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Cessna Citation Longitude
takes flight on time

Special Report
Business Aviation Fleet Analysis
AIN takes a close look at the fleets
of the major fractional and charter
providers—their replenishment plans
and the effects of the refreshments on
the preowned market. page 20

Training
Getting Type Rated in the G550
Senior editor Matt Thurber jumped
at the chance to get his type
rating in the G550 at FlightSafety
International. He expected plenty
of challenges during the four-week
course at Long Beach, and he was
not disappointed. page 46

Safety
Report Highlights Non-compliance
After the fatal crash at BED revealed
the crew took off without completing
the pre-takeoff checklists—and had a
history of doing so—NBAA was tasked
with finding out how prevalent the
practice is. The results are disturbing.
page 6

Airshows
The Cessna Citation Longitude logged its first flight
on October 8 from Textron Aviation’s east c ampus
Beech Field Airport in Wichita. The program reached
this milestone less than a year after Textron unveiled
the new super-midsize business jet at last year’s
NBAA Convention.
“Today’s successful first flight was performed
exactly as we anticipated,” said Textron Aviation
president and CEO Scott Ernest. “Our product
development process allowed us to move smoothly
from unveiling the Longitude last November to the
first flight of the prototype in just 11 months.”

Experimental test pilots Ed Wenninger and S
 tuart
Rogerson tested the Longitude’s flaps, landing gear,
pressurization, stability and control during the twohour two-minute maiden flight. “I was extremely
pleased with the performance during the first flight,”
said Rogerson, who is senior flight-test pilot. “The
level of maturity in flight characteristics is already very
high. I was particularly impressed with how intuitive
the flight systems are, validating the extensive integration work done by our development teams. We
accomplished everything we wanted to do.”
The prototype, registered as N9227L, will continue

to expand the performance envelope, focusing on
testing flight controls and aerodynamics, while the
first production aircraft, set to fly in the coming
weeks, will be used primarily for systems testing,
Textron Aviation said.
Powered by a pair of Honeywell HTF7700L turbofans, the Longitude is the largest Citation flying, with
seating for up to 12 passengers. It will have a highspeed range of 3,400 nm and a maximum cruise
speed of 476 knots. The jet will be equipped with the
Garmin G5000 avionics suite. Ernest said he expects
the aircraft to enter service late next year. —C.T.

new

Aviation faces emissions test
with ICAO’s CO2 offset program BIZJETS
by Bill Carey
The assembly of the International Civil Aviation Organization (ICAO) approved
a carbon offsetting strategy to cap aviation emissions
worldwide after 2020 in what
was hailed as an historic and
momentous action. Sixty-five
nations representing 85 percent
of international air traffic have
indicated they will participate

in the voluntary pilot phase of
the global market-based measure (GMBM) the assembly
adopted on October 6.
“This is an historic achievement, and it was possible only
because of a remarkable willingness on the part of all
ICAO member states to come
together in the interests of
finding a global solution to

addressing climate change in
this unique international sector,” said Ambassador Jennifer Haverkamp, U.S. special
representative for environment and water resources. The
initial level of voluntary participation “doesn’t just demonstrate enormous support for the
measure; it signifies a resolute
Continues on page 56 u

OEMs are looking to new
technology and better
product support to distinguish
their products in a
difficult market. Page

30

Reno Air Races
A glimpse into the world’s fastest
motorsport. Steve Hinton opened the
event with the time-honored “Gentlemen,
you have a race,” and his son, Steven,
took home his seventh career gold, this
year flying Voodoo. page 64
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We survey the fractional and O&O charter fleets
and examine the effects on the pre-owned market
wrought by fleet refreshment. page 20
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As we go to press
GULFSTREAM TO CEASE
G450 PRODUCTION
Gulfstream Aerospace
announced on October 21 that
it will cease production of the
G450 in preparation for the flyby-wire G500 (see page 54)
to enter service in early 2018,
the same time it is scheduled
to deliver the final G450. The
G450 was built on the success
of the GIV and GIV-SP, which
themselves were derived from
the GIII and GII twinjets, as well
as the GI turboprop twin. The
GIV first flew on Sept. 19, 1985,
and entered service in August
1987. Gulfstream has produced
870 GIVs, GIV-SPs and G450s
since then. The GIV family also
was the foundation for the ultralong-range GV series. “The
GIV and G450 ushered in a
business aviation renaissance,”
said Gulfstream president Mark
Burns. “It’s fitting that the G500
will replace the G450 and build
upon its performance legacy.”

CREW BLAMED IN
HAWKER CRASH
“The flight crew’s mismanagement of the approach and
multiple deviations from the
company standard operating
procedures…placed the airplane
in an unsafe situation and led to
an unstabilized approach,” the
NTSB said in its probable cause
report on the Hawker 700A that
crashed on Nov. 10, 2015, while
on a non-precision approach to
Runway 25 at Akron-Fulton International Airport in Ohio. All nine
aboard were killed in the accident.
It further cited the operator’s
“casual attitude toward compliance with standards,” inadequate
training and operational oversight,
lack of a formal safety program
and the FAA’s insufficient oversight. As a result of the accident,
the NTSB is calling on the FAA to
mandate flight data monitoring
programs, installation of flight
data recorders that can support
those programs, safety management systems (SMSs) and
improved landing and approach
training for Part 135 operators.

EMBRAER’S BIZJET
DELIVERIES MIXED
Deliveries of what Embraer
calls “large-cabin” business
jets were up 33 percent yearover-year in the third quarter,
but overall shipments fell by five
jets in the comparable periods.
The 25 business aircraft that
the company handed over
to customers in the quarter
comprised 13 light jets (one
Phenom 100E and 12 Phenom
300s) and 12 “large-cabin” jets
(six Legacy 450s, four Legacy
500s and two Legacy 650s)
versus 30 aircraft last year: 21
light jets (three Phenom 100Es
and 18 Phenom 300s) and nine
“large-cabin” jets (three Legacy
500s and six Legacy 650s).
Business jet deliveries at the
Brazilian aircraft manufacturer are
down by just one aircraft from the
first three quarters of last year,
at 74 aircraft. As of September
30, Embraer’s firm order backlog

for airliners, business jets and
military aircraft was $21.4 billion.

BIZJET DELIVERIES RISE
AT TEXTRON AVIATION
Textron Aviation delivered 41
business jets in the third quarter,
up four year-over-year, but
the mix was somewhat less
favorable, with more Citation
M2s and Latitudes, offset by
fewer XLS+s and Sovereigns. It
shipped 29 King Airs, unchanged
from the same period a year
ago. In the first nine months, the
company shipped 120 jets and
78 turboprop twins, compared
with 106 and 84, respectively,
during the first three quarters
of last year. Textron Aviation’s
revenue eroded by $39 million,
however, to $1.198 billion, in
the third quarter, while profit slid
$7 million, to $100 million. Its
backlog at the end of the quarter
was $1.1 billion.

WHEELS UP PREPS FOR
EUROPEAN EXPANSION
Membership-based aircraft
charter firm Wheels Up has
begun the process of launching
in Europe. It incorporated a
UK-based subsidiary in June,
and founding partner John
Colucci has moved to the UK to
oversee the task of establishing
Wheels Up Europe. Although the
company has not yet provided
details of a time frame for the start
of European operations, Colucci
told AIN that they will initially be
focused on western Europe and
that the company would use
the King Air 350i, which is the
backbone of its U.S. fleet. Pricing
for Wheels Up Europe would
also conform to the U.S. model:
an annual membership fee and
hourly occupied charges.

GROUNDBREAKING ON
MILLION AIR HPN
Million Air broke ground on a
$70 million FBO complex at
Westchester County Airport in
White Plains, N.Y., on October
17. The first phase of the 23-acre
project consists of a 54,000sq-ft hangar with heated floor,
expected to be completed by the
middle of next year. According to
the company, the structure, which
will be able to accommodate
ultra-long-range jets, is already
beyond half pre-sold. Before yearend, Million Air expects to begin
building a 20,000-sq-ft terminal
to Leed specifications, with an
enclosed climate-controlled fourlane porte cochere.

NBAA report ‘sounds alarm’ on
systemic non-compliance issues
by Kerry Lynch
The 2014 fatal crash of a Gulfstream IV at Hanscom Field in
Bedford, Mass., and a subsequent NBAA report finding an
18-percent non-compliance rate
with manufacturer-required pretakeoff flight-control checks are
warnings that the business aviation industry needs to focus on
leadership and professionalism,
industry experts say.
“The tragic GIV accident
at Bedford, Mass., on May 31,
2014, provided ample stimulus
to probe more deeply into business aviation procedural noncompliance,” NBAA said in the
safety report released in September. “It is equally disturbing that
the data highlights a lack of professional discipline among some
crews in not accomplishing manufacturer-directed checklists—
particularly items critical to
safety of flight.”
History of Non-compliance

In the 2014 Hanscom Field accident, the NTSB found that the
crew did not perform a flightcontrol check before takeoff,
leaving it unaware that the gust
lock was engaged. The aircraft
crashed on takeoff and all seven
aboard died in the accident.
The NTSB investigation further revealed that the flight crew
failed to complete flight control
The Beechcraft product line
checks
on 98 percent of the preretains its branding under the
vious
175
takeoffs
in the aircraft
Textron Aviation
umbrella.
involved in the accident.
As a result of the findings, the
NTSB recommended that NBAA
work with industry on a study
of the extent of non-compliance
with pre-takeoff flight checks.
NBAA subsequently assembled

MORE LAYOFFS
AT BOMBARDIER
Bombardier is planning to
lay off another 7,500 workers
worldwide and further streamline
operations, as the once cashstrapped enterprise continues
its five-year turnaround plan, the
company announced October
21. One-third of these cuts will
affect the aerospace division,
with the remainder coming from
the transportation/rail division.
Bombardier plans to streamline
administrative and non-production
functions across the company.
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a team comprising business aviation Flight Operational Quality
Assurance (FOQA) groups and
associated vendors, NBAA staff,
NBAA Safety Committee members and other safety experts to
study compliance within the
business aviation industry.
The team gathered and analyzed de-identified data from
business aviation FOQA programs, releasing its findings in
a report titled “Business Aviation Compliance with Manufacturer-Required Flight Control
Checks Before Takeoff.” The
data covers 143,756 business
aviation flights between Jan. 1,
2013, and Dec. 31, 2015.
The report revealed that 16
percent of those flights took
off with only a partial check of
flight controls, meaning that not
all control surfaces were found
to be checked. Further, there
was no flight control check
conducted on 2,923 flights, or
2 percent. A valid flight-control
check was defined in the report
as “full-deflection control surface movement in each direction
(i.e. stop to stop).”
The team chose “stop to stop”
as its measure of full deflection
“to eliminate any judgment by
the industry in determining what
a full check is/was,” noted Mark
Larsen, senior manager of safety
and flight operations for NBAA.
“For example, does 75 percent of
a full deflection count as a completed check, or is 65 percent
OK? Rather than try to artificially set a limit, we elected to use
full deflection as we could not
know if a movement less than
a full check was as a result of

intentional crew action to move
the surface, or was an inadvertent movement.” Further, many
OEMs specify that a flight control check is over the full range
of motion, he added.
The team also reviewed when
the noncompliance incidents
occurred to see if the initial facts
in the NTSB preliminary report
or the findings in the NTSB final
report had any effect. In fact,
the incidence of partial checks
dropped noticeably the month
before release of the final report,
but gradually climbed back to
the average rate. The results
were similar for cases involving
no checks.
This level of non-compliance dropped to 1 percent for
five months after the accident
occurred, but returned to the
average warning noncompliance rate of 2 percent by the end
of December last year, or three
months after the NTSB released
the final accident report.
Safety Starts at the Top

The NBAA-assembled team
made several recommendations
as a result of the report. For
operators, the report stresses the
need to ensure that a standard
operating procedure is in place to
address manufacturer-required
flight-control checks before takeoff. The report also recommends
operators establish flight-data
monitoring programs. NBAA
notes that only one in a hundred
operators currently has such a
program in place. The report is
urging operators to participate
in safety-data collections such
Continues on page 17 u

NEWS BRIEFS Compiled by Chad Trautvetter
z Embraer Flies U.S.-assembled Legacy
The first U.S.-assembled Legacy 450 made its maiden
flight on October 4 from Embraer Executive Jets’ facility
in Melbourne, Fla., five months after it entered the
production line at the plant. “We are on track to deliver
this aircraft in December,” said Embraer Executive Jets
president and CEO Marco Tulio Pellegrini. Complementing
the Phenom 100 and 300, the Legacy 450 is the third
business jet model to be assembled at the company’s
recently expanded Melbourne facility. A second Legacy
450 already on the Melbourne assembly line will be
followed by two Legacy 500s early next year.

z Third SKYe SH09 To Join Test Program
Marenco Swisshelicopter is in the final stages of
completing the third prototype of its all-composite SKYe
SH09 light-single helicopter, the company said last month
at Helitech. Dubbed P3, the rotorcraft will soon join the
second prototype in the EASA certification process
and is in a production-representative configuration.
It is expected to fly around the end of the year, with
certification scheduled for late next year. Following on
from the first prototype, P1, which was essentially a
proof-of-concept machine that took to the air in January
2014, P2 has been flying since February 26 and has
reached its permit-to-fly restrictions of 120 knots and
3,000 feet. Future testing will progress to the neverexceed speed of 155 knots and to 7,000 feet.

zN
 ew Matchmaker Partners in Aviation
Aims To Expand Bizjet Co-ownership
Partners in Aviation, a company formed by business
aviation sales/marketing veterans Mark Molloy and Tom
Bertels, has launched a matchmaking service for business
aircraft co-ownership. Under the program, the company
matches two prospective aircraft owners with low to
medium usage requirements and based in a common
geographical area, “enabling them to own and operate
a new or late-model aircraft at half the cost of individual
ownership,” the company said. It has teamed with aviation
experts in legal, tax, management and maintenance fields
to refine the structured, turnkey program, which mitigates
the challenges and risks of partnerships.

z NBAA Studies Small Operator Concerns
Staffing, training and scheduling, along with managing
relationships with aircraft owners, are among the top
concerns for small flight departments, according to
a recent survey conducted by NBAA’s small flight
department subcommittee. It conducted the survey to
identify specific concerns of flight departments that
operate three or fewer business aircraft. The survey drew
responses from 200 small fleet operators of 376 aircraft.

z GA Fuel App from Air BP, RocketRoute
Air BP and RocketRoute launched an app that streamlines
the fuel purchasing process for general aviation aircraft
operators. The free RocketRoute Fuel App provides online
access to a worldwide network of aviation fuel locations
and payment methods, and allows users to purchase
carbon emissions offsets. The program is for “anyone with
a fuel requirement, not just current Air BP customers.” In
April, Air BP acquired a stake in RocketRoute.

z Brazil OKs Fusion-equipped King Airs
Beechcraft has received approval from Brazil’s Agência
Nacional de Aviação Civil (ANAC) for new King Airs
equipped with the Rockwell Collins Pro Line Fusion
cockpit. The Fusion cockpit is standard on all production
King Airs: the C90GTx, 250 and 350i/ER. Beechcraft
expects to hand over the first of the Fusion-equipped
Kings Airs, a 250, to a customer in the region soon.

Safety stats improve
in first nine months
by Gordon Gilbert
In the first nine months of this
year, accidents involving turbine
business airplane operations worldwide declined by 30 percent compared with the first three quarters
of last year. According to AIN
research, business jets and turboprops suffered 38 nonfatal mishaps and 14 crashes that caused 46
deaths in the first nine months of
2016 versus 57 nonfatal accidents
and 19 crashes that took 68 lives in
the same period last year.
Nonfatal accidents involving
U.S.-registered business jets dropped
to six in the previous three quarters from 15 last year, with Part
91 mishaps falling to five from 12.
Accidents involving Part 135 ondemand operations remained at one
nonfatal accident for each of the
comparable periods. There was one
fatal crash under Part 91 in each of
the two periods. On Jan. 18, 2016,
a U.S.-registered Cessna Citation

525 on a Part 91 IFR flight plan
broke up while maneuvering at altitude. The ATP-rated pilot and his
passenger were killed. Still under
investigation is the Aug. 16, 2015
midair between a civilian Rockwell
Sabreliner, on a Part 91 flight for
the U.S. Navy, and a privately operated Cessna 172. The four people in
the business jet and the one person
in the Skyhawk perished.
Two people died in one accident
involving a non-U.S.-registered
business jet in January through
September 2016 versus 11 fatalities
in two crashes involving non-U.S.registered jets in the 2015 period.
On August 16 this year, the two
pilots died in the crash of a Venezuelan-registered Citation 550.
A video shows the twinjet gaining
just a little height on takeoff before
turning right, sliding down a slope,
hitting a rocky embankment and
bursting into flames.

The four fatal accidents involving U.S.-registered business turboprops in the first nine months of
this year were half the number for
last year, with a consequent drop in
fatalities: to 15 in the 2016 period
from 25 in the same time frame last
year. The safety record for non-U.Sregistered turboprops remained
about the same: 27 people died in
eight crashes this year compared
with 28 in the same period last year.
The accompanying charts do
not include the Sept. 22, 2016 incident in which a parked King Air
was substantially damaged when it
was hit by a Cessna 210 that went
out of control during takeoff. The
2016 figures also do not include the
following mishaps: a Citation 560
dinged June 8 when maintenance
workers taxied the jet into a van;
a 208 Caravan that incurred substantial damage June 5 when the
tail stand collapsed while passengers
were boarding; a parked Cessna 441
that was damaged on May 14 when
hit by a homebuilt aircraft during a
crash landing; a Citation 525 that
caught fire in a hangar on February 20; and the crash on April 6 of
a Japanese Air Force Hawker 800,
killing all six people on board. o

Accidents/Incidents Worldwide First Nine Months (2016 vs. 2015)
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7

Fatalities

2

Incidents

17

Business Turboprops

2016

Part 91
2016
2015
5
12

Part 91K
2016
2015
0
1

Part 135
2016
2015
1
1

Public/Gov’t
2016
2015
0
1

2016
0

Mfr.

2015
0

1

1

0

0

0

0

0

0

0

0

16

6

13

0

1

1

1

0

1

0

0

4

2

4

0

0

0

0

0

0

0

0

31

11

28

4

1

2

1

0

0

0

1

Total
2015

Part 91
2016
2015

Part 91K
2016
2015

Part 135
2016
2015

Public/Gov’t
2016
2015

Mfr.
2016

2015

Nonfatal accidents

21

23

17

19

0

0

4

4

0

0

0

0

Fatal accidents

4

8

2

7

0

0

1

1

1

0

0

0

Total accidents

25

31

19

26

0

0

5

5

1

0

0

0

Fatalities

15

25

9

16

0

0

4

9

2

0

0

0

Incidents

29

25

25

21

0

0

4

4

0

0

0

0

All data preliminary. Sources: FAA, NTSB, Aviation Safety Network, AIN research

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

Total
Private
Charter
Other*
Unknown
2016 2015 2016 2015 2016 2015 2016 2015 2016 2015
1
8
1
4
0
2
0
1
0
1

Fatal accidents

1

2

1

1

0

0

0

1

0

0

Total accidents

2

10

2

5

0

2

0

2

0

1

Fatalities

2

11

2

4

0

0

0

7

0

0

Incidents

14

7

9

4

2

1

3

2

0

0

Business Turboprops

Total
Private
Charter
Other*
Unknown
2016 2015 2016 2015 2016 2015 2016 2015 2016 2015
10

11

4

5

4

2

2

3

0

1

Fatal accidents

8

8

3

4

4

1

1

3

0

0

Total accidents

18

19

7

9

8

3

3

6

0

1

Fatalities

27

28

11

13

10

1

6

14

0

0

Incidents

7

8

3

5

1

2

3

0

0

1

Nonfatal accidents

*For example: air ambulance, aerial survey, ferry, training, testing, government (non-military) and head of state.
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AIN tables show “incidents”
as well as “accidents” to
distinguish mishaps based
on their degree of severity.
Investigators often draw fine
distinctions between the two
events, but, typically, incidents result in minor or no
damage and their investigations are sometimes delegated to local officials.
Accidents are events that
range from minor damage
to destruction and/or injuries. Also, some incidents
ultimately get upgraded to
accident status during the
investigative process.  n
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NEWS BRIEFS Compiled by Chad Trautvetter

QS Partners managing partners John
Odegard, left, and Seth Zlotkin are leading
the fractional operator’s new division.

z Falcon 8X Enters Service
Dassault handed over the first Falcon 8X early last month
to launch customer Amjet, marking the entry into service
of its new ultra-long-range flagship two years after the program was announced. The 6,450-nm/11,945-km Falcon
8X—a stretched derivative of the 7X—was certified by the
EASA and FAA in June. Further 8X deliveries are forthcoming to customers in Brazil, the U.S., Europe, the UAE
and India, according to Dassault. Another 11 of the flagship Falcons are in final assembly in Mérignac, and 16 are
being outfitted and painted at Dassault’s completion facility in Little Rock, Ark.

z HUD/EVS OK’d for Midsize Legacys
Embraer Executive Jets’ Legacy 450 and 500 head-up
display and enhanced vision system—together dubbed
the Embraer Enhanced Vision System (E2VS)—has won
approvals from the U.S. FAA, EASA and Brazil’s ANAC.
E2VS consists of a compact head-up display, incorporating a new head-up guidance system and multi-spectral
EVS-3000 enhanced vision system from Rockwell Collins.
The EVS delivers high-fidelity detection, including groundbased LED lights, according to Rockwell Collins. Operators
equipped with the HUD/EVS system can fly specially
approved approaches at airports around the world and use
lower approach minimums, the avionics company added.

z Constant Offers Pro Line 21Retrofit
Aircraft remanufacturer Nextant Aerospace and aircraft
maintenance firm Constant Aviation—sister companies
under the Directional Aviation Capital group—have partnered with Rockwell Collins to offer the Nextant 400XTi’s
Pro Line 21 flight deck as a standalone retrofit for Beechjet
400A/XPs. The upgrade addresses pending regulatory
and obsolescence issues. As part of the product launch,
Nextant and Constant are offering the cockpit retrofit
for $399,995 installed, if ordered by the end of this year.
The upgrade, which requires three weeks of downtime,
includes four LCDs (two primary flight and two multifunction), synthetic vision system, Waas/LPV capability, ADS-B
out and an improved glareshield. The Pro Line 21 retrofit
can be installed at Constant Aviation’s three U.S. facilities.

z Aircraft GSE Firm Tronair Sold
Private-equity investment firm Golden Gate Capital has
acquired ground service equipment manufacturer Tronair
from Levine Leichtman Capital Partners. Tronair will remain
headquartered in Holland, Ohio, and will continue to be led
by president and CEO Harley Kaplan and his senior management team. Terms of the transaction were not disclosed. Founded in 1971, Tronair designs, manufactures
and sells towbars, towbarless tugs, wheel chocks, aircraft
jacks, lavatory servicing carts, external air conditioning
systems for aircraft, ground power units and aircraft tooling for business, commercial and military aircraft.

z Bizjets Boosts European Bizav Flying
Four-percent growth in the business jet segment drove up
business aviation departures in Europe by 1.4 percent in
September year-over-year, according to data from WingX
Advance. Business turboprops and pistons both logged
declines, however. “This completed a positive third quarter, adding to the growth in the second quarter and offsetting the bad start to the year,” said WingX managing director Richard Koe. The UK saw the most growth in
September, with flights up 5 percent overall. Meanwhile,
WingX said France was the busiest country that month,
generating 19 percent of all European business aviation
departures. Overall, flight activity within Western Europe
was flat in September, with growth coming from Southern
and Eastern Europe, although both the Turkish and
Russian markets continued to erode.

NetJets launches
aircraft brokerage service
by Charles Alcock
Fractional ownership pioneer
NetJets is establishing a new division to support clients seeking to
buy or sell whole aircraft. QS Partners will tap the in-house expertise
of its parent company, but says it
is not intended to be a vehicle to
steer business to that parent’s fractional, charter and aircraft management services. “No one buys
or sells more [business] airplanes
than NetJets,” said QS Partners
managing partner Seth Zlotkin.
“Now we will have a more specific focus on customers.”
QS Partners will handle all
aspects of aircraft sales and purchases, among them pre-buy oversight of specific aircraft, legal and
financial advice and technical services. Its revenue will come largely
from fees derived from aircraft
sales, except in cases where it is
representing a buyer. It can also

arrange for a client’s aircraft to be
operated by NetJets sister company Executive Jet Management.
The company holds various
pre-owned aircraft. At press time,
there were 15 jets in its inventory, ranging from a 1999 GIVSP (with 12,750 hours, priced at
$5.495 million) to a 2013 G450
(1,430 hours, $19.995 million).
Two thirds of the aircraft offered
for sale in late September were
NetJets Certified, meaning they
came from the NetJets fleet with
a guarantee that they will need
no major maintenance within six
months of purchase. Not surprisingly, QS Partners is the exclusive
sales agent for NetJets Certified
Pre-owned aircraft.
“We’re using our knowledge
and understanding of the market to help clients, especially
with technical and cultural issues

associated with buying and selling aircraft,” explained managing partner John Odegard. “We
have extensive technical knowledge within the NetJets aircraft
delivery group, as well as a lot of
data on the pre-owned market.”
The six people on the QS Partners team have been involved in
trading aircraft on NetJets’s
behalf for many years. Brian
Hirsh, an aerospace engineer
by background with 10 years at
NetJets after a stint with GE Aviation, has been appointed president. The Columbus, Ohio-based
company’s name plays on NetJets’s heritage, since its fleet aircraft are all registered with the
suffix QS (standing for Quarter
Share) in their tail numbers.
“Generally speaking, preowned market conditions are challenging but NetJets is a champion
of the industry and we’re seeing
activity up and down the product
line,” Odegard commented. “Regularly moving aircraft is a natural part of the fractional model.
Our business is global, and we
have the right resources to move
aircraft between different parts of
the world.”
The large volume of aircraft
traded out of fractional ownership programs each year (NetJets
has some 700 jets at any given
time) inevitably raises questions
about the effect of a high churn
rate on the pre-owned market and
on pricing levels, which remain
depressed. NetJets intends to
refresh its current fleet completely
over the next 10 to 12 years. (See
article on page 20.) 
o

Flying to Cuba easier, but still restricted
by Kerry Lynch
Business aviation operators are
finding travel to Cuba significantly smoother as restrictions
have eased over the past year. But
at the same time, industry executives caution that operators must
still plan well ahead and follow the
protocols closely.
“The Cuban government is
addressing some of the business
aviation issues; however, it is not
accustomed to having general aviation and it is trying to streamline
the process for itself and operators,” said Kathy Self, director of
compliance for Universal Weather
and Aviation. “Planning ahead for
this process is key.”
“Cuba has come a long way
over the last year in handling
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business aviation,” agreed Suran
Wijayawardana, COO of Alerion
Aviation, which launched earlier
this year from the merger of JFI
Jets and ACP Jets.
Alerion’s predecessor companies were among the first business
aviation operators to fly to Cuba
after the U.S. government issued
exemptions easing initial licensing
requirements, with their first flights
beginning in late August last year.
Within the first year, Alerion and
its predecessor companies have
flown approximately 70 operations
into and out of the island nation.
“What we encountered during
August and September last year
was…a lot of misinterpretation
as to what the [travel] exemptions

allow us to do,” Wijayawardana
said. Confusion surrounded the
permits required and how the
handling would be accommodated, he added.
Once they received clarification, the process was pretty
straightforward from the U.S.
standpoint. “But the approval process and the permit process on the
Cuban side in the first couple of
months was hair-raising,” he said.
The company, working through
established flight planners, would
apply for a landing permit well
over a week in advance. “We’d get
landing rights maybe two hours
before we were to take off from
the mainland in the U.S. That was
Continues on page 67 u
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MORE TO BELIEVE IN

NEWS BRIEFS Compiled by Chad Trautvetter
z Gulfstream To Drop G150
Gulfstream Aerospace will cease production of
the midsize G150 next year so it can “focus on the
super-midsize and large-cabin jet markets,” company
president Mark Burns said in late September. The
company’s line-up will thus consist of the G280 in the
super-midsize category and the G450, G500, G550, G600
and G650/650ER in the large-jet segment. The G150—a
derivative of the G100/Astra SPX—is manufactured
under contract by Israel Aerospace Industries in Tel Aviv.
This will mark the end of the G150’s more than 10-year
production run, though shipments of the original IAI Astra
began in the mid-1980s. According to Gulfstream, the last
G150 will be delivered in the middle of next year.

z EJM To Exit Third-party MRO Biz
NetJets intends to downsize two of the locations under
its Executive Jet Management (EJM) brand as it exits the
third-party aircraft maintenance business. Over the next
several months, the Berkshire Hathaway subsidiary plans
to eliminate 100 staff positions between its Cincinnati
Municipal Airport/Lunken Field and Westchester County
(N.Y.) Airport facilities and concentrate on maintaining
EJM-managed aircraft. The cuts will come in the
maintenance, materials and line service areas.

z Wave Available for Retrofit in Globals
Bombardier’s Ka-band high-speed internet Wave system
is now available as an option for new-production Global
5000s and 6000s and for retrofit in all Globals via the
Bombardier Service Center network. Wave is powered
by Honeywell’s JetWave satcom and uses Inmarsat
JetConneX. The first customer aircraft retrofit with the
Wave system installed within Bombardier’s network was
recently performed at the Singapore service center.

z Cessna Delivers 5,000th Light Bizjet
Cessna delivered its 5,000th light business jet, a Citation
M2 that was handed over in late September to Helitrip
Charter, which is leasing the aircraft to UK aircraft
charter firm Catreus. In June, the Wichita-based aircraft
manufacturer shipped the 7,000th Citation, a line of jets
that spans light to super-midsize. Cessna entered the jet
business in 1972 when it delivered the first Citation 500.
The company’s current lineup of light jets consists of the
Citation Mustang, M2, CJ3+ and CJ4. Catreus manages
and operates a mixed fleet of Citations, and this latest
delivery adds a second M2.

z Embraer Touts ‘Premium Transport’
Embraer Executive Jets has launched an initiative
designed to stimulate sales of Phenom light jets
by encouraging companies to move more of their
key personnel off the airlines and into “premium
transportation” priced at less than traditional charter. The
company’s marketing department is identifying charter
operators and leasing companies to support end users
in the U.S. and Brazil who could benefit from regular
use of dedicated aircraft on regular routes to move key
personnel at a premium estimated to be 50 percent to 85
percent above comparable airline fares.

z FSI Adds Falcon 8X Training in Paris
FlightSafety International has begun Dassault Falcon 8X
training at its Paris Le Bourget learning center. The facility
is now offering pilot transition, initial and recurrent training
for the French-built trijet in a full-motion simulator, as
well as courses for maintenance technicians and flight
attendants. The EASA and U.S. FAA level-D-qualified
simulator is equipped with the EASy III avionics suite,
FalconEye HUD with combined vision system, enhanced
vision system and emergency vision assurance system.

Blink founder Cameron Odgen, left, and Wijet founder Corentin Denoeud celebrate their companies’ merger as Wijet Group.

Wijet and Blink unite
VLJ charter operations
by Charles Alcock & Guillaume Lecompte-Boinet
European air-taxi operators Wijet
and Blink are joining forces to
offer a combined fleet of 15
Cessna Citation Mustang very
light jets. In a deal announced on
September 28, France’s Wijet is
acquiring Blink, which has bases
in the UK and Italy, for an undisclosed amount to create a new
company called Wijet Group that
will market its charter capacity
through the OpenJet online booking platform.
The new operation will be
jointly managed by co-CEOs
Corentin Denoeud and Cameron Ogden (founders of Wijet
and Blink, respectively). The company says it expects to have combined 2016 revenue of around €18
million ($19.9 million). Despite a
largely flat European charter market, the partners are projecting
that combined revenue will grow
by just over 55 percent next year,
to €28 million ($31.1 million).
They estimate that the company
will log 11,000 flights and carry
16,000 passengers next year.
Ogden insisted to AIN that this
growth will be achieved through
a mix of adding aircraft to the
fleet and acquiring other European operators. The operational
hub for the group will be the
London-area Blackbushe Airport, which Blink jointly owns
with outside investors.
In addition to offering charter
capacity through OpenJet, Wijet
Group will continue to work with
brokers, largely through Avinode.
Within six months, the partners
expect to have a common website
using OpenJet, which also serves
as an operational management
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tool. The company has not ruled
out using other online charter
booking platforms to sell flights.
The current fleet consists of
nine Mustangs operated by Blink
and six by Wijet, which is headquartered at Paris Le Bourget
Airport. Wijet has indicated it
anticipates having a fleet of 50 aircraft by 2020 that might include
between five and 10 larger jets
seating six to eight passengers.
However, Ogden’s preference is to
stick to Citation Mustangs. Wijet
reported that it is in the process of
raising another €15 million ($16.5
million) to fund the planned
acquisitions. Eventually, all the
aircraft in the combined fleet will
feature a new common livery.
Development Progress

Interestingly, given the uncertainty created by Britain’s June 23
Brexit vote to leave the European
Union, all Wijet aircraft are to be
registered under Blink’s UK air
operator certificate (AOC). This
begs the question as to whether
the operator would continue to
enjoy cabotage rights for intraEU flights if the pending deal
between Britain and the EU
does not reach agreement over
all aspects of participation in
Europe’s so-called single market.
Ogden predicts cabotage rights
for UK AOC holders will be preserved, while adding that in the
worst case Wijet and Blink would
be able to re-establish another
AOC within the EU.
“This operation represents a
formidable leap forward in our
development,” Denoeud told
AIN. “In one step, it allows us to

lift ourselves to another level, both
in terms of our financial results
and what we can offer our clients.”
One of the benefits for Wijet
is that it now has access to the
maintenance facility in Genoa,
Italy, that Blink acquired when it
bought local Mustang operator
MyJet in May last year. The partners expect to achieve economies
of scale for costs such as pilots and
maintenance. They also anticipate
a reduction in empty-leg flights,
accounting for 18 percent of total
operations rather than the current
25 percent.
The owners of Wijet and Blink
(which launched at the height of
the last financial crisis, in 2009 and
2008, respectively) began talking
about a possible merger in 2012.
Denoeud maintains that the Brexit
vote was not a major consideration
in the Anglo-French deal, but does
concede that the resulting collapse
of the British pound on currency
markets made the acquisition price
less costly in euros. 
o

News Note
Piaggio has delivered the first
Avanti Evo to come off the
production line of its plant in
Villanova d’Albenga (Savona
province). Piaggio Aerospace
CEO Renato Vaghi handed over
the aircraft on October 7 to
Sheikh Khalifa Al Saif, CEO and
founder of the Al Saif Group, a
real estate, trading and consulting conglomerate.
Al Saif in July was named a
commercial agent for marketing
the Avanti Evo in Saudi Arabia,
Kuwait, Bahrain, Qatar, Oman
and Iraq.
Al Saif Group, which will
use the first Evo for charter and
demonstration flights, recently
signed an option for a second
aircraft in medevac configuration. That aircraft is to be delivered next year.
n
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NEWS BRIEFS Compiled by Chad Trautvetter
z $178B Needed To Fund Bizjet Deliveries
Up to $178 billion in financing will be needed to fund the
5,400 business jets expected to be delivered to companies
over the next 10 years, according to Global Jet Capital.
It estimates that public companies could acquire 1,617
aircraft worth $85.2 billion between now and 2025, while
private companies are anticipated to take delivery of 3,799
jets worth $92.5 billion during that period. “There is often
misperception that wealthy individuals and corporations
mostly pay in cash for large private aircraft,” said Global Jet
Capital COO Dave Labrozzi. “Even if the cash resources are
at hand, often the preferred approach is to lease or finance
assets of this nature.” Global Jet Capital, which currently
finances 200 business aircraft for clients, noted that the
bulk of these purchases will use leases and loans.

z Piper M600 Wins Mexican Nod
Piper has received type validation for the M600 turboprop
single from the Directorate General of Civil Aviation of
Mexico (DGAC). This marks the first approval of the airplane
in Central and South America, and paves the way for
deliveries of the airplane to start in Mexico. The Vero Beach,
Fla.-based OEM obtained U.S. FAA approval for the M600
in June. The $2.853 million M600 is a more powerful and
updated version of the M500 with a new wing and Garmin
G3000 touchscreen-controlled avionics.

z QTA STCs Inner Barrel for G200
Quiet Technology Aerospace (QTA) has received FAA
STC approval of its carbon graphite inlet upgrade for
the Gulfstream G200’s Pratt & Whitney Canada PW306A
engines. The retrofit, which also received FAA STC approval
last fall for the PW305-powered Bombardier Learjet
60, solves corrosion issues with the original aluminum
honeycomb inner acoustic barrels in PW300-series
engines. According to QTA, a combination of materials and
environmental effects causes corrosion and delamination
in the bottom of the inner barrel, or the acoustic face sheet
can become disbonded because of surface corrosion.
Either defect requires replacement of the entire inner barrel
with new parts. QTA said its design retains all of the other
component parts of the nose cowl, replacing just the inner
barrel to eliminate the corrosion problems.

z Embraer To Shed Nearly 1,500 Workers
Embraer confirmed that it is cutting 1,463 employees,
or about 8 percent of its workforce, through a voluntary
buyout program that it announced in August. The
manufacturer, saying the program would affect all of its
business units, cited a “challenging” global aerospace
market. Embraer took a $200 million charge in the second
quarter in anticipation of a potential outcome of a U.S.
corruption investigation. In addition, Embraer has revised
down its business aircraft delivery forecast for the year and
reported a 25-percent drop in revenue at its executive jet
division in the second quarter.

z AviationManuals Acquires
Maximum Manuals
AviationManuals has acquired Maximum Manuals of
Carlsbad, Calif. The acquisition allows AviationManuals
to expand its product line to create tailored Minimum
Equipment Lists and provide electronic flight bag
application packages. Maximum Manuals was integrated
into AviationManuals operations near Washington, D.C.
The Maximum Manuals team remains active in other
aspects of the aviation industry and will provide support to
AviationManuals. Through the acquisition, AviationManuals
gained several hundred aircraft operator and owner
customers, as well as a custom software application that
aids in the development of manuals online, it said.

Cabin monuments and cabinets can be replaced with lighter
carbon-fiber components in the Phenom 100 Ace.

