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Flexjet helicopter division 
launches with 12 S-76s 

BY MARK HUBER

Fractional jet provider Flexjet is launching 
a private helicopter division that will inte-
grate Sikorsky S-76 operator Associated 
Aircraft Group (AAG), which was acquired 
last year by Flexjet parent Directional Avi-
ation unit OneSky Flight. Service will begin 
with 12 helicopters finished in the Flexjet 
livery and interior and “scale up from there 
as necessary,” according to the company.

AAG was founded in 1989, purchased by 
Sikorsky in 1999, and used to launch the 
OEM’s fractional shares program. It oper-
ated primarily in the New York City area.

Flexjet helicopter operations will be sea-
sonally located in the Northeastern states 
and in Florida throughout the year, con-
necting airports and city centers and short-
haul regional destinations. Flexjet also said 
it would provide complimentary helicopter 
hours to its Gulfstream G650 fractional 
owners and sell add-on fractional, lease, and 
charter access to the medium twin S-76s. 

The new division will deliver on- demand 
regional transportation and last-mile 
transport for Flexjet aircraft owners trav-
eling from airports to their final destina-
tions. Flexjet called the service “a unique 

door-to-door travel solution not avail-
able through any other provider in the 
U.S.,” and said it expects the helicopter 
division to grow in the U.S. and Europe 
over the next five years as the worldwide 
demand for point-to-point vertical avia-
tion increases.

Flexjet’s Eli Flint will lead the new divi-
sion as president and will be joined by a sta! 
of nearly 50 former AAG sales managers, 
mechanics, ops team members, and pilots.

“This distinguishes us as the only opera-
tor in our industry to o!er seamless travel,” 
said Flexjet CEO Michael Silvestro. “Today, 
more travelers are seeking an alternative to 
crowded forms of transportation—opting 
instead for easier, safer, and less stressful 
options from beginning to end.”

The helicopter division will use a safety 
management system through Baldwin Avi-
ation that includes a preflight risk assess-
ment program, hazard reporting system, 
and customized landing zone survey for 
o!-airport operations, for additional flex-
ibility. It will use the same operational 
oversights for weather and performance 
planning as Flexjet’s jet program.  z

EVE TURNS TO PORSCHE FOR 
MASS!PRODUCTION EXPERTISE
Sports car manufacturer Porsche will help 
Eve bring its four-passenger eVTOL aircraft 
to what is expected to be a mass market for 
urban air mobility (UAM). Porsche Consulting 

will help Eve develop a supply chain for 
high-volume rates of production, as well 

as a strategy for global manufacturing and 
logistics for the vehicle that is expected to 
be certified in 2025. The companies will 

look at how the production of eVTOL aircraft 
could be scaled up and use a distributed 

production network to meet demand 
anticipated in cities around the world. 

Embraer has previously co-marketed its 
Phenom 300 light jet with Porsche cars. The 

Porsche Design Studio has been involved 
in interior styling for several private jets.

FLYEXCLUSIVE TO EQUIP EXCEL 
FLEET WITH GARMIN G5000
Kinston, North Carolina-based charter 

provider flyExclusive is equipping its fleet 
of Cessna Citation Excels with Garmin 
G5000 flight decks that are expected 
to increase e!ciency, reliability, and 
safety. Dallas-based Force Aviation 

will install the G5000 flight deck in 10 
flyExclusive Excels. The Part 135 oper-
ator said the new flight deck will not 

only serve to modernize its Excel fleet 
but also increase dispatch reliability.

INMARSAT PREPPING FOR 
HIGHER!SPEED SATCOM

Inmarsat is upgrading its network to 
increase broadband satcom speed for 

JetConneX business jet customers. The new 
JX Evolution Ka-band service will o"er higher 

speeds, expected to be more than the 130 
Mbps that has been tested using Inmarsat’s 
existing satellite network. Inmarsat’s road-

map includes seven more satellite payloads 
to be added to its Ka-band constellation 
for a total of 12, over the next few years.

News Briefs

Flexjet’s new private helicopter division will deliver on-demand regional tranportation.
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Rolls-Royce Pearl 10X 
accumulates 1,000 hours

BY KERRY LYNCH

Rolls-Royce’s newest member of the Pearl 
family, the 18,000-pound-thrust Pearl 10X, 
is checking o! key trials and has surpassed 
1,000 test hours as it prepares for service 
entry on what is to become Dassault’s 
top-of-the-line Falcon in late 2025. Das-
sault selected the Pearl engine to power its 
7,500-nm Falcon 10X.

The Pearl 10X test engine ran for the 
first time earlier this year, and Rolls-Royce 
said it surpassed target thrust levels on 
that initial trial, “making it the most pow-
erful business aviation engine” in its port-
folio. Rolls-Royce further said all tests 
conducted so far have demonstrated the 
reliability targets and that it will meet per-
formance requirements.

Testing has been conducted on the 
Pearl’s new ultra-low emissions addi-
tive-layer-manufactured combustor, which 

is compatible with 100 percent sustainable 
aviation fuel, and the new accessory gear-
box designed for higher additional power 
extraction. The first complete 10X pow-
erplant—including a nacelle from Spirit 
AeroSystems, engine buildup, and mount 
system—will roll out later this year.

The Pearl 10X features the Advance2 
engine core combined with a high- 
performance low-pressure system; 
high-pressure compressor with six-blisked 
stages; ultra-low emissions combustor; 
two-stage shroudless high-pressure tur-
bine; and enhanced four-stage low-pressure 
turbine that Rolls-Royce said is among the 
most e"cient and compact in the industry.

The Falcon 10X marks the third applica-
tion for the Rolls-Royce Pearl family after 
the Gulfstream G700 and Bombardier 
Global 5500/6500. z

VENTURE CAPITAL FIRM ACQUIRES 
CENTRAL FLYING SERVICE

Central Flying Service (CFS) in Little Rock, 
Arkansas, has been acquired by venture capi-

tal firm Tricoastal Ventures in a 100 percent 
stock transaction. Based at Bill and Hillary 

Clinton National Airport, CFS o!ers Part 145 
MRO, aircraft management, and charter, as 

well as flight training. Tricoastal will also 
leverage its ownership of Texas-based 

aircraft dealers American Kodiak and Volare 
Air for CFS to provide authorized mainte-

nance for Kodiak and Tecnam aircraft.

TEXTRON AVIATION GETS NATA 
SUSTAINABILITY NOD

Textron Aviation has certified all 20 of its 
service centers under the National Air 

Transportation Association’s (NATA) Sus-
tainability Standard for Aviation Businesses, 

making it the first aircraft OEM to do so. 
The standard promotes sustainability and 

encourages use of environmentally friendly 
energy sources. The NATA certification 

follows the airframer’s 20-year contract with 
Kansas energy company Evergy to provide its 
Wichita and Independence, Kansas factories 

with electricity derived from wind energy.

FALCON 6X SIM TO COME 
ONLINE AT CAE’S UK CENTER

CAE’s first full-flight simulator for the Dassault 
Falcon 6X will be online at its Burgess Hill 

training center in the UK in the fourth quarter. 
As the exclusive training provider for the 

6X, CAE has developed an immersive pilot 
training program to support the aircraft type’s 

service entry in the first half of next year. In 
addition, a Falcon 8X full-flight simulator will 

also be ready for training at CAE Burgess 
Hill by year-end. This news comes on the 

heels of an announcement that CAE will soon 
break ground on a new business aviation 

training center near Gulfstream Aerospace’s 
headquarters in Savannah, Georgia. The 

facility is slated to open in mid-2023.

News Briefs

The Rolls-Royce Pearl 10X engine program is progressing toward service entry in 2025.
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AEA reports avionics  
sales increase

BY GORDON GILBERT

In the first three months of the year, the 
Aircraft Electronics Association (AEA) said 
total worldwide business and general avi-
ation avionics sales amounted to $634.5 
million, as reported by participating com-
panies. The amount represents an increase 
of 4.8 percent from the fourth quarter of 
last year and 11.6 percent growth over the 
first quarter of last year.

The AEA says these increases were driven 
by a 34.6 percent improvement in forward-fit 
sales (avionics installed by airframe manu-
facturers during original production) com-
pared to the same time frame a year ago. 

“The more than $354 million in forward-fit 
sales was the largest sales total in that cat-
egory since the third quarter of 2019 when 
more than $366 million in forward-fit sales 
were reported,” the association said.

The dollar amount reported from net 
sales prices (not manufacturer’s suggested 
retail prices) represents all business and 

general aviation aircraft electronic sales, 
including all components and accesso-
ries in cockpit/cabin/software upgrades, 
certified and noncertified electronics; all 
related hardware; batteries; and chargeable 
product upgrades from participating man-
ufacturers. The amount does not include 
sales figures from repairs and overhauls, 
extended warranty payments, or mainte-
nance subscription services.

Of the more than $634 million in 
first-quarter 2022 sales, 44.2 percent came 
from the retrofit market, while forward- 
fit sales amounted to 55.8 percent of 
first-quarter sales. z

ECOPULSE TO FLY BY YEAR!END
Daher expects the first flight of its 

hybrid-electric EcoPulse technology 
demonstrator to take place by year-end. 

Developed in partnership with Safran and 
Airbus and supported by France’s CORAC 

civil aviation research council, the test 
aircraft is based on the TBM 900-series 
airframe and features six wing-mounted 
50-kW electric motors in addition to its 
standard PT6 turboprop engine. Its pur-
pose is to develop the key architectural 
principles for future hybrid-electric air-

planes. Daher is responsible for flight and 
airworthiness testing, Safran electric motors 

and integration of the distributed hybrid 
propulsion system, and Airbus the high- 

energy-density 350-kW main battery system.

IRISH BIZAV GROUP LAUNCHES
The Irish Business & General Aviation 

Association used EBACE 2022 as the venue 
for its o!cial launch. Having since grown 
to 25 members, the association is also an 

accepted member of the International Busi-
ness Aviation Council. The group will hold its 
first conference this November in Limerick 
with topics such as U.S. CBP pre-clearance 
at Shannon, how setting up in Ireland can 
provide entry to the European market, and 

how private charter can support interna-
tional corporations and bolster economies.

AVIATION PARTNERS EYES NEXT 
BIZAV WINGLET PROJECT

Blended winglet manufacturer Aviation 
Partners is “in the early stages of analyz-

ing a potential airframe for winglets,” said 
company president Gary Dunn. Though 

any announcement about the program, if it 
proceeds, would be some months o", Dunn 

said the platform has a large in-service 
fleet. “Almost anything we’ve ever done 
started out as an aftermarket or retrofit 
plan,” said Dunn. “We’re also keeping 
our eyes open for other opportunities.”

News Briefs

Rockwell Collins’s Pro Line Fusion avionics upgrade on the Citation CJ3.

The latest news, data, 
and analysis on the future  

of civil aviation.
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Airlift flies 800 Special 
Olympics athletes, coaches

BY JERRY SIEBENMARK

More than 120 Textron Aviation turbine 
aircraft departed from 28 states on June 4 
to transport athletes and their coaches to 
the 2022 Special Olympics USA Games in 
Orlando, Florida. Beechcraft, Cessna Cita-
tion, and Hawker aircraft participating in 
the Special Olympics Airlift landed and 
took o! every three minutes for about eight 
hours that day at Orlando Executive Airport.

This marked the eighth time Textron 
Aviation has organized the airlift, which 
since 1987 has flown more than 10,000 ath-
letes and coaches to and from the games. 
Under the program, Textron Aviation 
owners and operators donate the use of 
their aircraft, as well as pilots and fuel, to 

transport athletes and their coaches. More 
than 800 passengers were flown to this 
year’s games, which concluded on June 12.

“This is an extraordinary experience for 
everyone involved and provides an impres-
sive visual of the power of general aviation 
as well as the philanthropic side of the 
aviation industry,” said Textron Aviation 
president and CEO Ron Draper. “The ulti-
mate mission of the Special Olympics Air-
lift is to make sure all the athletes who are 
invited to participate at the national level 
are able to get to the Games. Travel is the 
biggest expense for Special Olympics pro-
grams, and for many athletes this is their 
first time leaving their home state.” z

BLADE BUY TO INCREASE 
EUROPEAN FOOTPRINT

Blade Air Mobility has agreed to acquire the 
commercial passenger transport activities 

of European helicopter operators Monacair 
SAM, Héli Sécurité, and another as of yet 
unnamed helicopter operator in the south 
of France for $50 million. The transaction 
is expected to close in the third quarter. 

Under the agreement, Blade will become 
the exclusive customer of the carriers and 
purchase their commercial activities. The 
carriers will continue to own and operate 

their fleets only for Blade’s scheduled 
by-the-seat and charter service in the south 
of France, Monaco, Switzerland, and Italy.

BOEING TAPS COMPANY VET 
PEARSON AS BBJ PRESIDENT

Boeing named Erika Pearson as president 
of Boeing Business Jets, responsible 

for sales, support, and operations of the 
company’s commercial products in VIP, 

government, and military service. Pearson 
most recently served as sales director in 

Asia-Pacific, leading the Singapore Airlines 
Group, Air New Zealand, and Fiji Airways 

accounts for Boeing Commercial Airplanes. 
She succeeds JD Detwiler, recently named 
as business development leader for Boeing 

Defense, Space, and Security programs.

GLOBAL JET CAPITAL CLOSES ON 
$609 MILLION OFFERING

Global Jet Capital (GJC) continues to attract 
new investments, and new investors, as it 
recently closed on its sixth asset-backed 
security o!ering and raised about $609 

million. The BJETS 2022-1 o!ering brought 
GJC’s total securitized assets to $4.4 
billion and bonds to $3.6 billion. GJC 
completed its sixth round a little more 

than seven years since it was established. 
Since 2014, it has grown to become one 

of the largest players in the business 
aircraft leasing and financing market.

News Briefs

Coaches and athletes disembark from a Cessna Citation X on June 4 at Orlando Executive Airport 
in Florida to attend the 2022 Special Olympics USA Games. Their free transportation was arranged 

through Textron Aviation’s Special Olympics Airlift. 

BA
RR

Y 
AM

BR
O

SE



OOn your next visit to the 10th busiest GA airport in 
the country give Hawthorne Global Aviation 

Services KPWK a try!

Soon to be a total of 87,000 sq. ft. heated Hangar 
capacity accommodating the largest of business jets.

 * State of the art amenities / accommodations

 * Convenient freeway access

 * U.S. Customs services

S

NEW 30,000 sq. ft. KPWK Hangar Coming SOON !!!!

Contact Us Today:
FBO: 847-325-0566 
Email: dannin@hawthorne.aero

Long Island (KISP) 
Chicago (KPWK) 
Atlanta (KRYY) 
Eau Claire (KEAU) 
Tuscaloosa (KTCL) 
Sioux City (KSUX)

On your next visit to the 10On your next visit to the 10thth busiest GA  busiest GA 
airport in the country give Hawthorne airport in the country give Hawthorne 
Global Aviation Services KPWK a try.Global Aviation Services KPWK a try.

Soon to be a total of 87,000 sq. ft. heated 
hangar capacity, accommodating the largest of 
business jets.

• State of the art amenities/accommodations
• Convenient freeway access
• U.S. Customs services

Long Island (KISP) 
Chicago (KPWK) 
Atlanta (KRYY)
Eau Claire (KEAU)
Tuscaloosa (KTCL)
Sioux City (KSUX)

NEW 30,000 sq. ft. KPWK Hangar Coming Soon!NEW 30,000 sq. ft. KPWK Hangar Coming Soon!

Contact Us Today!Contact Us Today!
FBO:FBO: 847-325-0566 

Email:Email: dannin@hawthorne.aero

Over 35 Years of MRO Excellence

OOn your next visit to the 10th busiest GA airport in 
the country give Hawthorne Global Aviation 

Services KPWK a try!

Soon to be a total of 87,000 sq. ft. heated Hangar 
capacity accommodating the largest of business jets.

 * State of the art amenities / accommodations

 * Convenient freeway access

 * U.S. Customs services

S

NEW 30,000 sq. ft. KPWK Hangar Coming SOON !!!!

Contact Us Today:
FBO: 847-325-0566 
Email: dannin@hawthorne.aero

Long Island (KISP) 
Chicago (KPWK) 
Atlanta (KRYY) 
Eau Claire (KEAU) 
Tuscaloosa (KTCL) 
Sioux City (KSUX)

OOn your next visit to the 10th busiest GA airport in 
the country give Hawthorne Global Aviation 

Services KPWK a try!

Soon to be a total of 87,000 sq. ft. heated Hangar 
capacity accommodating the largest of business jets.

 * State of the art amenities / accommodations

 * Convenient freeway access

 * U.S. Customs services

S

NEW 30,000 sq. ft. KPWK Hangar Coming SOON !!!!

Contact Us Today:
FBO: 847-325-0566 
Email: dannin@hawthorne.aero

Long Island (KISP) 
Chicago (KPWK) 
Atlanta (KRYY) 
Eau Claire (KEAU) 
Tuscaloosa (KTCL) 
Sioux City (KSUX)

OOn your next visit to the 10th busiest GA airport in 
the country give Hawthorne Global Aviation 

Services KPWK a try!

Soon to be a total of 87,000 sq. ft. heated Hangar 
capacity accommodating the largest of business jets.

 * State of the art amenities / accommodations

 * Convenient freeway access

 * U.S. Customs services

S

NEW 30,000 sq. ft. KPWK Hangar Coming SOON !!!!

Contact Us Today:
FBO: 847-325-0566 
Email: dannin@hawthorne.aero

Long Island (KISP) 
Chicago (KPWK) 
Atlanta (KRYY) 
Eau Claire (KEAU) 
Tuscaloosa (KTCL) 
Sioux City (KSUX)

OOn your next visit to the 10th busiest GA airport in 
the country give Hawthorne Global Aviation 

Services KPWK a try!

Soon to be a total of 87,000 sq. ft. heated Hangar 
capacity accommodating the largest of business jets.

 * State of the art amenities / accommodations

 * Convenient freeway access

 * U.S. Customs services

S

NEW 30,000 sq. ft. KPWK Hangar Coming SOON !!!!

Contact Us Today:
FBO: 847-325-0566 
Email: dannin@hawthorne.aero

Long Island (KISP) 
Chicago (KPWK) 
Atlanta (KRYY) 
Eau Claire (KEAU) 
Tuscaloosa (KTCL) 
Sioux City (KSUX)

OOn your next visit to the 10th busiest GA airport in 
the country give Hawthorne Global Aviation 

Services KPWK a try!

Soon to be a total of 87,000 sq. ft. heated Hangar 
capacity accommodating the largest of business jets.

 * State of the art amenities / accommodations

 * Convenient freeway access

 * U.S. Customs services

S

NEW 30,000 sq. ft. KPWK Hangar Coming SOON !!!!

Contact Us Today:
FBO: 847-325-0566 
Email: dannin@hawthorne.aero

Long Island (KISP) 
Chicago (KPWK) 
Atlanta (KRYY) 
Eau Claire (KEAU) 
Tuscaloosa (KTCL) 
Sioux City (KSUX)

http://www.hawthorne.aero


G I V E  T H E 
F U T U R E  

 
P O S I T I V E!  
O U T L O O K

airbus.com 

We can’t leave the future to chance. That’s why we’re committed  
to giving it a positive outlook with our latest generation of aircraft. 
Comprised of the A220, A320neo, A330neo and A350, this versatile 
collection provides best-in-class cost of ownership, combined with 
exceptional reliability. Designed to reduce fuel burn by 25%,  
these aircraft also have a lower noise footprint. So passengers can 
bene"t from a quieter, more comfortable experience, while together, 
we help ensure the world remains a beautiful place. 

D43208.002-Airbus-AircraftFamily-AIN-276x470-Jun22-v2.indd   2D43208.002-Airbus-AircraftFamily-AIN-276x470-Jun22-v2.indd   2 06/06/2022   12:0406/06/2022   12:04

http://airbus.com


G I V E  T H E 
F U T U R E  

 
P O S I T I V E!  
O U T L O O K

airbus.com 

We can’t leave the future to chance. That’s why we’re committed  
to giving it a positive outlook with our latest generation of aircraft. 
Comprised of the A220, A320neo, A330neo and A350, this versatile 
collection provides best-in-class cost of ownership, combined with 
exceptional reliability. Designed to reduce fuel burn by 25%,  
these aircraft also have a lower noise footprint. So passengers can 
bene"t from a quieter, more comfortable experience, while together, 
we help ensure the world remains a beautiful place. 

D43208.002-Airbus-AircraftFamily-AIN-276x470-Jun22-v2.indd   2D43208.002-Airbus-AircraftFamily-AIN-276x470-Jun22-v2.indd   2 06/06/2022   12:0406/06/2022   12:04

http://airbus.com


Aviation International News \  July 2022  \  a inon l ine .com14

GAMA: Q1 aircraft deliveries up, billings down
BY CURT EPSTE IN

The first quarter brought good news 
regarding deliveries for the general avi-
ation industry, according to statistics 
released in late May by the General Avia-
tion Manufacturers Association (GAMA). 
Airplane deliveries rose nearly 15 percent 
year-over-year in the quarter, but they were 
led by smaller aircraft. Overall, the indus-
try witnessed a $300 million decline in bill-
ings from a year ago, to $3.7 billion.

Turboprops saw the biggest increase in 
deliveries—up more than 30 percent over 
the first three months of 2021, with higher- 
end pressurized models notching a 39 per-
cent boost.

Textron Aviation more than doubled the 
total of King Air twins it produced in the 
first quarter of 2021, handing over 15 this 
year. Pilatus saw an 86 percent increase in 
PC-12 deliveries year-over-year, and while 
Piper Aircraft handed over six M600 SLS 
turboprop singles during last year’s first 
quarter, this year it delivered a mix of 
seven M600s and M500s. Epic increased 
deliveries of the E1000 by two airframes 
over its previous total of one.

Daher was the lone turboprop manufac-
turer to show a deficit, having delivered 
two TBM 940s in the first quarter of this 
year, compared with seven in the same 
period in 2021. But that can be explained 
by its new TBM 960 model, which began 
shipping last month.

