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KING AIR 350ER
The versatile and easily reconfigurable King Air ® 350ER turboprop will transform your
ability to multitask. With a useful load of over 7,000 pounds, room for up to 11 passengers
and an optional cargo door, it is the preferred aircraft for operators who fly multiple
missions. Whether your pursuit is medevac, surveillance or executive transport, the King
Air 350ER can carry the gear you need, wherever the mission takes you.
Learn more about the King Air 350ER today at Beechcraft.com.

U.S. +1.844.44.TXTAV | INTERNATIONAL +1.316.517.8270
©2016 Textron Aviation Inc. All rights reserved. Beechcraft, its logo and King Air are registered trademarks of Beechcraft Corporation, used by permission.
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In the jumpseat

The business jet industry is stumbling again. It never fully recovered from the devastating
post-2008 meltdown, and is now being hit by another downturn. While the damage this
time appears to be focused on the large cabin segment, small and medium jet demand
is still weak. Deliveries of these workhorse aircraft fell 57 per cent by value in 20082010, and output last year was still 45 per cent lower than the 2008 market peak.
Clearly, it’s time to ask whether there are too many players in this segment. In particular,
it may be time for Learjet to end its life as a new aircraft producer.

WILL A
LEARJET
SALE CHANGE
ANYTHING?
By Richard Aboulafia

First, there are two successful players in this segment. Cessna and Embraer actually
succeeded in modestly growing their output and market share in 2015. Meanwhile,
turboprop manufacturer Pilatus looks set to successfully enter the light jet business,
with the PC-24.
But Learjet is floundering badly. Last year’s cancellation of the Lear 85 program effectively
destroyed all hope of a new model. Just six Model 70/75s were delivered in the first half of
this year, compared with an average of just over 30 per year in 2013-2015.
The Model 70/75 upgrade was a very modest improvement to the 40/45, which have
been built for almost 20 years. That’s not a terribly long time, but these models still use
Honeywell’s aging TFE731 turbofan.
Gulfstream’s decision to terminate the G150 in September ended one of the last
applications for this engine, leaving just a token number of Falcon 900s. Honeywell
might like to move on, too.
Meanwhile, Bombardier could use the money from a Learjet sale. The company has had
serious financial problems while trying to bring the C Series jetliner family to market,
and its current business jet priority is the Global 7000/8000 development program.
Meanwhile, Gulfstream’s G150 termination shows that having a mid-sized jet is no
great advantage for a large cabin manufacturer, a point underlined by Dassault’s lack
of interest in returning to the mid-cabin market it abandoned decades ago. Indeed, if it
kept Learjet alive, Bombardier would be the odd man out among the high-end brands.
However, it is difficult to imagine who would buy Learjet for its new build programs.
Conceivably, China could be interested, but there’s little point in buying relatively old
intellectual property, and China’s aviation industry has shown little interest in actually
purchasing a Western prime. They purchased Cirrus, but they balked at the opportunity
to buy Hawker Beechcraft, which had several newer products than Learjet’s line.
Textron/Cessna, of course, is a possible acquirer, and the company says it would be
interested in Learjet “at the right price.” But this would be a repeat of the Hawker
Beechcraft acquisition experience, with the unit’s legacy jet programs immediately
closed down. Cessna’s XLS+, priced at $12.75 million, is positioned on the market
directly between the $11.3 million Lear 70 and the $13.8 million Lear 75. And there’s
very little history of business jet manufacturers acquiring other manufacturers’ jet
product lines. Gulfstream’s purchase of Galaxy Aerospace is one of the few exceptions,
and even in that case production of the G150/280 stayed where it was, with Israel
Aerospace Industries.
While Textron would acquire the composite airframe technology associated with the
defunct Lear 85 program, it isn’t clear that a composite business aircraft is a good
idea at all. All previous attempts have been failures. It became quite clear that the
85 development program was running into serious difficulties and would be a failure,
too. Also, Cessna learned all that it needed to know about the difficulties of composite
designs from its acquisition of the dead Hawker 4000 program.
For Textron to be interested in an acquisition, therefore, Bombardier would need to
sell Learjet’s aftermarket business. Still, even if Textron just acquired Lear for its
aftermarket revenue, they would at least get one competing small/mid-sized family off
the market, and it’s hard to think of any other industry change that would accomplish
that useful objective. Eliminating Learjet would leave more space for the two survivors,
Cessna and Embraer, and for Pilatus.
And, if the small/medium segment recovers and even resumes growth, there’d be more
room for any new players that enter the space with new technology.
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View from the hill

At the risk of being accused of heresy within our community, the otherwise glorious
summer of 2016 was not one of the better airshow seasons. Crashes, some fatal,
occurred here and elsewhere. Throw local politics into the mix and the situation
becomes complicated.
First, the flight risk: there have been accidents and fatalities since the earliest
barnstorming days, when pilots often flew with minimal instruction and/or experience.
And how about those early and, in my opinion, certifiable wingwalkers?

AIRSHOWS:
VULNERABLE
TO POLITICAL
CORRECTNESS?
by ken pole

At the other end of the experience scale, a couple of veteran pilots were among this
summer’s fatalities. Bruce Evans of Calgary, with more than 4,100 hours, died in July
when his 1955 North American T-28 Trojan crashed during the Cold Lake Air Show in
Alberta. The following month, the well-known Red Bull Firestars pilot Michel Leusch, a
South African who won the Intermediate World Aerobatic Championships in 2014, died
when his German Extremeair XA42 crashed during an inaugural show in Danxia, China.
Pick a show anywhere and it’s likely there have been fatalities. While crashes are
horrific, particularly for pilots’ families and show staff and spectators, Evans and
Leusch—like those who died earlier and who inevitably will die in the future—knew
the risks. It’s arguably trite but nevertheless true that they died doing what they loved,
which tends to be the case with any activity classified as “extreme.”
I have lost friends and acquaintances to accidents in motor racing, cycling, diving and,
most recently, in sailing, probably the most benign of those activities. This was despite
their training and/or experience which, in at least one case, was ignored.
Some say all accidents are preventable, but sometimes Murphy just visits once too often. Stepping off a sidewalk can get you killed even in the most controlled environments. Then there’s
life itself, inevitably a fatal experience regardless of what the cryogenics crusaders claim.
Each time there’s an accident, fatal or not, there’s a predictable and understandable cry
to “do something” to prevent a recurrence. Sometimes regulators and politicians react
appropriately; sometimes they overreact.
Consider the 67th Canadian International Air Show, held over the Labour Day weekend
off the Toronto waterfront. It thrilled fans from all over the world.
Aircraft are inherently noisy, which can bother people who live near the venue and may not
care about the show. There was even an online petition to have Mayor John Tory stop it.
The debate took a strange turn when a local filmmaker took to the streets of Parkdale,
a neighbourhood fronting on Lake Ontario. Maya Bastian was trying to document the
reaction to the flying demonstrations among former refugees who had experienced
aerial attacks in their homelands. The suggestion was that they were additionally
traumatized by the presence of the military aircraft in the show.
“Imagine what that entertainment show does to people who were hiding in trenches every
day,” Bastian was quoted as saying, rightly appalled by rather ignorant suggestions that the
newcomers should move out of town for the duration. “Refugees don’t have that luxury.”
As to suggestions of moving the airshow, a change in venue simply isn’t practicable.
Most of the lakeshore and the land abutting it is built up. Even if another venue could
be found, it would exacerbate crushing weekend traffic loads. Then, there are the
minimum distances to be maintained between flight paths and spectators.
Moving across the continent, the Miramar show in California draws up to 500,000
spectators annually at the U.S. Marine Corps Air Station in San Diego. The local chapter
of Veterans for Peace wants it shut down.
“The air show is designed to appeal to our senses, not our intellect,” the chapter’s founding
president, ex-U.S. Air Force crewman Dave Patterson said in the run-up to this year’s
show, in late September. “We get an adrenaline high and exciting memories to take home.”
Noting the risk to aircrews and spectators, “we also forget that the very nature of war
is about death and destruction, not fun and games,” he said.
That aside, a station spokesman said the show would go on. “Only once a year does
Miramar open its guarded gates to the public,” he explained. “So during those three
days, Miramar personnel take the time to permit a rare opportunity to discover the
mystery of what lies beyond.”
Good for them and, frankly, I hope Toronto’s politicians rebuff what is, after all, yet
another example of overwrought political correctness or even tyranny of the minority.
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Focal points

Pilots are all familiar with the concept of centre of gravity (CG), the fulcrum point around
which thrust, drag, lift, and gravity work. We know that if this point moves, whether
too far forward or too far aft, the aircraft won’t fly right. I’d like to take this concept and
apply it to our people; not only those who sit in the left and right seats of our aircraft,
but also those in maintenance, dispatch, and other areas where precision is important.

CENTRES
OF GRAVITY
(LIVING ONES)
by tony kern

There is a lot of enthusiasm in our industry right now. Pilots and other aviation
professionals are being hired at rates not seen in decades, moving up the seniority
list, changing seats and equipment. There is a positive energy and vision for our
future. Simultaneously, our technology is evolving at a breakneck pace, and this
combination has some potentially serious challenges. According to an Australian
Transport Safety Bureau (ATSB) report entitled, Take-off performance calculation and
entry errors: A global perspective:
“Everyday errors such as incorrectly transcribing or inadvertently dialing a wrong
telephone number normally have minimal consequences. For high capacity
aircraft operation, the consequence of such errors can be significant. There have
been numerous take-off accidents worldwide that were the result of a simple
data calculation or entry error by the flight crew. This report documents 20
international and 11 Australian accidents and incidents (occurrences) identified
between 1 January 1989 and 30 June 2009 where the calculation and entry
of erroneous take-off performance parameters, such as aircraft weights and ‘V
speeds’ were involved.”
One of the areas safety experts have identified as critical to improving safety and
success in the industry is the VVM process—verbalize, verify, and monitor. A little
background on VVM is in order here. As modern aircraft and their support systems have
evolved to higher levels of automation, the skills necessary to operate them have also
evolved. The VVM process is a countermeasure to errors that naturally occur in data
entry in many industries.
For example, in the software development industry, there is a process known as
“double keying,” where the data must be entered by a second individual who cannot
see the initial entry. Any discrepancy is immediately flagged with an alert that takes the
data entry team back to step one of the process. Of course, in our industry, data must
be entered literally “on the fly” so this is not a viable option. So we have developed the
VVM process to capture and correct errors that can be serious if not discovered. Here
are some techniques you might want to try:
Break long data entries into small chunks. Often, we are tasked with transcribing long
data strings into our automated systems. Breaking the string into three elements, or
chunks, has been shown to reduce input errors. On the verification step, assume the
initial entry was wrong. We know from multiple studies that many errors occur in the
data entry stage, and that these are often missed during the verification stage. So, set
a personal challenge. How many data input errors can you catch in the next month? By
keeping score and taking personal and professional pride in your verification efforts,
you are providing your peers and passengers with an insurance policy that can prevent
an embarrassing situation, or worse.
There is an undeniable irony to our current state of affairs. The more that automation
controls our systems and aircraft, the more critical the human element becomes to
ensure their reliability. People will always be the centres of gravity in any system where
they are the critical quality and safety hubs.
Come to work every day with a healthy skepticism of our automated partners, and
remember that nothing is bigger than the little things.
Work smart.
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Defence committee evaluates
Canada’s aerial readiness
by Chris Thatcher
In a report that could foreshadow the Canadian government’s next steps to replace its CF-188 Hornet
fighter jets, a House of Commons committee has
recommended the government conduct a review of
all operational capability requirements for the jet and,
within the next 12 months, select a replacement that
is able to operate effectively in the high Arctic while
making pilot safety “a key consideration,” be interoperable with key allies, and “work to a high degree with
Canada’s existing infrastructure.”
The recommendations are among 13 in a report
tabled on Sept. 20 by the Commons Standing Committee on National Defence. Titled Canada and the
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Defence of North America: NORAD and Aerial Readiness, the report is an assessment of how Canada
remains “ready to defend itself, and North America,
against aerospace threats.”

In fact, the committee recommended the fighter replacement program “have well defined capital and
sustainment costs as to not jeopardize the recapitalization of other much-needed military equipment.”

Though the report did not recommend which fighter
jet the Royal Canadian Air Force (RCAF) should acquire, it examined some of the big questions that have
shaped the fighter debate since the Conservative
government announced a sole-source agreement for
the Lockheed Martin F-35 Joint Strike Fighter in July
2010, including the need for stealth capability, one
or two engines, quantity of aircraft to do the job, and
overall cost and impact on other programs.

While the recommendations might not be a straightforward recipe for an alternative to the F-35 (which the
Liberal Party pledged not to buy during the 2015 election campaign), proposals to make use of existing infrastructure and “recognize the importance of air-to-air
refueling as it relates to...sovereignty” suggest the Boeing F/A-18E/F Super Hornet is still very much in play.
The report was based on seven hearings conducted
between March and May 2016 in which the committee

While the report does not exclude the F-35 (shown
here), its recommendations to make use of existing
infrastructure and “recognize the importance of
air-to-air refueling as it relates to...sovereignty”
suggest the Boeing F/A-18E/F Super Hornet is still
very much an option. Jeff Wilson Photo

According to the commander of 1 Canadian Air
Division and Canadian NORAD Region, NORAD
responded to more than 3,500 possible airborne
threats and intercepted more than 1,400 aircraft in
Canadian and U.S. airspace between September
2001 and February 2015.
The committee was especially reminded of the importance of North American security to the CanadaU.S. economic relationship. To ensure that partnership remains strong, many witnesses stressed the
need for interoperability on military programs.
In fact, one of the key requirements for the next
fighter jet, according to RCAF commander LGen Mike
Hood, is that it be “seamlessly interoperable” with the
U.S. Air Force.
A House of Commons defence committee has
recommended the government conduct a review of
all operational capability requirements for Canada’s
next fighter jet and select a replacement within the
next 12 months. Mike Reyno Photo

heard from dozens of senior government and military
officials and academics. The committee also visited
NORAD headquarters in Colorado Springs. The
members of both opposition parties submitted
dissenting opinions and accused the majority members
of the committee of rushing through the final stages of
the draft report without their input.
The committee was told that while Canada faces an unpredictable international security environment, there is
no immediate direct military threat from another state.
But being surrounded by three oceans and a friendly
neighbour is no guarantee: increased military spending
in certain regions, the impact of climate change, and
global competition for energy resources are among
many changes contributing to greater volatility.
An increase in asymmetric threats posed the biggest
concern for many security and military officials, but
conventional foes still loom large, especially with the
resurgence of Russian long-range bomber flights.
“I can assure you that Russia is at the top of our list
in terms of countries we watch carefully and monitor closely,” said Stephen Burt, the assistant chief of
defence intelligence with the Canadian Forces Intelligence Command.