Embraer lays out plans
to ‘Ace’ fleet refreshment
by James Wynbrandt
Embraer Executive Jets’ Phenom
Ace enhancement package for the
Phenom 100, introduced in August,
is likely only the first in what could
become a fleet-wide refreshment
program offered by the Brazilian
manufacturer as its models age.
Jay Beever, vice president, interior
designs, outlined future Embraer
refreshment possibilities as he disclosed more details about the Phenom Ace (Aircraft Customization
by Embraer) program.
Weight reduction in pursuit of greater useful load was
the primary goal of the Phenom refresh, Beever said, but he
emphasized, “we wanted to prove
we could save weight with industrial design.” Rather than simply
using lighter materials, the design
team rethought their application
and undertook a 90-day clandestine studio exercise, analyzing all
interior elements except critical
certified crash-test items.
Beever and his team also analyzed Phenom customers in seeking conceptual expression for the
inaugural Ace offering. “We design
for the owner lifestyle,” Beever
said. “I found that a lot of our
owner-operators…become very
successful, and then learn to fly.
To me, that’s a cowboy, that’s an
entrepreneur, it’s the right stuff.”
Many also own rare warbirds and
classic aircraft in addition to classic sports cars.
In incorporating this ethos into
the design, the team took inspiration from structures such as the
Eiffel Tower, the Pacific Coast
Highway bridges built in the 1920s,
and the Porsche 550 Spyder, whose
frames celebrate the marriage of
form and function. “The exoskeleton design, in that sense, had the
three pillars of what Ace should
be: aerospace, automotive and
architecture,” Beever said.
In the Phenom, that means
revealing “peeks” of the polished
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aluminum seat frames themselves, exposing their strength and
functionality. Where swathed in
leather, a large selection of customizable patterns and stitching
in a range of colors is available.
Interior monuments, cabinets
and drawers can be replaced with
lighter carbon-fiber versions.
Traditional Nomex foam cabinet structures have been replaced
with a square crate composed of
carbon-fiber tubes. Designers
retained the Nomex in the veneer
of the 3D-printed, non-structural
drawer faceplates, accommodating almost any material or design.
Customization Options

Owners can choose the level
of customization and the basic
components: just the chairs in
the cabin, the chairs and cabinetry, and cockpit chairs, can be
upgraded. The weight saving, as
much as 80 pounds, translates into
greater useful load, range and/
or time to climb. The Ace paint
scheme draws on auto racing style
livery, replete with customized
badging and a prominent, exclusive Ace number, retired once
selected. Beever envisions some

owners choosing the jersey number of a favorite sports figure.
Following the “sporty” Phenom
Ace, “a more tailored, his and hers”
Ace package could be offered, he
said. Prices haven’t been disclosed,
but Beever believes a refreshment
of this type should top out at about
10 percent of the aircraft’s residual
value to make economic sense for
an owner. (Older Phenom 100s are
valued in the $2-plus million range.)
The design and construction of the
Embraer fleet, with easily removable and re-installable interiors,
makes that feasible, he said. Owners
are showing interest, he reported;
Embraer declined to discuss orders.
The Phenom 100, as the oldest
and smallest of Embraer’s business aircraft, was the ideal Ace
launch candidate, but Beever sees
the concept reaching its apotheosis in its likely next incarnation,
in the Legacy 450/500. “Those
aircraft are our DNA, the flagships for the future,” said Beever.
“The DNA of the construction,
the sub-assembly, the hidden technology: that’s the path we’re going
for. It allows you to have a timeless interior. You can simply do
a retrim, but you’re not going to
spend millions on re-engineering
the ledge on the side of the cabin.”
Beever mentioned the exposed
LCD controls in competitors’ cabins. Though ergonomically positioned, “the fundamental issue is,
in two or three years, LCD screens
are going to be old technology.
Let’s prepare now for when controls are gesture based or retina
based…We’ve put a stake in the
ground of being future-proof.”
BMW DesignworksUSA
designed the original Phenom
interior. Some 350 Phenom 100s,
Embraer’s entry-level jet, are
operating worldwide, about half
of them in the U.S.
Looking ahead, Beever can see
Embraer extending refreshment
options to the highest levels of its
fleet. “Aircraft customization by
Embraer could mean the Lineage,”
he said. 
o

Cabin systems in Embraer business jets are controlled
by touchscreens and smart devices, and fingertip
controls have been eliminated from side ledges.
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Full-throttle opinion from former
NTSB member John Goglia

Drone rules could stifle interest
This isn’t an article about rogue drones
or what we have to fear from drones
in the hands of novice fliers. Far
from it. This is about how the FAA’s
new drone rules—a real boon for
commercial operations—have quite the
opposite potential effect on hobbyists
(particularly students) and on teachers,
whom the FAA has determined are
“commercial” operators in all but the
most limited circumstances. The FAA
has underplayed this potential impact.
I strongly believe in the importance
of educational and hobby flying with
minimum unnecessary government
bureaucracy, especially in school and
after-school programs where students
should be able to learn to build, fly and
even race model aircraft without the
need to comply with FAA rules meant
for commercial operators.
Why should aviation employers
even care about the barriers to hobby
and educational flying erected by the
FAA’s new rules? Well, we all know
of the looming shortages in aviation
personnel. Boeing’s most recent
forecast predicts that “between now

and 2035, the aviation industry will
need to supply more than two million
new aviation personnel—617,000 airline
pilots, 679,000 maintenance technicians
and 814,000 cabin crew.” The report
specifically acknowledges the importance
of educational outreach to inspire the
next generation of aviation workers.
The personnel shortages really aren’t
“looming” any longer. Aviation employers
are already experiencing difficulties. That
will continue unless the industry expands
the pipeline of students interested in
aviation careers. How? Model aircraft
flying is one way.
Excessive Regulation

For decades the FAA did not regulate
hobby flying at all. Flying clubs—many
under the Academy of Model Aeronautics
(AMA)—had safety guidelines meant to
ensure the safe operation of model aircraft
and fueled many an aviation career.
In 1981, the FAA put out an advisory
circular suggesting some non-mandatory
safety guidelines for flying model aircraft.
Then, with the Pirker case, the FAA
began its march to regulating model

aircraft, culminating in the new federal
aviation regulations applicable to anyone
who flies a model aircraft regardless of
its size or weight, location of flight and
purpose (hobby or commercial). Yes, the
new rules eliminate the long-standing
hobby/non-hobby distinction and instead
carve out from the “commercial” or Part
107 rules hobbyists who can comply with
all of the Part 101 requirements. Sound
easy? Well, it’s not.
For one thing, Part 101 requires that
model aircraft remain in visual line of
sight. The FAA has interpreted this to
prohibit use of first-person-view (FPV)
devices. This interpretation means that
drone racers cannot fly FPV without
a Part 107 certificate and meeting the
requirements of Part 107 (which for FPV
flying would include a visual observer).
While this erects a significant barrier
to all drone racers, it’s particularly
burdensome to children under the age of
16. That’s because the age limit for a Part
107 certificate is 16.To fly FPV legally,
children under the age of 16 would
need both a certified pilot and a visual
observer on hand each and every time
they fly. Sounds like a lot of government
red tape to race a tiny drone.
Drone racing might not sound like
a big deal, but it is a huge deal when
it comes to getting kids interested in
aviation. I’ve seen the excitement kids of
all ages have in building and flying these

drones. And the competition really fuels
their interest.
The other section that is difficult to
comply with is the notification to airports
and ATC within five miles of an airport.
The FAA has interpreted this notification
requirement to apply to private airports,
heliports and seaports, regardless of how
often they’re used. Notification is no easy
feat at many of these small airports. Even
some quite busy airports have no one
answering the phones.
The point of all this is that the FAA’s
new rules could be a barrier to entry to
most students and many teachers.
The solution I see—and one that
Congress considered at one time—is a
so-called micro UAS rule that would
remove all this senseless red tape from
the smallest drones, which have the
least likelihood of any safety impact.
Another alternative is an exemption for
teachers and students participating in a
school course or club.
n
The opinions expressed in this column are
those of the author and not necessarily
endorsed by AIN.
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Non-compliance
issues systemic
uContinued from page 6

as the FAA’s Aviation Safety
Information Analysis and Sharing (ASIAS) system.
The report recommends that
Part 142 training centers emphasize the importance of these
pre-flight checks and that manufacturers provide clear requirements and procedures. NBAA,
meanwhile, is tasked with
facilitating a council of datacollection/-sharing experts to
inform and guide the business
aviation community.
“As perplexing as it is that a
highly experienced crew could
attempt a takeoff with the gust
lock engaged, the data also
reveals similar challenges across a
variety of aircraft and operators,”
said NBAA president and CEO
Ed Bolen. “This report should
further raise awareness within the
business aviation community that
complacency and lack of procedural discipline have no place in
our profession.”

safety, you have to tell the operator, I want professionalism.”
Greg Marshall, v-p of global
programs for the Flight Safety
Foundation (FSF), agrees that
the Bedford accident “highlighted the view…that intentional
noncompliance is a problem.”
Marshall, however, stresses that
it is not a widespread problem;
many operators, particularly

larger organizations, have mature
systems that have strong safety
management systems in place
and “great demonstrations of
safety leadership.”
But others struggle with complacency, and that can be found
throughout some organizations.
“This goes back to safety leadership,” he further agreed. “If you
don’t have appropriate safety

leadership, disciplines and processes established throughout an
organization—and it must come
from the top and permeate all
levels of an organization—then
you will continue to see incidences of complacency. Noncompliance will arise.”
Marshall, who noted that this
was a topic recently discussed
by the FSF’s Business Advisory

Committee, added that education
and training is a way to reinforce
leadership and combat complacency. The business aviation
community must reach out to
emphasize leadership skills, particularly with start-up organizations, he said. “If you don’t have
safety leadership in an organization, then the organization is set
up to fail,” he said. 


‘Leadership Deficit’

“The report is sounding the
alarm that we have, and probably
have had for a long time, a leadership deficit in our industry,”
added Sonnie Bates, who recently
joined safety specialist Baldwin
Aviation as v-p and COO after
directing the IS-BAO program
for IBAC for five years. The leadership training must involve the
highest levels of the companies—
from CEOs to aviation directors
to crews—to build the communications skills and facilitate a culture where professionalism can
be emphasized, Bates said.
The leadership must step forward and say, “I am not seeing
professionalism,” he said. “That
is the other dimension of safety.
We have the tools, but we need
the attitude of safety.”
Professionalism, he added,
has a “direct connection to complacency. A strong professional
code is going to combat complacency.” Bates noted that this goes
back to pre-takeoff flight control checks. “When you see an
absence of flight control checks,
that’s screaming, ‘I’m complacent.’ It’s also screaming, ‘I’m not
professional.’ To be effective in
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Jetcraft 10-year forecast sees
strengthening U.S. market
by Curt Epstein
about the number of business jet deliveries for the next 10 years by 10 percent
(to 7,879 worth $248 billion, from 8,755
in its inaugural forecast issued last year),
but chairman Jahid Fazal-Karim believes
solidity is returning to the market in some
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After a long stretch in the doldrums, the
business aviation market is beginning to
see a return to normalcy in some sectors, according to a forecast from aircraft
brokerage Jetcraft. The North Carolinabased company has dialed back its guess

areas. With 72 transactions valued at $1.7
billion, 2015 was the strongest year in Jetcraft’s 50-year history, and the company
says it is on pace to improve on that performance this year.
Historically, demand for new business
jets outside North America has accounted
for 30 percent of deliveries, but over the
past decade that changed, with non-North
American markets accounting for half of
the deliveries in the boom years of 2007
and 2008; the demand was fueled by high
oil and gas prices and favorable exchange
rates against the U.S. dollar.
Jetcraft’s forecast sees a continuing
return to the historical model as those
conditions have reversed, with BRIC
countries in particular cooling. Through
2025, the company sees North America
accounting for 60 percent of new bizjet
deliveries (4,727 aircraft), up six points
from last year’s forecast. While Europe’s
share of the delivery forecast grew by one
percent year-over-year, the overall tally
declined to 1,182 aircraft from 1,225.
The report notes that short-term deliveries will be hampered as the contribution
of the emerging market economies wanes
in response to lower oil and gas prices
and less favorable U.S. dollar exchange
rates, indicating that gains worldwide will
come at the expense of Latin America,
Asia-Pacific and Russia/CIS, which see
a combined decline of 7 percent in this
year’s forecast. Projected demand in the
Middle East and Africa remains stable at
three percent each for the next 10 years,
according to Jetcraft.
“Emerging markets are extremely
important, but we see North America
continuing to lead the pack in terms of
demand over the 10-year period,” said Jetcraft president Chad Anderson.
The company predicts that Gulfstream
will earn the lion’s share (30.6 percent)
of the market’s revenue, benefitting from
its expanded line of large-cabin aircraft.
Bombardier will place second with 28 percent of market revenue, but Textron subsidiary Cessna will benefit from robust
demand and regain deliveries leadership
from Bombardier.
Continuing Development

“If you look at light, medium and large
jets, the unit count is similar across all
those product sizes, so it’s a nice diversity
of clientele,” Anderson told AIN. “What
that tells some of us in the resale business is that light jets are still healthy; this
is important because people usually enter
the market with a smaller aircraft.”

The forecast calls for delivery of 688
business jets this year, rising steadily to
a peak of 932 in 2021, before the next
trough of 693 deliveries in 2024.
Jetcraft sees aircraft manufacturers increasingly focusing their research
and development budgets on higher-end
products. “This is the OEMs who do a
good job of listening to their installed
base of clients, telling us that the world is
still favoring larger-cabin aircraft in general terms, so you are seeing that segment
grow in activity and deliveries over the
life of the forecast,” said Anderson. “As
businesses get more global, there’s more
demand to go beyond North American
shores. The OEMs are investing millions
and millions of dollars in that larger class
of aircraft for the foreseeable future.”
This investment will result in a new
crop of business jets entering service,
ramping up through the next 10 years.
Jetcraft predicts the Bombardier Global
7000 will enter service in 2018, followed
a year later by the Global 8000. It predicts a new Gulfstream flagship, the
G750, will debut in 2020; Cessna’s Hemisphere will arrive on the market in 2022;
and a Dassault Falcon 9X, Embraer
Legacy 700, Bombardier Challenger
700 and Gulfstream G400 will be introduced in 2023.
The report, which assumes a slowdown in global wealth creation, an outflow of ultra-high-net-worth individuals
from emerging market economies and continuing depressed oil prices, is tempered by
potential growth in the U.S. economy and
a greater need for corporate capital expenditure investment. Unpredictable variables
such as terrorism and the migrant crisis
remain threats that could destabilize the
forecast, the authors point out.
The Pre-owned Market

While Jetcraft notes that the inventory of
jets for sale remains below the 13 percent
benchmark, there is little evidence that
residual values for five-year-old aircraft
are on the rise. According to Anderson,
most new aircraft purchased in the last
five years came at a discount, a practice
he believes continues in some cases today.
“Go back to that spike in 2008-2009
when financial institutions and major
institutional investors were making
large purchases and aggressively anticipating residuals that were not sustainable,” he explained. “There’s a natural
depreciation schedule that is more reasonable, driven by the economic lifecycle of the equipment.”
o
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Fleet composition, replenishment plans and the
impact on the preowned market
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by James Wynbrandt

A

IN’s Business Aviation Fleet
Analysis surveys the fleets
of the world’s major fractional ownership programs
and owned and operated charter providers, their replenishment plans, and
the impacts of fleet refreshments on the
preowned market.
The fractional fleets (Part 91K) contain 734 jets and 78 turboprops, according to JetNet, while owned and operated
(O&O) charter fleets (Part 135/380) have
212 jets and 66 turboprops. Their fleet
replenishment plans can’t be identified
with the same precision. The two major
fractional providers (Flexjet and NetJets)
have announced firm orders and options
in recent years for more than $20 billion worth of airplanes, but how many of
such orders turn into deliveries isn’t clear.
“Everyone rushes to the microphone
to announce the orders, but we don’t
know the details of those deals,” said
aviation consultant Rolland Vincent of Rolland Vincent Associates, noting, “The big
order announcements don’t always turn
into deliveries.”
“We all know those are just numbers,”
added aviation attorney James Butler,
CEO of Shaircraft Solutions, a specialist in fractional ownership issues, talking
about well publicized fleet orders. “Even if
fleet operators wanted to tell you, I’m not
sure that year-to-year they are committed
to taking major blocks of airplanes, without knowing what’s selling and what’s the
trend. They need to be flexible.”
Nonetheless, we asked most of these
providers and the major OEMs about
their replenishment and delivery plans.
A number declined to provide answers
(all the OEMs referred inquiries to their
customers), but others were candid in
discussing both plans and strategies. We
also talked to these providers as well as
aircraft brokers and consultants, and
pored over transaction data, in trying to
assess what happens in the preowned
market when these fleet aircraft, s ingly
or en masse, are retired from their fleets.
This fleet analysis highlights some of
what we learned.

The Fractional Fleets
Predictions of the end of fractional ownership, made in the wake of the 2008 financial
collapse, clearly have not come to pass. Aviation attorney Amanda Applegate of Aerlex,
and former associate general counsel at NetJets, maintains that the sprint for the program
exits seen at that time wasn’t borne of a need
to downsize, but because repurchase provisions were the only place shareowners could
get quick cash.
“At that point they couldn’t sell a house or
art, but there was a buyer who had to come
and buy their aircraft share,” said Applegate.
“That’s why you saw shares returned at a higher
rate, and why people came back. They got out
before the share prices collapsed.”

maximize the residual values of owners’ aircraft when they leave the fleets? Here are
some answers.

Executive Airshare
Executive Airshare, founded in 2002, operates
a Midwest-based fleet of 35 aircraft composed
primarily of Phenom 100s and 300s, Citation
CJ2+s, and King Air 350is. Shares are sold in
access days, rather than hours, with the minimum one-sixteenth share providing 20 days of
aircraft access per year.
The Lenexa, Kan. company purchases
new—and occasionally under-warranty preowned—aircraft for its fleet. “They cost less
to operate, they have fewer maintenance events
and are more reliable, so we can get more out

FLEXJET GLOBAL EXPRESS

In the years since, Flexjet and NetJets
alone have placed firm orders and options
for new jets valued at $23 billion, as
other fractional programs have grown to
replace CitationShare, Avantair and other
shuttered providers.
Fractional activity in the U.S., at just under
200,000 flight hours, was up 0.5 percent the
first half of this year over the same period in
2015, according to Argus International.
While cratering residual values have created
reverse sticker shock for many owners exiting
programs, fractional ownership remains the
choice for many seeking the highest level of
safety and consistency of service. The tax benefits of ownership also loom large in the purchase decisions of many program members.
What are the fractional programs doing
to keep their fleets relevant and fresh, and
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of the aircraft,” said Keith Plumb, president
and CEO. “Before we ordered Embraers, we
looked at operating a preowned fleet, but it
just didn’t make sense. We’d need more maintenance personnel and more crew. There are
reasons why most successful airlines invest in
new equipment.”
Executive Airshare takes “a systematic
approach” to fleet refreshment. Aircraft are
operated until accumulating 4,000 to 5,000
hours (seven to eight years old). “That’s our
sweet spot,” said Plumb. “If we have five or six
owners in one Phenom 100, we set up the agreements so all the owners have contracts maturing
within the same six-month window. That gives
us lead time to work with brokerage firms” to
sell the aircraft.
The oldest Phenom 100 in the fleet is a 2009
model, and Executive Airshare is preparing to

I N TRO D U C I NG

THE BOUTIQUE AIRCR AFT BROKER AGE

W I T H N E TJ E T S B AC K I N G

It already buys and sells more airplanes than any other
private aviation company in the world, and now fractional
ownership pioneer NetJets is offering these capabilities
to the entire private aviation community through a new,
independent subsidiary: QS Partners, a NetJets-owned
whole-aircraft brokerage and dealership.
“QS” stands for “quarter share,” as NetJets first branded the
ownership concept when it launched the fractional industry
three decades ago. (That’s also the origin of the QS in the
tail number of every U.S.-registered NetJets aircraft to this
day.) But whole-aircraft transactions are hardly new
territory for NetJets—or for QS Partners. Leading the team
is QS Partners President Brian Hirsh, a 10-year NetJets
veteran who began his career in aerospace engineering.
“We are a start-up with a head start,” said Hirsh. “Even
though we’re a small company, we have the resources, the
expertise, the capital strength and the global presence of
NetJets, and those four elements set QS Partners apart
from almost every other broker dealer.”

A SPECIAL ADVERTISING INSERT PREPARED FOR QS PARTNERS BY AIN PUBLICATIONS 2016

AN EXPERIENCED

T RANSACTI ONAL TE AM

NETJETS CERTIFIED PREOWNED JETS
NetJets has appointed QS Partners the exclusive
agent for NetJets Certified Preowned Jets, an
emerging fleet of quality aircraft operated and
maintained to the fractional provider’s exacting
standards. “These are turnkey airplanes,” said
President Brian Hirsh. “NetJets has operated
these aircraft since they were new, on forwardlooking maintenance plans in an incredibly

With a fleet of more than 700 jets constantly undergoing
refreshment, NetJets has had a longstanding preowned-aircraft
sales arm complementing its acquisitions operation. That’s
the branch of NetJets that Seth Zlotkin and John Odegard,
who bring a combined total of 25 years’ experience to the
business, took charge of five years ago after advancing through
a variety of fractional and jet card sales and asset-management
positions at the company. They’ve been moving NetJets
Certified Preowned airplanes into the marketplace for several
years. Concurrently, the pair helped buy and sell airplanes for
customers—for whole-aircraft owners moving into a NetJets
share or Marquis card, and for fractional shareowners migrating
to whole ownership. Apparently, word of their services has
been spreading.
Recently, NetJets had more contact from whole-aircraft
owners asking for help to deal with their assets. That was a hint
that this was the right time to launch a company for business
aviation users everywhere. Whether contacts want to buy for
the first time, upgrade to a bigger aircraft, or transition out of
ownership because their flying patterns have changed,
QS Partners is now open.

professional and standardized way.” All the
aircraft meet NetJets’ cosmetic criteria, as well.
“We want to make it easy to step into a NetJets
aircraft that’s the right fit.”

A SPECIAL ADVERTISING INSERT PREPARED FOR QS PARTNERS BY AIN PUBLICATIONS 2016

CUSTOMER-CENTRIC SERVICE
If fleet sales and acquisitions taught the team the business side of the
preowned market, working with NetJets clients, who expect the very
best, honed the second key component of QS Partners’ value proposition:
unparalleled customer service.
“Our big focus is taking exceptional care of customers,” said Odegard. “We
have an incredibly client-centric operation. Our brand promise is that every
customer will be working directly with one of the principals.”
Said Zlotkin, “We take a long-term perspective. It’s not just about buying an
airplane; it’s about developing a relationship, understanding the core of the
clients’ objectives and where they want to be, so we can put a more robust
solution in place.”
The company’s NetJets heritage and affiliation notwithstanding, the team
stresses that QS Partners is an independent entity, focused exclusively on
finding the best solution for each client.
They realized early on, from knowing the market and speaking to prospective
customers, that they needed to launch a separate company; not merely serve
as a NetJets brokerage. They are working on behalf of whole-aircraft buyers
and sellers, which is a unique element of the business.
Underscoring their independence and preempting an unspoken question,
they said customers looking for an alternative to whole ownership aren’t
going to be steered into a NetJets fractional ownership or a Marquis card,
though they allowed that in some cases those might be appropriate. To date,
their history has been as a consultative, objective resource, to help people
find the right solution, and sometimes it may involve a NetJets business.

UNPARALLELED SUPPORT RESOURCES
The resources of its parent company certainly provide multiple benefits for
QS Partners’ clients. “NetJets is a very data-driven organization,” said Hirsh.
“The data piece is very significant. Because of our global presence and
network, we bring more data, more details, more knowledge of the market,
and more understanding of what’s happening in all corners of the world
than anyone else. That allows us to better guide customers, to provide them
more options.”
Additionally, QS Partners has the resources to facilitate any transaction,
anywhere. With its capital advantages, it can respond quickly to situations
with a variety of deal structures, whether taking an airplane in on trade, or
simply buying an aircraft should the opportunity present itself.

“Even though we’re a small company, we
have the resources, the expertise, the capital
strength and the global presence of NetJets,
and those four elements set QS Partners apart
from almost every other broker dealer.”
BRIAN HIRSH,
PRESIDENT

For buyers seeking a trusted management company to maintain and
operate the aircraft after purchase, QS Partners has preferred access to
NetJets-owned Executive Jet Management, the world’s largest aircraft
management company. And given the team’s exposure to and knowledge of
the operational side of business aviation, QS Partners can evaluate any needs
of the customer and facilitate a seamless entry into service for a new owner.
For buyers of new aircraft, QS Partners can act as purchasing agent,
leveraging the team’s experience and knowledge of OEM transactions
and negotiable items to secure the best possible deal and terms.
And though it operates a bespoke, boutique service, QS Partners has an
international reach. While North America is currently the most active market,
the company is doing deals on a global basis and plans on being wherever
the demand exists.

OPEN FOR BUSINESS
Though it has the breadth of capabilities of a major, established aircraft
brokerage, QS Partners plans to stay true to its boutique roots. “We’re robust
for a start-up, but our big focus is on ensuring we’re good stewards of the
brand and providing exceptional care to our customers,” said Hirsh. “We are
readily available, 24/7.”
With its offices located in Columbus, Ohio, now open for business, QS
Partners is eager to showcase its capabilities to whole-aircraft buyers and
sellers worldwide, one customer at a time.
It’s not about being the biggest, or doing the most transactions. It’s about
providing the highest level of service to every customer by deploying assets
with a laser focus on the best outcome for each client.

NETJETS—AN AVIATION INNOVATOR
Founded in 1964, NetJets was the world’s first business jet charter and management company. It
introduced the fractional ownership concept two decades later, creating the quarter share—QS—model
that revolutionized business aviation. In building its fractional fleet, NetJets has bought, sold and
operated more business jets than any other private aviation company in the world.
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TAKING IT TO

T HE N E XT LE VE L
NetJets announces a new company—QS Partners—dedicated to
streamlining the process of buying and selling whole aircraft.
For more information, email info@qspartners.com
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EXECUTIVE AIRSHARE PHENOM 100 AND 300

sell “a handful.” Shareowners “are keyed
in” to residual values, and Executive AirShares provides owners with a market
summary for their aircraft as the maturity date nears.
Before sale, retiring aircraft must pass
an “extensive cosmetic checklist,” with
carpet and seat leather replaced as necessary and cabinetry repaired. “We don’t
dump them on the market; they still have
a long useful economic life,” Plumb said.
“For an individual or company that flies
only a few hundred hours per year, a
4,000-hour Phenom 100 brings a lot of
happiness for 15 to 20 years.”
Over the past 18 months Executive
AirShare has purchased only new aircraft. “At least 65 percent of our customer
base is businesses flying for business purposes, and they want to take advantage
of bonus depreciation” and write off half
the cost in the first year. “We will monitor that dynamic closely,” he said. “Some
leisure customers are looking for the lowest acquisition cost, but we’re seeing our
growth primarily in business owners flying to hard-to-get-to destinations.” But for
that cost-conscious group, the company
might repurpose one of its older Phenom
300s “at the price for the leisure buyer.”
In September investment firm Curran
Group took majority ownership in EA,
and announced plans to tap new markets.
EA has two Phenoms on order and “about
five” options, and will finalize acquisition
plans before year-end. “We want to be
ahead of game. We’re looking at expansion opportunities, and part of that will
be based on the delivery schedule.”

Flexjet
Flexjet’s fleet consists of 66 aircraft representing 11 mostly midsize models. Its
LXi Cabin Collection offers the Learjet 75, Challenger 350, Legacy 450/500,
Global Express and the G450, G500 and
G650. Flexjet also operates the Phenom
300, Challenger 300 and Challenger 605.
Almost half the fleet (29) are Challenger

300s, with an average age of 8.9 years.
Another 11 are Learjet 40XR/45XRs,
nine years old on average. Average age
of most of the remainder of the fleet is
less than two years.
In 2013, Cleveland’s Directional Aviation Capital (DAC), parent company
of the Flight Options fractional program, purchased Flexjet from Bombardier Aerospace.
At the time of its Flexjet purchase,
DAC ordered up to 245 Bombardier
business jets worth as much as $5.2 billion, with firm orders for 85 aircraft (25
Learjet 75s; 30 Learjet 85s; 20 Challenger 350s; and 10 Challenger 605s)
and options for 160 more. Since Bombardier cancelled the Learjet 85 program, no alternative orders have been
announced. Flexjet also has an order for
up to 50 Gulfstreams (G450s, G500s and
G650s), valued at up to $1 billion. Of
these, Flexjet now has eight Challenger
350s, two G450s and three Learjet 75s.
In August Flexjet acquired UK-based
aircraft management company FlairJet,
expanding its footprint in Europe. Flexjet
will base eight Nextant 400XTis in Europe,
joining FlairJet’s fleet of seven managed
aircraft, and will be available to Flexjet
owners for point-to-point travel within
Europe and to the Middle East or Africa.
Meanwhile, DAC is winding down
Flight Options (FO), which still has 344
shareowners and 58 aircraft, including a
dozen Citation Xs that are an average of
17 years old, and five Beechjet 400As averaging 16 years. Some of FO’s aircraft, like
its 18 Phenom 300s, will be transferred to
the Flexjet fleet. No other plans for the
fleet disposition have been announced.

following decade Warren Buffett’s Berkshire Hathaway bought NetJets. That
backing continues to inspire confidence
in both the program and the access model
among customers and within the industry.
In recent years NetJets has reduced
the number of models it operates but still
has 22 in its U.S. fleet.
In 2010 NetJets placed a $1 billion
order with Embraer for 50 Phenom 300
“Platinum Edition” jets and options for
75 more, the first in a series of orders
totaling up to 670 jet deliveries over 10
years valued at up to $17.6 billion at
retail prices. In 2011 NetJets placed its
first order with Bombardier Aerospace,
for up to 120 Bombardier Globals, with
50 firm (30 Global Express XRSs and
Global 5000s, and 20 Global 7000s
and 8000s), a purchase worth $6.7 billion
with all 70 options exercised.
In 2012 NetJets ordered up to another
275 Bombardier ($7.3 billion) and 150
Cessna jets ($2.3 billion), including a
firm order for 75 Challenger 300s and
options on 125 more; a firm order for 25
Challenger 605s, with options for another

50; and a firm order for 25 Cessna Citation Latitudes, and options for 125
more. (The CL300 and CL605 orders
were later upgraded to CL350s and
CL650s, respectively.)
All the new jets will be outfitted with
NetJets’ Signature Series interiors, which
include in-flight entertainment systems,
quieter cabins and customized seating
and lighting and storage features.
Thus far NetJets has taken delivery of
57 Phenom 300s; 30 Challenger 350s; 12
Challenger 650s; nine Global 5000s; 16
Global 6000s; and five Citation Latitudes.
During this period Embraer subsidiary ECC Leasing purchased 25 NetJets Citation Ultras, presumed to be in
trade for the Phenom order, and retired
all but one of its 34 Hawker 400XPs, and
its G200s, the Gulfstreams taken in trade
by Bombardier.
NetJets declined to discuss fleet replenishment plans, but some models seem ripe
for retirement. The 37 Citation Excels are
almost 14 years old on average, and the collective shares outstanding own fewer than
Continues on page 23 u

NetJets
Fractional pioneer NetJets remains the
industry’s dominant force, its U.S. and
European fleet of more than 500 jets
and 2,700 shareholders. Richard Santulli
launched the fractional concept after he
purchased the company in 1984, and the

NETJETS GLOBAL
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Accelerating Innovation:
The All New HF120

Two names synonymous with
invention have joined forces to create
unprecedented performance—
a product igniting change in the
industry—the all-new 2,000-pound
thrust class turbofan power plant. Built
to last, the HF120 delivers advanced
technology designed for speed,
endurance, and the smoothest ride.
FL450: The fastest engine in its class,

the HF120 enables effortless climb to
FL450 and beyond. Its high fan and
core pressure ratio provides increased
aircraft speed and reduced climb time

gehonda.com

to higher cruising altitudes. With a low

levels of vibration transmission to the

combustor liner holes ensure minimum

thrust lapse rate, the engine allows for

fuselage result in a quiet cabin and

pressure drop across the combustor,

initial climb in excess of 4,000 feet per

the smoothest flying ride in its class.

enabling optimum transfer of compressor

minute and reduces time to climb by 40%.

energy to the turbine side. This unique
TOUGH: Setting new standards for

design offers outstanding overall

ADVANCED: The engine represents

durability and efficiency, superalloys

environmental benefits, including low

decades of research and development.

used in the hot section permit a higher

NOx, CO, and HC emissions.

A wide-chord, swept titanium blisk fan

operating temperature with extended

with composite fan outer guide vanes

parts life. All HF120s are monitored

RELIABLE: All of these amazing features

and the use of innovative turbine blade

closely via proven large aircraft

combine to create an engine that redefines

and combustor materials are just some

engine proactive diagnostic systems

dependability. Extensive testing in

of the unique features the HF120

to minimize downtime and enable

excess of 23,000 cycles and simulated

brings to the light jet market.

longer uninterrupted service.

5,000 flight cycles run on a single engine
reveal proven reliability and readiness for

SILENT (Inside & Outside): Smart

EFFICIENT: Using innovative aerodynamic

placement of the rotor dynamic resonant

designs, the HF120 delivers greater

frequencies outside of the engine taxi

cycle efficiency while optimizing

The HF120 enjoys enviable operational

and flight settings minimizes unwanted

operability. Unique airblast fuel nozzles

success. It’s an incredible machine built

cabin noise. Tight tolerance controls

provide better fuel atomization yielding

to set a new standard for the light jet

and exceptional build quality deliver

superior fuel-to-air combustion

market—ready for applications beyond

low fan and core vibration levels. Low

to minimize fuel burn. Laser drilled

its current aircraft installation.

For More Information, Contact GE Honda at (513) 552-7820

longer uninterrupted operation.

@ge_honda
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bargain on price, which is a key
to profitability, O&Os say.
“At the right price and right
utilization, the money is there. We
own the airplanes, and we have to
fly a certain amount to pay the
note. We fly 200 hours a month
on the E135s, 100 hours on the
Phenom 100s, and we’re amortizing the cost of the aircraft over
many more hours. The economics
work. JetSuite has been profitable
for the past five years and I don’t
expect that to change.”

TMC Jets
WHEELS UP CITATION XLS AND KING AIR 350i

10 aircraft. It has 30 Falcon 2000s
more than 15 years old on average, with total ownership shares
owning about 10 aircraft. Its
44 Citation Sovereigns average
almost 10 years in service, and
their mission can be performed
more efficiently by the Challenger 350 or Citation Latitude.

PlaneSense
PlaneSense operates some three
dozen Pilatus PC-12/-12NG
turboprops, the core of its fleet,
and has taken delivery of two of
five Nextant 400XTi small cabin
jets it has ordered to replace retiring Hawker 400XPs. PlaneSense
has ordered six Pilatus PC-24s—
the largest order for the new
twinjets—and is scheduled to
take delivery of SN101, the first
production model, in the second
half of next year. The company
will announce its fractional program for the PC-24 shortly, said
PlaneSense president and CEO
George Antoniadis.
Since launching in 1996,
Portsmouth, N.H. -based PlaneSense has taken delivery of 56
PC-12s. One more is scheduled
for this year. Antoniadis declined
to disclose future delivery plans
beyond “more.” As for retirements, “Our current strategy is to
dispose of aircraft at the 10-year
mark, and we went to that [age]
after we became comfortable
with the maintainability and dispatch reliability of the aircraft.”
PC-12s currently enjoy the
highest resale value of any
business aircraft. “We see that
10-year-old aircraft exiting our
fleet have retained a little over 50
percent of original value.”
As for residual value, “When
we calculate [shareowner] exit
valuation, it’s not in some dark
room with an arbitrary formula
of our own; we use a third party,
and it’s market driven.”
In addition,“We are constantly driving the age of our
fleet down. By the middle of next
year we expect the average age to

be just over five years, by the end
of 2019, closer to 4.5 years on
average,” as new aircraft replace
the oldest in the fleet.

Owned and
Operated Fleets
Owned and operated fleets provide lift for the ad hoc charter
market, jet card programs and
supplemental needs of fractional
fleets. Dwarfed by the managed
Part 135 fleets, the major global
O&Os possess some 279 airplanes. Unlike fractional operators, and the charter management
companies they compete with,
O&Os must fly to survive; they
get no monthly management fees
and have to pay for their airplanes.
That’s why some charter
industry professionals have said,
since the first O&Os debuted
last decade, that owning a charter fleet was an unsustainable
business model, especially after
XOJet introduced in 2009 allinclusive point-to-point rates
well below traditional charter
pricing, rattling the industry in
the process. Yet O&Os have survived, and in their need to generate revenue they continue to set
the charter rates managed charter fleets have to match.
“Every day a light or midsize jet sits, it costs us $3,000 to
$5,000, and we can’t afford that,”
said Scott Wise, president of The
Travel Management Company
(TMC Jets). “We’re better off at
times to lower yield to get more
hours” of charter bookings.
Given the financial imperatives
and the lack of individual owners who might otherwise object,
O&Os tend to run their aircraft
harder and longer than fractional
operators. Among the 25 largest
U.S. charter operators, the three
with the highest aircraft utilization
rates through Q2 this year—and
in 2015—were all O&Os: TMC
Jets’ fleet is on track to generate
an average of 662 hours of charter
revenue each; JetSuite’s some 750

hours; and XOJet, which leads the
Part 135 pack in utilization, was
flying at a pro-rated annual rate
of more than 1,060 revenue hours
per aircraft. At charter management companies, generating 200
hours of charter per year for an
owner is considered high. As for
residual values, for most O&Os,
that’s beyond secondary; they’re
concerned about generating
profits in a low-margin business.
Here’s how some of them do it.

JetSuite
JetSuite operates a dozen Phenom
100s and eight Citation CJ3s, and
has yet to retire an aircraft since
its 2006 launch. “We like airplanes
that last 10 years or longer,” said
CEO Alex Wilcox. “Market disposable airplanes you get rid of
in three, four, five years; that’s not
us. We’re operating more like an
airline. We have no intention of
sending them in any time early.”
In the interim, JetSuite invests in
maintenance and interior refreshment. Cleveland-based Constant
Aviation this year redesigned and
commenced refurbishment on the
Phenoms’ interiors.
JetSuite added a new model to
its fleet this year: luxury configured, 30-seat Embraer E135s, for
JetSuiteX, its Part 380 per-seat
scheduled service linking several
major West Coast markets.
Eying significant expansion,
JetSuite is “currently looking at
acquiring Phenom 300s,” either
new or “three or four years old,
with probably fewer than 1,000
hours,” Wilcox said, and will buy
“at least ten in the next year.”
Though low-time preowned
aircraft can represent a significant value, he acknowledged
“buying new, you get the warranty and lock in costs, and
Embraer can sweeten the deal
and provide training and maintenance credits and reliability
guarantees.” Moreover, with
OEMs competing against their
own recently made jets, and
their sales down, there’s room to

TMC Jets operates 60 jets, primarily Hawker 400XPs (36) and
Hawker 800XPs (24), all purchased preowned. Among the
first O&Os, Elkhart, Ind.-based
TMC Jets launched service with
24 new Nextant 400XTs—remanufactured Beechjet 400s—but
soon found operating new aircraft uneconomical, and switched
to a preowned fleet. “We’re perfectly happy operating five- to
15-year-old airplanes,” said Wise.
This September investment firm
TPG Growth, parent company
of XOJet, bought TMC Jets;
while negotiations were under
way, TMC’s typical fleet replenishment activity went on hold.
“We’re one of those companies constantly buying airplanes,
and for the past year-and-a-half
we just sat still,” said Wise. The
company also “fell behind on
pricing as fuel prices dropped,”
failing to lower rates accordingly, affecting its bottom line.
Now, besides regaining its focus,
TMC has adopted the dynamic
pricing XOJet employs, adjusting
rates to market demand, and “it

has helped tremendously.”
TMC buys five- to seven-yearold aircraft. “We make sure we’re
doing all the right things in maintenance, and the return to service
is swift, and we’re negotiating the
best deal with all the vendors,”
said Wise. “Fuel has taken care
of itself.”
Looking ahead, Wise said the
company has too many midsize
jets, the result of a glut of supermidsize aircraft in the charter
fleet; their operators sometimes
drop rates to match the prices of
midsize jets, putting a squeeze
on demand for the smaller airframes. “We’ll probably [sell]
six to eight Hawker 800s,” over
the next few months, winnowing the count “down to 20 airplanes, about where we need to
be in midsize,” Wise said.
TMC Jets has an order on
hold with Nextant to convert
its Hawker 400XPs to Nextant
400XTis, and is now “looking
hard” at proceeding with the
remanufacture.
The company also has two
Challenger 604s. “If I could
own six more, it would be so
much more efficient,” Wise said.
“In a year, if that heavy market
is good, we might invest in a few
of those.” Meanwhile, “we’ll continue to invest in the light jet fleet,
for sure,” he said.

XOJet
XOJet owns and operates 41
super-midsize Challenger 300s
(17) and Citation Xs (24), and
“We do not anticipate expanding
the super-mid fleet in the future,”
said Bradley Stewart, president
Continues on next page u

Top 20 Aircraft Operated by Frax and O&O by Percentage
Aircraft

Model

Challenger

650

Total
in Fleets

Total
in Service

Percentage
in Fleets

12

24

50.00%

Hawker

800XPI

24

51

47.06%

Challenger

350

58

137

42.34%

Embraer

Legacy 450

2

6

33.33%

Citation

XLS

89

328

27.13%

Global

6000

44

200

22.00%

Embraer

Phenom 300

72

349

20.63%

Citation

Encore+

13

65

20.00%

Citation

X

58

309

18.77%

Hawker

750

8

48

16.67%

Falcon

2000EX Easy

15

104

14.42%

Citation

Latitude

5

37

13.51%

Falcon

2000

30

230

13.04%

King Air

350i

38

296

12.84%

Citation

Sovereign

44

348

12.64%

Citation

Excel

43

369

11.65%

Challenger

300

45

454

9.91%

Citation

Encore

15

164

9.15%

Global

5000

19

212

8.96%

Embraer

Legacy 500

3

34

8.82%

Source: JetNet
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a deal worth up to $312 million at
list prices. This year SurfAir took
possession of two PC-12NGs,
with five-blade props, replacing
the last of its legacy aircraft. SurfAir members pay a $1,000 signup fee, and a $1,950 monthly fee
for basic service.

JETSUITE EMBRAER E135

VistaJet

and CEO. “Forty-one is enough.”
None of XOJet’s aircraft has
been retired since service launch
in 2006, though a couple of Citation Xs on lease went back to the
lessor. XOJet previously had “a
couple” of Challenger 605s, and
sold its fleet of Hawkers to now
sister company, and longtime
charter network partner, TMC
Jets. “Our business model is
built around aircraft seven to 17
years old,” said Stewart. “Over a
three- to five-year timeline, we’ll
see some older aircraft exit, and
some new come into the fleet.”
Residual values aren’t a concern. “We buy and lease airplanes
to operate them,” he said. “We
don’t think a lot about what the
airplane is worth; we think in
terms of cash-flow generation.”
The company has no plans
to replace any aircraft in the
fleet within the next year. “Our
fleet’s in good shape. We continue to invest in them,” Stewart said. XOJet completed an
interior refurbishment program
on the Citation Xs, the CL300s
have been outfitted with Quiet
Cabin upgrades, and the company’s fleet was among the first to
be all Wi-Fi equipped.
In 2009 XOJet introduced
all-inclusive one-way transcontinental fares aboard its Citation
Xs, priced in the low $20,000
range, bringing point-to-point
pricing to the charter market
and drawing predictions of the
company’s failure.