On the business jet side, deliveries 
increased by a modest 4.4 percent, from 113 
in the first quarter of 2021 to 118 during the 
first three months of this year. Textron’s 
Cessna saw the largest gain, doubling the 
deliveries of the Citation CJ3+ from four 
to eight, on its way to logging an overall 
39 percent increase year-over-year. Bom-
bardier, which handed over the final three 
Learjets in the first quarter, was five air-
craft shy of its total of 26 from last year. 
Gulfstream was three o! its total of 28 in 

first-quarter 2021, with the discrepancy 
coming from the large-cabin segment of 
its product lineup. Embraer, which handed 
over 13 aircraft in the first three months of 
2021, delivered eight in the same quarter 
this year. Honda Aircraft was one unit o! 
its total of five from last year.

Pilatus and Cirrus were the only other 
private jet manufacturers to increase their 
output this year, with the former more 
than doubling the number of PC-24s it 
delivered from three to seven in the first 
quarter, and Cirrus adding four SF50 
Vision Jets, to seven. Dassault Aviation 
reports its deliveries only in the middle 
and end of the year.

For the quarter, Airbus had three 
deliveries, including the first green ACJ 
TwoTwenty, while Boeing did not deliver 
any BBJs.

Piston airplane deliveries climbed nearly 
14 percent year-over-year in the first quar-
ter, while helicopter handovers increased 7 
percent in the same period.

Turbine-powered rotorcraft exceeded 
the first-quarter 2021 delivery total by 7 

percent, but the segment still saw a 17 per-
cent decrease in billings.

Bell notched the largest improvement, 
exceeding its first-quarter 2021 delivery 
total of 20 by five aircraft and tacking on 
13 more light 505s than it produced a year 
ago. Leonardo Helicopters improved by 
four units on its year-over-year numbers, 
having delivered six AW119Kx models in 
the first three months of 2022 versus none 
in the same period last year. Airbus Heli-
copters remained static at 36 deliveries, 
while Robinson Helicopter R66 output was 
one o! the total of 22 in the first quarter 
of 2021. Sikorsky Aircraft had no deliveries 
for the quarter compared with one S-92 a 
year ago.

“It is reassuring to see aircraft deliveries 
continue to show strong progress as we 
emerge from impacts of the pandemic,” 
said GAMA president and CEO Pete Bunce. 

“It is especially encouraging to see piston 
airplane deliveries continue their positive 
trajectory and exceed last year’s numbers, 
as well as the first-quarter numbers of 
2020 and 2019.” z
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Business jet deliveries climbed overall in the first quarter of 2022 versus 2021, up 4.4 percent  
to a total of 118 airplanes.
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AIN’s 50th anniversary look back: July
BY CURT EPSTE IN

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

Piper leaving Lock Haven  
by end of year

(ACN July 1, 1984 p.88)

Then: Piper has begun a mammoth pack-
ing job at its two Pennsylvania plants fol-
lowing the announcement by company 
president Max Bleck that all aircraft pro-
duction activities will be transferred to its 
facilities in Vero Beach and Lakeland, Flor-
ida, beginning in August and to be com-
pleted by year’s end.

The consolidation affects a total Piper 
workforce of 850 in Pennsylvania. In Lock 
Haven, the company’s legendary headquar-
ters where the aircraft manufacturer cur-
rently builds its Mojave, T-1040 Commuter, 
and Cheyenne IA and IIXL models, 650 
workers will feel the impact of the move. 
Another 200 employees at its Quehanna 
metals fabrication plant will also be a!ected.

“This has been a very di"cult decision; 
one made with deep regret,” said Robert 
Campion, chairman and president of Lear 
Siegler, the company that recently acquired 

Piper Aircraft. “In the final analysis, Piper’s 
losses for the past two years and the low 
level of general aviation sales really made 
the decision for us. We just could not con-
tinue to operate with so much unused 
capacity in our plants.”

Now: One of the “Big Three” from avia-
tion’s golden age along with Beech and 
Cessna, Piper Aircraft, which celebrates 
its 85th anniversary this year, had called 
Lock Haven, Pennsylvania home for nearly 
a half-century before it ended its opera-
tions there and moved everything to the 
Sunshine State, where it had had a pres-
ence since 1957. After its migration, the 
airframer has continued its line of light 
aircraft, anchored by its flagship M600 
single engine turboprop. In 2020 the com-
pany received FAA type-certification for its 
HALO safety system, making the M600/
SLS the world’s first Garmin Autoland- 
equipped aircraft to be certified.

Synthetic Fuels  
Stride Toward Approval 

Then: The prospect of synthetic fuel qual-
ification took an important step closer to 
reality last month when ASTM Interna-
tional’s aviation fuel subcommittee passed 
a new specification for alternative jet fuel. 
The new specification details the prop-
erties and criteria required to control the 
production and quality of synthetic fuels 
for aviation use.

The initial issue of the specification will 
permit the use of fuels derived from the 
Fischer-Tropsch (FT) process, blended 
with up to 50 percent jet-A. The approval 
of the FT process fuels could be followed 
by qualification of other formulas.

Now: Sustainable aviation fuel, or SAF as 
it is now known, represents the major por-
tion of the aviation industry’s decarbon-
ization aspirations. With seven approved 
production pathways, plus more than a 
dozen waiting in the wings for certification, 
global production is expected to exceed 
600 million gallons of pure SAF this year, 
a total that is expected to more than dou-
ble by 2025 as more major refineries come 
online. Last year, the White House issued 
the SAF Grand Challenge, tasking U.S. 
industry to reach 3 billion gallons of SAF 
by 2030, a milestone on a government-wide 
commitment to scale up the production 
of SAF to 35 billion gallons per year by 
2050. The ever-expanding list of potential 
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PREPARATION 
THROUGH 

INNOVATION

AIN SPECIAL ADVERTISING INSERT 2022

Aviation has been a hotbed of innovation since the Wright Brothers 
built their own engine and Glenn Curtiss developed ailerons. More 
than a century after the industry’s dawn, innovation is still going 
strong with new avionics, fuels, materials, propulsion concepts, and 
engine technologies. And at the core of it all are the pilots that fly the 
aircraft and the maintenance technicians that keep them in the air.
This means that their training must be as innovative as the industry 
itself. FlightSafety knows that the key to success in aviation is being 
beyond proficient—it’s being ready for anything the aircraft or its 

surroundings can throw at you. And no set of slides is going to fully 
prepare you for the challenges of the real world. That’s why Flight-
Safety continues to bring innovation to its pilot courses through 
data-driven insights backed up by challenging simulator training, 
and to its maintenance technician courses through virtual engine 
trainers. Learn more about these cutting-edge programs through 
the articles in this insert and meet a FlightSafety customer—former 
NASA astronaut and current Cessna Citation pilot Charlie Precourt—
who epitomizes the value of being prepared.  



A ccording to global commercial 
aircraft accident statistics pub-
lished by Airbus for 2002-2021, 

runway excursions ranked third among the 
most frequent fatal accident types (behind 
loss of control inflight and controlled flight 
into terrain) and accounted for 35 percent 
of hull losses. Working with their partners 
at GE Digital to sift through flight opera-
tional quality assurance (FOQA) data and 
finding runway excursions or near misses 
to be a significant issue for business 
aircraft as well, FlightSafety Executive 
Vice President of Safety and Regulatory 
Compliance Richard Meikle and his team 
rolled out a new runway excursion pre-
vention program for all fixed-wing clients 
starting in February 2022.

“When we began working with GE Digital, 
we didn't know for certain runway excur-
sions was where we wanted to focus,” said 
Meikle. “But not only was the data specifi-
cally highlighting runway excursions as 
the clear top safety threat, it told us exactly 
where the threat was highest. In some cases, 
such as Jackson Hole, WY, one in four land-
ings triggered an alert in the data indicating 
it was at increased risk of an overrun.”

GE DIGITAL AND FLIGHTSAFETY:  
A TRUE PARTNERSHIP
Launched in October 2021, the partner-
ship between GE Digital and FlightSafety 
allows both entities to benefit from the 
other’s strength.

“GE Digital is honored to partner with 
FlightSafety to bring data-based train-
ing to corporate aviation,” said Andrew 
Coleman, General Manager of GE Digital’s 
Aviation Software business, in the 2021 
press release. “By applying our flight data 
expertise and airspace efficiency software 
to FlightSafety training, we’re helping avi-
ation professionals to identify the safest 
way in and out of any situation.”

The joint team meets weekly to dis-
cuss insights gathered from analysis of 
GE’s Corporate-FOQA database contain-
ing actual flight data—scrubbed of any 
aircraft, pilot, or operational identifica-
tion—from more than 300 flight depart-
ments and over 1,200 aircraft. Data 
points include more than 2,000 mea-
surements from engine, avionics, and 
airframe sensors; automatic processing 
of flight data populates a library of more 
than 200 events ranging from aircraft 
limitation exceedances to advanced 
risk-based modeling. FlightSafety’s goal 
is to use the C-FOQA data to determine 
the real-world scenarios that training 
can mitigate.

“Actual flight data will allow us to tai-
lor training to address safety threats 
before crews even experience them,” said 
Brad Thress, FlightSafety President and 
CEO. “FlightSafety employs a risk-based 
approach to training, and partnering 
with GE Digital for its C-FOQA data will 
have incredible applications for us on 

approach stability, touchdown point con-
trol, procedure compliance, and runway 
safety, among other factors.”

ENHANCING TRAINING 
THROUGH DATA ANALYSIS
The joint GE Digital/FlightSafety team 
collaborate to focus on the events identi-
fied in the data. The GE Digital team pores 
over the data reports each week, classify-
ing event severity from 1 to 3, with 3 being 
the most serious. GE provides the data 
analysis while FlightSafety leans on its 
more than 70 years of experience train-
ing business aircraft operators to identify 
the safety-related trends.

“No other training provider has the 
level of access to this volume of data,” 
said Meikle. “It gives us an insight into 
the entire industry that is using C-FOQA. 
Obviously, the C-FOQA data itself is 
incredibly powerful, but we have the 
ability to effect significant change using 
that data. We provide GE Digital with the 
ability to influence change, and they pro-
vide us with the focus to change the right 
things at the right time.”

After identifying runway excursions 
as its first focus, the team drilled further 
into the data to find the root causes, look-
ing at the correlation between threshold 
crossing height/speed and touchdown 
point. For example, the team found pilots 
attempting to make smooth landings by 
floating down the runway eroded safety 

 FLIGHTSAFETY 
CELEBRATES 
PARTNERSHIP 
WITH GE DIGITAL



margins with little benefit. The team 
also determined the top 10 airports for 
runway-excursion risk based on the data, 
including seasonal fluctuations.

Armed with recommendations, data, 
and research, FlightSafety and GE Digital 
created a 15-minute debrief that has been 
shared with all FlightSafety fixed-wing 
pilots taking initial or recurrent courses 
starting in February 2022.

“It’s an anchor for every course and a 
consistent message that triggers the dis-
cussion,” said Meikle. “There have been 
at least 35 runway excursion events just 
this year to date [through March 2022] in 
multi-engine turbine airplanes around 
the world. If we can reduce the runway 
excursion risk through focused training 
and educate crew members on the tech-
niques to prevent the runway excursion, 
then we can have a dramatic impact on 
safety. It saves lives, it saves airplanes, 
and it reduces the loss payouts by insur-
ance carriers. It's better for the industry 
all around.”

Meikle said the focus area will 
change every seven months to capture 
the entire semi-annual training popu-
lation, with pilots who have already 
heard the discussion able to skip it or 
choose a new topic. An example future 
focus topic may be preventing alti-
tude restriction excursions at airports 
such as Van Nuys, CA and Teterboro, 
NJ requiring low-altitude level offs due 
to traffic passing overhead inbound to 
other airports.

“At some of these airports, ATC wants 
you to climb and then level off very 
quickly—maybe as low as 1,500 feet 
AGL—to avoid traffic coming over the 
top,” Meikle said. “The data will tell us 
how pilots are setting up their avionics 
and what we need to teach them to reduce 
confusion in the cockpit so they execute 
the departure with precision.”

BUILDING SPECIALTY 
PROCEDURES
Extending its goal to reduce runway 
excursions in the real world, FlightSafety 
is also working with GE Digital to build 
RNAV visual flight procedures (RVFP) for 
specific airports or runways that don’t 
have instrument procedures. The RVFPs 
can be loaded into the aircraft’s flight 
management system to provide a lateral 
and vertical path to the runway using a 
set of waypoints and altitudes.

“If you deliver the airplane to the run-
way in a stable fashion, your risk of a run-
way excursion is reduced dramatically,” 
said Meikle. “We are already engaged with 
GE Digital experts in the construction of 
three RVFPs with the goal of building at 
least two per year.”

Meikle said FlightSafety is target-
ing airports that show high runway 
excursion or unstable approach risks, 
such as Sedona, Arizona, where pilots 
can lose sight of the runway due to ter-
rain near runway 21, and others where 
airspace constraints influence arrival 
paths such as New Jersey’s Teterboro, 

where the crew of a Learjet 35A stalled 
the aircraft during an unstable circle to 
land approach to a runway without an 
ILS in 2017.

“They were not on any defined pro-
cedure and got very close to the runway 
before they started the circling maneu-
ver,” Meikle said. “An RVFP could pre-
vent this kind of tragedy, allowing you 
to line up on centerline at the right 
altitude, on the right approach angle, 
nice and stable, essentially normal-
izing what is otherwise a challenging 
maneuver.”

BEING PREPARED MEANS MORE 
THAN JUST BEING PROFICIENT
FlightSafety’s partnership with GE Digital 
provides focus in targeting specific safety 
threats identified in the industry through 
real-world data, and then development 
and deployment of targeted procedures 
to reduce that risk.

“We have a long-term relationship with 
GE Digital,” Meikle said. “And our plan is 
to continuously evolve training, because 
training should be more than a regula-
tory event. It's not a regulatory event in 
our minds. It's a safety event. It happens 
to satisfy the regulatory requirements in 
the process. It gets you prepared instead 
of just being proficient.”

Partnering with GE Digital using 
C-FOQA data to drive training innovation 
is the next step in FlightSafety’s continu-
ous drive to produce the most prepared 
pilots in the industry.

 No other training 
provider has the level 

of access to this volume 
of data. It gives us an 

insight into the entire 
industry that is using 

C-FOQA. 



W hat would the most com-
prehensive engine mainte-
nance training look like to 

you? Perhaps being able to disassemble 
and reassemble the engine and compo-
nents? Learning how to visually inspect 
all interior areas for corrosion and dam-
age, including turbine blades and hot 
sections? Comparing components for 
various model numbers to see differ-
ences and determine installation steps? 
Practicing the most critical procedures?

FlightSafety’s series of Virtual Engine 
Trainers  allows you to do all this and more 
in a safe, time-effective environment.

“Our Virtual Engine Trainer is a won-
derful product for teaching everything 
from the beginning stages of theory 
and familiarization all the way through 
complex maintenance procedures,” said 
DeWayne Dixon, Regional Director of 
Training Operations for FlightSafety 
International. “Our instructors are using 
it for high-level overviews on how a par-
ticular engine model operates, specific 
maintenance procedures such as remov-
ing a fuel-control unit, and even engine 
and component troubleshooting scenar-
ios. It’s becoming an indispensable tool.”

EVEN BETTER THAN  
THE REAL THING
FlightSafety offers Virtual Engine 
Trainers for various Pratt & Whitney 
Canada engines, including several 

models of the PT6 turboprop, PW200 tur-
boshaft (helicopter), and PW300 turbo-
fan. Each Virtual Engine Trainer consists 
of 3-D models of the specific engine and 
its components in a server-based soft-
ware platform that instructors can access 
in the FlightSafety classroom. 

“The COVID shutdowns heightened 
our attention to how this 3-D modeling 
could be leveraged in the classroom,” said 
Dixon. “Throughout COVID—and it’s still 
an option even now—we were running 
LiveLearning courses where clients logged 
in remotely. Our instructors were trying to 
teach them how the engine works with-
out the physical asset. Using the virtual 
engine trainers allowed clients to see and 
interact with the engine without being in 
a FlightSafety Learning Center.”

When a Virtual Engine Trainer is first 
opened, the entire engine is available for 
view, essentially floating in a modeled 
mechanics’ bay as if sitting on an invis-
ible cradle. Using the mouse to rotate the 
view, the user can look at all sides of the 
engine, even the underside, which would 
normally be hidden by the cradle.

Next, the user can begin virtually disas-
sembling the engine using the menu or 
zoom functions. 

Each Virtual Engine Trainer starts 
out as a set of 3-D models obtained from 
the engine manufacturer. Advanced 
virtual technology of the type found in 
gaming engines allows the models to 

be combined into a completed engine, 
which can then be disassembled and 
reassembled according to inputs from 
the user. The gaming engine also allows 
the model to be manipulated on multi-
ple axes, which makes it possible for the 
engine or component to be viewed in any 
position for detailed inspection.

“It’s a perfect tool for teaching inspec-
tions because we can introduce damage 
to the internals of the engine without 
damaging a physical engine or hoping 
that the right damage exists on the physi-
cal asset,” said Dixon. “So, if we're doing a 
borescope inspection, we can use that to 
find that corrosion and provide a true pic-
ture of what it would look like and where 
it would be found.”

The weight, bulkiness, and complex-
ity of a real engine often inhibits how 
much a student can see and do in a par-
ticular timeframe. The Virtual Engine 
Trainer allows instructors to show inter-
nal views of the engine without the time-
consuming process of physically remov-
ing each component. This allows for 
scenario-based troubleshooting, such as 
where compressor blade erosion would 
be found if an engine was operating in a 
sandstorm, or what areas the technician 
should inspect if water was sitting in the 
base causing corrosion. 

“We can show a crack or corrosion as 
what it actually looks like and measure 
how long the crack is,” said Dixon. “The 

 VIRTUAL ENGINE 
TRAINERS BRING 
GAMING INTO  
THE CLASSROOM



technician can take that information, go 
to the manual, and determine whether 
it’s acceptable; or perhaps if this compo-
nent is cracked, determine whether there 
is other internal damage to the engine. If 
we're doing this on a physical asset at the 
center, I can't guarantee that I have that 
damage inside of that engine, but with the 
virtual trainer we can create these realistic 
scenarios.” 

VIRTUAL ENGINE TRAINERS 
AVAILABLE WORLDWIDE
FlightSafety has been working with 
P&WC for more than 10 years to develop, 
improve, and implement cutting-edge 
training technology to aviation mainte-
nance professionals around the world. 
The first Virtual Engine Trainer—a PT6 
variant—became operational in 2015, 
and a borescope trainer for that engine 
was launched in 2017. Obtaining the com-
puter-aided drafting (CAD) files directly 
from the OEM to build each Virtual Engine 
Trainer requires a high level of trust, and 
safeguarding of P&WC’s intellectual prop-
erty which is something that FlightSafety 
takes seriously. 

“After our team receives the CAD files 
from Pratt and Whitney, we modify 
them—changing hundreds of measure-
ments just slightly, although no one would 
know it—before they’re put in the virtual 
engine,” said Dixon. “We protect the OEM’s 
IP to maintain that level of trust. Without 
the trust between us and the OEM, the vir-
tual trainer doesn’t get completed. We’re 
working toward that level of trust with 
other engine OEMs as well.”

Ten Virtual Engine Trainers represent-
ing six models of PT6 turboprops and four 
models of turboshaft/turbofan engines 
have been installed at 13 FSI locations 
worldwide, although not all locations have 
access to all Virtual Engine Trainers. Each 
Virtual Engine Trainer provides specifics 
for a particular engine model based on the 
needs of the training course at that facility, 
and some provide specific training, such as 
borescope inspection. Each Virtual Engine 
Trainer also requires its own set of tasks or 

procedures to be built, such as removing a 
fuel or propeller control unit. 

“We've had great responses from the 
technicians who have used the virtual 
trainers both in the centers and through 
LiveLearning,” Dixon said. “It's very intui-
tive and easy for the clients to use after a 
bit of an introduction. It’s also made the 
instruction more engaging than the typi-
cal PowerPoint presentation. It’s like hav-
ing the asset in your living room.”

NO VR GOGGLES NEEDED
Student engagement is especially important 
during FlightSafety’s LiveLearning courses, 
in which clients attend instructor-led train-
ing remotely through online portals. Just as 
a course at a FlightSafety Learning Center 
may include students from all over a coun-
try or region, a LiveLearning course may be 
attended by students from various coun-
tries at the same time. In the classroom, 
the instructor can allow students to control 
the virtual trainer allowing them to practice 
procedures or virtually perform an inspec-
tion. When incorporated into a LiveLearning 
session, a Virtual Engine Trainer is generally 
controlled by the instructor, but control can 
be passed to students attending remotely to 
give them the same kind of experience as in 
the classroom. 

“The Virtual Engine Trainer provides 
options for both FlightSafety and our cli-
ents,” Dixon said. “Some clients want to be 
back in the Learning Centers because 
they get a chance to dis-
connect from the hangar 
so they can concentrate 
on training. Other compa-
nies will want to continue 
remote training because 
of budgetary cuts, travel 
restrictions, or just not 
wanting their techni-
cians to be away from 
the facility for so long.”

FlightSafety is con-
tinuously looking for 
ways to incorporate 
the technology into the 
classroom, such as allowing 

less-structured exploratory time for stu-
dents attending a class at a Learning 
Center. They are also considering the pos-
sibility of adding virtual reality (VR) com-
ponents for specific procedures.

“We’re working with universities study-
ing the retainability of learning proce-
dures with the virtual trainer versus 
using virtual-reality goggles,” said Dixon. 
“Certain procedures might be better suited 
to using VR goggles and gloves so you can 
get the physical feedback, such as when 
a component is too heavy to be moved or 
picked up with one hand.”

VIRTUAL TRAINERS ALLOW FSI 
TO DELIVER SUPERIOR ENGINE 
MAINTENANCE TRAINING
FlightSafety has been a leader in flight-
training simulation for more than 70 
years, so it should come as no surprise 
that it should carry this distinction over 
to maintenance training as well. In its 
readers’ survey, Aviation International 
News named FlightSafety’s Virtual Engine 
Trainer as a 2021 Top Flight Award winner 
in Maintenance Innovation. 

