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Jet Aviation’s maintenance facility in Basel 
completed its first retrofit of an Aviation Partners  
split-scimitar winglet kit on a BBJ. 

The Gulfstream II gets prepped for its final flight from Ellington Field in Houston. 
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ATLANTIC WRAPS OREGON UPGRADE
Atlantic Aviation has completed a new 
FBO at Oregon’s Portland International 
Airport, where it is the lone service 
provider. The chain paid $25 million 
of the $30 million cost of the facility, 
with the airport contributing the new 
ramp space. The complex has a 12,000-
sq-ft terminal, nearly twice as large as 
the one it replaces. It features a larger 
lounge with expanded seating areas 
and two fireplaces, a cafe area that can 
be used as an observation point for 
viewing ramp activity, pilots’ lounge 
with snooze rooms, private work spaces, 
two A/V-equipped conference rooms 
seating 14 and eight people and parking 
spaces for 235 cars.

According to general manager Robert 
Pinedo, the former facility did not have 
enough employee space, a flaw that was 
remedied in the new build, which offers 
separate locker rooms with showers, a 
staff kitchen and break room, training 
room and laundry room. The project also 
created a pair of 30,000-sq-ft hangars 
with 15,500 sq ft of shop and office space. 

RFP ISSUED FOR HPN PRIVATIZATION
Five months after the initial attempt 
by New York’s Westchester County to 
privatize its airport, a major business 
aviation hub serving the metro New 
York area, the county issued an RFP 
to manage the facility. The initial plan, 
floated in November, sought to award 
a 40-year lease of  dual-use Westchester 
County Airport (HPN) to California-
based investment firm Oaktree 
Capital Management, which manages 
Puerto Rico’s Luis Muñoz Marín 
International Airport.

It met with a chilly reception from 
the county’s lawmakers, who decried 
the lack of transparency in the process 
and noted that there are several suitable 
companies that would be interested 
in the contract, not least AvPorts, 
which has managed HPN since 1977. 
General aviation accounts for 80 
percent of traffic at the airport, yet the 
airport did not seek input or feedback 
from stakeholders in the earlier deal, 
according to private operators and 
businesses that serve the industry. In 

December, county legislators agreed to 
draft and issue the RFP.

The due date for proposals is July 14, 
and the county expects to make its 
selection by the end of August, with an 
eye toward completing the process by 
year-end. If the plan is approved, HPN 
would be the first airline-served airport 
in the mainland U.S. to be privatized.

AIR ELITE BOLSTERS ITS NETWORK
Air Elite, the World Fuel Services-
sponsored FBO network, has added 
nine locations of late, seven since the 
beginning of the year, bringing its tally 
of members to 69 and expanding its 
coverage to both hemispheres and six 
continents. The recent additions are 
Circle Air Group in San Diego; the Ross 
Aviation location (formerly AirFlite) 
in Long Beach, Calif.; Galaxy FBO in 
Conroe, Texas; and the airport-owned 
Cerulean Aviation at South Carolina’s 
Greenville-Spartanburg International 
Airport. The addition of five Hawker 
Pacific locations in Sydney; Perth; 
Brisbane; and Cairns, Australia, as well 
as in Singapore, significantly expands 
the network’s Asia-Pacific footprint.

BAER AIR BECOMES APEX,  
EXPANDS FLORIDA FACILITY
Melbourne, Fla. aviation services 
provider Baer Air has rebranded as Apex 
Executive Jet Center. Established in 2003, 
the company started out as a charter 
operator offering limited scheduled 
service to Florida and Bahamas 
destinations using piston aircraft. Since 

then it has expanded to turboprops and 
jets, aircraft management, maintenance 
and FBO services.

“As we routinely provided aircraft 
maintenance and services to our own 
fleet, we quickly realized the need for 
a first-class FBO that could satisfy 
the needs of Melbourne International 
Airport, transient aircraft and tenants,” 
noted company president Gary Hall. 
“These past four years we’ve brought 
on a number of line technicians and 
customer service representatives with a 
combined work experience of 40 years.”

The company was scheduled to 
break ground last month on a $3 million 
expansion project that will result in 
60,000 sq ft of ramp and a new 28,000-
sq-ft hangar, which will bring the location 
to 52,000 sq ft of aircraft storage. A new 
10,200-sq-ft terminal, triple the size of 
the current structure, will round out the 
first phase of the company’s planned 
redevelopment, slated for completion 
this summer. The existing terminal will 
be retained as home to Apex’s new FAA-
certified air ambulance services, which 
will begin later this year. Planned second 
and third phases will add 24,500 sq ft 
of hangar space and 53,000 sq ft of 
ramp to accommodate the company’s 
maintenance division and provide more 
aircraft parking.

EXECUJET ADDS FBO  
TO STABLE DOWN UNDER
ExecuJet has expanded its Asia-Pacific 
footprint with acquisition of the former 
Universal Weather and Aviation FBO 
at Kingsford-Smith Airport in Sydney, 
Australia. The recently renovated 
facility, located eight miles from the 
city center, offers a passenger lounge, 
private meeting rooms and Customs and 
Immigration facilities.

The Sydney FBO “allows us to 
welcome more clients to the area and 
opens up another great opportunity 
for business aviation in Australia,” 
noted Darren McGoldrick, ExecuJet’s 
vice president for Asia-Pacific. “It will 
enhance our existing maintenance, 
flight operations and administration 
infrastructure in Sydney. The facility, 
which will employ 20 staff, will be  
the 25th FBO in the company’s 
network. Elsewhere in the region, 
ExecuJet has facilities in Wellington, 
Perth and Melbourne.

PHILLIPS 66 ADDS  
MORE FBOs TO ROSTER
The Phillips 66 fuel dealer network 
has added several FBOs in 10 states: 
Avmats MidAmerica at Scott Air Force 
Base/MidAmerica Airport (Belleville, 
Ill.); the city-operated FBOs servicing 
Sikeston Memorial Municipal Airport 
in Missouri; Virginia’s Emporia-
Greensville Regional and Suffolk 
Executive Airports; Falcon Aviation 
at Indiana’s Kendallville Municipal 
Airport; Hammonds Air Service at 
Houma-Terrebonne Airport in Houma, 
La.; Moorhead Aviation Services at 
Minnesota’s Moorhead Municipal 
Airport; and Spring City Aviation at 
Milwaukee’s Lawrence J. Timmerman 
Airport. Phillips serves and supports a 
network of 850 FBOs in the U.S.
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Touching Bases  by Curt Epstein

>  Chantilly Air of Manassas, Va., has added 
a Challenger 300 to its charter fleet. The 
eight-seat, Gogo Business Aviation Wi-Fi-
equipped jet is based at the operator’s 
Manassas Regional Airport headquarters.

>  Fort Lauderdale, Fla.-based Windsor Jet 
Management has expanded its charter fleet to 
12 aircraft with the addition of a 13-passenger 
GIV-SP. The jet is available for domestic and 
international charters and is equipped with 
Rockwell Collins Airshow 400.

>  Charter/management provider Business 
Jet Access of Dallas, Texas, has a second 
Hawker 800XP available for charter. With 
seats for eight passengers, the midsize jet 
can fly 2,600 nm and in the cabin offers 
a microwave, CD and DVD players and 
forward and aft monitors.