XOJET CHALLENGER 300

“Most people in our industry
don’t truly understand the economics of how to make money
in the owner-operated business,”
said Stewart. “There are principles you need to understand
intimately and need to put into
practice.” He cited six rules: “The
airplane cannot be new—it’s got
to be more than 50 percent depreciated; second, you need to have
a scaled operation…Third, you
need to operate the airplane in
a closed loop, you can’t extend
beyond that; fourth, you have to
maximize utilization; fifth, you’ve
got to believe in dynamic pricing;
and sixth, think long and hard
about whether you’re going to be
wholesale or retail distribution.”
Though its fleet remains
static, XOJet is expanding its
charter brokerage, which is up 16
percent this year, all the growth
coming through large-cabin partners, Stewart said.

SurfAir
California-based SurfAir introduced the “all you can fly” members’ airline model with the 2013
launch of its Part 380 scheduled
charter service. The company
operates a fleet of 14 Pilatus
PC-12/-12NGs primarily flying
between the Los Angeles and
San Francisco Bay areas. SurfAir started operations with a preowned fleet, refurbished in 2014,
the same year the company placed
a firm order for 15 PC-12NGs
and options for an additional 50,

Malta-based VistaJet operates an
all-Bombardier fleet of five dozen
large-cabin and super-midsize jets.
Just under half the fleet are Globals (26 Global 6000s; six Global
5000s; and one Express XRS), the
remainder Challenger 350s, 605s
and 850s, registered in the U.S.
and Malta, save for one B-registered CL850 based in Hong Kong.
Over the past year the company
expanded its U.S. headquarters in
New York, established a foothold
in L.A., and enhanced its presence
in Beijing and Shanghai.
“The decision everybody’s
making is, ‘I can’t afford or justify owning an aircraft,’” said Ian
Moore, chief commercial officer.
But they will pay for a quality
product, he said. VistaJet emphasizes bespoke customer service,
catering menus from renowned
restaurants and partnerships with
luxury brands featured on board.
VistaJet customers buy blocks of
hours, and the company reported
that the second quarter was its
best quarter ever, with the average number of contractual flight
hours sold to new customers up
to 120. Flight activity was up 23
percent and passenger count up
20 percent in the same period.
VistaJet owner Thomas Flohr
has delivery positions for the
in-development Global 7000,
Moore said, declining to discuss
further plans for the fleet. None
of its aircraft are near retirement;
the five Challenger 850s have on
average eight years of service, its
single XRS is six years old, and
the rest of its aircraft average
three years or younger.

Zetta Jet
Singapore-based Zetta Jet operates an N-registered, all-Bombardier Global floating fleet, tailored
to the trans-Pacific market.
Zetta Jet has FAA approval for
flight through areas of magnetic
unreliability—that is, the polar
regions—which enables it to offer
the shortest route for many flights
between the U.S. and Asia, said
Geoffery Cassidy, co-founder and
managing director. Zetta expects
its fleet, now numbering seven, to
have 16 by the end of next year,
and is in discussion with Bombardier about Global 7000 purchases, Cassidy said. Unlike the
“cookie cutter” fleets of competitors, every Zetta Global has a
unique interior, Cassidy said.
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Charter Fleet Composition
Aircraft

No. Aircraft

Average Age (Years)

JetSuite
Citation CJ3

8

11

Embraer Phenom 100

14

6.785

Embraer ERJ-135

8

16

14

8

GlobeAir
Citation Mustang
Qatar Executive
Challenger 604

1

14

Challenger 605

3

6.333

Global 5000

4

4

Global Express XRS

1

7

Global 6000

1

2

Gulfstream G650ER

2

1

Hawker 800XP

1

13

Pilatus PC-12/45

2

12

Pilatus PC-12 NG

12

1

SurfAir

TMC
Beechjet 400

1

28

Challenger 604

2

17.5

Hawker 800XP

24

15

Hawker 400XP

36

8

Hawker 800XPi

1

10

Hawker 850XP

2

9

Challenger 850

5

8

Challenger 605

10

2

Challenger 350

15

1.25

Global 5000

6

2.75

Global Express XRS

1

6

Global 6000

26

3

VistaJet

Wheels Up aka Gama Aviation
Citation Excel

6

13.5

Citation XLS

9

10.38

Falcon 2000

1

15

King Air 350i

52

2

XOJet
Challenger 300

17

8

Citation X

24

14

GIII

1

36

GV

1

14

Global Express

1

14

Global 5000

1

1

Global 6000

3

1

Zetta Jet

Source: JetNet

Wheels Up
Wheels Up offers two membership programs providing
access to a growing fleet of
50 King Air 350is and 15 Citation Excel/XLSs. Gama Aviation operates the Wheels
Up-owned aircraft.
This year Wheels Up introduced shuttle flights to and from
popular events and destinations,
and a Hot Flights feature on
its app, with daily postings of
“empty leg” flights. Also new,
an introductory level membership program, “8760,” which
founder and CEO Kenny Dichter
calls “a channel to bring in young
people, and to get them excited
about using and experiencing private aviation.”

Dichter said growth plans for
its full-price Wheels Up memberships are on target, and the
company expects to have 3,000
members and annual revenue of
$200 million by year-end.
Meanwhile, the company
launched Flight Deck, an
in-house charter brokerage for
members, using lift from a
network of vetted operators. “We
believe it will be nine figure business—a $100 million-plus business—and we think we can get
there in 24 months,” Dichter said.

Qatar Executive
Qatar Executive is the charter arm of Doha, Qatar-based
airline, Qatar Airways. Its fleet
of a dozen aircraft includes
Continues on page 26 u
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Fractional Fleet Composition
Aircraft

No. Aircraft Average Age (Years) No. Shareholders No. Aircraft in Use

Executive AirShare
Beechjet 400A
1
Citation CJ2+
4
King Air 350
2
King Air 350i
3
Learjet 45
1
Learjet 45XR
1
Phenom 100
13
Phenom 300
10
Total
35
Total unique shareholders

13.0
7.0
15.0
2.7
7.0
6.0
6.2
3.4
5.9

2
25
1
6
1
4
76
54
169
164

1.00
2.13
0.09
0.50
0.06
0.75
7.34
5.84
17.72

252
84
10
24
14
37
47
31
13
42
60
614
542

19.84
7.78
0.59
1.63
0.84
2.72
3.59
2.47
1.00
2.94
4.69
48.09

256
92
65
75
112
46
415
152
408
117
27
8
98
15
23
1
78
66
35
39
73
466
2,667
2,264

26.88
9.28
3.94
5.59
9.78
4.00
35.28
15.47
38.25
10.22
3.16
0.75
8.69
1.66
2.34
0.06
8.38
9.00
3.09
3.38
6.19
41.63
247.00

27
194
3
75
0
26
32
8
38
3
108
0
514
439

1.88
12.13
0.16
6.31
0.00
2.53
4.16
0.44
2.47
0.25
7.81
0.00
38.13

0
0
220
0
120
340
329

0.00
0.00
17.38
0.00
11.06
28.44

Flexjet
Challenger 300
29
Challenger 350
8
Challenger 604
1
Challenger 605
2
G450
2
Learjet 40XR
5
Learjet 45XR
6
Learjet 75
3
Legacy 450
2
Legacy 500
3
Phenom 300
5
Total
66
Total unique shareholders

8.9
1.4
14.0
6.5
2.0
9.2
9.0
1.3
1.0
1.0
1.8
6.3

NetJets
Challenger 350
30
Challenger 650
12
Citation Encore
15
Citation Encore+
13
Citation Excel
37
Citation Latitude
5
Citation Sovereign
44
Citation X
40
Citation XLS
58
Falcon 2000
29
Falcon 2000EX EASy
5
G400
1
G450
14
G550
6
GIV-SP
10
GV
3
Global 5000
9
Global 6000
10
Hawker 800XP
13
Hawker 800XPi
9
Hawker 900XP
9
Phenom 300
47
Total
419
Total unique shareholders

1.1
0.9
12.8
9.0
13.7
0.2
9.6
14.0
10.3
15.0
10.8
12.0
9.9
10.0
15.7
15.3
2.3
2.9
12.5
10.4
8.4
2.3
9.1

NetJets Europe
Challenger 350
4
Citation XLS
22
Falcon 2000
1
Falcon 2000EX EASy
10
Falcon 7X
1
G550
8
Global 6000
6
Hawker 400XP
1
Hawker 750
8
Hawker 800XP
1
Hawker 800XPi
15
Phenom 300
10
Total
87
Total unique shareholders

1.0
9.1
16.0
10.1
4.0
9.6
3.3
10.0
7.9
11.0
9.7
1.3
7.6

PlaneSense
Hawker 400XP
1
Nextant 400XTi
2
PC-12 NG
19
PC-12/45
1
PC-12/47
15
Total
38
Total unique shareholders
Source: JetNet

11.0
18.0
3.8
11.0
9.7
7.3

half a dozen Globals and four
600-series Challengers. Qatar
Airways has placed orders for
up to 30 Gulfstreams—a mix of
G500, G600, and G650/650ERs.
Two G650ERs have been delivered. Other than a 14-year-old
Challenger 604, the average age
of Qatar Executive’s aircraft is
under four years.

Globe Air
On the small cabin side of the
business, Austria’s GlobeAir has
found success in Europe with its
O&O fleet of 14 Citation Mustangs, and anticipates seeing revenue climb 24 percent this year over
2015 (from $20.75 to $25.66 million in revenue). In May, GlobeAir
and JetSuite announced partnering to offer each other’s transatlantic customers “last mile” service.

Aftermarket Fleet Sales:

Preowned
Market Impact

What impact do fleet retirements
have on the preowned market?
Aircraft in the fractional and
O&O fleets represent a relatively
small portion of these models currently in operation. The
44 business jet and five turboprop types they operate, according to JetNet, account for just
8.11 percent and 3.72 percent,
respectively, of the total number of these models in the bizav
fleet. And compared to overall
preowned market transactions,
fleet sales show an even lower
level of comparative activity.
From 2005 through 2015, a
total of 542 aircraft were sold
from the fractional and O&O
charter fleets, compared to some
21,000 total sales (roughly 2.5
percent of the transactions) for
the period, according to JetNet.
Annually, that works out to about
54 fleet sales out of some 2,100
retail transactions. These are
usually sold one at a time as they
age and are replaced by a new or
newer model. That volume can’t
sway overall markets.
But when operators dispose of
an entire product line to make way
for a new model, impact on residual values can be dramatic. That
has been most apparent when
OEMs have taken aircraft in trade
as part of a fleet sale. Examples
of such deals include Embraer’s
accepting, through its EEC subsidiary, 20 Citation Ultras from
NetJets as part of its purchase of
50 Phenom 300s, and Bombardier’s taking the fractional company’s 25 Gulfstream G200s, which
were being replaced by Challenger
350s, as part of a fleet order.
Said Jay Mesinger, president
and CEO of Mesinger Jet Sales,
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which handles fleet sales, “Unfortunately, the idea that the lowertime airplanes will be positively
valued against the higher time
doesn’t always play out in difficult and supply-rich markets.
The higher-time pulls the lowertime down, instead of creating a
greater differential.”
“We can make a statement
that fractional aircraft are selling
at about a 35-percent discount
from ‘mainstream’ aircraft,” said
Dennis Rousseau, founder and
president of valuation specialist
AircraftPost, noting a few models likely to encounter value gyrations similar to the G200s: “There
are a lot of Falcon 2000s with
10- to 12,000 hours,” Rousseau
said. “VistaJet turns over its fleet
every five years. What does that
do to the Global 6000 market?”
Today, though, fleet aircraft
are less likely to come to the
aftermarket via OEMs, as tradeins have fallen out of favor; manufacturers are reluctant to act as
sales agents given today’s sluggish aftermarket and ever sinking values, and fleet operators can
cut better deals if trade-ins aren’t
included. Some fleets handle the
sales themselves, but more commonly they work through brokers.
“Everybody wants to maximize value,” said Chad Anderson, president of Raleigh-Durham
based brokerage Jetcraft. “Some
sellers care more about the dollars than how long it takes to sell;
others want to sell quickly. But no
one wants to be irresponsible” in
accepting a lowball price. About 20
to 25 percent of Jetcraft’s transactions, which totaled $1.7
billion last year, represent
fleet-owned aircraft. “How
you position aircraft in the market
is important,” Anderson said. Sellers need to “price right and make
sure the aircraft are attractive from
a mechanical perspective, and all
regulatory issues are addressed.”
The disposal process has gotten smoother over time. “Now
you have not only experienced
fleet operators, but experienced
fleet exchangers,” said Anderson. “They’ve been through the
exchange and learned what works
and what doesn’t.”
Given the age and vintage of
some fleet inventory, “we might
be selling to the last owner-operator of the aircraft,” Anderson
said. But many fleet aircraft are
far from run out. Some operators
dispose of aircraft at relatively
young ages as a matter of policy, others may be reshaping their
fleets and reducing or eliminating
an aircraft model to meet changing demands or business strategy.
As a group, fractional operators are more concerned about

Using Data
for Fleet Planning
With the dollars at stake,
tracking operating expenses and
fleet values has become a focus
for operators, financing institutions and consultants. “We’re
being asked to get into costs
deeper and deeper by customers,”
said David Wyndham, president
of Conklin & de Decker. “Either
customers are getting smarter,
or the people they’re buying from
are getting smarter.”
Publications like the quarterly Business Jet Update from
UBS, which parses preowned
market values and trends, are
now required reading for market
participants. Many of these
players subscribe to data service
from appraisal firm Asset Insight
(AI). “We routinely run internal
analytics that examine values for
aircraft coming out of the fractional fleets, and the effect they
have on aircraft around them,”
said AI president Tony Kioussis.
Adapt, a new AI product,
tracks and quantifies “maintenance equity” of enrolled aircraft.
This equity is at its highest point
the day the aircraft comes off the
assembly line, and is expended
as an aircraft flies, creating a
“maintenance exposure”; when
maintenance is performed,
some maintenance equity is
restored. Among other applications, this data allows fleet
operators to fine tune decisions
on maintenance and fleet sales,
as well as guiding purchasing
in the preowned market. “The
key is not buying the cheapest
airplane, or buying at the peak
of its maintenance status, but
where you can optimize the total
economics of your transaction,”
said Kioussis, adding, “None of
this is linear.—J.W.

residual values than are O&Os,
which don’t have individual shareowners to whom they answer.
But fractional shareowners
themselves need to recognize
premium-priced branded fleet
interiors and cabin systems that
boost share prices in some programs “don’t have a long shelf
life” in retaining value, said
David Wyndham, president of
Conklin & de Decker. When
it’s time to surrender a share in
such models, that lost value can
add to “a significant depreciation of the aircraft.” 
o
For content about aftermarket
refurbishment, see www.ainonline.
com/bizav-fleet-analysis-2016.
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AOPA, NBAA urge
action to save SMO
by Kerry Lynch and Matt Thurber
NBAA and the Aircraft Owners
and Pilots Association (AOPA)
are urging the FAA to halt the

“dismantling” of Santa Monica Airport (SMO) in California. Both associations wrote the

agency, saying urgent action is
necessary to prevent the city of
Santa Monica from driving away
the businesses on the airport as
they attempt to close it.
Their calls came as the city
had issued eviction notices to
the two main fuel providers on
the airport, Atlantic Aviation
and American Flyers, and was
pushing off the local restaurant

there, Typhoon, by tripling the
rent “and making business conditions so difficult that it has
become impossible to carry on
without incurring financial ruin,”
according to the restaurant.
The Santa Monica city council
voted on August 23 to close SMO
“as soon as it is legally permitted,
with a goal of on or before July
1, 2018,” and followed that vote
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with the 30-day eviction notices
that were delivered on September 15 to Atlantic Aviation and
American Flyers. The city took
that step with the stated intention
of providing city-run services.
The FAA responded by issuing a subpoena to the city of
Santa Monica and a notice of
investigation into the city’s efforts
to evict the fuel providers. “These
actions may be causing, and
appear intended to cause, impairment of the airport, including
but not limited to a de facto closure of the airport in violation of
applicable law,” the agency told
the city in a September 26 notice
of investigation (NOI).
American Flyers, which runs
both fueling and flight training
services, and Atlantic Aviation
have urged the FAA to “issue
an emergency order” that would
force the city to stop the evictions.
FAA Demands

The NOI gave Santa Monica
officials 10 days to respond to
its inquiry. The FAA noted the
city would typically have 30
days, but the agency has shortened the time frame in light of
the original October 15 eviction deadline. The agency also
subpoenaed city officials to testify before the FAA on the city’s
plans to establish its own FBO
and provide flight instruction
services in lieu of Atlantic Aviation and American Flyers.
The FAA warned in the
NOI that it “strongly recommends that the city withdraw the
notices to vacate until such time
as this matter can be resolved.”
The agency issued a lengthy list
of detailed demands to the city
surrounding its plans to provide the aviation services, such
as documentation on arrangements made with fuel providers;
equipment it plans; storage capabilities; names and certification
status of employees who will provide flight instruction; arrangements for flight training records;
airworthiness certificate and registration for each aircraft used;
written materials such as manuals and syllabi; arrangements
for maintenance of equipment;
type of facilities that will provide
maintenance services; and maintenance manuals, among others.
In the NOI, the FAA also
warned of the grant assurance agreement that the city
must “make the airport available as an airport for public use
on reasonable terms and without unjust discrimination to all
types, kinds and classes of aeronautical activities, including
commercial aeronautical activities offering services to the public at the airport.”

Santa Monica Mayor Tony
Vazquez called the NOI “an
overreach by the FAA” and
said, “Our priority is putting the
community first and exercising
our rights as owner and operator of the airport. Now the FAA
is clearly on a fishing expedition
to protect Washington special
interests who fear losing corporate profits.”
In an earlier communication,
Nelson Hernandez, senior advisor to the city manager on airport
affairs, defended the city’s eviction notices, saying, “Federal law
clearly allows the city, as the airport’s proprietor, to establish and
to operate its own FBO service.
Moreover, the city believes that
federal law does not give Atlantic Aviation any rights to remain
at the airport.”
However, as the deadline
approached the FBOs remained
operating there and a local news
station reported that the eviction notice had been extended
to November 4. Hernandez said
that the city had no comment on
the status of the evictions, but
stressed to AIN, “We are committed to implementing the council
resolution to exercise our right to
replace private field-based operators [sic] with any legally required
aviation services using city staff.”
Hernandez added that since
the issuance of the NOI, “new
threats have been made against
the city. They include threats of
additional litigation and even
more FAA proceedings against
the city.”
The City Council planned to
discuss those threats at an October 25 meeting.

sentiments. “The city of Santa
Monica must be held accountable as they continue, unabated,
to destroy this vibrant and iconic
airport, which clearly does not
meet the intent of their federal
grant assurances,” Baker said.
“What is occurring at Santa
Monica will have far-reaching consequences…if the FAA
allows this to continue.”

While the FAA moves forward
in its own proceedings, NBAA
and AOPA also have sought to
join a lawsuit before the U.S.
Appeals Court for the Ninth Circuit over the city’s obligation to
run the airport through 2023. On
September 26 the associations
jointly filed a motion to intervene
in the case, clearing the way for
them to participate as parties of

the case. The city is appealing an
FAA finding in an earlier Part 16
complaint that it remains under
federal grant obligations until
Aug. 27, 2023, and must keep
the airport operational.
The motion, said Jol Silversmith, who is representing
NBAA in the case, would enable
the associations to brief the court
and provide perspective on the

ramifications of the case to the
aviation community.
This case likely would be
heard before the Appeals Court
next year. Also pending is a case
before a U.S. district court covering the city’s obligations to run
the airport in perpetuity, as well
as a separate Part 16 complaint
over potential misuse of funds
surrounding the airport. 
o

Precedent-setting Action

In his letter to the FAA, NBAA
president and CEO Ed Bolen
praised the FAA’s involvement
but warned of “an urgent need
for further, stricter action” to put
a stop to “the city’s ongoing, selfdescribed ‘strangulation’ strategy
for SMO.”
While the city is facing multiple legal and administrative challenges to its actions, Bolen noted,
“The city has not stopped—and
indeed, has accelerated—its
efforts to restrict aeronautical
uses of SMO.”
He expressed further concern
that if the agency does not take
immediate steps to ensure the
future of SMO, “there is a significant risk that…any ultimate
victory will be pyrrhic, because
in the meantime, the city will
succeed in withering away the
services available at the airport,
and along with them its aeronautical user base.”
AOPA president and CEO
Mark Baker echoed those
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Supersonic
Aerion AS2

HyperMach SonicStar

This revised design proposes a top speed
of Mach 4.4, a maximum range of 6,500
nm and seating for up to 32 passengers.
The company says it has completed several rounds of financing and is continuing to develop its “65,000-pound-thrust
H-Magjet 4400 hybrid turbofan ramjet
engines” with sister company SonicBlue.
First flight for the $180 million aircraft
is estimated in 2022 and certification in
2025. Testing of a half-scale model could
start in 2018.

Spike Aerospace S-512

Boston-based Spike’s twinjet design
features a windowless cabin with seating for 12 to 18 passengers, fly-by-wire
flight controls, a range of 4,000 nm and a
top speed of Mach 1.6. Engine selection

Airbus A350 XWB

Aerion AS2

Airliners
Airbus ACJ Neo

Spike Aerospace S-512

remains pending. Spike is looking for a
low- to medium-bypass-ratio engine producing about 20,000 pounds of thrust
at sea level.
The company continues to search
for funding for the $1 billion program
and estimates a market for 600 aircraft
between 2020 and 2030. Spike’s goal is
to bring an aircraft to market by 2022.
Earlier this year it began working with
Spain’s Aernnova on development of the
aircraft. Aernnova is providing structural
expertise and collaborating on development and validation of structural systems
such as the fuselage, wing and vertical
tail. Spike now claims to have 40 aerospace engineers working on the project.
Airbus ACJ Neo

Airbus will make its re-engined “neo”
(new engine option) A319 and A320
available for the Airbus Corporate Jet
(ACJ) program in 2018. For power,
Neo customers have a choice of either
the CFM Leap-X or the Pratt & Whitney PurePower PW1100G. Deliveries
of the ACJ320neo are slated to begin
in the fourth quarter of 2018, with ACJ319neo deliveries beginning in early 2019.
The new aircraft are 16 percent
more fuel-efficient than their predecessors thanks to the new engines and
the addition of wingtip “sharklets.”
This, plus the addition of more centerline fuel tanks, translates into more
range, which rises to 6,750 nm on the
319 (eight passengers) from 6,000 nm
and on the 320 to 6,000 nm (25 passengers) from 4,300 nm (eight passengers).
Both aircraft also get lower cabin altitudes and redesigned luggage holds with
more capacity.

HyperMach SonicStar

Airbus ACJ350 XWB

Airbus began delivering the A350 XWB
to the airlines in 2014 and formally
announced its intent to offer a private
variant of the aircraft earlier this year.
In private configuration the aircraft will
be known as the ACJ350 XWB and without an interior will sell for north of $250
million. In typical configuration with 25
passengers, the private jet will have an
unrefueled range of 10,800 nm—about 20
hours in the air—allowing direct connection between most major city pairs on the
globe. The Airbus employs a new winglet design called a sharklet, which reduces
drag and boosts top speed to Mach 0.89
from Mach 0.85. The two aircraft feature
the same engine technology.
Top speed is Mach 0.89. The cabin of
the -900 version measures nearly 170 feet
long, more than 18 feet wide and eight
feet tall, yielding almost 2,910 sq ft of
floor space. Mtow is close to 600,000
pounds. Obviously, an aircraft this big
can’t land just anywhere: it needs 6,100
feet to stop. Takeoff distance at maximum weight is 8,770 feet.
While the 350’s cabin is wider than
the 787’s, the windows on the latter
are noticeably larger and feature electro-chromic dimming, while the Airbus
relies on old-technology electro-mechanical shades. The larger windows on the
787 create the illusion of more interior
space. However, the smaller windows on
the A350 mean the cabin is marginally
quieter. Airbus is introducing a streamlined process called Easyfit for outfitting
the cabin interior that uses the cabin wall
attachment points.

BBJ Max

Boeing Business Jets (BBJ) announced
in 2013 that it will build the BBJ Max,
an executive version of the 737 Max
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In 2014 Aerion revamped its proposed
supersonic bizjet as a trijet with more
range and a larger cabin. The new AS2—
Aerion supersonic second design—retains
the supersonic natural laminar-flow wing
of its predecessor, but will have a range
of at least 5,000 nm and a cabin crosssection nearly the size of a Gulfstream
G550. The 30-foot-long cabin, which is
17 feet shorter than the G550’s, will feature a two-lounge layout, galley and both
forward and aft lavatories, plus a baggage
compartment accessible in flight. Mtow
grows to 121,000 pounds and the fuselage
is lengthened to 170 feet. Balanced field
length is 7,500 feet at mtow, but that is
reduced to 6,000 at weights of less than
100,000 pounds. Flying at the lighter
weight reduces range by 20 percent. Maximum speed is Mach 1.6; however, the aircraft is designed to cruise efficiently at
Mach 0.95 to comply with existing supersonic overflight bans.
Aerion says a variety of existing engine
cores in the 15,000-pound-thrust range
could be applied to the new design, including the Pratt & Whitney Canada PW800,
GE Passport and Rolls-Royce BR710.
In 2014 it announced an agreement to
collaborate with Airbus on technologies
associated with the future of high-performance flight, and exchange knowledge
and capabilities in design, manufacturing and certification. Aerion said the deal
would lead to a first flight by 2019 and
certification by 2021. Over the longer
term, Aerion said it would provide proprietary technology and assistance to Airbus
Group in its high-performance aircraft
technology development. Aerion says
that the deal has already borne fruit. Earlier this year Aerion CEO Doug Nichols
noted that Airbus had been instrumental in helping with the design of an articulating landing gear, the fuel system, the
computerized fly-by-wire flight control
architecture, and the carbon-fiber wing,
fuselage and empennage structures. Late
last year the program got another boost
when fractional operator Flexjet signed
a letter of intent for 20 AS2s with plans
to offer them to Global Lease customers.

new
BIZJETS
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Bombardier Global 8000

Bombardier Global 7000

BBJ Max

the landing gear will be lengthened so
the airplane will stand a little taller on
the tarmac. The Max will employ limited fly-by-wire controls, mainly to the
wing spoilers. Other planned technology includes the addition of four 15.1inch Rockwell Collins flight displays in
the cockpit—the same ones that are on
the larger 787 Dreamliner.
Maintenance on the Max will be easier than on the BBJs, as fault data, once
collected by instruments in the forward
equipment bay, will now be available for
technicians and pilots on the cockpit
display screens. The Max will also hold
more maintenance data on its enhanced
onboard network system and file server,
doubling the amount of maintenance
information available during flight and
transmitting it live to ground stations
so that issues can be quickly resolved in
flight or shortly after the airplane lands.

This will further enhance the aircraft’s
already high dispatch reliability. (Boeing quotes a 99.7-percent dispatch rate
for the current-generation 737.)

Large cabin,
long range
Bombardier Global
7000 and 8000

Bombardier continues to develop a pair
of new aircraft with more range and fuel
efficiency than the current Global 6000
flagship. Both aircraft use the Global
6000 fuselage but stretch it—the 7000 by
11 feet, 3 inches and the 8000 by two feet,
three inches—and add bigger cabin windows extending farther up the sidewall.
As of press time, Bombardier indicated it was getting close to the Global
7000’s first flight and predicts entry into

Dassault Falcon 8X
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service in 2018, while the timetable for the
Global 8000 remains noncommittal. The
aircraft were originally scheduled to enter
service in 2016 and 2017, respectively, but
Bombardier’s financial problems related
to the development of the C Series airliners have pushed the development schedules of both programs to the right.
The aircraft will use a new, thin, highspeed wing; fuel-efficient GE Passport
engines (16,500 pounds of thrust each);
and Rockwell Collins Pro Line Fusion avionics. The engines were certified in April.
Bombardier says that at Mach 0.85 the
range for the 7000 bumps up to 7,900 nm
and 7,300 nm for the 8000. Range numbers assume 10 passengers and four crew
on the 8000. Maximum ramp weights for
both aircraft top 105,000 pounds. The
price for the 7000 is expected to be in the
region of $72 million.

Dassault Falcon 8X

Dassault Aviation unveiled the Falcon
8X trijet in May 2014 and the aircraft
earned EASA and FAA certification in
June this year. The first 8X entered service with Amjet Executive on October
8. The 8X is a significant step up from
the 7X: a longer cabin offers more layout possibilities, including the option to
install a large aft lavatory with a steam
shower and a crew rest area in the front
section and still have a comfortable
three-lounge cabin in between. The 8X
also offers greater range—a maximum
of 6,450 nm. From Los Angeles, Beijing
is within reach. From New York, the 8X
can fly nonstop to Dubai.
The aircraft will reportedly sell for
about 10 percent more than the 7X,
which would put the price in the neighborhood of $58 million. Direct operating
costs are estimated at $4,075 per hour.
The three 8Xs used in the flight-test program are now being redeployed following
completion of the flight-test and certification campaign, which logged 830 hours
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outfitted with CFM Leap 1-B engines.
The first 737 Max is scheduled to fly
next year. Deliveries of the BBJ Max are
expected to begin in 2018, to date in two
variants, the Max 8 and Max 9. They are
based on the current BBJ2 and BBJ3,
respectively, and have the same cabin sizes
as their predecessors but significantly more
range. The BBJ Max 8 will fly 6,325 nm,
a 14-percent improvement over the BBJ2.
The BBJ Max 9 will offer 6,255 nm, 16
percent more than the BBJ3.
The new aircraft will be 14 percent
more fuel efficient than current-production single-aisle BBJs, thanks to newdesign winglets and the new engines,
which are mounted farther forward
and higher on the wing and connected
by aerodynamically cleaner pylons. The
Max also gets a more aerodynamic vertical stabilizer. To provide adequate
ground clearance for the larger engines,
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over 400 flights. S/N 01 will be used to
certify Dassault’s FalconEye Combined
Vision System (CVS) on the 8X and to
gain approval for its use in dual head-up
display configuration. FalconEye, which
blends synthetic and enhanced vision,
gained FAA and EASA certification
on the 2000S and LXS last month, with
approval for the 8X to follow shortly. The
dual HUD approval is expected late next
year, according to Dassault.

Gulfstream G600 and G500

In October 2014, Gulfstream formally
launched two large-cabin jets designed to
replace the G450 and G550: the G500 and
the G600. The top speed for both aircraft
is Mach 0.925. The G500 has a range of
5,000 nm at Mach 0.85 and 3,800 nm at
Mach 0.90. The G600 has a range of 6,200
nm at Mach 0.85 and 4,800 nm at Mach
0.90. The company anticipates that it will
obtain G500 type certification from the
FAA and EASA next year and begin deliveries in 2018. It expects to receive certification for the G600 in 2019. Gulfstream
has set initial prices at $44.65 million for
the G500 and $55.65 million for the G600.
Power for the aircraft will come from
Pratt & Whitney Canada’s new PW800.
The 16,000-pound-thrust-class PW814GA
and PW815GA have the same core technology used in the company’s geared turbofans for airliners. The cabin cross section
of each aircraft measures 91 inches wide
and 74 inches tall—about seven inches
wider and two inches taller than cabins in
the G450 and G550—and they can be configured for up to 19 passengers. The G500
has three living areas and the G600 has
up to four as well as an optional crew rest
area. Both aircraft offer forward and aft
lavatories, plus a full-size galley that can
be located either forward or aft.
The cockpits feature fly-by-wire controls and active-control sidesticks and the

new touchscreen Symmetry flight deck,
driven by Honeywell Primus Epic avionics, provides Gulfstream’s enhanced
vision, Honeywell’s synthetic vision with
3-D taxi and a head-up display. The full
three-axis digital fly-by-wire flight controls
offer flight-envelope protection, stability
augmentation, greater redundancy and
reduced maintenance. The streamlined
cockpit, which is finished in black leather
with metallic accents, is the most striking
feature of the interior. Most of the switchology found in earlier designs has been
eliminated. Inputs are made through five
Honeywell touchscreens with large, easyto-view icons. Gulfstream’s familiar cursor-control devices (CCD) are integrated
into the center console at the head of the
hand grips. The console extends aft of the
pilot seats, but it is lower, making step-over
entry and exit easier. The CCDs give each
pilot control of three of the four main display screens and allow data to be shifted
among them in the event of a failure.
Through September 25, five flighttest G500s had logged 1,605 hours during 384 flights, achieving a maximum
speed of Mach 0.995 and flying to a maximum altitude of 53,000 feet. This testing included a successful crossing of the
Atlantic and a flight of 8 hours 24 minutes. The G600 is expected to take to the
sky by year-end.

Dassault Falcon 5X

The $45 million 5X twinjet was
announced in 2013 and has an 8.86-foot
fuselage diameter that is slightly wider
than that of the 8X; it yields six-and-ahalf feet of headroom and cabin volume
of 1,766 cu ft. A typical cabin configuration will accommodate 12 passengers.
Dassault claims that the aircraft will be
50 percent more fuel efficient and cost 30
percent less to operate than competing
models from other manufacturers.

Dassault Falcon 5X
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Gulfstream G600

Gulfstream G500

It will have fly-by-wire controls with
sidesticks and Safran Silvercrest engines
(11,450 pounds of thrust each). The avionics will be based on the Honeywell
EASy system, with dual head-up displays
showing synthetic and enhanced vision.
Pilots in the spacious cockpit will look
through a windshield one third larger
than the 7X’s while sitting in seats that
recline 130 degrees, allowing one pilot to
rest while the other flies. The 5X will have
an mtow of 69,600 pounds and a range
of 5,200 nm, which equates to 11 hours,
30 minutes aloft. It will be able to take
off from 5,000-foot runways but come
back to earth at an approach speed of
just 105 knots, without sacrificing highspeed cruise performance. The 5X will
have a top speed of Mach 0.9. An all-new
wing incorporates a fresh winglet design,
leading-edge slats for lower approach
speeds to shorter runways and flaperons.
The 5X offers a brighter cabin with
windows 30 percent larger than those
on the 7X. The entryway can be filled
with natural light, courtesy of an electronically dimmable “Zenith window”
skylight from Vision Systems above
the galley aisle. The “smart glass” in
the skylight can adjust tint in virtually
any degree to modulate the amount of
incoming light and solar heating. The
5X’s pressurization yields a cabin altitude that is only 3,900 feet while the
airplane cruises at 41,000 feet; and it’s
just 6,000 feet at the 5X’s service ceiling of 51,000 feet. The cabin comes
with the Falcon HD inflight-entertainment system, and the seats can be fully
reclined to produce sleeping areas for
up to six passengers. The pressurized

155-cu-ft main baggage area is accessible through the aft lavatory, providing dressing space in flight. The single
executive seats have a slick-looking shell
back and mechanical functions such as
slide, swivel and recline controlled by
an electric switch in place of the traditional, and maintenance-prone, cabling
system. Full-electric-function single
seats are an option.
Dassault announced earlier this year
that it expects to fly the 5X next year and
earn EASA and FAA certification in 2019
for entry into service in 2020. This is later
than the originally announced schedule,
reflecting development difficulties and
an 18-month certification delay with
the airplane’s Silvercrest engines. Safran
announced earlier this year that it was
taking a one-time $720 million charge
associated with the delay. Both Safran
and Dassault expressed satisfaction that
the engine problems have been resolved.

Large cabin
Cessna Citation Hemisphere

The aircraft was announced late last year
but little has been revealed beyond its size,
range and price ($35 million). Much of the
aircraft is still being defined, although it
appears that with the Hemisphere Cessna
will be creating a niche between the traditional super-midsize and large-cabin,
long-range models. To date the company
has said that the jet will have a range of
4,500 nm, a top cruise speed of around
Mach 0.9, a flat-floor, multi-zone cabin
with a 102-inch diameter, “class-leading
operating costs and performance,” and
will fly in 2019.

CONTINUES ON PAGE 36
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Super-midsize
Cessna Citation Longitude

Cessna Citation Longitude

Light mediums

Pilatus PC-24

Pilatus PC-24

The second Pilatus PC-24 prototype
made its first flight Nov. 16, 2015, from
the company’s headquarters in Stans,
Switzerland, and a third aircraft is scheduled to join the test program this fall. The
new jet’s certification program is expected
to last into next year. The third test aircraft will be used for function and reliability testing. Aircraft No. 2 is serving
primarily to integrate the Honeywell avionics and autopilot and was used for hotand cold-weather testing in the U.S. It is
expected to be on display this month at
the NBAA Convention.
The first PC-24 test aircraft rolled out
of the hangar on Aug. 1, 2014, and made
its first flight in May last year. The first
two years of production quickly sold
out, and Pilatus has temporarily stopped
accepting new orders. With capacity for
up to 10 passengers, the aircraft combines
light jet operating economics with supermidsize jet capabilities and comfort and
is aimed at more conventional offerings
from Cessna and Embraer. Like the PC-12
turboprop single, the PC-24 retains an aft
cargo door and the capability to operate
from unpaved and unimproved fields—
with the PC-24 needing as little as 2,690
feet at an mtow of 17,650 pounds. Pilatus
aims to have the $8.9 million all-metal aircraft approved for single-pilot operations.
Power comes from a pair of Williams
International FJ44-4As each rated at

Cessna Citation Hemisphere
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3,435 pounds of thrust. The engines have
automatic thrust reserve, passive thrustvectoring nozzles, quiet power mode
in place of an APU to provide ground
power, integral pre-cooler to condition
bleed air and reduce drag losses, and antiice and noise-suppressing inlets. They
have a 5,000-hour TBO and a hot-section time of 2,500 hours. The engines help
propel the PC-24 to FL450 in less than 30
minutes and achieve a high-speed cruise
speed of 425 ktas at FL300. Range with
four passengers is 1,950 nm and at mtow
the maximum payload is 2,500 pounds.
The customized avionics suite—
dubbed Pace, for Pilatus Advanced
Cockpit Environment—is based on the
Honeywell Primus Apex system and features all the latest advances. The voluminous passenger cabin provides more
overall space than either the Cessna
XLS+ or the Embraer Phenom 300 and
has a flat floor, which makes it more easily navigated but means less headroom
in the aisle. The aircraft will come with
seven options for interior layouts catering to executive, commuter, combi and
quick-change roles as well as options for
an externally serviced lavatory (forward
or aft) and galleys.
In June Pilatus Business Aircraft
broke ground on a 120,000-sq-ft facility
for both PC-12 and PC-24 completions

at its base in Broomfield, Colo. The new
building will have the capacity to process
two dozen PC-12s and PC-24s simultaneously Plans call for the first eight
PC-24s to be completed at the Pilatus
plant in Switzerland; the ninth aircraft
is scheduled to arrive in Broomfield for
completion at the beginning of 2018,
with the facility up and running by the
middle of that year.