“As this program evolves and we add 
more functionality, we continuously look 
for ways to make the best use of this tech-
nology in the classroom,” said Dixon. “We’re 
already reaching out to other engine OEMs 
and will continue to expand our virtual 
maintenance training offerings as the tech-
nology and trust allow.”



“T here I was, 10 minutes after take-
off from Omaha in the [Cessna 
Citation] CJ1+ and the avionics 

strapping unit fails,” said Charles J. Precourt, 
a retired NASA astronaut with more than 
12,000 hours of flight time in over 90 models 
of military and civilian aircraft. Now a con-
sultant, but recently retired as vice presi-
dent of propulsion systems at Northrop 
Grumman Space Systems in Ogden, Utah, 
Precourt was on the second leg of his home-
bound journey from Washington, D.C., to 
Ogden when the emergency occurred.

“All of a sudden, I had a lot of missing 
information on my displays and the auto-
pilot disconnected,” Precourt said. “We 
train for a variety of avionics malfunctions, 
but this particular failure affects many 
avionic systems at once. I transferred the 
autopilot to the copilot side and got some 
of my information back, but it didn’t give 
me the autopilot. So, I had to hand-fly the 
arrival to Denver Centennial [airport]. That 
was my best option since I couldn’t fly it 
into RVSM airspace with the autopilot out.” 

A FlightSafety customer since 2016 and 
brand ambassador since 2020, Precourt 
credits his extensive simulator training 
for preparing him to handle this unusual 
avionics failure. “Parts of what I had 
done in the simulator were applicable,” 
Precourt said, “although there was some 
uniqueness to this failure that caused 
me to build upon the training. Certainly, 
if I hadn’t practiced air data computer or 
attitude heading reference system failures 

at FlightSafety, I would have been further 
from figuring out the right thing to do.”

SIMULATORS AND  
THE SPACE SHUTTLE
A 1977 graduate of the U.S. Air Force 
Academy, Precourt spent time as an 
instructor in T-37 and T-38 jets and as 
a pilot in the F-15 Eagle before graduat-
ing from the USAF Test Pilot School at 
Edwards Air Force Base in California in 
1985. Remaining at Edwards after gradua-
tion, Precourt flew the F-15E, F-4 Phantom 
II, A-7 Corsair II, and A-37 Dragonfly. 

NASA selected him as an astronaut 
candidate in 1990, at a time when the 
Space Shuttle program had already been 
in operation for nearly a decade and yet 
its spacecraft had flown only 32 times.  

“From the beginning of the human space 
flight program, NASA relied heavily on the 
experience of military test pilots because of 
the experimental nature of spacecraft,” said 
Precourt. “They leaned on the approach 
taken from flight tests and corresponding 
preparations, including the ability to use 
simulators not only to prepare, but to cre-
ate the simulators from flight test data.”

Precourt now attends simulator train-
ing at FlightSafety a couple of times per 
year to keep his skills in the Citation 
sharp, but back then nearly the entire 
Shuttle training was spent in various 
simulators and procedure trainers. Each 
phase of Shuttle flight had its own simu-
lator—launch, orbital phase, operations 

during orbit, reentry, and landing. 
“We had a motion-based simulator 

much like FlightSafety has for [14 CFR] 
61.58 [pilot proficiency check] training in 
the jets,” said Precourt. “We would use that 
to train engine failures after liftoff, elec-
trical failures, and all the kinds of things 
that jet pilots do in their 61.58…What you 
learn quickly is that to best prepare for the 
inevitable variations from the plan during 
space flight, you have to use a simulator.”

Precourt served as mission specialist 
on the Columbia mission STS-55 in 1993, 
using another simulator to learn how to 
operate the a variety of on-orbit systems. 
Between that and his next mission, pilot-
ing Atlantis on STS-71, he spent more 
time in simulators, including an airborne 
simulator crafted out of a highly modified 
Gulfstream GII, and another simulator 
that focused on rendezvous and docking 
with the Russian Mir space station. 

“We would not allow a pilot to command 
a Space Shuttle until they had done a 
thousand approaches in the Gulfstream,” 
Precourt said. “The left seat was modeled 
just like the Space Shuttle. We would fly 
up to 35,000 feet and then put it into the 
approach phase of the Shuttle flight. The 
pilot in the left seat could fly exactly like 
he would on the last phase of approach 
and landing in the Space Shuttle. We 
would typically fly 10 approaches per 
training sortie, so that’s 100 flights in the 
GII. The simulation was so accurate that 
when I did my landing in the Space Shuttle, 

VALUE OF 
PREPAREDNESS
Former NASA Astronaut Charlie Precourt 
Describes Value in Simulator Training from 
the Shuttle to Civilian Flight



it felt like I was back in the Gulfstream.”    
In addition to building muscle memory 

doing so many landings, the pilots received 
instant feedback after each landing—simi-
lar to the feedback provided after a simu-
lation session at FlightSafety. Computers 
onboard the GII captured various flight 
parameters, which the pilot could study 
during the ascent between landings.

“Once we got to a touchdown point, the 
safety pilot in the right seat would take 
over the Gulfstream, add power, and climb 
us back up for another approach,” Precourt 
said. “During the climb out, the flight engi-
neer would hand you a graphical trace of 
your hand controller inputs and the result-
ing trajectory shape along with a table of 
parameters. You could look at that and 
relate it in real time, make adjustments, 
and see if the aircraft did what you expected 
after the adjustment. I became a big fan of 
gathering and using flight data like this, and 
when I was chief astronaut, I would review 
the plots of my other commanders to see 
what we could do to improve.”

SIMULATION PRIMES THE PUMP 
AND SETS A MENTAL MODEL
Precourt flew four Shuttle missions—three 
as pilot or commander—on three different 
orbiters. During those missions, he and his 
crew experienced software malfunctions, 
computer failures, and even a loss of com-
munication requiring Precourt to recon-
figure the radios during orbit to regain 
contact with the ground team. The most 
extensive failure caused an aborted launch 
on Precourt’s first mission where 3.5 sec-
onds into the main engine start, comput-
ers detected a leak and shut down the three 
engines while still on the launchpad.

“You’re thinking about launch, the engines 
light off with all the sound and steam, and 
within seconds of liftoff, all of a sudden 
the engines are being shut down again,” 
Precourt recounted. “There are a huge 
number of procedures to run through, and 
of course we had done that in the simulator. 
So, we weren’t completely at a loss as to how 
to react in this unexpected situation, even 
with our brains still focused on launch.”

Whether in the Shuttle or in a business 
jet, Precourt stresses the value of being 
prepared through simulation. 

“In the Citation I’ve had generator failures, 
a P2T2 probe failure, hydraulic issues, and 
other things that I’d seen in the simulator,” 
he said. “Failures become much less of a 
big deal after you’ve practiced them in the 
simulator. You know what the first step 
is, what the pacing is, and what the likely 
outcome’s going to be because you’ve pre-
thought these decisions. It’s truly invalu-
able to have had that first experience in the 
safety of a simulator on the ground.” 

You might think that Precourt—having 
retired from NASA in 2004 and transitioned 
to civilian life—would shun spending more 
time in simulators. Instead, the opposite is 
true as he continues to sharpen his skills in 
FlightSafety’s Citation simulators.

“Every time I go to FlightSafety, I learn 
something new,” Precourt said. “It allows you 
to create a mental model that means you’re 
not just going into an approach like the last 
one that turned out nicely. You’re always 
thinking about what do I do if such and such 
occurs, so when the time comes that the ‘if’ 
happens, you’re not so surprised and the go-
around can be fine instead of an ‘oh, crap!’.”

Precourt says being prepared to go into 
the simulator is as important as being 
prepared to fly the real thing. “It’s priming 
the pump,” he said. “I like doing the online 
ground school at FlightSafety because it 
gives me a couple of weeks to dive back into 
the details on various systems and proce-
dures like single-engine go-arounds, single 

-engine approaches in the weather, engine 
failures at the outer marker, and so on.”

In addition to being personally prepared, 
Precourt, in his role as Safety Committee 
Chairman for Citation Jet Pilots Association 

(CJP), worked with the Presage Group and 
FlightSafety on a study of more than 200 CJP 
pilots regarding their decision-making pro-
cess during stable and unstable approaches. 
The study led to CJP creating their Safe to 
Land initiative and new SOPs will be inte-
grated into FlightSafety’s Citation simula-
tor training over the next six to 18 months.

“We looked at accidents from unstabilized 
approaches and asked ourselves why that 
happened,” said Precourt. “Using the simu-
lator during beta testing, we put the guys 
through a variety of anomalous approaches 
and studied how they would react. We were 
able to get instantaneous feedback on the 
stability of each approach, height over the 
threshold, touchdown point and touch-
down speed. And we were able to better 
define what a stabilized approach is, as well 
as the criteria demanding a go-around.”

PREPARATION IS KEY FOR 
UNEXPECTED CHALLENGES  
AND BETTER OUTCOMES
Whether flying military, civilian, or space 
craft, simulators provide pilots with a 
means to prepare for those unexpected 
challenges of component, equipment, 
system, and engine failures in various 
weather, airspace, and runway configura-
tions. But simulator training can also help 
prepare pilots for new adventures. 

“I just came back from visiting various 
places in South America in the Citation, and 
the one that was most challenging was our 
visit to Machu Picchu,” said Precourt. “We 
flew in and out of Cuzco with an 11,000-foot 
airport elevation, minimum descent alti-
tude of 14,500, broken clouds down to 15,000 
feet, and mountains all the way down final 
on both sides. It’s a very complex place to 
fly in and out of, but on my last sim session 
we went through a variety of approach and 
takeoff scenarios. So, when we broke out 
of the clouds at that altitude with the sun 
breaking through on the city of Cuzco, the 
sky was unbelievably clear and bright colors 
were amazing. It was a really pretty approach, 
and a lot of fun to fly in there. That’s the value 
of being prepared.”

Charlie 
Precourt  
Former NASA 
Astronaut
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feedstocks includes used cooking oils and 
greases, tallow, oilseed crops, forestry 
wastes and residues, municipal solid wastes, 
non-recyclable plastics, and even carbon 
and hydrogen derived from the air itself.

Jim Holahan Remembered 

Then: James Holahan, the founding editor 
of this magazine, died at the age of 94 on 
July 4 at home in Saddle River, N.J. with his 
family by his side.

Holahan, “Jim” to those who knew 
him, retired from AIN in 1998 at the age 
of 77, conceding his long career to macu-
lar degeneration. Jim grew up in Jersey 
City, N.J. and commuted across the Hud-
son River to school in Manhattan, but it 
was perhaps his time in single seats of Air 
Corps P-38 Lightning fighters during WWII 

and Lockeed F-80 fighters during the 
Korean War that shaped the scrappy tenac-
ity that would mark his subsequent career 
as an editor and journalist.

Now: In 1972, at the age of 51, and after 
establishing himself as an aviation journal-
ist of some renown, Holahan joined with 
AIN co-founder and CEO Wilson Leach to 
launch NBAA Convention News, a pub-
lication focusing solely on the business 
aviation industry, which later morphed 
into Aviation Convention News, and 
eventually the present Aviation Interna-
tional News. With a reputation as a tena-
cious and tireless worker, Leach noted 
that it was only Holahan’s failing eyesight 
that hindered his ability to edit the publi-
cations to his own unflinching standards 
that led him to finally retire while in his 

late 70s, after 27 years at the helm of the 
magazine, rather than any lack of drive. He 
left behind a legacy of journalistic dedica-
tion, excellence, and integrity that his three 
successor editors- in-chief have strived to 
emulate as AIN reaches its half-century 
milestone. z

(AIN August 2015 p.30)

First flights in the past 50 years
These aircraft took to the skies for the first time during July and August, from 1972 through 2021

1973 July 26 – Sikorsky XH-59A
August 22 – Gates Learjet 35/36

1974 August 22 - Shorts 330

1975 August 26 - Cessna 441 Conquest II

1976 July 3 - Piaggio P.166D
August 13 - Bell 222

1977 August 15 - Embraer EMB 111 
August 24 - Learjet 28

1978 August 29 - Mitsubishi MU-300 Diamond

1979 July 21 - Bell 214ST, July 24 - Bell XV-15

1980 August 11 - Learjet Longhorn 50

1983
July 27 - Embraer EMB 120 Brasilia
August 29 - Beech Model 115 Starship  
85 percent scale proof-of-concept prototyp
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1987 August - Cessna Citation V

1988 July 12 - Scaled Composites/Beech Model 143 Triumph,  
July 14 - Socata TBM 700

1991 August 12 - Bell 230

1996 July 29 - Mitsubishi MH2000

1997 August 22 - AASI Jetcruzer 500

2001 August 11 - Hawker Beechcraft Hawker Horizon/Hawker 
4000, August 14 - Bombardier Challenger 300

2002 July 18 - Gulfstream G550 July 11 - Adam A500, 
August 26 - Eclipse 500, August 31 - Learjet 40

2003 July 28 - Adam A700 AdamJet

2005 July 20 - Grob SPn

2007 July 6 - Epic Victory, July 26 - Embraer Phenom 100
August 23 - Hawker 750

2008 July 3 - Cirrus Vision SF50  
July 30 - Piper PA-47 PiperJet

2015 July 1 - Bell 525 Relentless

2016 July 21 - Tecnam P2012 Traveller

2017 July 5 - Dassault Falcon 5X

AIN logo:
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Mental wellness gets  
post-Covid safety focus

BY JAMES W YNBR ANDT

The Covid pandemic’s long-term effects 
include a renewed focus on mental health’s 
role in aviation safety and overall wellness, 
a development welcomed by experts at 
the Flight Safety Foundation’s Business 
Aviation Safety Summit (BASS) in May in 
Savannah, Georgia.

“The silver lining about Covid is that we 
are recognizing compromises that [result 
from] stress and [a lack of] mental wellness,” 
said Quay Snyder, M.D., president and CEO 
of Aviation Medicine Advisory Service and 
moderator of the Summit’s Wellness and 
Mental Health session. “Before it was kind of 
a secret and now it’s out in the open.”

New approaches to managing psycho-
logical wellness on an individual and 
institutional basis can mitigate risks, as 
showcased in presentations at BASS. But 
these issues predate Covid, the experts 
acknowledged. Stress has long been the 
number-three cause of pilot disability, Sny-
der noted. Mental health issues are also 
among the top five causes of loss of pilots’ 
licenses, according to ICAO; and some 
fatal commercial air transport accidents 
from 1980 to 2011 were most commonly 
related to psychiatric conditions, including 
abuse of psychotropic drugs and alcohol, 
as other panelists pointed out.

But during Covid, anxiety and depres-
sion among the general population jumped 
from a baseline of about 8 to 10 percent 
to “38 to 40 percent of the population—
and that includes pilots,” said Piyush 
Gandhi, v-p of Presage Group, an aviation 
safety consultancy.

And, added Snyder, “This is relevant to 
maintainers and dispatchers. Everyone 
in the aviation organization su!ers from 

the same conditions and deserves the 
same support.”

The current approach to mental well-
ness appears to be to take a holistic view 
of the state of the psyche as a fluid and 
dynamic continuum. Previously, it “has 
been talked about mostly in a negative 
context,” Snyder said. “The message today 
is, ‘We want to normalize mental wellness, 
with proactive programs to put us in the 
optimal situation to function as well as 
we can.’”

Snyder also cast safety as a matter 
of duty, calling it “everyone’s personal 
responsibility to be safe when you’re 
flying, from a physical and mental per-
spective,” though pilots seem reluc-
tant to accept that obligation. When he 
asked for a show of hands, all session 
attendees attested to conducting a pre-
flight inspection of their aircraft, but few 
hands remained up when Snyder asked 
how many conducted preflight self- 
assessments of mental fitness.

Special Report



atlanticaviation.com

Good 
 To See You

It’s a simple thing to say. But there’s more to it than a quick greeting. Before 
we say it’s good, we make absolutely certain it is. With every detail anticipated. 

http://atlanticaviation.com


Aviation International News \  July 2022  \  a inon l ine .com22

Most pilots “are not willing to check 
themselves,” Snyder told attendees, ask-
ing rhetorically, “Which is the part of 
our safety system most likely to fail?” He 
added, “We fail in subtle ways, and that’s 
changing all the time, so it’s appropriate to 
reassess our fitness for duty all the time.”

The crash of Germanwings Flight 9525 
in 2015 was cited more than once at the 
summit as a turning point for recogni-
tion of mental health’s importance in 
aviation safety. In its aftermath, the FAA 
established the Fitness Aviation Rulemak-
ing Committee (Snyder is a member of 
the medical working group), and EASA 
launched its analogous Germanwings 
Task Force. Both groups recommended 
that operators provide counseling and 
peer-support programs, and training for 
aviation medical examiners (AMEs) in rec-
ognizing and treating mental health issues 
among aviation professionals.

Meanwhile, from 2015 through 2020, the 
NTSB added a requirement to its annual 10 
Most Wanted list of safety improvements: 
professionals had to be medically fit for 
duty when operating a vehicle.

Presage’s Gandhi, formerly Bombar-
dier’s chief test pilot, was managing oper-
ations at a Canadian carrier at the time of 
the Germanwings accident. Having pre-
viously learned that one of his pilots had 
been under treatment for suicidal thoughts, 
though no one at the company had been 
informed, Gandhi said the Germanwings 
crash brought home “how important men-
tal health is to all our safety.”

Yet conclusive evidence of the link 
between mental health and aviation safety 
is “elusive,” said Gandhi’s boss, psychol-
ogist Martin Smith, Presage founder and 
CEO. “We simply don’t have the data to 
make a positive connection,” he said. “We 
have plenty of research data on mental ill-
ness, on substance abuse, and degradation 
of cognitive performance, but not for the 
pilot population specifically.”

Smith, a former airline pilot, earned a 
psychology degree in pursuit of his inter-
est in behavioral issues affecting avia-
tion safety; he was trying to discover, for 
example, “the tipping point at which men-
tal health compromises safety” through 
behavioral science research and data.

Presage aims to apply the results in 
operating procedures and protocols for 
real-world applications. The Burling-
ton, Ontario, Canada company provides 
operation- specific procedures for some 
22 airlines globally and is developing 
go-around decision-making tools for Gulf-
stream Aerospace and the Citation Jet 
Pilots and Owners Association that rethink 

traditional stabilized approach guidelines.
Organizationally, commitment from flight 

department and corporate management, as 
well as individual pilots and support profes-
sionals, is critical to effective mental well-
ness initiatives, according to the experts’ 
consensus, but neither group of stakehold-
ers has traditionally voiced interest.

Pilots’ reticence often stems from “our 
personalities,” Snyder said. “We’re tight-
lipped, stoic, egotistical,” he noted, adding 

“obsessive-compulsive” and “problem- 
solver” to the list of common aviator traits 

“that make us less likely to ask for help.”
Gandhi noted the high costs pilots per-

ceive they would pay for full disclosure: 

Attendees at this year’s FSF Business Aviation Safety Summit learned of the importance of self-
assessment for mental wellness and how self-identification remains elusive.

Special Report
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fear of the potential impact on their rep-
utation, careers, livelihood, lifestyle, and 
loss of their identity as a pilot. Even 
requesting a schedule swap to deal with an 
emotionally trying situation can provoke a 
fear of reprisal, he said.

Smith cited new data that quantifies the 
impact these concerns have on pilot health-
care. Just over 56 percent of pilots reported a 
history of avoiding healthcare due to fear of 
losing their aeromedical certificate, accord-
ing to a study by Hoffman. More than 45 
percent sought informal, rather than formal, 
medical care for that same reason, and more 
than 26 percent misrepresented or withheld 
information on a written healthcare ques-
tionnaire because of those concerns.

Management, meanwhile, has engaged 
in collective denial and “chronic and sys-
temic under-reporting” of mental health 
problems and unrealistic expectations 
that pilots will report such issues on their 
own, Gandhi said: “We can’t rely on pilots 
to self-identify, and EAPs [Employee 
Assistance Programs], and HR [human 
resources departments] are not equipped 
to deal with 40 percent of a population 
that is su!ering from anxiety,” he said.

Gandhi himself, though initially reluc-
tant, goes to therapy weekly, he said, 

 We can’t rely on pilots 
to self-identify, and EAPs 

[Employee Assistance 
Programs], and HR 
[human resources 

departments] are not 
equipped to deal with 40 
percent of a population 

that is su!ering 
from anxiety... 

http://www.amacaerospace.com
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adding, “Now I think anyone who doesn’t 
see a therapist is crazy.”

Sound policies can encourage employees 
to seek counseling, and Smith cited three: 
leadership normalization and endorsement 
of mental health treatment; an empha-
sis on early intervention to prevent more 
severe problems; and treatment tailored 
to the occupational context, incorporating 
peer support, and cognitive behavioral ther-
apy. He also said SSRIs (selective serotonin 
reuptake inhibitors)—a class of drugs on the 
FAA’s approved list of medications used to 
treat depressive and anxiety disorders—are 

“extremely e!ective” for some individuals.
Adopting a “resiliency strategy, a personal 

checklist you can take with you,” can also 
help individuals deal with mental challenges, 

FOUNDATION OFFERS POST-ACCIDENT PEER SUPPORT FOR PILOTS
In the wake of new EASA rules, Germany’s 
Stiftung Mayday is increasing access to Critical 
Incident Stress Management (CISM) counseling 
for pilots in distress.

Pilots’ mental health care programs are import-
ant not only in possibly preventing accidents but 
in helping pilots recover from them, according to 
Germany’s Stiftung Mayday (Mayday Foundation), 
which provides peer support and counseling for 
pilots, crewmembers, and next-of-kin a!ected by 
aircraft accidents or critical incidents.

Indeed, the greatest need for counseling 
among pilots usually “originates from a specific 
incident experienced as critical [that is, perceived 
as life-threatening] by an individual,” said Hans 
Rahmann, a director of the volunteer group.