>  Jota Aviation’s third BAe Avro RJ100 
regional jet was expected to join the fleet 
in late April. The four-engine jet previously 
flew for Brussels Airlines and is being 
leased to Jota by Falko Regional Aircraft. 
The aircraft will be configured with 97 
seats, and Jota expects to begin flying 
charters this month.

>  Omaha, Neb.-based Jet Linx has been 
operating charter flights to Cuba for a 
year. The company says it has experienced 
“steady demand” for service to the island 
despite cutbacks by some airlines that 
haven’t seen as much growth as anticipated. 
Jet Linx began flying to Cuba in March last 
year, partnering with Jetex Flight Support for 
support services.

>  Priester Aviation is expanding in the 
northeast U.S. with a new 1,720-nm-range 
King Air 250 based in the Boston area. The 
aircraft is equipped with Gogo Business 
Aviation Wi-Fi, a private aft lavatory and 
six passenger seats. Priester’s fleet now 
numbers 65 aircraft.

>  UK charter operator Luxaviation has added 
a Challenger 604 based with a full-time 
crew in Athens and available for last-minute 
charter requests. The nine-passenger jet was 
refurbished with a new interior and paint in 
2015. Max range is 4,000 nm. n

CHARTER NEWS NOTES

Atlantic’s new $30 million FBO at Portland International Airport in Oregon represents a major upgrade  
over the previous facility.

Newly-renamed Apex Executive Jet Center’s current 24,000 sq ft hangar will soon be joined by another 28,000 
sq ft structure as part of an enlargement of the FBO at Florida’s Melbourne International Airport.
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TENNESSEE FBO CHANGES HANDS
Smyrna Air Center, one of two FBOs at 
Nashville, Tenn.-area Smyrna Airport 
(MQY), has been sold and renamed 
Hollingshead Aviation. Occupying 20 
acres on the west side of the airport, the 
Avfuel-branded facility offers a 10,000-
sq-ft terminal with a fireplace-equipped 
lobby; pilots’ lounge and snooze room; 
showers; 12-seat conference room; 
business center; courtesy van; and crew 
cars. The FBO, which does not charge 
ramp fees, also offers concierge service, 
on-site car rentals and auto and aircraft 
detailing, as well as discounted greens 
fees at a neighboring golf  course.

MQY is 30 minutes from downtown 
Nashville, a point its new leadership 
looks to emphasize. “When I took over 
the FBO, I immediately realized its value 
as an alternative to congested city traffic 
and the potential to provide premier 
services to general aviation traffic in the 
greater Nashville area,” noted company 
president Jeff  Hollingshead.

With 24,000 sq ft of hangar space 
(enough for a Sovereign), the complex 
has an FAA Part 145 repair station 
providing inspections, metal repair 
and fabrication, aircraft weighing and 
pressurization testing, STC installations 
and conversions and turboprop engine 
work. The location is open weekdays 
from 6 a.m. to 10 p.m. and weekends 
from 6 a.m. to 9 p.m., with 24-hour 
callout available.

NORTHEAST AIR COMPLETES 
EXPANSION PROJECT
Northeast Air recently completed a 
two-year expansion of  the FBO in 
Portland, Maine. The project saw work 
on the hangar area and renovation 
of  the lobby, pilots’ lounge, gym, 
showers, boardroom, crew restroom, 
snooze area and office space, bringing 
the Portland Jetport FBO to 5,000 sq 
ft. The 50,000-sq-ft heated hangar is 
available to house transient aircraft 
overnight. With a door 120 feet wide, 
the hangar can accept the G650 and 
Global Express. The facility also offers 
maintenance and avionics installation, 
troubleshooting and repair typically 
for King Airs and Citations. Northeast 
Air is also the only Pilatus-authorized 
PC-12 service center in Maine. 

RECTRIX BEDFORD EARNS DCA 
GATEWAY APPROVAL
Rectrix Commercial Aviation Services 
FBO at Hanscom Field Airport 
(BED) in Bedford, Mass., is now 
an approved gateway facility for 
general aviation flights to Ronald 
Reagan Washington National Airport 
(DCA). Approved operators may use 
Rectrix BED as their departure point 
for nonstop flights to DCA. The 
recent approval by the TSA was the 
culmination of  an 18-month process 
initiated by Rectrix. To qualify, the 
company had to develop an approved 
security program tailored to the 
Rectrix BED facility.

“Once the passenger screening 
flow and sterile aircraft location 
were determined, a plan needed to 
be created to maintain the security 
of  those perimeters,” a company 
spokesman told AIN. “All employees 
involved also needed to complete 
training specific to the program.” 
Rectrix estimates that flights to DCA 
from BED currently average “about 
one a month, and the number will 
likely increase” as a result of  the 
gateway provision.

IS-BAH CERTIFICATION GRANTED  
TO FIRST MEXICAN HANDLER
Toluca International Airport-based 
Manny Aviation Services has become 
the first FBO in Mexico to achieve 
certification under the International 
Business Aviation Council’s (IBAC) 
International Standard for Business 
Aircraft Handling (IS-BAH). 
According to Manuel Romero-Vargas 
Jr., son of  the late company founder 
Manuel (Manny) Romero-Vargas, 
the company, had worked since 2014 
to develop a safety management 
system. It was audited in December. 
In addition to fueling and in-house 
catering, the location provides 
customs and immigration clearance, 
ground transportation and armored 
vehicles, landing permit and overflight 
authorizations, jet and helicopter 
charter arrangements, and hotel 
bookings. The company also provides 
handling services and partnerships 
with other Mexican FBOs at 30 
locations in the country. o

FBO and Airport News

TRAINING COMPANY WELCOMES 
CREWS TO SAN MARCOS, TEXAS

Many FBOs have a small flight school as 
part of their operation, but Redbird Skyport, 
one of two service providers at San Marcos 
(Texas) Regional Airport, is a flight school 
with an FBO. Parent company Redbird 
is well known in the flight training sec-
tor for affordable motion simulators and 
other training devices, and its flight school/
simulator showroom occupies half of the 
17,000-sq-ft terminal. That is a plus for the 
FBO’s customers, as most will take the tour 
over to the other side of the building and 
spend some time looking at the equipment.

“We let people come in and take a look 
at them, hands on as long as they’re not 
being used for a flight lesson,” said John 
Koenreich, the FBO’s general manager. 
“Most people will pick up a brochure or 
call and get a discovery flight or something 
after visiting. So it provides huge benefits.” 
Each year, the location hosts the Redbird 
Migration, a training technology confer-
ence that attracts hundreds of guests.

Redbird opened the hybrid FBO/flight 
school at the end of 2011. Originally San 
Marcos Army Air Field and then Gary Air 
Force Base, the facility was essentially 
abandoned by the military in the early 
1960s and divided between the newly 
established Gary Job Corps Center. Today, 
the airport sees 70,000 operations a year, 
the majority of them piston, as the airport 
waits for development of the surrounding 
community to catch up.