The cornerstone of the defence relationship is
NORAD, a partnership established in 1958 that
several witnesses argued should be expanded to
address security issues in all environments—air,
space, maritime, land and cyber. At present, NORAD
conducts aerospace warning, aerospace control and
maritime warning.
As well as examining the “system-of-systems”
capability Canada and the U.S. now deploy to maintain
readiness for the NORAD mission, the committee
also looked at the rationale for amalgamating what
is known as the Tri-Command of NORAD, Canadian
Joint Operations Command and U.S. Northern
Command into a single bi-national North American
defence command and control structure that would
be responsible for all domains.
It also recommended a review of the locations of
Canada’s two main CF-188 operating bases—3 Wing
Bagotville in Quebec and 4 Wing Cold Lake in Alberta—
“to ensure they are optimally positioned to respond to
asymmetric threats under the auspices of (the NORAD
mission known as) Operation Noble Eagle (One).”
While the RCAF has a range of air assets to meet its
domestic and international missions, the committee
heard that “there is an urgent need to move ahead
with the recapitalization of the RCAF.”
“It is clear that billions of dollars will need to be invested
in the RCAF in the near future, not only to maintain its
level of readiness and to ensure that its contributions

to NORAD as well as search and rescue operations, in
particular, remain as efficient and successful as can
be, but also to enhance its capabilities to respond to
any new challenge or threat the international security
environment may throw its way,” the report said.
The report also put the complicated and controversial issue of ballistic missile and cruise missile
defence back on the table. Five of the committee’s
recommendations dealt with the subject, including
a suggestion that the “defence policy review reconsider Canada’s position with regard to ballistic missile
defence in the context of Canada’s defence priorities
and limited financial resources.”
Witnesses told the committee there has been a proliferation of ballistic missiles in recent years, including
the “appearance of new and more advanced types
of long-range precision cruise missiles capable of
being launched from various platforms.” Almost 30
countries now possess ballistic missile capability, and
together, “these countries have approximately 50 different variants of ballistic missiles.”
In addition, “there are currently 13 new intermediaterange and eight intercontinental ballistic missile variants under development” in those countries.
Finally, the committee made several recommendations to strengthen northern security, urging the
government to “adapt our northern surveillance and
defences to a potential Russian threat” and “recognize the need to maintain and improve all aspects
of Arctic domain awareness” as the North Warning
System reaches the end of its operational life.
While the committee was “impressed with the high
state of readiness of NORAD and the RCAF, and with
their capacity to defend Canada and North America
from various external and internal menaces,” the report concluded that “there may be means to enhance
and strengthen the aerospace defence of Canada
and North America in a number of ways.”
Meanwhile, it was revealed in early October that the
Canadian military is planning to request up to $500
million in government funding to modernize its CF188 Hornet fighter jets. The request, expected to be
submitted in early 2017, would cover planned upgrades to keep the fleet flying until 2025.
November/December 2016
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Rouge surpasses expectations
By Brent Jang

As of the summer of 2016, the Rouge
network spanned five continents and featured
about 70 destinations. Eric Dumigan Photo

Air Canada’s leisure operation Rouge has grown
steadily since it launched in mid-2013, exceeding management’s expectations.
Rouge has 44 planes in its fleet, including 19
Boeing 767s, 20 Airbus A319s and five Airbus
A321s. Another five Boeing 767s are scheduled
to be added in 2017, pushing Rouge closer to
its 50-plane ceiling, limited for now by collective
agreements at Air Canada.
The narrow-body Airbus jets focus on routes
in North America, including cities in the United
States and Mexico. There are also Caribbean
destinations on the Airbus map.
“The predominant amount of flying by Rouge on the
wide-body 767s is across the Atlantic to Europe in
the summer and to sun destinations in the winter,”
said Cormark Securities Inc. analyst David Tyerman.
Tyerman estimates that Rouge recently accounted
for 17 per cent of Air Canada’s overall available seat
miles—an industry measure of an airline’s capacity.
That proportion of flying carried out by Rouge is
impressive, considering that when the leisure division launched on July 1, 2013, it had just two
Boeing 767s and two Airbus A319s.
“Rouge has a competitive advantage with lower
crew costs and high-density planes on the leisure routes,” said Tyerman.
As of the summer of 2016, Rouge employed
about 500 pilots and more than 1,100 flight attendants. Its network spans five continents, featuring about 70 destinations.
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While there has been speculation that Air Canada
may try to transfer certain domestic routes to
Rouge, industry experts predict the unit will find
niche markets within Canada and leave the major
domestic routes to the mainline operation, especially given flying restrictions under union contracts.

Some industry observers say Rouge has come in
handy to discourage low-cost competitors from
emerging on cross-border routes into the United
States. The Air Canada unit flies to American cities such as San Diego, Orlando and Fort Lauderdale, to name a few.

On some routes in the discount leisure market,
there are rivals such as tour operators Transat
A.T. Inc. and Sunwing Travel Group. NewLeaf
Travel Co., a reseller of tickets that kicked off in
July, has said it intends to provide future service
to U.S. sun destinations.

Rouge’s discount fares have cut into Air Canada’s
yield, which is the average price paid by one passenger to fly one mile.

During a conference call with industry analysts
in July, Air Canada chief executive officer Calin
Rovinescu said he believes there is a business
case to be made for expanding Rouge beyond the
current restriction of 50 planes.
Ben Smith, president of passenger airlines at Air
Canada, said Rouge has been effective in competing for traffic to popular vacation spots and
also adding new international destinations.
“Air Canada Rouge has surpassed our expectations and has become integral to our international growth strategy,” said Smith in a statement.
He pointed out that Rouge has been busy this
year, beginning flights from Toronto to destinations
such as Prague, Warsaw, Glasgow, Budapest and
London-Gatwick Airport. Other routes that began
this year include Vancouver-Dublin and MontrealCasablanca. Last year, Rouge started service between Vancouver and Osaka.

In the second quarter of 2016, Air Canada’s
financial results noted that there were “a higher
proportion of seats into long-haul leisure markets,
led by an increase in lower-cost flights operated by
Air Canada Rouge.”
Some consumers have complained on aviation
websites about the cramped seats in Rouge’s
economy class and there is also dissatisfaction
about premium economy. Those disenchanted
travellers vow to steer clear of Rouge, even if it
means forgoing Aeroplan loyalty points and opting for carriers that charge more.
Despite critical reviews from some travellers, Air
Canada has watched the passenger numbers
expand as Rouge dangles lower fares in a bid
to bolster traffic among those who are willing to
sacrifice legroom.
Rouge officials say the premium economy cabin
on the Airbus A319s were refurbished to incorporate larger seats and there have been in-flight
entertainment system upgrades across the fleet
to enhance the content available for customers to
view on tablets.
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Air Canada breaks
ground at Pearson
By Andy Cline
Dignitaries from Air Canada, the Greater Toronto
Airports Authority and Ledcor Construction celebrate
the groundbreaking for the new Air Canada Hangar 5
at Pearson Airport. Andy Cline Photo

Bombardier and
Viking conclude
amphibious
aircraft deal
Bombardier announced on Oct. 3 that the
sale of its amphibious aircraft program to
British Columbia-based Viking Air Limited
had been concluded.
The type certificates for all variants of the
aircraft, including the CL-215, the CL-215T
and the Bombardier 415, have been transferred to Viking, which is now designated as
the OEM for the amphibious aircraft.
Viking also assumes responsibility for inservice product support for the fleet of 170
waterbombers currently in operation in 11
countries worldwide.
“The completion of this acquisition is a significant milestone, and now allows us to fully
engage with the operator group to understand their requirements,” said David Curtis,
president and CEO of Viking and chairman of
Longview Aviation Capital.

Air Canada broke ground on Sept. 22 to mark the
start of construction of its new, state-of-the-art
Hangar 5 at Toronto’s Lester B. Pearson International Airport. Located in the midst of the Air Canada
maintenance campus at Pearson, it will occupy land
formerly used by a hangar which was demolished
this spring. The new facility will be sandwiched between two existing hangars on Silver Dart Drive.
The building will help to replace Air Canada’s
Hangar 8, at the end of the same row of hangars, which will be demolished to accommodate
Toronto’s Terminal 3 expansion starting in 2017.
The new $90 million Hangar 5 project is part of
Air Canada’s ongoing Toronto global hub expansion. The primary contractor for the project is
Ledcor Construction. The new hangar will have
127,000 square feet of floor space, equal to
seven hockey rinks, with a 77-foot ceiling. The
facility will be able to accommodate up to three
wide-body and two narrow-body aircraft simultaneously, and will be optimized for the airline’s
new Boeing 787 Dreamliner fleet.
With completion planned for April 2018, it will be
the largest freestanding uninterrupted commercial hangar span in Canada, at 535 feet without
support columns.
Environmentally friendly features include low energy LED lighting, “light harvesting” via sidewall
panels that let in exterior light, radiant heating,
and new high-efficiency hangar doors. The doors
consist of six leaves, each approximately 75 feet
high and wide, that open at the rate of 60 feet per
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minute. The door will feature an aperture which
allows an aircraft tail to protrude outside the
hangar while the door is closed. These attributes
combine to help prevent energy loss with faster
door closure in cold weather.
The hangar will house approximately 150 work stations in the office area. It will have multiple classrooms able to accommodate 200 people, offering a
huge leap in training options compared to previous facilities at YYZ, and also has a cafeteria for 100 people.
“Air Canada is demonstrating its commitment to
international expansion at its Toronto global hub by
investing $90 million on this project to create a new
hangar,” said Benjamin Smith, president, passenger
airlines at Air Canada. “We have grown our Toronto
operations by more than 50 per cent since 2009. This
building, our second major construction project in the
Greater Toronto Area following the opening of a new
$60 million operations centre in Brampton in 2013,
will support Air Canada’s future growth by giving us
state-of-the-art maintenance storage and training
facilities in an environmentally-friendly structure.”
Richard Steer, Air Canada’s VP of maintenance
and engineering, added, “The rapid growth of
Air Canada’s wide-body fleet, from 56 aircraft in
2009 to almost 100 by 2017, has necessitated the
growth of line maintenance capability at Pearson.
Twenty-one of 37 new Boeing 787 Dreamliners have been delivered, and they will be joined
by the Boeing 737 MAX starting in 2017 and the
Bombardier C Series in 2019. The new hangar will
significantly increase our ability to carry out line
maintenance on the growing fleet.”

“Aerial firefighting capability is becoming
increasingly important, and with our leadership in supporting utility aircraft, we look
forward to working with operators to ensure
these vital aircraft remain ready to perform
to their full potential, protecting communities
and critical infrastructure.”
For its part, Bombardier said the divestiture
will allow it to focus more closely on the production of business jets, commercial aircraft
and rail transportation.

Viking Air now owns the type certificates for
all variants of the CL-215, the CL-215T and the
Bombardier 415 aircraft, and will be providing
after-market services. Alfredo La Marca Photo
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Eagle Copters partners with
CertCenterCanada on Bell 412 upgrade
By Lisa Gordon
The newly launched CertCenterCanada will be
helping Eagle Copters to plan, test and certify a new
integrated cockpit solution for the NRC’s Bell 412,
shown here. Mike Reyno Photo

Eagle Copters of Calgary has partnered with CertCenterCanada, the only independent flight test
and certification facility in the country, to complete
and certify an integrated cockpit solution for a
25-year-old Bell 412 helicopter belonging to the
National Research Council of Canada (NRC).
Eagle Copters has been in business for 41 years and
offers helicopter leasing, sales and support services
to a global network of customers. The company was
contracted by the NRC to upgrade their aircraft with
higher power, electronically controlled engines to
improve rotor stability and overall capability in support of NRC’s flight research programs.
During the early phases of the program, it became clear to Eagle Copters and NRC that inte-

grating the engine controls with a more modern
glass cockpit made more sense than re-using
the helicopter’s original analog cockpit.
“Our program to integrate a new cockpit into the
NRC aircraft has been going on for quite some time,”
said Stephane Arsenault, Eagle Copters’ vice-president of sales and marketing. “Our initial plan was
to develop a commercially viable retrofit solution for
both the engine and cockpit, but the program complexity and certification challenges we’ve uncovered
have redirected us. Our current goal is to successfully complete our NRC contract with a solution that
fully satisfies their overall needs, and will provide us
with a technical foundation for future programs.”
The Bell 412 is the civilian variant of the CH-146
Griffon helicopter currently in service with the Royal Canadian Air Force. Arsenault said the technical
solution that is under development could also be
applicable to military programs, based on both cost
effectiveness and the overall avionics architecture.
CertCenterCanada staff will work with Eagle Copters
and its sister company, DART Aerospace, to help
guide the planning, testing, documentation and ultimate certification process with Transport Canada.
“Our program with the NRC Bell 412 represents
the perfect opportunity for us to begin our working

relationship with CertCenterCanada,” said Barry
Kohler, president of Eagle Copters. “This program
has grown and changed considerably from its inception. We felt we owed it to our team and the NRC to
supplement our internal capability with an objective,
highly experienced organization to ensure we end up
with the most effective solution for both our current
customer and the potential re-use of the technology.
“It also starts what will be a long-term relationship
with CertCenterCanada, as our future programs will
increase in complexity and we’d much rather use an
experienced set of available resources versus finding and developing all of these resources ourselves.”
CertCenterCanada is an initiative launched by Montreal-based Marinvent Corp. According to company
president John Maris, the centre was opened in
July 2016 to meet an increasing worldwide demand for independent flight test and certification
services. The new organization aims to support civilian and military clients seeking to test and certify
aircraft, avionics and aircraft systems, thereby reducing the substantial costs, time commitment and
risk associated with product certification.
“We are proud that Eagle Copters has chosen to
work with us and welcome them as our launch
customer,” said Maris. “It starts us on our path to
becoming a resource for aviation and aerospace companies of all sizes while helping
to further develop Canada’s strong national
certification capabilities.”
The CertCenterCanada concept has been
welcomed by both government and industry.
When it was first announced at the 2016
Farnborough International Airshow, Chrystia Freeland, Canada’s international trade
minister, said, “This new certification centre
will not only save our aerospace companies
time and money and make them more competitive globally, but it will create high-quality
employment for the middle class at home.”
Jim Quick, president of the Aerospace Industries Association of Canada (AIAC), noted that
a prompt and responsive certification process
is essential to ensuring that the Canadian
aerospace industry remains competitive.
“Canada is a world leader in aircraft certification and this announcement will only
reinforce and enhance our capability in
this regard,” said Quick. “I congratulate
CertCenterCanada on this very important
milestone and commend Eagle Copters for
support for this initiative.”
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First Melbourne-built Legacy 450 takes flight
The first Legacy 450 mid-light business jet to be
assembled at Embraer Executive Jets’ plant in
Melbourne, Fla., has logged a successful maiden
flight. The Legacy 450 performed as expected
and all flight test procedures were successfully
completed, reported the company. The aircraft is
scheduled for delivery in December.
The Legacy 450 is the third business jet model to
be assembled at the recently expanded Melbourne
facility, where the midsize Legacy 500 will also be

built beginning in 2017. The Legacy 450 is also
being assembled in São José dos Campos, Brazil,
since August 2015, where the Legacy 500 began
assembly one year earlier.
Embraer began its Melbourne aircraft assembly operations in early 2011 with the entry-level Phenom
100, followed by the Phenom 300 in August 2012.
In just over five years, the OEM has delivered close to
200 Phenom jets from its Melbourne facility to customers across the U.S. and in 12 other countries.

Embraer Executive Jets is celebrating a successful
maiden flight for the first Legacy 450 to be
assembled at its Florida plant. Embraer Photo

Cascade teams with
SNC on medium
altitude ISR solution
Cascade Aerospace and Sierra Nevada Corporation (SNC) have announced a strategic
teaming agreement to provide dedicated intelligence, surveillance and reconnaissance
(ISR) services to Canada.
Under the agreement, Cascade and SNC will
propose a solution to support the Department of National Defence (DND) requirement
to acquire a manned medium altitude ISR
(MAISR) capability. The operational level,
multi-sensor MAISR system will be deployable on short notice to provide fully-capable
mission support to domestic and international operations.
The government is looking to procure three
Beechcraft King Air 350ER aircraft as the
platform for this capability.
“This is Canadian aerospace innovation and
excellence in action,” said Ben Boehm, chief
operating officer, Cascade Aerospace Inc. “By
combining Cascade’s expertise in modification and maintenance of multi-engine aircraft
with Sierra Nevada Corporation’s world leading design and production, our team is unmatched in meeting Canadian requirements.”
“This agreement between Sierra Nevada
Corporation and Cascade Aerospace complements our offerings as a widely recognized provider of high-quality, multi-mission
ISR products and services,” added Ali Dian,
vice-president of international programs for
Sierra Nevada Corporation’s Integrated Mission Systems business area.
Through this agreement, Cascade Aerospace
will perform A-Kit and B-Kit installations, as
well as providing full in-service support (ISS)
for the platform. Sierra Nevada Corporation
will provide the ISR system design, including
design of A-Kit and B-kit assemblies.
November/December 2016
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Field Aviation delivers fourth
missionized Challenger to Australia
Field Aviation has delivered a fourth missionized
Challenger aircraft to Cobham Aviation Services, just three months after delivering the third.
These aircraft will provide enhanced search and
rescue capabilities in support of Australian Maritime Safety Authority (AMSA) operations.

fied to incorporate new generation sensors and
SAR equipment; two belly radomes (search radar
and direction finding system); retractable EO/IR
camera located in the tail of the aircraft; conformal enlarged observation windows; a missionized interior; and an air operable cargo door.