Funded entirely by donations, and supported 
by ICAO, IATA, pilot unions, and other aviation 
organizations, Stiftung Mayday’s program is 
sta!ed by all-volunteer peers—specially trained 
pilots—complemented by professionals. The latter 
include psychologists, medical doctors, lawyers, 
and financial advisors, all with a comprehensive 

understanding of the aviation environment.
The charitable organization was founded 

in 1994 after a fatal accident at the ILA Berlin 
Air Show and established its CISM program in 
1998. It aids some 300 people annually, “and 
it’s growing,” Rahmann said.

“If you are suffering from any symptoms 
related to such stress, our peers will help 
you to rebound as quickly as possible,” he 
said. “Those who may need further support 
to recover are cared for by professionals. The 
good news is the success rate for aviators is 
remarkably high—about 85 percent.”

EASA’s Germanwings Task Force, formed in 
2015 following the crash of Flight 9525 in 2015, 
determined to be deliberately caused by a sui-
cidal co-pilot, brought the ideas and initiatives 
Stiftung Mayday and other organizations were 
championing into the mainstream. Among its 
recommendations, the task force urged oper-
ators to provide counseling and peer support 
programs for pilots and training for aviation 
medical examiners (AMEs) in recognizing and 

treating mental health issues among aviation 
professionals. EASA regulations adopted in 
2021 in response to those recommendations 
require air operator certificate (AOC) holders 
to o!er CISM peer-support programs for pilots, 
in addition to programs to address well-being 
and substance-abuse issues.

Stiftung Mayday is among the organiza-
tions, regulatory authorities, AMEs, and others 
charged with developing program protocols 
and standards, such as for training, oversight, 
and licensing requirements. It has also been 
tasked with helping AOC holders establish and 
run peer-support programs. However, as a 
charitable foundation, Stiftung Mayday is pre-
cluded from signing commercial contracts, so 
a commercial organization, HF Human Factor, 
was founded to handle the contractual aspects 
of establishing and operating such programs.

Yet despite the progress, “there’s a long way 
to go” in gaining acceptance for such programs, 
Rahmann said. “We expect it to be 10 years before 
it is recognized everywhere in Europe.”  J. W.

BASS 2022 brought together leaders and senior executives from ACSF, NBAA, NATA, and FSF to 
kick o! two days of sessions that took a deep dive into various safety issues.

Special Report
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Smith said. The first part of his suggested 
four-step strategy is listening to your body 
and knowing your baseline, and being “mind-
ful of becoming symptomatic when you 
drift.” Secondly, recognize the triggers that 
can upset stability (such as death, separation, 
workplace stress, and family issues), as well 
as your biases and denial mechanisms that 
deter you from seeking help. Third, validate 
your perceptions by asking peers and confi-
dants about your state and behavior. Finally, 
if evidence indicates you need help, be proac-
tive and “engage a therapeutic option.”

Overall, about 80 percent of mental 
health issues can be resolved through peer 
support, Snyder said, and a “huge majority” 
of the remainder can be treated e!ectively 
with counseling.

At the operational level, traditional 
self-assessments including PAVE (per-
sonal/pilot, aircraft, environment, and 
external pressures) and IM SAFE (illness, 

medication, stress, alcohol, fatigue, emo-
tions) still work in a high-tech world, he 
pointed out.

Signs of evolving organizational atti-
tudes were evident at the summit. During 
the Safety Leadership Panel, Jeff Wofford, 
director of operations and chief pilot at 
CommScope, saw positive signs of change in 
a strong showing of hands of attendees whose 
companies had conducted third-party audits 
in the last two years and in the percentage 
of those audits that surveyed both corporate 
culture and corporate climate. But the show 
of hands revealed that many of the account-
able executives were not interviewed during 
these audits, which he called “disturbing.”

“You can’t just say our director talks to 
our accountable executive all the time,” 
Wofford said. “Of course you do—but 
did you talk about your SMS? Did you 
talk about how your safety performance 
indicators are trending? There’s got to 

be some type of trail to document that.”
Asked how many believe their organiza-

tion has a positive safety culture, almost 
all attendees raised their hands, to which 
Wo!ord said, “Maybe you need to uncover 
more rocks.”

Meanwhile, technological advances 
promise new safety solutions. At the 
Future of Business Aviation Panel, Kyle 
Ellis, manager of NASA’s System-Wide 
Safety Project, explained ways the digital 
transformation of air tra"c management 
could enhance the safety and efficiency 
of air operations but stressed the need for 
industry collaboration to move ahead.

“Help inform NASA, help us invest our 
research portfolio into things that actually 
make a difference for you in day-to-day 
operations,” Ellis said. “We have an oppor-
tunity to have a conversation about the 
advance of science for safety and figure out 
what this will look like.” z

https://smartskynetworks.com/connectivity/?utm_campaign=AINalerts%20Native%20Story&utm_source=AINalerts%20Native%20Story
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Faster, farther, and more sustainable: 
Bombardier provides glimpse of future

BY CHARLES ALCOCK AND DAV ID DONALD

The return of EBACE as an in-person event 
after a three-year pandemic-induced hiatus 
gave Bombardier the opportunity to fully 
provide the European market with its vision 
of the future for the first time as a pure-play 
business aviation company. The Canadian 
aircraft manufacturer did so by unveiling 
a medium-term program—a Mach 0.94 
Global 8000 that ups the ante on the ultra-
long-range sector—and revealing a blended- 
wing concept airplane that could reshape its 
future line of aircraft, making them more 
e!cient and sustainable.

Bombardier became a pure-play com-
pany last year after spinning off the rem-
nants of its non-business aviation units. At 
the time, Eric Martel, president and CEO 
of the company, had outlined plans to turn 
around the debt-laden company, includ-
ing a decision to keep down research and 
development (R&D) expenses.

Bombardier had just refreshed its Global 
lines with the 5500 and 6500 and was work-
ing through its ramp-up of the Global 7500, 
Martel explained. But now, with a stronger 
financial footing and the recent handing over 
of the 100th Global 7500, the time was ripe 
for Bombardier to reveal the next projects 
that it had been quietly working on within its 
existing R&D budgets.

The reveals also came as the manu-
facturer’s rivals had rolled out their new 
entrants in the ultra-long-range niche over 
the past year, creating an increasingly com-
petitive field.

Bombardier’s answer is the Global 8000, 
which will be the fastest (Mach 0.94) and 
longest-range (8,000 nm) purpose-built 
business jet. Taking the wraps o" during 
a launch event on May 23 at EBACE in 
Geneva, Martel said the decision to launch 
the aircraft was taken following customer 

engagement. “We listened to the customer. 
They’re very satisfied with the 7500 but 
they want more range and more speed. The 
time is right.”

A development aircraft flew supersoni-
cally last year, marking the first time that 
a civil jet has o!cially passed through the 
sound barrier since the days of the Con-
corde. It was also the first time any trans-
port aircraft had achieved Mach 1 using 
sustainable aviation fuel. Martel noted, 

“Bombardier is never complacent with its 
portfolio. We are always advancing,” but 

ruled out any current plans to develop a 
supersonic business jet.

Bombardier has been discussing the 
Global 8000 for some time and now devel-
opment has gathered pace, with an aim of 
getting the aircraft into service in 2025. The 
type is intended to replace the 7500, upon 
which it is closely based, but there will be a 
period of crossover on the production line.

Flight testing is being accomplished 
using one of the Global 7500 flight-
test vehicles. On May 18, 2021, FTV-5 
(C-GLBG) repeatedly achieved supersonic 

Bombardier president and CEO Eric Martel describes the performance of the Montreal 
manufacturer’s ultra-long-range Global 8000 at EBACE 2022.
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speed in shallow dives, reaching Mach 
1.015. The flight was conducted from Santa 
Maria in California with a NASA F/A-18 
Hornet fighter acting as a chase plane. The 
supersonic trial was undertaken as part of 
a campaign to validate the Global 8000 for 
an Mmo of Mach 0.94—up from 0.925 on 
the Global 7500.

In terms of range, Bombardier is tar-
geting 8,000 nm for the 8000 versus the 
7500’s 7,700 nm. This opens up a number 
of new city-pairs, including Dubai-Houston, 
Singapore-Los Angeles, and London-Perth. 
While the 7500 can make similar long-dis-
tance flights in the right conditions, Bom-
bardier’s “no compromise” approach to 
development will mean that the 8000 has 
that range consistently available, without 
a customer having to potentially wait for 
favorable en-route winds in order to safely 
make the trip.

When initially talking about the Global 
8000, Bombardier envisioned that the air-
craft would be a version of the 7500 with 
length shortened by around eight feet and 
three cabin zones. During development 
of the 7500, it became apparent that the 
type’s transonic wing and aerodynamics 
would support further speed and range 
advances without compromise on fuse-
lage length. As a result, the 8000 features 
the full-length fuselage and, most impor-
tantly, o!ers the same four-zone cabin as 
the 7500. This is especially important on 
long-haul flights, when one of the zones 
can accommodate additional crew mem-
bers while still leaving three available for 
passenger accommodation.

While there are relatively few changes 
from the 7500, there are software modi-
fications and some tweaks applied to the 
GE Aviation Passport engines. The range 
improvements come largely from an opti-
mization of the empty weight and the 
resultant ability to carry more fuel in the 
existing tanks.

Bombardier said the list price of the 
Global 8000 is $78 million, up from $75 
million for the 7500. It will feature modern 

cabin technology and comfort, including a 
2,900-foot cabin altitude and the company’s 
own Pür Air and HEPA filter technology.

Other cabin features inherited from the 
7500 include the Soleil circadian lighting 
system and Nuage “zero-gravity” seats, 
with a number of configurations for the 
four-cabin zones, one of which is a princi-
pal suite with a full-size bed and stand-up 
shower. For the flight crew, the aircraft will 
be fitted with the Collins-based Bombardier 
Vision avionics suite.

The launch of the Global 8000 is also 
good news for customers of the 7500, 
whether their aircraft have been delivered 
or are still on order. When the 8000 enters 
service, an optional service bulletin will 
be issued for the 7500, allowing it to be 
retrofitted with the 8000’s performance 
enhancements if the customer so desires. 
The downtime needed for the retrofit is 
expected to be less than a week.

A BLENDED FUTURE  
FOR SUSTAINABILITY

While Martel has often discounted potential 
supersonic entrants—at least in the current 
regulatory environment—he stressed that 
most of Bombardier’s R&D funding was 
dedicated to projects involving sustainabil-
ity. And also during EBACE, Bombardier 
offered a glimpse at what it thinks could 
be the future of business jets: a blended- 
wing body design that forms a key part of 
its new Eco Jet sustainability initiative. 
The company revealed a small-scale model 
it has been using for extensive flight and 
wind-tunnel testing as it seeks to refine the 
technology it views as integral to its long-
term product strategy.

In the shorter term, Bombardier is also 
employing this model as a testbed for 
improvements that could be introduced 
more incrementally to existing aircraft.

 continues on page 42 
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After writing Blue Water Ditching in 2012, I 
have continued my education on the sub-
ject of aircraft emergency water landings 
by speaking with industry experts in our 
field. There are several concepts that need 
to be shared.

To remind pilots of the why, I point out 
that during the 1940s, 1950s, and even into 
the 2000s, we trained ditching. Because 
it happened. Today, because of greatly 
improved engines, fuel systems, electri-
cal grids, pressurization systems, fire-
proof cabins, etc., the risk has reduced to 
near zero. Training for ditching has been 
relegated to the back burner and some 
companies have pushed it completely o! 
the stove.

Predicting problems has never been easy 
in any industry, but to say a multi-engine 
aircraft will never ditch…well a DraftKings, 
Vegas, or Ladbrokes bookmaker probably 
cannot figure the odds. Over the years we 
have always tried to think ahead for the 
industry, and there are a few situations 
that could lead to the disaster.

A volcanic ash encounter, for example. 
The Tonga volcano eruption in January 
occurred 650 feet below the ocean surface. 
The explosion lasted nine minutes and 
50 seconds sending flying molten rock at 
supersonic speeds, creating sonic booms, 
and propelling an ash cloud to more than 
100,000 feet that expanded to 160 nm 
wide. I remind everyone that the Ring Of 
Fire stretches from the southern Pacific 
Ocean, past Japan, across southern Alaska, 
and all down the western coast of North, 
Central, and South America.

Other issues that could result in engine 
loss are heavy bird encounters, hail, 

uncontrollable fire, and fuel leaks. We are 
pilots, and pilots like to know and train for 
everything that can happen to us and our 
flying metal tube.

So when was the last time your chair 
flew or simulator re-enacted the 30 min-
utes of a ditching scenario?

The first and most important tech-
nique I have learned and now teach is 
this: if you are ever in the position of an 

o!-airport landing or a water ditching, turn 
on the ELT. Immediately! This should be 
(although it is not) the first step on every 
aircraft manufacturer’s ditching checklist.

Modern aircraft are equipped with 406-
Mhz transmitters that talk to the satellites. 
Within minutes after flipping the switch, 
the robust worldwide search and rescue 
organizations are looking at you and they 
see your location, altitude, heading, and 
speed. Rescue control centers are decid-
ing their next step: call local authorities, 
launch aircraft and Coast Guard ships, or 
direct maritime vessels.

Before you land on the water search and 
rescue authorities have the current sea 
state, water temperature, tide drift speed, 
and surface wind direction from worldwide 
anchored buoys. They even have access 
to classified data such as “where are navy 
ships today?” If you flip the switch, you 
don’t need to relay the same information 
three times to aircraft overhead, which 
wastes valuable time.

Second, the greatest aid ever invented 
for ocean-crossing crews is an applica-
tion—Ergo Blue—that has been on the 
drawing board and in testing for years. 
Today, it works perfectly and should be 
on every pilot’s iPad. Pilots can enter their 
coast-out and coast-in points, and Ergo 
Blue will display in real-time all the ships 
moving on the water along their route.

If you are on the Atlantic routes, crossing 
the Gulf of Mexico, en route to Australia, or 
transiting the Arctic Ocean on your way to 
Nur-Sultan, Kazakhstan, think about the 
security of knowing you can find and ditch 
near a ship. To quote Jim Stabile, CEO of 
Ergo developer Aeronautical Data Systems, 

Expert Opinion

BY DAVE MONTGOMERY 
CORPOR ATE PILOT (RE T IRED USAF COMMANDER)

Aircraft float posture  
and ditching considerations

... if you are ever in 
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airport landing or a 

water ditching, turn on 
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(although it is not) 
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ditching checklist. 
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“[The app] significantly expands the ditch-
ing envelope…Ergo helps you ditch at night, 
low ceiling and visibility and gets you as 
close to the ship as possible to reduce time 
of rescue.” You have just cut your time in 
the raft to possibly hours versus days.

Hopefully, soon, the map displays on 
our flight deck panels will be able to show 
a new overlay—“maritime”—depicting the 
ships and oil rigs below us. (Are you listen-
ing Garmin, Universal, Honeywell, Dynon, 
Collins, Thales, etc.?) Here is something 
you might not know; ocean-crossing ships 
have transponders just like aircraft, which is 
where Ergo receives its information. To see 
what this looks like, visit marinetra!c.com 
and click on the live map.

Third, while working on my last presen-
tation I compiled pictures of land aircraft 
ditched on the water. They prove how sur-
vivable a ditching is and open a new line of 
thought about buoyancy and how it relates.

I simplify buoyancy as the battle of float 
versus weight. Float occurs as the fuel 
tanks have some air and are trying to hold 
the aircraft on top of the water. Weight is 
trying to drag the aircraft under. It is a bat-
tle to see who wins.

As I pondered the pictures I focused on 
what was happening. The weight usually 
wins, but not immediately. And as it wins, it 
has great leverage on the metal tube. That 
leverage may be our enemy. Aircraft with 
forward-mounted engines (Piper, Cessna, 
King Air) almost always nose over and are 
pulled underneath the surface in a straight 
down posture. Weight overcomes float.

So what is the posture of aircraft with 
underwing engines (Boeing, Airbus)? I find 
two great examples. First is the Boeing 707 
in Lake Victoria in Africa, which floated for 
days, right side up, and never tilted in any 
direction. The weight never overcame the 
float—the wing tanks were empty, so it had 
positive buoyancy.

The second example is US Airways flight 
1549, the Airbus in the Hudson River. Ini-
tially, that aircraft also floated right side up. 
There was minimal buoyancy as the tanks 

contained a lot of fuel and little air. Eventu-
ally, the jet sank as it filled with water—the 
fuselage filled due to an accidentally opened 
rear door—and the weight of the structure 
overcame the float, an example of negative 
buoyancy. Underwing mounted engines 
have little leverage on the fuselage. They are 
pulling straight down on the wings.

This brings me to my main point and the 
significant question. Those in the business 
jet industry mainly fly rear-mounted, two- 
or three-engine aircraft. How will they 
float? I found zero pictures.

During my last three type rating training 
events, the evacuation training centered 
on escaping through overwing window 
exits. Two type ratings came in the last 
five years—the Embraer Phenom 300 and 
Cessna Citation Latitude. Both of these 
jets have a water dam located along the 
floor in front of the main entry door. The 
dam is raised before opening the main 
entrance door if you are on the water.

It seems laughable to think this eight-
inch dam keeps any water from entering 
the cabin. But why? Well, think about the 
battle of buoyancy versus weight. The 
heaviest part of the aircraft is the engines, 
and rear-mounted engines and systems 
mean the tail is the heavy end. Maybe 
the engineers have determined the float 
posture requires the water dam because 
the overwing window exits may not be 
useable? Aircraft manufacturers need to 

explain this, and I suggest they have—
hence the water dams.

Next time you are on the ramp with your 
aircraft, stand 30 feet o" the wingtip and 
ask yourself how would this machine float? 
Use your knowledge of center-of-gravity 
concepts as you analyze the distribution of 
weight. It is eye-opening.

In closing, I bring up a sticky subject on 
radio operations. Frequency spectrums 
have limits. In the VHF range, multiple 
agencies own parts of the spectrum and 
aviation owns 118.0 to 136.97. The Federal 
Communications Commission says never 
shall the parts overlap.

In New York on Sept. 11, 2001, the fire 
department could not talk to the police 
and vice versa. So I ask the FCC and the 
FAA why can’t your agencies work together 
and allow aviation radios to tune in the 
maritime band international emergency 
frequency (156.8)? If a crew faces a ditch-
ing, a pilot can press the emergency/mar-
itime button on the control head and 
broadcast on the frequency to make the 
mayday call to a ship before landing. It 
takes miles to stop a ship moving at only 
10 knots, and every minute counts.

Maybe that button could transmit on 
121.5 and 156.8? Then even after you land, 
you can still talk to the ship. There are 
great reasons to make this happen. Let’s 
think outside the box now, instead of 
thinking about it after we need it. z

USAirways Flight 1549 passengers on the right wing and in the slides/rafts await rescue ferries.
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Still a trickle but the flow of SAF is growing
BY CURT EPSTE IN

While improvements in aircraft design and 
technologies will ultimately give rise to 
new methods of flight such as electric and 
hydrogen propulsion, it is sustainable avia-
ton fuel that represents the biggest poten-
tial for carbon reductions in the short and 
mid-term horizons. But that’s only if pro-
duction can be scaled up enough to pro-
vide meaningful amounts.

In the U.S. last year, the Biden Admin-
istration issued the SAF Grand Challenge 
to encourage the domestic production 
of at least three billion gallons of SAF 
per year by 2030. That represents a dra-
matic increase over current worldwide 
production, which is estimated by the 
Commercial Aviation Alternative Fuels 
Initiative (CAAFI) to reach approxi-
mately 600 million gallons of 100 per-
cent (neat) SAF by the end of 2022. By 
2025, that total is expected to more 
than triple to about two billion gallons 

based on currently announced projects.
Included in those developments is a $2 

billion upgrade to the World Energy facil-
ity in Paramount, California, that will see 
the former petroleum refinery fully con-
verted to sustainable fuel production and 
give it an output capacity of 340 million 
gallons a year by 2025. Also in California, 
Phillips 66 has decided to convert its San 
Francisco-area refinery from petroleum to 
renewable fuels. The $850 million project 
will produce an initial 800 million gallons 
a year of renewable transportation fuels 
starting in the first quarter of 2024.

Last week, a consortium of energy 
industry companies led by SGP BioEn-
ergy announced it partnered with the 
Panamanian government to launch what 
will become the world’s largest biofuel 
production and distribution hub. Dubbed 
the Golden City Biorefinery, the facility 
is expected to begin production in 2024 

at an output of 60,000 barrels per day 
initially, expanding to a full capacity of 
180,000 barrels daily, or 2.6 billion gallons 
annually, of sustainable fuels—including 
SAF—derived from purpose-grown plant 
oils and waste fats by 2027.

Major renewable fuel producer Neste 
recently announced it is modifying its 
Rotterdam, Netherlands, refinery to bet-
ter enable SAF production. Currently, the 
facility is geared mainly toward renewable 
diesel output, but the nearly $200 million 
upgrade will give it the option to produce 
up to 500,000 tonnes of SAF a year as part 
of the existing capacity. Combined with 
the company’s ongoing Singapore refinery 
expansion, Neste will have the capacity to 
produce 1.5 million tonnes of sustainable 
aviation fuel annually by the end of 2023.

SAF is approved for use in blends with 
conventional jet-A at up to 50 percent, but 
tests by airframers, engine manufactur-
ers, and operators are ongoing to someday 
enable 100 percent SAF usage. At that level, 
the fuel can provide lifecycle carbon emis-
sion savings of up to 80 percent compared 
to standard petroleum-based jet-A. Typical 
blends in use today are 30 percent SAF.

In Europe, proposed as part of the 
European Commission’s Fit for 55 climate 
package, the ReFuelEU Aviation regulation 
would impose a mandate on fuel suppli-
ers to make SAF available at EU airports. 
While the current supply of SAF is less 
than 0.1 percent of industry volume world-
wide, starting in 2025 the obligation would 
require 2 percent of the overall aviation 
fuel supply to consist of SAF, gradually 
increasing to 63 percent in 2050.