’Jumping into the Jet Age’

“We want to jump into the jet age,” 
explained Koenreich. “We want this to be 
a destination because being 15 to 20 min-
utes farther from Austin is the only negative 
about San Marcos. We’re out of the con-
gested airspace, we’re $2 cheaper a gallon 
on fuel, we’ve got world-class facilities, and 
we’ve got practically unlimited ramp space, 
500 feet wide by a mile long.” He sees the 
airport, located between rapidly growing 
Austin and San Antonio, eventually devel-
oping into one of those busy business avia-
tion hubs that ring a major city. “That’s just 
a thing that is going to come on its own, but 
again as a business you always try to find 
a catalyst to make it happen more quickly,” 
Koenreich told AIN.

Along the way, the FBO has tried some 
experiments to boost its visibility, one of 
them being a month-long $0.99-per-gallon 

promotion for avgas. The company antic-
ipated it would sell 40,000 gallons of 
100LL over the course of the month, but it 
exceeded that amount in the first week, and 
when the promotion ended after two weeks 
the FBO had pumped 120,000 gallons and 
handled 3,500 airplanes. While the money 
lost selling fuel below cost was offset by 
industry sponsors, Koenreich said the event 
was curtailed because his line crews were 
working 16-hour days, seven days a week 
to meet the demand.

The airport does see some bizav traf-
fic, and the Redbird FBO is home to nine 
turbine-powered aircraft (from a Westwind 
Astra to a pair of PC-12s), which are 
housed in the facility’s 13,000 sq ft of 
hangar space. The adjoining terminal pro-
vides a spacious lobby, café, pilot shop, 
crew lounge with showers, flight-plan-
ning area, a pair of A/V-equipped confer-
ence rooms seating 10 and 50, a rampside 
outdoor sheltered patio, crew car, shuttle 
van, onsite car rental and concierge ser-
vice. Open seven days a week from 6 a.m. 
until 10 p.m. with after-hours callout avail-
able, the Phillips 66-branded FBO pumps 
350,000 gallons of fuel annually from its 
fuel farm, which holds 12,000 gallons each 
of jet-A and 100LL. It is served by a pair of 
3,000-gallon jet-fuel tankers and a 1,200- 
and 1,000-gallon avgas truck.

Most of the FBO’s NATA Safety 1st trained 
line service staff are also pilots. “Redbird pays 
for private pilot training for any of our employ-
ees, and a lot of our employees take us up on 
it,” noted Koenreich. “Having all our people 
be pilots helps them to understand the indus-
try better.” To give his staff even more famil-
iarity with the aviation service game, once 
a month Koenreich fires up his Piper Lance 
and takes one or two employees to larger 
FBOs in the region where they can see things 
from a customer perspective. After their 
return, they discuss what can be adapted at 
Redbird to fine-tune best practices.

Redbird requires that its line service and 
CSRs know customers’ names —both pilots 
and passengers (in the case of customers 
based at the airport). “In any business you 
can get recognized and remembered for two 
things: one is for really screwing up, and the 
other is for exceeding expectations,” said 
Koenreich. “If we just meet expectations…
it’s not going to make customers go out and 
talk to the next person they see about the 
experience they had with us, so what we 
try to do every day in everything we do is 
exceed the customers’ expectations.” —C.E.

FBO PROFILE: Redbird Skyport

San Marcos Airport currently attracts mostly 
piston aircraft, but it also handles jets, and 
the operator is working to attract more.

Northeast Air has opened its new FBO complex at Maine’s Portland International Jetport. The facility has a 
5,000-sq-ft private terminal and 50,000-sq-ft hangar.
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Accidents by Amy Laboda

AIR MEDICAL KING AIR FORCED DOWN 
AFTER LOSING ELECTRICS AND AN ENGINE

Beechcraft King Air C90A, Feb. 14, 
2017, Rattan, Okla.—A Beechcraft King 
Air C90A twin turboprop operated by 
EagleMed was substantially damaged dur-
ing a forced landing following a loss of 
engine power in cruise flight near Rattan, 
Okla. The pilot and two medical crewmem-
bers were not injured. The Part 135 air med-
ical flight was on an IFR flight plan in IMC 
from McAlester Regional Airport (MLC), 
McAlester, Okla., to McCurtain County 
Regional Airport (4O4), in Idabel, Okla.

The pilot reported that 15 minutes after 
takeoff, in cruise flight at 7,000 feet msl, 
the airplane experienced two “quick” elec-
trical power fluctuations. It then lost all 
electrical power. The pilot set a general 
course for better weather conditions as 
noted in the preflight weather briefing but 
had no instruments for navigation. While 
he was looking for a hole in the clouds to 
descend through under visual conditions, 
the left engine lost power.

The pilot ultimately located a field and 
executed a single-engine precautionary 
landing during which the nose gear col-
lapsed and the radome separated, substan-
tially damaging the right engine mount 
and firewall.

MD500 HITS  
RIDGELINE IN NEW ZEALAND

MD500E, Feb. 19, 2017, Raetihi, New 
Zealand—During an external load oper-
ation an MD500E operated by Precision 
Helicopters struck a ridgeline in the 
Waimarino Forest near Raetihi, New 
Zealand, substantially damaging the helicop-
ter and seriously injuring the pilot, the sole 
occupant. The investigation is under the juris-
diction of the Government of New Zealand

PUERTO RICAN AS350 
DAMAGED ON AUTOROTATION

AS350B3, Feb. 21, 2017, San Juan, Puerto 
Rico—An Airbus Helicopters AS350B3 
operated by a commercial pilot with a 
flight instructor was substantially dam-
aged from an engine fire during a prac-
tice autorotation at Fernando Luis Ribas 
Dominicci Airport (TJIG) in San Juan, 
Puerto Rico. No one was injured. The 
instructional flight was conducted in VMC 
and no flight plan was filed.

The flight instructor told investigators 
that during recovery from the last of sev-
eral 180-degree autorotations he noticed 
that the engine rpm continued to increase 
and exceeded limitations, followed by a 
vibration in the helicopter. He immediately 
landed. After the landing, a mechanic told 
him that the helicopter’s engine was on fire. 
The flight instructor completed the engine 
fire checklist and exited the helicopter.

The commercial pilot said that during 
the flare at the end of the autorotation, 
he heard the engine over-rev, followed by 
an Nr aural warning, followed by see-
ing a fire warning light illuminate on the 

instrument panel. After landing, the com-
mercial pilot exited the helicopter with a 
fire extinguisher and attempted to put out 
the fire.

An FAA inspector found that the 
fire damaged the engine deck support 
structure and a portion of the tail-rotor 
drive shaft. Investigators retained a 
vehicle engine multi display (VEMD), 
digital engine control unit (DECU), 
hydro-mechanical unit (HMU) and 
adjusted valve for examination.

FISH-SPOTTING MD500 
DAMAGED IN WATER LANDING

MD500, Feb. 22, 2017, Guam—An autoro-
tation to a hard splashdown in the Pacific 
Ocean near Guam substantially damaged 
an MD500 and seriously injured its pilot 
and passenger. The aerial observation 
flight supporting a Japanese fishing boat 
was conducted in day VMC.

FAA registration and airworthiness 
documentation indicated that the heli-
copter was manufactured in 1969 as a 
Hughes Helicopters military aircraft, and 
was powered by a Rolls-Royce (Allison) 
250-series turboshaft.