Light twins
Honda HA-420 HondaJet

Honda Aircraft received its production
certificate from the FAA in July this
year after receiving type certification for
the HA-420 last December and a variety of foreign certifications year to date,
among them EASA approval. Customer
deliveries have begun. The $4.85 million
HA-420 has a range of 1,223 nm, a maximum speed of 420 knots, an initial climb
rate of 4,000 fpm and a maximum altitude of 43,000 feet.
Honda claims the aircraft has greater
fuel efficiency and higher speed than competing models. The four- to six-passenger
jet is certified for single-pilot operation.
The HondaJet mates a carbon-fiber composite fuselage with metal wings. That,
coupled with the positioning of the

CONTINUES ON PAGE 38

This $26 million aircraft logged its first
flight on October 8, with certification
and entry into service next year. Cessna
revealed a major redesign of a shorter
range (3,400 nm) Longitude last year
built around a 12-passenger, 77-inch
wide, six-foot tall, flat-floor cabin, a
pair of Fadec-equipped Honeywell
HTF7700L turbofans (7,550 pounds of
thrust each), and Garmin G5000 touchscreen avionics with autothrottles and
radar and optional head-up display.
The Longitude will provide a low cabin
altitude of 5,950 feet, standard doubleclub seating with eight single executive
seats of a new and wider design, a walk-in
baggage compartment accessible in flight,
a full-fuel payload of 1,500 pounds and
a maximum cruise speed of 476 knots.
It is designed to use 5,000-foot runways
(at mtow). Other creature comforts are a
vacuum-assisted externally serviced lavatory, a full galley with sink and potable water and 20 percent more legroom
in the cabin than in competing airplanes,
according to Cessna.
In late August, Cessna was conducting
engine ground run tests with the aircraft
in preparation for first flight. The tests
were intended to verify engine start, fuel
system and autothrottle functions, along
with avionics, electrical and hydraulic
system interfaces. Textron will turn next
to functional and structural checks of the
airframe before first flight in the “coming weeks.” The ground engine tests come
about three months after Cessna mated
the wings and fuselage on the first Longitude and two months after the company
powered on the electrical distribution
system in June.
The Longitude production line is also
being set up in Plant IV at Textron Aviation’s East Campus on Beech Field, the
former Beechcraft facility that became
part of Textron in May 2014. The first
Longitude test articles are now under
construction in Plant III, and as the
assembly tooling and processes are finalized, the tooling will move over to Plant
IV, where space has already been assigned
for Longitude production.
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engines on over-the-wing pylons, reduces
drag and creates a larger cabin volume
with generous passenger legroom and less
vibration. Honda expects most customers to opt for a single-place, side-facing
divan opposite the entry door followed
by club-four seating and an aft lavatory
with privacy door.
Among the suppliers are GE Honda
Aero Engines for the HF120 engines
(2,050 pounds of thrust each); Garmin
for the G3000 touchscreen avionics; and
B/E Emteq for the SkyPro HD IFE and
cabin-management system, which features
Audio/Video on Demand, interactive 3-D
moving map, exterior camera and wireless
control of cabin lighting and monochromatic window shades at each seat via passengers’ personal electronic devices.
Honda’s 83-acre campus in Greensboro, N.C. should be able to turn out 70
to 100 aircraft per year when production
is fully ramped up. The first two years of
production are already sold.

SyberJet SJ30i and SJ30x

MSC Aerospace is planning two new versions of the SJ30 light twinjet. The SJ30i
will incorporate an upgraded Sybervision avionics suite built on the Honeywell Primus Apex 2.0 system with 12-inch
displays and a new interior. The avionics and interior are lighter than their
progenitors and take an estimated 200
pounds out of the airplane. A follow-on
aircraft, the SJ30x, will have uprated Williams International FJ44-3AP-25 engines
with dual Fadec controls and is expected
to provide a higher cruise speed at altitude, quicker climbs, more payload and
better high and hot performance. The aircraft will also have single-point refueling.
Price for both aircraft is expected to be
in the $8 million (2014 $) range.
The SJ30 program began in the 1980s
and the airplane, the SJ30-2, finally
received FAA certification in 2005. Since
then, the company has had several different corporate owners and produced
only eight examples of the 0.83 Mach,
2,500 nm, seven-seat jet. The aircraft is
designed with a 30-degree swept wing for
high-speed and efficient cruising and with

Embraer Phenom 100EV

leading-edge slats and flaps for low-speed
approaches. The SJ30 has a service ceiling of 49,000 feet, maintains a sea-level
cabin to 41,000 feet, and is approved for
single-pilot operations.
SyberJet recently announced that it is
ramping up its wire harness shop in Cedar
City, Utah, to manufacture wire harnesses for the SyberVision flight-test aircraft, high-intensity radiated field (Hirf)
laboratory testing, and subsequent production aircraft. SyberJet’s engineering
team has completed all of this wire harness design in the San Antonio location to
support the SyberVision program. Harness installations have already begun on
the flight-test aircraft (N50SJ), which is
slated to fly later this year along the path
to SyberVision certification next year.

Embraer Phenom 100EV

In July this year, Embraer Executive Jets
announced an updated version of the
Phenom 100E light jet with new avionics,
slightly faster 405-knot top cruise speed,
substantially quicker climb-to-altitude
times, 43 pounds more full-fuel payload
and better high/hot performance. The latter spells substantially shorter takeoff distances that shrink by nearly 1,000 feet as
high/hot thrust rises by up to 15 percent.
Mexican charter operator Across and the
Emirates Academy will be the launch customers. Deliveries are scheduled to begin
in next year’s first half.
The $4.495 million Phenom 100EV will
have Prodigy Touch avionics built on the

Garmin G3000 system and Pratt & Whitney Canada PW617F1-Es that each deliver
1,730 pounds of thrust, 35 pounds more
per side more than the PW617Es on the
100E. Embraer Executive Jets president
Marco Tulio Pellegrini said that Embraer
is contemplating an interior block change
on the Phenom 100 at a later date, much
like the one recently unveiled for the Phenom 300. He said the Phenom 100E will
be discontinued once the 100EV is introduced. The 100EV’s performance gains
stem from a combination of more engine
thrust and less airframe weight. Some 330
Phenom 100s are currently flying. The aircraft has been selected for the UK Ministry of Defence’s flight training program.
Seats for the 100EV, along with the Phenom 300 and the business aircraft seats in
Embraer’s transport-category aircraft, will
be built at Embraer’s new company-owned
50,000-sq-ft seating plant that opened in
September in Titusville, Fla.

One Aviation/Eclipse
“Canada”

In July One Aviation announced a new variant of the Eclipse 550 with four feet more
wingspan and improved performance and
range, as well as a higher max gross weight.
Dubbed “Project Canada,” the $3.595 million twinjet will also have an integrated
Garmin G3000 suite and flat-rated Pratt
& Whitney Canada PW615s. It will also
shed the E550’s tip tanks to reduce drag.
Thanks to higher thrust—1,170 pounds
each versus the E550’s 980-pound-thrust
SyberJet SJ30i

PW610s—greater wingspan and aerodynamic improvements, the Eclipse Canada
will require 24 percent less runway at sea
level and ISA+25 to take off; nearly halve
the time to climb to FL400 at ISA+10;
have an NBAA IFR range of 1,400 nm;
and be able to cruise at Mach 0.65 at a
higher max ceiling of FL430.
“Project Canada has significant
improvements in all performance on
high-temp days,” the company noted.
The aircraft’s extended wingspan—41.7
feet versus 37.9 feet—is accomplished by
adding a new wing section at the root,
which expands wing area by 13 percent,
to 163 sq ft. This allows for more fuel
(321 gallons versus 251 gallons) and a
useful load of 2,787 pounds, 476 pounds
more than the E550. The additional wing
area also keeps the takeoff, approach and
landing speeds similar to those of the current E550, One Aviation said.
The Canada’s Garmin G3000 avionics suite will come with synthetic vision,
GFC 700 autopilot, Garmin ESP protection system and Lnav and Vnav, as well
as ADS-B and RVSM compliance. One
Aviation said first flight is scheduled for
later next year, but it has not announced
an estimate for certification. One Aviation
chairman Alan Klapmeier said the aircraft “likely” would be available in two to
three years, but emphasized that “there is
no schedule.” Klapmeier said the new airplane will be built on the same production
line and use the same tooling as the EA550.

Singles

Honda HA-420 HondaJet
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Cirrus is “close” to receiving FAA certification for the $1.96 million SF50 Vision
single-engine jet, the company said over
the summer. “It has been a long time
coming, but it’s finally here,” said Cirrus Aircraft chairman Dale Klapmeier.
Cirrus said its components facility in
Grand Forks, N.D. is spooled up, with
SF50s already on the production line in
Duluth, and that production has been
“decoupled” from the certification process. Meanwhile, Cirrus’s delivery center in Knoxville, Tenn. will come on line
later this year, initially with deliveries of
SR-series piston aircraft and then SF50

CONTINUES ON PAGE 40
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jets next year. Cirrus is beginning its
flight safety review board with the FAA
to cover SF50 training, and it said both
training and deliveries remain on track to
begin later this year.
Power for the SF50 comes from a
Williams International FJ33-5A turbofan (1,800 pounds of thrust). Maximum
cruise speed is 300 knots and maximum
range is 1,250 nm, albeit at a slower 240

knots. At 300 knots, it falls to 1,100 nm.
The SF50 takes off in as little as 2,036 feet,
lands in 1,721 feet and stalls (full flaps) at
67 knots. It climbs at 2,000 fpm and the
service ceiling is listed at 28,000 feet.
The Cirrus Perspective cockpit is
built around the Garmin G3000 suite,
with three touchscreen avionics controllers powering the two large main display screens. The system incorporates

Cirrus Vision SF50

See Us at NBAA Booth 4280

Orlando’s #1
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built-in flight-envelope protection to
prevent loss of control. Enhanced vision
and enhanced real-time weather radar are
optional. Flight-control inputs are made
via sidesticks. The SF50 will be certified
for flight into known icing and fitted with
pneumatic deicing boots.
The full-fuel (296 gallons) payload is just
400 pounds—basically the pilot and one
passenger or the pilot and a lot of gear—
although the SF50 provides modular seating for up to five adults and two optional
jump seats suitable for small children. Still,
with the pilot and four passengers weighing in at 200 pounds each, the SF50 will
take you better than 600 nm at 300 knots.
The overall useful load—passengers, gear
and fuel—is 2,248 pounds. The heated
external baggage hold has a volume of 31
cu ft. The SF50 will be equipped with an
emergency whole-aircraft parachute that
will deploy from the nose. Cirrus claims to
hold deposits for more than 600 SF50s and
plans eventually to ramp up to an annual
production rate of 125 aircraft per year.
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The Poland-based aviation newcomer
unveiled its $1.5 million five-seat, singleengine light jet at the 2013 Paris Air Show.
Certification has slipped multiple times
as the company grapples with engineering challenges, among them a powerplant
change to the Williams International FJ335A (1,900 pounds of thrust) from the originally envisioned 1,460-pound-thrust Pratt
& Whitney Canada PW610F. The LAR 01
is fitted with dual Garmin G600 avionics.
Other features include rear-hinged main
cabin doors reminiscent of 1960s’ Lincoln
Continentals, detachable wings and stabilizers, a fuselage fuel tank, electric deicing, and an in-the-nose whole-aircraft
ballistic parachute. Target performance:
max cruise speed 380 knots, stall speed 62
knots, 1,400 nm range, 45,000-foot ceiling and the ability to take off from short
grass strips. The company said a second
airplane is nearly complete and construction is under way on two more fuselages.
Flaris recently announced that it had
completed ground run tests with the Williams engine and hoped to fly an aircraft
this past summer. Ground tests were continuing on gearbox-driven accessories. Initial flight-testing will be conducted with
the fuselage unpressurized, although the
company claims good progress with the
ventilation and pressurization unit. Work
is also continuing on the multistage wholeaircraft parachute system.
n
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Study: ground mishaps eclipse crashes
MATT THURBER

by Curt Epstein

Under recommended practices to reduce hangar
rash, all aircraft movements in hangars should
require no fewer than three wing walkers.

For aircraft insurers, ground
events account for the largest single source of customer claims
payments, according to a recent
study from industry consultancy

VanAllen Group. By analyzing historical industry data, Pete
Agur, the study’s author and company chairman, determined that
business aircraft operators are 800
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times more likely to incur damage
to their aircraft during ground
handling than in an accident.
Since neither the FAA nor the
NTSB tracks damage caused by
ground incidents, incident rates
are hard to calculate. But a confidential two-year survey of flight
departments conducted by the
Georgia-based company found
respondents suffered, on average,
one ground event per 4,000 flight
hours. Of those incidents, “hangar rash” accounted for half and
towing accidents were responsible for a third. The remainder
consisted of ground vehicle collisions and taxiing incidents.
Agur did note the rate of such
incidents seems to be declining,
perhaps a result of raised awareness and training programs from
National Air Transportation
Association (NATA), the International Business Aviation Council
(IBAC), NBAA, the Flight Safety
Foundation and FBO chains. But
he added they remain a concern
because of factors such as financial pressure to pack aircraft into
hangars; FBO staff turnover;
lack of management supervision;
shortage of capital to spend on
proper towing equipment; and
the fact that towing multimilliondollar aircraft is generally not a
high-paying job.
Recommended Practices

Agur recommends that flight
crewmembers take personal
responsibility for the aircraft
under their care, as if they owned
it. He believes it is imperative that
the crew observe line service operations, rather than simply park
the aircraft and walk away. Flight
departments should also make
sure the FBOs they frequent carry
appropriate insurance coverage.
To combat hangar rash, Agur
suggests service locations use a
minimum of three wing walkers
equipped with whistles or horns
for all hangar movements, brightly
colored cones at all four corners
of the aircraft while in the hangar
and a policy of having no part of
the aircraft within five feet of any
other aircraft or obstruction, effectively eliminating wing overlap.
Crews should make sure all towing is performed with a certified
tug and tow bar, and monitored
by at least two wing walkers.
Other recommendations
include maintaining a 25-foot
taxi buffer for the aircraft, and
not permitting any ground service vehicles to come within 15
feet of any part of it. 
o
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The Fire Hose Chronicles
G550 Initial Type Rating at FlightSafety | by Matt Thurber
A text from the boss, highly
unusual: “Check your email.”
Must be something important,
and indeed it is. He says I’m
going to FlightSafety International’s Long Beach, Calif. learning center for a Gulfstream G550
type rating! I’m speechless, and
enormously grateful for a fantastic opportunity. Little did I know
what I was getting myself into,
but I would soon learn.
My last type-rating exposure was also at Long Beach, in
the Citation 500. It was a terrific experience, especially for
someone (me) who is a seriously
addicted training junkie. While
that experience was somewhat
stressful and fairly full of extracurricular studying, I spent
some time before class studying the Pilot Training Handbook (PTH) and other materials
that FlightSafety provided in
advance of the start date. These
were all printed, not electronic
like the current materials.

FlightSafety uses graphical flight deck simulators as a bridge between ground school and full-motion simulators. The device
replicates what pilots will see in the sim, allowing them to review system schematics, checklists and lessons and practice crew
resource management. In addition, students can use it as part of instructor-led or self-paced learning.

So I spent my spare time
in the two months before the
course going over much of this
material. I read the entire 606page airplane/systems PTH and
the 269-page avionics PTH. I
studied the FMS training handbook, although it’s hard to get
much out of that without an
actual or simulated FMS to play

MARK WAGNER

For an undertaking as complex as G550
initial training, preparation is key. The
author spent two months studying the
materials on the FlightSafety app before
ever setting foot on the company’s
campus. Below, the path from ground
school to the front office of a G550 is
an arduous one, but well worth it.

I knew the G550 initial course
would be far more challenging.
The G550 is a much more complex airplane, the initial course
is nearly a month long and I was
new to its Honeywell Epic-based
PlaneView avionics and also had
zero experience flying with a traditional flight management system (FMS). Add to that my lack
of regular two-crew flight time
and I would have some serious
learning curves to scale.
Compared to my classmates I
would be at a bit of a disadvantage, and I did worry that I might
hold them back. They, after all,
were coming to class right off the
line, flying similarly large jets in
highly structured professionally
run flight operations. Surely the
class would be easier for them?
As it turned out, and from
discussions I’ve had with other
pilots after the class, a large-jet
type-rating course is a stressful
event for every student, some
more than others, and it’s no
cakewalk for anyone. Sure it’s an
advantage for a pilot to be familiar with using FMS and twocrew CRM and international
long-distance flying, but the
course imposes its own demands
that seem to be designed to
extract maximum performance
from each participant.
I opted for the class scheduled
May 16 through June 7, which I
thought would give me plenty of
time to pre-study. I had already
downloaded the study materials on the FlightSafety iPad app
because I had used that to prepare for the one-day FlightSafety
upset recovery training course in
the G550 simulator in Savannah,
Ga., that I did last year. But in
any case, as soon as I signed up
for the initial course in Long
Beach, the current G550 training materials were available.
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with. I spent some time with the
Client Guide, which helpfully
lays out the precise curricula for
the graphical flight deck simulator (GFDS) and flight simulator sessions. I read through
some of the daily questions that
we are supposed to be able to
answer, later realizing I should
have spent more time on these.
I also completed FlightSafety’s
excellent online G550 recurrent
training course, which helped
me get more familiar with the
G550’s systems.
While I appreciated having
access to all this material ahead
of time, and it did help me, one
drawback that I found is that
much of the explanations in the
PTHs revolve around detailed
discussions of what a particular switchlight does. The G550
cockpit is crammed with switchlights, and it’s important to
understand not only what they
do but in what position they are

normally supposed to be. Leaving the cabin window heat switch
in the wrong position, for example, can cause windows to overheat on the ground, a mistake
that costs tens of thousands of
dollars to repair.
Each chapter for each system does start out with a basic
description of how it works, and
I was somewhat pleased to see
that the descriptions didn’t get
too granular. Apparently the
trend toward not giving pilots
too much useless information is
well on its way to being implemented. But I did think that the
switchlight explanations were
a little hard to follow and difficult to relate to the operation
of the system. I looked forward to ground school, where I
hoped the relationship between
all the switches and the systems
would be better integrated. I also
noticed that there are no memory items for the G550, which

came as a bit of a surprise. It
turns out that Gulfstream has
moved away from the memory item philosophy. That was
a relief, although there was still
plenty of memorization to do,
such as all the limitations and
answers to questions in the
Study Guide.

Weeks 1 and 2:
Groundschool

I should know better. When the
instructor starts out by saying,
“This is a nice easy kind of day,”
you know that the fire hose is
about to get stuck in and switched
on to the high-flow setting.
Our first instructor was
Michael Wetsman, an experienced airline and corporate pilot
whose first business jet job was in
a G550 and who flies gliders for
fun. I learned that my classmates
included two experienced corporate pilots, one a South African
based in Abu Dhabi and the other

a Saudi Arabian based in Dubai.
A young student from China was
there to train as second-in-command, and he had an even steeper
learning curve than I, having
earned his U.S. pilot certificates
and about 300 hours of flying
time at a school in Florida. I was
partnered with Mario Martinez,
a FlightSafety instructor who
was upgrading to the G550 after
teaching in the King Airs and
Citations. Martinez also leads the
instructor mentorship program at
the Long Beach learning center.
Soon after the introductions,
learning center manager Todd
Bitgood visited the class. “We’re
all here to make sure you’re successful and meet your objectives,” he told us, urging us to
let anyone at FlightSafety know
if we had any problem or concern. “Problems are relatively
easy to fix when they’re small,”
he said. “Our whole team is on
your side.”

He also explained that the
Long Beach center hosts catered
client appreciation lunches every
Monday. Bitgood introduced
senior GV-series program manager Matt Williams, who was
available for any Gulfstreamrelated questions. Like typical
FlightSafety facilities, the Long
Beach center has a well equipped
lounge area with a refrigerator,
microwave, brewed and pod coffee, handy food items such as
ramen noodles, fruit and other
snacks and vending machines.
“There’s a lot of nice to know
and need to know,” Wetsman
explained. “I’ll tell you which is
which. There is so much information; we want you to get the
basic foundation.” And while, he
added, “They tell us you don’t
need to memorize a lot of numbers, there are some we need to
know.” He finished the initial
briefing by warning us about the
written test at the end of the second week, which requires a minimum 80 percent passing score.
Wetsman next introduced us
to all the materials we would be
studying and had us sign up for
myGulfstream accounts, which
would give us access to updated
materials on Gulfstream’s PlaneBook app. PlaneBook gives
access to the actual operating
manuals used when flying the
airplane and comprises about
30,000 pages of information.
“There is no possible way to
learn all this stuff,” he assured
us, but we would need to learn
how to find information quickly.

FlightSafety’s own app contains all of the training material (and has since been updated
to the FlightBag app), including the PTHs, Quick Reference Handbook (QRH), FMS
task list, iFlightDeck and study
guides. The iFlightDeck is particularly handy because it has all
the chapters in the systems PTH
plus cockpit flow patterns that
allow the student to learn and
practice the flows independently,
without having to use GFDS or
desktop simulator (DTS).
Learning the flows would be
important, because the G550 is
a complex airplane and there
are many steps needed to go
from dark cockpit to ready to
taxi. Knowing the flows speeds
things up considerably. Wetsman
promised to introduce us to the
GFDS sooner than our scheduled Systems Integration Training (SIT) sessions in the device
so we could get more comfortable with the G550 cockpit.
“It’s all about repetition,” he
explained. “It’s a bridge from
ground school to the simulator.”
Two books in the FlightSafety
app would become familiar to
us: the Study Guide and the
Client Guide. The latter outlines the syllabus so we know
what to expect to cover in each
day’s class or simulator sessions.
At the end of each day, Wetsman promised, he would give
us a homework assignment with
questions in the Study Guide
covering the material we had
learned that day. I found the

Students hit the ground running with desktop simulators in their classroom training.
The goal is to bring the content of the company’s full-motion sims to the classroom,
so there are no surprises when pilots strap into the sim midway through the course.
Below, pilots finally got a chance to step into the simulator, and instructors made sure
to emphasize the purpose was training, not evaulation.

Study Guide helpful, but I think
it could use a redesign to make it
more useful. As is, each question
is followed immediately by the
answer; there isn’t a good way
to hide the answer, at least while
using the guide on the iPad. A
little more interactivity would
be helpful, where the answer
doesn’t show and the student has
to fill in blanks or figure out the
answer first.

Drilling Down

To get us more familiar with the
G550, Wetsman went over some
important documents such as the
Stall Awareness Client Guide,
PlaneBook materials, limitations that we’d need to memorize
and the QRH, which is 600-plus
pages of hyperlinked CAS messages, checklists and other quickly
available information.
The discussion of crew
resource management (CRM)
went over some fundamentals
that were important not only
for me, an occasional two-crew
pilot, but also for the students in
the class who fly regularly. Wetsman said that he sees pilots in
recurrent training getting lazy
with CRM, and it shows in
standard operating procedures
(SOPs). The current flavor of
CRM taught by FlightSafety
is the concept of one pilot flying and the other pilot monitoring. “You can’t monitor the pilot
flying if you don’t know what
he’s supposed to be doing,” he
pointed out.
In modern cockpits like the
G550’s, the flight mode annunciator (FMA) is key to monitoring the flight path and an
important part of CRM. Wetsman likes to see pilots verbally
calling out modes and other
indications such as lateral and
vertical changes. “It’s an automation discipline,” he said. “I
find people staring at it and they
don’t know what to expect. If I
call it out loud, they know what
to expect. You should be aware
of what the mode should be. If
you do it the same every time,
the pilot monitoring knows what
to expect. I’ve got to know what
you’re supposed to do to know
that you’re making a mistake.”
We would be using the cockpit flow process for checklists,
and there are nine flow patterns that we had to memorize, in addition to the standard
maneuvers and callouts that
are somewhat common in most
business jets but have some specifics that apply to the G550.
The latter included everything
from calling out “1,000 to go”
when approaching a cleared
altitude to detailed profiles for
takeoffs, various approaches and
Continues on next page u

www.ainonline.com • November 2016 • Aviation International News 47

The Fire Hose Chronicles
G550 Initial Type Rating at FlightSafety
uContinued from preceding page

landings. Using flows, Wetsman
said, speeds up cockpit tasks
and, when followed by the “read
and do” checklist, ensures that
the crew verifies each item on
the checklist. “You have to force
yourself to look at the button
again,” he said. “Your expectations mislead you, and you have
to slow it up and look. We teach
the flow, we expect the flow.”

Avionics and Systems

During the rest of the day and
the following two weeks, we
delved into the G550’s avionics and systems. As promised,
Wetsman took us to the GFDS
and showed us how to run it.
The GFDS replicates the G550
cockpit using touchscreen monitors, so there are no physical buttons and knobs. The GFDS is an
excellent training device, especially considering it is built on
an ancient Microsoft Windows
XP operating system. Not only
could we practice all the cockpit flows in the GFDS, but we
could also use it to set up and
fly takeoffs, departures, arrivals
and approaches.
For an airplane with so many
pushbutton switchlights, the
GFDS proved extremely useful.
But it was somewhat difficult to
use for what should be relatively
simple actions such as changing
a heading or altitude. Because
it has no physical knobs, the
GFDS uses pop-up plus or
minus boxes for setting these
numbers, and they were difficult to use and often required
lots of back and forth to get the
right number set. FlightSafety is
working on updating the GFDS
software, which will be a welcome improvement.
We also used the DTS in
class, which replicate a lot of the
GFDS functionality but using a
trackball instead of touchscreen.
The DTS is also a helpful training tool, especially when practicing FMS programming, and
it, too, is getting upgraded. I
would have liked more access to
the DTS after class hours, but
FlightSafety keeps classrooms
locked when not in use.
The 10 days of groundschool
weren’t too stressful, but day by
day it was clear that our workload was accelerating. The number of questions in the Client
Guide kept climbing, the limitations and flashcard memory items required a lot of time
and effort and we all knew we
needed to have the nine cockpit flows down cold before we
started flying in the simulator.

Add to that learning how to use
the FMS, plus what seemed, to
me at least, to be a convoluted
method for setting up an instrument approach in the PlaneView
cockpit, and the pressure began
to build.
We spent the second week
in groundschool with instructor Matt Abel, another talented
member of the FlightSafety
Long Beach instructor team. I
quickly realized that instructors
bring their own individual experience and background to theclassroom, and this reminded
me that the training replicates what many pilots experience when flying with different
crewmembers. Instructors each
have their own methods and
areas of focus, and students
are exposed to different ways
of looking at the material. This
is good preparation for learning to deal with fellow pilots
who aren’t all cookie-cutter
similar, but it also occasionally resulted in a little head
scratching as we tried to figure
out where to focus our limited
attention spans.
What I liked about Abel’s
classroom was his easygoing
manner, which helped keep us
on an even keel, but at the same
time he managed to cram a lot
of information into our overstuffed brains. He was especially helpful in giving us tips
about what to expect when flying the G550 and for handling
the inevitable emergencies.

Going to any training company
is often like old home week, with
frequent opportunities to run into
old friends and instructors from
previous programs. I met a lot of
interesting pilots and mechanics during my G550 initial and
renewed acquaintanceships with
friends I hadn’t seen in a while.
When I ran into Al Dyer, my simulator instructor for the Citation
type rating I had done four years
earlier, he asked how things were
going. When I told him that my
brain was already starting to feel
over full, he laughed and told me
his penguin analogy. Our brains
aren’t equipped to hold unlimited
amounts of information, so like
penguins fighting over a limited
space on an ice floe, where one
can climb on only after another
dives off, we need to make space
for all the new information that
is being dumped on us. Little did
I know that my penguin troubles
were just beginning.
As soon as we were checked out
in the GFDS, we all began spending spare time practicing flows
and running through the various
“snapshots” programmed into the
system to get familiar with takeoffs, landings, approaches and so
on and the roles each pilot plays.
I spent hours in the GFDS, before
class, during lunch and after class.
After arriving home (I live about
30 minutes from the Long Beach
center), I would quickly eat dinner then dig back into the iPad
to study some more. I give great
credit to my family for putting up
with me during this time as they
saw me only during mealtimes,
but they never complained and
left me to my studies.

Before students could set foot in the G500 full-motion sim, they needed to score
at least 80 percent on their ground-school test. No surprise: these professional
pilots went beyond ‘good enough’ and everyone scored at least 90 percent.
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By the end of the groundschool, we felt confident about
the written test, and we all passed
with more than 90 percent. Time
to go fly the simulator.

Weeks 3 and 4:
Simulator

Before we could start flying the
simulator, we were each scheduled for three SIT sessions in
the GFDS. These sessions were
designed to get us up to speed
on cockpit flows, FMS programming, approach setups, and
so on, so we would have more
time to concentrate on flying the
G550 simulator. Martinez and I
had our SITs with Peter Elmore,
who has an extensive background
in developing Rnav approaches
and is an expert in modern avionics capabilities. His demonstration of flying a full Waas-LPV
approach in the GFDS, despite
its limitations, made me appreciate the device even more.
Our first SIT was on the Saturday between the two weeks of
groundschool, then we had sessions on the following Saturday
and Sunday before starting the
simulator sessions. Elmore was
able to schedule us for the final
SIT session in the G550 simulator, and this was a big step up
from the GFDS.
Elmore urged us to understand vertical navigation (Vnav)
“and what it will and won’t do
for you. It won’t fix mistakes,
but it helps prevent them.” He
also gave us a helpful summary of automation, which is
unavoidable in the G550. “We
are no longer in the Wilbur
and Orville school of flight,” he
said. “We are in the Buck Rogers school. The FAA is designing procedures for airplanes like
this. Know why it’s doing what
it’s doing. Automation is the one
thing that will get you into trouble real quick.”
In the simulator we finally got
to try a startup from dark cockpit to ready to taxi, and it took
us well over an hour. Getting to
feel the switchlights pushing and
clicking into place was tremendously satisfying, as was being
able to move the throttles during the ground spoiler functional
check and moving the parking
brake handle for real, instead of
pushing the GFDS’s touchscreen.
Martinez and I both found that
the look and feel in the simulator
was far different from the GFDS.
Some switchlights, for example,
are blocked by various controls,
so you have to look carefully
to make sure you are seeing the
action on the switchlight while
running the checklist.
We had two simulator instructors, Allen Spencer and Shahab
Malik, both highly experienced

Gulfstream pilots. Spencer
reminded us during the preflight
briefing that “this is all training,
nothing but training. We will not
evaluate you. There is nothing
you can do wrong in the simulator, because we’re going to train.
Let’s make it a point that we’re
going to learn about this airplane together.”
In the first simulator session,
Martinez was pilot flying in the
left seat and I flew right seat. In
every maneuver, which included
airwork such as steep turns and
stalls, Martinez made flying the
G550 look so easy that I probably got a little over-confident. His
landing at the end of the session
was perfect, and even though he
hadn’t flown with a head-up display (HUD) before, he latched
onto that device quickly and
came to appreciate its value.

Left Seat in the Sim

It was my turn to fly from the
left seat on the second day, and
I quickly learned that the G550
doesn’t tolerate any sloppiness.
The previous day I had thought
I could easily fly the stall recoveries and steep turns as well as
Martinez, but they were more
difficult than I thought. When
I finally got to land the G550, I
was somewhat embarrassed when
I had a hard time keeping the big
jet lined up with the runway. My
problem, it turned out, was that I
was trying to fly the G550 “emotionally,” that is, by feel and not
by the numbers. You just can’t do
that with such a large heavy airplane, and I found I had to work
on this constantly during the rest
of the training.
During the third session with
Spencer, he added more complex
operations, flight planning, diversions, V¹ cuts and other emergencies, and I came to appreciate
Martinez’s skills at the controls.
No matter what the instructor
threw at him, Martinez handled the situation calmly, professionally and with an amazingly
smooth touch on the controls.
During the simulator sessions
with Spencer, he also introduced
us to the circling approach at
Memphis, where we began with
a localizer approach to Runway 27, then broke off and circled to land on Runway 18R.
While Martinez flew this perfectly the first few times, I had
a lot of trouble with this one,
and it was mostly because I was
flying emotionally. I was trying
to muscle the G550 around and
judge the right time to descend
and turn for the runway just by
feel. This clearly wasn’t working, even though Spencer let me
try it a bunch of times. Another
problem with this approach is
Continues on page 50 u
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that at the end, we are required
to touch down -250 or +500 feet
from the aiming point markings
on the runway. Even if the runway is plenty long, we are still
held to a tight standard after
an approach where we’re trying
to maneuver 80,000 pounds of
airplane just below the clouds at
600 feet agl.
Meanwhile, I used the extra
time before and after the sim sessions to study the Study Guide
questions, flashcards, QRH,
PTH and performance calculations, and I spent more time
in the GFDS, practicing flows,
profiles and setups. At home,
my family could tell that I was
getting increasingly stressed. I
snapped at my wife to turn off
the light late at night when I
couldn’t sleep. When my daughter, who was in her first year of
college, asked me how the training was going, I told her I was
starting to feel overwhelmed.
“Welcome to my life, Dad,” she
said wryly.
I felt like the penguins were
not playing fair and jumping off
the ice floe to make more room
for other penguins, but mounting a furious battle over limited
brain space and getting ready to
move into my increasingly nervous stomach.
Martinez and I progressed in
the simulator, with the next three

sessions taught by Malik. When
we first met with Malik, he said,
“There’s no stress with me. We can
freeze the simulator. If you have
any questions, ask for a freeze.”
It was interesting to see
the differences in how the two
instructors prepared and taught
their lessons, and it was refreshing to experience their different
viewpoints on flying the G550.
Malik had some excellent suggestions for pre-takeoff and
approach and landing briefings
and other processes such as setting up the approach, and I
adopted some of his suggestions
because I liked their brevity and
they were easy to memorize. I
did learn, however, that it can
be confusing to make a change
in my processes this late in the
game. I think it would be better to settle on these items before
starting the class or at least
before flying in the simulator to
keep it simpler and avoid confusion, and perhaps more experienced corporate pilots do this.
I did find it helpful to write
out all the procedures and profiles, just to help cement them
in my memory. Another move
that helped was preparing for
the next day’s flight by studying
the maneuvers and writing down
the steps required.
With Malik, we spent more
time flying scenarios that
included emergencies such as

a dual hydraulic system failure
and no-flaps landing (ably handled by the skillful Martinez at
the suddenly heavy controls),
wind-shear encounters, engine
fires and failures, emergency
evacuation, emergency descents
and an ILS approach using the
standby flight display.
This simulates a complete
electrical failure that leaves only
emergency battery power. When
I flew that approach, Martinez was amazingly steady handling the throttles and giving
me instructions to help me fly
the raw data ILS, and we ended
up with a decent approach and
landing. When it was his turn
to fly the same approach, my
ability to keep him on track
and speed resulted in some largish excursions, and I could tell
that he was a bit frustrated, but
we broke out of the simulated
clouds and landed safely. I felt
bad for not being a better copilot, but it was a good learning
experience. Gulfstreams are reliable, and this scenario is unlikely,
yet it is worthwhile to have been
exposed to that maneuver.
By this time we were supposed
to be ready for our checkrides.
Martinez certainly was ready,
at least from the flying standpoint. He also had to study a
lot of extra material because he
was taking a Part 135 checkride
and thus had to know the operator’s SOPs. Malik had also run
me through the Memphis circling
approach a few times, with results
that weren’t exactly satisfactory.

The G550 is an airplane that you fly by the
numbers, not by how it feels, and the simulator
drove that lesson home pretty quickly.
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I wasn’t feeling terribly confident
at this point; the penguins were
about to stage a mutiny, and I
was running out of time to nail
down all the study material to
prepare for the checkride.
We had one more simulator
session with Spencer before the
checkride, and we used that to
go over airwork, to practice handling emergencies and to attempt
to straighten out my Memphis
circling approach. It didn’t get a
whole lot better. The pressure was
mounting and coming to a head.

Additional Prep Time

I was studying in the break room
on Monday the day before the
checkride when I was called
into the office of program manager Williams. He explained
that they were scheduling me
for an additional simulator session, to help finish off my rough
edges. Rather than feeling disappointed, I felt a huge weight
lift off my shoulders. This would
give me a whole extra day-and-ahalf to prepare, as the checkride
was now scheduled for Thursday
afternoon, with my last session
with Spencer on Wednesday.
My family noticed my less
stressed-out demeanor when I
got home, and for the first time in
weeks I didn’t go right upstairs to
study after dinner but relaxed for
a bit. I slept well that night, then
dug in for the final study effort.
I had two major goals at this
point: finish studying all the
answers to the 35 pages of Study
Guide questions and figure out

how to nail that Memphis circling approach.
Earlier, I had printed out all
35 pages of questions, and as I
studied them I split them into
three piles: all, some and few
answers known. The pile started
off a few days before with most
pages in the latter two categories,
but they were gradually moving
into the known pile, and I kept
working on them over and over.
Meanwhile, I had discussed
the Memphis circling approach
with Spencer, and he helped
me figure out a procedure that
would help me fly less emotionally and more step-by-step. We
honed it closer to the required
standard during the sixth sim
session, and I could see that the
procedure was working.
I fired up my X-Plane desktop simulator at home and
loaded the heaviest airplane that
I could find that was a jet and
also had decent flight characteristics and the necessary cockpit
features. No one has created a
good Gulfstream for X-Plane
yet, so I had to settle for the 777.
I set the 777 up on the Runway
27 localizer approach for Memphis. I had written out the stepby-step circling procedure on a
3-by-5 card, and I spent hours
flying it over and over, with the
weather set up exactly like the
FlightSafety simulator, about
900 overcast with two miles visibility. The key to getting it right
is to stay on autopilot after leveling off at circling minimums,
then keep your eyes on the flashing lead-in lights for Runway 27,
then watch them while using the
heading bug to turn right 30
degrees and keep looking outside for the end of Runway 18L,
then 18C and finally 18R. As
soon as you see 18C, you can
start turning back toward 18R,
but keep using the heading bug
and stay on autopilot. Don’t turn
too much or you won’t be able to
line up with the runway. If you
turn too little, you’ll overshoot.
I couldn’t quite set the 777 simulation up the same as the G550,
but by shooting the approach a
few dozen times, I trained my
brain to recognize the environment and got comfortable turning just the correct amount to the
right, then steering back as I saw
the end of the runway. I couldn’t
really use the autopilot like in the
G550, but ultimately this exercise
did help a lot.
I spent the rest of the afternoon shuffling the questions
to the known pile and finished
most of them by the following
morning. As is always the case
with tests, I felt like I was as
ready as I was going to get. But
I was also grateful for the extra
training session and time.

I felt confident going into
the checkride, and the oral and
all the maneuvers seemed to go
well, but I did have a little concern about the circling approach.
When it was time, I fell back on
my practice and the by-now
familiar procedure. We broke
out below the cloud deck and
leveled off at circling minimums,
and I kept my gaze outside looking for the lights on Runway 27.
As soon as I saw them, I used the
heading bug to turn 30 degrees
to the right and started looking
for the 18 runways.
I had already asked my copilot, the talented FlightSafety
intern Thomas Jacobson, to
set the guidance panel up with
a three-degree descent angle.
And this is the key to getting
this approach right: when you
see Runway 18R, it’s time to
descend, but if you switch off
the autopilot and try to finesse
it—flying emotionally—you’re
not going to make it and will
probably descend too quickly
or not enough. I held my finger over the selector button for
flight path angle on the guidance
panel, and moments after spotting 18R, I pushed that button,
and the autopilot obediently
pitched down at the required
three-degree angle.
In a few moments, everything looked perfect so I clicked
off the autopilot and let the
autothrottles maintain airspeed
at Vref while I lined the G550 up
with Runway 18R then touched
down relatively smoothly within
the required distance from the
aiming point markings.
The last maneuver was a noflaps landing, and after that the
examiner didn’t make me sweat
too long before he told me that I
had passed the checkride.
My fellow classmates all
passed with flying colors,
although one had an additional
challenge: an FAA inspector
sitting in on his entire checkride. He was fine with the FAA
oversight and took it in stride.
Our Chinese colleague amazed
everyone with his knowledge of
the G550’s systems and cockpit procedures, and he worked
extremely hard to overcome any
deficiencies related to his lack of
experience.

SR20 helped rewire my brain to
become more used to the G550’s
displays and interfaces.
The advantage of flying the
SR20 with synthetic vision and
its keyboard FMS interface is
that it forces the pilot to think
more about following profiles
and procedures, something
that is required in the G550, as
well as monitoring flightpath
according to the guidance panel

and flight mode annunciators.
In recent years, Cirrus has
focused much of its training on
teaching pilots to use consistent
procedures and to fly according to profiles outlined in its
flight operations manual. This
attitude toward flying is much
more professional and will
help pilots prepare better when
transitioning into larger, faster
and more complex airplanes.

In my case, lacking a regular
jet flying job, the Cirrus flying
helped me get more ready for
the G550 training than I would
have been otherwise.
Transitioning into any new
aircraft is always fun, but spending nearly a month in class and
in a simulator and learning how
to fly a complex airplane like the
G550 was a huge challenge. I did
enjoy the process, even though

it was stressful and occasionally overwhelming. All in all, it
has made me a better pilot and
provided far more understanding of what professional pilots
experience as a normal part of
their careers. 
o
After the grueling training Thurber
takes to the air. Read "Flying the
G550" in next month's issue.
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I had spent the two months
before the class studying all the
FlightSafety handbooks and
exercising my flying muscles in
the most sophisticated airplane
I could rent, a Cirrus SR20
with the Garmin-based Perspective integrated flight deck.
While there was little transfer of
learning between the Cirrus and
the G550, I found that flying the
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business aviation in
Russian bizav figures show traffic decline
Text and photos by Vladimir Karnozov
Figures prepared by the Russian
United Business Aviation Association
(RUBAA) for June—normally the busiest month for Russian business aviation—show that business jet movements
declined steadily over the past three
years: 5,214 in 2014; 4,731 in 2015; and
4,036 so far this year.