Some countries such as Norway have 
already initiated quota mandates on 
the use of SAF. However, the European 
Commission noted that while sustain-
able aviation fuels have the potential to 
significantly reduce aircraft emissions, 

In preparation to o!oad a tank full of beef tallow feedstock, steam hoses are connected to the 
tanker to warm the contents so the tallow can easily flow for the next step in converting it to SAF. 
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this potential is largely untapped. That is 
because such fuels represent a very small 
percentage of total jet-A consumption.

According to business aviation sustain-
ability advisory 4Air, which provides an 
online SAF-tracking map, the eco-friendly 
fuel is available at a handful of locations 
in the UK, including Luton, Biggin Hill, 
and Farnborough airports in the London 
area, and Hawarden Airport in Chester. In 
a demonstration last year, Neste-provided 
SAF was introduced at Gatwick Airport 
for commercial aircraft use.

Across the English Channel, business 
aviation operators can find SAF at Paris Le 
Bourget and Clermont-Ferrand Auvergne 
airports in France, and at Amsterdam 
Schiphol Airport. Among the newest 
locations is Vienna International Airport 
after Miami-based AEG Fuels recently 
announced it has partnered with Austrian 
aviation fuel producer OMV to provide 
SAF to the airport through the latter’s 
direct pipeline to the airport.

OMV’s SAF is produced at its Schwechat 
refinery with used cooking oil collected 
by local firm Münzer Bioindustrie, which 
makes the production chain as regional as 
possible and reduces transport consider-
ations to cut emissions. The two compa-
nies will market the fuel for on-demand 
sales mainly to the general aviation market.

WHAT IS IT MADE FROM?
There are seven pathways approved by 
ASTM International for the production of 
SAF. But, according to CAAFI executive 
director Steve Csonka, at least 15 more 
processes are in the pipeline toward earn-
ing approval under ATSM D7566—the 
specification for jet fuel. The certification 
of additional production processes will 
continue to expand SAF supply, he said.

These processes use a wide range of 
feedstocks, with one of the crucial consid-
erations being that they do not compete 
with food products. World Energy uses 
beef tallow with seemingly-endless trains 
of railcars of the meat waste flowing into 

its Los Angeles-area facility. Used cooking 
oils and grease from animals and plants 
are used by Neste to manufacture its MY 
Neste fuel.

Earlier this year, bp began co-process-
ing SAF alongside conventional crude oil 
stocks at its Lingen, Germany refinery. It 
is the first industrial production facility in 
the country to use co-processing, which 
allows up to 5 percent SAF feedstock to 
be incorporated into the mix.

The company has been advocating for 
the limit of SAF feedstock co-process-
ing to be increased to as much as 30 per-
cent, according to Laura Bowden, Air bp’s 
global marketing manager. “We think that 
will benefit global [SAF] supply given the 
number of existing refineries today that 
can, over time, transition from fossil feed-
stocks through to sustainable feedstocks 
as well.”

Like many fuel providers, bp is betting 
heavily on renewable fuels as it estimates 
conventional oil and gas production is 
expected to decline by 40 percent from 
2019 levels by 2030. In its fourth-quarter 
earnings call, bp anticipated its investment 
in five major biofuels projects, including 
the conversion of up to two refineries.

Other potential sources include munic-
ipal solid waste (household garbage); 
recycled construction materials; agricul-
tural waste, such as corn husks and grain 
hulls; forestry waste; salt marsh grasses; 
seaweeds and algae; fermented sugar cane 
juice; non-food, high oilseed crops, such 
as camelina, carinata, and jatropha; and 
even non-recyclable plastics.

Hitting on that last note, London-based 
renewable fuel startup Clean Planet Energy 
(CPE) launched a new SAF produced from 
plastics that would otherwise be simply 
incinerated or put into landfills. CPE has 
a production plant already under construc-
tion in Teeside in the UK and as many as 11 
more under development worldwide.

Through CPE’s proprietary process, 
plastic hydrocarbons are broken down into 
small chains, which are then upgraded into 
new products such as SAF and petrochem-
ical feedstocks from which new recycla-
ble plastics can be manufactured. Bp just 
signed a 10-year o!take agreement for the 
output of the Teeside facility, which can 
process 20,000 tonnes of waste plastic 
a year.

When it comes to feedstocks, even the 
air itself can be used. A team of Swiss 
researchers at public research university 
ETH Zurich announced last year that they 
have developed technology to produce SAF 
using nothing but air and sunlight.

Their sun-to-liquid process converts 
the compounds carbon dioxide (CO2) and 
water (H2O) into CO and H2 in a specific 
ratio known as syngas. The final step con-
verts the syngas into liquid hydrocarbons. 
By tailoring the syngas composition, the 
researchers were able to produce either 
drop-in synthetic methanol or kerosene 
that would be fully compatible with exist-
ing infrastructure and fuel supplies.

A spin-o! company known as Synhelion 
has licensed the technology and is building 
the first industrial facility for the produc-
tion of carbon-neutral solar fuel in Jülich, 
Germany, with the start of fuel production 
anticipated as early as next year. z
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SAF is uniquely clear-looking and burns 
cleaner than traditional oil-based jet fuels, 

o!ering further environmental benefits.
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Airbus creates ACJ TwoTwenty studio
BY MAT T THURBER

Airbus has opened the ACJ 
TwoTwenty creative stu-
dio at its headquarters in 
Toulouse, France. Adjacent 
to the fuselage mockups 
for every Airbus model in 
Toulouse, where airlines 
can select interior config-
urations and materials, the 
creative studio is designed 
to help buyers finalize the interior for their 
new ACJ TwoTwenty.

“We are extremely proud to open this 
unique creative studio for our customers,” 
said Airbus Corporate Jets president Ben-
oit De!orge. “It is important to make them 
feel the space and ultimate comfort it is 
bringing, thanks to the latest technologies 

we offer our customers, a real-time and 
immersive design experience.”

The development of the creative studio 
stemmed from discussions among Airbus 
Corporate Jets team members and cus-
tomers as well as Comlux Group, which 
is the exclusive completion center for 
the first 15 ACJ Two Twentys. These will 

be done at Comlux’s Indi-
anapolis, Indiana, facility.

Because there are not yet 
any fully completed ACJ 
TwoTwenty demonstra-
tors available, according to 
Chadi Saade, Airbus Cor-
porate Jets vice president 
commercial, the company 
needed a way to help cus-

tomers visualize the airplane’s expansive 
cabin and decide on how they want it out-
fitted. “This is extremely important,” he 
said. While the creative studio will always 
complement seeing the actual aircraft, 
he added, “This is a great first step while 
waiting for the [demonstrator] aircraft. 
This will be an efficient tool to finalize 

 The customer needed lots of support. 
Now the customer goes in the integrator 
and decides what it looks like. It’s way 

di!erent than what we were previously 
doing and like what others are doing. 
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the design and selection of options.”
Airbus has taken a different approach 

with the interior design of the ACJ Two- 
Twenty. Where buyers of other ACJ mod-
els can customize their aircraft starting 
from a completely bare interior, ACJ 
TwoTwenty buyers begin by choosing a 
configuration for each of the six zones 
then selecting from hundreds of fabric, 
carpet, wood veneer, and plated metal fin-
ishing options.

The online configurator allows buyers 
to click on various furniture layouts for 
each zone, including the full kitchen (gal-
ley). During their visit to the creative stu-
dio, buyers can see what their layout looks 
like in a full-size projection of the cabin 
on the floor of the studio. After donning a 
virtual reality (VR) headset, the customer 
can not only walk through and view the 
layout in 3D but also see and compare the 
materials choices, integrated into the VR 
view, as well as lighting e!ects. To help get 
started, customers can select one of three 
optional cabin designs or a special Cyril 
Kongo edition.

“We predefine the options for the cabin,” 
said Sylvain Mariat, head of Airbus Cor-
porate Jets creative design. “It was a huge 
discussion to make something easy for 
customization [of the cabin]. The creative 
studio is an extension of the concept of 
the A220, with a lot of high-end tools and 
the latest technology for the customer to 
choose their interior. It was very exciting 
in my life and work in Airbus to design this 
kind of specific project. The result is very 
magic. We can go very far in customization, 
and in the end make something unique, 
depending on the customer’s taste.”

“Previously we had a fully customized 
cabin on the ACJ319 and ACJ320,” said 
Saade. “The customer needed lots of sup-
port. Now the customer goes in the inte-
grator and decides what it looks like. It’s 
way different than what we were previ-
ously doing and like what others are doing. 
But it doesn’t mean they can’t customize 
their interior. There are 200 different 

colors and fabrics they can choose from. 
That’s fine-tuning. The bulk of the cus-
tomization is done [with the configurator] 
then the customer gets into the general 
ambiance with their own designer or with 
the help of Sylvain.”

With 786 sq ft of floor space, the ACJ 
TwoTwenty offers “double the space 
and volume of any competitor aircraft, 
according to Airbus, while the jet’s exter-
nal footprint is just slightly larger than its 

ultra-long-range, large-cabin, purpose-built 
business jet competitors. The creative 
studio illustrates these differences, to 
show potential buyers how the larger ACJ 
TwoTwenty cabin compares to its ultra-
long-range jet competitors. One of the key 
differences is because the ACJ’s engines 
are mounted on the wing, and thus the 
cabin extends further aft, with much less 
space needed for equipment. A typical 
business jet with tail-mounted engines 

In Airbus’s creative studio, AIN editor-in-chief Matt Thurber tries out the virtual reality ACJ 
TwoTwenty interior, where materials, colors, and lighting e!ects can quickly be changed. 

After choosing the configuration of their interior, ACJ TwoTwenty buyers select materials and 
colors as part of their visit to the Airbus creative studio in Toulouse, France. 
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requires a significant amount of space in 
the aft fuselage for engine-related hard-
ware and components, but that isn’t the 
case for a jet with wing-mounted engines. 
In the ACJ TwoTwenty, this characteristic 
adds 25 feet to the cabin length.

Cabin width of the Airbus jet is 
10 feet 8 inches and height is 6 feet 6 
inches. Volume is 5,210 cu ft. Airbus 
compares the ACJ TwoTwenty’s cabin 
to the largest purpose- built business 
jets, the Dassault Falcon 10X, Bombar-
dier Global 7500, and Gulfstream G700. 
The 10X’s cabin is 9 feet 1 inch wide and 6 
feet 8 inches tall. The Global 7500’s cabin 
is 8 feet wide and 6 feet 2 inches tall. The 
G700 cabin is 8 feet 2 inches wide and 6 feet 
3 inches tall.

The ACJ TwoTwenty can fly 5,650 nm or 
12 hours carrying eight passengers and has 
a maximum altitude of 41,000 feet. Typical 
cruise speed is Mach 0.78 and maximum 
operating speed Mach 0.82. This is slower 
than the ultra-long-range jets, which o!er 
long-range cruise speeds of about Mach 
0.85 and high-speed cruise of Mach 0.90, 
with maximum altitudes of 51,000 feet.

Another feature in the creative studio 
is a mockup of a cabin section fitted with 
retractable size-comparison blade-like ele-
ments that illustrate the di!erence between 
the ACJ TwoTwenty and competitors’ 

cabins. With the blade elements retracted, 
the customer can see how movable demon-
stration chairs fit into the ACJ TwoTwenty 
cabin, then with the blades extended, com-
pare that same seat layout and see how it 
fits in the smaller business jet cabin.

“It’s two to three times the size of other 
aircraft for the same acquisition price,” 
said Saade. “On top of that, it comes with 
30 percent lower operating costs. The 
experience you can have onboard is unique, 
the space is unique. I really believe it’s 
going to be a game-changer.

“This is an important market for us,” he 
said. “The kind of customers who had a 
[traditional ultra-long-range jet] said, ‘If I 
can have the same thing for the same price 
at twice to three times the cabin size, with 
a proper bedroom and dining table, it’s a 
no-brainer.’ The experience you can have 
onboard is unique, the space is unique.”

“There is still room for the others [com-
peting jets],” said Mariat, “but for once we 
can compete head-to-head [with them].”

Compared to large business jets, the 

footprint of the ACJ TwoTwenty is only 
slightly larger. Overall length is 114 feet 9 
inches and wingspan 115 feet 1 inch. The 
Global 7500, by comparison, is 111 feet 
long and has a wingspan of 104 feet. Tail 
height may be an issue for ACJ buyers, 

however, as many business jet han-
gars are designed for sub-30-foot-high 
airplanes. The ACJ TwoTwenty’s tail 
height is 37 feet, 8 inches.

While the ACJ TwoTwenty burns 
more fuel, “it is cheaper to operate,” 
Saade said, because its maintenance 

costs are lower. There are so many A220s 
in airline operation that parts cost less and 
maintenance and training are widely avail-
able anywhere in the world at reasonable 
prices, according to Saade. The ACJ TwoT-
wenty’s two 24,000-pound-thrust Pratt & 
Whitney PW1500G engines are designed to 
rarely if ever be removed for maintenance. 

“[Operators] will probably never have to 
remove an engine,” he said, given the fewer 
number of flight hours that business air-
craft typically fly. Also contributing to the 
lower operating costs is the ACJ TwoT-
wenty’s low-use maintenance program.

Airbus has already seen commitments 
for five ACJ TwoTwentys this year and 
10 total orders since the jet was launched. 

“We didn’t see a slowdown [during the pan-
demic],” Saade said. z

 I really believe it’s going 
to be a game-changer. 

At the ACJ TwoTwenty creative studio, a full-size cabin mockup is fitted with retractable elements (right) that help illustrate the di!erence in size 
between the ACJ TwoTwenty’s cabin and typical modern ultra-long-range business jets. 
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Among the companies making their EBACE 
debut this year was Titan Fuels, one of the 
largest aviation fuel distributors in the U.S. 
In business since 1975, the North Carolina 
company is now looking to expand its oper-
ations into Europe and beyond through its 
acquisition in April of Akryl, an aviation fuel 
reseller with a worldwide digital fuel pro-
curement platform based in Geneva.

While Titan fuels a network of more than 
500 FBOs in the U.S., the situation in the rest 
of the world is di!erent from what it is used 
to, according to Akryl founder Daniel Coetzer, 
who will serve as CEO of Titan Europe. Out-
side of North America, fuel is typically pro-
vided by airports, fuel companies, or resellers, 
rather than the FBO-centric model. This deal 
will allow the expansion of the Titan contract 
fuel program to U.S.- and Canadian-based 
customers traveling abroad. “It was ideal for 
Titan to purchase a local business that knows 
the business, [and] when the approach from 
Titan came, it was a perfect fit,” Coetzer told 
AIN. “Obviously they have their customers in 
the U.S. which now will have the network in 
Europe, the Middle East, Africa, and Asia.”

A long-time veteran of the European air-
craft fueling business, Coetzer began his 
latest venture, Akryl, in 2020 at the height 
of the pandemic. Plans to announce the 
launch at that year’s EBACE were scrapped 
when the show, like virtually every other 
in-person event in the world, was canceled.

Despite those headwinds, his company 
amassed a customer base of approximately 
500 aircraft tail numbers that Akryl will bring 
into the Titan network. Through this agree-
ment, when those aircraft fly to the U.S. they 
will already be familiar with the Titan brand.

In terms of the record-high fuel prices the 
industry is experiencing, Coetzer believes the 
situation will not resolve itself soon. “The fuel 
price I believe is still going to go a little bit up, 
I would say another 20 to 30 percent, and 
then it is going to settle down because I think 

the Middle East will start to fill the gaps a lit-
tle.” Coetzer expects prices to begin receding 
early next year, leaving operators with several 
more months of pain at the pump.

Though many are promoting the benefits 
of sustainable aviation fuel (SAF), Coetzer 
notes that the aviation industry is walking a 
fine line between encouraging and support-
ing the SAF producers and pursuing near-
term sustainability goals.

“The [SAF] supply and the distribution 
in Europe are very di"cult,” he explained. 

“It’s very rare to find it, and if you find it, it’s 
very expensive, so I think the best option 
for business aviation at this time is using 
carbon o!sets as an alternative. It’s not that 
expensive and the price [of fuel] is already 
high, so carbon credits add another 10 or 20 

cents to the price but, at least you are green 
and it goes into a carbon o!set program.”

Electrification and hydrogen power, may 
eventually provide strong sustainable solu-
tions, Coetzer stated, “but we are still in 
with oil for a very long time.” z

Titan acquistion fuels European expansion
BY CURT EPSTE IN

DANIEL COE T ZER 

CEO Titan Europe 
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Social inflation, increased awards 
driving insurance premium hikes

BY K IM ROSENLOF

“Social inflation,” sharply increased jury 
awards and claims, and aircraft ground-
ings are all taking a toll on aircraft insur-
ance premiums, which jumped by 20 
percent for the general aviation sector 
last year alone, according to participants 
at the recent Aviation Insurance Associa-
tion conference.

Returning as an in-person event for the 
first time in more than two years, the con-
ference brought aviation insurance brokers, 
underwriters, and attorneys to Nashville, 
Tennessee, from April 29 to May 2 to dis-
cuss the e!ects of the pandemic, increas-
ing claims costs, and aircraft groundings 
on nearly all facets of the indusry.

NUMBERS STILL LOOKING  
BLEAK FOR BOTH INSURERS  

AND INSUREDS
Je! Bruno, president and chief underwrit-
ing officer for U.S. operations at Global 
Aerospace, cited numbers from the McK-
insey & Company Global Insurance Report 
2022 indicating that during the year gen-
eral aviation entities paid $2.6 billion in 
insurance premiums, airlines $1.7 billion, 
manufacturers (product liability) $1 bil-
lion, space $450 million, and war policies 
$250 million.

The U.S. general aviation (USGA) total 
premium collected increased 33 percent 
from 2018 to 2020, reportedly “the largest 

increase in written premium for the USGA 
market since the period immediately fol-
lowing 9/11,” according to Milliman’s U.S. 
General Aviation Admitted Market Sum-
mary of 2020 Statutory Financial Results 
report (with data collected through July 
2021). Total general aviation premiums 
jumped another estimated 20 percent in 
2021 from $2.1 billion to $2.6 billion.

Despite the increase in premiums and 
the initial reduction in flying during Covid-
19 shutdowns, general aviation insurers in 
the U.S. still lost approximately $52 million 
in 2020 alone. Compared with the $285 
million loss in 2019, it was a “good” year; 
U.S. general aviation insurers lost a total of 
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$693 million before expenses and reinsur-
ance in the five policy years between 2016 
and 2019. In the same five-year timeframe, 
airline insurers lost $50 million, even 
including a $300 million profit blip in 2020.

“There’s definitely some headwinds for 
insurers,” said Bruno. “While we were 
all paying attention to Covid, we went to 
sleep on some of these issues that haven’t 
gone away. A $100 million claim used to be 
a one-in-20 kind of event, then it became a 
one-in-10 event. Now I think it’s less than 
one-in-five. We’re actually seeing a couple 
of these a year now.”

NEW TERM: SOCIAL INFLATION
The increasing frequency and dollar 
amounts of high-value verdicts is one fac-
tor in the hikes in claims costs. From the 
dancer  awarded $143 million in 2017 when 
a bus platform at O’Hare International Air-
port collapsed, to the family of  a United 
Airlines wing walker hit by a fuel truck at 
a Houston airport awarded $353.7 mil-
lion (the family had asked for $1 million), 

“nuclear” awards of more than $10 million 
are so commonplace that plainti! lawyers 
are routinely asking for—and receiving—
judgments of more than $100 million.

“There’s been a paradigm shift,” said 
Nicole Wolfe Stout, partner at Strawinski 
& Stout in Atlanta. “Years ago it was the 
plaintiff ’s lawyer that was saying, ‘I can’t 
a!ord to take this to trial.’ Or they would 
have to do a cost/benefit analysis. Now 
[defense lawyers] are saying we can’t take 
this to trial instead of ‘should we take this 
to trial?’”

The term “social inflation” has been 
coined, and was used throughout the con-
ference, to denote the increased loss costs 
stemming from claims that are exception-
ally more severe than anticipated. Sparked 
by a shift in societal norms where younger, 
educated, and more socially “aware” jurors 
parlay their distrust of government and 
dislike for corporations into sensational 
judgments that can then be bandied about 
on social media, social inflation has rapidly 

escalated single-plaintiff judgments to 
heights previously thought absurd.

“Quiet voices now recognize that they 
have a voice in our society,” said Marissa 
Beyers, CEO of Trial Behavior Consulting. 

“[They] use Facebook to schedule the protest, 
Twitter to coordinate, and YouTube to tell 
the world…and if they can make that voice 
heard by returning a verdict against big, bad 
corporate America, they’re thrilled to do so.”

The result is that in cases normally 
worth $2 million, plaintiff attorneys are 
setting opening demands for $100 million, 
especially if the defendant is any type of 
government or corporate entity, including 
the insurance companies.

“You can find yourself in the situation 
with a $100 million demand on a $2 mil-
lion case,” said Ted Green, global head of 
aerospace claims for AIG. “I’m aware of 
more than a handful of cases where some 
very serious money was offered by the 
defendants; plainti!s still went to trial and 
we wound up with verdicts way beyond the 
$100 million pre-trial demand.”

Plainti! attorneys routinely use a “rep-
tile” theory made popular by the book, 

“Reptile: The 2009 Manual of the Plain-
tiff ’s Revolution” written by attorneys 

David Ball and Don Keenan. The book, now 
selling used on Amazon for nearly $1,200, 
teaches plaintiff attorneys how to subtly 
get jurors to decide the case emotionally; 
the International Risk Management Insti-
tute (IRMI) defines the reptile theory as 

“focusing the jury’s reaction to instinctively 
favor safety and survival of their families 
and community (versus plainti! ’s actual 
injuries) by demonstrating the defen-
dant’s conduct endangers their families 
and community as a whole.” Rather than 
focusing on the plainti! ’s injuries or how 
the accident occurred, “reptile” lawyers 
typically present safety rules at the outset 
of litigation—perhaps from state or federal 
statutes, industry standards, or employee 
handbooks—and then box the defendant 
into admitting a violation of these rules, 
whether that violation directly contributed 
to the injury or not.