According to a written report sent to 
the NTSB by a representative of the oper-
ator, the helicopter had been airborne for 
30 minutes, cruising at 1,000 feet above 
the ocean, when the pilot noticed that a 
generator light was illuminated. The pilot 
applied friction to the collective control 
to free one hand to reset the generator 
switch, when he “felt the helicopter drop 
suddenly.”

The pilot noticed that the main rotor 
rpm was “at the bottom of the green” arc. 
He attempted an autorotation but the 
helicopter struck the water in what the 
operator’s representative termed a “hard 
landing.” The main rotor blades severed 
the tailboom, but the helicopter remained 
upright and floating on its pontoons.

MD-83 OVERRUNS RUNWAY

Boeing MD-83, March 8, 2017, Ypsilanti, 
Mich.—The right elevator of an Ameristar 
Air Cargo Boeing MD-83 jammed on 
takeoff, causing its pilots to abort the 
takeoff and subsequently run off the run-
way at Willow Run Airport in Ypsilanti, 
Mich., slightly injuring one passenger. The 
Michigan State University’s men’s basket-
ball team, the Wolverines, was on board.

The airplane was accelerating for take-
off on Runway 23L when the crew rejected 
the takeoff at 173 knots. While decelerat-
ing, the airplane overran the end of the 
runway, breaking through the ILS and 
approach lighting systems and a perime-
ter fence. It crossed a road and came to a 
halt with collapsed nose gear and the main 
gear in a ditch.

Post-accident examination found move-
ment of the control column in the cock-
pit free and correct and elevator control 
tabs moving on command. When investi-
gators tried to move the elevator surfaces 
by hand, the left elevator moved normally, 

but the right elevator was jammed in a 
trailing-edge-down position that forced the 
nose down. The right elevator geared tab 
inboard pushrod linkage was found dam-
aged, restricting movement of the right ele-
vator surface but allowing movement of 
the control tab.

After the damaged components were 
removed, the elevator could be moved by 
hand, the NTSB said. The Safety Board’s 
examination of the flight data recorder 

data showed that during the taxi and take-
off roll, the left elevator moved normally, 
but the right elevator did not move. During 
takeoff roll, the left elevator began a large 
airplane nose-up movement (consistent 
with rotation) at 152 knots and continued 
for five seconds to about 166 knots. There 
was no change in the airplane pitch atti-
tude during this time. The airplane data 
then are consistent with the rejected take-
off procedure. o

PRELIMINARY REPORTS 

TBM DEPARTS WITH WING CONTAMINATION, PILOT LOSES CONTROL

Socata TBM 700, Feb. 27, 2017, 
Bellingham, Wash.—The Socata 
TBM 700 stalled shortly after liftoff 
from Bellingham Airport (KBLI) and 
crashed onto the general aviation ramp 
in a left-wing-down attitude. The pilot 
told investigators he departed the air-
port with a “light accumulation of wet 
snow” on the wings. During the takeoff 
roll, the pilot noted the snow “sloughing 
off” the wings as the airspeed increased. 
Subsequently, during the climb 150 feet 
above the ground, the airplane yawed 
to the left, and he attempted to recover 
using right aileron. He reported that he 
“could see a stall forming” so he low-
ered the nose and reduced power to idle. 
The airplane sustained substantial dam-
age to the fuselage and left wing.

The pilot reported that there were 
no pre-accident mechanical failures 
or malfunctions with the airframe or 

engine that would have precluded nor-
mal operation.

A review of recorded data from the 
automated weather observation station, 
located on the airport, revealed that 27 
minutes before the accident the wind 
was 011 degrees at 8 knots, half mile 
visibility; moderate snow, freezing fog, 
sky condition broken at 500 feet agl and 
overcast at 1,500 feet agl. The airplane 
departed Runway 16.

FAA Advisory Circular AC 135-17, 
states: “Test data indicate that ice, snow 
or frost formations having thickness and 
surface roughness similar to medium 
or coarse sandpaper on the leading 
edge and upper surfaces of a wing can 
reduce wing lift by as much as 30 percent 
and increase drag by 40 percent.” The 
TBM 700 Pilot’s Operating Handbook 
expressly forbids taking off with any ice 
or snow contamination on the wings. n

AS350B3e CRASHED AFTER PREFLIGHT CHECK DEPLETED HYDRAULIC FLUID 
AS350B3e, July 3, 2015, Summit 
Medical Center Heliport, Frisco, 
Colo.—A preflight hydraulic check, 
which depleted hydraulic pressure in 
the tail rotor hydraulic circuit; a lack 
of salient alerting to the pilot that 
hydraulic pressure was not restored 
before takeoff (that might have cued 
the pilot to his failure to reset the yaw 
servo hydraulic switch to its correct 
position); and an incorrect yaw servo 
hydraulic switch setting during the pre-
flight hydraulic check caused the crash 
of an Airbus Helicopters AS350B3e 
operated by Air Methods, according 
to the NTSB. Contributing to the acci-
dent was the pilot’s failure to perform 
a hover check after liftoff. The NTSB 
blamed the severity of the injuries on 
the helicopter’s fuel system, which was 
not crash resistant.

The pilot lifted the AS350 off from 
the Summit Medical Center Heliport, 
in Frisco, Colo., and the helicopter 
crashed in a parking lot, killing the 
pilot and seriously injuring two flight 
nurses. The helicopter was destroyed. 

Surveillance videos captured the lift-
off; there was no hover check (SOP for 
the AS350), and shortly thereafter the 
helicopter yawed to the left and rotated 
counterclockwise several times before 
sinking and hitting a recreational vehi-
cle in the parking lot.

The helicopter, manufactured in 
March 2013, was not subject to the 
improved crashworthiness requirements 
regarding fuel systems from November 
1994 because it was certified according 
to regulations from December 1977.

The helicopter did not have a cockpit 
alert indicating loss of hydraulic boost 
to the pedal controls as per a service 
bulletin for the AS350 series.

The NTSB concluded there is a need 
to change the tail rotor flight controls 
of AS350-series helicopters with a dual 
hydraulic system to ensure pedal control 
hydraulic assistance and to mitigate pilot 
error during hydraulic system checks. It 
also noted that there is a need for crash-
resistant fuel systems for helicopters not 
covered by the November 1994 fuel sys-
tem crashworthiness requirements. n

FACTUAL REPORT

FINAL REPORT



(866) 328-1313 
www.corpangelnetwork.org

	 Corporate	Angel	Network	arranges	free	flights	to	
treatment	for	cancer	patients	in	the	empty	seats	on	
corporate	jets.
	 Since	1981,	Corporate	Angel	Network,	a	not-for-
profit	organization,	has	worked	with	more	than	500	
major	corporations	including	half	the	Fortune	100,	

to	fly	more	than	50,000	cancer	patients	to	specialized	
treatment	and	currently	transports	225	patients	
each	month.	
	 The	process	is	simple.	Corporate	Angel	Network	
does	all	the	work.	All	you	have	to	do	is	offer	an	
empty	seat	to	a	cancer	patient	on	your	next	flight.

Corporate Angel Network
Bringing Cancer Patients 

Closer To Their Cure.

Give	a	cancer	patient	a	lift	
on	your	next	flight.

Fill	an	empty	seat	with	hope.

50,000 flights and counting!