Speaking on September 7 at Business
Aviation Forum 2016, Alexander Kuleshov, chairman of RUBAA’s board, said
his organization has prepared its own
statistics on business jet movements
since 2014 because association members
felt there was a “shortage of information
available from governmental sources and
aviation authorities.” Kuleshov further
said that RUBAA now sees collecting
and processing relevant data and sharing it with member companies as one
of its duties.
RUBAA has collected data on flights
by business jets at Moscow, St. Petersburg, Yekaterinburg, Samara, Nizhy
Novgorod, Rostov and Sochi, the cities
that generate 80 percent of traffic. By its
count, the number of business jet flights
dropped from 26,660 in the first nine
months of 2014 to 22,893 and 20,467 in
the same period in 2015 and 2016, respectively. The number of passengers carried
on these flights was 88,052, 73,692 and
65,138, respectively.
Fewer Passengers

Above: Alexander Kuleshov, the association’s
current chairman, said his group has been
collecting traffic data on Russian business
aviation activity since 2014. Below: At last month’s
Business Aviation Forum in Moscow former RUBAA
chairman and vice president Eugeny Bakhtin
outlined the organization’s plans to expand
business aviation in Russia.

Respective figures on passengers for the
busiest month in a year (which turns out
to be either July or August) dropped
steadily since 2014: 17,585, 15,693 and
12,758. On passengers, Kuleshov noted
a new tendency: business jet travelers are
beginning to share a charter when flying
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with family members to popular summer
holiday destinations.
RUBAA data indicated that the international flights sector has been affected
most. Business jet movements in and out
of Moscow airports (to all destinations
abroad) numbered 2,700 in December
2014 and 2,227 in December 2015, while
the summer peaks were 3,405, 2,965 and
2,422 in each of the three years. The lowest month of all was in February 2016,
with 1,642 flights compared to 2,282 in
February 2014.
The domestic flight sector also dipped
in 2014-2015, from 1,136 to 751 for the
busiest summer month. But it stabilized
this year, fluctuating between 1,100 and
1,500 flights a month since March with
little difference between this year and last.
Foreign Flights Down

Kuleshov noticed that the number of
flights performed by foreign operators
shrank by 34 percent from the first half
of 2014 to the first half of this year (from
21,394 down to 14,169), while those made
by Russian companies rose by 22 percent
(from 4,142 up to 5,062).

The 11th annual JetExpo event in Moscow
attracted the major manufacturers, which
see Russia as an emerging market.

RUBAA counted 3,756 city pairs
for business jet movements in the past
three years. Moscow generates threequarters of the business jet traffic in
Russia. The top foreign destinations
are Nice (10 percent of all departures),
London (7.3 percent), Geneva (2.9 percent) followed by Riga and Paris. The
most popular domestic destinations are
St. Petersburg, Sochi, Kazan and Simferopol in Crimea.
The RUBAA chairman concluded:
“Clearly, there is a general negative
trend…and yet the amount of traffic generated by business aviation in this country remains rather big.” He described the
changes in business aviation traffic in Russia as “considerable,” but not as “drastic”
as those in South America, which “have
been even more dramatic.”
Kuleshov refrained from further
reasoning and analysis, instead advising the forum participants “to do your
homework with these figures…and find
out what the situation is for yourself.”
RUBAA has 100-members and is an associate member of the European Business
Aviation Association.
o

Traffic at Moscow-Vnukovo: 25 Percent Business Aviation
Business jets account for between one-fifth and
one-quarter of flights in and out of MoscowVnukovo Airport, according to Vasily Alexandrov,
the international airport’s general manager. In a
recent interview with AIN, he said, “My view is
that the situation has stabilized. For several years
now, the share of business aviation in the traffic
through this airport has been fluctuating between
20 and 25 percent. Today, we register 260 to 280
[total] flights daily, with business jets contributing no less than one-fifth of the traffic. This
year, they have been stable, both in the number
of flights and passengers carried. My hope is that
business aviation will not decrease its share in
the overall traffic at Vnukovo. In fact, we will try
to attract more business jet owners.”
Alexandrov said that the final months of 2015
and early 2016 were hard times for the airport.
The percentage of business jet flights temporarily
peaked in response to the demise of scheduled
airline Transaero in October. Also affecting airline
flights were the complete closure of air traffic
from Russia into Turkey and Egypt (because of

terrorist attacks and clashes in Syria) and the
continuing crisis at UTair. As a result, passenger
traffic was only half that of the previous yearover-year segment.
Asked about ripples between Vnukovo
and the recently opened Ramenskoye airport
in Zhukovsky, Alexandrov acknowledged that
this does indeed “sharpen the competition.”
Ramenskoye hosted its first international business jet flight only last year and its first scheduled passenger service a couple of months
ago, so Alexandrov does not yet consider it a
real competitor for business aviation traffic. He
said, “I am more concerned about the national
economy and the slide in demand for aviation
services. Business aviation activity is merely a
reflection of processes in the national economy.”
The Russian United Business Aviation Association (RUBAA) estimates Vnukovo accounts for
75 percent of the nation’s business jet traffic. The
rest is handled by Sheremetievo, Domodedovo
and Ramenskoye international airports, and the
GazProm corporate aerodrome of Ostafievo. n
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Operators remain optimistic
Despite the continuing decline in business aviation traffic and the national economic downturn, the Russian United
Business Aviation Association (RUBAA)
says it has grown in size and influence.
At the recent JetExpo business aviation show in Moscow, former RUBAA
chairman and vice president Eugeny
Bakhtin told AIN that the main goal of
the organization remains the same: to
spur growth of business aviation in the
country and to render assistance and
technical support to companies specializing in business aircraft operations
and management.
“We promote activities and organize
events aimed at popularizing this form
of air transport. And we’ve noticed, happily, that it is becoming more popularly
accepted in this country, as more people
gain access to it,” said Bakhtin. Business
aviation is becoming less the exclusive
province of the rich and elite, he continued, and increasingly is seen instead
as an essential business tool, enabling
executives to manage their enterprises
more effectively—in part by allowing
more personal contact with partners in
remote locations.
“RUBAA represents the common interests of the business aviation community in
the corridors of power. That helps keep
aviation regulations more reasonable,
understandable and more applicable in
everyday practice,” he said.
Adjusting to Current Climate,
Looking Ahead

Unfortunately, however, with the unfavorable economic environment for business aviation, the number of flights has
been shrinking for three years. “Let’s not
use the word ‘crisis,’ but talk instead of
a ‘slowdown,’ attributable to the complicated geopolitical situation and the sanctions against the Russian Federation,”
Bakhtin suggested. “We have witnessed
less traffic and a shrinking of the business aircraft fleet that serves the travel
needs of Russian businessmen, corporations and individuals. The immediate
goal of many business aviation companies is to survive these hard times, while

making sure to retain a business foundation for future growth. Sooner or later,
any crisis goes away, and the economy
will start to grow again.”
But with the top management of
RUBAA member companies deeply concerned about the survival of their firms in
the coming years, “What can be done to
ensure that highly skilled employees keep
their jobs? That’s the main headache for
most top managers,” the RUBAA vice
president said.
Bakhtin believes those with the best
chances for survival manage to cut
expenses and save for future growth.
“It’s like a spring that coils, accumulating
energy inside,” he says. “I believe that the
leading business aircraft operators in Russia will survive, and that they will play a
bigger role in the future market.”
RUBAA membership has grown
beyond 100 companies, half of which
are registered outside Russia. Bakhtin
said that that there has been an influx
of foreign members joining the association recently, a result of some important
changes in the structure of Russian aviation. “The number of Russian business
jet operators with a commercial license
continues to decline. That’s a result of the
national aviation authorities. At the same
time, we register an increase in the number of general aviation companies, and this
makes us optimistic.”
Bakhtin explained that the reason for
the proliferation of foreign companies in
RUBAA is that, by participating in the
association’s activities, they get a better
sense of the Russian market and trends.
“Despite the Western sanctions and economic downturn, key foreign players
retain their interest in the Russian market. Through RUBAA membership, they
can keep a finger on the pulse and monitor developments.”
Bakhtin said those who plan long-term
can capitalize on today’s lower labor costs
and secure a larger portion of the local
market at less expense. “They see that
investment in aviation infrastructure as
the promise of the future,” Bakhtin says.
“That’s the reason for their interest in
RUBAA membership.”—V.K.
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G500 powers toward approval,
G600 is following close behind
by Charles Alcock
Gulfstream Aerospace unveiled
the first full production example
of the G500 large-cabin business
jet, featuring an all-new cabin
interior, at the NBAA Convention early this month. The aircraft’s appearance came as the
manufacturer prepared to begin
the final certification phase of
flight-testing in early January
en route to FAA and EASA
approval next year, followed by
service entry in 2018.
Also on display at the NBAA
event was a new cabin mockup for
the larger G600, which is expected
to make its first flight, ahead of
schedule, before year-end. With
a high degree of commonality
between the two new long-range
jets, the G600 is expected to
achieve type certification in 2018
and then enter service in 2019.
Serial production of the G500
is now under way at Gulfstream’s
expanded production facilities in
Savannah, Ga. A flight simulator for the new model is already
in use at the FlightSafety International training facility in the
same city.
Gulfstream’s substantial investment in laboratory testing over the
seven years the G500 and G600
have been in development appears
to be paying off in terms of both
aircraft maturity and rapid progress with the certification process.
“We’re hitting operational in-flight
reliability numbers already,” said
flight test vice president Lawrence
Buerger. “Almost every flight
we’re doing now is completely
squawk-free.” This has contributed to rapid progress with flighttesting as aircraft can be quickly
turned around between missions.
As of early October, Gulfstream had completed almost
55,000 hours of ground testing
using the systems integration
bench, the integration test facility
(ITF) and the iron bird. The final
stages of interior design have
been tweaked based on work
using the cabin integration test
facility. At the same time FAA
and EASA officials have been
involved in human factors testing in the ITF and in a FlightSafety simulator.
By involving the FAA at an
early stage in the test process,
Gulfstream managed to earn
some certification credits during
the initial phases of flight-testing,
which involves four prototypes
in addition to the first production standard example. This was

achieved by establishing that some
key aspects of the systems integration process had been validated
ahead of the final certification
flight-tests, and the credits cover
factors such as crew workload.
With an eye to smooth entry
into service and delivering on
promises for a high degree of
reliability and availability, Gulfstream involved its product support teams from the early stages
of the G500/600 development
program to hold their engineering colleagues accountable in
this respect. The manufacturer
has employed advanced virtual
and augmented reality tools in
its Immersive Cave laboratory to
work on aspects of design such
as ensuring that all parts can be
readily accessed by mechanics.
It also has developed standardized tooling for maintenance
tasks and has established specific goals for how much time
it should take to install and
replace components.
Existing Gulfstream operators
and prospective customers have
had a direct say in how the new
jets have taken shape through the
Advanced Technology Customer
Advisory Team. Their input is
particularly apparent in the cockpit and cabin of the new aircraft.

According to Gulfstream,
higher speeds also translate into
maintenance savings for operators. “The faster you go, the
less these aircraft will cost you
to maintain,” said Kohler. “The
harder you work the engines,
you get better value because you
are working those engines for a
shorter period of time.”
New Cockpit

Much of the fly-by-wire G500/
600 magic is found in the cockpit, with its new Symmetry flight
deck based on Honeywell’s

The sidestick controls, developed with BAE Systems, feature
active force feedback that makes
it clear to a pilot when his or her
colleague has control of the aircraft and what they are doing
with the controls. According to
Gulfstream test pilots, the system
delivers “classic airplane control”
in terms of feel and cueing. The
autopilot also provides visual
indicators for the control inputs.
Another important new feature is the data concentration
network (DCN), which acts a
little like a virtual private network that gathers aircraft system data through a distributed
high-speed network and makes
it available to other systems. This
advanced programmable technology is now being applied for
the latest airliners (including the
Boeing 787) and fighters.

faster reaction times for applying
brakes and by having constant
pressure on brakes pilot-induced
oscillation is reduced.
The pilot can control the braking process by pre-selecting high,
medium or low settings for rates
of deceleration. Other promised
benefits are reduced wear on
brakes and greater comfort for
passengers on landing.

The DCN contributes to
improved aircraft availability by
boosting the amount of data that
can be used for health trend monitoring of all key systems. The
network also reduces the need
for multiple electro-mechanical
devices and wiring for separate
systems, benefits from having a
no single-point-of-failure architecture and also has reduced
power consumption. The lightweight equipment can be accommodated on a single electronics
rack, freeing up space in the cabin
and boosting payload and range.
The weight saving for wiring alone
is a couple of hundred pounds.
One significant safety
enhancement for the new Gulfstreams is an auto-braking system that is intended to make
rejected takeoffs less dangerous.
The system, already in service on
the G650 and G280, results in

All aircraft systems have been
looked at from the point of view
of further improving maintainability (compared with that on
the G450/550/650 models). The
new models feature improved
access to line-replaceable units,
built-in test capability and more
standardized parts. All suppliers
have been challenged to improve
the mean time between failure of
their equipment.
Gulfstream’s PlaneConnect
system transmits aircraft performance data to customers and/
or the manufacturer so that they
can monitor any deterioration
in system performance without
delay. The airframer’s health
and trend monitoring system
has been developed to track
performance trends and identify potential system failures well
ahead of their becoming a problem for the operator. 
o

Lighter Maintenance Burden

Gulfstream’s work on reducing the cost of maintenance and
improving aircraft availability
has resulted in the G500/600
being prepared to enter service
with 750 flight hours permitted between major inspections,
which the manufacturer says is
approximately 50 percent longer than the interval for “traditional” business jets.

The finished cabin of the G500
is about seven inches wider and
two inches taller than that of the
G450 and G550.

Improved Performance

The G500 is powered by the
15,144-pound-thrust PW814GA
turbofan and the G600 by
the 15,680-pound-thrust
PW815GA—both featuring a
wide-chord integrally bladed fan,
composite nacelle, dual channel Fadec controls and a new
thrust reverser.
Maximum speed is projected
at Mach 0.925. The G500 will
be able to fly 5,000 nm at Mach
0.85, or 3,800 nm at Mach 0.90.
The G600 has longer legs still,
with 6,200 nm range at Mach
0.85 and 4,800 nm at Mach 0.90.
“Flying at Mach 0.90 we can
save operators and their passengers around 50 hours of travel
time per year because they will be
spending less time on the aircraft,”
stated Gulfstream vice president
for advanced aircraft programs
Mark Kohler. This assumption
is based on a comparison with
the typical Mach 0.80 speed for
the existing G450 and G550, and
also on the typical operational
patterns seen with operators of
the company’s current long-range
flagship, the G650.

Primus Epic avionics suite. The
most striking new features are new
active control sidesticks (a first
for a civilian aircraft), 10 touchscreen display interfaces and both
enhanced and synthetic vision
systems as standard features.
The elimination of the traditional control column has
opened up significant space in
the cockpit. Pilots can still control the primary flight displays
using cursors on the central
pedestal panel. Human-factors input from customers indicated that these displays are too
far forward for most pilots to
comfortably control as touchscreens. However, Gulfstream
has already validated that the
use of touchscreen controls for
the multifunction displays during turbulence is certifiable since
this had been a concern raised by
FAA officials.
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ICAO assembly acts
on carbon emissions

ICAO Aviation Emissions Program Exempts Most Bizav Ops

uContinued from page 1

The International Civil Aviation 
Organization
carved out small emitters, a category that
includes most business aircraft operators, and
light aircraft as it agreed to a comprehensive
market-based measure (MBM) to control the
aviation industry’s carbon dioxide (CO2) footprint worldwide. (See article on page 1.) Dubbed
Carbon Offset and Reduction System for International Aviation (Corsia), the plan was adopted
along with the global CO2 standard that was
unveiled earlier this year.
Importantly for the business aviation community, the Corsia resolution states that it “does
not apply to low levels of international aviation activity with a view to avoiding administrative burden: aircraft operators emitting less than
10,000 metric tons of CO2 emissions from international aviation per year; aircraft with less than
5,700 kg [12,566 pounds] of maximum takeoff
mass (MTOM); or humanitarian, medical and
firefighting operations.”
The exemptions remove all but a small number of business aircraft operators, but just 0.24
percent of the total aviation emissions from the
Corsia. Kurt Edwards, director general of the
International Business Aviation Council, which
worked to secure the exemptions, estimated that
a Gulfstream G650 would have to fly 2,000 hours
internationally annually between participating
states to reach 10,000 metric tons. The number
goes up to 2,500 hours for a G550.
He added that the exemptions recognize the
de minimis contribution of business aviation to
the global aviation CO2 footprint, as well as the
costs and administrative burden such a scheme
would impose on small operators.

commitment to address one of the greatest
global challenges of our time,” she added.
The ICAO assembly’s action in Montreal came two days after the European
Parliament in Strasbourg, France, voted
to ratify the Paris climate agreement of
December 2015—advancing the agreement beyond the minimum threshold of
55 countries representing 55 percent of
global greenhouse gas emissions it needed
to enter force. (The threshold was officially
passed on October 5; the agreement enters
force on November 4.) International aviation and shipping were not covered by the
Paris accord, but they are considered key
to helping accomplish its goal of limiting
the rise in global average temperature to
1.5 degrees C above pre-industrial levels.
Aviation is the first global industry
sector to commit to a carbon-offsetting
program; the International Maritime
Organization is responsible for the shipping industry. ICAO’s “Carbon Offsetting
and Reduction Scheme for International
Aviation” is among a number of steps the
aviation sector will undertake to achieve
“carbon-neutral growth,” or capping carbon dioxide (CO2) emissions, after 2020.
They include technological improvements
to engines and airframes, air traffic management operational efficiencies and the
use of alternative fuels.
The GMBM program establishes a voluntary “pilot phase” from 2021 through
2023, followed by a voluntary first phase
from 2024 through 2026. The second phase
from 2027 through 2035 will be mandatory. Russia and India, which voiced objections during the assembly meeting, are not
among the initial participants.
During a conference call with reporters following the ICAO assembly’s vote,
Haverkamp and FAA Administrator
Michael Huerta said they could not provide an estimate of the airline industry’s
cost of complying with the program, which
at this point is a broad approach with
implementing details still to be worked
out. Haverkamp noted that the International Air Transport Association (IATA)
and U.S.-based Airlines for America both
supported its adoption “with the expectation that they can manage the costs.”
Carbon credits under the Paris agreement, which is called the UNFCCC, for
the United Nations Framework Convention on Climate Change, “will be eligible
provided they meet quality criteria set by
ICAO,” Haverkamp said.

Welsh, National Security Council director for environment and climate change.)
Further, nations “sent a worrying signal”
in Montreal by deleting provisions that
would align the program with the goal of
the Paris accord, the coalition said.
“ICAO’s decision to promote carbon offsets for some international flights

NBAA president and CEO Ed Bolen called the
small emitters exemptions an important and fundamental part of the agreement, pointing out that
“business aviation is responsible for only a small
fraction of total aviation emissions.” Individual
countries must implement the programs, which
NBAA notes must still take shape. “The next three
years will be important, as countries evaluate
compliance with the international carbon-offsetting standard,” Bolen said. “We expect that the
FAA, which will lead U.S. efforts, will evaluate the
impact of the agreement before finalizing plans
that affect U.S. operators.”
Edwards welcomed the approach for a global
standard. “The worldwide business aviation community welcomes the decision by governments at
ICAO to establish a single, global carbon-offsetting scheme for international aviation,” he said.
“The framework agreed at ICAO will help us meet
our collective industry commitments while also
taking into account the needs of small operators.
Importantly, the global framework means we will
avoid a patchwork of multiple measures around
the world.”
Ed Smith, senior v-p of international and environmental affairs at GAMA, added that the phased
approach Corsia takes should help ease in the
economic impact on affected operators. He noted
that for business aviation, MBMs are only one
of the pillars that the community has adopted to
shrink its carbon footprint.
“With agreement reached earlier this year
at ICAO on the first-ever CO2 standard for aircraft combined with today’s agreement on Corsia, the global aviation industry has taken vital
steps toward fulfilling its commitment to address

doesn’t address the core problem,” said
Dan Rutherford, aviation program director
with the International Council on Clean
Transportation, an ICSA coalition member. “In the long run airlines need to decarbonize, not pay others to do it for them.”
Another coalition member, the Environmental Defense Fund (EDF), issued

Environmental groups had mixed reactions to the long-anticipated ICAO action.
The International Coalition for Sustainable Aviation (ICSA), which represents
six organizations, contends the GMBM
program will cover only about three-quarters of expected aviation emissions growth
between 2021 and 2035. (The U.S. government estimates that up to 80 percent
of emissions growth will be covered over
the 15-year life of the scheme, said Kevin
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Environmental Group Response

At last month’s ICAO assembly 65 nations signed on to address carbon emissions by supporting the
market-based measure the assembly adopted. A voluntary pilot phase begins in 2021; participation is
mandatory from 2027 through 2035.
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climate change while not jeopardizing continued
economic growth,” added GAMA president and
CEO Pete Bunce.
GAMA noted that the business aviation community outlined its goals to reduce the industry’s impact on climate change in 2009. “Achievement of these goals depends on progress with a
basket of measures, including use of alternative
fuels and improvements in aircraft technology,
ATC infrastructure and operational efficiency, and
implementation of market-based measures as an
interim gap-filler,” the association said.
NBAA COO Steve Brown noted the global recognition business aviation has received for its
efforts to reduce its CO2 footprint and how it has
led in areas of technologies that improve efficiency and lower emissions. “[ICAO] understands
the tradeoffs of bringing in a new cost regime,” he
said, noting that higher costs could cause operators to invest less in newer technologies.
While the overall agreement was “hard
fought” at the political level, Edwards said that the
technical aspects—including the exemptions—
appeared to have broad support throughout the
discussions this year.
While the implementation gets hashed out, a
number of questions remain, including the ultimate
fate of EU-ETS within Europe. Since Corsia applies
only to international operations, Europe could continue to maintain its own emissions program—
which does apply to a number of business aircraft
operators—within the region. Edwards noted that
it is still unclear whether Europe will continue with
the program or make changes shaped by the ICAO
agreement. Brown noted that most of Europe has
signed on to participate in the early phases. —K.L..

a more positive response. “This agreement positions aviation to be an engine for
achieving reductions in carbon pollution
around the globe, while spurring innovations to reduce the sector’s own emissions,”
the EDF stated. “Coming the day after
the Paris Agreement passed the threshold
for entry into force, ICAO’s action sends
a powerful signal worldwide that governments, airlines and the aviation industry,
and civil society together are recognizing
the urgency of climate action.”
IATA said in a statement that the
historical significance of the Montreal
agreement “cannot be overestimated.”
The GMBM program “has turned years
of preparation into an effective solution
for airlines to manage their carbon footprint.” But the association acknowledged
that the program, by itself, “will not lead
to a sustainable future for aviation. Along
with this global market-based measure, the
industry will continue to drive its four-pillar strategy on climate change, comprising
improvements in technology, operations
and infrastructure” complemented by the
GMBM program. 
o
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in that pursuit than we are today. We’ve
of safety is gone.” Finally, the result is
got tools to do it, we’ve got data to
a fatal mishap outside the prescribed
understand, but at the heart of this,
limits. “Current management is held
it
comes
down
to
people
and
comaccountable and says it never hapDavid Coleal
mitment and professionalism.
pened before and that everybody
Bombardier
Ed Bolen
Business Aircraft
We’re here to learn, we’re here to
does it,” he said.
NBAA
president
improve and we’re here to share
Daily encouraged Safety Standpresident and CEO
the knowledge that we gain.”
down attendees to rise to the level
of superheroes with a strong sense
of morality and duty rather than
Zombies and Vampires?
NTSB board member Robert Sumallowing themselves to become mindless
walt summarized the benefits of the Safety Pat Daily, president and managing partzombies or vampires. To do so, individuStanddown: “I don’t know any other con- ner of Convergent Performance, kicked
als must use their skills to know when to
ference that offers this much that doesn’t off the general session on the first
stop when safety is compromised. “You
charge a fee. Over the years the Safety day of Safety Standdown with an oddly
need to be able to take yourself off the
Standdown has addressed each of the
schedule,” he said. “Why don’t we stop
items on our Most Wanted list.”
more?” And when distraction, complaJames Viola, FAA general aviation
cency and normalization of deviance are
division manager of the Flight Staninvolved, he added, “I think you need to
dards Service, congratulated the business
to complacency. Complacency and dis- stop them.”
aviation industry on its excellent safety
traction are learned skills.”
The final question, concluded Daily:
record. “As an industry, our record of
People now are choosing to be dis- “Are we willing to face the threats and
addressing complex problems is withtracted, he explained. “The more you challenges or are we going to drop our
out equal. Our challenge is to find new
do that, the more susceptible you are weapons and run?”
and creative ways to bring risk percepto becoming distracted by that in the
tion into the safety discussion, to betfuture.” Quoting science fiction author
Lessons from the Ashes
ter understand the shortcomings in our
Cory Doctorow, Daily said that we
internal risk-response system and to
have built “an ecosystem of dis- NTSB board member Sumwalt received
James Viola
develop tools needed to overcome the
traction technology.”
the 2016 Safety Standdown Award.
FAA GA
threats they pose.”
This all ties in with problems He “was nominated by his peers for
division manager
“What we have here today is an
facing aviation. “Distraction his outstanding commitment to aviaof the FSS
opportunity to see how far we’ve come,
directly feeds complacency, which tion safety and his continuous efforts
Continues on page 60
and recognize that what we’re doing is
directly feeds normalization of
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Meet Josh & Julia Hochberg, Owners, Sonoma Jet Center
Is Signature Select right for you? Just ask Josh and Julia. “Signature’s marketing and
sales support has been outstanding,” Josh says. “We expected that. But we didn’t
realize what a fantastic all-around partner we were getting.” The Hochbergs are likely to
pull out photos of two brand-new electric tugs, loaned to them by Signature. “Signature
delivered these to get us through a really busy month. It was our most successful
month ever. Beyond our wildest dreams.” Follow Josh and Julia’s lead. Retain your
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Join Signature Select.® Profit from the power of Signature Flight Support.®

Join the growing Signature Select community.
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It’s like we acquired
a big brother with
resources who will
do whatever it takes
to help us out.
- Josh & Julia Hochberg

SAFETY

STANDDOWN
Continued from

to develop more
In his conpage 58
robust safety procurring statement
grams within the aviwritten for the NTSB
ation industry.” Sumwalt
report, Sumwalt wrote, “…
shared some takeaways from what he has these remarks and deviations from SOPs
learned in the past 10 years on the Board. before, during and after the emergency
“Insist on professional discipline and paint a picture of a flight crew who may
integrity in your operation,” he urged. not have been mentally prepared to deal
“Why have I learned this lesson? There’s with the abnormal emergency situations
nothing more disheartening to me…than properly. Quite simply, they weren’t mento go into the cockpit voice recorder lab tally in the ball game when the engine fire
and listen to a CVR where people are car- manifested itself, and this contributed to
rying on, joking, laughing, having a great their critical delays in initiating and comtime, and I know how that CVR is going pleting the appropriate checklist.
to end, and it will make you sick to your
“Why does a professional aviator
stomach to hear.”
insist on strict adherence to procedures,”
Sumwalt described an American Air- he asked, “including checklist usage and
lines engine fire. Fortunately, no one was sterile cockpit compliance? It’s not for
injured, but the flight crew’s profession- those flights when everything goes right.
alism came under scrutiny for taking too Instead, it’s for those flights when things
much time to accomplish immediate- go to hell, and you need something to fall
action items. “They waited about a min- back on. You insist on doing things this
ute before they [pulled back] the thrust way so that when faced with an unfamillever to idle. They waited three-and-a-half
iar situation, you are mentally prepared to
minutes before they pulled the engine fire deal with it because you can fall back on
handle. In the meantime, the captain says, procedures and discipline that are famil‘Here, you fly the airplane. I need to tell iar to you. It was embarrassing to hear a
the flight attendants we’re coming back fellow airline pilot acting this way.”
around.’ They interrupted the checklist.
Because the fire continued to burn, that
Complacency Kills
led to other problems. They lost hydraulics, a lot of electrical power. They couldn’t Describing the Comair Flight 5191
get the nose gear down, the flaps down. wrong-runway takeoff crash in LexingIt was a real cluster. When they landed, ton, Ky., in August 2006, Sumwalt said,
the passengers clapped they were so happy “I noticed again in studying the CVR…
with these pilots. Meanwhile the copilot the captain trying to be very cool. They’d
reset the fire handle, fuel starts leaking never flown together. He said, before
again, things weren’t going well.”
they started engines, in a feigned southThe CVR revealed more about the way ern accent, ‘I’m easy, buddy.’ And then
the pilots conducted themselves. “Right I noticed that he said [of] one of the
after starting engines, the captain made checklists, ‘At your leisure.’ I thought we
a statement: ‘I’m ambivalent right now. learned from the Northwest 255 accident
I got six months to go.’ During taxi-out, that checklists are supposed to be called
the checklist was conducted in a non-stan- for by the designated person at the desdard manner. They were interrupting the ignated time. If you just let somebody
checklist just by chit-chatting.”
do the checklists whenever they want to

do them, then you’ve lost one of your
layers of defense. If that person gets
busy as they did in the Northwest 255
no-flap takeoff, then who is there to
remember to call for the checklist?
“But this guy’s cool, he’s easy, buddy.
He says, ‘Before starting engines, at your
leisure.’ He’s calling for the checklist.
Do that checklist, at your leisure. ‘Start
engines, your leisure.’ Wow, this is going to
be an easy day, this guy’s easy, buddy, we
want to be leisurely on this flight.
“He said, ‘It’s OK to turn one, at your
leisure.’ Then while they’re cranking up
the engines, they’re sitting there talking
about all kinds of things, so-and-so went
to work for Emirates, and this and that
and the other thing, and all this non-pertinent conversation. It’s like, we’ve done
this so many times, we can start these
engines in our sleep, never mind that we
might smoke one engine or something.
Just chit-chat. ‘Finish up the start checklist, at your leisure.’
And then, the first officer is so at his
leisure, he self-initiates a conversation as
they’re taxiing out, and I believe and the
Board believes that that conversation distracted the captain as he’s taxiing and
contributed to the loss of positional
awareness. And finally they get to the
hold-short line for the wrong runway,
they wait for about a minute, then the
first officer calls the tower, and he says,
‘Tower, at your leisure, Comair 121 is
ready to go.’ He got the callsign wrong,
but we all do that.
“But how many times did you call
the tower and say, ‘At your leisure, we’re
ready to go’? So what I think, as subtle
a message as that was—at your leisure—
[it] transcended from the left seat to the
right seat very quickly, to where this guy’s
really laid back, and what do they do?
They attempted to take off on the wrong
runway and killed 49 people.

“The NTSB concluded: ‘The flight
crew’s non-compliance with SOPs and
both pilots’ non-pertinent conversation
most likely created an atmosphere in the
cockpit that enabled the crew errors.’”
Sumwalt cited the Gulfstream IV accident at Bedford, Mass., in May 2014, in
which the flight crew tried to take off with
the gust lock still engaged. “How could
the crew take off without checking the
flight controls? We’ve all been flabbergasted by that. How could they do that?
And then [in September], the NBAA
came out with its report, in response to
an NTSB recommendation on that crash.
In 18 percent of 144,000 reviewed flights,
the flight crew had not done a complete
check of the flight controls. The numbers are astounding; they’re absurd. We
thought Bedford was a one-off event. This
is shameful. (See article on page 6.)
“We’ve got line operational safety data
revealing that compared to crews who follow SOPs, crewmembers who intentionally
deviate from procedures on average make
three times more errors, mismanage more
errors and found themselves in more aircraft in undesired states. There is a relationship between intentional non-compliance
and making more errors, by a factor of at
least three. We all make mistakes, we all
commit errors, but what I don’t want to do
is mismanage those errors that I do make.”
Quoting his friend and safety expert Jim
Schultz, Sumwalt concluded: “He says,
‘With good safety performance, people in
organizations can easily become complacent. Don’t ever believe that a lack of accidents means you’re safe. To counter this
complacency there must be a leadership
obsession—an obsession—with continuous improvement.’
“Keep that in mind,” Sumwalt said.
“Safety is about leadership, so insist on
professional discipline and integrity in your
operation. Don’t accept anything less.” o

Safety Standdown Highlights
Dr. Paul Krivonos, an instructor
practicing is resilient to stress
that we have to de-identify
safety day is just another day
when that opportunity comes
at the University of Southern
and fear. Never give up in
if no action is taken.
or are you just going to let
because we don’t want
California safety and security
a crisis. Don’t panic.
Because what we do
it pass by?
to offend anybody,
program, on the importance
Stay calm.”
with what we hear
“We’re all leaders
and say, ‘I’m going
Dr. Tony Kern,
is important.
in this industry, and
of communication: “Not only
to give a $10,000
do [pilots and mechanics] see
“What’s holding
CEO of Converthis industry needs
bonus to the best
gent Performance,
us back? What’s
us. What matters is
things differently, they see one
pilot, as measured
on mad scientists,
that you let your leadchoking our abilanother differently. In [a scienon these 35 FOQA
data points.’ Do you
ity to lead? Are you
ership shine through
sorcery and safety:
tist’s] research, she found that
Tony Kern
BJ Ransbury
pilots and AMTs each viewed
think people would do
the one who’s going to
the life that you lead,
“The way we curthemselves as slightly more
rently collect and analyze
that? Of course we would.
make a difference in your
the job that you do and the
mentally capable than the other.
safety data is at least 50 perStop looking for bad stuff, start
organization? Will you be the
values that you uphold. If you
Our perceptions of one another
cent wrong, maybe 100 perlooking for good stuff!”
one to be the spark and stand
do that, you will cast a huge
have an effect on how we
cent wrong. Our safety
up and intercede? Are you
shadow to all of the people who
Capt. Al Gorthy (USN
interact and how we
programs, what do we
Ret.) on the heart of
work with you.
going to be the one
see safety.”
do, we teach them
who’s going to reach
“Will you take the lead?
leadership: “What
BJ Ransbury,
impact has Safety
out and touch that
to investigate acciI hope the answer is, ‘I will.’
president and CEO
dents and incidents.
Standdown ’16 had
person who needs
Because what comes after
of Aviation PerforWhat we really need
on your behavior?
to be touched? Are
these two words defines you
mance Solutions,
to do is identify best
Because if it hasn’t
you going to be the
as a person, and defines your
on facing fear: “Whatpractices. You can
had any effect, then
one who’s going to
reality. If the answer is yes, you
Dr. Paul Krivonos
Al Gorthy
ever you spend time on
take that same FOQA
any standdown, any
must press on.”
—M.T.
take the opportunity
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A life well played
Arnold Palmer 1929-2016
by Nigel Moll
Arnold Palmer died on Sunday evening,
September 25, at University of Pittsburgh Medical Center Shadyside Hospital, about 40 miles from his home in
Latrobe, Penn. The cause of death was
reported as complications of heart problems. He was 87.
While the golf world grieved the loss
of one of its greatest and perhaps most
beloved players, pilots mourned the final
flight of an accomplished aviator and
passionate advocate of the airplane as
business-building tool.
Arnie’s first airplane ride was in a
Piper Cub at Latrobe Airport (renamed
to honor him in 1999 on his 70th birthday) when he was a kid. He took his first
flying lessons there in Cessnas in 1955,
soloing and earning his private certificate
the following year. He built time flying
172s, 175s and 180s.
Son of a golf pro at the Latrobe Country Club, Palmer was the PGA Tour’s
leading money winner in 1958, 1960,
1962 and 1963. In 1962 he bought his

first airplane, an Aero Commander 500
piston twin for $27,000, before upgrading to a new 560F a couple of years later.
When he moved up to a jet he stayed
with Rockwell, buying a Jet Commander
in 1966. In 1968 he was the first player
to pass $1 million in career prize money
on the PGA tour, and he leased a Learjet
24. With two copilots and an observer,
he flew a Learjet 36 around the globe
in 1976, setting a world record speed of
57 hours 25 minutes 42 seconds in the
process. But for the remainder of his flying career he chose Citations, starting
with a 500 in 1977, then a II, two IIIs, a
VII and two Xs.
Palmer recalled the first time he saw
the Cessna flagship: “I was standing
on the sixth fairway waiting to hit an
approach shot in our annual gala that
benefits the Latrobe County Hospital. I heard a jet and looked up to see
just about the most beautiful thing I’d
ever seen—the new Citation X gliding
right over us as it approached Latrobe

“Arnie was as good in an airplane as he was on a golf course.
The Learjet 24 was a difficult airplane, but he made it really sing.”
Charlie Johnson,
Arnold Palmer corporate pilot 1973-1975,
Cessna president and COO 1997-2004

Airport.” Recognizing Arnie’s love of
all things aeronautical, both the Blue
Angels and the Thunderbirds made
him an honorary member. Palmer was
the first athlete to be awarded three
of the top U.S. civilian honors—the

Presidential Medal of Freedom, the
Congressional Gold Medal and the
National Sports Award. Over the course
of his 56-year piloting career, he logged
approximately 20,000 hours.
The company that airplanes helped
Palmer build was Arnold Palmer Enterprises. As president, he supervised the
design and development of 300-plus
new or remodeled golf courses worldwide; the company also sold golf clubs
and clothing to his many fans, known as
Arnie’s Army. Palmer was the first chairman of the Golf Channel on cable TV,
as well as a spokesman for Pennzoil and
the No Plane, No Gain business aviation
advocacy campaign. 
o
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Embraer set to build
seats at Florida plant
by Mark Huber
Embraer opened a 50,000-sq-ft
aircraft seating plant in Titusville, Fla., on September 19.
Embraer Aero Seating Technologies will focus on the manufacture of seating for the company’s
Phenom executive jets and firstclass seats for E190E2 airliners.
The plant is expected to create
150 jobs by 2020.
Embraer has spent $150 million on capital investment in
Florida’s space coast since 2008
and already employs 1,000 people throughout Florida, most at
its Melbourne complex, where
it assembles Phenom 100s and
300s and Legacy 450s and 500s
and maintains design, engineering and customer centers.
“Having spent 50 years designing and developing aircraft for
various markets, Embraer recognizes the distinct importance
of the aircraft seat, the ultimate
customer touch point. It needs to
perform accordingly. That’s why
we made the decision to bring
this expertise in-house,” said
Embraer’s new CEO, Paulo Cesar
de Souza e Silva. De Souza e Silva
assumed the top job at Embraer
in July after 32 years at the company, most recently as president
of the commercial aviation division. He told AIN that the company is considering in-sourcing
more business jet interior components. The company is investing in vertical integration, he said.
“It’s a good way to become more
efficient and give our clients more
quality at the right cost,” he said.
In-house Expertise

In 2011 Embraer acquired an
initial minority stake in Irwindale, Calif.-based Aero Seating
Technologies (AST) and bought
the company outright last year.
AST will continue to operate
its facility in Irwindale and, at
least for the time being, will continue to perform all dynamic seat
testing and qualifications, an
Embraer spokesman said.
De Souza e Silva said that
initially the Titusville plant
will produce seats strictly for
Embraer and not for third-party
customers. “In the future, I don’t
know; but not now,” he said.
Jay Beever, vice president of
interior design at Embraer Executive Jets, said one of the main
advantages of bringing seating
in house is the superior level of
craftsmanship, fit and finish that
can be achieved. “Comfort can

be felt through foam. But ergonomics is based on the airplane
adapting to the human.”