Field Aviation designed, installed, flight tested,
and certified structural, electrical and aerodynamic changes to the aircraft. These included a
lavatory, galley, and cabin area reconfiguration,
as well as the installation of the sensor provisions and aerodynamic modifications. Cobham
Aviation Services completes the aircraft with
the installation of sensors and a mission management system once they arrive in Australia.

Field Aviation has a long history with Cobham
Aviation Services on the Australian Border
Protection program.

Cooperation between the two companies creates a highly-advanced turnkey solution for
AMSA, with jets that have been specially modi-

“We look forward to these aircraft demonstrating
their value and versatility for the Australian Maritime Safety Authority with our long term partner,
Cobham Aviation Services,” said Brian Love,
Field Aviation’s chief operating officer. “Missionizing the Bombardier Challenger platform is one
of our strengths at Field Aviation and we are very
proud to be a part of this program.”

Field Aviation designed, installed,
flight tested, and certified structural, electrical
and aerodynamic changes to the missionized Challenger
aircraft destined for the Australian Maritime Safety Authority. Field Aviation Photo

ThE WorlD’s ulTiMaTE uTiliTY vEhiclE

Grand Caravan EX
867hp EnginE

NoW BookiNg DEMo Tours!
CoNtACt us to fiNd out more.

ExclusivE DEalEr for:
New Cessna Caravans and Piston Aircraft,
www.prairieaircraft.com
New Beechcraft Piston Aircraft for
403-286-4277 • sales@prairieaircraft.com
Western/Northern Canada

20 SKIES Magazine

Rural and Remote Health Minister, Greg Ottenbreit,
stands with pilots, nurses and flight medics in
front of a King Air 200 used by Saskatchewan Air
Ambulance. Colin Kunkel Photo

Saskatchewan
Air Ambulance
celebrates 70 years
By Colin Kunkel
On Sept. 20, representatives of Saskatchewan Air
Ambulance, the Saskatoon Health Region and the
Saskatchewan government gathered in Saskatoon
to help mark the 70th anniversary of air ambulance
service in the province.
Launched as a lifeline in the rural province, which
boasted few major highways during the late 1940s,
Saskatchewan Air Ambulance is the oldest formally
organized non-military air ambulance service in
North America. It plays a pivotal role in the transport
of critically ill and injured patients, ensuring they receive the best medical treatment possible.
“Our government is committed to ensuring that Saskatchewan people have timely access to the health
services they need, no matter where they live,”
said Rural and Remote Health Minister Greg
Ottenbreit, who attended the open house. “We
have been well served over the past seven decades by the dedicated men and women of
Saskatchewan Air Ambulance.”
On average, Saskatchewan Air Ambulance will
fly 125 missions every month and this past fiscal year the service flew 1,518 flights, ranging
from patient transfers to full critical care emergency flights. Saskatchewan Air Ambulance
was initially based out of Regina, but moved
operations to Saskatoon’s John G. Diefenbaker Airport in 1993 to better serve more isolated communities in northern Saskatchewan.
What began in 1946 with a single, surplus
Norseman, has grown into a 24-hour operation, supported by three Beechcraft King Air
200s, along with 29 pilots and first officers; 37
registered nurses and flight medics, and nine
aero-medical engineers and support staff.
Ottenbreit noted that Saskatchewan Air Ambulance is a large part of Saskatchewan’s rich
aviation history. “To have the first civilian air
ambulance service outside of [the military], is
something quite amazing in North America,
and it was developed in Saskatchewan.”
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Canadian Airports Council seeks
funding for small NAS airports
By Ben Forrest
Canada’s airports industry association is calling
for changes to a federal policy it says is preventing six small airports from accessing infrastructure funding at a critical time.
The Canadian Airports Council (CAC) is seeking
funding for small National Airports System (NAS)
airports that are ineligible for various infrastructure programs.

Fredericton International Airport is 75 per cent over capacity in its terminal building and seeking both federal
and provincial contributions toward a $30 million expansion. YFC Photo

“It’s pretty pressing,” said Daniel-Robert Gooch,
president of the CAC. “We have seen a backlog
of projects grow. So the numbers we’re talking
about now are higher than they were five, six
years ago, when this campaign was started.”
NAS airports operate on a not-for-profit basis
but lease their land from the federal government,
with assets reverting to the government after 60
years, the CAC said in a news release.
Six small NAS airports in Charlottetown, P.E.I.; Fredericton, N.B.; Gander, N.L.; London, Ont.; Prince
George, B.C.; and Saint John, N.B., are ineligible
for the Airports Capital Assistance Program (ACAP)
and other infrastructure funding programs, because
they are located on federal land, despite meeting
the program’s eligibility criteria, said the CAC.
NAS airport authorities are expected to be financially self-sufficient and there are no dedicated
or annual sources of funding for these airports,
Transport Canada said in a statement.
The federal government also does not provide
them with any operational funding, but Transport Canada said small NAS airports have received federal funding for infrastructure projects
through a variety of sources.
A list provided to Skies cited funding allocations
to five small NAS airports between 2002 and
2011. They range from $1.2 million for a terminal
expansion in Charlottetown to $11 million for a
runway extension in Prince George.
“They have made programs in the past where
you could apply for funding,” said Doug Newson, CEO of the Charlottetown Airport and chair
of the CAC’s small airports caucus. “And some
small NAS airports, including Charlottetown, did
receive funding. But today there currently exists
no program. So we’ve been basically pushing the
federal government to either change current criteria for existing programs so that we can apply,
or create a new program for small NAS airports.”
(Cont’d on p.24)
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(Cont’d from p.22)
The airports have come to a critical point where
infrastructure support is not only a matter of
fairness but rather a necessity, said Newson in
a statement.

An example is Fredericton International Airport,
which is 75 per cent over capacity in its terminal
building and seeking both federal and provincial
contributions toward a $30 million expansion.

“Whether it be critical runway repairs or adequate
space for passengers to line up for security, the infrastructure deficit is growing and there are significant long-term sustainability challenges,” he said.

“It’s not a project building for the future,” said Johanne Gallant, the airport’s president and CEO.
“It’s really to accommodate the existing business
and for the future.”

Fredericton’s terminal building was designed for
200,000 passengers a year and is already at
350,000, said Gallant. That’s thanks in part to
the arrival of new services from WestJet and
Air Canada, as well as charters, traffic at the
Moncton Flight College and visitors who fly in
for training at 5th Canadian Division Support
Base Gagetown.
“It’s definitely a good news story,” said
Gallant. “We just need to really move forward to the next step with this terminal
expansion. We’re shovel-ready. We’re
ready to go. We’re just waiting on a partnership agreement.”
The expansion would include adding a
second security line since the existing line
has major congestion at peak hours, as
well as a larger hold room, more space for
ticketing and revamped washrooms.
Charlottetown is in the first year of a
three-year runway improvement program
that will see a 2,000-foot extension of its
shorter, crosswind runway.
The plan is to use this runway to continue
operating in the third year of the project,
when the airport’s main runway undergoes reconstruction.
“It’s simply coming to the end of its life
cycle,” said Newson, referring to the
main runway. “These runways only have
a certain lifespan, and we’re coming up
on over 20 years where it just needs
some major repair work and some drainage issues to fix.”
The runway work is expected to cost
around $20 million, and the airport is
contemplating the need to raise fees,
finance the work through debt, or a combination of those options, if it does not
receive federal funding.
“For us in Charlottetown on the runway
side, it’s a no-brainer,” said Newson. “We
simply have to do it, so we’re going to do
it and we’re going to make it work. For the
other airports that may have terminal projects, the passenger experience will suffer
for sure because they just can’t accommodate the numbers that they’re seeing
through there as well. And it may result
in losing air service or maybe not growing
as quickly as some of these communities
could, that rely on air service.”
While the CAC cites a positive response
from the federal government on the issue,
no solution is yet in place. The organization hopes that will change sometime this
fall, or during the next federal budget cycle
at the very latest.
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Stars shine at Northern Lights gala
By Lisa Gordon
merous to name, but there’s no doubt that Bjornson
carved a path for future female pilots to follow.
On Oct. 1, 2016, Bjornson was among a panel of
women who were recognized for their accomplishments at the 8th annual “Elsie” gala in Vaughan,
Ont. The event is organized by the Northern Lights
Award Foundation, which was founded in memory
of Elsie MacGill, a Vancouver-born aeronautical engineer who became the world’s first female aircraft
designer. During the Second World War, MacGill
was fondly known as “Queen of the Hurricanes”
for her role in overseeing production of the Hawker
Hurricane in Fort William, Ont. (now Thunder Bay).
The 2016 honourees take centre stage during the “Elsie” awards gala on Oct. 1. In the front row, from left to
right, are Dr. Catherine Mavriplis, BGen Lise Bourgon, Jolene Mahody, Dr. Sylvie Béland, Navreet Saini, Holly
Johnson and Rosella Bjornson. Andy Cline Photo

Back in 1973 when Rosella Bjornson was hired as a
first officer with Transair, a ground controller asked
her why she, as a “stewardess,” was being allowed
to use the radio. As the first jet qualified female
airline pilot in North America, the Southern Alberta
native faced her share of challenges as she blazed a
trail for women in Canadian aviation.

Bjornson was the first female member of the Canadian Airlines Pilots Association and, after she was
grounded in 1979 during her first pregnancy, she subsequently worked with Transport Canada to develop
new policy that would permit female pilots to fly for the
first six months of pregnancy. Her accomplishments
and contributions to the aviation industry are too nu-

The gala recognized seven remarkable women who
have made lasting contributions to Canadian aviation and aerospace. Bjornson, honoured with the
group’s Pioneer Award, was joined on stage by a
diverse group of accomplished professionals who
spoke in front of more than 300 guests.
Dr. Sylvie Béland, recipient of the Foundation’s Government Award, has had an illustrious career as an
aerospace and space scientist, working on technologies for the Canadarm2 and the International
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Space Station. She is the first female aerospace
research and development director at the National
Research Council of Canada (NRC) in Ottawa, has
held a number of senior positions at the Canadian
Space Agency, and acted as a Permanent Delegate
of Canada to the European Space Agency. The author of a book on high performance resins and their
composites, Béland has also received the Queen
Elizabeth II Golden Jubilee medal.

Sharing the Rising Star limelight with Johnson was
Navreet Saini, a graduate of Ryerson University’s
aerospace engineering program. After three internships with Bombardier, she took an avionics engineering position with Bell Helicopter and has since
transferred to the flight test department, working
on such aircraft as the new Bell 525 Relentless
medium-lift helicopter. She, too, is a pilot, holding a
private pilot’s licence and a night rating.

BGen Lise Bourgon is a maritime helicopter pilot who
has amassed more than 2,500 hours on the CH124 Sea King during her impressive 29-year military
career. The recipient of the Foundation’s Flight Ops/
Maintenance Award, Bourgon has done much to further women’s rights in the military. She was the
first female commanding officer of an operational squadron, first female wing commander,
and the first woman to command Joint Task
Force Iraq in Kuwait, with more than 600 personnel under her direction. As a mother of two,
Bourgon credited her husband and children for
their unfailing support—even sharing a funny
story with the audience about how, when she
was posted away from home, her children
would buy a new goldfish and name it “Mom,”
so that Mom would always be in the house.

While the gala event was full of memorable commentary from the honourees as well as keynote
speaker Karen McCrimmon, MP for Kanata-Carleton
and therobinson_r66_ad_half_page_skies_oct_nov_issue.pdf
first woman to command a Canadian Forces
flying squadron in 1998, it was Saini who perhaps

Jolene Mahody joined Air Nova in 1992 and has
worked her way up through the organization,
playing an important role in the merger of four
regional airlines into what eventually became
Jazz Aviation LP under the holding company
Chorus Aviation. The recipient of this year’s Business Award, Mahody is a chartered accountant
and the executive vice-president and chief financial officer at Chorus. Having just celebrated her
24th anniversary with the company, Mahody told
gala attendees that she is incredibly lucky to be
surrounded by the talented Chorus staff.

summed it up best by quoting some very apropos
words from Sir Isaac Newton: “If I have seen further,
it is by standing upon the shoulders of giants.”
Indeed, the Northern Lights Award Foundation exists to recognize the giants in Canadian aviation and
aerospace; women who blazed a trail for those who
would one day come behind them.
Eight years ago, 65 people came out to the first Elsie
gala. Today, attendance has cracked 300 and the event
boasts sponsors such as Porter Airlines, Bombardier, Air
Canada, Jazz and Pratt & Whitney Canada.
There’s no telling how many people will show up
next year.
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The 2016 Education Award was presented
to Dr. Catherine Mavriplis, a professional engineer who is currently on the faculty at the
University of Ottawa. A tireless advocate dedicated to the advancement of women in science, engineering and mathematics careers,
Mavriplis was selected as the NSERC/Pratt &
Whitney Canada Chair for Women in Science
and Engineering. She was inspired by her father, an engineer at Canadair, to develop her
love of mathematics into a career—and today,
her focus is on computational fluid dynamics.
CM

MY

CY

CMY

K

The evening’s last two awards went to the
Foundation’s Rising Stars—women under
the age of 30 who have shown exceptional
promise for a future leadership contribution to
aviation and aerospace.
With a mechanical engineering degree from
the University of Toronto, Holly Johnson joined
MacDonald, Dettwiler and Associates (MDA)
as a student and has worked on the Canadarm
program, as well as serving as the lead systems engineer on the neurosurgical medical robotic arm, which facilitates hands-free surgical
imaging. She is also a private pilot.
November/December 2016
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Webster
competition
honours
young
aviators
Mark Crha, representing Eastern Ontario,
has been named as the 2016 Webster
Memorial Trophy winner. Nine nominees
representing nine geographical areas of
Canada competed for the trophy during
the week-long competition, held once
again at Brampton Flight Centre in Ontario. Crha is currently working toward
his commercial pilot’s licence at Seneca
College. As the winner, he received grants
from the Aircraft Owners and Pilots Association (AOPA), Air Transport Association
of Canada (ATAC) and FlightSafety. Crha
also received a $1,000 grant toward his
flight training from Air Canada Pilots Association (ACPA) and a $2,000 grant toward
IFR training from Moncton Flight College.
Brampton Flight Centre offered him a job
as a flight instructor.
In related news, long-time Webster administrators Amy and Wayne Foy stepped down
from the job at the closing gala this year,
leaving a well-run legacy in the capable
hands of Brenda Reid.
– With files from Andy Cline

Find it on ASO.

Featuring over 2,200 aircraft for sale, ASO is the most up to date and comprehensive
online marketplace. With powerful search capabilities, customized aircraft email alerts
and many enhanced buying tools, ASO is the best place to find your next helicopter.