2017 AVA BJT 9 x 10.75 ad.indd   1 1/17/17   5:08 PM



CFlex Charger Keeps Pax Connected
Innov8 Cabin Solutions received STC 
certification for installation of the CabinFlex 
(CFlex) Simplicity USB charger in a Falcon 
900B. West Star Aviation performed the 
retrofit in Alton, Ill. Innov8’s Simplicity 
retrofit line replaces legacy cabin monitors 
and IFE systems, allowing use of personal 
electronic devices aboard business jets. 

Scott Taylor, business development 
leader at the Kirkland, Wash.-based 
company, cited “aging Audio International, 
Baker, PacSys and C-Series systems” as 
prime candidates for replacement. More 
charger installations are under way. Minimal 
woodwork is required when replacing 
existing side-ledge installed monitors or 
when installing CFlex components in a new 
location, he said.

G550 Gets Facelift at Duncan Aviation
Duncan Aviation recently refurbished a 
G550 with a new interior, CMS upgrade and 
exterior paint scheme, all performed during 
scheduled maintenance on the 12-year-old 
jet, which Duncan had helped the owner 
purchase when new. “This serial number 
was a top performer in our client’s fleet, so 
we gave it a facelift and kept it flying,” said 
completions/modifications sales manager 
Nate Klenke. 

Duncan Aviation lead designer 
Rachael Weverka incorporated stylized 
design elements using the existing panels 
and structure to help meet the client’s 
“conservative” budget. A client representative 
was on site at Duncan’s facility in Lincoln, 
Neb. throughout the three-month project, 
attending daily team meetings and having 
access to every Duncan Aviation employee 
who touched the aircraft. “We like to partner 
with our clients on these complex projects,” 
said Klenke.

Associated Air Center Completes ACJ320
Associated Air Center (AAC) has redelivered 
a head-of-state ACJ320 to an undisclosed 
Middle Eastern customer following its 
completion at the company’s facilities on 
Dallas Love Field. Designed by London’s 
Andrew Winch, the interior provides a master 
suite, office, dining lounge, entertainment 
lounge and specialty seating for guests. 

AAC used “newly developed 
construction methods” to meet the 
customer’s “aggressive” weight 
requirements, said Chip Fichter, vice 
president, business development. “By 

reducing the overall interior weight 10 
percent below the customers’ specifications, 
we were able to deliver an aircraft with 
greater range and reduced operating costs.” 
The project marks AAC’s 22nd head-of-state 
completion, which the execliner specialist 
has performed on both Boeing and Airbus 
widebodies and single-aisle aircraft.

Legacy Falcons Get Modern Cabins
Dassault Falcon Service (DFS), whose 
refurbishments can restore interiors of 
in-service Falcons “close to the original 
aircraft,” is developing retrofits to provide 
older Falcons with contemporary cabins, 
said Thierry Salaun, vice president, service 
center marketing and sales. “We have 
developed our own interior products, similar 
to a brand-new aircraft.” The first, the 
Falcon Paris interior, was recently installed 
for the new owner of a used Falcon. The six- 
to eight-week upgrade can be performed 
during a major inspection or on its own. 

Duncan, 328 Support Refurb a Challenger 604
Duncan Aviation teamed with Germany’s 
328 Support Services to complete and certify 
a full cabin refurbishment on a Finnish-
registered Challenger 604. The project 
installed gray carpet throughout the flight 
deck, galley, cabin and entrance hallway; 
flight deck crew seats and an entry jump 
seat; reupholstered cabin and conference 
seating; and matching upper sidewall and 
window panels. 

The German company was responsible 
for verifying all the engineering data 
involved in the project as well as certifying 
the modification with a new EASA Part 21 
minor change approval, while Duncan 
Aviation handled all the production, 
installation and testing activity at its facility 
in Battle Creek, Mich. This marks the 31st 
project on which 328 and Duncan have 
collaborated since they established the 
relationship in 2014, according to Jörg 
Gorkenant, COO and head of 328 Design.

Lufthansa Induction Cooking System Ready
Lufthansa Technik’s induction cooktop, 
announced last year, is now available for 
installation. At less than two feet by one foot 
and a fraction of an inch (0.16) thick, and 
weighing less than 30 pounds, the device 
fits into most aircraft galleys. The all-in-one 
cooktop comes with an exhaust fan and 
locking cover, keeping pots and pans 
secure, even in turbulence. n
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Completion & Refurbishment by James Wynbrandt

The Innov8 CFlex Simplicity system offers integrated and universal holder options to handle all major personal 
electronic devices. The system accommodates independent charging of multiple devices.
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Compliance Countdown by Gordon Gilbert

Within 6 Months

u May 1, 2017 
Medical Certification for Certain Private Pilots
Starting May 1, private pilots may fly certain 
small aircraft under limited conditions without 
having to meet FAA medical certification 
requirements under this new rule. Pilots who 
meet eligibility requirements and qualify for an 
FAA medical exemption are limited to small 
airplanes (turbine or non-turbine) with no more 
than six seats, a maximum airspeed of 250 kias 
and a maximum altitude of 18,000 feet msl. The 
aircraft may be flown IFR or VFR but cannot be 
for hire or compensation.

u July 3, 2017
EASA Proposes to Require FDRs  
on Light Aircraft
So-called “lightweight, crash-resistant” flight 
data recorders (FDRs) would be required 
on certain light aircraft under a notice of 
proposed amendment from the European 
Aviation Safety Agency. If adopted, the 
rule would require FDRs on airplanes and 
helicopters that are commercially operated, 
manufactured starting three years after the 
effective date of the rule and have passenger 
seating for more than nine (for airplanes) or 
are turbine powered with an mtow of 6,500 
pounds or more (for airplanes and helicopters). 

Comments on the proposal are due by July 
3 this year.

u Aug. 30, 2017
FAR Part 23 Rewrite Effective Date
The FAA’s rewrite of Part 23 small airplane 
certification rules goes into effect on August 30 
this year. The revised airworthiness standards 
will apply to airplanes in the normal, utility, 
acrobatic and commuter categories, and replace 
current “prescriptive design requirements with 
performance-based” airworthiness standards. 
These standards also replace the current weight 
and propulsion divisions with “performance- 
and risk-based divisions of airplanes with a 
maximum seating capacity of 19 passengers or 
less and a mtow of 19,000 pounds or less.” 

The new rules enact additional airworthiness 
standards to address certification for flight in 
icing conditions, enhanced stall characteristics 
and minimum control speeds for multiengine 
airplanes. Additionally, revised rules will apply 
to Part 91, 121 and 135 operations to correspond 
with the new airworthiness standards. 