“Frankly, I think the defense bar is 
behind in this challenge,” said Stout. 

“We’re seeing an immense amount of coor-
dination in the plainti! ’s bar to capitalize 
on fear, uncertainty, and anxiety, particu-
larly in the last two years with Covid-19. So 
our traditional defense tactics with pick-
ing juries have not caught up. Typically, 
we would rely on more conservative 

MARISSA BE YERS 
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people on the jury to side with corpora-
tions and believe in personal responsi-
bility, and that’s fallen by the wayside. 
Instead, we’re seeing just general anger 
toward corporations.”

Thanks to social media and internet- 
based news feeds, social inflation is not 
limited to the U.S. “Foreign claimants are 
well aware of what’s going on in the U.S. in 
terms of jury verdicts,” said Armando Carlo, 
director of insurance litigation and claims 
at Boeing. “A recent example came up in 
negotiations where the plaintiffs argued, 

‘We know George Floyd’s family got $27 mil-
lion so we want at least $27 million because 
your company killed our family members.’ 
I don’t know if it’s coming from the claim-
ants themselves or the plainti! ’s lawyers…
but it definitely impacts the negotiations.”

Some plainti! law teams are asking for 
high-dollar verdicts not because the dam-
ages warrant the judgment, but because 
their litigation financing contract requires 
a certain payout. Bruno cited a Novem-
ber 2021 Bloomberg article that indicated 
investment by hedge funds, private equity 
firms, and sovereign wealth funds in “high 
stakes court cases” reached more than $39 
billion worldwide as of 2019.

“Venture capital firms are actively 
seeking out plaintiffs, bringing the best 
resources to bear, and pushing for trial 
verdicts with a real reluctance to settle 
in order to get a proper return on their 
investment,” Bruno said. “We think it’s 
unethical, and we insurers who are defend-
ing your clients feel like we’re fighting 
with one hand tied behind our back. It’s a 
real problem.”

One leader in litigation financing is 
Burford Capital, which claims to be the 

“largest and most experienced provider 
of commercial legal finance in the world.” 
Founded in 2009, the company funds the 
costs and expenses of litigation or arbitra-
tion, with more than 1,000 “matters” in 
its current $5.1 billion investment portfo-
lio and a 96 percent return rate on con-
cluded matters. Burford’s website says it 

allows law firms to “manage budgets and 
costs,” citing an example of a law firm that 

“bridged the gap between its hourly fees 
and a client’s budget—and won a $110 mil-
lion award.”

“We need to educate the general pop-
ulation about these funding agreements 
because we can’t get it into evidence 
unless the [testifying experts] are in on it,” 
said Stout. “In some jurisdictions, we can 
cross-examine on the fee protection agree-
ment to show bias, but the challenge here 
is how do we get an evidentiary benefit to 
acknowledge the reality of the situation.”

AIRCRAFT GROUNDINGS AFFECTING 
INSURANCE RATES

Another hot topic in the aviation insurance 
industry is the increased level of losses due 
to the grounding of aircraft fleets. While 
the insurance industry has offered full 
and partial grounding liability coverage 
to aircraft OEMs and first-party aircraft 

grounding coverage to operators since the 
worldwide grounding of de Havilland Com-
ets in 1954, there were almost no claims for 
decades. The coverage, which for OEMs is 
generally underwritten as part of an avia-
tion general liability policy with no addi-
tional premium collected, only comes into 
e!ect if a regulatory authority grounds a 
certified aircraft from all operations due 
to an “existing, alleged or suspected con-
dition a!ecting the safe operation of such 
aircraft,” according to verbiage by the 
International Union of Aerospace Insurers.

Although the parking of airline fleets 
during the pandemic did not trigger this 
specific grounding liability coverage in 
most aviation insurance policies, the 
industry has still taken big hits from the 
increased willingness of government 
regulators worldwide to ground entire 
aircraft fleets in recent years. Accord-
ing to Bill Kingsley, account executive 
at AssuredPartners Aerospace in Plano, 

Je! Bruno, president and chief underwriting o"cer for U.S. operations at Global Aerospace, 
speaks during the 2022 Aviation Insurance Association conference in Nashville, Tennessee.

 While we were all paying attention to 
Covid, we went to sleep on some of these 

issues that haven’t gone away… 

KI
M

 R
O

SE
NL

O
F



SCAN ME

BOOK YOUR STAND

Don’t be left in

transit!

PARIS AIR SHOW is

boarding now

19 > 25 JUNE 2023

WHERE AEROSPACE LEADERS 
GET DOWN TO BUSINESS

http://siae.fr


Aviation International News \  July 2022  \  a inon l ine .com40

Texas, the frequency and severity of aircraft 
groundings have increased since 1999 when 
the Australian Civil Aviation Safety Author-
ity grounded thousands of piston-powered 
aircraft after discovering a fuel contam-
ination issue. Other recent notable fleet 
groundings have included Airbus EC225 
Super Pumas following the in-flight sepa-
ration of the main rotor system in a 2016 
crash, Boeing 777s powered by Pratt & 
Whitney PW4000 engines after one engine 
shed fan blades shortly after takeoff in 
2021, and the Boeing 737 Max, which alone 
incurred a $500 million grounding pol-
icy sublimit.

Kingsley cited several reasons for the 
increase in fleet groundings over the past 
few years, including an increase in both 
supplemental type certificates and mod-
ifications (i.e., more products increasing 

overall liability exposure) and airworthi-
ness directives issued, increasing technol-
ogy and complexity of aircraft and systems, 
and even society’s increased reluctance to 
accept risk.

“In today’s world, as a society, as a pop-
ulation, we are not willing to accept the 
level of risk that perhaps we were willing 
to accept 25 or 50 years ago,” Kingsley said.

While the overall effect of grounding 
losses on the aviation industry may have 
contributed to rates increasing as insurers 
try to mitigate years of losses, the effect 
on specific manufacturers can be devastat-
ing. Tamarack Aerospace president Jacob 
Klinginsmith discussed the 2019 grounding 
of 91 Cessna Citations that had the com-
pany’s STC’d active winglet modification 
installed after a few aircraft experienced 
uncommanded rolls due to a loose screw 

in the system. Despite the company’s pro-
active issuance of service bulletins and no 
injuries or damage to aircraft experiencing 
the rolls, the FAA grounded the U.S. fleet 
for more than 60 days while EASA grounded 
the European fleet for nearly four months. 
The grounding resulted in seven claims 
totaling approximately $2.7 million.

“Part of the stress of [the event] was get-
ting the letter that there was no coverage 
for the grounding claims,” said Klingin-
smith. “We worked through that, and 
after some of the exclusions, we had cov-
erage for about 50 percent of the ground-
ing claims. Then we were up for renewal 
on our product [liability] coverage, and 
of course, we got a notice of nonrenewal 
for that. So we got a new broker, and new 
underwriting and incurred a 700 percent 
increase in premiums.” z

RUSSIAN SEIZURE OF WESTERN AIRCRAFT COULD COST INSURERS BILLIONS

In March, the Russian government had con-
fiscated, nationalized, or seized more than 
500 Western-owned or financed aircraft pre-
viously leased to Russian entities. The aircraft, 
grounded in Russia due to sanctions against 
the country after its invasion of Ukraine, are 
reportedly worth about $13 billion. According 
to Je! Bruno, president and chief underwrit-
ing o"cer for U.S. operations at Global Aero-
space, claims are already starting to come in 

and could ultimately cost aircraft insurers more 
than $4 billion. Other sources estimate the 
losses up to $10 billion. “It’s a good reminder 
of the volatile nature of aviation risk,” said 
Bruno. “And there’s certainly reinsurance impli-
cations. This loss is multiples of the 9/11 loss, 
and I think it’s going to go into the retro market 
where reinsurers purchase their reinsurance. 
Their management and their capital are going 
to demand that they put direct insurers under 

pressure, and you’re going to see all of that 
permeate down to the base in some way.”

Bruno predicts that the massive loss will shake 
up the aviation insurance industry the way 9/11 did.

“Certainly regions are going to be excluded, 
and you’re going to see reduced policy aggre-
gates for war,” Bruno said. “Some market par-
ticipants, wholesale and retail, might exit the 
business and it’s even possible that some might 
not survive.” K.R.
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Sanctioned jets proving a problem 
for service providers

BY CURT EPSTE IN

While the political fallout from Russia’s 
attack on Ukraine has had a deleterious 
effect on private aviation, with flights in 
the region down by 60-70 percent from 
pre-pandemic levels, it is not just aircraft 
operators that are being affected but ser-
vice providers as well.

In a conversation at EBACE in May, David 
Paddock, president of Jet Aviation, noted 
that “less than 20” Russian-owned business 
jets were on its properties undergoing main-
tenance when the sanctions resulting from 
Russia’s February invasion were imposed. 

“We had to immediately stop work on 
those airplanes,” he told AIN, adding that 
a completions project for one of the sanc-
tioned Russian individuals was also halted. 

“The impact on us is a mix of sanctioned 

customers as well as Russian persons, and 
we’re restricted obviously from doing busi-
ness with both of those groups. We have a 
few hundred Russian customers that we are 
not touching at all right now.”

Due to U.S. export control restrictions, 
the company cannot even obtain new parts 
for those impacted aircraft in most cases. 

“For example, our sister company Gulfst-
ream will not supply parts for Russian air-
planes, either sanctioned or Russian- person 
controlled, so, therefore, we are not able to 
install any parts or touch those airplanes, 
not just in EU or UK or U.S. airspace, but 
anywhere including places like Dubai 
and Singapore, so the U.S. export control 
restriction is global,” explained Paddock.

Those aircraft that were in Jet Aviation’s 

hangars at the time the sanctions were 
imposed have been removed and parked on 
the apron. While some service providers 
may be turning a blind eye toward the chal-
lenging process required to determine the 
ultimate ownership of the aircraft brought 
to them, the General Dynamics subsidiary 
is taking its obligations seriously.

“What we’ve done in the past two months 
is work through with all of the aviation reg-
ulatory authorities with our parent company 
[and] with the customers,” said Paddock, add-
ing that each case is being handled on a sep-
arate basis. The company is also relying upon 
guidance from its internal and external coun-
sels, as well as compliance resources from the 
U.S. Commerce and State Departments.

Jet Aviation is among the service providers that are playing host to Russian private aircraft that were undergoing maintenance  
in its facilities when sanctions were imposed as a result of the war in Ukraine. The grounded aircraft have left  

the companies wondering who will be paying bills that continue to mount. 

 continues on page 60 
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While details of the development are 
still very much in the works or under wraps, 
Benoit Breault, Bombardier’s director of 
research and technology, told AIN that 
the blended-wing concept is “a key part 
of our strategic thinking.” The company’s 
engineering brain-trust sees the aerody-
namic improvements promised by the 
new wing as being one of three pillars to 
support its ambitions to reduce business 
aviation’s carbon emissions. Switching to 
using sustainable aviation fuel and adopt-
ing new propulsion systems such as hydro-
gen, hybrid-electric, and all-electric power 
sources round out the other two pillars.

For now, Bombardier remains agnostic 
about what direction it might take for the 
propulsion system of a next-generation 
business jet. Breault indicated that the com-
pany is already in talks with several lead-
ing engine manufacturers about how the 
blended- wing architecture might accom-
modate next-generation propulsion systems.

“Our approach has been to think about 
what our portfolio of products should and 
could look like 30 years from now, and 
then backtrack to determine what technol-
ogies we need to achieve that, with a carte 
blanche in terms of options to be consid-
ered,” Breault explained.

His strategic technologies o!ce is advanc-
ing a diverse portfolio of research programs, 
tasked with ensuring that the Canadian air-
framer can achieve the technology readiness 
levels required to progress. In concert with 
that, a conceptual design team is looking at 
what the aircraft of the future could look like.

“Some of the work is at the concept 
stage, but in other cases, it is in a devel-
opment timeline that could lead to 
technology finding its way onto other 
[existing] aircraft programs,” Breault 
said. “We have to deliver technology for 
the short, mid, and long terms, and try 
to strike a balance from an investment 
point of view so that we are feeding the 
short- and medium-term objectives.”

The Bombardier team, which Breault said 

has deep expertise in aerodynamics, began 
its work on the blended-wing concept more 
than a decade ago when a couple of engi-
neers started projecting future needs and 
possibilities. With one eye on existing mili-
tary aviation interest in blended wings, they 
also launched research programs with sev-
eral key universities.

At this point, the company believes the 
work is somewhere between technology 
readiness levels (TRL) 3 and 4, with some 
initial wind-tunnel testing successfully 
completed and work protected under pat-
ents. A scale model, at just 7 percent of the 
size of Bombardier’s Global family of long-
range aircraft, has been flying for the past 
three years in secret in Quebec.

The company is now building a model that 
will be around twice the size of the unit on 
display at EBACE and expects to start flying 
it at the same remote location in Quebec 
over the next six to 12 months. “This will 
give us greater precision in our data collec-
tion,” Breault explained, adding that the 
work should get Bombardier closer to its aim 
of achieving TRL 6. A TRL 6 technology has 
a fully functional prototype or representa-
tional model, while the ultimate goal is TRL 9, 
indicating a technology is “flight-proven.”

In this next phase of work, Bombardier 
also plans to further explore possible designs 
for future business aircraft. It will also 
advance its evaluation of new propulsion 
systems, which could include hybrid-electric 
and distributed electric technology.

Building on early work with the blend-
ed-wing architecture, the company will also 

step up work on new avenues for aerody-
namic improvements. Breault said this will 
include novel boundary layer injection tech-
niques to reduce drag in the tail section by 
slowing down the boundary layer of air along 
the airframe. “If we can re-energize this 
speed to one that matches the speed of the 
aircraft, we will reduce the drag in a way that 
is very novel for business aircraft,” he said.

Bombardier’s reasoning for taking a mul-
tifaceted approach to driving down business 
aviation’s carbon emissions is to do every-
thing possible to ensure that this special 
mode of transportation maintains its advan-
tages for end-users as it gets greener.

“We believe passengers will have to make 
some compromises to fly sustainably,” 
Breault told AIN. “For example, using hydro-
gen fuel [for direct propulsion in engines] 
could need enormous cryogenic tanks, but 
passengers probably won’t want to compro-
mise on the size and comfort of their cabins. 
What brought us to the Global 7500 were 
[the goals of flying] farther, faster, smoother 
and more connected, but we believe we can 
achieve both passenger comfort and social 
and environmental responsibility.”

Part of Bombardier’s focus for work aimed 
at short- and mid-term applications is on the 
electrification of existing aircraft subsystems. 
For instance, it is evaluating possibilities 
such as using hydrogen fuel cells to replace 
the ram air turbines that provide emergency 
power in the event of an engine failure.

The company is also looking to introduce 
digital-twin technology that creates an exact 
replication of systems, using updated real-
time data, and using simulation, machine 
learning, and artificial intelligence to sup-
port decision-making. Breault said this 
approach has already been adopted for 
health monitoring for the Global 7500 and 
is now set to be expanded for other Bom-
bardier aircraft and engine data.

“It is too early to say for sure that technol-
ogy like the blended wing is definitely the 
future [of business aircraft] but we are posi-
tive that we can mature it,” Breault concluded, 
while acknowledging the risks entailed. z

A model of Bombardier’s Eco Jet  
blended-wing design concept.
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Bivy Stick simplifies Iridium 
satcom messaging

BY MAT T THURBER

At last year’s EAA AirVenture show in 
Oshkosh, Wisconsin, ACR Electronics 
introduced the Bivy Stick two-way Iridium 
satellite messenger to the aviation commu-
nity. Weighing just 100 grams and about 
the size of a deck of cards, the Bivy Stick 
doesn’t have its own display but works 
with a smartphone for messaging, location 
tracking and sharing, and viewing GPS 
maps and live weather forecasts. By itself 
(or connected to the smartphone) it can 
make a distress call to emergency services.

ACR purchased the Bivy company last 
March. “We had been watching that mar-
ket for years,” said Mikele D’Arcangelo, 
ACR Electronics global v-p, marketing 
and product management. “We wanted to 
make sure we found the right product.”

In addition to Bivy, ACR owns companies 
that specialize in aviation and maritime 
tracking and communications and emer-
gency products and services. These include 
names familiar to those in the aviation 
industry such as Artex, Blue Sky Network, 
Flight Data Systems, FreeFlight Systems, 
Latitude Technologies, and Skytrac.

“We got a very positive reception at Osh-
kosh,” D’Arcangelo said, “and we sold a 
bunch.” After buying the company, ACR 
updated the Bivy stick with new track-
ing intervals of two and five minutes, in 
addition to the existing 30 and 60 min-
utes. Previously the shortest interval was 
10 minutes. Another feature that pilots 
like is the Bivy Stick’s 1/4-inch thread 
mount adaptor, which is compatible with 
many mounting systems including GoPro 
mounts. The Bivy Stick is also IPX7 rated 
for water protection, which means water-
proof to a depth of one meter for up to 30 

minutes. Battery life is up to 120 hours of 
normal operation.

The Bivy Stick sells for $199.95 with a 
required minimum four-month subscription 
to a plus or unlimited data plan. Plans range 
from Basic at $19.99 monthly or $14.99 with 
an annual subscription plan to Plus at $34.99 
($29.99 annual plan) and Unlimited at $49.99 
($44.99 annual plan). Each plan includes a 
specific number of credits for tracking, mes-
sages, and weather reports. All plans include 
unlimited sending of “check-in” messages; 
these are pre-written stored messages that 
the user can send at any time. Also included 
is emergency SOS messaging via Global Res-
cue. Plans can be deactivated at any time and 
reactivated with no fee.

Without a smartphone connected to the 
Bivy Stick, it can still be used to send check-in 
messages and SOS alerts, using buttons 
on the device. Global Rescue will respond 
to SOS messages and contact local emer-
gency services for the subscriber. ACR also 
offers higher-level services through Global 
Rescue, including medical evacuation and 

consultation as well as security services, for 
additional fees.

USING THE BIVY STICK
I tested the Bivy stick while hiking and in 
the air, and it consistently worked well, 
connecting seamlessly with both GPS and 
Iridium satellites. Using the Bivy app on 
my iPhone, I was able to send and receive 
messages reliably. I did the airborne test-
ing in light airplanes and in a CitationJet 
at FL410 and never had any problems com-
municating and also tracking my journey.

Typing messages in the app is simple, 
and as long as there is Bluetooth between 
the smartphone (iOS or Android) and the 
Bivy Stick and a clear view of the sky, the 
message should go through.

The Bivy Stick is light and easy to keep 
in a pocket of my backpack while traveling. 
And the ability to send a quick message to 
my family while flying in an airplane with-
out air-to-ground or satcom service is a 
bonus. The included maps are also a handy 
feature for outdoor activities. z

ACR Electronics’ Bivy Stick Iridium satellite messaging device worked  
well at FL410 in a CitationJet.
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Rogerson Kratos getting the  
‘Top Drop’ on fires

BY MARK HUBER

Rogerson Kratos subsidiary Top Drop is 
offering a customized aerial firefighting 
solution using repurposed surplus U.S. 
Army Sikorsky Black Hawk helicopters. 
Repurposing the UH-60A and L model 
Black Hawks can cut acquisition costs by 
up to two-thirds as opposed to purchasing 
comparable new equipment, CEO Michael 
Rogerson told AIN. Rogerson thinks the 
idea of serving communities directly will 
become popular as more towns take aerial 
firefighting into their own hands and the 
fire danger becomes more acute. Like now, 
for instance.

This year is shaping up to be one of the 
worst U.S. wildfire seasons on record. By 
early June, nearly two million acres had 
already burned, nearly triple the amount 
at that time last year. In New Mexico 
alone, five fires cumulatively had torched 
660,000 acres. Fire-prone California 
recorded 30 wildfires during the first five 
months of the year, including the 600-acre 
Old Fire blaze that popped up on Memorial 
Day near Napa Valley’s wine country.

The past firefighting doctrine of “let it 
burn” is increasingly being displaced by 
one of rapid response. In California, the 
Department of Forestry and Fire Protec-
tion, better known as Cal Fire, emphasizes 
the need to quench fires in the crib during 
the first 10 acres of an outbreak. In the 
main, this strategy is successful 95 percent 
of the time, according to the agency. The 
other 5 percent is the problem.

In Napa, the populace and numerous 
wineries are still recovering from 2020’s 
Glass Fire, which raged on uncontained 
for 23 days, incinerating more than 67,000 
acres in September and October, laying 
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waste to 642 homes, nearly 2,000 other 
structures, and damaging or destroying 
dozens of wineries, restaurants, and inns.

Although Cal Fire maintains its own fleet 
of firefighting fixed-wing aircraft and heli-
copters, including a fleet scheduled to grow 
to a dozen new Sikorsky S-70i Firehawks, 
increasingly fire-susceptible communities 
are taking matters into their own hands. 
The Los Angeles County Fire Department 
operates seven Firehawks. In San Diego, 
both the Sheri! Department and the local 
utility, SDG&E, operate a collective fleet of 
medium Bell twins, an Erickson Air-Crane, 
and a Sikorsky Firehawk. Santa Barbara 
County also operates the Firehawk.

The Firehawk is a capable, albeit pricey, 
solution to get water and retardants on 
a fire in a hurry. Its quick-fill belly tank 
can hold up to 1,000 gallons and it can 
be kitted with a variety of mission-com-
plementary technology including a rescue 
hoist, external cargo hook, searchlights, 
and tactical communications and naviga-
tion systems. It can also be equipped with 
forward- looking infrared (FLIR) cameras 
and night vision goggles, giving it true 
around-the-clock capability. With a full 
load, the Firehawk can race to a fire at 
speeds up to 140 knots.

But all this capability comes with a price 
that can run near $30 million per aircraft 
when adding custom avionics installation 
and spares, putting the aircraft out of 
reach of all but the largest and most a"u-
ent state and local governments. In South-
ern California’s Orange County, the local 
government has contracted with Coulson 
Aviation for use of the company’s firefight-
ing tandem rotor CH-47s. “Those helicop-
ters had previously been on contracts in 
Northern California, but Orange County 
was willing to pay earlier to ensure those 
helicopters were available for the fire sea-
son,” Rogerson said. 