Buyers use ASO. www.ASO.com

Images courtesy of Bell, Robinson and Sikorsky

For more information call 1-888-992-9276 / International call 1-732-704-9561
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Mark Crha is the winner of
the 2016 Webster Memorial
Trophy. Andy Cline Photo

If you would like to submit a press release
or if you have a new product or service that
you believe is newsworthy, please email our
news editor at news@skiesmag.com.

For more news updates

visit skiesmag.com

INNOVATING THE WAY THE WORLD FLIES
The Bell 505 Jet Ranger X is a new five-seat aircraft designed to deliver safety, efficiency and reliability
through the use of advanced technology. Featuring the Garmin G1000H™ flight deck and large cabin doors
for easy loading of passengers and cargo, the new Bell 505 Jet Ranger X offers multi-mission capabilities

Visit Us at NBAA | Booth 219
BELLHELICOPTER.COM

© 2016 BELL HELICOPTER TEXTRON INC.

with exceptional performance characteristics.
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photos from our readers

GoGo Air’s Boeing 737-500 lands at Iqaluit International Airport after conducting tests on its new 2Ku satellite system. Brian Tattuinee Photo
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Skies highlights photos posted on

skiesmag.com and facebook.com/skiesmag.

The Harvest Moon rises on an Air Canada
Boeing 787 Dreamliner at Toronto’s Pearson
International Airport on Sept. 15, 2016.
John Chung Photo
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Skies highlights photos posted on

skiesmag.com and facebook.com/skiesmag.

The 900 shp Texas Turbines Conversions Garrett engine and four-bladed Hartzell
propeller on this Black Sheep Aviation and Cattle Company Cessna 208 Supervan 900
generate vortices as it climbs off the water. Simon Blakesley Photo
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Skies highlights photos posted on

skiesmag.com and facebook.com/skiesmag.

A CF-188 Hornet from 3 Wing Bagotville, Que.-based 425 Tactical Fighter Squadron blasts off
from Montreal’s Pierre Elliott Trudeau International Airport. The squadron recently painted
the tails on this CF-188 to commemorate its 75th anniversary. Patrick Cardinal Photo
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AVIONICS

beechcraft King Air 350i

Watch the video here!
Touchscreen simplicity comes to the King Air flight deck with the addition of
the Rockwell Collins Pro Line Fusion avionics system. Among its features are
intuitive graphical flight planning, high-res synthetic vision, a multi-sensor flight
management system, and integrated touchscreen checklists. Textron Photo

A Touch

Glass
of

Skies flies the King Air 350i equipped with the
Pro Line Fusion touch avionics system.
By Robert Erdos

he merits of the King Air aircraft line are hardly news.
Beechcraft, now under Textron’s corporate stewardship, has
sold over 7,000 of the iconic turboprop twins since the Model
90 was introduced in 1964. Skies featured a pilot report on the King Air
350i in October 2012 and found it a mature design with terrific utility.
But something is new with the King Air: touch avionics. Now featuring
the Rockwell Collins Pro Line Fusion avionics system, the King Airs
currently have the only touchscreen primary and multifunction displays on
a business aircraft.
Touch technology is ubiquitous. I imagine that every pilot who has ever
used an iPad has shaken his head in dismay about the comparative “stateof-the-art” in avionics. We’ve grown accustomed to poking, pinching,
zooming and swiping displays, yet those capabilities didn’t find their way

T
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into our cockpits. Apparently, that has changed.
Textron’s demonstrator aircraft, King Air 350i registration N1041F,
brought its new avionics to Ottawa International Airport on a sunny August
day. I flew with Textron demonstration pilot Nathan Schrag. To evaluate
the touch avionics, we planned a round-robin flight to Montreal’s Mirabel
Airport with an instrument approach at each end.
First impressions of the new King Air 350i cockpit were a study in
contrasts. The most recent “clean sheet of paper” airplane designs eschew
knobs and switches for an almost entirely digital interface. Not so the King
Air. It exemplifies the challenges of integrating modern avionics into a legacy
airframe; retaining the time-proven and familiar assortment of controls and
gauges, whilst adding three bright, beautiful 14.1-inch displays.
Arranged in landscape orientation, the displays almost filled the width

AVIONICS

beechcraft King Air 350i

Download this wallpaper here!
The King Air 350i is a study in contrasts: a legacy cockpit
with time-proven controls and gauges, with the addition of
three bright 14.1-inch cockpit displays. Textron Photo

The displays are supplemented by a cursor control
panel for each pilot and a QWERTY keyboard.
Peter Handley Photo

Textron has also introduced some enhancements
into the King Air cabin, including standard Wi-Fi
connectivity. Peter Handley Photo

of the cockpit. Missing from a conventional electronic flight deck are
such items as control display units (CDUs) and radio tuning units (RTUs).
The interface now consists of the displays themselves, supplemented by
a cursor control panel (CCP) for each pilot, a QWERTY keyboard and a
sprinkling of dedicated knobs and buttons.
QWERTY is an interesting choice, as it denotes a departure of design
philosophy from conventional flight management system (FMS) CDUs
that use ABC-123 keypads in closer alignment with familiar consumer
electronics that we use in our regular lives. There is even an “escape” key,
familiar to any desktop computer user, which closes a pop-up box and
cancels the entry in progress. Cue the applause.
Schrag made quick work of the start-up procedures, then when it was
time to initialize our flight plan he gestured that I was free to take a stab at

Test pilot Rob Erdos, left, with Textron demo pilot
Nathan Schrag. Peter Handley Photo

it. Let’s see… normally this would involve entering data into the FMS. It so
happened that the quick-access buttons on the top of the multi-function
display included one labelled “FMS.” I poked it.
A window popped up with the invitation to “PLAN” our flight. I was on a
roll! I entered the Ottawa airport identifier, CYOW, using the keyboard, then
cut-and-pasted it from the scratchpad into the departure airport field. The
process was not yet fully graphical, but straightforward nonetheless. The
system cued me to enter our route, departure and arrival procedures and
planned approaches. Once complete I hazarded a press of the “EXEC”
button and the routing appeared on the moving map. Voila!
Despite so much technology in evidence, the start-up and preflight
procedures were classic King Air. Schrag used the electronic checklists
to guide him through the various checks that turboprops demand:
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beechcraft King Air 350i

inside the
King Air 350i
———

Conventional
autopilot mode
selector panel
synthetic vision
and geo-reference
approach charts
hot keys to quickly
access frequently
used functions
touch control
interface for radios
and navaids
multi-function cursor
control panel and
keyboard
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From the left seat, Rob Erdos gets acquainted with the familiar, yet different, Fusion
cockpit. Navigation through the system is intuitive, with direct access to critical information
such as waypoints, routing, weather and flight planning. Peter Handley Photo

pressurization, autopilot, engine governors and autofeather systems. In
short order, we were ready to go. Touch displays certainly made things
easier. For example, tapping the bottom of the airspeed tape called up a
box for entry of our V-speeds.
Immediately upon departure from Ottawa’s Runway 25, I engaged the
autopilot and sat back to assess the avionics. The Fusion primary flight
display is state-of-the-art, including synthetic vision, a velocity vector and
a speed command bar. I found it clear and easily interpreted. The display
format is eminently flexible, and Schrag showed me how to configure each
display with my preference of full, half or quarter screen windows.
I quickly caught on to the interface, and began happily poking the
displays, although slowed by a mildly annoying actuation time delay
from touch to response. The displays utilize resistive, rather than the
capacitive touch technology normally found on tablets and smartphones.
Consequently, a pleasantly firm touch is required to activate the screen,
which is confirmed with a synthetic audible click. Resistive touch displays
also allow pilots to wear gloves.
A common concern about a touch interface is the influence of turbulence
upon the trajectory of one’s index finger. Flying Mirabel’s RNAV 29
instrument approach on a hot summer day was a good test. With so much
display real estate, a hand rest isn’t practicable, so there is no alternative
to reaching for the screen with one’s outstretched arm. Rockwell Collins
placed most of the on-screen buttons near the perimeter of the displays, in
an attempt to make the beveled edges of the displays available for support.
Alternatively, use of the CCPs was always an option. Nevertheless, I expect
that pilot workload would increase in turbulence.
En route back to Ottawa, I ruminated upon the implications of touch
capability to avionics. In bygone days, a pilot’s proficiency was determined
by their skills at basic aircraft handling. As aircraft became easier to
fly, and onboard systems became more complex, the limiting factor in
maintaining proficiency increasingly became familiarity with the avionics.
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In practice, it is often the perishable skills of recalling keystrokes and
syntax that determine a pilot’s proficiency. Touch avionics has the potential
to eliminate recollection of opaque computer menu structures from the
pilot’s skill set. In lieu of burrowing into hierarchical pages, the pilot
reaches out and actually touches the information with which he wants
to interact: map, altimeter, airspeed indicator, etc. Touch a waypoint, for
example, and an associated menu of options appears. There are still things
that a pilot needs to learn, but they are mercifully fewer.
Touch is coming, but implementations vary as the technology matures.
While Rockwell Collins provides touch displays, it’s worth noting that Garmin
has taken a different tack with their G3000 and G5000 avionics systems,
incorporating touch into separate control heads but not into the displays
themselves… or at least not yet. Time will tell which system proves preferable.
I find that good measures of the utility of an avionics interface are
the “intuition test” by unfamiliar fingers and also that it accommodates
multiple ways of performing a specific task. Fusion passed on both counts.
Overall, Fusion’s touch capability offered new and often simpler ways
of accomplishing routine cockpit tasks. Fusion touch delivers capability
where it counts.
Robert Erdos is a contributing editor for Skies magazine. He is a
professional test pilot with over 8,000 hours of flying experience on a
wide variety of aircraft. A graduate of the U.S. Navy
Test Pilot School, he is a former RCAF test pilot
who now works as an experimental test pilot for the
National Research Council in Ottawa. In his spare
time, he does formation and airshow aerobatic flying
as a pilot for Vintage Wings of Canada.
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cats

THE ONLY CANADIAN SOLUTION
FOR NEXT-GEN CATS.

*F-16 is subject to U.S. government approvals as to acquisition, configuration and end use.

WE’RE CHANGING THE FACE OF AIR COMBAT TRAINING.
Discovery Air Defence is providing Made-in-Canada solutions for Canada’s airborne training
and combat support needs. With the world’s largest privately-owned and operating fleet of
fighter aircraft, we are creating quality jobs and investing in capabilities within Canada, as well as
exporting our expertise to allies worldwide.
Discovery Air Defence is proud to be the Canadian solution for the next generation of
Contracted Airborne Training Services. Experience does matter.
Discover more at experiencematters.ca
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Heliport
Headache

Heliport rule interpretation
puts Canadian HELICOPTER
EMERGENCY MEDICAL SERVICES at risk.
By Oliver Johnson

Transport Canada’s interpretation of the performance requirements for operating from an
H1 heliport is causing a rift between operators and the regulator. Heath Moffatt Photo
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ublicly-funded air ambulance services in Canada are being put
at risk due to the national regulator’s “changing interpretation”
of H1 heliport performance requirements, according to
Helicopter Association of Canada president Fred Jones.
The issue came to widespread attention earlier this year after Transport
Canada informed EHS LifeFlight in Nova Scotia that it could no longer land
its Sikorsky S-76A (operated by Canadian Helicopters) at H1 helipads at
the QEII Health Sciences Centre and IWK Health Centre in Halifax, or at
the Digby General Hospital, as the aircraft didn’t meet the performance
requirements for H1 heliport operation.
This was then followed by a similar decision for B.C. Emergency Health
Systems’ (BCEHS’s) Helijet-operated fleet of S-76C+ aircraft, which meant
flights to seven hospital helipads in the province were suspended.
As an interim measure, both organizations were forced to land their aircraft
at alternate sites, and then ferry patients to hospitals by ground ambulance.
BCEHS air ambulance flights resumed at all seven helipads in midSeptember following an exemption order from Transport Canada, which
is in place until Jan. 31, 2017. Service was only restored to two hospital
helipads—at Royal Columbian Hospital and Surrey Memorial Hospital—
after BCEHS contracted Ascent Helicopters to use its MD 902 to access
the facilities. In terms of a longer-term fix, BCEHS said the order would
provide Helijet time to work with Transport Canada and Sikorsky to resolve
outstanding regulatory requirements.
“BCEHS will continue to work with Helijet and Transport Canada to
fully resolve the outstanding regulatory issues that Transport Canada
has identified,” said Linda Lupini, executive vice-president of BCEHS,
in a statement. “As part of our agreement, we expect Helijet to take the
necessary action to fully comply with Transport Canada’s requirements,
including any necessary equipment or fleet enhancements.”
The Canadian Aviation Regulations (CARs) define H1 heliports in
Standard 325.19(1.a) as being located within an obstacle environment
where there is no emergency landing area within 625 metres from the final
approach and takeoff areas (FATO), and the helicopters using the heliport
can be operated at a weight, and in such as manner that, in case of an
engine failure at any time during approach or takeoff, the helicopters can
either land and safely stop on the FATO or touchdown and lift-off (TLOF)
area, or safely continue the flight to an appropriate landing area.
But it’s the interpretation of the performance requirements for operating
from an H1 heliport that is causing a rift between operators and the
regulator. CARs Standard 325.19(2.a) states:
“Helicopters permitted to use an H1 heliport shall be multi-engined and
capable of remaining at least 4.5 metres (15 feet) above all obstacles
within the approach/departure area in accordance with subsection
325.29(3) when operating in accordance with their aircraft flight manual
with one engine inoperative.”
According to the HAC’s Jones, while these regulations have been in place
since 2007, it’s only recently that Transport Canada’s interpretation of this
section has become an issue.
“The way Transport Canada is currently interpreting the standard, they
are applying a CAT A [Category A] requirement, which is a certification
requirement for the aircraft,” he said. “But CAT A isn’t called for in [CARs]
325—it only calls for 15 feet above all obstacles, [which] is not even the
CAT A performance requirement. CAT A performance calls for 35 feet
above obstacles. What’s more, the aircraft flight operations manuals don’t
mention H1—they only contain CAT A performance charts.”
Jones said CAT A operation also triggers a raft of associated
requirements, setting a very high bar for operators.
“It’s a high bar in many ways: a high bar in terms of the helipad
infrastructure; the capital cost of CAT A compliant aircraft; and a very
burdensome requirement in terms of operational limitations and equipage
requirements as well.”
He argued that if Transport Canada had meant to say CAT A in the
standards, they should have written them that way, and said operators
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needed more predictability around the interpretation of the rules as they
make large capital investments based on them.
“We believe it’s a problematic and uncertain interpretation and it’s certainly
not clear to the industry how it’s supposed to be applied,” he said. “And when
I say ‘supposed to be applied,’ I mean based on a reasonable reading of
the regulations and standards—because Transport Canada seems to have
adopted an interpretation that we believe may be inconsistent with [that].”
The wider impact of Transport Canada’s interpretation would be
enormous, on a number of different levels, said Jones—especially due
to Canada’s largely publicly-funded model of air ambulance service.
“More powerful [and] more costly aircraft may put air ambulance service
beyond the reach of some of the provincial ministries of health, and
probably beyond the reach of small communities that would otherwise
have benefitted from EMS service,” he said. “Because once you’ve started
getting into those very costly aircraft, it’s difficult for the customer to
support those significantly higher purchase and operating costs.”
Ultimately, Jones said the issue was about giving Canadians access to EMS
helicopters. “Canadian EMS helicopter operators have a 40-year safety record
that is second-to-none,” he said. “We believe strongly that Transport Canada
needs to revisit its interpretation of [CARs] 325 in the context of our longstanding safety record in Canada, or the health and safety of Canadians will be
negatively impacted by reductions in EMS service availability across the country.”
To help resolve the issue, HAC held a recent meeting with Transport
Canada representatives and five operators to discuss the current problems
and possible solutions.
“The meeting was productive because Transport Canada started to
understand some of the problems the industry is facing with this and
they started to understand what’s at stake, which is really getting people
to lifesaving facilities and care in a safe and timely way from a serious
accident,” said Jones. “So, they gained some appreciation for the dilemma
that industry was facing, and we’ve agreed to talk again to discuss a
reasonable way forward on this.”
When reached for comment, Transport Canada issued the following statement:
“Transport Canada has established a national policy tied to a regulatory
standard on heliports that has been in place for a number of years. The
department maintains its decision to require the appropriate performance
and procedures necessary to comply with the current standards. It is up
to the operator to select an aircraft that complies with the requirements
for the intended operation. In all cases, the safety of the flight operations,
the passengers, and crew remains the top priority, and the department
continues to work with affected organizations regarding this matter.”
For now, Jones said the only advice HAC can give its members is to comply
with the interpretation that Transport Canada has applied, and to work to
identify ways to provide an equivalent level of safety with their existing aircraft.
“We are in the process of obtaining a [legal] interpretation of our own to
see if the wording of [the standard] can reasonably support a requirement
for full CAT A compliant aircraft,” he said.
And, while the current debate is focused on air ambulance operations,
Jones emphasized the issue concerns all general aviation and commercial
operations to all H1 helipads.
“Everybody has a vested interest in this,” he said. “We’re trying to work
through it on a national level, because even though Canadian Helicopters
and Helijet have been at the pointy end of this process, depending on how
Transport Canada ultimately interprets the standard, the uncertainty will
affect anyone operating multi-engine aircraft to H1 facilities.”
Oliver Johnson is managing editor of Skies’ sister
publication, Vertical Magazine. Oliver can be reached at
oliver@mhmpub.com.
Follow him on Twitter @orjohnson_
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Quality
A Name for

Montreal’s Innotech Aviation
has earned a well-deserved reputation
in business aviation for being a jack of all
trades and a master of every one.
By Lisa Gordon | Photos by Jean Levasseur

Innotech Photo
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Watch the video here!