Within 12 Months

u Dec. 7, 2017 and Jan. 30, 2020 
Expansion of Datalink Com  
in North Atlantic
Phase 2 of the North Atlantic datalink mandate 
began with Phase 2a in February 2015, at which 
time flights within the North Atlantic Tracks 
(NAT) between FL350 and FL390 were required 
to be equipped with Fans 1/A controller-pilot 
datalink communications (CPDLC) and ADS-C. 
The program expands to these altitudes in 
the entire ICAO NAT region on December 7 
this year, and to all flights in this region above 
FL290 on Jan. 30, 2020, a month sooner than 
the previous revised date. 

u Jan. 1, 2018
Deadline for European 8.33-kHz Spacing 
Starting January 1 next year, aircraft might not 
be able to operate in any EU member state’s 

controlled airspace unless they are equipped 
with communications systems that have 
8.33-kHz voice-channel spacing. Eurocontrol 
says extending 8.33 kHz below FL195 down 
to ground level is important, as “Europe has 
a known shortage of voice communication 
frequencies.” The 8.33-kHz requirement for 
higher altitudes in controlled airspace has 
been in effect for some time. According to 
Eurocontrol, the consequences should this 
shortage of com frequencies not be addressed 
are “significant: there will be more air traffic 
delays; it will be harder to implement safety 
improvements; and we will lose flexibility in 
introducing operational enhancements.”

Beyond 12 Months

u June 16, 2018 and Jan. 1, 2019
Upgraded CVRs and Underwater  
Locators Required
New regulations from the European Aviation 
Safety Agency (EASA) will require upgraded 
CVRs and underwater locating devices (ULDs) 
to be installed. Starting June 16 next year, 
ULDs must be capable of transmitting for at 
least 90 days instead of 30 days. By Jan. 1, 
2019, airplanes with an mtow of at least 59,500 
pounds with more than 19 passenger seats 
and performing transoceanic flights must be 
retrofitted with an “additional ULD with very 
long detection range.” Also by Jan. 1, 2019, all 
CVRs with 30-minute recording duration must 
be replaced by units with two-hour recording 
capability. CVRs recording on magnetic tape 
must be replaced by solid-state units. 

u Nov. 8, 2018 
ICAO Adopts 15-min. Position Reporting 
The International Civil Aviation Organization 
Council adopted a tracking standard for certain 
international flights that requires crews to report 
their aircraft’s position at least every 15 minutes. 
It will become applicable on November 8 next 
year. The new requirement will be made formal 
as Amendment 39 to Annex 6—Operation 
of Aircraft, Part I. The new standard is the 
outcome of recommendations stemming 
from the disappearance of the 777 operating 
Malaysia Airlines Flight MH370 while en route 
from Kuala Lumpur to Beijing, China, on March 
8, 2014. The search for the 777 was called off 
in January this year.

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

u  Jan. 1, 2020, Jan. 1, 2023  
and Jan. 1, 2028 

Aircraft CO² Emissions Standards Adopted 
The first international standards for CO² 
aircraft emissions have been enacted by 
ICAO and initially apply to large subsonic 
jets, including business jets, for which 
the application for a type certificate was 
submitted on or after Jan. 1, 2020. The 
standard would apply to new deliveries of 
current in-production large aircraft starting Jan 
1, 2023. All covered in-production airplanes 
must meet the standard by Jan. 1, 2028. Jet 
airplanes with an mtow under 12,500 pounds, 
and piston-engine airplanes and turboprops 
below 19,000 pounds mtow, are exempt. o
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Avinode promoted Annika Abraham to man-
aging director Europe, Middle East, Africa and 
Asia. Abraham served with Avinode for six 
years as CFO and has held financial roles at 
PricewaterhouseCoopers, Nordea and Volvo 
Business Services.

Olivier Savin was appointed vice presi-
dent of customer support and services for Saf-
ran Nacelles. Savin, who most recently was 
vice president for the Safran/Honeywell joint 
venture EGTS International, has served with 
the Safran Group since 1992, holding mul-
tiple management roles for engine programs 
at CFM International, as well as several other 
subsidiaries in the areas of maintenance, re-
pair, spares and after-sales service.

Robert Rufli joined Pentastar Aviation as 
vice president of flight operations and direc-
tor of operations. Rufli has 35 years of avia-
tion industry experience, including serving 
as senior v-p and director of flight operations 
for Landmark Aviation’s management and 
charter business.

Elliott Aviation hired Mike Ménard as 
vice president of operations at its Moline, 
Ill. facility. Ménard has 20 years of busi-
ness aviation experience, previously holding 
leadership roles with StandardAero, Das-
sault Aircraft Services and most recently Ace 
Precision Machining.

Dave Stewart was appointed vice presi-

dent and general manager of the Flying Co-
lours facility in St. Louis, Mo. Stewart began 
his work at Flying Colours as a lean manu-
facturing consultant for the Peterborough, 
Ontario location in 2008 and later became 
director of operations.

Global Jet Capital appointed Violet Kwek 
sales director for Greater China and North 
Asia, based in Hong Kong. Kwek most re-
cently was deputy head of corporate banking 
for China Minsheng Banking in Hong Kong.

Amy Yang, regional marketing and events 
manager in Asia-Pacific for VistaJet, has 
joined the Asian Business Aviation Associa-
tion’s (AsBAA) Board of Governors to help 
steer the association’s marketing and public 
relations efforts.

Eastern Aviation Fuels added Josh Pusser 
to its sales team. Pusser, who will cover the 
Mid-Atlantic, has worked in the industry 
since he was 12, when he began by pump-
ing fuel and washing aircraft at a local airport, 
and has since obtained his pilot and A&P 
mechanic certificate, served in the U.S. Air 
Force and most recently was an FBO man-
ager for Warren Aviation.

Duncan Aviation named Jason Burhoop 
project manager for its Lincoln, Nebraska 
location. Burhoop has served with Duncan 
Aviation since 1999, most recently as engine 
team leader. The company also named Nate 

Darlington paint department manager at its 
facility in Battle Creek, Mich. Darlington has 
served with Duncan for 16 years as a comple-
tions sales representative.

West Star Aviation appointed Dana Var-
ney satellite manager for its location at Lone 
Star Executive Airport in Conroe, Texas. 

Ross Aviation named Tim Goulet general 
manager of Ross Aviation Thermal (KTRM). 
Goulet most recently served as business de-
velopment manager for Universal Weather 
and Aviation in Palm Springs.

Robert Brega has joined C&L Aviation 
Group as regional sales manager. Brega most 
recently served as a Northeast regional man-
ager for Duncan Aviation.

PPG named Daniel Bencun global plat-
form business director for aerospace coat-
ings and a member of PPG’s aerospace global 
leadership team. Bencun joined PPG in 2013 
as aerospace coatings market segment man-
ager for Europe, Middle East and Africa.

Mike Marie joined Universal Avionics as 
regional sales manager for the Central U.S. 
Marie brings 25 years of aviation experience 
to his new role, previously serving with San-
del Avionics, DAC International, Avidyne 
and Ryan International.

Argus International named Jeff Nix regional 
sales manager for the Central U.S. Previously 
he was national sales director at CAE. o

Dave Stewart

Annika Abraham

Josh Pusser

Robert Brega

Mike Marie

Business avi-
ation pioneer 
Charles “Chuck” 
McKinnon, who 
was the founder 
and long-time 
manager of IBM’s 
flight depart-
ment, died March 30. He was 101.

McKinnon learned to fly in a Waco 
biplane from an auto racetrack on a 
site that is now Hartsfield-Jackson 
Atlanta International Airport, accord-
ing to NBAA. McKinnon washed 
and waxed aircraft for air racer Doug 
Davis in exchange for flight lessons.