In Napa, where the fire danger is well 
understood, last year from August to 

November the county spent $1.86 million 
to contract for the exclusive services of a 
used Black Hawk kitted with a 900- gallon 
water bucket from operator Blue Sky Heli-
copters. While Cal Fire had agreed to base 
a contracted helicopter nearby, it was 
not there on an exclusive-use basis and 
the agency in fact withdrew it for use on 
fires elsewhere in the state. For Napa, still 
dealing with the charred remains from the 
Glass Fire conflagration, this presented an 
unacceptable risk.

As in Napa, not all local governments 
are willing to acquire their own helicop-
ters—yet. “I think they are going to do 
it in stages,” Rogerson said. “They will 
lease or rent helicopters for the fire sea-
son. Other states are doing this. They start 
with a lease and when they see the diffi-
culties of an exclusive use [agreement], 
they tend to move toward acquiring their 

own helicopters. Our interest is either one. 
We can support leases or sell them heli-
copters for significantly less than new by 
taking U.S. BEST [Black Hawk Exchange 
Sales Program for the sale of surplus U.S. 
Army UH-60As], modernizing their avi-
onics, and installing the best firefighting 
solution for that particular municipality,” 
Rogerson said. Top Drop is currently run-
ning a leasing program from McClellan 
Airport in Sacramento, which, not coinci-
dentally, is the headquarters for Cal Fire’s 
aviation operations.

“We want to stay close to the customer 
and have the ability to communicate well. 
That location also allows us to dispatch 
quickly to areas that traditionally have 
had large fires in the past,” he said. Top 
Drop is entertaining exclusive-use cus-
tomer leases that will enable helicopters 
to respond to fires within 10-15 minutes of 
a call-out. “You have to be really close to 
it [the fire] and have a fast helicopter like 
the Black Hawk.”

Napa is the type of community Rogerson 
has in mind for his company’s conversion. 
Rogerson has initially acquired four Army 
surplus UH-60As and already converted 
two to the firefighting configuration, which, 
he says, has a typical out-the-door price 
of between $8 to $10 million—helicopter 
included—depending on the equipment 
selected. The cost of the conversion itself 
to a customer-provided helicopter could 
range between $1 million and $2 million. 

“Repurposing UH-60As not only saves on 
acquisition costs but also on support and 
maintenance costs,” Rogerson said.

The Top Drop equipment suite provides 
upgraded navigation, surveillance, and 
sensor systems that enable night-time 
aerial firefighting operations. The package 
not only supports day/night operations 
but also delivers “the best accuracy while 
replenishing drops with a hover snorkel 
for the fastest return on the fire. The accu-
racy of our drops matches the additional 
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capacity, and the verification of features 
ensures the best results,” according 
to Rogerson.

It features a digital cockpit, a quick-fill 
internal water tank, and high-definition 
cameras. The avionics suite includes digi-
tal displays, moving map, flight-following 
satcom, enhanced navigation, dual com-
mercial radios, ADS-B, loud hailer, digital 
audio system, telemetry unit, integrated 
FMS, and integrated maintenance system.

According to Top Drop, the integrated 
avionics suite replaces analog equipment 
and can include advanced GPS, a traf-
fic collision avoidance system, terrain 
awareness and warning system, as well 
as forward- looking infrared. The snor-
kel refills the tank in 60 seconds, and 
the firefighting tank system has an auto-
matic foam dispenser and integrated con-
trol functions.

Rogerson said the available internal, 
roll-on, roll-o! 850-gallon water/retardant 
tank saves significant weight and cost and 
provides an additional level of safety for 
night-time operations as there is “nothing 
dangling below the helicopter. You really 
can’t go flying around neighborhoods at 

night with this line dangling down to a 
bucket, nobody wants that.” Customers can 
also opt for the lower-priced option: a sling-
loaded water bucket. Switching over from 
the bucket to the internal tank can take less 
than a week. “There are choices and they 
are cost-driven. Municipalities, especially 
in California, are very cost- sensitive to the 
equipment,” Rogerson said. “I don’t think 
we’re at the perfect solution, yet. We’ve got 
to be cost-conscious to the market.”

The conversion is made via FAA form 
337, and Top Drop is targeting a 90-day 
turnaround from order to delivery, while 
the installation takes approximately 22 
days. The conversion works with any 
avionics installation, although the com-
pany recommends panel modernization 
to reduce pilot workload. The mission- 
specific avionics works with either the 
bucket or internal tank. Top Drop provides 
a complete turnkey system including full 
documentation, field support, logistics, 
and certification. “If you deploy to the 
customer or out in the field, that’s a di!er-
ent level of support,” Rogerson said. “We 
provide the pilots, mechanics, and sup-
port personnel.”

For customers who purchase aircraft, 
Rogerson counsels that it will “take time 
to absorb them in terms of training issues 
for the aircraft and the di!erent types of 
firefighting” in which the operator engages. 
He said pilot training would be a “cooper-
ative e!ort” beginning with type rating on 
the aircraft and established training com-
panies such as FlightSafety. “We integrate 
our training into the other training pro-
grams that are out there. It’s very e"cient 
for the operator.”

Rogerson said the “rapid response” fire-
fighting doctrine provides the impetus for 
wider use of the Black Hawk platforms on 
fires. “It really is the critical part of it, get-
ting there before the fire really gets going 
and being able to hit the fire exactly where 
you want to.” He said offering the system 
with a bucket and not just the internal 
tank “preserves a multi-mission capability. 
Our solution is adaptable to those di!erent 
approaches. There’s more than one way to 
skin a cat. We use di!erent technologies for 
di!erent needs. The types of [water] delivery 
are very important but so are the accuracy 
and speed at which the helicopter can drop 
and refill. The technology is the thing.” z

The Rogerson Kratos Top Drop conversion of the Black Hawk costs about one-third of the price of a new fire-fighting helicopter.
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Signature Opens New FBO at Birmingham Airport

Signature Flight Support has opened its new FBO facility at the 
UK’s Birmingham Airport. The structure replaces the previous 
1930’s-era terminal that was damaged by flooding in 2018.

The world’s largest private aviation service provider, 
Signature had been operating from a temporary facility 
until the opening of the new building. Construction 
took three months plus an additional month of interior 
finishing. The 2,400-sq-ft facility features a passenger 
lounge, refreshment bar, in-house security screening, 
pilot lounge, and electric vehicle charging station.

“The newly-built FBO in Birmingham reflects the resilience of 
our team and the importance of this location within our EMEA 
network,” said Daniel Myles, the company’s area director for 
the UK. “General aviation continues to be a commercial driver 
to both the airport and Birmingham city, and we look forward 
to greeting attendees of the upcoming Commonwealth Games 
and Women’s UEFA Football Championship this summer.”

Modern Aviation To Acquire Three California FBOs

FBO operator Modern Aviation will expand its network 
with the purchase of California-based Superior Aviation 
Company’s (SACJet) trio of Sacramento-area facilities. 
Included in the deal—which is subject to regulatory approval 
and is expected to close by the third quarter—are the Capital 
Jet Center at Sacramento International Airport, Mather 
Jet Center at Mather Airport, and Executive Jet Center at 
Sacramento Executive Airport. Each are the lone service 
provider at their respective airports. Modern will retain 
all of the operational employees at the three locations.

“As the capital of California, Sacramento is a highly 
attractive, growing general aviation market, and these FBOs 
provide world-class service to a wide range of customers,” 

said Modern CEO Mark Carmen, who added that his 
company’s goal is to develop a national FBO network. “The 
opportunity to acquire SACJet’s three Sacramento FBOs 
and build upon their reputation for client service is 
another important milestone in executing our strategy.”

Modern Aviation, which was founded in 2018, announced 
in October that it was acquiring Sheltair’s five New York-area 
FBOs. When completed, this latest transaction will give the 
rapidly growing FBO chain its first foothold in the Golden State 
and bring its total number of facilities to 12 from coast-to-coast.

APP Jet Center Adds Second Florida FBO

APP Jet Center has acquired the former Atlantic Aviation 
FBO at Witham Field (KSUA) in Stuart, Florida after the 
latter was required to divest it as part of the regulatory 
approval process for its merger with Ross Aviation.

Last August, Ross acquired the long-standing Stuart 
Jet Center, and then in November, it agreed to a merger 
with Atlantic Aviation. With the 25 Ross Aviation FBOs 
currently in the process of being rebranded as Atlantic 
Aviation locations, Atlantic was required to sell its FBO 
on the southwest side of the airport, while retaining 
the Ross Aviation FBO location that is located there.

For APP, this represents its fifth location nationwide. At 
KSUA it acquired 110,000 sq ft of hangar capacity, and 
a recently renovated 8,000-sq-ft terminal, including a 
conference room, pilots lounge, flight planning center, and 
refreshment bar. The former Atlantic sta! will remain in place.

“We are delighted to be integrating Stuart into APP’s 
growing network of FBO locations,” said CEO Dan Harrow, 
adding the company has been operating along Florida’s 
Treasure Coast for many years and has firsthand knowledge 
of the growth of general aviation in South Florida.

FBO AND AIRPORT NEWS BY CURT EPSTEIN

On the Ground
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FBO Profile: Northgate Aviation Chico Jet Center
When Star Wars debuted in 1977, few could 
have imagined that 45 years later it would 
be more popular than ever, having inspired 
five sequels, three prequels, two stand-
alone movies, several animated and live- 
action series, countless video games, books, 
toys, and one FBO.

Northgate Aviation Chico Jet Center, the 
lone service provider at California’s Chico 
Municipal Airport (KCIC), has been family- 
owned for the past 17 years. After Alicia 
Rock’s father became unable to continue 
managing the day-to-day operations of the 
facility eight years ago due to health issues, 
she left her law career and stepped in as 
COO and general counsel. Quickly bitten by 
the aviation bug, Rock overhauled the FBO 
and also decided to imprint her love of the 
science-fiction epic on the facility, dressing it 
up with large murals, a huge inflatable Mille-
nium Falcon hanging in the lobby, statues of 
stormtroopers, and her collection of Star Wars 
memorabilia displayed in glass cases.

Customers regularly send her care pack-
ages containing Star Wars items they picked 
up in their travels. “Everybody that has 
come in, even if they’re not Star Wars fans, 
find it super delightful,” Rock told AIN. 

While Rock was unhappy with how a 
mural turned out in the men’s restroom 
depicting Han Solo, one of the heroes of 
the series, that displeasure turned to acute 
embarrassment the day Han Solo himself, 
actor and pilot Harrison Ford, landed unan-
nounced in his helicopter. After exiting the 
facility, a bemused Ford informed Rock that 
while he loved the Star Wars theme, the Han 
Solo image looked nothing like him. She 
quickly brought the artist back to fix it to a 
more representative likeness.

At KCIC the FBO occupies a vintage 
26,000-sq-ft hangar complete with an elab-
orate truss system holding up the roof. The 

terminal part of the hangar occupies 1,700 
sq ft and includes a 20-seat a/v-equipped 
conference room, a passenger lounge, pilot 
lounge, and crew cars.

While the FBO sees its share of business 
aviation tra!c, the airport serves another 
crucial role as one of Cal Fire’s 13 bases 
scattered around the state and one of only 
three in Northern California that can handle 
the larger Type 1 fire bombers. Support-
ing that activity bolsters the Titan Fuels-
branded FBO’s volumes, which with last 
year’s wildfires, totaled nearly 750,000 gal-
lons. “It’s a little bit di"erent to be an FBO at 
a firebase,” Rock said.

There is perhaps no one who under-
stands the vital nature of that operation 
better than Rock, who recalled seeing the 
start of California’s infamous Camp Fire as 
a plume of smoke in the distance from her 
Butte County home in the early morning of 
Nov. 8, 2018. Knowing the dry conditions 
made it a harbinger of heavy activity at 
the airport, she quickly made some calls to 
order extra aviation fuel loads, ensuring that 
the FBO’s three 12,000-gallon jet fuel tanks 
were full along with its three 5,000- gallon 
refuelers. Soon ash began to fall, and she 

marshaled her family and dogs and led 
a convoy of vehicles out of the immedi-
ate danger zone to a friend’s house. She 
then headed to the FBO, stopping first at 
a supermarket along the way to stock up 
on ready-made meals to feed the busy fire 
crews. Soon the fire shifted, forcing her to 
go retrieve her family, dogs, and a horse 
and bring them to the FBO.

That evening Rock received word that 
her home had burned to the ground in what 
was to become the deadliest and costliest 
fire in state history. With more than 33,000 
people displaced by the fire and nearly 
20,000 homes destroyed, hotel rooms 
were unavailable in the area, so her family 
lived in the FBO terminal for the next two 
and a half weeks, as pilots and crews slept 
anywhere they could. That period included 
Thanksgiving, and with scores of crews from 
state agencies and the National Guard still 
living out of tents at the airport, Rock was 
approached by their leadership asking if 
they could hold a holiday dinner at the FBO. 
She readily agreed and helped set up the 
meal for nearly 300 people, all falling under 
what Rock described simply as customer 
service. C.E.

2018’s Camp Fire, one of the worst natural disasters in California history, lights up the sky with 
an unearthly glow in a photo taken from the Northgate Aviation Chico Jet Center hangar.
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Signature TechnicAir MRO Approved for HondaJet Mx

Signature TechnicAir’s Bournemouth, UK heavy maintenance 
facility has been named a Honda Aircraft-authorized service 
center and as such will support HondaJet customers in western 
Europe. The authorization means factory-trained and certified 
technicians using the latest tools and technology will provide 
base maintenance for HondaJets under all EASA and UK 
Civil Aviation Authority regulations and OEM specifications. 
Further, Signature TechnicAir also has received certification 
as a GE Honda Aero Engines authorized service provider, 
which enables the MRO’s technicians to service the GE Honda 
Aero Engines HF120 turbofans that power the HondaJet. 
Additional support for HondaJet customers in the UK, 
including AOG, is available through Signature TechnicAir’s line 
maintenance and mobile service units based at London Luton, 
Farnborough, London Biggin Hill, and Manchester airports.

StandardAero To Acquire EB Airfoils

StandardAero has signed an agreement to acquire EB 
Airfoils, a Palm City, Florida-based aircraft engine fan blade, 
compressor blade, and vane MRO provider. Operating 
from two facilities encompassing nearly 20,000 sq ft and 
with 50 employees, EB Airfoils is one of a few companies in 
the world that has been granted OEM source approval or 
source demonstration for the repair and overhaul of those 
turbine engine components. The privately held company’s 
portfolio of source approvals spans Pratt & Whitney, GE 
Aviation, CFM International, and International Aero 
Engines platforms. EB Airfoils is in the process of receiving 
additional approvals through source demonstrations.

“EB Airfoils expands StandardAero’s existing airfoil 
capabilities at our Cork, Kansas City, and Singapore facilities 
to provide a more comprehensive o!ering of hot and cold 
section airfoils with immediate growth for our component 

repair capabilities for blades, vanes, and other cold section 
component services to our portfolio,” said StandardAero 
chairman and CEO Russell Ford. “This acquisition marks 
another strategic initiative to continue to expand our 
worldwide portfolio of MRO and component repair services.”

Aero-Dienst Extends CF34 Engine Support Agreement

GE Aviation has extended its agreement with MRO and service 
provider Aero-Dienst to support the CF34 turbofan engine 
that powers the Bombardier Challenger 600 series as part of 
the OEM's authorized service center network. The German 
company became one of the first authorized service providers 
in GE’s European business/general aviation network in 2011.

Aero-Dienst performs maintenance on around 600 
Challenger 600s every year and o!ers AOG and mobile 
repair team services. It also performs engine work, including 
removal and reinstallation of components as part of the GE 
OnPoint program. The company maintains a stock of original 
GE spare parts at its main base at Nuremberg, Germany.

Gulfstream Expanding St. Louis Completions

Gulfstream Aerospace is expanding completions operations at 
its St. Louis Downtown Airport facility to increase cabinetry 
and exterior paint production of its large-cabin twinjets. 
The expansion will include the hiring of 140 additional 
cabinetmakers and finishers, upholsterers, aircraft painters, 
manufacturing and operations engineers, and certification 
inspectors, as well as additional support positions. The 
Savannah, Georgia-based airframer opened the St. Louis 
Service Center in 2017, and it spans 11 hangars with more 
than 637,457 sq ft of shop and support space. It can service 
large-cabin and midsize aircraft with U.S. or European 
registration under its FAA and EASA Part 145 certificates.

BY JERRY SIEBENMARK

Maintenance
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Bevan looks to continue growth while ‘perfecting our art’
As Bevan Aviation approaches seven 
decades in business, owner Kent McIntyre 
is working to bring more work in-house to 
the avionics repair and installation and air-
craft maintenance provider at Wichita Eisen-
hower National Airport. The 25-employee 
FAA Part 145 repair station recently added 
metal cutting and powder coating to its 
capabilities, which McIntyre told AIN allows 
Bevan to manufacture custom instrument 
panels instead of shipping that work o! to 
contractors. “We’ve been fortunate to hire 
people with new talents and that’s helped 
us out a lot,” he said.

Based out of two, 10,000-sq-ft hangars 
and 2,200 sq ft of office space, avionics 
installation is the biggest part of Bevan’s 
business. It is a Garmin dealer, which McIn-
tyre said is Bevan’s biggest vendor. Addi-
tionally, the company o!ers ship-in, ship-out 
avionics repair, and airframe and engine 
maintenance on piston airplanes, turbo-
props, and business jets.

“The ship-in, ship-out repair has changed 
some because a lot of what we used to 
work on isn’t out there,” he said. “It looks 
to us like a lot of the small shops that used 
to do that work are no longer doing it. We 
see that business picking up a little bit, but I 
think it will decline in 10 years.”

The company was started in 1954 by 
Ralph Bevan. Bevan had another company, 
Rabell Electronics (a combination of Ralph’s 
first name and that of his wife, Isabell) that 
he eventually merged with Bevan, and for 
years it was known as Bevan-Rabell. It was 
about four years ago that McIntyre changed 
the name of the company to Bevan Aviation 
to reflect its growing turbine airplane work.

McIntyre came to Bevan in 1989 to run 
its installation shop and do some sales. “I 
was at Airplane Services in Wellington 
[Kansas] and kind of helped them get their 

STC program started and going,” he said. 
“At some point I just decided it wasn’t my 
dream anymore. I knew the owner here, 
Bob Patterson, and we talked it over and he 
made me an o!er and I came up here.”

After 14 years, McIntyre bought the com-
pany in 2003 from Patterson, who was 
retiring. “I’d always hoped that would be an 
opportunity,” he added.

McIntyre got into the aviation business 
by working line service at the airport in 
Wellington while learning to fly. His interest 
was stirred by his uncle, who was a pilot in 
World War II and later would rent airplanes 
to fly, taking McIntyre with him. “I always tell 
everybody I fell off the hay wagon by the 
airport and never found my way home.”

During McIntyre’s tenure as owner Bevan 
has seen “steady, not huge growth” and will 

continue to do so. “I think at this point we’re 
perfecting our art more and more, all the 
time,” he added.

Bevan’s biggest challenge is the supply 
chain. So far, the company has been able 
to work around the issue most of this year 
by carrying more inventory than it typi-
cally would. “You kind of throw a dart in 
the morning and see what you’re going to 
order for that day and hope you get it within 
the next five or six months,” McIntyre said. 

“Not every vendor has that problem but the 
majority of them do. Just-in-time inventory 
was great until it wasn’t.” J.S.

Bevan Aviation avionics technician Charles Smitley applies sealant around an antenna on 
a twin-engine Cessna 414A undergoing an avionics upgrade.
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Preliminary Reports

Freighter Collides 
with Smokestack

Cessna 208B, April 13, 2022,  
Heyburn, Idaho

The 30-year-old pilot of a FedEx feeder 
Cessna Caravan was killed when the air-
craft struck one of six smokestacks on the 
roof of a potato processing plant while 
on final approach to Runway 20 at Bur-
ley Municipal Airport in Idaho. The flight 
was arriving from Salt Lake City on an 
instrument flight plan. Prevailing weather 
included one mile visibility in light snow 
and mist, a two-degree temperature- 
dewpoint spread, broken clouds at 2,300 
feet agl, and a 2,800-foot overcast.

The accident occurred during the pilot’s 
second RNAV approach to Burley’s Run-
way 20, after having flown the missed 
approach following the first attempt. After 
she reported passing the initial approach 
fix, air tra!c control cleared her to change 
to the local advisory frequency. A witness 
a quarter mile away saw the Caravan break 
out of the clouds, then almost immediately 
enter a plume of steam from the plant’s 
stacks. Security camera footage showed 
it descending in a wings-level, nose-high 
attitude until it struck a smokestack rein-
forced by a steel framework and fell onto 
the roof. First responders subsequently 
recovered about 40 gallons of spilled 
jet fuel.

Press reports indicate that other aviators, 
including the pilot’s father, have frequently 
complained that the smokestacks pose an 
unreasonable hazard to arriving aircraft 
and called for either the plant’s closure or 
relocation of the airport.

Two Injured at PG&E 
Training Facility

Bell 407, May 11, 2022, Livermore, California 

The pilot and a lineman undergoing train-
ing survived with injuries after a contrac-
tor’s helicopter went down on the grounds 
of Pacific Gas and Electric’s Livermore 
Electric Safety Academy. The pilot had to 
be extricated from the wreckage and taken 
to a trauma center. The lineman, who’d 
been tethered to the aircraft’s exterior, was 
hospitalized as a precaution but was walk-
ing under his own power immediately after-
wards. No property damage to the facility 
was reported.

The 35-acre facility adjacent to the 
Lawrence Livermore National Laboratory 
contains a gravel lot the size of 10 football 
fields and numerous 40-foot poles. Line-
men practice hoisting on and o" the poles 
from helicopters as well as climbing them 
from the ground. The aircraft reportedly 
came to rest in a parking lot east of a heli-
pad. Further details have not been released.