Download this wallpaper here!

Since 1955, Innotech Aviation has been delivering customized business
aviation services. The company is a globally recognized expert on the
Bombardier Global and Challenger families. Bombardier Photo

Innotech Photo
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Given the current economic slump and the resulting slowdown in new aircraft sales,
Innotech has switched its main focus to maintenance, repair and overhaul.

Overall, Innotech Aviation completes about 125
aircraft maintenance inspections each year.

The Innotech team can remove an aircraft interior and
re-install it as perfectly as the day it left the factory.
Concept becomes reality in Innotech’s state-of-the-art
paint facility, which accepts aircraft as large as the
Bombardier Global XRS business jet. Innotech Photo

Innotech’s extensive engineering knowledge allows for some modifications to
proceed in the shop before the aircraft even arrives in Montreal.

The craftsmen in the upholstery shop specialize in
the refurbishment of cockpit and cabin seats and
divans, as well as replacement floor coverings.
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The experts at Innotech can take a green aircraft
and customize it to an owner’s needs, with all the
work done under one roof. Innotech Photo

hen it comes to business aircraft maintenance and
completions, few companies can boast a 61-year pedigree like
Montreal’s Innotech Aviation.
Founded in 1955 as Timmins Aviation, the company was originally
involved in aircraft sales, maintenance, repair and overhaul (MRO), and
ground services. Through the years, the business—renamed Innotech
Aviation in 1974—has changed hands a few times, before it was
eventually purchased in 1988 by IMP Group, a multinational Canadian
corporation involved in a variety of sectors, including aerospace and
defence, aviation, healthcare, information services, hospitality and
property development.
During this time period the company continued to grow, accumulating
experience and expanding its capabilities. Today, Innotech Aviation
occupies 200,000 square feet of hangar space at Montreal’s Pierre Elliott
Trudeau International Airport. Its more than 300 staff members deliver a
range of services for Bombardier’s Challenger and Global aircraft, offering
not only airframe and engine maintenance and green completions, but also
structural repairs, exterior paint, interior design, avionics installation, and a
full list of refurbishment services.
To date, Innotech has performed over 40 Global 6000 custom interior
completions and about 150 Challenger completions. According to the
company website, its staff have logged more than four million man hours
on the Bombardier Global alone.
“We only work on Bombardier Global and Challenger products; we’re
100 per cent exclusive to the product line,” said Rob Brooks, Innotech
Aviation’s vice-president and general manager. “We have a lot of depth
and expertise in these products. It takes years to be able to take 300
people and [have them] understand a single type of product as well as
they do. These are very complex machines.”
Brooks, who has been with the company for 20 years, noted that besides
the cluster of hangars on Ryan Avenue in Montreal, Innotech Aviation also

W

owns an offsite cabinet manufacturing facility and a state-of-the-art paint
shop. In addition, international sales reps—based in Canada as well as
the U.K.—focus on bringing in business from around the world.
Indeed, Innotech has worked on aircraft belonging to clients in Canada,
the U.S., Australia, China, France, the Middle East, Russia, Singapore,
Switzerland, Thailand, and the U.K.
“It’s almost a 50/50 ratio between North America and the rest of world,”
said Brooks. “We are a 40-minute flight from New York—the most active
business aviation hub in the world. It’s often more competitive to do the
work here and there are some distinct advantages. You could pop the
airplane up here and do recurrent training at the same time, for example.”

Changing focus
These are challenging times for business aviation. According to analyst
Rolland Vincent in AvBuyer’s September 2016 Business Aviation Market
Summary, new business aircraft production rates are beginning to
slow; however, the market continues to be oversupplied for the current
demand. New aircraft sales are in a slump, and those that do sell are
usually deeply discounted.
The residual value of used business jets is also trending downward while
inventory is on the rise. According to JETNET and GAMA, cited in the
same market report, used jet sales are surpassing new deliveries by a ratio
of about 3 to 1.
“The world economy is a big challenge,” admitted Brooks. “We were
fortunate in the 2008 collapse. We were insulated from a lot of that
because high net worth individuals were taking delivery of aircraft. The
Middle East was active; Russia was active; oil was high. Now, we see
sanctions placed on Russia and the price of oil has declined. The whole
economy is hurting and one of the first things that goes is the corporate
jet. The price of used aircraft has decreased substantially.”
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To date, Innotech has performed over 40 Global 6000 custom interior
completions and about 150 Challenger completions. Patrick Cardinal Photo

Innotech Photo

As such, many companies have no
current plans to replace their aircraft.
Fortunately, Innotech is a diverse operation,
meaning it can shift its emphasis to MRO
and aircraft refurbishments.
“Our business model, because of the
lack of aircraft sales, has been weighted
heavier on MRO in the past 12 months
until we see airplane sales picking up,”
confirmed Brooks. “Historically we were
probably 70 per cent completions, 30 per
cent MRO, but now that has switched.”
Tony Rawlinson, Innotech’s director of
sales and marketing, agreed the industry is
going through turbulent times.
“Owners are being very careful with their
investment in aircraft,” he commented.
“We have a number of contracts that
reflect the mood and the challenges of the
industry. We’ve done a lot of refurbishment
work lately on older aircraft that are due for
major inspections.”
One such inspection that keeps the shop
busy is the 120-month (10-year) check
on the Global. It’s a heavy inspection that
involves removing the aircraft’s entire
interior to facilitate an internal examination
of the fuselage. So far this year, Innotech
has completed several 120-month Global
inspections. Overall, the company
completes about 125 aircraft maintenance
inspections (of varying lengths) each year.
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Rawlinson said that since the interior is removed during the 120-month
check, this is a good time for aircraft owners to upgrade systems or
interior components.
“It’s an opportunity for owners to refresh the interior or maybe upgrade
technology,” he said. “That’s what we do; that’s what we specialize in. We not
only do the maintenance work, but we also have that interior cabin expertise
and can re-do wood, cabinetry, and soft goods like leather, sidewalls, etc.”
Brooks confirmed that very few shops can offer the complete range of
services performed by Innotech.
“Our capabilities include sheet metal, engineering, upholstery, cabinetry,
paint—everything is kept in-house and very few MROs can compete
with what we do here,” he said. “We don’t outsource anything. The huge
advantage we have over any other normal shop is that being a completions
centre, we have a full team of experts that do nothing but remove and
install interiors. So we have a really good understanding of how to remove
and re-install them so they look like the day they came out of the factory.”
Sometimes, work can even be done without the aircraft onsite. Innotech’s
extensive engineering knowledge and years of experience with the
Challenger and Global lines means that some advanced modifications can
proceed in the shop before the aircraft arrives in Montreal for the installation.
The company currently holds several dozen supplementary type
certificates (STCs) for modifications or repairs to Challenger and Global
aircraft. Its work is recognized and approved by aviation authorities from
around the world.
“I would think there isn’t anything associated with those aircraft
types that we would not want to do,” mused Brooks. “We’ve done
everything from replacing major structural skins to building new interior
installations, designing new configurations, putting Wi-Fi systems on
board, ADS-B, WAAS, FANS, full strip and paint, every capability to
repair, maintain, build and rebuild.”

INNOTECH AVIATION

The Innotech sales team with Montreal customer service rep Christine
Desgagné. From left to right are Andrew Pearce, Richard Shaw,
William Jewer, Andrew Wilson, Tony Rawlinson and Peter Rutherford.

ExpEriEncE counts.
av i a t i o n H a n g a r c o n s t r u c t i o n i s a
m a j o r i n v e s t m e n t . we s t re a m l i n e
the process by giving you a single
point of contact. we estimate
costs sooner providing you with
greater financial control. we
u s e p ro v e n b u i l d i n g s y s t e m s
to reduce your build time.

over 40 years of Design | BuilD
experience working for you.
w w w. S B I - AV I AT I O N . c O m
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Lately, Innotech has done a lot of refurbishment work on older
aircraft that are due for major inspections. Patrick Cardinal Photo

Six decades of excellence
In 2015, Innotech Aviation celebrated its 60th anniversary. Brooks said
the company’s success has been built on a firm foundation of employee
knowledge along with solid industry relationships and a constant
commitment to excellence.
The non-unionized company invests in its workforce, offering an
extensive staff training program in association with the Canadian Council
for Aviation and Aerospace to further its in-house capabilities.
“Our online training includes over 160 training segments,” said Brooks.
“It’s not just mandatory training, although all of that is tracked, but there is
also training for interior and backshops. Within our employee classification
there are multiple pay grades. Education gives our people accreditation
and a sense of ownership, and performance is tied to training.”
Innotech runs two normal day shifts, plus an overlapping three-day
weekend shift of 12-hour days.

One area of specialization is the company’s FAA-certified STC for the
installation of Ka/Ku high-speed satellite broadband on the Global Express.
The service provides a seamless global Internet connection in-flight.
Innotech was also at the forefront of ADS-B implementation for its
foreign customers in Australia and Singapore, where ADS-B is further
advanced than in North America. Brooks said ready solutions are just
becoming available here, although he added this could be an area of future
opportunity for Innotech.

Selling the service
It’s up to Rawlinson’s sales team to sell Innotech services to the owners
of Bombardier Challenger and Global aircraft.
“My team is the main sales driver for the organization,” said Rawlinson.
“My role is to develop the in-service sales activity—maintenance,
refurbishment, paint, completion work.”

DESIGN. MANUFACTURE. CERTIFY.
B/E Aerospace Canada’s responsive and
integrated engineering, manufacturing, and
certification expertise allows us to create
solutions from aircraft doors and
special mission equipment to interior
monuments and storage solutions.

Optimize designs. Create space. Enhance your capabilities.
beaerospace.com/LIS
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INNOTECH AVIATION

Innotech Aviation offers a full range of services at its one-stop shop: airframe and
engine maintenance, green completions, structural repairs, exterior paint, interior
design, avionics installation, and total refurbishment. Innotech Photo

BELOW: Innotech’s 300-plus staff members have logged more than four million man
hours on the Bombardier Global alone.

That activity could range from a small job, such as a windshield
replacement, all the way up to the previously mentioned heavy
maintenance inspections. While maintenance checks can’t be deferred,
it’s up to the sales team to upsell some of the company’s “soft goods”
services that will help entice customers to the Montreal facility.
When they do arrive, customers will be relieved to deal with a single
project manager, with whom they can communicate on a daily basis.
Innotech has also created an online customer portal where owners can log
in to see their job’s progress, complete with photos, and provide an online
authorization for any additional work being proposed.
With only a glimmer of recovery expected in the business jet market for
2017, Innotech will continue to focus on what it does best.
Beyond that, Brooks is excited about the launch of Bombardier’s new
Global 7000 ultra-long-range business jet, currently under development.
Reportedly, the OEM has assigned its full resources to the program now
that the C Series commercial jets have been certified. The Global 7000 is
expected to enter into service in late 2018.
“I think a lot of people have stalled their positions to wait for that airplane
to come out,” said Brooks. “I think it will capture a good share of the
market. And, of course, I hope it will bring us opportunities as well.”
Business jet sales may be stagnant heading into 2017, but diverse
companies such as Innotech Aviation have seen these cycles come and
go, many times over. Fortunately, the Innotech brand is internationally
synonymous with quality and, by turning its focus to MRO instead of sales,
the company is set to weather this latest spell of industry turbulence.
Lisa Gordon is editor-in-chief of Skies magazine. Prior
to joining MHM Publishing in 2011 to launch Skies, Lisa
worked in association publishing for 10 years, where she
was responsible for overseeing the production of customcrafted trade magazines for a variety of industries. Lisa is a
graduate of the Journalism program at Ryerson University.
A meticulous attention to detail is the hallmark
of an Innotech completion. Innotech Photo

54 SKIES Magazine

November/December 2016

55

flight test

bombardier learjet 75

Although the future of the Learjet line was rumoured to be uncertain at the time of writing, its contribution
to business aviation cannot be denied. The Learjet name has been synonymous with the very definition of
executive travel since 1963. Today, the Lear 75 is the latest iteration in a family of legendary business jets.

Icon
Refined
Join Skies test pilot Rob Erdos in Wichita, Kansas,
as he straps into the Learjet 75.
By Robert Erdos | Photos courtesy of Bombardier
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Watch the video here!

t’s no accident that the Learjet 75 is a sexy airplane. No
other word seems to suffice.
The very concept of executive travel was defined when the
first Learjet took to the skies on Oct. 7, 1963. Since then “Learjet” has
become a cultural synonym for stylish “jet set” mobility. Bill Lear, the
renowned designer of the original Learjet, summarized his design ethos
as, “If it looks good, it will fly good.”
There could be no doubt about the first half of that statement, but I
was in Wichita to assess whether the latest Learjet, the Model 75, flew
as good as it looked.

I

Download this wallpaper here!

That first Lear 23 sold for US$489,000 when jet fuel was $0.27 per
gallon. Learjet is still here, but times have certainly changed. When
Skies flew the Lear 75 in June, rumours about the possible sale of
Bombardier’s Learjet division had yet to surface. But by late summer,
the industry was abuzz with speculation that the OEM was shopping
for a buyer for the Learjet line.
Although its future may be uncertain, there is no question that the
Learjet 75 we flew is the culmination of the same innovative brand that
effectively spawned business aviation.
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bombardier learjet 75

“Today’s Learjet 75 is a derivative of
the successful ‘clean sheet’ Lear 45,
the first model designed after
Bombardier acquired the
brand in 1990.

The Learjet 75 features the Garmin G5000-based “Vision” flight deck
with three 14-inch landscape-oriented displays. It has touch screen
controllers instead of keypads, radio tuning units and audio panels.