After graduating from Georgia Tech 
in 1939, McKinnon continued his 
career as a pilot for United Airlines, 
which had won a contract to fly sup-
plies to troops during World War II. 
In 1954, he joined IBM to found the 
flight department. He led the depart-
ment until his retirement in 1977.

During his tenure he opened 
a satellite flight department at Le 
Bourget Airport in Paris in 1960, and 
a decade later worked to save the air-
port when Charles de Gaulle Airport 
began operations. He was also active 
with NBAA, serving as a representa-
tive on a committee to standardize 
cockpit instrumentation and aircraft 
flight-handling characteristics.

During his career, he flew four 
U.S. presidents, two kings and sev-
eral astronauts. McKinnon was 
predeceased by his first wife of 66 
years, Mary, in 2004; and his sec-
ond wife, Janice K. Barden, founder 
of Aviation Personnel International.n

Final Flight
The British Business and General Aviation Associa-
tion (BBGA) presented Andrew Walters, owner 
and chairman of London Biggin Hill Airport, with 
its annual Michael Wheatley Award for Outstanding 
Services to the general aviation industry. 

BBGA chairman Marwan Khalek praised Wal-
ters’ industry advocacy efforts. “At a time when 
airport access is one of our biggest issues, it is 
good to have a friend who owns and looks after 
such valuable infrastructure and who has such an 
active interest in our association,” Khalek said.

Walters, who began his career flying helicopters 
in the Army Air Corps, established his first busi-
ness, International Messengers, in 1975, eventually 
establishing 36 offices worldwide. After selling the 
business to UPS, he formed Regional Airports in 
1990 as a vehicle to acquire both London Southend 
and Biggin Hill airports. After turning around Sou-
thend Airport, Walters sold it to the Stobart Group 
in 2008 and focused on Biggin Hill. 

NBAA named this year’s International Opera-
tors Scholarship recipients. The scholarships are 
awarded to individuals pursuing professional de-
velopment within business aviation careers, with 
a focus on international operations.

Justin Castagna, the operations and project 
manager for Aeroplex/Aerolease Group who is 
pursing the Project Management Professional cre-
dential and seeking additional professional training, 
received a $4,000 award. Alexis Evans, an aspir-
ing business aviation professional, was awarded 
$3,500 to attend corporate flight attendant training 
by Susan C. Friedenberg.

Chipoya Sinyinza, who is working at Sun 
Quest Aviation in Johannesburg, South Africa, re-
ceived a $3,500 award that will help provide flight 
time for his instrument rating. Jonathan Conod, a 
junior at Embry-Riddle Aeronautical University, will 
put his $3,000 scholarship toward an A&P license 
and a bachelor’s degree in aviation management. 
Dawson Morgan was awarded $2,000 to attend 

Western Michigan University with a focus on flight 
science and aviation management.

Twain Josephson, who works in aircraft man-
agement for Western Aircraft, plans to use her $2,000 
award for training at NBAA and industry conferences.

FlightSafety International chairman, president and 
CEO Bruce Whitman was honored by the Medal of 
Honor Society for dynamic leadership as co-chairman 
and prior chairman of the Medal of Honor Foundation. 
The society presented the award during the Circle 
of Honor Dinner held on March 23. The foundation, 
which consists exclusively of recipients of the Medal of 
Honor, was established to educate and inspire Ameri-
cans about the values embodied in the Medal of Honor.

Whitman, whose career with FlightSafety spans 
55 years, spent two summers with the U.S. Mer-
chant Marine before he graduated from Trinity in 
1955. After graduation he was commissioned as a 
lieutenant with the U.S. Air Force and earned ratings 
as a pilot, navigator and bombardier. He later served 
in the Strategic Air Command and became assistant 
to the commander at Homestead Air Force Base.

Retired Lt. Richard Cole, the last surviving 
veteran of the World War II Doolittle raid on Tokyo, 
was scheduled to join other World War II heroes 
during the Commemorative Air Force (CAF) Dixie 
Wing WWII Heritage Days last month at the CAF 
Dixie Wing Warbird Museum in Atlanta. Cole, 102, 
was Jimmy Doolittle’s copilot during the 1942 
Doolittle Raid. He was also a “Hump” pilot during 
the China-Burma-India campaign and a C-47 pilot 
and Air Commando during the invasion of Burma.  

The event was also to feature Betty Bishop, 
representing the thousands of “Rosie the Rivet-
ers” who worked the production lines in the 1940s. 
Bishop helped build the P-63 Kingcobra that is part 
of the Dixie Wing Museum collection.

“As the number of WWII veterans diminishes 
each day, we are proud to invite several of them 
and allow the public to get acquainted and hear 
their stories,” said Dixie Wing leader Jay Bess.  n
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MAY
MAINTENANCE CONFERENCE…May 2-4, West 
Palm Beach, FL. Info: www.nbaa.org/events/
maintenance-conference/2017/.

AIRPORT SOLUTIONS CONFERENCE… 
May 3-4, Centro Banamex, Mexico City, Mexico. 
Info: www.airportsolutions.com/mexico/.

BUSINESS AVIATION TAXES SEMINAR… 
May 4-5, Marina del Rey, CA.  
Info: www.nbaa.org/events/taxes-seminar/2017/.

BUSINESS AVIATION SAFETY SUMMIT 2017…
May 4-5, Sheraton Grand at Wild Horse Pass, 
Chandler, AZ. Info: apparao@flightsafety.org;  
https://flightsafety.org/summit-seminar/
bass2017/.

NBAA PDP COURSE: STRATEGIC 
LEADERSHIP…May 5, Palm Beach County 
Convention Center, West Palm Beach, FL.  
Info: taustin@nbaa.org; www.nbaa.org/events/
pdp/strategic-leadership/20170505/.

AAAE CONFERENCE & EXHIBITION… 
May 7-10, Long Beach Convention and 
Entertainment Center, Long Beach, CA.  
Info: www.aaae.org/annual2017. 

s AUVSI’S XPONENTIAL…May 8-11,  
Kay Bailey Hutchison Convention Center,  
Dallas, TX. Info: www.xponential.org/xponen-
tial2017/public/enter.aspx.

NBAA PDP COURSE: PRACTICAL  
AVIATION RISK MANAGEMENT… 
May 15-16, Washington, D.C. Info:  
taustin@nbaa.org; www.nbaa.org/events/pdp/
practical-aviation-risk-management/20170515/.

TECHNICAL ASPECTS OF A LEASED ASSET…
May 15, 2017, NH Berlin Friedrichstrasse, 
Berlin, Germany. Info: events@evereste-
vents.co.uk; www.everestevents.co.uk/event/
technical-aspects-of-a-leased-asset-2017/

MAINTENANCE RESERVES TRAINING SEM-
INAR…May 16, NH Berlin Friedrichstrasse, 
Berlin, Germany. Info: events@evereste-
vents.co.uk; www.everestevents.co.uk/event/
maintenance-reserves-training-seminar-2017/.

LOCAL AND REGIONAL GROUP LEADERSHIP 
ROUNDTABLE…May 17, The Congress Plaza 
Hotel and Convention Center, Chicago, IL. Info: 
regionalchair@nbaa.org; www.nbaa.org/events/
regional-leadership-roundtable/2017.

s l u EUROPEAN BUSINESS AVIATION  
CONVENTION & EXHIBITION…May 22-24, 
Palexpo Convention Center, Geneva, Switzerland.  
Info: (202) 783-9000; www.ebace.aero/2017.