Final Reports

Spatial Disorientation, 
Icing Ruled Out in Fatal 

Departure Stall

Pilatus PC-12, Nov. 30, 2019,  
Chamberlain, South Dakota

Although the pilot was unable to clear snow 
from the horizontal stabilizer before tak-
ing o" into low IMC, the NTSB concluded 
that the single-engine turboprop’s crash 
three-quarters of a mile from its departure 
airport resulted from the combination of a 
center of gravity aft of limits and the pilot’s 

abruptly pulling the nose up to a steep angle 
during the takeo" roll. He and eight passen-
gers were killed and three more passengers 
su"ered serious injuries when the airplane 
stalled into a dormant cornfield barely one 
minute after lifto".

The airplane arrived at 09:27 the previ-
ous morning and remained on the ramp 
overnight. The pilot and passengers 
stayed at a nearby lodge. On the morning 
of the accident, the pilot and one passen-
ger bought isopropyl alcohol at a hard-
ware store while the others went hunting. 
According to a representative of the lodge, 
the two spent three hours clearing accu-
mulated ice and snow, but were unable to 
reach the horizontal stabilizer with the 
available seven-foot ladder. The pilot said 
they needed to get home, the airplane was 

“98 percent good,” and the accumulation on 
the tail would fall o" during takeo". The 
lodge representative recalled heavy snow 
at the time.

Data recovered from its lightweight data 
recorder (LDR) showed that the Pilatus 
entered a left turn immediately after lifto"; 
the stall warning and stick shaker activated 
one second later. The left bank reached 64 
degrees at its peak altitude of 380 feet as its 
airspeed decayed to 80 knots. NTSB weight-
and-balance calculations estimated that it 
was loaded 107 pounds above its maximum 
gross weight with a center of gravity 3.99 to 
5.49 inches aft of limits. Twelve people were 
aboard the 10-seat airplane. LDR data from 
previous flights suggested that the accident 
pilot tended to rotate abruptly, with a heavy 
pull on the controls. Performance studies 
indicated that the pitch and airspeed oscil-
lations after takeo" were pilot-induced and 
control authority should have been ade-
quate until the moment of the stall.

Accidents

BY DAVID JACK KENNY

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

Piper PA-31T, Dec. 28, 2019, 
Lafayette, Louisiana

ADS-B track data led the NTSB to conclude 
that the pilot succumbed to spatial disorien-
tation shortly after taking o! into a 200-foot 
overcast layer. He and four of his five pas-
sengers were killed when the twin- engine 
turboprop crashed onto a road and slid 
across a parking lot less than two and a half 
minutes after takeo!; the fifth passenger 
and the occupant of a car the airplane struck 
were seriously hurt, and two people in the 
adjacent building su!ered minor injuries 
from broken glass. The flight was operating 
on an instrument clearance from Lafayette 
Regional Airport to Dekalb-Peachtree Air-
port outside Atlanta. Prevailing weather 
included five-knot southeast winds and vis-
ibility of three-quarters of a mile with 200 
feet vertical visibility.

The pilot was cleared to take o! from 
Runway 22 at 9:18:26 with instructions to 
climb to 2,000 feet on a heading of 240 
degrees. The airplane began a slight right 
turn, then gradually began rolling left as it 
climbed through 474 feet. Passing through 
700 feet, the pilot read back instructions 
to turn right to 330 degrees and climb to 
10,000 feet; no further transmissions were 
received. The Cheyenne reached its peak 
altitude of 925 feet at 9:20:40 while banked 
35 degrees left, then began descending. At 
9:20:57, it descended through 320 feet at a 
rate of 2,500 feet per minute in a 75-degree 
left bank.

The 1,531-hour private pilot held an 
instrument rating, but his logbooks were 
not recovered and his currency for flight in 
instrument conditions could not be estab-
lished. His most recent recurrent train-
ing had been conducted in the accident 
airplane in April 2019 with a pilot whose 
instructor certificate had expired two 
months earlier. That flight did not include 
flight in either actual or simulated instru-
ment conditions.

Helicopter Lost in Takeo! Collision

Airbus Helicopters AS350B,  
March 7, 2021, Touques, Calvados, France

The pilot and only passenger were killed 
and the aircraft destroyed when its main 
rotor blades struck tree branches during 
an attempted confined-area takeo!. The 
helicopter had arrived at the private prop-
erty the previous evening, approaching over 
lower growth to land in a grassy area facing 
23-meter (75-foot) trees. It touched down 
on the flattest portion of the landing zone, 
parts of which were steeply sloped.

Takeo! took place at 17:43; the tree branches 
facing the helicopter were in the shade. A wit-
ness saw it climb vertically without backing 
up, then decrease its pitch attitude before the 
main rotor blades struck the branches of an 
ash tree at a height of roughly 19 meters (62 
feet). The resulting torque reaction severed 
the tail boom from the fuselage, which fell to 
the ground in a spin, and also wrenched the 
two front seats from their attachment points. 
The flight lasted just 11 seconds.

The 74-year-old pilot held an airline trans-
port pilot certificate with type ratings for four 
Airbus transport-category jets and commercial 
privileges for helicopter rated for the AS350, 
EC130, and Robinson R22 and R44. He also held 
a helicopter flight instructor certificate issued 
on Aug. 9, 2020 and a Class 1 medical certifi-
cate requiring use of corrective lenses. His pilot 
logbook was not found, but BEA investigators’ 
analysis of the helicopter logbooks concluded 
that he’d logged about 1,400 hours in helicop-
ters including 100 in the AS350. His approval to 
use o!-airport landing sites was valid through 
June 25, 2021. The 1981-model helicopter had 
logged 8,011.52 total hours.

Challenger Destroyed 
by Severe Turbulence

Canadair CL-600-2B16 Challenger 601-3A, 
May 5, 2019,  

139 nm northwest of Monclova, Mexico

Severe turbulence encountered inside a 
thunderstorm cell caused the crew to lose 

control of the aircraft at FL410, entering 
an inverted flat spin and flaming out both 
engines. The two pilots and 11 passen-
gers perished when the U.S.-registered 
corporate jet crashed into remote desert 
terrain at an elevation of 1,088 meters 
(3,570 feet).

The flight departed Las Vegas-McCarran 
International Airport at 21:52 UTC (14:52 
local time) on an instrument flight plan to 
Monterrey, Mexico at a cruising altitude 
of FL370. After crossing the border, the 
crew contacted the Monterrey Air Control 
Center at 23:24 UTC, requesting a climb to 
FL390, which was approved. Nine minutes 
later the airplane entered the outer area 
of the storm and experienced increasing 
turbulence, with vertical accelerations 
between 0.68 and 1.40 g. The pilots then 
requested a climb to the airplane’s maxi-
mum certified operating altitude of FL410. 
This was also approved.

Archived weather radar data showed 
that the Challenger entered the core of 
the storm at 23:37:00 UTC, just when the 
flight data recorder logged sharply increas-
ing turbulence and bank angles in either 
direction rolling through 18 degrees. Eigh-
teen seconds later, “a massive disturbance 
in the air mass” imposed a downward 
acceleration of -1.98 g, quickly followed 
by +2.40 g in upward acceleration. Within 
three seconds, g-forces switched from 

-1.88 to +2.74, and within four more sec-
onds, the airplane rolled 90 degrees to the 
right as it continued climbing to FL425. 
The Challenger reached its peak altitude 
of FL448 inverted, banked 60 degrees nose 
down, before briefly rolling wings level 
and then going inverted again. Spectral 
signatures identified on the cockpit voice 
recorder suggested that both engines shut 
down during the initial upset.  z
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Within 6 Months

Aug. 8, 2022

EASA: Remote Airport ATS
This Notice of Proposed Amendment 
(NPA) from EASA addresses the evolving 
technological, procedural, and opera-
tional aspects of remote airport air tra!c 
services (ATS), with the aim of facilitat-
ing its safe and uniform implementation 
by EASA member states and promoting 
the development and deployment of new 
digital technologies. Remote provision of 
air tra!c services, referred to as digital 
towers, enables ATS from airports where 
direct visual observation is not available. 
Instead, the view of the entire airport is 
through digital technology. Comments on 
the NPA are due Aug. 8, 2022.

Aug. 11, 2022

EASA: Rotorcraft 
Health Monitoring

An EASA notice of proposed amendment 
is intended to improve the ability to inte-
grate the use of vibration health moni-
toring (VHM) systems for the rotor and 
rotor drive components in Part 29 large 
helicopters. Current acceptable means of 
compliance requirements are not su!cient 
to ensure that VHM systems can be used 
to optimize alerts when maintenance is 
required on those components. Comments 
are due by Aug. 11, 2022.

Sept. 16, 2022 and Sept. 16, 2023

U.S.: UAS Remote ID
New FAR Part 89 requires that after Sept. 
16, 2022, no unmanned aircraft system 
can be produced without FAA-approved 
remote ID capability. After Sept. 16, 2023, 
no unmanned aircraft can be operated 
unless it is equipped with remote ID capa-
bility as described in new Part 89 or is 
transmitting ADS-B Out under Part 91.

Sept. 30, 2022

Europe: Passenger Entry 
Requirements

Scheduled to start at the end of Septem-
ber, new passenger reporting require-
ments by the European Union Aviation 
Safety Agency apply to entry into Euro-
pean Union countries of non-EASA char-
ter flights and professional-piloted Part 91 
operations. The requirements do not apply 
to individuals who own and pilot their own 
aircraft into the EU.

Oct. 31, 2022

Europe: Reduced Fuel Loads
The European Union Aviation Safety Agency 
has published rules that permit operators 
to reduce the amount of contingency fuel 
normally required to be carried, thereby 
reducing the CO" emissions and the overall 
environmental impact of the flight. While the 
rules recognize that extra fuel needs to be 
carried to account for unexpected situations 

that delay or prevent landing at the original 
destination, EASA says that “The amount of 
additional fuel required can be optimized, 
while continuing to ensure high safety levels, 
due to improved risk assessment, calcula-
tions based on better data, and better deci-
sion making.” The new rules are scheduled to 
go into e#ect on Oct. 31, 2022.

Nov. 13, 2022

Australia: Airport Certification
Revised Australian airport certification regu-
lations (CASR Part 139) and an accompany-
ing revised manual of standards (MOS) went 
into e#ect on Aug. 13, 2021. Under a transi-
tion period, operators of certified airports 
have until Nov. 13, 2022 to fully comply with 
the requirements and MOS publications.

Dec. 12, 2022

Canada: Duty/Rest Regulations
Revisions to duty time and rest regulations 
for Canadian-registered commuter and air 
taxi operators of turbine and non-turbine 
aircraft (CAR Parts 704 and 703) go into 
e#ect on Dec. 12, 2022. Transport Canada 
said the changes include: prescribed flight 
and duty time limits that respect modern 
scientific research and international stan-
dards to limit the amount of time a crew- 
member can be on the job, and fatigue 
risk-management systems that will require 
operators to demonstrate that any vari-
ance to the prescribed flight and duty time 

July 25, 2022

EASA: SST Environmental Rules
This advance notice of proposed amendment (A-NPA) provides initial concepts for the development of environmental protection require-
ments for the new generation of supersonic transports (SST) being developed for business jet and airline applications. These aircraft 
are expected to become operational in the late 2020s. The objective of the rulemaking is to ensure that landing and takeo! noise limits 
correspond to existing requirements for subsonic jet airplanes. Requirements for CO" limits for SSTs are also being proposed. Comments 
on the A-NPA are due July 25, 2022.
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limits will not adversely a!ect the level of 
flight crew fatigue or alertness.

Dec. 31, 2022

New Zealand: ADS-B Out Mandate
Covid-19 pandemic implications prompted 
New Zealand to extend its ADS-B Out 
compliance date for one year from the pre-
vious deadline of Dec. 31, 2021. The ADS-B 
provisions, already mandatory for aircraft 
flying above 24,500 feet, will apply in the 
rest of New Zealand’s controlled airspace 
by Dec. 31, 2022. 

Dec. 31, 2022

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

Within 12 Months

Feb. 23, 2023

Canada: ADS-B Out Mandate
Compliance with ADS-B Out equipment 
and operating requirements are planned to 
become mandatory in the country’s Class A 
and B airspace above 12,500 feet beginning 
Feb. 23, 2023. Aircraft must be equipped with 
an appropriate transponder with ADS-B out 
capabilities and have antenna capability for 
broadcast toward space-based ADS-B receiv-
ers emitting 1090 MHz extended squitter. 
This latter requirement can be met either 
through antenna diversity (top and bottom 
antennas) or with a single antenna that is 
capable of transmitting both towards the 
ground and up towards satellites.  z

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

A Falcon 2000EX EASy came to 
Duncan Aviation recently and left with 

a complete interior refurbishment, 
partial paint, 36-month inspection, 

Airtext upgrade, LED light upgrades, 
and cabin PSU (Passenger 
Service Unit) modification. 

The overall lightness of the sidewalls, 
seats, and floor contrast beautifully 
with the rich, navy-blue accents in 
the seats and carpet, combining 

to make a bold statement.

Learn more and view the gallery here: 
www.DA.aero/bold-statement
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BY KERRY LYNCH AND KAIT WILSON

TAG Aviation named Jo Goodall CEO of TAG 
Europe and Steven Young CEO of TAG Asia. 
Head of the marketing department at Farnbor-
ough Airport since 2007, Elaine Turner has now 
been appointed global marketing director.

Web Manuals elected Jimmy Bäck-
ström chairman of the board of direc-
tors. Bäckström joined the board in 
2016 and has served as chief revenue 
o!cer at Inriver.

Volato added Keith Rabin as CFO. 
Rabin has more than a decade of pri-
vate aviation experience, previously 

serving as president, co-founder, and CFO of JSX.
JSSI appointed Tim Elberfeld as CFO and 

Ken Goodman as chief underwriting officer. 
Elberfeld, who will also serve as head of infor-
mation technology, has more than 20 years of 
finance and accounting experience, previously 
serving with TransUnion and Pricewaterhouse-
Coopers. Goodman, who had served as CFO for 
JSSI for six years, has more than 20 years of exec-
utive financial experience, also holding senior 
roles with NetJets and Victoria’s Secret.

The National Air Transportation 
Association (NATA) promoted Keith 
DeBerry to COO and Karen Huggard 
to v-p of government a"airs. DeBerry, 
who most recently was senior v-p of 
safety and education for the associa-
tion, previously had a 22-year federal 
career including as the director of the 

FAA Academy. Huggard has a background in pub-
lic policy on Capitol Hill and has spent 15 years as 
a strategic communications professional.

ATP brought Drew Plisco on board as CFO. 
Plisco has a 15-year finance background, previ-
ously serving as CFO at Holon Solutions and 
Infutor Data Solutions as well as holding senior 
positions with Sage Group, First Advantage, 
and SAP.

Tonya Sudduth was appointed head of U.S. 
strategy for Bombardier. Sudduth, who joined 
the business jet manufacturer in 2001 after serv-
ing with Koch Industries, had led Bombardier’s 
Wichita site since 2015, overseeing its expanded 

service center, Bombardier Flight Test Center, 
Learjet production, and Global 5000 completions, 
among other operations.

Christopher Browne was named 
the John and Adrienne Mars director 
of the Smithsonian’s National Air and 
Space Museum. Browne, who joined 
the museum in 2017 as deputy direc-
tor and had been serving as acting 
director, is a former U.S. Navy flight 
o!cer and also has held senior man-
agement positions with Ronald Reagan Wash-
ington National Airport and Washington Dulles 
International Airport.

Kristie Greco Johnson joined NBAA as senior 
v-p of government affairs. Johnson, who was 
chief of sta" for House Transportation and Infra-
structure Committee chairman Peter DeFazio 
(D-Oregon), brings 25 years of government and 
political experience to her position, including 
having previously served as senior advisor for 
Rep. Jim Clyburn (D-South Carolina) in his lead-
ership roles on the House Democratic Steering 
and Policy Committee and as Democratic Whip, 
as well as leading communications at the FAA as 
assistant administrator.

The Alliance for Aviation Across America added 
mayor Barbara Tolbert of Arlington, Washing-
ton, and Bob Brock, director of aviation and 
unmanned aerial systems (UAS) for the Kan-
sas Department of Transportation (KDOT), to 
its board of directors. Tolbert, a pilot, has been 
involved with aviation businesses for decades and 
has served as the executive director of the Arling-
ton Fly-In. Brock joined KDOT as the first state 
director for UAS following 22 years of service 
with the U.S. Air Force.

The Aeronautical Repair Station Association 
elected Alison McHugh to its board of directors. 
McHugh, who is v-p of safety and quality at Feam 
Aero and on the adjunct faculty at Miami Dade 
College, formerly served with the National Air 
Transportation Association.

Chad Farischon joined West Star Aviation as 
v-p of strategic development. Farischon has more 
than 30 years of operations and management 
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experience, previously co-founding and serving 
as president and partner of Lynx FBO Network.

Nathan de Knock returned to JetHQ as 
v-p of operations and Steven Pinkerton was 
promoted to director of operations. He joined 
JetHQ in 2019 at its Kansas City headquarters 
after previously working as an FAA-licensed 
aircraft mechanic. Amelia Schaefer was pro-
moted from market research manager to sales 
manager, and Jennifer Steakin, who previ-
ously served as a research analyst at Amstat 
for five years, joined the company as a mar-
ket analyst.

Woodward appointed William John Gods-
man as corporate v-p of strategy and business 
development. Godsman has more than 25 years 
of mergers and acquisition experience, most 
recently as v-p and global head of business devel-
opment for GE and before that v-p of business 
development for GE Aviation.

Matt Shelby joined Avports as v-p 
of business development. Shelby 
brings 25 years of executive experi-
ence to his new role, specializing in 
leasing and airport real estate devel-
opment opportunities for airlines.

Aviation Maintenance Professionals 
named Chris Hicks director of sales and mar-
keting. Hicks has 30 years of aviation sales and 
customer support experience with Aviall, Dallas 
Airmotive, Signature Regional Maintenance Cen-
ters, Stage III Technologies, Dallas Aeronautical 
Services, and Quiet Technology Aerospace.

Satcom Direct (SD) appointed Brian Roos 
regional director of Asia-Pacific and named Kavi-
raj (Kavi) Nadarajah regional sales manager, 
both in the newly opened Singapore o!ce. Roos 
has 20 years of aviation experience, including 
airport operations, customer service, flight oper-
ations, flight support, and charter management. 
Nadarajah, who began his 18-year aviation career 
as a dispatcher for commercial airlines, also pre-
viously has held roles with Hawker Pacific and 
Jet Aviation.

Helicopter Association International (HAI) 
named Francois Lassale as a special advisor for 
international initiatives. Lassale is CEO of Heli 
SGI in Denpasar Selatan, Bali, Indonesia, and for-
merly served with HeliO"shore.

West Star Aviation promoted Mark Good-
man and Scott Haeberle to team lead tech-
nicians at its East Alton, Illinois facility and 
Melanie Medina to NDT lead at its Grand 
Junction, Colorado facility. Goodman, who is 
in the Challenger department, joined West Star 
in 2011 after serving with Midcoast. Haeberle, 
who is in the Bombardier department, has 
served with West Star since 2017 and before 
that was a lead interior technician for Jet Avi-
ation. Medina, who began her aviation career 
while in high school tearing down engines for 
Western Skyways, has served with West Star 
since 2012.

Dallas Aeronautical Services (DAS) appointed 
Brian Goddard as commercial/regional com-
ponent repairs sales manager. Goddard, who 
began his career as an A&P technician, has served 
with GE, AirReady, and Nordam, as well as 
other MROs.

Duncan Aviation named Shawn 
Andrews  as  airframe manager. 
Andrews spent 27 years with Kal-Aero 
and subsequently Duncan (which had 
acquired Kal-Aero). z

MATT SHELBY

AWARDS AND HONORS 
Two aviation safety leaders from the Air Charter Safety Foun-
dation (ACSF)—ACSF president Bryan Burns and v-p of oper-
ations Russ Lawton—were presented with the 2022 Flight 
Safety Foundation’s (FSF) Business Aviation Meritorious Service 
Award. It was given to the duo for their contributions to busi-
ness and charter aviation safety at the 67th Business Aviation 
Safety Summit in Savannah, Georgia. “The ACSF-administered 
aviation safety action program has made a huge safety dif-
ference in Part 135 and 91 operations, all thanks to the vision 
and leadership of Bryan Burns and Russ Lawton,” said FSF 
president and CEO Hassan Shahidi, who presented the award.

JSfirm recently awarded an Aviation Mechanic Student scholar-
ship to Jonathan Roberts, a retired veteran who is working full 
time and studying aviation maintenance technology at Colum-
bus State Community College in Ohio. He is a member of the 
Central Ohio Chapter of the Project Management Institute, AOPA, 
EAA, and Professional Aviation Maintenance Association.

SHAWN ANDREWS
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“Some peers in the industry have been 
accepting basically a blanket waiver from 
whoever is bringing the airplane to them, 
saying “we as the maintenance provider are 
accepting whatever you are saying and we’re 
not doing any due diligence, we’re just signing 
and doing the work,” Paddock said. “That’s 
not the legal advice we’ve been getting.”

Some of the aircraft in Jet Aviation’s care 
at its facilities in Basel and Geneva, Switzer-
land, as well as Vienna, Austria, are in the 
process of being sold. “Either a bank will 
repossess an airplane or a Russian owner will 
sell,” explained Paddock. “We’re trying, to the 
degree that we can, to facilitate a legitimate 
transaction amongst a Russian seller and a 
non-Russian buyer, really to address the fact 
that otherwise, this airplane will sit in our 
facilities and nobody is paying for rent.”

Under EASA regulations, the service 
provider is allowed to do preservation 
maintenance on the aircraft as they sit, 
but nothing that would add value to the 
airplane. Paddock stated that those air-
craft will likely remain grounded for some 
time to come and that the situation his 
company is seeing is just a small subset of 
what the industry is experiencing. “We’re 
working with EASA, the FAA, and the Swiss 
authorities on how we’re able to maintain 
these airplanes in the future,” he said, add-
ing the matter was a topic of discussion 
during a recent board meeting of the Gen-
eral Aircraft Manufacturers Association for 
those seeking further clarity. z
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