REPRISING THE LIGHT JET
Today’s Learjet 75 is a derivative of the successful “clean sheet” Lear
45, the first model designed after Bombardier acquired the brand in 1990.
Their similarities are highlighted by the fact that the Model 45, the slightly
down-sized Model 40 and the Model 75 all share a common type rating.
The Learjet 75 also shares the Model 45’s fuselage and systems, but
“derivative” might not be the right word for an airplane that has been
fundamentally re-thought. It features upgraded engines, new avionics
and canted winglets that add three feet to the wingspan for improved
aerodynamic efficiency. It was awarded its type certificate in November 2013
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and 76 Learjet 75s had been delivered as of the second quarter of 2016.
The Learjet 75 is a Part 25 airplane, certified to Amendment 77 as was
the Learjet 45, and retaining its admirable systems simplicity.
It has an unboosted flight control system with split-control reversion. There
is a DC electric rudder boost to simplify handling in the event of an engine
failure. The electrical system is a 28-volt DC split-bus design with two main
batteries, plus an emergency battery in the nose. Fuel is stored in a wet
wing and an aft fuselage tank, featuring single-point pressure refuelling. A
single dual-pump hydraulic system with a DC electric back-up powers the
undercarriage, multifunction spoilers, flaps, thrust reversers and brakes.

flight test

bombardier learjet 75

controllers (TSCs) instead of keypads, radio tuning units and audio panels,
providing a very tidy and utilitarian cockpit; however, unlike many other
G5000 installations, the Learjet 75 features only one TSC per pilot.
Notwithstanding its other merits, the G5000 suite reduces weight by approximately 200 pounds over the Honeywell Primus 1000 system in the Learjet 45.
I flew the factory demonstrator, registration N751LJ, with Learjet
demonstration pilot Brian Judd.

WELCOME ABOARD
Cockpit ingress reminded me that I was in a Learjet, meaning that the fuselage
tapers toward the front! The overhead handle helped me mask my awkwardness. Once installed, I found the cockpit seats comfortable and the field of view
quite satisfactory through the distinctive wrap-around Learjet windscreens.
The displays allow 60/40 split windows, which retain a generous primary flight
display with enough room for an approach plate alongside. Engine data is displayed in a column on the left of the multi-function display (MFD). The caution
and advisory system is fully integrated, and includes system synoptic displays.
I thought the TSCs required a slight reach, but found them overall to
be very usable. The TSCs are Garmin’s “everything controller,” with full
systems integration, which results in a very tidy cockpit. The overhead was
clean, save for a small panel for lighting switches.

TAXI AND START-UP
Judd used paper checklists for engine starting, although electronic
checklists are also available. Most of the pre-flight checks were
accomplished using a built-in test function.
After engine start, and with a bit of coaching, I entered our flight plan
to Garden City Regional Airport (GCK), an aptly named vista in lovely,
scenic Kansas. Judd demonstrated the takeoff performance calculations,
using the optional performance database. Using downloaded weather for

The Lear 75’s Honeywell RE-100 auxiliary power unit is certified for unattended operation, but is only available on the ground where it is essential to provide
bleed air for cabin cooling or heating. The heated, unpressurized aft luggage
compartment has 50 cubic feet of volume for up to 500 pounds of baggage.
The two Honeywell TFE731-40BR engines’ power was increased by 10 per cent
to 3,850 pounds thrust (flat rated to +23C), which Bombardier claims reduces
takeoff field distances by 12 per cent. They utilize digital electronic engine
controllers (DEECs), with discrete throttle detents to simplify power management.
The Learjet 75 features the Garmin G5000-based “Vision” flight deck
with three 14-inch landscape-oriented displays. It has touch screen

The interior of the Lear 75 features a double club seating arrangement with a
4’11” tall cabin and a flat floor. Cockpit pocket doors are an innovation which
Bombardier claims reduces interior noise levels by eight decibels.
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The Lear 75 features upgraded engines over the 45 model,
with new avionics and canted winglets that add three feet to the
wingspan for improved aerodynamic efficiency. Andy Cline Photo

Wichita, the system calculated our V-speeds, takeoff and landing field
lengths, pitch attitude target, and second segment climb data. So much
for paper performance charts!
We taxied for Wichita’s Runway 19L with two humans onboard and
5,500 pounds of fuel for a gross takeoff weight of 19,215 pounds; 2,285
pounds below maximum takeoff weight of 21,500 pounds, leaving enough
margin to fill the tanks to their 6,062 pound capacity and fill the eight
seats. Impressive.
Judd was careful to brief me on the characteristics of the electro-hydraulic
nosewheel steering system, offering warnings about its lack of centering.
He needn’t have worried. I found it precise, predictable and pleasant, once
one adapts to displacement versus pressure for steering control. It features
speed-adaptive gains with 60 degrees of authority below five knots, tapering
to seven degrees of steering authority above 70 knots.

HEADING UPSTAIRS
The Lear 75’s published takeoff distance is 4,440 feet at maximum
weight under standard sea level conditions. We used the normal takeoff
configuration of eight degrees flap with the multifunction spoilers armed
for automatic deployment in the event of an abort. Acceleration was
satisfying, and an estimated five-pound rotation force was sufficient to head
us upwards. My first impressions were of responsive, if not exactly light,
controls. The trim rate was ideal as we accelerated and cleaned up the jet.
Our admittedly light jet was maintaining an indicated climb rate of 4,150
feet per minute passing 10,000 feet, following the climb schedule of 250
knots indicated airspeed (KIAS) to 0.70 Mach. The autopilot did a good job
damping summer turbulence. The climb rate remained strong, indicating
1,500 feet per minute passing 40,000 feet (FL400), and we levelled off at
FL430 21 minutes after takeoff having burned 910 pounds of fuel.
Although the Learjet 75 is certified for FL510, Judd ventured that it’s
a usable altitude only “when you’re pretty light.” FL450 is the maximum
practical initial cruising altitude at maximum takeoff weight, under close to
standard conditions.
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I asked Judd about his typical en route power and he set an intermediate
cruise setting. When things stabilized we were zipping along at 437 knots
true airspeed (KTAS) or 0.78 Mach, with a total fuel flow of 1,040 pounds
per hour under ISA -6C conditions. Bombardier boasts high speed cruise
performance of 464 KTAS (0.81 Mach). Configured for maximum range
it can fly 2,040 nautical miles with four passengers with a standard fuel
reserve. My notes on ride quality read, “Quiet!”
The 9.3 pound per square inch cabin pressure differential provides a
6,450 foot cabin altitude at FL450. Judd performed a demonstration at
FL430 by turning off the left engine bleed valve and selecting the wing,
stabilizer and nacelle heats. The cabin altitude held steady. Clearly there is
no shortage of bleed air.

THE BUSINESS END OF THE JET
The interior features a double club seating arrangement for eight, plus
the belted and externally serviced lavatory. The fuselage has an oval crosssection, with a 4’11” tall cabin and a flat floor. It features cockpit pocket
doors; an innovation in light jets which Bombardier claims reduces interior
noise levels by eight decibels. The galley was generous for a light jet.
Lufthansa Technik provided the cabin management system (CMS), which
is common to the Bombardier Challenger 350, and includes a seven-inch
pop-up touch screen at six passenger seats. A 12.1-inch, high definition
display is mounted on the forward cabin bulkhead. The system drives an
immersive audio system. Broadband Internet is optional.
With two windows, the rear compartment felt bright and spacious, and
can accommodate up to 15 cubic feet of in-flight accessible cargo.

RETURN TO EARTH
I hand flew the jet briefly at FL430 and found it pleasant and predictable.
Steep turns were easily handled, if one is so inclined. Spoiler extension
created only trace buffet in our descent back to Wichita. Suddenly, there
was a surge in inbound traffic and we found ourselves subject to multiple
delaying vectors. I was secretly thrilled.
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MAKING A
PILOT OUT
OF YOU.

I took advantage of the pause to perform
a few stalls. The distinctive delta fins on
the aft fuselage obviate the need for a stick
pusher. With the yaw damper selected off,
and in the clean configuration, I performed
a slow idle deceleration and waited for
something to happen. The shaker woke
me at 126 KIAS, and there was a rapid
onset of deterrent buffet passing 111
KIAS associated with a mild pitch break.
In summary, it was a non-event, and rapid
throttle response hastened the recovery.
With further unexpected free time,
Judd suggested that we simulate a roll
control jam, and demonstrate separation
of the ailerons and spoilers; a Part 25
certification requirement. I flicked a toggle
on the left yoke, leaving me with control
of the multifunction spoilers and Judd
controlling the ailerons. Control response is
affected, but not significantly, and it’s nice
to know that even this rare contingency
was anticipated.
Suddenly, ATC remembered us and we
were vectored for a steep intercept to a
rushed final approach. Fortunately, the
first notch of flaps may be deployed at
250 KIAS, making it easy to drop into the
terminal airspace and slow down promptly.
No flaps are allowed with the multi-function
spoiler deployed, owing to buffet. Our
approach speed (Vref) was 118 KIAS and
the calculated landing distance was 2,664
feet at a weight of 17,656 pounds, again
using uploaded weather data and the
onboard performance database.
I found the flare pleasantly light
and predictable, and the trailing link
undercarriage provided a soft touchdown.
The combination of carbon brakes, thrust
reversers and automatic spoiler deployment
conspired to smoothly hasten deceleration.

THE LEARJET EXPERIENCE

Graduates from the Seneca Airline Pilot Flight Operations
graduate certificate program are eligible for interviews
at Air Georgian that could lead to a piloting career path.
WORKING TOGETHER TO ENSURE YOU
HAVE A FUTURE CAREER IN AVIATION.
Find out more & apply at senecacollege.ca/aviation.

The above is subject to meeting Air Georgian’s standardized testing and evaluations. Air Georgian is a Proud Air Canada Express Partner.
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As a Part 25-certified light jet, the
Learjet 75 occupies something of a
niche. Bombardier sees its competition
as including the Embraer Phenom 300
and the Cessna Citation CJ4, but those
are Part 23 aircraft designed to simpler
criteria. Only the Citation XLS+ is a
comparable Part 25 light jet.
Suffice to say that the light jet market is
well served. Sales of the Learjet 75 haven’t
exactly been on fire to date, but perhaps
that says more about the current state of the
light jet market than the Learjet 75.
The Learjet 75 represents the pinnacle
of a brand that has been undergoing
continual refinement for more than half
a century. It is almost certainly the best
Learjet yet.

Affordable ADS-B™

The Leader in Affordable
ADS-B Technology

CERTIFIED AIRCRAFT – ADS600-B
•
•
•
•

Compliant to FAR 91.225 and FAR 91.227
TSO/STC for 2020 ADS-B OUT mandate
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TransMonSPE™ P/N 200-0008
The FAA requires a control head for remote
mounted ADS-B devices. Keep your existing
Mode C or Mode S transponder and Altitude
Encoder - the TransMonSPE connects to the
transponder coax cable - in less than a minute.
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require any interaction with the pilot.
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Send traffic and weather to iPad and Android
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SUMMIT AVIATION GROUP

for the

North
Summit Aviation is evolving
its fleet with the addition
of new types, including the
first Avro RJ85 certified for
gravel runways in the North.
By Graham Chandler
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Summit Aviation has long recognized the need to replace the
North’s gravel-certified Boeing 737s. The company decided that
the Avro RJ85 is ideal for the role. Stephen Fochuk Photo

Download this wallpaper here!

Watch the video here!
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I

t’s no secret that flying in the Canadian North
brings its own unique set of challenges, and
they’re not just environmental. Northern operators
face economic, regulatory and logistical barriers
not experienced by their more southern cousins;
and they’re constantly changing.
Meeting these challenges and staying ahead of the competition takes
some original thinking and serious fleet rationalization. At the forefront
of this movement is Yellowknife-based Summit Air; in recent years, the
company has invested more in aircraft suitable for the North than any
other operator.
“There’s a changing profile of the aviation business in the North,”
said Myles Cane, Summit’s senior vice-president operations and
accountable executive. “You can tie it directly to a lack of exploration,
which you can in turn tie directly to a difficult economic environment for
mining companies.”
Historically, he added, airlines have operated with everything from a
Cessna 185 to a 60-seat turboprop and everything in between, due to
the varying needs presented by multiple phases of mining activity—from
exploration and drilling to putting in runways for crew changes.
“The exploration has mostly gone away,” continued Cane, “largely due to
the global economy and some of the obstacles faced by mining companies
applying for regulatory approvals.”
Moreover, he feels Ottawa regulators don’t always recognize the
uniqueness of the extreme northern operating environment.

The fleet
Key to meeting these challenges is maintaining a fleet that’s optimized
for all missions. Summit’s current fleet consists of two Avro RJ85s, four
ATR-72s, one Dash 8-100, six Dornier 228s, three Twin Otters, one Piper
Navajo and two Short Skyvans. A rationalization program is well underway,
with further activity still in the cards—the Piper Navajo and the Dash 8 are
slated for sale.
The current mix of aircraft has evolved out of predecessor companies
since the Ledcor Group purchased the original Summit Air Charters, a
long-time Yellowknife-based operator, in 2009.
“Summit Air five or six years ago was mainly a Dornier operator,” said
Lane Zirnhelt, chief operation officer. “They then purchased a company
called Arctic Sunwest Charters in August 2012, put the two together,
and formed Summit Air as it is today. Subsequently, a fleet rationalization
program was introduced, allowing us to move out of the Buffalo and the
Dash 8 aircraft and into ATRs and RJ jets.”

66 SKIES Magazine

A ski-equipped Summit Air Twin Otter basks in the
glow of the northern lights. Daniel Acton Photo
Historically, mining activity has driven the choice of
aircraft operated in the North, such as this Dornier 228.
Jason Pineau Photo

operator profile

Summit Air’s parent company, Ledcor, formed Summit Helicopters in 2013. The
helicopter division’s main base is in Kamloops, B.C. Daniel Acton Photo

SUMMIT AVIATION GROUP

At the time of writing, Summit Air was planning to sell its Dash 8-100.
Jason Pineau Photo
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A big driver in the rationalization strategy is the need to replace the
North’s gravel-certified Boeing 737s. Summit decided that the Avro RJ
series is ideal for the role.
“We recognized early on the requirement in the marketplace for a
737 replacement,” said Cane. “The 737-200 is in the twilight of its
operational lifespan, but it has been a massive workhorse for the North.
While the RJ is not an identical replacement, because it has slightly
smaller capacity, we are pursuing an RJ-100 which is a larger variant
that would enable us to offer similar seating capacity to the 737-200 but
burn significantly less fuel.”
So Summit conducted a lengthy and expensive gravel certification
program for the RJ series, concluded in the summer of 2015 with the
help of various industry partners. Summit Air now possesses the STC
(supplemental type certificate) that permits [not ‘permitting’] the RJ to
operate on gravel runways in Canada.
Once the Navajo is sold, the entire Summit stable will be high-wing
models. “That was one of the strong indications that we were on the right
track with the RJ series,” said Cane. “The struggle with jet aircraft in the

SUMMIT AVIATION GROUP

North has always been the ingestion of gravel, and if you move the engines
away from the runway that minimizes the problem.”
Moreover, an important added safety factor with the RJ is its four
engines. “Performance numbers for aircraft are predicated on losing an
engine at a critical phase of flight,” continued Cane. “With a four-engine
aircraft you are only losing 25 per cent of your thrust rather than 50 per
cent. That is one of the reasons it allows short field performance and
a huge safety margin, because you can continue flying with much less
impact to performance after a failure.”
Currently Summit’s RJ85s, the only such aircraft flown in the North,
operate for two main purposes. They have an ACMI (aircraft, crew,
maintenance and insurance) deal with First Air. “We fly some of their
scheduled routings,” said Cane. “And they code share those routings with
Canadian North.”
The other primary use of the RJ85 is fly-in fly-out crew change charters
for the diamond mines in the Northwest Territories and Nunavut.
Summit’s two Skyvans are currently based in the U.K. under contract to
the Ministry of Defence. “We have dedicated pilots and mechanics who

Yellowknife is Summit’s fixed-wing base. The operator provides both cargo and passenger services, from
small parties to large crew rotations in support of companies working in the North. Daniel Acton Photos
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Summit Air was predominantly a Dornier operator five
years ago. Today, the company operates three Dornier 228s
and a mixed fleet of other aircraft. Jason Pineau Photo
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There’s a changing profile of the aviation
business in the North. You can tie it directly
to a l ack of exploration, which you can in
turn tie directly to a difficult economic
environment for mining companies.”