Beever and his team will work
with the seating engineers. He
also oversees industrial engineers and customer support
designers who together take seat
concepts from sketch, to engineering model, to rendering, to
prototype.
Beever’s industrial design
team recently completed a modified Phenom 100 seat for the

Ace (Aircraft Customization by
Embraer) program. (See article
on page 14.) Ace provides retrofit motorsport-themed interiors for used Phenoms. Embraer
used industrial design to save
weight, trimming five pounds
from each seat by converting to
lighter composite arms, by decoratively exposing sections of
seat structure and the seat back,

and by fastening the face of the
chair to the back and thus eliminating brackets.
Beever, who spent 15 years
in automotive design, said his
inspiration for the new Phenom
seat was the Singer Porsche
911 conversion, a performance
makeover that lightens the classic sports car by 450 pounds and
turns it into a speed demon.  o
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text and photos by Nigel Moll

The fastest motorsport on earth.
Catch it while you can.
It’s a sound that, once heard
from the close quarters of a
race pylon in the Nevada desert north of Reno, will course
through your veins for the rest
of your life.
In World War II, a P-51’s
Rolls-Royce Merlin produced
about 1,700 hp. In an Unlimited
event at the National Championship Air Races, technicians

have tweaked the old V12 to
produce as much as 3,800 hp for
the eight minutes or so it takes
the warbirds to complete eight
laps of the eight-mile, 10-pylon
course. On the long straightaway
between pylons six and seven, the
front runners clock better than
500 mph over the ground, a scant
few feet above the arid scrub. The
course record average speed for

an Unlimited race is 491.822
mph, set by Steven Hinton in
2009 (at the time just 22 years
old) flying 13-time champion
P-51 Strega.
But a lot changed two years
later in the aftermath of the accident that claimed the lives of 10
spectators when, on Sept. 16,
2011, P-51 Galloping Ghost, with
74-year-old owner-pilot Jimmy

Leeward incapacitated by an
abrupt pitch up estimated to have
imposed 17 Gs, dived into the
viewing area. In the soul-searching following the disaster, the
FAA came close to permanently
shuttering the event, according to
races veteran Steve Hinton (Steven’s dad): “If the State of Nevada
hadn’t stepped in and requested
that this event continue, it would
probably have gone away.”
Steve Hinton, who won the
Gold in 1978 flying P-51 Red
Baron and again in 1985 flying
an R-4360-powered Corsair, flies

the Lockheed T-33 pace airplane
for the Unlimited racing and gets
to utter the words coined by Bob
Hoover in the 1960s as he rides
herd on the contenders down
“the chute” and onto the course:
“Gentlemen, you have a race.”
Son Steven won the Unlimited
Gold race from 2009 to 2012 flying Strega and in both 2013 and
2014 flying Voodoo, the P-51 that
he flew to victory this year too.
(Astronaut Hoot Gibson won
last year flying Strega, absent
from the races this year; owner
Bill “Tiger” Destefani, a retired
California cotton and soybean
farmer, was said to be pulling in
his financial horns.)
With Strega a no-show, Steven Hinton had nothing nipping at his heels. Czech Mate, the
R-3350-powered Yak-11 flown
by Texas oilman James Consalvi,
put up a good fight, clocking
450 mph, but 29-year-old Hinton prevailed with a modest (for
Voodoo) 460 mph and took the
gold for the seventh time in his
young career.
Steven grew up around airplanes in Chino, Calif., and
Left: Hawker Sea Furies dominated the
Gold final race numerically. Three of the
four are shown here, from left to right
Dreadnought, powered by the 71-liter
P&W R-4360 Wasp Major, producing at
least 4,000 hp; Argonaut and Sawbones
(owned by orthopedic surgeon Robin
Crandall), each with a Wright R-3350
in the nose. Below: But nothing could
touch Steven Hinton in P-51 Voodoo.
Absent last year’s grudge match with
Strega, Voodoo won the Gold at 460.3
mph without (relatively) even trying.
The warbird’s Rolls-Royce Merlin V12
was producing about double its WWII
horsepower output.
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started crewing for Strega when
he was 16. Four years later, “Bill
Destefani was looking to step out
of the cockpit, and all I can say
is I was there at the right place
and the right time.” Hinton first
raced Strega when he was 22,
“but after 2012 there was nothing more we could do with racing the aircraft. Sponsorship was
hard, and we called it quits amicably. Bob Button [who owns a

Galloping Ghost
Accident
Reno racing veteran and Unlimited
pace pilot Steve Hinton reflects on
how the races have changed since the
crash of Jimmy Leeward’s P-51 killed
10 spectators at the 2011 event.
“There’s less participation, and the
FAA’s involvement is more restrictive.
There are limitations on the course
layout and on how we fly it. They’ve
put altitude limits on the course,
which adds another dimension of
risk. We can’t go above 250 feet
around Pylons 8 and 2. It all has to
do with deadlines. They had to come
up with some way to say the racing
is safer. In my opinion, I don’t think
the limitations make the racing any
safer but they do add another dimension to what we’re up against already.
They’re trying to be safe and make
sure we have enough clearance,
but it’s debatable. For the people
who are into racing these airplanes,
there’s a lot of ambition to make it go
faster, be more reliable and put on a
better show. Knowing that the event
will continue would ease their decision to spend the time and money
necessary to make something go
around the pylons faster.”
n

trucking company] approached
us about flying Voodoo, his airplane, in 2013 and we’ve been
with him ever since.”
Voodoo and Strega are much
alike. “The airplane has been
modified in many of the same
ways as Strega has been, but
this one has a couple of refinements and mods that Strega
does not have. It has the same
engine package, and it’s looking
good.” Voodoo’s Merlin produces
“somewhere between 3,400 and
3,800 hp at full throttle, pulling
up to 150 inches of boost. We
burn 160-octane fuel, and we
sauce it up a little so it’s more in
the neighborhood of 170 or 175
octane. The airplane is capable
of groundspeeds of 550 mph or
so down the chute. Yesterday was
slow. The second airplane [Consalvi’s Yak, #86] sets the pace,
so we haven’t gone full throttle with Voodoo at this event.”
And thus went the Unlimited
class this year, with Hawker Sea
Furies (powered variously by the
R-4360, the R-3350 and the original sleeve-valve Bristol Centaurus) filling the remainder of the
Gold race lineup.
The Rest: Jets, Sports,
Formula, T-6s, Bipes

While it’s the thunderous
Unlimiteds that pull the crowds
to Reno year after year, other
classes present some thrilling
spectacle too. The Jets class,
racing at Reno since 2002, is
dominated by former Eastern Bloc iron, some of it truly
ancient in technology: the
Yugoslav Soko Galeb, its single
Armstrong Siddeley Viper turbojet spitting out raw decibels;
the 1959-vintage Aero L-29

Continues on next page
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T-6 Course

Jet Course

Sport Medallion Course
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8.1025 Miles

Sport Gold Course

4.9352 Miles
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8.0782 Miles

Biplane Course

Sport Silver Course

Formula One Course

6.9680 Miles
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3.1875 Miles

Above: Chris LeFave banks old growler Midnight
Express #94 around Pylon 2 at more than 200 mph
in a T-6 race. Below left: Steve Hinton in the pace
T-33 follows the fourth Sea Fury in the Gold final,
two-seater #924, the only one of the quartet treating
spectators’ ears to the sound of the original Bristol
Centaurus sleeve-valve radial turning a five-blade
Dowty Rotol propeller. Below: With some hand
flying, Bob Mills reflects on a Sport class race in the
three-quarter-scale Thunder Mustang Clas Thunder.

Steve Hinton, who flies pace for the
Unlimiteds, is not convinced about
some of the changes introduced
since the 2011 accident.

www.ainonline.com • November 2016 • Aviation International News 65

Continued from preceding page
changes? “Structurally, it’s pretty
much a standard Glasair, with
much detail work for speed.”
Other voices at Reno suggested the fastest Sport class
aircraft are pulling as much as
100 inches of boost and producing better than 700 hp from 540
cubic inches. One engine expert
had this to say: “All you have
to do is look at how much fuel
they’re using. Some of the aircraft are burning 90 to 100 gph
[versus the usual 20 gph or so].
The rule of thumb is 10 gph for
each 100 hp, so when you factor in the losses and the mixture (slightly rich for cooling),
you get some idea of power output.” A company in Texas takes
100-octane avgas and blends it
to meet the specification for 160
octane, and the brew sells for
about $12 a gallon at the races.
Mustangs and Merlins

As the years move ever farther from WWII, Mustang and
Merlin parts grow ever scarcer

Gold race winners
Class

Pilot

Aircraft

Speed

Unlimited

Steven Hinton

P-51 Voodoo

460.3 mph

Laps
8

8:21.98

Time

Jet

Rick Vandam

L-39 American Spirit

497.9 mph

6

5:47.92

Sport

Jeff LaVelle

Glasair III #39

383.4 mph

6

7:30.56

Formula One

Lowell Slatter

Gilbert DG2 Fraed Naught

256.7 mph

8

5:57.58

T-6

Chris Rushing

AT-6B Baron’s Revenge

231.2 mph

6

7:41.09

Biplane

Jeff Rose

Mong Sport Reno Rabbit

217.9 mph

6

5:31.32

CHRISTOPHER MOLL

Delfin, Czechoslovakia’s first
homegrown jet aircraft; and
this year a couple of 1940s-vintage two-seat de Havilland
Vampires, each powered by a
de Havilland Goblin turbojet,
were also on the slate. One of
the Vampires had to put down
off-field gear-up in the desert
after encountering canopy and
power problems.
The Sport class takes homebuilt airframes and certified GA
engines into realms Lycoming
and Continental surely never
envisioned. Jeff LaVelle was coy
about just how he manages to
coax a Glasair III homebuilt and
its Lycoming TIO-540 (prepared
by LyCon of Visalia, Calif.) out
to 409 mph (achieved a couple
of years ago). “It’s a million little
things you do.” How many horsepower is the engine producing?
“Hard to say. It seems like quite
a lot.” How many inches of boost
is it pulling? “I don’t want to be
too candid, so that others don’t
think they can do it too.” Airframe

Results for all classes, heats and races can be found at reports.airrace.org
and pricier, but now there’s an
industry building a lot of Mustang parts, according to Steve
Hinton, who makes his living in
Chino, Calif., helping to operate the Planes of Fame Museum
and an enterprise called Fighter
Rebuilders, which has rebuilt 40
warbirds since 1980.

Steve describes Voodoo’s
engine: “It’s a hybrid of various
Merlins. It has the crankshaft
and crankcase out of a North
Star [Canadair’s Merlin 622-powered DC-4, a k a Argonaut]. The
supercharger is off a P-82 Mustang’s Dash 23 Merlin because
it’s just a little bit bigger, just a

Above: Embraer was a sponsor of the 2016 races, and a Phenom 300 flew pace for
the Gold jet race. Left: The U.S. Navy Blue Angels are in their 30th year with F/A-18s.
Below left: Gap sealing and elbow grease for a Glasair III before a race. Below: Young
enthusiasts get the scoop on Dreadnought. Bottom: Dennis Sanders in Dreadnought
breezes past brother Brian in Centaurus-powered family sister ship #924. Their
father, Frank, masterminded the R-4360 transplant and commanded the first flight of
Dreadnought in August 1983.
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little bit more efficient. The rods
are off an Allison, adapted to the
Merlin crank; they’re heavier and
beefier. We used to run the revs
way up on the Merlins, which put
the prop far outside its efficiency
zone. These big Allison rods let
us run the boost way up and keep
the prop rpm where it needs to be.
Voodoo can go up to 3600 rpm
but on the course he’s running at
about 3400 rpm. The prop turns
at 0.420 of that, so it’s doing a
bit less than 1500 rpm but with
aggressive pitch.
“High-speed video in slow
motion shows that one revolution of the prop pulls the airplane a little more than the
length of the fuselage. The
airplane comes here with a
freshly prepared engine; when
it leaves, it’s like it had a thousand hours on it. It’s not broken, but it’s used up and needs
to be overhauled.” 
o

Flying to Cuba
getting easier
uContinued from page 10

something that made us all nervous,” Wijayawardana said.
One of the occasions involved
a trip booked by a major news station around the time Pope Francis was set to visit Cuba. “We had
the president of the news station
on board, along with a highly recognizable reporter, and we finally
got landing rights an hour-anda-half before takeoff.” The company wasn’t willing to risk taking
off without permits. “It took
right up to the last minute.”
Other hurdles the company
faced included currency and handling. Cuba did not accept credit
cards or U.S. currency. “The
gates had just opened and they
weren’t equipped to do credit
card processing. In the beginning, Cuba wasn’t very forward
in that light,” he said. “We had
to provide the flight crew with
plenty of cash, which is not standard practice for us.” Reserving
hotels could be problematic since
that process was not modernized,
he said. “The confirmation part
of it was a little unknown.” On
the ground, operators had to
work with Cuban representatives.

“These were newer companies,
so there was a little bit of confusion,” Wijayawardana said.
These issues have improved, he
said, noting the permit process is
a lot smoother now. “The process
for handling our applications and
paperwork has increased probably 200 percent to 300 percent in
terms of efficiency.” And now
more representatives are basing
in Cuba with more international
ties. “You have worldwide handlers being stationed there that
can process you now like you are
flying to any destination,” he said.
“We don’t have to have carry
cash on the airplane anymore
because they can do contract
fueling there. That’s a big help.
The major thing that’s changed is
Cuba’s ability to handle aircraft.”
John Reese, director of safety,
security and standards for ExcelAire, also has noted improvements. ExcelAire has flown its
first handful of trips to Cuba.
“The real hurdles were with
the planning phase, getting the
approval and getting familiar
with the [U.S.] Treasury Department’s requirements,” Reese said.
“It was a lot to digest.” He noted
that up to that point, “just getting overflight permits was problematic” even if the operator
wasn’t landing in Cuba. Planning

MARK HUBER

PRIVATEER AMPHIBIAN READIES FOR FIRST FLIGHT

Construction of the Privateer has resumed after being halted in July last year and relocated to Titusville, Fla.,
where it rolled out on September 21. The prototype of this futuristic-looking, single-engine, carbon-fiber
amphibian is entering final assembly and could fly later this year. The assembly team is currently awaiting a
custom MT propeller from Germany. Power for the six- to seven-seat aircraft comes from a 714-shp Walter 601
turboprop spinning a pusher propeller. Predicted performance numbers: 215-knot cruise speed, service ceiling
25,000 feet, range 1,000 nm fully loaded, and useful load 2,000 pounds. Plans call for the airplane to be marketed
as a kit first and then as a certified aircraft. Starting price is estimated in the $1.5 million range. 
—M.H.

ahead was crucial, especially for
the permits. ExcelAire prepared
by attending as many seminars as
possible. Reese pointed to other
significant changes, including the
lengthening of time aircraft can
park at airports in Cuba and permission for the crew to remain in
the country.
Planning Ahead Still Required

Initially, he said, “We were able
to bring a client in, but we had
to move the crew and equipment out. We had to reposition only to certain gateway
airports.” With the changes,
however, “we are able to leave
equipment and crew while the

NATA DEBUTS CSR CERTIFICATION PROGRAM
For an FBO, providing good customer service is
second only to safety when it comes to building a
successful business with return customers, and to
that end the National Air Transportation Association
(NATA) recently unveiled a Certified CSR Program,
which held its first training course in September. This
program, conducted at the Airflite FBO in Long Beach,
Calif., marked the first time the organization has held
a live customer service training course. NATA has
offered an online customer service, safety and security
course, similar in format to the Safety 1st Professional
Line Service Training course, for the past five years.
“We believe there was a void in the industry for
CSR training and it’s a natural place for NATA to
expand and continue to evolve our product,” said
NATA president Martin Hiller. “NATA members have
requested to have in-house, in-person workshops.”
The sold-out event, which cost $275 for NATA
members and $400 for non-members, attracted
representatives from 23 companies, some from as
far away as the Bahamas and Jamaica. Among the
presenters were industry consultants John Enticknap
and Ron Jackson from the Aviation Business Strategies Group, as well as NATA’s Elizabeth Nicholson
and Rebecca Mulholland.
“There’s value for customers to hear from
industry experts on customer service skills and best
practices and it’s all wrapped up in the envelope of
safe operations,” Hiller told AIN. “Everyone benefits when airplanes are taken care of safely and in a
good environment.”
During the session, interactive exercises with role
playing helped engage the audience. “There was a
time when you would go to workshops, either NATA
or otherwise, and you would sit there for two days

and it would be all lecture,” said Michael France,
NATA’s managing director for safety and training.
“People tend to learn best when they are doing
things, not just listening.” He noted the organization
has radically changed the way it provides workshops
these days, with interactivity and discussion group
work integral components.
All 40 candidates for the certified customer service
representative program had to complete an online
module, said France. The live program consisted of
four more modules, each with its own practical exam,
covering topics such as interpersonal skills, operational familiarity and logistics, and customer relations.
At the completion, attendees were awarded
certificates and the designation of CCSR. “We
wanted to provide an opportunity for folks who
invested the time and effort in completing both
the online course and then this in-person workshop to show off the fact that they have received
extra training and gone above and beyond, and
are now Safety 1st certified customer service
representatives,” France explained. “Creating an
accreditation that you can use after your name on
a business card or the logo that goes with it is just
a way to market the investment that individuals
and companies are making in ensuring they are
providing the best in service.”
With the first course under its belt, NATA plans to
schedule at least two more next year. “FBOs need to
get a reasonable return on their business, and that is
driven in part by making sure their customers’ experience is positive,” said Hiller. “Training and education
are always critically important to any business, and
having the customer service focus truly does make
the end user’s experience better at an FBO.” —C.E.

client is there. That works out
much better. We don’t have
to move the aircraft, which is
quite costly.”
One concern that remains is
AOG. There have been questions
about basic services there, such as
the ability to bring in parts and
access to licensed technicians
who could work on an airplane.
“There were a lot of discussions
with maintenance folks about
what we would do if something
went wrong. Before going in we
make a point from a maintenance
perspective to do a rundown on
an aircraft and make sure everything is where it needs to be,”
Reese said. While operators do
this anyway, “We give that one
extra check because you know if
something were to go mechanically wrong in Havana it would
be extremely problematic to get
it fixed.” The company initially
would reposition out of Miami,
making it a short hop to Cuba.
Also for the first flight, it kept
a standby aircraft in case something did go wrong and the company needed to pick up the client.
“The lack of AOG maintenance in Cuba was the biggest
concern. Even if you had the
parts, you didn’t know whether
there were licensed technicians
available to install the parts. You
had to make sure before departure
that everything on the airplane
was as optimal as it could be,”
agreed Wijayawardana. “Right
now it is still our largest concern
flying in and out of there.”
However, like everything else,
both Reese and Wijayawardana
believe that too will get better
with commercial service beginning from the U.S. to Cuba. That
commercial service will improve
access to other services such as
maintenance availability, they
both said. Also, a recent edict
from the White House was anticipated to further increase maintenance availability.
While the logistics are
improving, the limitations of the
12 reasons for travel to Cuba are
still in place. Self said this has

been one of Universal’s largest
concerns in providing planning
services for operators.
“We want to support the trips;
however, we have had to stop
arrangements because the passengers were not authorized travelers
under the regulations and there
was not enough time to get a specific license for the passenger,” she
said. “We remind our customers
that Cuba is still a sanctioned
country and some activities, such
as tourism, are prohibited.”
Travelers also must understand that “if they fly into Cuba
on a commercial flight and leave
on a business aviation flight, this
is not well regarded by the CAA
of Cuba. If passengers go in on
commercial, they need to leave
on commercial and vice versa,”
Self added.
The process for crews to obtain
visas has become “fairly easy,” she
said, but warned “there have been
more demands for business visas
in Cuba and this has presented
a challenge for the passengers”
and said this required planning. Also, as for landing permits, clients must use recognized
business sponsors. “The Cuban
CAA checks to ensure the business sponsor is legitimate,” she
said. The executives believe that
commercial service will eventually lead to relaxation of the limitations on reasons for travel.
They also predict an uptick in
travel to Cuba. “Given the length
of time Americans weren’t able
to fly to Cuba and given the draw
to the island and the culture, it’s
something that will be popular,” Wijayawardana said. “It’s a
unique travel experience.”
“We’re pretty excited now
that the commercial side has
started operating there,” Reese
added. “We’re seeing quotation
activity picking up.”
“In our opinion, it will increase
the demand,” Self agreed. “However, until the travel restrictions are
eliminated, the commercial carriers will face the same scrutiny for
ensuring that their customers are
authorized travelers as we do.”o
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Data Comm rolling out,
completion set for 2019
by Bill Carey

BILL CAREY

The FAA says its effort to implement
text communications between pilots
and controllers in U.S. domestic airspace is two years ahead of schedule.
Under the agency’s Data Comm program, 45 of 56 ATC towers that will be
equipped to provide pilots with departure clearances by text instead of voice
are operational, and the focus of the
program is shifting to the 20 centers that
manage en route airspace in the U.S.
“We’re really rolling on the program,” said Jesse Wijntjes, the FAA’s

how much talking we have to do at the
clearance delivery position,” said Sharlotte Yealdhall, a controller at Dulles.
Saving Time and Money

In addition to reducing both pilot and
controller workload, the system prevents
misunderstandings and congestion of
voice channels and saves time—time
that might, for example, allow equipped
aircraft to take off before an approaching thunderstorm closes the departure
window, the FAA says.

A data message displayed
on the flight deck of a
Boeing 767-300 freighter.

Data Comm program manager. Noting that pilots and controllers have been
communicating by datalink messages
in oceanic airspace since the 1990s, he
described the application of data communications in domestic airspace as “a
big deal for the evolution of this system.
This is going to be a quantum leap in
terms of how we move aircraft around.”
Wijntjes was among FAA executives who briefed reporters on the
program on September 27 at Washington Dulles International Airport.
They were joined by representatives of
United Airlines, UPS, the National Air
Traffic Controllers Association, the
Professional Aviation Safety Specialists and the Metropolitan Washington
Airports Authority. Reporters then
visited the flight decks of a United
777 and UPS 767-300 freighter, both
Data Comm-equipped.
Rather than reading out a departure
clearance and any necessary rerouting
instructions to pilots by radio, awaiting
a read-back from pilots and correcting
the instructions if required, controllers
using data communications can send a
text clearance directly to the flight deck,
which pilots confirm with the push of a
button and then enter directly into the
aircraft’s flight management computer.
“Data comm has made a huge impact
and change for us because it has reduced

“Text-based departure clearances
save critical time, and in the express
business every moment counts,” said
Christian Kast, UPS advanced flight
systems manager. Text communications
also help improve fuel consumption,
with UPS saving up to 15 gallons of
fuel for each minute eliminated from
the departure clearance process, he
said. “From a safety perspective, textbased departure clearance achieves
precision and economy of communication between the air traffic controller and the flight crew,” Kast added.
“Data comm eliminates the human

error factor over voice transmission
and reduces the possibility of a runway or a taxiway incursion.”
Cargo carrier FedEx Express and
controllers at Memphis International
Airport initiated data communications
as a trial effort under the FAA program
in January 2013. UPS and controllers at
Newark Liberty International Airport
joined the trial there four months later. In
the fall of 2013, United was among the
first passenger-carrying airlines to commit to participating. The carriers agreed
to equip their aircraft over six years with
Future Air Navigation System (Fans)
datalink communications, using VHF
digital link mode 2 (VDL2) radios.
Widebodies that fly oceanic routes
are already equipped with the necessary
avionics; narrowbodies must be retrofitted for data communications. In addition to the 777, the passenger carrier has
retrofitted some 737s with VDL2 radios
and Fans software, which will come preinstalled on new 737s, said Chuck Stewart, United Airlines chief technical pilot.
“The deployment has gone smoothly,”
he said. “We’ve got another 10 or so
towers to go before the end of the year.
There’s one tower left that is important
to us, and that’s Chicago O’Hare.”
UPS will begin retrofitting seventyfive 757s next spring with VDL2 radios
and a Fans software package, Kast said.
Fifty-nine UPS 767s, 38 MD-11s and
thirteen 747s are already data commcapable. A flight-deck modernization
of 52 A300-600s through 2021 will add
text-messaging capability.
The second phase of the program
will see the FAA’s 20 air route traffic
control centers, which manage the airspace above 10,000 feet, outfitted for
data communications by 2019. The text
messages that en route controllers send
to pilots will convey airborne rerouting instructions, “hello-goodbye” radio
frequency hand-offs from sector to sector, hold instructions stemming from
weather, and turbulence notifications,
Wijntjes said. Provisions have already
been made to integrate data communications with the Eram (en route automation modernization) automation
system the FAA completed installing at
the high-altitude centers last year, said
Jim Eck, the agency’s assistant administrator for NextGen.
o

EASA, FAA APPROVE FALCONEYE COMBINED VISION
Dassault Aviation obtained European Aviation Safety Agency and U.S. FAA
approvals for use of its combined vision system, known as FalconEye, aboard
the Falcon 2000S/LXS. The French manufacturer anticipates similar approvals for the
Falcon 8X shortly. Unveiled last year and offered as an option on both the 2000S/
LXS and 8X, FalconEye is designed to raise situational awareness in a range of
weather and operating conditions during day and night. The head-up display
(HUD) system combines synthetic, database-driven terrain mapping and thermal
and low-light camera images into a single view. The system has a fourth-generation
multi-sensor camera that provides high-definition images close to the clarity of a
military Flir. The camera displays a 30- by 40-degree field of view in synthetic vision
mode to extend the viewing field and avoid tunnel vision. Certification follows a
two-year development effort involving both flight and simulator testing. Dassault
plans to certify the system for dual-HUD configuration on the 8X. Dual approval
is expected in 2018.
—M.T.
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GOGO PUSHES FOR 100-Mbps
IN-FLIGHT CONNECTIVITY BY 2018
Gogo intends to deliver in-flight connectivity rates of
100 Mbps by 2018, using a next-generation ground
network it is now developing. The U.S.-based broadband connectivity and wireless entertainment
specialist announced on September 28 that the new
technology will deliver “ground-like performance,”
allowing users to stream videos on business aircraft,
regional jets and some narrowbody airliners.
According to Gogo, the new network will use an
unlicensed frequency spectrum, a proprietary modem
and a new beam-forming antenna to produce peak
network speeds of more than 100 Mbps. It will use
LTE 4G technology and Gogo’s existing first-generation North American network of 250 towers.
“Leveraging our first-generation network is key
to making this next-generation technology network
highly reliable and economical to deploy,” said
Gogo chief technology officer Anand Chari. “Our
next-generation network will also be backwardcompatible with our first-generation network, which
means that an aircraft will be able to switch between
both networks, similar to how a cellphone on the
ground connects to the fastest available network.”
According to Sergio Aguirre, Gogo’s general
manager of business aviation, the company is the only
one providing connectivity for aircraft that can offer
both a satellite- and ground-based network. “We will
also be the only company offering dual bands so that
customers have the same experience [on flights] as
they would using phones [and other devices] on the
ground, with automatic, failsafe connections to the
fastest available service,” he told AIN.
Gogo has yet to confirm pricing for the required
modem and antenna, but expects to do so by early
next year. The equipment will be available for retrofit
through aftermarket partners Duncan Aviation, Clay
Lacy Aviation, Constant Aviation, Jet Aviation and
West Star Aviation.
4G Network Coming Next Year
Meanwhile, Gogo is preparing to launch its new Biz
4G air-to-ground connectivity service early next year.
This will deliver data speeds of up to 9.8 Mbps, three
times faster than the current Gogo Biz 3G service of
up to 3.1 Mbps. In April, the company completed
initial flight-testing on its Challenger 600.
“Customers who purchase and install Gogo Biz 4G
will be ahead of the curve and ready to integrate the
next-generation technology,” explained Aguirre. “This
would complete all the foundational work and is the
baseline for the 100 Mbps. So it will not be obsolete.”
During flight-testing, engineers ran multiple video
and audio streaming sessions simultaneously on a
variety of mobile devices such as laptops, tablets
and mobile phones. Altitude varied from 30,000 to
34,000 feet and range from the ground sites was
tested at up to 150 miles, with flight in a rural area
and a major metropolitan area (Chicago).
Operators that upgrade to Gogo Biz 4G will
have to buy new hardware, but Gogo is offering
incentives for upgrades. Customers can install
current Gogo equipment now and upgrade that
equipment to 4G when the new service becomes
available early next year. Gogo plans to continue
offering 3G service as well.
Gogo Biz 4G can stream movies and audio from
Hulu, Netflix, YouTube, Pandora and Spotify, among
others, as well as email with attachments, web
browsing, voice calls and VPN access. Gogo’s Text
& Talk service will also work on the 4G system. The
Gogo air-to-ground service area covers the continental U.S. and parts of Alaska and Canada.  —C.A.

Air Transport

Prosecutors: MH17 shot down
from pro-Russian territory
by Gregory Polek
Dutch prosecutors have determined
that the missile that shot down the
777 operating Malaysia Airlines
Flight MH17 on July 17, 2014, came
from territory at the time held by proRussian fighters, namely a field near
Pervomaiskyi in eastern Ukraine.
During a September 28 presentation to victims’ relatives, the Netherlands’ Joint Investigation Team
(JIT) also claimed to possess “irrefutable evidence” that a Russian-made
9M38-series BUK missile shot down
the jetliner. Members of the JIT—
Australia, Belgium, Malaysia, the
Netherlands and Ukraine—which
continue their work on the criminal
investigation into the crash of Flight
MH17, have not directly blamed Russia for the atrocity, however.
The investigators have ruled out
a terrorist attack from inside the
aircraft or an air-to-air missile from
another aircraft. According to a
report issued September 28, all forensic examinations, witness statements,
telecom information, satellite images,
radar data, findings by experts and
other supporting evidence point
to an attack by a ground-based air
defense system.

“The JIT has obtained sufficient
radar data, both from Russia and
Ukraine, which—when viewed in
conjunction—provide a full picture
of the airspace over eastern Ukraine,”
said the report. “This shows that at
the time of the crash, no other airplanes were in the vicinity that could
have shot down Flight MH17.” Furthermore, Russian officials said in
late September that they have found
“new” primary radar images that suggest that no second airplane could
have shot down MH17.
The JIT said it identified a large
part of the route taken by the BUK
transporter erector launcher and radar
(Telar) through intercepted telephone
conversations, witness statements,
photographs and videos posted on
social media, and a previously unseen
video obtained from a witness. The
system was transported from Russian
territory into eastern Ukraine and
later transported on a white Volvo
truck with a low-boy trailer. Several
other vehicles and armed men in uniform escorted the truck.
Investigators said evidence that
supports the launch site came from
multiple witnesses who saw and

photographed the condensation trail
of the BUK missile and its movement
through the air. Other witnesses were
able to link the trail to the BUK-Telar,
which they had seen earlier on the day
of the attack. After the BUK missile
fired, the Telar initially drove off under
its own power, continued the report.
A short time later it was reloaded
onto the Volvo truck and transported
back to the Russian border. During
the night, the convoy crossed the border into the territory of the Russian
Federation, investigators concluded.
Determining the identity of the
perpetrators “will be a matter for
the long haul,” said the JIT. So far, the
team has identified some 100 people
with links to the downing of MH17
or the transport of the BUK-Telar.
The JIT has conducted its investigation of those people through various sources, such as intercepted
telephone conversations and witness statements.
Finally, the JIT continues an investigation into the chain of command.
Elements include questions over who
gave the order to bring the BUK-Telar
into Ukraine and who gave the order
to shoot down Flight MH17. 
o

Airbus exec to replace
ATR’s de Castelbajac
Airbus Group International head
Christian Scherer will replace Patrick
de Castelbajac as CEO of FrancoItalian turboprop maker ATR this
month, an ATR spokesman confirmed to AIN on October 12. De
Castelbajac’s departure comes halfway through his expected term at the
helm of ATR, whose CEO position
alternates every four years between
joint shareholders Airbus Group and
Italy’s Leonardo-Finmeccanica. De
Castelbajac will move to Airbus to
become the group’s secretary and
chief of staff.
The move comes amid a corporate restructuring at Airbus that
will see the group structure integrate with Airbus Commercial Aircraft effective this coming January.
Under the plan, Tom Enders will
continue to serve as CEO while current Airbus Commercial Airplanes
chief executive Fabrice Bregier will
become COO of the group. Bregier
will at the same time assume the title
of president of Airbus Commercial
Airplanes. The move marks another
step in an effort by the European
manufacturer to reduce costs that

have compromised the profitability
of several Airbus programs, among
them the A350 widebody.
The turboprop maker did not
offer a reason for de Castelbajac’s
departure, but statements by the
ATR chief executive expressing his
skepticism about the wisdom of
Leonardo-Finmeccanica’s reported
interest in introducing a new 100seat turboprop without the help of
Airbus appeared at odds with sentiments expressed by senior executives
of the Italian company.
In fact, during an interview in
the spring with AIN, de Castelbajac dismissed suggestions that Leonardo-Finmeccanica could pursue the
project on its own given ATR’s long
association with such an influential
industry player as Airbus.
“There are two legs we are standing on and I think we need both,” he
said. “I don’t think it would be reasonable for any shareholder to go on
its own. Because our position in the
market is quite a strong one, to say
basically ‘I disregard all this capital
I’ve built over the years’…I’m not
sure it’s the right thing to do.

N E W S UPDATE
z First A330neo Under Final Assembly
Airbus has started final assembly of the first
A330neo, an A330-900, with the joining of the wings
to the center fuselage at station 40 in its plant in
Toulouse, France. Plans call for the Rolls-Royce
Trent 7000-powered -900 to gain certification in next
year’s fourth quarter, followed by approval for the
A330-800 at the end of 2018.
Apart from a switch from Trent 700 to Trent
7000 turbofans, the 252-seat A330-800neo and the
310-seat A330-900neo feature a 12-foot wingspan
extension to 210 feet, sharklet wingtips styled after
the wingtips on the A350 XWB and 95 percent
spares commonality with the current A330. The
manufacturer claims the updated A330neos will burn
14 percent less fuel per seat than current A330s.
The 68,000- to 72,000-pound-thrust Trent 7000
provides “significant” performance benefits over
the Trent 700, improving specific fuel consumption
by 10 percent, doubling the bypass ratio and
reducing noise by half.
Since launching the program at the 2014
Farnborough International Airshow, Airbus has
collected orders for 186 A330neos. In April Garuda
Indonesia confirmed a firm order for 14 A330-900s,
replacing an existing contract for seven A330-300s.
It expects first delivery in 2019.

z Southwest Gets Feel For 737 Max
The fourth Boeing 737 Max 8 performed six days
of service ready operational validation (SROV) in
late September with launch customer Southwest
Airlines that saw the fully equipped narrowbody
fly routes out of Dallas Love Field to Long Beach,
Albuquerque, Denver, Chicago and Phoenix.
Pioneered on the 787 program in Japan with
the launch customer for that airplane, All Nippon
Airways, Boeing’s SROV gave hands-on experience
to Southwest maintenance and ground crew at each
airport. There, they carried out all the tasks typically
associated with revenue service operations.
Although Southwest serves as the launch
customer for the 737 Max program by virtue of
placing the first order, Boeing still hasn’t announced
the first operator. It expects to deliver the first
airplane during the first half of next year.

z Etihad, TUI Talk Over New Airline

ATR chief executive Patrick de Castelbajac
moves to Airbus on November 1.

“Second…Airbus has amazing
know-how in terms of developing
new aircraft, so to say we will do a
regional aircraft without Airbus, it is
not something I would recommend,”
concluded de Castelbajac. “My
belief is one day ATR will do it, but
there is no point in rushing.” —G.P.

Abu Dhabi’s Etihad Aviation Group and German
travel company TUI have entered talks to create
a European leisure airline group through the
combination of Air Berlin’s “touristic” operations
and TUIfly, the prospective partners announced
last month. The new airline would concentrate on
point-to-point flying between “key” European tourist
markets. Etihad owns 29.21 percent of Air Berlin,
now the second largest airline in Germany.
The proposal involves the use of aircraft
currently operated by TUIfly for Air Berlin under
a wet-lease agreement and the establishment of
a broad network of destinations from Germany,
Austria and Switzerland.
The partnership would mark another move by Air
Berlin to consolidate its operations in an effort to
stem growing losses it attributes largely to industrywide overcapacity and jitters over terrorism threats.
The talks follow September’s agreement by Air Berlin
to wet lease 40 Airbus A320-series narrowbodies to
the Lufthansa Group for its Eurowings and Austrian
Airlines subsidiaries. —Gregory Polek
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Air Transport
RwandAir’s first A330-200 touched down at
Kigali International Airport on September 28.

RwandAir ready to move
into Europe and Asia
by Kaleyesus Bekele
Six-year-old RwandAir has
grown to become a major force
among African airlines as the
economy of its home country
booms two decades after one
of history’s bloodiest genocides
killed more than a million people. Now, following the recent
acceptance of its first widebody
in the form of an Airbus A330200 delivered direct from Airbus,
RwandAir stands ready to open
new intercontinental services to
Europe and Asia.

The 244-seat widebody, powered by Rolls-Royce Trent 700s,
contains 20 business, 21 premium economy—a new product in Africa—and 203 economy
seats. RwandAir has become
the first airline in East Africa
to acquire the A330-200. Airbus had received orders for 41
A330s from Africa and delivered
33 as of August.
RwandAir currently operates two Q400s, two CRJ900s,
two 737-700s and a pair of

737-800s. The airline expects to
take delivery of its second widebody, an A330-300, this month.
It also plans to take two more
737-800s in November and one
in May next year.
The new A330-200 touched
down at Kigali International
Airport on September 28 after
flying for eight hours from Toulouse with a stopover in Entebbe,
where the airline enjoys significant passenger traffic. The new
aircraft was scheduled to enter
service last month on the KigaliDubai route, on which the airline already flies 737s.
Briefing reporters in Toulouse, RwandAir CEO John
Mirenge said that the acquisition of the new widebody will
allow the airline to compete

Mitsubishi warns ANA
of possible MRJ delay

globally. Mirenge said that after
acquiring the A330-300, RwandAir would open new long-haul
routes to Mumbai, Guangzhou,
London and Paris. The airline
is now holding talks with the
respective civil aviation and airport authorities.
Mirenge told AIN that RwandAir management has also begun
studying the A350-900. “We have
a plan to launch service to New
York with the A350,” he said.
The airline, which has grown
20 percent every year since its
launch, recently passed the IATA
operational safety audit for the
second time.
As a startup airline, however, RwandAir has yet to turn
a profit. Mirenge said the government of Rwanda is investing
heavily in the airline with a longterm vision. “We are building for
the future,” he told AIN.
RwandAir secured the financing for the two A330s, which
cost more than $400 million,
from the Eastern and Southern
Africa Development Bank (PTA
Bank). “PTA Bank is our strong
partner,” said Mirenge. “This is
not the first time we did business
with them. In 2011 they financed
our 737 purchase.” Named
Ubumwe in the local language,

Three MRJ prototypes now participate
in flight testing in Japan and the U.S.

by Gregory Polek
Mitsubishi confirmed on October 3 that it has communicated
with MRJ launch customer All
Nippon Airways about another
possible delay in first deliveries
attributable to “technical reasons.” If the manufacturer fails
to deliver the first airplane by
mid-2018, it would mark the
fifth major delay for the troubled program.
In a statement to AIN last
month, Mitsubishi Aircraft insisted
that it has not definitively told
ANA there will be a delay, however.
“Regarding the article [in
the Japanese press] on the delivery schedule to ANA, this is
not based on our company
announcement,” said a Mitsubishi spokeswoman. “It’s not just
on technical matters that we are
constantly in consultation with
them, and it is true that we have
spoken to them of a risk of delay
for technical reasons.
“We are moving forward day
by day with verification. If any
decisions are made on important items to be made public in
the future, we will announce them
promptly,” she concluded.

The first flight-test MRJ landed
at Grant County International
Airport in Moses Lake, Wash., in
late September for the start of the
next phase of certification testing
following a three-and-a-half-day
trip from Japan. The trip marked
MRJ FTA-1’s third attempt to fly
to the U.S. to begin a regimen of
trials out of Moses Lake, where
Mitsubishi has established a new
engineering facility from which to
base flight-testing of the first four
prototypes. The company aborted
attempted ferry flights of FTV-1
to the U.S. on August 27 and 28,
when it detected anomalies in the
signals generated by sensors monitoring the airplane’s air management systems. It has since replaced
the faulty sensors and completed
inspections to ensure the problem
does not recur.
Mitsubishi conducted the first
flight of the third MRJ at Nagoya
Airport in Japan on September 25.
The company already stands
liable for four major delays of
the MRJ90, the most recent of
which moved planned certification
to the second quarter of 2018 from
the second quarter of next year.

Confirming the latest deliveryschedule revision last December,
Mitsubishi acknowledged that
a new program review reflected
additions to and revisions of original test items, as well as its joint
engineering work with U.S. partners aimed at ensuring a “better
integrated” aircraft. The review
resulted in a new MRJ development structure intended to ensure

“prompt execution” of all activities, with roles and responsibilities
assigned among three engineering
bases in the two countries.
Tokyo-based Mitsubishi Aircraft looks after type certification
documentation and coordination
with airworthiness authorities,
flight-tests, manufacturing preparation and customer support. In
the U.S., the Seattle Engineering

or “unity” in English, the A330
received a warm welcome in
Kigali, site of the 1994 genocide in which a million people
perished. Healing from the worst
human catastrophe in modern
times, Rwanda has become one
of the fastest growing economies in Africa, averaging 8 percent annual GDP growth.
After visiting the aircraft,
Minister of Infrastructure James
Musoni revealed the government’s plan to build a $600 million international airport 30
miles outside Kigali. The airport will initially have one runway and one passenger terminal
and provide capacity for four
million passengers per year. The
existing airport accommodates
one million. In the northern part
of the country the government
of Rwanda recently built the
first drone airport in Africa,
which allows it to transport
medicine and other supplies to
remote areas.
Established in 2009 by the
government of Rwanda, the
national airline today serves
16 domestic and international
destinations in Africa and the
Middle East. It continues negotiations over a partnership with
Ethiopian Airlines.
o
Center has taken over design
development and responsibility
for technological “solutions.”
This fourth MRJ delay, which
followed discussions with U.S.
partner AeroTec, had allowed for
at least a two-month test schedule buffer. U.S. flight-tests and
support, including data analysis
and report writing, takes place
at AeroTec’s Moses Lake Test
Center at Grant County International Airport in Washington state. AeroTec provides data
analysis, FAA certification and
flight-testing services to manufacturers like Honeywell and
Lockheed Martin and aircraft
modification companies such as
Aviation Partners Boeing and
Raisbeck Engineering.
o

BOMBARDIER CS300 WINS EASA NOD
The European Aviation Safety Agency (EASA) has
awarded type validation to the Bombardier CS300,
the Canadian manufacturer announced on October
7. The approval comes less than three months after
Transport Canada certified Bombardier’s largest airplane and nine months after the Canadian authority
granted certification for the smaller CS100. The CS100
entered service with Swiss International Airlines in midJuly. CS300 launch operator Air Baltic of Latvia plans
to take its first C Series jet in the fourth quarter.
“EASA’s approval of our CS300, as per schedule, recognizes the significant contribution of our
highly skilled engineers and technical experts,”
said 
François Caza, Bombardier vice president for
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product development and chief engineer and head
of the company’s design approval organization. “We
fully expect that the CS300’s upcoming delivery and
entry-into-service with Air Baltic will be as successful
as for the CS100 with Swiss.”
In late September Bombardier and Air Baltic
began route-proving flights with the second flighttest CS300, taking the airplane from the airline’s Riga
hub to Vilnius, Lithuania and Tallinn, Estonia, as well as
Abu Dhabi in the United Arab Emirates to simulate
revenue operations.
Air Baltic has 20 CS300s or order and plans a
gradual move to an all-Bombardier fleet, building on
its 12 Q400s. 
—G.P.