JUNE
MODAERO AVIATION FESTIVAL AND AIR 
SHOW…June 2-4, Conroe-North Houston 
Regional Airport, Conroe, TX.  
Info: contact@modaero.net;  
https://modaero.net/festival/modaero-2017/.

FLIGHT SAFETY’S 5TH ANNUAL SAFETY 
FORUM…June 6-8, Eurocontrol Headquarters, 
Brussels, Belgium. Info: apparao@flightsafety.org;  
https://flightsafety.org/event/2017-safety-forum/.

OHIO BUSINESS AVIATION TRAINING STAND-
DOWN…June 8, Creekside Conference and 
Event Center, Gahanna, OH. Info: awood@
ejmjets.com; https://orbaa.wildapricot.org/
event-2467035.

FLIGHTSIMCON…June 10-11, Sheraton Hotel at 
Bradley Airport, Windsor Locks, CT. Info: info@
flightsimcon.com; http://flightsimcon.com/.

FLIGHT ATTENDANTS/TECHNICIANS  
CONFERENCE…June 12-15, Long Beach, CA. 
Info: www.nbaa.org/events/fa-ft/2017/.

2ND ANNUAL CARIBBEAN AVIATION MEETUP 
CONFERENCE…June 13-15, Saint Maarten. 
Info: cdrbud@caribavia.com; www.caribavia.com/.

MBAA AVIATION DAY SHOW…June 14,  
Rectrix Aviation, Concord, MA.  
Info: massbizav@gmail.com; http://www.mass-
bizav.org/events/mbaa-aviation-day-2/.

MEDITERRANEAN BUSINESS AVIATION… 
June 16, The Palace Hotel, Sliema, Malta.  
Info: mail@aeropodium.com;  
www.aeropodium.com/mba.html.

s l u PARIS AIR SHOW…June 19-25,  
Exhibition Center of Le Bourget, France.  
Info: visiteurs@siae.fr; www.siae.fr/.

BALTIC BUSINESS AVIATION…June 29,  
Tallinn, Estonia. Info: mail@aeropodium.com; 
www.aeropodium.com/bba.html.

JULY
ASA ANNUAL CONFERENCE…July 9-11,  
Hyatt Regency, Reston, VA.  
Info: www.aviationsuppliers.org/annual-conference.

FLIGHT SAFETY FOUNDATION NETWORKING 
DINNER AND SILENT AUCTION…July 20, National 

Press Club, Washington, D.C. Info: waddell@
flightsafety.org; https://flightsafety.org/event/5th-
annual-networking-dinner-and-silent-auction/.

s EAA AIRVENTURE…July 24-30, Oshkosh, 
WI. Info: www.eaa.org/en/airventure.

AUGUST

LATIN AMERICAN BUSINESS AVIATION CON-
FERENCE & EXHIBITION…August 15-17,  
Congonhas-São Paulo Airport, São Paulo, Brazil. 
Info: www.abag.org.br/labace2017.

22ND ANNUAL INTERNATIONAL AVIATION 
FORECAST SUMMIT…August 26-29,  
The Wynn Resort, Las Vegas, Nevada.  
Info: Sonia@AviationPlanning.com;  
http://aviationforecastsummit.com/.

SEPTEMBER
REGIONAL FORUM…September 7,  
Morristown Airport, Morristown, NJ.  
Info: www.nbaa.org/events/forums/2017MMU/.

JETEXPO MOSCOW 2017…September 7-9, 
Vnukovo-3 Business Aviation Center,  
Moscow, Russia. Info: info@jetexpo.ru;  
http://2017.jetexpo.ru/en/.

AOPA FLY-IN…September 8-9, University 
of Oklahoma Westheimer Airport, Norman, 
OK. Info: www.aopa.org/community/events/
aopa-fly-ins/2017-aopa-fly-ins.

ENGINE LEASING SEMINAR… 
September 12, Holiday Inn Kensington Forum, 
London, England. Info: events@evereste-
vents.co.uk; www.everestevents.co.uk/event/
engine-leasing-seminar-2017/.

AIRCRAFT ASSET MANAGEMENT SEMINAR…
September 13, Holiday Inn Kensington Forum, 
London, England. Info: events@evereste-
vents.co.uk; www.everestevents.co.uk/event/
aircraft-asset-management-seminar-2017-2/.

MBAA 6TH ANNUAL SCHOLARSHIP GOLF 
TOURNAMENT…September 14, The Inter-
national, Bolton, MA. Info: massbizav@
gmail.com; www.massbizav.org/events/
mbaa-6th-annual-scholarship-golf-tournament/.

OCTOBER
DRONE WORLD EXPO…October 3-4, San Jose 
Convention Center, San Jose, CA. Info:  
info@jdevents.com; www.droneworldexpo.com.

AOPA FLY-IN…October 6-7,  
Groton–New London Airport, Groton, CT.  
Info: www.aopa.org/community/events/
aopa-fly-ins/2017-aopa-fly-ins/.

NBAA TAX, REGULATORY & RISK MAN-
AGEMENT CONFERENCE…October 8-9, Las 
Vegas Convention Center, Las Vegas, NV. Info: 
sobrien@nbaa.org; www.nbaa.org/events/
taxes/2017/.

s l u NBAA BUSINESS AVIATION CONVEN-
TION & EXHIBITION…October 10-12,  
Las Vegas Convention Center, Las Vegas, NV.  
Info: (202) 783-9000; www.nbaa.org.

ENGINE LEASING SEMINAR…October 17, 
Crowne Plaza, Fort Lauderdale, Florida. Info: 
events@everestevents.co.uk; www.evereste-
vents.co.uk/event/engine-leasing-seminar-2016/.

INTERNATIONAL AIR SAFETY SUMMIT… 
October 23-25, Clayton Hotel, Burlington Road, 
Dublin, Ireland. Info: events@flightsafety.org; 
https://flightsafety.org/event/iass2017/.

AOPA FLY-IN…October 27-28,  
Peter O. Knight Airport, Tampa, FL. 
Info: www.aopa.org/community/events/
aopa-fly-ins/2017-aopa-fly-ins.

BOMBARDIER SAFETY STANDDOWN… 
October 31-November 2, Hyatt Regency Hotel, 
Wichita, KS. Info: (316) 946-7876;  
www.safetystanddown.com/.

NOVEMBER
s l u DUBAI AIRSHOW…November 12-16,  
Airport Expo, Dubai, UAE.  
Info: +97 1 4286 7755; www.dubaiairshow.aero.

AIRCRAFT ECONOMIC LIFE SUM-
MIT…November 28, Gibson Hotel, Dub-
lin, Ireland. Info: events@everestevents.
co.uk; www.everestevents.co.uk/event/
aircraft-economic-life-summit-2017/.

u  Indicates events at which AIN will  
publish on-site issues or distribute  
special reports.

s  Indicates events for which AIN will provide 
special online coverage or e-newsletter.

l  Indicates events at which AIN will  produce 
AINtv.com videos.

Calendar See www.ainonline.com for a comprehensive long-range aviation events calendar. 
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