With four ATR-72s already in its lineup (shown here),
Summit staff were eagerly anticipating the arrival of a fifth at the time of writing in October.
The new aircraft is a freighter featuring a large cargo door, the only variant of its kind in Canada. Ledcor Photo

have been working with the type for years,” explained Cane. “They provide
aircraft lift to all factions of the U.K. military to conduct parachute training.
We operate from two bases there, and are starting lift for their parachute
demonstration team.”
Summit’s only other overseas deployment is one Indonesia-based Dornier
228. It is also an ACMI agreement, with a large operator called Susi Air.
Susi needed an experienced operator of the Dornier 228 for some new
contracts that required twin-engine, 19-passenger turboprops.
At the time of writing in early October, Summit personnel were excited
about the newest aircraft scheduled to join the company’s fleet later that
month: the only large cargo door ATR-72 in the Canadian marketplace.
“It’s a pure freighter with a large cargo door, capable of accepting
industry standard 108 x 88-inch aluminum ‘cookie sheets’ onto a roller
floor,” said Cane. “The 17,000 pound capacity of this aircraft, coupled
with the low operating costs of the ATR-72, make it a more competitive
aircraft than the Dash 7, Dash 8, Buffalo and the Hercules.”
Maintaining a diverse fleet demands a larger number of pilots; Summit
currently has 51. “There are very few pilots that are cross-qualified,” said
Cane. “Most are dedicated to a specific type. Typically, just the training
captains and some of the senior manager captains are cross-qualified. We
try not to cross-qualify on large types, so some will fly a small type and
a large type.” To mitigate risk from using dissimilar avionics, Summit has
installed identical avionics packages across all large 705 aircraft types.
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Summit’s two Skyvans are currently under contract in the U.K., where
they provide aircraft lift for military parachute training. Ledcor Photo

Why I fly.
“I get to do what
I love to do, every day.”
Chris Horton, Helicopter Pilot // Instructor

Why Chris flies with the Bose A20 headset.
Flying a helicopter can be both exhilarating and exhausting. Flying
so close to the ground requires clear communication with air traffic
control to aid his situational awareness. That’s why Chris relies on the
Bose A20 Aviation Headset. It reduces the noise so he can hear air
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Summit conducted a lengthy and expensive gravel certification program for the Avro
RJ series, and now possesses the supplemental type certificate permitting the RJ to
operate on gravel runways in Canada. Colten Warne Photo

“We are pretty diversified in what we do, but we try to tie fleet growth
with long-term contracts,” continued Zirnhelt. “We do forestry, utility,
exploration, and firefighting work out of almost all of our bases. In Fort
McMurray, we have a helicopter that primarily serves an Alberta forestry
contract. Unlike its sister company, Summit Helicopters doesn’t maintain
any aircraft overseas. Our aim is to focus on North America.”
Also in contrast with Summit Air, the helicopter operation is able to
maintain a more homogeneous fleet. “There are always efficiencies to
be gained when you operate fewer aircraft types,” said Zirnhelt. “We
are focused on the Bell product; we do have some Sikorskys and we
operate an MD-500 in Terrace.” However, he added there will be more
rationalization. “We’ll eventually get out of the Sikorsky 76s and focus on
Bell products, mostly 412s, 407s, and 206s.”
The Bells put in hundreds of hours battling the Fort McMurray wildfires,
along with Summit Air’s help with the evacuation. “On the rotary-wing
side, we were actively assisting with the firefighting work with two
helicopters,” said Zirnhelt. “Our pilots are very good at it.”
Summit currently employs 51 pilots, most of whom are
dedicated to a single aircraft type. Daniel Acton Photo

Summit Helicopters
To complement Summit Air’s fixed-wing operations, Ledcor purchased
Yellowknife-based Trinity Helicopters in January 2013 and renamed it
Summit Helicopters. Expansion the following year saw an acquisition of CC
Helicopters in Kamloops, B.C.
Summit Helicopters currently operates a fleet composed of Bell 412,
407, and 206 models, Sikorsky S-76A++, and an MD 500. Together with
Summit Air, the helicopter operation forms the Summit Aviation Group.
Zirnhelt, who also oversees commercial and operational aspects of
Summit Helicopters, said that while Yellowknife is Summit’s fixed-wing
base, Kamloops is the company’s main helicopter base.
“The driver of that is the B.C. air ambulance contract,” he said. “It’s an
important component of our work.” The other main helicopter operations
are in Terrace, B.C., Fort McMurray, Alta., and Yellowknife, with seasonal
bases in Lillooet, B.C., and Norman Wells, N.W.T.
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Partnerships
Throughout Northern and Western Canada, the Summit Aviation Group
works closely with First Nations entities, in many cases through formal
partnerships.
“Across Western Canada and all of Canada there is a need for First
Nations involvement,” said Zirnhelt. “We have a number of partnerships—
generally they are strategic business partnerships where we go after
contracts together.”
Between February 2014 and January 2015, five such partnerships
were founded.
The first was Summit Kitamaat Aviation Limited Partnership between
Summit Aviation Group and the Haisla Nation. It provides customized
aviation services within the Haisla traditional territory near Kitimat and
Terrace, B.C.
Next was Summit Air Baffin, an agreement between Summit Aviation
Group and a team of local business people in the Baffin region of Nunavut
to provide aviation services within Baffin Territory. In particular, the service
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From the executive team to maintenance personnel to ground crew, everyone at Summit is familiar with the many challenges of operating in the Canadian North.

covers all community air transport between the Baffinland project—the
Mary River iron mine on Baffin Island—and the rural communities from
which it draws its Inuit workforce, including Clyde River, Pond Inlet, Arctic
Bay, Igloolik and Hall Beach.
This was followed by DCSALP (Det’on Cho Summit Aviation LP)
between the Summit Aviation Group and the Det’on Cho Corporation,
providing customized aviation solutions in support of the mining and
exploration industries within the traditional territorial boundaries of the
Yellowknives Dene. “Currently, this would be our most active business
partner,” noted Zirnhelt.
The fourth partnership was named Summit Air Kitikmeot between
the Summit Aviation Group and a team of local business owners in the
Kitikmeot region of Nunavut. It provides aviation services within the
Kitikmeot region and specializes in passenger and freight movements into
its communities. In July, the partnership signed a three-year contract with
TMAC Resources Inc. to supply mining crew transportation to TMAC’s
Hope Bay Project south of Cambridge Bay, Nunavut. One of Summit’s ATR72s will service the project with regular flights.

The partnerships amount to broad and successful relationships that deliver
critical air services to these First Nations organizations. For some, it is
their only transportation link. And there’s more in it than just transportation
services; jointly formed, these partnerships share economic benefits, too.
For the future, Zirnhelt said Summit will continue on its current path
of serving the North, focusing on partnerships, the fleet rationalization
program, and working with northern airlines.
“We don’t have any ambitions to get into the scheduled airlines
business,” he concluded. “But further cooperation with other scheduled
airlines is a big part of our business plan going forward.”
Graham Chandler is a Calgary-based freelance writer with specialties in
energy and aviation. His work appears regularly in
several oil and gas publications as well as international
magazines such as Saudi Aramco World and Air &
Space/Smithsonian. Along with degrees in physics,
business and archaeology, he is an engineering graduate
of the U.S. Naval Test Pilot School.
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Download this wallpaper here!
Cruising off the beach of Camp Pendleton, a flight of CH-146 Griffons
returns from a gunnery mission in the inland desert. The Griffon
performed very well in the extreme heat, as did the flight crews.

TAC HEL
in California

An RCAF tactical helicopter detachment gained
specialized training in a real-world environment
at the 2016 Rim of the Pacific Exercise.
Story and photos by Skip Robinson
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he 2016 biennial Rim of the Pacific (RIMPAC) Exercise took
place from June 30 to Aug. 4 on and around the Hawaiian
Islands and parts of Southern California.
Twenty-six nations brought 45 ships, five submarines, over 200 aircraft
and 25,000 military personnel to the world’s largest international military
maritime exercise, which provides unique and specialized training
opportunities for all participants.
Since the first RIMPAC exercise took place in 1971 (with 2016 being
its 25th), participants have built working relationships with other nations
while gaining experience maintaining the security of oceans and sea lanes
around the world. The exercise also allows participating navy amphibious
forces to operate together and share best practices.
RIMPAC 2016 marked the first time a detachment of Canadian tactical
aviation helicopters would participate. This detachment was comprised
of five Edmonton-based 408 Tactical Helicopter Squadron (THS) CH-146
Griffon helicopters and two 450 THS CH-147F Chinook Helicopters
based in Petawawa, Ont. Both squadrons are part of 1 Wing of the Royal
Canadian Air Force (RCAF).
Along with the helicopters, approximately 150 maintenance and support
personnel deployed to Marine Corps Base Camp Pendleton located
in northern San Diego County, Calif., which served as the Canadians’
operations base. Upon arrival, the Griffons and Chinooks attached to the
15th Marine Expeditionary Unit’s (MEU) Air Command Element (ACE) under
Combined Task Force 176. The detachment fell under the operational
command of an RCAF Air Task Force (ATF) based in Hawaii but under the
control of the local commander as part of the 15th MEU.

RIMPAC 2016

t

RIMPAC OBJECTIVES
The primary training objective for the Canadian tactical aviation
detachment during RIMPAC 2016 was to achieve deck landing
qualifications for the aircrews of both airframe types. The newly acquired
Chinooks are still conducting operational capability trials, so RIMPAC
marked the first time they would experience deck landing qualifications in
real world conditions.
Some 408 THS aircrew had previous experience conducting deck
landings but had never completed a progressive training syllabus designed
to build crew confidence using internationally recognized standards
and procedures for safe deck landings. In order to accomplish these
goals, U.S. Marine Corps Helicopter Light Attack squadron HMLA-369
offered lessons to the Canadians in deck landing qualification standard
operating procedures. HMLA-369 operates Bell UH-1Y Venoms (Huey) and
AH-1Z Viper helicopters. The U.S. Navy made the USS Pearl Harbor, an
amphibious dock landing ship, available for the training.
During the deck landing qualifications, the Griffon and Chinook crews
practiced dozens of approaches and landings. Later in the week, the
Chinooks—with Griffon escorts—flew Canadian troops to the ship. The
troops spent the night aboard the ship and the Chinooks picked them up
the next day to return them to shore.
Following the completion of the deck landing qualifications, 408 THS
commanding officer LCol Trevor Teller told Skies that much was learned.
“Our helicopters were able to land on the USS Pearl Harbor with low risk
and high confidence,” he said. “The Pearl Harbor’s deck crews were highly
competent and helped accomplish the qualifications in short order. Today,
tactical aviation has deck landing qualification capabilities available to
commanders in situations requiring it.”
Maj Luc Vermette of 408 Squadron, who was operations officer during
RIMPAC, discussed secondary objectives. “We wanted to achieve aerial
gunnery with light and heavy machine gun qualifications using the military
ranges, conduct desert degraded visual (dust) landings in a hot and high
environment, and fly in desert conditions that degraded our helicopters’
performance. This would let our crews get an understanding of how to
manage power and weight in these conditions.”
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With one of the most advanced flight decks in the Chinook series, the CH-147F
gives the Canadian military significantly more capability than the earlier CH-147C
model flown in the 1970s.
The fast roping also gave the
Canadians experience working
with other military forces.
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Doing a “main mount” insertion is an ability that belongs solely to the Chinook.
This gives flight crews a flexibility to put troops where they need to go.
Working with USMC and its CH-53Es was a “perk” while the Canadian Chinooks were at
RIMPAC. Both military forces gained experience in understanding capabilities and procedures
when working together. Here, a Chinook and three CH-53Es fly a formation flight.

CH-146s worked with Chilean special
forces to give them experience in
insertions and fast ropes training.
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Deck handling crew from the USS Pearl Harbor secure the CH-147F to the moving deck of the ship.
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Canadian flight crews felt the shipboard
operations on the USS Pearl Harbor
were worth the effort. Working with
U.S. Navy deck crews made landings
safe and professional. Here, a CH-146
circles as a CH-147F is “on deck.”.

Teller said the goal of RIMPAC training was to simulate real world
conditions. “Training like you fight: We seek out these opportunities to train
in environments not necessarily found in Canada, but that are certainly
representative of the environmental conditions we may encounter in deployed
operations,” he said. “Operating in high and hot environments presents
challenges for all members of an aviation detachment. As density altitude
increases aircraft performance lowers; so, while the aircraft remain capable
of functioning in these extremes, the margin for error and excess power
available is significantly reduced. It is essential that we expose our crews to
these constraints in the training environment. It is a function of enabling the
‘train like you fight’ mentality—which, with enough practice, will translate
into a ‘fight like you have trained’ approach to deployed operations.”
Another exercise performed by the Canadians during RIMPAC was a (Joint)
Tactical Recovery of Aircraft and Personnel (TRAP) mission with both the CH146 and CH-147F helicopters, with support from Marine Corps Helicopter Light
Attack Squadron HMLA-369 and their AH-1Y and AH-1Z attack helicopters.
A TRAP involves the rescue of downed aviators in a known location. The
rescue package is normally two or more rescue helicopters (Chinooks in

Even the Chinook cabin can fill up when you put enough troops and equipment on
board, but rarely does the aircraft run out of power.
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this case) escorted by armed helicopter gunships. Although not a mission
conducted by Canadian tactical aviation, the experience gave crews a
basis of understanding and an opportunity to do a joint mission.
The Canadian tactical aviation detachment worked closely with
Canadian and Chilean troops to conduct insert and extraction training
using the CH-146 Griffon. These sessions included fast roping with
Chilean Special Forces, involving loading and securing the troops, lifting,
doing a rapid approach, entering a high hover and dropping the ropes.
Up to eight troops would then quickly rope down from the aircraft and
the helicopter would depart. After the training, a Chilean commander
told Skies the training was realistic and very useful for his troops. He
also said the Canadian crews were thorough during ground briefings,
cabin procedures and overall professionalism.
In the later weeks of RIMPAC, Canadian CH-147F Chinooks and Marine Corps
CH-53E Super Sea Stallions conducted interoperability training. This consisted
of lifting and transporting troops and equipment during their validation and
readiness work-ups. The first part of the training involved one- and two-ship
helicopter troop movements within Camp Pendleton and concluded later in

408 Squadron crew gained experience during RIMPAC,
and weather is always nice in San Diego.
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the week with a large scale airmobile assault from Camp Pendleton to Marine
Corps 29 Palms air ground combat training centre, about 120 miles north in
the Mojave desert. The exercise was moving hundreds of combat troops with
CH-147Fs, CH-53Es and MV-22B Ospreys. There were multiple lifts during
the day and because of the coordination and briefings earlier in the week, the
exercise went off with very few issues and was considered a success.
Another training tool the Canadians accessed was the military gunnery
range in the Chocolate Mountains, located northeast of El Centro, Calif.
This range is located in the desert about an hour’s flight from Camp
Pendleton. The CH-146 and CH-147F crews were able to conduct multiple
live fire training events at the range. The Griffons employed (.50 cal)
GAU-21 heavy machine guns and (7.62 mm) C6 light machine guns during
their range time, while the Chinook fired only the C6. Training was done in

RIMPAC 2016

mixed formation escorting roles and independent tactical attack scenarios.
“The U.S. Navy and Marines provided an outstanding working
environment,” said Teller when asked to evaluate the experience. “The
hangars, ramp area and work space provided were expansive and
comfortable for our maintainers and flight crews. The training areas within
Camp Pendleton were excellent, from the ship deck simulation pads near
the beach to the landing zones and low level canyon training areas we
were able to manoeuvre through. The east Imperial Valley desert where we
did gunnery and tactical training was also superb.
“The training gave us an opportunity to integrate and assimilate our
helicopter platforms with those of the Marine Corps,” continued Teller.
“It also gave our crews and commanders the ability to refine and use our
tactics, techniques and procedures with another highly experienced military.”
He added that during RIMPAC,
the Canadians worked closely with
Helicopter Light Attack Squadron
(HMLA) 369 “Gunfighters.”
“This allowed us to rapidly integrate
into the way the Marines Corps operates
and since we were working with the
15th MEU this ended up being a great
arrangement. The integrated training
allowed us to operate side by side with
all the forces participating in RIMPAC
[Southern California] and reinforced our
ability to quickly move into a location
and be ready to operate at a high tempo
with our coalition partners.”