Shaping tomorrow’s regional aviation

atr-aircraft.com

ATR is the worldwide reference for regional aircraft, ﬂying in almost 100
countries with 200 operators. The unique versatility and ﬂexibility together
with the ability to serve challenging airports, make ATRs the right tools for
creating new routes and consolidating existing markets.

Rotorcraft
NEWS UPDATE
z Russian Helicopters CEO To Stay On
Alexander Mikheev will retain the position of CEO
of Russian Helicopters through 2021, with the
recent extension of his contract. In making the
announcement, Sergey Chemezov, CEO of parent
state corporation Rostec, credited Mikheev with
guiding Russian Helicopters to 30-percent revenue
growth, to $3.54 billion, and to a 104-percent
increase in profits last year, to $680 million, as well
as expanding sales into Africa, Asia, Latin America
and the Middle East.

z H135 Assembly in Russia Stalls
Airbus Helicopters’ deal for license production of
up to 160 H135 light twins for assembly over the
next decade by Russia’s Ural Works of Civil Aviation
(UWCA) is apparently getting off to a slow start.
Russian news agency Tass is quoting a UWCA
executive as saying that progress on the local
program has been suspended pending receipt of
an order from a launch customer. UWCA had been
scheduled to start assembling H135s next year.

z Bell Tackles Noise in 505 Jet Ranger
Bell has selected ITT Enidine’s multi-modulus
journal and spherical bearings as part of its Live
proprietary unit to reduce cabin noise and vibration
on the 505 Jet Ranger X light single. Bell recently
announced that it concluded flight-testing the
aircraft and is finishing up certification. Customer
deliveries are expected to begin next year.

z S-92 Deployed for Alaska EMS Ops
Lockheed Martin subsidiary Sikorsky has delivered
an S-92 heavy twin configured for helicopter EMS
and search-and-rescue to North Slope Borough,
Alaska, which covers 95,000 square miles (6,100 of
them water). It will be the first S-92 to fly the SAR
mission in Alaska. Located above the Arctic Circle
in a particularly harsh climate, North Slope Borough
is America’s northernmost municipal government,
encompassing eight communities and the Prudhoe
Bay oil fields.

z Sikorsky To Remain in Connecticut
Sikorsky will keep its headquarters and military
helicopter manufacturing in Connecticut. As part of
the deal, the new CH-53K program will remain there
and workers there represented by the Teamsters
agreed to new terms, among them a 25-percent
pay cut for employees hired after July 1 next year,
restructuring of the pension plan, new overtime
terms, and a set number of mandatory weekend
days. The labor deal is intertwined with $220 million
worth of incentives from the State of Connecticut
that run through 2032.

z Bristow Names Collins Senior v-p
Bristow Group has appointed William Collins as
the new senior vice president of global operations.
Bristow chief commercial officer Chet Akiri had
been filling that role since April. Collins joined
Bristow from American Airlines, where he most
recently served as vice president of aircraft, engine
and components operations, responsible for the
airline’s aircraft overhaul division in the Americas,
Asia and Europe, and he was recognized for
realizing $450 million in cost savings and improved
operational efficiencies. Before that he held
positions of increasing seniority at GE Aviation’s
Aviation Systems division. —Mark Huber

Statoil identified the structure of North Sea contracts and penalties for failure to deliver services
as possible system vulnerabilities. The report was prompted by a fatal EC225 crash in April.

Norwegian report outlines
North Sea concerns
by Mark Huber
On September 29 the Norwegian oil
company Statoil issued the report on
its investigation into the April 29 fatal
crash of a CHC Airbus Helicopters
EC225LP. The helicopter was transporting 11 of its personnel from the
Gulfaks B offshore platform in the
Norwegian continental shelf (NCS)
to Flesland. It crashed en route after
the main rotor assembly separated
from the aircraft in flight, near the
small island of Turoy, west of Bergen, killing the passengers and the
two pilots aboard and prompting a
worldwide grounding of the fleet in
June. The ban was lifted by the EASA
last month, but it remains in force in
the UK and Norway. Investigators for
the Norwegian Accident Investigation
Board (AIBN) have yet to formally
determine the cause of the crash, but
the EASA has cleared the helicopter
for return to service following replacement of a main gearbox planet gear
and a heightened inspection regime
(see article on facing page).
The purpose of the Statoil report
is not to determine the cause of the
crash, but to evaluate its own related
helicopter commercial and safety
policies and to make recommendations for improvement. The findings
provide a window into the economic
pressures North Sea helicopter operators have been facing in the current
depressed global energy environment.
Activity in the North Sea has
diminished greatly in recent years.
Statoil notes that passenger volume,
flight hours and the service fleet
have all declined significantly since
2013 in the NCS, with the passenger
count dropping to a projected 151,000
this year from 211,000; flying hours
shrinking to 19,000 from 25,500; and
the aggregate fleet in the region standing at 13-14 from 18-19. Statoil notes
that the Sikorsky S-92 was already the
dominant helicopter in the region for
passenger transport, with only two
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Airbus H225s in that role, but five
H225s flying in the SAR mission. Two
main operators service the region,
Bristow and CHC. Statoil currently
procures helicopter services from
Bristow Norway and Integra Leasing (with CHC Helikopter Service
a subcontractor) via five- to 10-year
extendable contracts with individual
contracts for flights from Stavanger,
Bergen, Florø, Kristiansund, Brønnøysund and Hammerfest. Statoil’s
Norway-based operations and activities represent about half of the helicopter transport on the NCS.
‘Stretching It Too Far’

Statoil’s report notes several safety
“vulnerabilities,” beginning with its
own oversight of helicopter operations. The company notes that its helicopter safety oversight is currently
conducted by four experienced people nearing retirement age, making
the team “capable but vulnerable.”
It further notes that the terms of its
commercial contracts with operators
might create safety vulnerabilities.
“The investigation team has
assessed whether there are sides to the
helicopter contracts that can harm
safety. Related factors that have been
highlighted are how the helicopter
contracts are entered into and administered, together with the contracts’
conditions regarding how much time
can pass between flights, and the consequences of delays.” An additional
factor concerns the helicopter operator’s “economic and financial condition.” The latter appears to be a direct
reference to CHC, the operator of the
accident helicopter, which filed for
bankruptcy six days after the crash.
The report goes on to state, “The
contracts specify that the helicopter
operators do not receive payment in
full if the transport services are delivered too late or are not delivered at
all. The definition of ‘too late’ and

‘not delivered’ varies from contract
to contract: for example, a service
may be classified as ‘too late’ if it
is delayed by more than two hours,
whilst a service may be classified as
‘not delivered’ if the delay exceeds
eight hours. The price for a service
cannot be reduced if the delay or
‘non-delivery’ occurs as a result of
weather or factors on Statoil’s side.
“Several of the individuals that
the investigation team has spoken with have questioned whether
the ‘penalty’ regime may negatively
affect helicopter safety. Some have
maintained that the system can contribute to stress amongst pilots and
mechanics, and therefore increase the
risk of making mistakes or ‘stretching it too far.’ Further, it has been
pointed out that work operations can
be disturbed if resources are redirected in order to avoid a penalty. It
has also been indicated that requirements for shorter turnaround time
and fewer reserve helicopters will
lead to an increase in the total number of potential delays, and therefore
also an increase in the total number
of situations where the aspects of
the penalty regime mentioned above
may occur.” The report recommends
devising alternate means to encouraging punctual service that do not
jeopardize safety.
The report notes that new contracts in the region were to cut the
turnaround time between flights from
60 minutes to 45 and in some cases 30
minutes and questions whether that
provides adequate time to conduct
the necessary safety checks, including checking the onboard Hums for
vibration measurements. In light of
the Turoy accident, implementation
of these truncated turnaround times
has been postponed. Upon analysis, the report dismisses any potential negative safety consequence of
shorter turnaround times, but does
acknowledge, “It cannot be ignored
that shorter turnaround time, in combination with other factors, may
possibly still contribute to negative
effects. Shorter turnaround time can,
for example, result in more frequent
potential delay situations that, again,
may result in the possible negative
effects of the penalty system occurring more often.”
The report goes on to note how
myriad safety sins caused by an
operator’s weak financial condition might manifest themselves.
Initially underpricing the contract
constitutes “a risk when carrying
out the contract, for example if the
price indicates poor quality of services or constitutes a risk to the
helicopter operators’ financial position.” Statoil seems to at least tacitly acknowledge its role in CHC’s
demise, when it states, “During the
contract period Statoil can make
commercial dispositions that affect
Continues on facing page u

Pumas receive EASA
OK for service return
The EASA has cleared the Airbus Helicopters EC225LP and
AS332L2 to return to service.
However, aviation authorities in
both the United Kingdom and
Norway have decided to keep the
grounding in place.
Most of the worldwide fleet of
these helicopters was grounded
June 2 following the fatal crash
of a CHC EC225LP on April
29 in Norway, during which the
entire main rotor hub detached
from the helicopter in flight, killing all 13 aboard. While the exact
cause of that accident remains
undetermined, investigators did
discover abnormal wear on a
main-gearbox planet gear.
According to the EASA,
“Airbus Helicopters (AH) has
investigated possible accident
contributory factors and determined that the likely cause
relates to the rupture of the second-stage planet gear, which
was found with fatigue and surface degradation. Although the
root cause of this failure is still
not fully understood, it involved
cracking of the planet gear

bearing outer race, some spalling and propagation of a crack
into the rim of the gear, finally
resulting in its rupture.”
Conditions Apply

Return of grounded helicopters
to service hinges on the following conditions outlined October
7 by the EASA: replacement of
the accident-type main planet
gear with one that has demonstrated better reliability and service life, and reducing the service
life of the replacement gear by
half; new inspections of chip
detectors every day and every 10
flight hours; new inspections of
main-gearbox oil filters every 10
flight hours; and withdrawal from
service of all main gearboxes
that have experienced “unusual
events,” even if they exhibit no
visual damage.
Airbus Helicopters has issued
AS332 Emergency Alert Service Bulletin (ASB) 63.00.83
and EC225 ASB 63A030 (single document at Revision 1), and
AS332 Emergency ASB 05.01.07
and EC225 ASB 05A049 (single

North Sea concerns
uContinued from facing page

the helicopter operators’ financial position,
including cancelling the contract or renegotiating the rates. A reduced need for helicopters,
combined with a need to reduce costs, has led to
an increase in the scope of such dispositions in
recent years.” Statoil seems to understand how
these economic pressures can conspire to create
a less than optimum operational safety environment, acknowledging “the relationship between
reduced reserve capacity, increased use and flight
time for each individual helicopter, a greater
degree of ‘cannibalising’ parts (also known as
‘robbery’ of parts from helicopters needing more
extensive maintenance, to supply other helicopters with more pressing needs), a challenging
parts situation, a system with compensation
in the event of delays and reduced turnaround
time. The question, as many have formulated it,
is ‘When are you stretching it too far?’
“The NCAA (Norwegian Civil Aviation
Authority) has expressed concern that a weak
economic position and reduction of helicopter operator personnel can lead to the withering
of a safety culture. The (Statoil) investigation
team believes that some of these points can be
addressed by introducing more stringent minimum requirements in the contracts, to prevent
positions related to long-term safety-related work
from being cut down.”
Statoil concludes that it must regularly “conduct a holistic assessment in association with
helicopter operators in order to improve understanding of the relationship between technical
and commercial factors that, either individually
or combined, can affect safety.” 
o

document at Revision 2), to introduce the necessary instructions to
allow return to service.
Stress Reduction

“There are two configurations
of planet gear within the current type design. In-depth review
of the design and service data
showed that one configuration
has higher operating stress levels that result in more frequent
events of spalling, associated with
rolling contact fatigue, while the

other exhibits better reliability
behavior,” the EASA noted.
“By limiting the type design
to the gear configuration with
lower stress levels and better reliability and specifying a reduced
life limit, combined with more
effective oil debris monitoring procedures and other operational controls, an acceptable
level of safety can be restored…
This AD is considered to be an
interim action and further AD
action may follow.”

Airbus Helicopters said the
company “takes note of the EASA’s
decision to lift the temporary suspension it had put in place on June
2, 2016, for the H225 and AS332L2
fleet. We are providing assistance to
our customers and working with
related stakeholders to help them
return their aircraft to service at
the appropriate time. Meanwhile,
we maintain our full support to
the Accident Investigation Bureau
of Norway (AIBN) in the frame of
the ongoing investigation.”–M.H.

After grounding the EC225LP
and AS332L2 in June this year
following an accident in Norway,
the EASA cleared the type to
return to service on October 7.

CHC RECAPITALIZES WITH $450 MILLION
Oil and gas helicopter services company
CHC announced a financial restructuring plan on October 11 that will
recapitalize the enterprise with $300
million in new capital and leasing lines
of $150 million, with GE Capital’s Milestone Aviation Group and its affiliates
taking the lead on the latter. CHC filed
Chapter 11 bankruptcy in the Northern
District of Texas on May 5 and subsequently announced plans to shed most
of its leased helicopter fleet, reducing its overall fleet size to 75 from 230.
At the time of its bankruptcy filing,
the company listed debts of $2.19 billion against assets of $2.17 billion as
of January 31. The refinancing is part
of a “plan support agreement” (PSA)
designed to speed CHC’s emergence
from bankruptcy proceedings. It is subject to court approval.
“Executing this agreement enables us
to establish a stronger capital structure
for CHC and is another critical milestone
toward completing our court-supervised
reorganization process,” said Karl Fessenden, CHC CEO. “We look forward
to obtaining approval of our restructuring plan, recapitalizing the company
and putting CHC on the path to longterm success.”
The plan endeavors to repay CHC’s
institutional debt holders but makes no

provisions for its stockholders of record
before the bankruptcy filing.
• Parties to the plan include the Milestone
Aviation Group Ltd (“Milestone”) and
certain of its affiliates (the “Milestone
Parties”), holders (the “Plan Sponsors”) of approximately 67.56 percent
of the outstanding principal amount
of the company’s 9.25 percent Senior
Secured Notes due 2020 (the “Secured
Notes”), the Official Committee of
Unsecured Creditors (the “UCC”) and
holders (the “Individual Creditor Parties” and together with the Milestone
Parties, the Plan Sponsors and the UCC,
the “Consenting Creditor Parties”)
of approximately 73.56 percent of
the outstanding principal amount of the
Company’s 9.375 percent Senior Notes
due 2021 (the “Unsecured Notes”).
• Milestone will provide CHC with modified lease terms on its existing leases
and additional helicopters at market
lease rates. In addition to the leased
aircraft, Milestone will provide a new
$150 million asset-backed debt facility
for purchase or refinancing of aircraft.
Milestone has 215 helicopters worth
$3.7 billion and supports 32 operators in
26 countries on six continents. The company has a forward order book of firm
and option aircraft with an estimated
aggregate purchase price of $3.2 billion.

Institutional creditors will have the
opportunity to purchase new debt notes
in the amount of $300 million and convert them into the majority of stock in the
recapitalized company.
Cash payments of up to $750,000 will
be made to holders of certain unsecured
claims. Holders of revolving credit agreement claims will be issued new term notes
in the amount of their claim in accordance
with the bankruptcy code, or such other
treatment that is reasonably acceptable to the company, the UCC and the
plan sponsors.
“CHC is one of the leading global
providers of helicopter services and
will be well positioned post restructuring to benefit from a recovery in
the global energy industry,” said Mike
Bevacqua, a managing director at Bain
Capital Credit, which is the company’s
lead plan sponsor and largest secured
creditor. “We believe this recapitalization will have a positive outcome
for all the company’s stakeholders,
and look forward to continuing to
play a constructive role in supporting
CHC’s progress.”
“We remain confident that the restructuring we are undertaking will position
CHC to capitalize on future growth opportunities as our industry recovers,” said
CEO Fessenden. 
—M.H.
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AIN Exclusive:
DEDICATED TO HELPING BUSINESS ACHIEVE ITS HIGHEST GOALS.

The Higgs step-piston two-stroke engine
applies new technology to an old idea.

Higgs V12 diesel burns jet-A
by Nigel Moll

REMEMBER WHEN THE SKIES OFFERED

U NL I M I T ED POT EN T I A L? T H E Y S T ILL DO.
When Stephen MacGordon set one of the first altitude records, he couldn’t have imagined where the bar would
sit more than a century later. Today, it’s not about how high you can fly, but how flying can help your business
reach higher. And it’s our job to make sure you can do both. So whether it’s reaching new customers or making
travel more productive, we help businesses, large or small, surpass their goals. Business aviation enables
greater potential. And at NBAA, we enable business aviation.

Join us at nbaa.org/join.

Accommodating the Next Generation of
Large Cabin Class Business Jets

Andy Higgs, a Brit who has lived in Japan chamber and across to the next piston’s
for the last 32 years, is on a mission to bring ‘working piston’ phase. As the piston trava new engine to aviation, in the form of a els farther up and closes the exhaust port,
jet-A-burning “step-piston two-stroke.” we fire the injectors directly into the cylinThe three-year FAA certification testing der, for a clean burn. The large volume of
program will begin late next year.
air being drawn in keeps the engine cool.
“We’ve built several engines to validate We’re not relying on the pressure in the
the technology, and they have all worked crankcases to move the air and fuel up into
outstandingly well. There are
the transfer ports. This is why,
no technical show-stoppers,
on a conventional two-stroke,
and I signed off on the final
you’re limited to about 10,000
design a couple of months ago.”
feet. Above that, the pressure
President, CEO and sole
reduces so much (and the delta
owner of Tokyo-based AC
becomes so great) that you can
Corp., Higgs says the engine will
no longer transfer fuel.
be offered in various configura“This engine is designed to
tions, among them a 1,000-hp
have a critical altitude of 38,000
V12 weighing 665 pounds/302 kg
feet. With turbos it will go as
(including reduction gearbox); a
high as anyone wants to take it.
Andy Higgs
350-hp four-cylinder weighing
We’ve had people ask how they
302 pounds/137 kg (again including a gear- would deal with fuel congealing, which
box to reduce the crankshaft’s 5300 rpm suggests they’re looking at exceedingly
down to 2300 rpm for the prop); and a 1.5- high altitudes. We have a way of heating the
liter V4 weighing just 103 pounds/47 kg and fuel, so there are no altitude limitations.”
producing 120 hp. The commercial business
The concept of the step piston engine
model for the V12 centers on “competing dates back to about 1904, says Higgs, addwith the low-end PT6 market, 580 to 1,200 ing that “If you want to take a step forhp, as a replacement engine for Cessna Car- ward into the future, you have to look
avans. The killer for Caravan operators is back and see the ideas that were discarded
the cost of fuel. Like for like, power for because technology then (anti-wear coatpower, our engine versus the PT6 will give ings, manufacturing processes) weren’t
the operator 40 percent more range.” For clearly understood.” 
o
grins and some measure of technology
demonstration, the 1,000-hp V12 is also
destined to power at least one NXT in the
News Note
Sport class at Reno at some point.
Unconventional Design

Secure your hangar position today! - Limited Availability
Republic Airport • KFRG Fall 2017
Long Island MacArthur Airport • KISP Winter 2017
Francis S. Gabreski Airport • KFOK Fall 2017
Fort Lauderdale/Hollywood Int’l Airport • KFLL Fall 2017
Fort Lauderdale Executive Airport • KFXE Spring 2018
Orlando Executive Airport • KORL Spring 2017
Pompano Beach Air Park • KPMP Winter 2017
Lakeland Linder Regional Airport • KLAL Spring 2018
Ocala International Airport • KOCF Spring 2018
Tampa International Airport • KTPA Fall 2017
Savannah-Hiltonhead International Airport • KSAV Fall 2016
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Higgs describes the technology: “It differs from a conventional two-stroke in
that we’re able to isolate the crankcases,
which have typical four-stroke lubrication. We can use plain bearings, and we
do not have to mix oil into the fuel. We
can separate the two-stroke concept from
the crankshaft and lube mechanism.
“The cylinder is slightly longer than a
typical two-stroke’s but much shorter than
a four-stroke’s. We’ve divided the cylinder
into two separate bore diameters: smaller
for the upper bore, for what we’re calling
the working piston; and below it we have
the pumping piston. The piston looks a
bit like a top hat. As it travels down the
bore, it sucks air (and nothing else) into
the pumping chamber. As it moves up,
it pumps that air out of the pumping

An FAA notice of proposed rulemaking
would modify the requirements primarily
applicable to Part 121 and 135 scheduled
air carriers to enhance the professional
development of pilots. However, most of the
proposed requirements would also apply to
Part 91K fractional operators and Part 135
on-demand air taxis that require two pilots
and that voluntarily choose and obtain approval to train and qualify pilots under Part 121.
The updated rules will require operators
to provide new-hire pilots with an opportunity to observe flight operations to become
familiar with procedures before serving as
a flight crewmember; revise pilot upgrade
curricula; provide leadership and mentoring training for all PICs; and establish pilot
professional development committees.
The FAA believes that this proposed rule
would mitigate incidents of “unprofessional
pilot behavior” and thus “would reduce pilot
errors that can lead to a catastrophic event.”
Comments are due by January 5.
n

European bizav gathers at AirOps
by Guillaume Lecompte-Boinet
The European Business Avia- growing more (2.5 percent);
tion Association (EBAA) held large jet activity has remained
the first AirOps Europe con- unchanged, and for midsize
ference at Cannes Airport in jets it has declined slightly. At
the south of France last month AIN
the199
same
time,
X 264
EN WingX reported
(October 12 and 13). Organiz- growth of 3 percent in charter
ers declared themselves satisfied with the turnout for an
event that has some similarities
to NBAA’s annual Schedulers &
Dispatchers conference.
“We hoped for 300 visitors and we had almost 400,
so that was positive,” commented EBAA president Brian
Humphries. The event drew
some 30 exhibiting companies,
among them FBOs, fuel providers, ground-handling specialists,
airports and aircraft operators.
AirOps Europe presented
training and auditing sessions
for the International Standard
for Business Aircraft Handling, which a growing number of FBOs and handling
providers are seeking. The
event also featured meetings in
the style of “speed dating” to
give companies the chance to
make pitches for new business
and partnerships.
The second edition of AirOps
Europe will be held September 20 to 21 next year, again in
Cannes. “We want to have this
event as a separate place, apart
from the annual EBACE show
[in Geneva], to meet our clients and develop new business,”
said Andreas Becker, CEO of
Cologne-based ground handler
German Aviation Service.

flying in Europe, which Koe
attributed to owners seeking more income for aircraft
that they choose not to sell in
a pre-owned market with weakened pricing.

According to a new survey
conducted by Rolland Vincent
Associates for JetNet in the
third quarter, 44 percent of
12,000 European business aviation executives said that they
feel the market has now reached
its low point. Questioned about
the possible impact of Brexit,
75 percent said they expect
the UK’s departure from the

EU to have little or no effect
on the industry.
“We can keep smiling even
if the situation is difficult,”
Humphries told AIN. “It all
depends on the negotiations over
how the UK will leave the EU. If
cabotage [the right for UK commercial operators to fly within
Europe] is ended, we can be flexible and find other solutions.” o

Some Stability

For the most part, AirOps attendees indicated to AIN that they
are seeing some long-awaited stability in market conditions, and
even modest improvements in
some areas—despite the uncertainty created by the UK’s June
23 vote to exit the European
Union (Brexit).
For example, the latest data
presented by Germany’s WingX
during the show indicated that
there has been less fluctuation
lately in the volume of monthly
business aircraft movements. “Jet
movements are up slightly—a bit
less than one percent over the previous 12 months as of the end of
September—but the turboprops
are down a bit,” said WingX managing director Richard Koe.
Generally speaking, activity by small jets has been
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Hot Section

by Curt Epstein and Kerry Lynch

Maintenance News
Africa—has maintained International
Standard for Business Aircraft
Operations (IS-BAO) certification
for many years, and is the first in
Africa to achieve International
Standard for Business Aircraft
Handling (IS-BAH) accreditation.

RUAG GENEVA APPROVED FOR
CHALLENGER MAINTENANCE

JetSupport provides maintenance services for a variety of business aircraft at its terminal at Schiphol Airport.

AMSTERDAM MRO ADDS
FALCON 900EX EASY TO CAPABILITIES

ARSA SECURES PATH FOR
NEW U.S./EASA REQUIREMENTS

Amsterdam-based MRO provider
JetSupport has received Part 145
maintenance organization approval for
the Dassault Falcon 900EX EASy. The
new maintenance authorization fills
a gap in the independent company’s
Dassault service line-up, which
already included the non-EASy Falcon
900 series, as well as the Falcon 50EX,
2000 series and 7X.
JetSupport, which has been in
operation for 14 years, also provides
line and base maintenance for Cessna
Citations, Gulfstreams, Bombardier
business jets, Piaggio Avantis and
Dorniers under FAA/EASA/TCCA/
VP-C approvals for both airframe
and component overhaul. It also has
in-house wheel and battery shops.
Located adjacent to the business
aviation terminal at Schiphol Airport,
the privately owned company is an official
partner of the KLM Jetcenter FBO and
has nearly 50,000 sq ft (4,500 sq m) of
facilities, including hangar space, offices
and lounge. It offers 24/7 AOG support.

The Aeronautical Repair Station
Association (ARSA) has secured U.S.
FAA confirmation on an alternative
method of compliance with U.S./EASA
parts inspection requirements. The
FAA issued a letter on September 28
confirming that an ARSA-developed
form, E100, is acceptable and consistent
with agency guidance on documentation
that is required under the recent
Changes 5 and 6 of the U.S./EU
Maintenance Annex Guidance (MAG).
U.S. repair stations must meet new
European requirements for specific
documentation to accompany new parts
that are installed in articles subject to
the MAG, specifically articles approved
for a return to service by a dual FAA/
EASA maintenance release.
Marshall Filler, managing director
and general counsel for ARSA,
commended both the EASA and FAA
for accepting alternative approaches.
“This is another significant step, as
U.S. industry transitions to the new
EASA requirements,” Filler said. “For
more than a year, ARSA, its industry
allies and member companies have
been working diligently to overcome
the biggest regulatory obstacles [of
MAG Changes 5/6].”
The form enables members to record
an inspection of a new article without
the documentation required by the
MAG, said ARSA.

DUNCAN TO PROVIDE
G450/550 CABIN UPGRADES
Duncan Aviation has been selected
as the exclusive U.S. distributor of the
Inairvation smart-cabin upgrade for
the Gulfstream G450 and G550. A joint
venture between Lufthansa Technik
and F/List, Inairvation offers preengineered retrofit packages to replace
original OEM cabin management
systems (CMS) no longer in production.
The custom-fit upgrade package
includes the Lufthansa Technik Nice
HD CMS with new ergonomic side
ledges, dado panels and veneer. “The
Inairvation integrated smart cabin
upgrade provides a much needed
solution to update aging cabin
entertainment equipment with a highdefinition CMS,” said Dennis Kruse,
a sales representative with Duncan’s
avionics division.

Ruag Aviation has extended its EASA
Part 145 Maintenance Organization
and FAA approvals to include line
maintenance for the Challenger 604
and 605 at its facilities in Geneva. The
approval also includes Malaysianregistered aircraft.
In addition to EASA approvals,
Ruag Aviation holds existing rights for
aircraft registered in the U.S., Saudi
Arabia, Russia, UAE Dubai, Canada,
Aruba, Bermuda, Equatorial Guinea
and Cayman Islands.

GLOBALPARTS, TAS PARTNER ON
INLET REPAIR SERVICE
GlobalParts Aero Structures has
entered into an agreement with
Turbine Aircraft Services (TAS) to
provide inlet repair and replacement
services for operators of Challengers,
Learjets and Textron Cessna, Hawker
and Beechcraft jets. Both companies
are located at Wiley Post Airport in
Bethany, Oklahoma.
A supplier of aircraft parts,
GlobalParts recently added the
capability to manufacture many of the
engine inlet parts and subassemblies
for Cessna, Hawker and Learjet
business jets at its Bethany facility.
Turbine Aircraft Services offers
maintenance, repair and overhaul
services for Challengers, Learjets,
Beechjets, Hawkers and Citations.

LUFTHANSA TECHNIK TO PREP
BBJ 787 FOR SERVICE ENTRY
Lufthansa Technik has been selected
by an undisclosed customer to perform
cabin engineering services, as well as
initial parts provisioning, for a BBJ
787-8 that’s about to enter service.
The engineering services consist of

monitoring Service Bulletins and
Airworthiness Directives; developing and
tracking required maintenance-planning
data; and adapting parts and components
to the customer’s specific needs.
This technical support agreement
is a follow-on contract to a cabin
modification of this aircraft that
Lufthansa Technik will begin soon.
The company supports 180 Boeing 787s
for airlines.

STANDARDAERO DELIVERS ITS
FIRST FALCON 7X 1C INSPECTION
StandardAero Business Aviation
recently completed and delivered the
company’s first Dassault Falcon 7X
1C inspection from its Springfield, Ill.
MRO facility. In addition to the 1C
inspection, StandardAero technicians
completed 50 airframe Service Bulletins
on the aircraft.
The company thus modified
the center wing tank for better
accessibility and improved fluid
circulation in the lower panels of the
lateral center wing tanks.
StandardAero also completed
interior improvements and
enhancements to the cabin
management system for the customer.
The engines were removed and
reinstalled to allow Pratt & Whitney
Canada’s mobile response team to
comply with several powerplant
Service Bulletins.

TEXTRON OKs WESTERN AIRCRAFT
AS AUTHORIZED MX FACILITY
Western Aircraft has been designated
an authorized service facility for
Textron Aviation’s Beechcraft and
Cessna aircraft. Under a new agreement,
Western Aircraft can perform
maintenance, service and support for
90-, 200/250- and 300/350-series King
Airs, as well as Bonanzas and Barons.
The agreement names Western Aircraft
a propeller service station for Cessna
and Beech piston singles, as well as
Cessna Caravans.
In addition to the authorized
service facility designation, Western
Aircraft has also been named a Textron
Aviation parts reseller. o

WILLIAMS TAPS EXECUJET AS
FJ44-3AP MAINTENANCE FACILITY
ExecuJet Africa has signed an
agreement with Williams International
to become a factory-approved service
station for the FJ44-2A and FJ443AP turbofans. The agreement makes
ExecuJet Africa the first facility on
the continent authorized to support
the FJ44-3AP.
In addition, ExecuJet Africa–which
has facilities in Lagos, Nigeria, and
Cape Town and Johannesburg, South
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Textron has designated Western Aircraft an authorized service facility. Under the arrangement Western will
support the King Air 90, 200/250 and 300/350 as well as several other models.
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Touching Bases

by Curt Epstein

FBO and Airport News
AVFLIGHT EXPANDS
SOUTHERN FOOTPRINT

DESTIN JET ACQUIRED
TO LAUNCH FBO NETWORK

Avflight has expanded its FBO
network to 16, mainly U.S., locations,
with the acquisition of JPS Aviation,
the lone service provider at Monroe
Regional Airport in Louisiana.
The FBO, open from 6 a.m. until
10 p.m. seven days a week, handles
all fueling on the airport, including
commercial and military aircraft, from
its 150,000-gallon tank farm, supplied
by affiliated company Avfuel.
The facility has a 6,000-sq-ft twostory terminal with pilots’ lounge,
snooze room, shower facilities,
outdoor balcony, 10-seat conference
room, six crew vehicles, onsite car
rental and Wi-Fi. The location also
offers 150,000 sq ft of hangar space
sized for super-midsize jets, and
Avflight is in the process of having the
facility’s Part 145 maintenance and
avionics certificate transferred.
“Joining Avflight is a grand
opportunity for our FBO and the
airport,” said John Mullen, the FBO’s
general manager. ‘We’ve always
delivered a high standard of service,
but the level of support and branding
recognition Avflight provides will help
us thrive in an evolving market for
years to come.”

Another private-equity firm has thrown
its hat into the FBO consolidation ring
with the September announcement that
Destin Jet, the lone aviation services
provider at Florida’s Destin Executive
Airport, was acquired by The Sterling
Group, which manages $2.4 billion in
assets. The Houston-based, middlemarket private-equity firm intends that
the location will be the cornerstone of a
new FBO network, the name of which
will be released in the coming months.
The company has assembled a team
of industry veterans in its new endeavor,
including former Encore and Trajen
chairman, Landmark Aviation board
member and current Sterling Group
partner Greg Elliott, along with Chad
Farischon and Tyson Goetz, both former
members of the Trajen and Landmark
management teams. “Sterling is thrilled to
partner with a talented team in Chad and
Tyson,” noted Elliott. “[The two] worked
together at both Trajen and Landmark,
[and] we knew that they were the right
leaders to build a premier network.”
A company spokesperson told AIN
that this new FBO network is one of
the first investments by Sterling’s new
$1.25 billion fund, and that the company
has a long-term vision to build the
“right network with the right partners.”
Destin Jet operates two terminals at the
Northwestern Florida gateway.

VOLO AVIATION ADDS NEW YORK FBO
Connecticut-based aircraft services
provider Volo Aviation has been selected
to manage the FBO at Ogdensburg
International Airport in upstate New
York, near the Canadian border. In
addition to handling the GA FBO
services, Volo will provide into-plane
fueling for Allegiant Air, which was
scheduled to begin airline service at the
airport last month.
The airport recently underwent a
major expansion, which boosted the
length of its runway by 1,000 feet,
to 6,400 feet, to accommodate larger
airliners, and added a 425-space parking
lot. “Ogdensburg Airport has a lot
of potential for both commercial and
general aviation,” said Volo senior
vice president Brian Ciambra. “Our
initial challenge is to make the aviation
community aware of what this airport
has to offer.”
The rebranded FBO will be the
company’s fifth U.S. location, all of
which are on the East Coast. Volo’s
newest addition offers a 2,500-sq-ft
terminal with a pilots’ lounge, weather
and flight briefing room and business
center. Ciambra told AIN he expects to
begin a refurbishment of the structure
within the next several months.
“We are extremely pleased to be
working with a company like Volo
Aviation and believe this will be a
mutually beneficial relationship,” noted
Wade Davis, executive director of the
Ogdensburg Bridge and Port Authority.
“Volo officials share our vision for
making this airport successful.”

OKLAHOMA AIRPORT TO RUN FBO
Last month, Lawton-Fort Sill Regional
Airport assumed control of the lone
FBO at the Oklahoma field. The Lawson
Metropolitan Area Airport Authority
voted unanimously in September
to end the lease of incumbent FBO
operator LaSill Aviation, which sought
to exit its agreement.

A private-equity firm has acquired Destin Jet to be the first FBO in its planned network.

While LaSill had provided aviation
services (including airliner fueling) there
for a decade, the airport has suffered
from accelerated deterioration of its
8,600-foot runway, and as a result
limited traffic to regional jets and
smaller aircraft. The FBO’s owners
subsequently informed the authority
that they would have to close for lack of
fueling revenue from large aircraft. Plans
to transfer the remaining five years of
the lease to another aviation company
based at a nearby airport fell through
after the two sides could not come to an
agreement over a lease extension and
possible rent abeyance.
The recently renovated location will
offer a pilots lounge, conference room,
Wi-Fi, flight-planning area, crew cars
and on-site car rentals.

TALON AIR JOINS SIGNATURE
FBO NETWORK AS AFFILIATE
Talon Air at Republic Airport in
Farmingdale, N.Y., has joined Signature
Select as the newest location in the
Signature Flight Support FBO network,
the companies announced in September.
Under the Signature Select program,
independent FBOs have all the benefits
of the network, such as global sales
and marketing, while maintaining their
existing name and brand. Locations can
participate in Signature’s Status loyalty
and TailWins rewards programs, as well
as the chain’s training programs.

CHARTER NEWS NOTES
> R onkonkoma, N.Y.-based ExcelAire, a longtime operator of the largest fleet of Legacy
600s in the Americas, has added another of
the Embraer jets to its fleet.

> B usiness Air of Denton, Texas, received FAA
approval for 10-or-more seat operations in
seven months. The company attributed the
short issuance process to “interpreting
the regulations correctly right out of the
gate; determining early on that Business Air’s
current maintenance plan was not far from
what was being asked for; and submitting
a well written plan.”

>A
 tlas Air Service of Bremen became the first
charter operator in Germany to fly a Legacy
450 after the new jet arrived in late September.

> JetSuiteX has added service between
California’s McClellan-Palomar Airport in
Carlsbad north of San Diego and Mineta
San Jose International Airport in the San
Francisco Bay Area. The new service operates
four round trips per week in a Phenom 100.
JetSuiteX began operating in April and also
flies ERJ135s on other West Coast routes.
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> In the third quarter, Solairus Aviation
expanded its charter fleet by four airplanes:
a Phenom 100 and Hawker 800XPi based
at Centennial Airport in Colorado and a
Challenger 300 and GIV-SP in Los Angeles.
Solairus also added two people to its sales
team: business development director
Robert Campbell, based in Boston; and
Anni Menaskanian, charter sales account
executive, at Van Nuys, Calif.

> Jet Linx Aviation of Omaha, Neb., formed
an alliance with ProJet Aviation under
which ProJet’s managed aircraft fleet joins
the Jet Linx fleet. The alliance also gives Jet
Linx access to expanded service operations
at Pro Jet facilities at three Washington,
D.C.-area airports (Dulles, Manassas and
Leesburg, Va.). Jet Linx now manages 78
charter aircraft.

> E uropean flight-sharing service Wingly
has expanded to the UK. The service has
facilitated 1,000 shared-expense flights in
Germany, Austria, France and other countries,
and has 20,000 users signed up. n

According to Signature Flight
Support president and COO Maria
Sastre, “Talon Air has been a longterm customer with its aircraft-charter
services and managed fleet of aircraft.”
Talon Air’s facility at Republic
Airport provides 100,000 sq ft of hangar,
executive terminal and office space.
In addition to charter/management
and FBO services, the company offers
flight support, as well as FAA Part
145-approved MRO services. Talon’s
fleet of owned and managed business
aircraft ranges from helicopters to
turboprops to large-cabin jets.

PARAGON ADDS TRIO
TO FBO NETWORK
The Paragon Network, a group of
independent FBOs, has welcomed three
new locations to its ranks. The former
Landmark Aviation facilities at New
York’s Westchester County Airport
(HPN) and at Washington Dulles
International (IAD), now owned by the
reconstituted Ross Aviation, have both
become part of the network. At HPN,
Ross offers two separate FBO facilities,
while the FBO at Dulles is undergoing
a $2.5 million renovation scheduled for
completion by year-end.
“We are thrilled that Ross Aviation
at White Plains and Washington Dulles
have joined our exquisite group of
FBOs,” said Megan Barnes, Paragon’s
executive vice president.
Paragon also welcomed its first
Mississippi FBO, Tunica Air Center, in
the northern part of the state. It features
an 11,000-sq-ft terminal and an 8,200sq-ft arrival and departure canopy.
“Tunica Air Center is proud to be the
first Paragon Network FBO serving
Northwest Mississippi and the MidSouth
Memphis, Tennessee area,” said FBO
executive director Eric Konupka.
“Joining the network will allow us to
offer additional benefits to our current
customers and build new relationships
through the networking capabilities that
Paragon Aviation provides.”

ARGUS TRAQPAK FBO PORTAL
SYNCS WITH FLIGHTBRIDGE
Industry data provider Argus
International announced that its
TraqPak FBO business aviation live
flight tracking software is now integrated
with FlightBridge’s online reservation
and communication tool. FlightBridge
supports FBO reservations, hotel, car
rental and car service bookings, as well
as catering requests.

“Our mission is to make the lives
of FBO personnel easier and support
the best possible experience for aircraft
operators, passengers and crew,” said
FlightBridge president Dudley King.
“Through our integration with TraqPak,
FBOs now have everything they need at
their fingertips without having to jump
back and forth between multiple systems.”
The TraqPak portal is powered by
Flightview and features interactive
and searchable arrival and departure
grids, and allows customizable color
coding to track specific groupings such
as VIPs or based customers. Users can
also track traffic activity at their airport
and competing airports. According
to Argus, the new integration will be
offered as a complimentary service to
TraqPak FBO customers.
“This will be a huge benefit to
FBOs that already use FlightBridge and
TraqPak FBO, and will be a great tool for
any FBO that wants to improve efficiency

Operators can now use Argus’s TraqPak FBO portal
and FlightBridge’s platform simultaneously.

and customer service by managing flight
tracking and reservations all in one
system,” said Shirley Mason, senior vice
president for Argus Market Intelligence.

ARIZONA GATEWAY
UNVEILS ‘GREEN’ TOWER
FAA Administrator Michael Huerta
and other officials were on hand to mark
the inauguration of the new $40 million
control tower at Tucson International
Airport, which was completed under
budget and ahead of schedule. The
252-foot-tall structure, roughly twice the
height of the previous tower, sits atop a
13,000-sq-ft base building that houses
computer equipment, offices and a
back-up power system.

A 1,600-panel solar farm next to
the base building will generate enough
electricity to power the facility for
several hours a day, supplementing its
commercial power supply.
“We need to invest continually in our
nation’s air transportation infrastructure
to maintain the world’s best, and
safest, air transportation system,” said
Huerta. “We also believe investment
and environmental responsibility are
intertwined, and this tower is a prime
example of our efforts to be responsible
environmental stewards.”

AIR BP, ROCKETROUTE DEVELOP
FUEL APP FOR GA OPERATORS
Air BP and RocketRoute have
developed an app that streamlines the
fuel purchasing process for general
aviation aircraft operators. Available
for iOS and Android devices, the
free RocketRoute Fuel App provides
online access to a worldwide network
of aviation fuel locations and
payment methods and allows users
to purchase carbon emissions offsets.
The program is for “anyone with a
fuel requirement, not just current
Air BP customers.”
Once they complete the app
registration process, users can request,
plan and purchase fuel at any of
Air BP’s 800 locations. A simplified
payment process allows all customers
to pay with either an Air BP Sterling
Card or a major credit card. Existing
Air BP customers can also access their
own personal accounts.
The carbon-offsetting feature, which
is managed by the company’s nonprofit BP Target Neutral arm, allows
customers to balance their greenhouse
gas emissions via carbon credits that
support low-carbon development
projects. Carbon credits will be free
until year-end; after that, customers will
need to pay for them.
According to the companies, this
app is the first in a collection of tripplanning applications that will be
added to RocketRoute. In April, Air BP
acquired a stake in RocketRoute. o

Hangars.
Parking.
FBO.

FBO PROFILE: Hillsboro Aviation
Hillsboro Aviation is operating
from a new 51,000-sq-ft facility.

JET-CLASS FACILITY OPENS AT
PORTLAND-HILLSBORO AIRPORT
On October 15, Hillsboro Aviation welcomed customers and neighbors to the
grand opening of its elegant new FBO at
Oregon’s Portland-Hillsboro Airport. The
event also mounted a gathering of vintage
aviation and transportation technology,
from aircraft to cars and motorcycles.
The new FBO facility was completed
earlier this year and in May began serving
customers, not just FBO patrons but also
those who use the company’s aircraft sales,
charter, management, avionics and maintenance services and firefighting and searchand-rescue helicopters.
“Our goal is to create an extraordinary
experience for customers,” said Max Lyons,
president and CEO of Hillsboro Aviation,
and this is reflected in the FBO’s warm,
inviting Northwest outdoors theme: the
passenger lounge has Douglas fir accents,
sleek polished concrete floors, a large
rough-hewn fireplace and local artwork.
The spacious lobby and passenger
lounge that welcomes visitors is topped by
FBO and customer offices, including two
large conference rooms, one of which connects to an outdoor patio facing the ramp.
The FBO offers sleep rooms, a flight-planning area, full kitchen and workout room.
Hillsboro Aviation used to be located
on the south side of the airport in older
facilities, but in November 2014 it sold the
flight school, and that business now operates as the Hillsboro Aero Academy. In the
middle of last year, ground was broken on
the new 51,000-sq-ft FBO and hangar, and
less than a year later its doors opened for
business on a five-acre plot on the north

side of the airport. The ramp covers four of
those acres, and across the street from the
FBO is another 4.6 acres outside the airport housing Hillsboro’s parts warehouse
and 12 offices for customers.
Beyond the FBO
The company started in 1980 as Hillsboro
Helicopters, serving what was then a largely
agricultural community. As high-tech
industry moved into the Portland suburb,
Hillsboro Helicopters expanded its services,
and in 1992 the company was purchased
by Ed Cooley, former chairman and CEO
of Precision Castparts, a turbine engine
component manufacturer. Cooley hired
Lyons, who was an instructor at Hillsboro
Helicopters among other things, as general
manager of the operation.
The pair crafted a business plan that
split the company into three core businesses—flight training, charter and sales
and service—that would be able to adapt
to the up-and-down cycles typical in aviation. “We were profitable every year
through 2012,” Lyons said. “It wasn’t just
segment diversity, but geographical.”
In 1996, Hillsboro Helicopters became
Hillsboro Aviation, and in 1999 Lyons purchased the company from Cooley. With
the flight training academy training thousands of pilots over the years, that part of
the business eventually could stand on its
own, and it was sold in 2014.
“We’re seeing more new customers
since the opening in May,” he said, although
Hillsboro Aviation still relies on all of its current eight revenue centers to remain healthy.
“We couldn’t have built this on the FBO
alone,” he added. “All the [other] stuff we
do is what makes this work.” 
—M.T.

Our private, premium parking hangars at the
EuroAirport Basel-Mulhouse are available
to accommodate your aircraft, ad-hoc,
for home-base operations, or long-term parking.
Any aircraft size up to BBJ1 or A319.
Please contact us now:

EuroAirport
Basel-Mulhouse,
Switzerland

Basel

+41 61 567 3700
www.airservicebasel.com

www.ainonline.com • November 2016 • Aviation International News 79

Accidents

by Amy Laboda

PRELIMINARY REPORTS
BELL 206B LOSES POWER ON APPROACH
Bell 206B, Sept. 2, 2016, east of Williams
Lake, British Columbia, Canada—A Far
West Helicopters Bell 206B supporting
mining operations in a remote camp in
British Columbia lost engine power during final approach to the makeshift helipad at the camp. The pilot lost control of
the helicopter, which hit the ground and
came to rest in a narrow creek bed adjacent to the landing site, seriously injuring
the pilot and damaging the aircraft.

POWERLINES DOWN HELICOPTER
Bell 206B, Sept. 4, 2016, Flatlands, New
Brunswick, Canada—A Bell 206B registered
to Quebec Inc. operating at full cruise speed
in level flight along the Restigouche River
encountered power lines near Flatlands,
west of Campbellton, which, according
to witnesses, resulted in an explosion. The
helicopter hit an embankment and came
to rest in the water, killing the pilot and
one passenger; a second passenger sustained non-life-threatening injuries. The
flight, operating in day VMC, was en route
from Charlo Airport, New Brunswick, to
Riviere-du-Loup Airport, Quebec.

WILDLIFE SURVEY HELICOPTER
EXPERIENCES POWER LOSS
Bell 206B, Sept. 5, 2016, Whitecourt,
Alberta, Canada—A Bell 206B operated
by Ridge Rotors lost power in flight during a wildlife survey mission flown out
of Whitecourt, Alberta. The helicopter descended into trees and then hit the
ground, killing one passenger and seriously
injuring the pilot. One other passenger sustained only minor injuries. The Bell 206B
was substantially damaged.

LEARJET SKIDS OFF JAKARTA RUNWAY
Learjet 31A, Sept. 25, 2016, JakartaHalim Perdana Kusuma Airport—Heavy
rain and a wet runway at Jakarta-Halim
Perdana Kusuma airport contributed to
the crash of a Learjet 31A chartered by the
Indonesian Red Cross for a medical evacuation flight from Yogyakarta Adi Sucipto
Airport. Eight people on board were evacuated safely from the wreckage after the jet
skidded off Runway 24 following an ILS
in heavy rain with half-mile visibility and
wind from eight to 13 knots.
The aircraft came to rest in the grass
between two taxiways. Significant damage was found to the left wing, and the jet
lost its right main landing gear.

PILOT OF SUPER KING AIR
LOSES CONTROL ON LANDING
Beechcraft Super King Air B200, Sept. 10,
2016, Orlando Apopka Airport, Florida—
Loss of directional control during an aborted
landing attempt caused a Beechcraft Super
King Air B200 to swerve off the runway
and hit a tree, resulting in a post-crash fire
that consumed the right wing and engine.
Witnesses said that it appeared the pilot was

going around when a gust of wind “lifted”
the airplane before it veered off the runway. The 71-year-old sole-occupant pilot
declined treatment for lacerations.

S-61N CRASHES AFTER MAINTENANCE
Sikorsky S-61N, Sept. 6, 2016, Palm Bay,
Fla.—An ATP-certified pilot, his commercial copilot and a maintenance crewmember were killed when the 41-seat Sikorsky
S-61N they were flying for AAR Airlift
Group on a post-maintenance test flight
near Palm Bay, Fla., fell to the ground,
coming to rest upright in a field with no
debris path. A post-crash fire consumed
the cockpit and cabin.
The helicopter departed Melbourne
International Airport and was filmed performing maneuvers and orbits at 100 feet agl
near the accident site; however, there were
no witnesses to the accident itself. Weather
at the departure airport was wind from
070 degrees at 11 knots, visibility 10 miles
and few clouds at 5,000 feet. According
to the operator, the helicopter’s fore/aft
pitch servo had recently been removed and
replaced. Subsequently, a functional check
flight (FCF) was performed, which included
maximum performance maneuvers at maximum takeoff weight.
The pilots were experienced, the captain having 5,500 flight hours in helicopters (1,500 of them in the Sikorsky S-61N)
and the copilot with 4,000 flight hours, all
in helicopters.
The helicopter was maintained under
a continuous airworthiness program. Its
most recent inspection was a phase five
check, at which point it had 40,296.2 hours
of operation. The No. 1 engine had accumulated 711.6 hours since major overhaul
and the No. 2 engine had accumulated
133.4 since light overhaul. The helicopter
had flown about 1.2 hours from the time of
the last inspection, including two uneventful FCF flights the day of the accident.
The tailboom remained intact. The five
main rotor blades and five tail-rotor blades
remained attached to their hubs. The main
and tail-rotor blades showed signs of low
rotational energy. Four of the five main
rotor blades had partial fire damage and
one main rotor blade was burned along its
entire span. One tail-rotor blade was fractured 12 inches outboard of the attachment
bolt; the outboard section of the separated
blade was found on the ground next to the
tail rotor. Another tail-rotor blade was
partially separated 12 inches outboard of
the attachment bolt and its tip was embedded in the ground. Drivetrain continuity
between the main transmission and the
tail-rotor gearbox was intact.
Both 1,500-shp General Electric CT58140-2 turboshafts were attached to the
airframe but burned. The stage-one compressor blades of both engines showed
little or no leading-edge damage. Both
engine fuel control units were found with
their respective control shaft in the flight
position. Both engines were separated
from the main gearbox at the aft end of
the high-speed shaft.
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AUSTRIAN ROBINSON R66 DESTROYED
Robinson R66, Sept. 8, 2016, Carinthia,
Austria—An Austrian-registered Robinson
R66 on a flight that originated in
Elberfelder Hutte, Austria, and was en
route to Salzburg (LOWS), Austria,
crashed into mountainous terrain, killing
its pilot and passenger. VMC prevailed
at the time of the accident. The Austrian
Federal Office of Transport, Accident
Investigation Division is in charge of
the investigation.

UNCOMMANDED BANK PUTS
HELICOPTER IN TREES
Agusta A109S, Sept. 17, 2016, Alexandria,
Minnesota—An Agusta A109S operated
by North Memorial Health Center was on
an IFR positioning flight with a pilot and
two crewmembers when uncommanded

bank inputs from the autopilot during a
missed approach forced the aircraft into
trees, and subsequently onto the ground,
seriously injuring all on board.
The pilot stated that he was attempting the Rnav GPS 22 approach above a
rapidly forming cloud deck. The wind
was from 290 degrees at 12 knots, four
miles visibility, mist, broken clouds at
300 feet, temperature and dew point 57
degrees F. When he could not see the airport environment he initiated a “missed
approach” with the “go around” function
on the Agusta’s autopilot when the helicopter made an uncommanded left bank
followed by a right bank.
The pilot told investigators he attempted
to correct with opposite cyclic control, but
to no avail. The helicopter encountered tall
trees near the approach path, and then hit
the ground in the wooded area. 
o

FINAL REPORTS
FOKKER F28 EXPERIENCED
SUDDEN IN-FLIGHT DECOMPRESSION
Fokker F28-1000, June 7, 2016, Perth, Western
Australia—A chartered Fokker F28-1000 twinjet with 28 passengers and five crewmembers
on board en route from Christmas Creek to Perth,
Western Australia, experienced a loud “whooshing” noise near the forward lav and subsequently
depressurized at FL305, requiring an emergency
descent to 10,000 feet msl.
As the Fokker climbed through FL200 the cabin
crew heard a whistling sound coming from the forward lav. Cabin altitude was 6,000 feet, according
to the captain; however, he did notice that the rate
of cabin pressurization (ascent) had accelerated
to 500 fpm from 200 to 300 fpm. The pilot monitoring noted that the cabin was losing pressurization. He contacted ATC and requested a level-off at
FL320, lower than assigned. Shortly thereafter the
flight crew received a Pack 1 level 2 warning that
required them to shut down that air conditioning
pack. At that juncture they noticed the cabin pressurization rate had jumped to a climb rate of 2,000
fpm, indicating rapid depressurization.
They advised ATC a descent was necessary
and the flight was cleared only to FL290. At that
point the flight crew received an autothrottle level
1 warning. They initiated a descent, commenced
emergency procedures for the pack reset and autothrottles, and within two minutes the “excessive
cabin altitude level 3” warning activated, triggering
the cabin oxygen masks to drop. Meanwhile, the
flight crew had donned masks and the pilot monitoring contacted ATC with a Pan call. They received
a clearance to descend to 10,000 feet msl immediately, which they did.
Maintenance personnel later saw an indication
of a duct over-temperature on Pack 1, a controller fault and a heavy leak in the recirculation duct
of Pack 2. There was a massive leak from the inlet
and outlet of Pack 1, and a large hole found in the
plenum duct, as well. An outflow valve on the pressurization system was found to be “sticky.”
The Australian Transport Safety Bureau attributed the depressurization to pack 2, which could not

pressurize the aircraft because it was the sole air
supply and had a significant recirculation duct leak.

DISORIENTATION BLAMED
IN AGUSTA 109S TREE STRIKE
Agusta 109S, June 10, 2016, Ellerston, New
South Wales, Australia—During an attempt to
put down at a poorly lit helicopter landing site in
IMC in Ellerston, New South Wales, Australia, an
Agusta 109S with a pilot and three passengers on
board was significantly damaged (on its right side
landing lights, horizontal stabilizer, vertical fin and
rotating beacon) when it apparently struck a tree
while searching for the landing site.
The pilot had flown to the site in day VMC,
but not at night. He expected it to be lit upon his
arrival after dark. He navigated using GPS; however, upon arriving he was unsure of the exact
location of the landing site because of poor illumination. He overflew buildings and tracked back
and forth to confirm his location, attempting to
maintain about 500 feet agl, when the 200-foot
radio altimeter “landing gear” warning sounded,
indicating that the helicopter was either descending or heading toward rising ground. The pilot
rapidly raised full collective in response. The
pilot completed the landing when ground personnel provided lighting from car headlights. The
pilot was not aware of having struck anything
and no damage was detected during refueling at
Ellerston; however, he ferried the helicopter to
Camden, nearby, where it was brought into a well
lit hangar and the damage was discovered.
The Australian Transport Safety Bureau
determined that the pilot contacted trees d uring
disorientation while performing a “black hole”
approach caused by a lack of ground lighting and a lack of celestial illumination. The
bureau faulted the pilot for not maintaining at
least 3,500 feet vertically and two to three nm
horizontally from the site while he resolved the
site lighting issue. Lack of training in “black
hole” approaches and inadequate site orientation
contributed to the incident. n

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

2017 REGIONAL FORUMS
West Palm Beach, FL
January 26, 2017

Fort Worth, TX
March 23, 2017

Morristown, NJ
September 7, 2017

These industry events bring together local business aircraft owners, operators, manufacturers, and other aviation professionals for one-day
at some of the most accessible business aviation airports in the nation. As an attendee you can visit with exhibitors, view business aircraft
side-by-side on the static display and take part in education sessions throughout the day. Save the date and visit the website to learn more.

LEARN MORE: www.nbaa.org/forums/ain

Completion & Refurbishment

by James Wynbrandt

Aloft Completes BBJs,
Looks Ahead to Next Projects
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Aloft AeroArchitects—the former Pats
Aerospace Systems—is scheduled to deliver
a green BBJ2 next month, its third completion
this year. But John Eichten, senior vice
president of sales and marketing at the BBJ
specialist, noted the green completions
market is “a bit stretched, without a lot of
brand-new completions going on,” and
the Delaware-based MRO will focus in the
coming year “on scheduled maintenance and
interior refurbishments and refreshments.”
Aloft plans to leverage its FAA ODA
(Organization Designation Approval),
through which it can self-approve STCs, to
support customers seeking to implement new
installations. For example, its BBJ completions
this year incorporated three different
new-generation cabin management systems: a
Honeywell Ovation CMS, a Rockwell Collins
Venue and a Custom Control Concepts CMS,
Eichten said. Aloft also installed a Ku-band
satcom system on one of the jets, and is
certifying a Ka system that will go on the
BBJ slated for 2018 delivery. “The dynamic
of 2016 is the new technology in the cabin
management world,” Eichten said.
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LHT and Mercedes showed off their ACJ/BBJ cabin.

Lufthansa, Mercedes Team on
ACJ, BBJ Design
“JETNET Marketplace Manager has become a crucial
part of our daily business lives.”

“I’d love to keep it as a secret ingredient to our success, but because our friends
at JETNET are so incredibly helpful when we call, we have to endorse them!
JETNET’s Marketplace Manager program is a great addition to their Evolution
aircraft service.”

RENÉ BANGLESDORF
CEO, Charlie Bravo Aviation, LLC

Client since 2008

KNOW MORE.
The World Leader in Aviation Market Intelligence
800.553.8638 +1.315.797.4420 jetnet.com

Completion specialist Lufthansa Technik
(LHT) and automaker Mercedes-Benz
unveiled the final version of their cabin
design for Airbus ACJs and Boeing BBJs
at the Monaco Yacht Show in September.
Announced by the two German companies
at EBACE last year, the design incorporates
a helical structure LHT calls a “dynamic”
spiral layout, extending from the entrance
to the bedroom in the aft cabin, creating
independent “spatial zones” without
monuments or wall elements.
The 16-passenger cabin includes a
forward galley and séparée and lavatory.
An aft entertainment zone is combined
with the en suite private area, featuring an
open design bath- and bedroom centered
by a freestanding shower with transparent
sidewalls. In the sleeping area a concave,
upholstered headboard frames a kingsize bed. The LHT engineering team has
updated the design since its first showing, to
ensure compliance with airworthiness and
certification requirements.
Lufthansa Technik also recently selected
Inairvation, its joint venture with F/List,
to coordinate production and sales of
its “chair” modular seats. Designed in
collaboration with Pierrejean Design Studio,
“chair” received 9g and 16g ETSO approval
in May, and is now available.

Mecaer Interior for Relentless
Bell Helicopter and Italy’s Mecaer Aviation
Group (Mag) unveiled the MAGnificent
interior for the in-development medium-lift
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Mecaer is designing the Bell Relentless interior.

Bell 525 Relentless. Bell sees the Relentless,
which seats 16 passengers in standard
configuration, “taking luxury helicopter
transport to a new level,” said Patrick
Moulay, the company’s executive vice
president of global sales and marketing.
The interior offers a choice of finishings and
seating configurations. Equipment options
include Mag’s In-Flight Entertainment
Enhanced Lounge (I-Feel); electro-chromic
window controls that fade from clear to
full tint; and Mag’s Speech Interference
Level Enhanced Noise System (Silens)
interior panel with a limousine-style privacy
window. All cabin systems are controllable
via smart device or smartwatch.

Duncan Aviation Reveals
Cabin Refurb Designs for CJ3
Duncan Aviation unveiled five interior
refurbishment designs for ownerflown Cessna Citation CJ3s. With its
Rockwell Collins Pro Line Fusion flight
deck upgrade for the CJ3 set to receive
certification early next year, Duncan
created the refurb to complement the
avionics upgrade package. The interiors
feature light upper fuselages with darker
lower sidewalls and carpeting, the
contrasting tones helping “expand the
feel of the cabin,” said Duncan’s Rachael
Weverka, who designed the interiors.
Using maintenance-friendly materials, the

Duncan has several designs for CJ3 refurb.

cabin refurb and Fusion upgrade can be
performed simultaneously, minimizing
turn time. The interior refurbishment, with
or without the Fusion upgrade, requires
about two months, according to Duncan.
The Battle Creek, Mich.-based MRO is
also developing six exclusive paint schemes
for the CJ3 to round out the offering. No
pricing has been provided, but Duncan is
offering a discount of up to 20 percent for
customers who get the interior upgrade, new
paint and Fusion flight deck.
Duncan will also be the exclusive U.S.
distributor for Inairvation’s Integrated Smart
Cabin Upgrade for Gulfstream G450s and
G550s. The pre-engineered retrofit packages
replace out-of-production factory CMS with
LHT’s Nice hi-def CMS system, ergonomic
side-ledges, dado panels and veneer, and
also provide a fresh cabin look. n

Compliance Countdown
Within 6 Months
u Nov. 26, 2016

COMPLIANCE DUE

EASA TCO Compliance Mandatory
On April 29, 2014, the EU published regulations
that set requirements for Third Country
Operators (TCO) to fly in EASA airspace. On
Nov. 26, 2016, those requirements become
mandatory for commercial operations, including
Part 135 on-demand operations. Part of the
approval process is to have a state-recognized
safety management system (SMS) in accordance
with ICAO Annex 19. While TCO authorization
is required for Part 135 operations, it is not
required for Part 91K fractional operations.

u Dec. 1, 2016

COMPLIANCE DUE

Overtime Eligibility
CORRECTED
Qualification Rules Change
New U.S. Labor Department regulations raise
the minimum annual salary to be exempt from
overtime requirements to $47,476 from $23,660
when the new rules take effect on Dec. 1, 2016.
For so-called highly compensated employees
the minimum salary level to be exempt from
overtime requirements will rise to $134,004
from $100,000. Most Part 121 and Part 135
operators are exempt from the overtime pay
provisions, according to NBAA. Most Part 91
operators, however, are not exempt under this
provision and must either comply or establish
that their employees meet a different exemption.

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

u Jan. 5, 2017

NEW

Professional Pilot Development NPRM
An FAA NPRM would require air carriers to
provide new-hire pilots with an opportunity to
observe flight operations to become familiar
with procedures before serving as a flight
crewmember; revise the upgrade curriculum;
provide leadership and command and
mentoring training for all PICs; and establish
Pilot Professional Development Committees.
Although this proposal is directed at Part 121
and 135 scheduled carriers, some elements of
the new rules would also apply to Part 91K and
Part 135 on-demand operations requiring two
pilots and that voluntarily chose to train and
qualify pilots under Part 121. Comments are
due Jan. 5, 2017.

u Jan. 9, 2017

NEW

EASA Proposal To Reduce
Runway Excursions
A Notice of Proposed Amendment (NPA) from
the European Aviation Safety Agency aims to
reduce runway excursions by addressing several
performance requirements for commercial
air transport operations. The NPA proposes
standards for runway surface condition
reporting, airworthiness standards for landing
performance computation at time of arrival,
an in-flight assessment of landing performance

by Gordon Gilbert

at time of arrival as well as reducing required
landing distances for Part 135 and 91K business
aircraft operations. The proposed changes are
also intended to improve harmonization with
corresponding FARs and to ensure alignment
with (ICAO) recommendations. Comments are
due by Jan. 9, 2017.

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

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

u April 30, 2017

NEW

Estimated Finish for
Southern California ATC Redesign
From November 2016 through April 2017,
the FAA will phase in the Southern California
Metroplex (SoCal Metroplex) Project. The
project involves replacing dozens of existing
conventional ATC procedures with new
satellite-based procedures. Before publishing
the procedures, however, the agency will
conduct public meetings to inform people
about the changes. Specific dates for these
meetings will be announced on the FAA’s
NextGen Community Engagement webpage for
the SoCal Metroplex project. The project will
affect instrument arrivals and departures for 21
airports in southern California.

You asked. We acted.
By the turn of the century, Duncan Aviation had a
solid reputation for supporting business aircraft worldwide.
Thousands of loyal customers called Duncan Aviation
technicians when they were AOG with engine and avionics
issues. Duncan Aviation road crews were kept busy, and
customers kept asking for even faster service.
In late 2000, Duncan Aviation responded with the
first-ever mobile engine service team located at a launch
office that was away from a main service facility. This
dedicated, ready-to-travel service team was located
in Dallas with the sole purpose of providing stranded
customers with rapid engine service in the field.
More than 15 years later, Duncan Aviation still provides
operators with Rapid Response engine services from
an expanded network of launch offices. And we still
listen to customer wishes and respond by developing
and providing experience, unlike any other.

Beyond 12 Months
u Dec. 31, 2019

NEW

Taiwan ADS-B Compliance Delayed
The Republic of China will postpone from
December 31 this year to Dec. 31, 2019,
compliance with ADS-B out equipment
within the Taiwan FIR above FL290. China is
forced to delay compliance because too few
aircraft are equipped to render the original
ADS-B plan achievable. However, the new
deadline for Taiwan essentially coincides with
the Jan. 1, 2020 U.S. mandate for ADS-B out
compliance. Europe’s ADS-B out mandate
remains scheduled for June 7, 2020.

www.DuncanAviation.aero/60

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

Compiled by Kerry Lynch

BP has named company veteran Jon
Platt to succeed David Gilmour as CEO of
Air BP. Gilmour, who has led Air BP since
2013, is taking the new position of vice
president at BP Group Technology. Platt
joined BP in 1989 as a chemical engineer
in refinery and petrochemicals operations
and moved up the ranks to CEO of BP’s
liquid petroleum gas business and CFO for
its petrochemicals business.
Mxi Technologies named Jon Slangerup
chairman and CEO. Slangerup was formerly
CEO of the Port of Long Beach and before
that spent 20 years with FedEx, where he
advanced to the position of president of
FedEx Canada.
ExcelAire promoted Ralph Michielli to
COO. Michielli helped launch ExcelAire
in 1993 and has been overseeing the company’s maintenance operations.
Tradewind Aviation appointed Andreas
Ponce de León as COO. Ponce de León had
held director-level positions in operations and
risk management at Citigroup and also served
with Intellirisk, JP Morgan Chase, NewPower,
NextCard and BankOne/First USA.

Swissport International named Nils Pries
Knudsen chief commercial officer. Knudsen
joined Swissport in January 2009 and most
recently was executive v-p of global cargo.
The European Business Aviation Association board of governors elected Juergen
Wiese, head of BMW Flight Services, to
become its next chairman. Wiese succeeds
outgoing chairman Rodolfo Baviera, who
has held the role for four consecutive terms.
Jet Linx Aviation promoted Jay Vidlak
to executive v-p and expanded the responsibilities of Jason Vanis as v-p of flight
operations. Vidlak joined Jet Linx in 2003
as a flight scheduling coordinator and was
most recently v-p of base development.
Vanis also has served with Aviation Integration and Mayo Aviation. In addition,
John Scicluna has joined the company as
base president of its Detroit private terminal. Scicluna has 30 years of experience
in aviation and sales, previously holding
executive roles with CAE SimuFlite, Pentastar Aviation, Avolar and JetOne.
Ann Davidson has joined L-3 Communications as senior v-p, general counsel

Awards & Honors
The International Aviation Women’s
Association (IAWA) named Sharon Holahan as the recipient of this year’s IAWA
Aviation Industry Woman of Excellence
Award. Holahan, daughter of AIN cofounder Jim Holahan, is director of claims
and executive v-p at Global Aerospace,
where she is responsible for airline, manufacturers’ product liability and major
litigation. She has also served as a private
attorney and as associate editor for AIN.
Holahan has remained active in IAWA,
previously as a director at large and advisory board member and currently as an
honorary board member.
Women In Aviation International
(WAI) founder Peggy Chabrian and business aviation industry luminaries Randall
Greene, Preston Henne and Clay Lacy
were selected as this year’s recipients
of the National Aeronautic Association
(NAA) Wesley L. McDonald Distinguished Statesman of Aviation Awards.
Chabrian launched the first WAI conference in 1990 with 150 attendees and
formally established the organization in
1994 with 16 founding board members.
The organization now has 13,000 members and has awarded nearly $11 million
in scholarships.
Greene, chairman, president and
CEO of Safe Flight Instrument, has held
senior roles with numerous industry
companies, including Aeronautical Systems, Commander Aircraft, AirResearch
and AlliedSignal. He is chairman of the
Corporate Angel Network and holds 15
U.S. patents and 12 aviation records.
Henne has led teams responsible for
the certifications of the Gulfstream G650,
G550, GV, G450, G280 and G150. He
was also responsible for the aerodynamic
design of the wing on the C-17, chief design engineer for the MD-80 and v-p and
general manager of the MD-90 program.

Lacy has worked in aviation since he
became a flight instructor at the age of
16, holding roles as an airline captain,
military aviator, experimental test pilot,
air race champion, world record-setter,
aerial cinematographer and business aviation entrepreneur. He has flown 300 aircraft types and logged 50,000 flight hours.
His highlights include the first flight of the
Pregnant Guppy; flying the first Learjet into
Van Nuys Airport; and founding Clay Lacy
Aviation in 1968.
Janine Iannarelli, founder and president of Houston-based aircraft brokerage firm Par Avion, was named as an
inductee into The Aviation Hall of Fame
of New Jersey. Iannarelli, a native of Fair
Lawn, N.J., has a 30-year career in business aviation. In 2014 she was appointed to the Texas Governor’s Aerospace
and Aviation Advisory Committee. She
also recently joined the European Business Aviation Association Associate
Member Advisory Council’s Sales and
Acquisition Committee.
The International Civil Aviation Organization Council recognized the inventor of the first-ever aircraft flight recorder, David Ronald de Mey Warren, with
its 41st Edward Warner Award. Warren
was honored posthumously during the
opening day of ICAO’s 39th triennial
Assembly in September. A jet-fuel expert, Warren was recruited in 1953 to
join a team analyzing inflight structural
failures of the de Havilland Comet, the
first jetliner. During that work, he realized that post-accident safety analysis
would benefit from a recording of what
had transpired on the aircraft before an
accident. Noticing miniature recorders
demonstrated at a trade fair, he began
to conceive the idea of their use in commercial aircraft. This led to the development of his first demonstration unit.  n
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and corporate secretary. Davidson has 30
years of legal experience, having previously held positions with Exelis, ITT, Alliant Techsystems, Thales North America,
Parker Hannifin and Honeywell.
Honeywell appointed Rudolph Louw to
serve as its first aerospace business group
leader in Africa. Louw previously worked
with Witwatersrand University to develop
national aerospace and systems engineering centers, and before that helped set up
the Boeing International offices covering
Southern and Eastern Africa.
Gulfstream Aerospace named Matthew
Murphy regional v-p of sales for Mexico and
Central America.
Bombardier named Olivier Marcil v-p
external relations. Marcil previously spent
five years as vice principal, communications and external relations at McGill University and before that held senior positions
in the Quebec government.
Silver Air hired Doug Weiner to serve
as v-p of business development focusing on
charter sales and service. Weiner has a background with entertainment charter, transport
and cargo companies, among them Victor,
YoungJets and Shockwave Cargo.
Ismael (Pete) Santiago was promoted
to v-p of business development for Royal
Technical Group. Santiago has 25 years of
industry experience.
American
Environmental
Aviation
(AEA) named Paul Sundby v-p of sales and
marketing, and Glenn Gross senior v-p of
business development and client relations.
Sundby has 20 years of experience in various aspects of aviation fueling. Gross has
33 years of commercial and corporate aviation experience.
Mountain Aviation promoted Malachi
O’Neill to v-p of business development and
charter sales and Alex Armijo to director of
business development and aircraft management. Most recently business development/
marketing manager, O’Neill joined Mountain Aviation in 2005 as a flight operations
manager after serving with Jeppesen. Armijo joined Mountain in 2011.
Certified Aviation Services named Mike
Stafford general manager of line maintenance. Stafford brings 27 years of aviation
experience to his new role, most recently as
western region manager of MRO sales for
United Airlines.
GlobalAir.com appointed Neosha Miller
sales director for the Eastern U.S. Miller has
served with GlobalAir.com since 2011,
holding sales posts in the Midwestern,
Western and international territories.  o

Jon Platt

Jay Vidlak

Olivier Marcil

Doug Weiner

Final Flight
Arthur Ludwig, a former vice president of finance and controller for Safe
Flight Instrument, died on September
12 at the age of 76. Ludwig had
held Safe Flight’s top financial position from 1990 until he retired in
2007. He also spent the past 26
years as treasurer of the Corporate
Angel Network. Ludwig is survived
by his wife of 46 years, Pat Ludwig,
daughters Jennifer Casey and Jeanne
Ludwig and two grandchildren. n

Neosha Miller
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OFFER FOR AIN READERS
Apply code AIN1 when registering to receive a 20% discount
to attend the MEBAA Show 2016*

WWW.MEBAA.AERO/REGISTER
*Offer valid for the first 50 registrations only
Organised by:

On behalf of:

Calendar
NOVEMBER
u l NBAA BUSINESS AVIATION CONVENTION
& EXHIBITION…November 1-3, Orange County
Convention Center, Orlando, FL.
Info: (202) 783-9000; www.nbaa.org.

See www.ainonline.com for a comprehensive long-range aviation events calendar.

nbaa.org/events/pdp/is-bao-flight-operationsmanual-workshop/20161104/.
AVIATION BUSINESS ROUNDTABLE…November 9-10, Loews Madison Hotel, Washington, D.C. Info: (202) 774-1535; http://nata.aero/
Events/2016-Aviation-Business-Roundtable.aspx.

NATIONAL SAFETY FORUM…
November 3, Orange County Convention Center, Orlando, FL. Info: www.nbaa.org/events/
national-safety-forum/2016/.

AEA SOUTH PACIFIC CONNECT CONFERENCE…
November 14-15, Melbourne, Australia.
Info: (816) 347-8400; www.aea.net/connect.

PDP COURSE: FLIGHT OPERATIONS MANUAL
WORKSHOP…November 4-5, Orange County
Convention Center, Orlando, FL. Info: www.

INTERNATIONAL AIR SAFETY SUMMIT…
November 14-16, Dubai, United Arab Emirates.
Info: www.flightsafety.org/aviation-safety-seminars.

DRONE WORLD EXPO…November 15-16,
San Jose, CA. Info: (203) 371-6322;
http://droneworldexpo.com.

CIAM 2016 11th INTERNATIONAL
TRADE SHOW AND CONGRESS…
November 30-December 2, JW Marriott
Cancun Resort & Spa, Cancun, Mexico.
Info: (+52 1) 777 317-64-45;
www.expo-ciam.com.

AfBAA BUSINESS AVIATION CONFERENCE
(AfBAC)…November 17-18, Cape Town,
South Africa. Info: +20 100 300 49 40;
http://afbaa.org.

DECEMBER

BASEL & BUSINESS JETS…November 24,
Swiss Conference Center, Basel Airport,
Basel, Switzerland. Info: +44 20 8123 7072;
www.aeropodium.com/basel.html.

NATA EMERGENCY RESPONSE PLAN WORKSHOP…December 5-6, NTSB Training Facility,
Ashburn, VA. Info: 202-774-1535;
http://nata.aero/Events/ERP-Workshop-forAviation-Businesses.aspx.

u MEBAA SHOW…December 6-8, Dubai,
Dubai World Central, United Arab Emirates.
Info: www.mebaa.aero.

JANUARY 2017
REGIONAL FORUM…January 26, Palm Beach
International Airport, West Palm Beach, FL. Info:
www.nbaa.org/events/forums/2017PBI/.

FEBRUARY 2017
s SCHEDULERS AND DISPATCHERS
CONFERENCE…February 7-10, Fort Worth,
Texas. Info: (800) 783-9000; www.nbaa.org.
LEADERSHIP CONFERENCE…
February 14-16, Hyatt Regency, Miami, Florida.
Info: info@nbaa.org;
www.nbaa.org/events/leadership/2017/.

MARCH 2017
BUSINESS AIRCRAFT FINANCE, REGISTRATION
& LEGAL CONFERENCE…March 5-7, Hyatt
Regency Coconut Point Resort, Bonita Springs,
FL. Info: (202) 783-9451; www.nbaa.org/events/
finance-registration-legal-conference/2017.
u HELI-EXPO…March 7-9, Dallas, TX.
Info: www.rotor.org.
AEA INTERNATIONAL CONVENTION & TRADE
SHOW…March 13-16, New Orleans, LA.
Info: www.aea.net/convention/2017.
INTERNATIONAL OPERATORS CONFERENCE…
March 13-16, Atlanta, GA. Info: (800) 783-9000;
www.nbaa.org.
REGIONAL FORUM…March 23, Fort Worth
Meacham Airport, Fort Worth, TX. Info: www.
nbaa.org/events/forums/2017FTW/.
INTERNATIONAL BRAZIL AIRSHOW (IBAS)…
March 29-April 2; Galeão International Airport,
Rio de Janeiro, Brazil. Info: +55 11 3032-5633;
www.sators.com.br.

APRIL 2017
u ASIAN BUSINESS AVIATION CONFERENCE &
EXHIBITION…April 11-13, Shanghai
Hawker Pacific Business Aviation Service Centre,
Hongqiao Airport, Shanghai, China.
Info: www.abace.aero.

MAY 2017
u EUROPEAN BUSINESS AVIATION
CONVENTION & EXHIBITION…May 22-24,
Palexpo Convention Center, Geneva, Switzerland.
Info: (202) 783-9000; www.ebace.aero/2017.

JUNE 2017
FLIGHT ATTENDANTS/TECHNICIANS
CONFERENCE…June 12-15, Long Beach, CA.
Info: www.nbaa.org/events/fa-ft/2017/.
u PARIS AIR SHOW…June 19-25,
Exhibition Center of Le Bourget, France.
Info: visiteurs@siae.fr; www.siae.fr/.

SEPTEMBER 2017
REGIONAL FORUM…September 7,
Morristown Airport, Morristown, NJ. Info: www.
nbaa.org/events/forums/2017MMU/.

OCTOBER 2017
BOMBARDIER SAFETY STANDDOWN…
October 31-November 2,
Info: www.safetystanddown.com/.
u Indicates events at which AIN will
publish on-site issues or distribute
special reports.
s I ndicates events for which AIN will provide
special online coverage or e-newsletter.
l Indicates events at which AIN will broadcast
AINtv.com.
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“Proud Community Sponsor”

Located just 2 miles from
Downtown Stuart & 15 miles North of Palm Beach County!

Stuart Jet Center, LLC

• Concierge Services
• Aircraft Charter
• Aircraft Maintenance

• Aircraft Sales
• Aircraft Hangars
• Executive Offices

2501 SE Aviation Way, Stuart, FL 34996
Phone: 772-288-6700 • Fax: 772-288-3782 • Toll free: 877-735-9538
www.stuartjet.com

NON-STOP LUXURY
FROM LONDON TO SINGAPORE
AND ANYWHERE IN BETWEEN.

To step inside Dassault’s new agship is to experience the ultimate expression of comfort and cabin chic. With 30 spacious congurations to
choose from and exquisite, handcrafted nishings, no detail is overlooked. With its 6,450 nm/11,950 km range, the 8X not only ies farther
than any previous Falcon, it is able to y into airports other long-range jets have to y over. Falcon 8X. Arriving in 2016.

WWW.DASSAULTFALCON.COM I FRANCE: +33 1 47 11 88 68 I USA: +201 541 5600