THE AIRCRAFT
The CH-146 Griffon is a variant of
the twin-engine Bell 412 medium
helicopter, with a gross weight of
11,900 pounds and engines with a
combined 1,800 shaft horsepower
output. The Boeing CH-147F
Chinook is the latest variant of
the tandem rotor Chinook, with a
54,000 pound gross weight and twin
4,700-horsepower engines.
Skies asked Teller how the
helicopters held up operating in the
inland deserts and coastal areas of
Southern California.
“I can speak specifically about
the CH-146 as it’s the airframe
I’m familiar with,” he replied.
“Actually, very well. The aircraft
were maintained to a typical
high standard. We flew hundreds
of hours during RIMPAC and
environmental conditions were
similar to those we’ve seen
on recent deployments, so we
were confident in our ability to
accomplish our training objectives.
Having said that, the very hot
desert conditions inland (Chocolate
Mountains) were extreme, with the
aircraft operating at the upper end
of allowable ambient air temperature
conditions (50C or 115F). Compared
to more mild Canadian conditions,
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Two Bell CH-146s fly out of the Chocolate
Mountain military gunnery range. Temperatures
during these sessions reached as high as 50C
(122F) and challenged both the crew and aircraft.
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the Southern California desert operations increased the hours required
by technicians to inspect and do maintenance on both airframe types.”
Maj Jack Wesselo, the Officer Commanding A Flight at 450 THS, spoke
about the CH-147F. “The CH-147F performed admirably around the Camp
Pendleton coastline and [in the] inland desert heat of California,” he said.
“We had a few sub-component snags but they were quickly managed by
our logistics and maintenance teams. Daily freshwater airframe and engine
rinses kept saltwater corrosion under control.”
Wesselo added that the Chinook is well known for its performance, even
when operating at 46C in the desert.
“During deck landing qualifications there was never a question if the
Chinook was capable of safely landing on a ship; we just needed to
validate our own training and procedures. During desert operations, the
CH-147F’s advanced autopilot modes made low visibility dust ball landings
less stressful than our earlier CH-47Ds we
flew in Afghanistan. At no time were we
asking for more power or performance.
With the latest avionics and extended fuel
tanks, our version of the Chinook is proving
to be an exceptional machine.”

CREWS
Flying in a very hot desert environment
placed heat stresses on flight crew
members and their fatigue levels were
monitored. Operating aircraft for extended
periods of time in extreme heat introduces
risks not normally seen in Canada.
Considerations such as dehydration,
heat stress, working around hot aircraft
surfaces, and poor sleep cycles in hot
conditions all required education, risk
mitigation and careful monitoring. After
operating in Afghanistan these concerns
were recognized, and they were monitored
closely during RIMPAC desert operations.
“It was a great opportunity for aircrews
who had not operated in this extreme
environment,” noted Teller. “The
desert training gave crews a real world
understanding of the CH-146 Griffon’s ability
to operate at the upper end of its limitations
and also their own personal limits.”
When asked his overall thoughts of the
RIMPAC exercise and what Canadian
crews gained from it, Teller told Skies
that key lessons centred on “flying in
unfamiliar terrain, the DLQs [deck landing
qualifications], interacting with the
USMC and Navy, the overall integration
and command and control aspect of the
exercise with a HQ [headquarters] in
Hawaii, joint planning and execution with
large force packages (i.e. multi aircraft/
multi-hour missions), and the confirmation
of our ability to easily and rapidly integrate
into a coalition exercise in a significant
manner were highlights. What the
aviation detachment got out of it was an
opportunity for us, as the high readiness
tactical aviation component for the RCAF,
to practice and ensure we are ready to
apply airpower when and where required.”

loss oF

Wesselo said RIMPAC was an excellent opportunity to see how the
CH-147F Chinook performs in different environments and alongside other
types of aircraft.
“The air assault, door gunnery, deck landing, and TRAP training enriched
our crews’ experiences at all levels,” he concluded. “I honestly can’t
think of another exercise or location where we would be offered the same
variety and depth of experience in such a short period of time. We would
really like to participate during RIMPAC 2018.”
Skip Robinson has covered helicopter operations through
photography for 25 years and has worked with Skies’ sister
publication, Vertical Magazine for over a decade. His main
interests are rescue, parapublic and military operations.
Skip is based in Los Angeles, Calif.
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Watch the video here!
Nicknamed “ferry boats of the sky,” airships have huge potential in the Canadian
North, where they could regularly deliver passengers, supplies and services to isolated
areas. The LHM-1 can operate from unimproved landing zones, on ice, or on water.

No Roads?
In just a few years, hybrid airships could be playing an
integral role in Canada’s transportation infrastructure.
By Howard Slutsken | Images courtesy of Lockheed Martin

uzanne was in desperate need of a follow-up MRI. Last time,
she’d had to endure multiple flights and an all-day trip from her
Nunavut village to Montreal for her scan. But today, she and
her neighbours watched in awe as a massive, brilliant white hybrid airship
slowly approached her village’s frozen harbour.
The airship touched down gently on its air-cushion landing gear, stopping
right by the shore. This afternoon, the medical professionals in the
airship’s fully-equipped imaging clinic would welcome Suzanne for her MRI
appointment, steps from her home.
This isn’t science fiction. In just a few years, hybrid airships could be
providing services like this to Canada’s North, helping to solve decadeslong infrastructure challenges. With the ability to fly from point-to-point
and needing minimal ground handling, hybrid airships can operate in ways
other forms of transportation would find impossible.
“The biggest problem we have in the Canadian Arctic is transportation.

S
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It limits the economy. It limits growth, and it limits the opportunities for
the people there,” said Dr. Grant Cool during an interview with Skies. Cool
is chief operating officer of Hybrid Enterprises, the exclusive worldwide
reseller of Lockheed Martin’s LHM-1 hybrid airship.
“I grew up there and lived in those communities,” said Cool, who
now resides in Edmonton. “They’ve been working for years to get allseason roads to go to communities and to the mines. And besides the
environmental impact issues, the real reason they don’t have [roads] is
because the economy isn’t big enough.
“But for a moment, use your imagination and put a number of hybrid
airships into a place like Yellowknife, and then use them to expand the
economy. They go every day, they move constantly, they’re reliable, with
trips to every community, to every project, to every mine site—they’re
there all the time,” said Cool.
“We call them ‘ferry boats of the sky.’”

HYBRID AIRSHIPS
feature

Refined design
Hybrid airships have been in development for decades, as engineers
looked at ways of making them into a useful mode of transportation. The
biggest problem to solve was ground handling, with the goal of reducing
the platoon of people and ground support equipment needed to corral
conventional airships and blimps.
It took a shift in perspective to solve the problem. “What had struck some
of the designers was that they were going at this backwards,” explained
Cool. So instead of trying to modify a lighter-than-air vehicle, “they said, ‘OK,
let’s start with something really heavy and try to turn it into an airship.’”
Where a traditional airship operates around neutral, or perhaps a
hundred kilograms heavy, the LHM-1 will operate up to 6,000 kilograms
(six tonnes) heavy. “It’s the difference between a building and a tent—this
is not going to move around in the wind,” said Cool.
The LHM-1 is huge, measuring 85 metres long, 45 metres wide and 22
metres high. Its three-lobe envelope holds 1.3 million cubic feet of helium, which
provides 80 per cent of the lift for the 40,000 kilogram gross weight airship.
The remaining 20 per cent of required lift is generated by a combination of
the airflow around the aerodynamic lifting-body envelope and four gimballed
thrusters. Each thruster is powered by a 310-horsepower diesel engine, and
can swivel from up to down or full forward to reverse in a matter of seconds.
The final element needed to complete the design was the landing gear.
To give the hybrid airship operational flexibility, a low pressure air-cushion
landing system was developed. The LMH-1’s three-unit gear operates like
a hovercraft, with the skirt folding up into an enclosed bay for flight.
With the combination of hybrid lift, thrusters, and air-cushion gear, the
LMH-1 can operate from unimproved landing zones, on ice, or on water.
It only needs a 150 metre area for a vertical takeoff or landing, and a 730
metre field for gross weight operations.
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The LHM-1 can carry up to 21,000 kilograms (21 tonnes) of payload in
its 18 x 3.2 x 3 metre cargo bay, along with up to 19 passengers in the
forward section of the gondola. Cruising at a leisurely 60 knots at 2,000
feet, the hybrid airship has a 1,400 nautical mile range. Reducing speed
will dramatically increase the airship’s range and endurance.
“It’ll fly 21,000 miles at 30 to 40 knots, for some 20 days,” explained Cool.
He stressed that the environmental impact and carbon emissions of the
LMH-1 will be significantly less than existing aircraft. “Of course it’s going
to be burning fuel, but we’re using a small fraction compared to fixed-wing
and rotary-wing [aircraft],” he said.
And noise? “From 2,000 feet, you’ll barely hear this thing. The props are
slow-speed, subsonic all the time.”
Pilots will control the LHM-1 with a joystick and throttle that’s connected
to a sophisticated, F-35-derived flight control system. “There are too many
variables going on for a pilot to directly control,” said Cool. “When you’re
flying it, you’re just telling the computer what to do.”

In a class of its own
The pilots flying the LHM-1 will need a new licence for this class of air vehicle.
“There was no methodology for certifying this type of aircraft,” said Cool.
“Fixed-wing, rotary-wing and lighter-than-air exist, so we had to create a
brand new class of aircraft, called hybrid aircraft. We had to write all the
rules and get Transport Canada and the FAA to accept them. That was
done through 2013 and 2014.”
Straightline Aviation will be the first operator of the LMH-1, with an order
for 12 of the $40 million hybrid airships. Based in the U.K., the company
was founded by a team of former Virgin Lightship executives, all with
extensive airship operational experience.
“We’re discussing the LMH-1 with potential customers all over the world,”
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45m wide, 85m long
20% of lift generated by the lifting body
shape of the tri-lobe envelope design

80% of lift provided by 1.3 million
cubic feet of buoyant helium

Four 310-hp gimballed thrusters
control the airship’s movements
22m high

LHm-1 Hybrid Airship

HYBRID AIRSHIPS
feature

Gondola contains flight deck and seating for 19 passengers,
plus gallery, lavatory, and 18-metre cargo bay

The LHM-1 can carry up to 21,000 kilograms of payload in its cargo bay.

said Straightline co-founder and COO, Mark Dorey. “One thing we’re not
short of is interest from customers and end users for a variety of applications.
Northern Canada and Alaska are two areas we’re looking at very closely.”
Straightline recently formed a strategic partnership with PRL Logistics
Inc., a remote site logistics specialist based in Anchorage, to deploy the
LMH-1 in Alaska. And, in an initiative reminiscent of the Orbis flying eye
hospital, Straightline has signed an agreement with RAD-AID International,
to deliver advanced radiology health services and medical imaging
equipment to remote and underserved populations.
“There’s a lot of things we can do with the hybrid that others can’t,” said
Dorey. “Beyond the customer base in mining and oil and gas, there are
a lot of benefits that we can bring to remote populations. We can bring
medical services, food and supplies, and fuel out to those regions, to
reduce the cost of those essential items. And we can bring people and
their products to market, as well.”
Comparing the operating costs of the LMH-1 to conventional aircraft is
difficult, explained Cool, because hybrid airships don’t require airports and
related ground infrastructure. “But on a per tonne basis there are no aircraft
that can compare,” he said. “Twenty years from now, there could be airships
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Three-unit air-cushion landing
gear retracts for flight

The LMH-1 passenger seating layout features 19 seats with galley and lavatory.

landing right beside a factory that fly directly to a distribution centre.”
The first LMH-1 is under construction with flight tests targeted for 2018
and a planned entry-into-service in early 2019. Cool said the program is
most of the way through certification in both Canada and the U.S. Much
of the technology has already been developed and de-risked by Lockheed
Martin, through test flights of the smaller P-791 experimental hybrid
airship, starting 10 years ago.
So in just a few years, hybrid airships could be playing an integral role in
Canada’s transportation infrastructure.
“Think of a truck-sized cargo in Yellowknife that has to go another 500
or 1,000 miles past the ‘end of the road.’ You just put it in the LMH-1 and
take it there,” concluded Cool.
“Our motto is ‘No roads? No problem!’”
Howard Slutsken’s lifelong passion for aviation began
when he was a kid, watching TCA Super Connies,
Viscounts, and early jets at Montreal’s Dorval Airport. He’s
a pilot who loves to fly gliders and pretty much anything
else with wings. Howard is based in Vancouver, B.C.
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Military Pilot’s
Canada’s world class
Cold Lake Air Weapons Range
provides combat training
that’s as real as it gets.
story and photos By Steve Bigg
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The French Air Force has sent Rafale fighter jets to
Exercise Maple Flag to participate in tactical fighter
training over the Cold Lake Air Weapons Range.

he sky is deep blue and the tops of the scattered clouds below
are gleaming in the sunshine. Mojo 1, a captain in the French Air
Force, leads Mojo flight, a two-ship formation of Rafale 4th generation fighter aircraft, as they press toward their target on a strike mission.
Lead focuses on his aircraft system checks and keeping tabs on his
wingman as they prepare to bomb the target displayed in greenish hues
on his targeting pod display. Suddenly, the practiced flow of tasks is
interrupted by a tone in his helmet and flashing lights and symbols on the
aircraft’s radar warning receiver (RWR) system. Someone’s home in bad
guy land and they’re not interested in visitors today.
The RWR indicates an enemy radar is searching the sky for intruders.
Mojo 1 makes the call.
“Mojo, spike, 11 o’clock.” Mojo 1’s wingman replies with a snappy “two”
as a reply that they understand: A radar-guided surface to air missile
(SAM) site at their 11 o’clock position has found them.
Efficient communication lets everyone focus on the situation at hand,
which is very likely about to change… and it does. The helmet tone

t

becomes significantly more intense as the radar site switches from tracking
the flight to targeting it. Seconds count now because there aren’t many
left before there’s a SAM launched and on its way toward Mojo flight.
Switches need to be checked and defensive systems activated and
there’s no time for thinking about it; it needs to be instinctual, following
their training and a memorized decision checklist. The tone changes
again and lights are flashing throughout the cockpit as the aircraft
systems detect the SAM’s launch.
“Mojo, SAM 11 o’clock, break right.”
Mojo’s wingman automatically follows their well-practiced training
and avoids the SAM with a combination of countermeasures,
jamming and tactics before Mojo 1 gets them back on track to
press on with the mission. Today’s target? Aircraft constructed
of plywood and hidden in the remote forest of Northwestern
Saskatchewan. It’s just another training mission over one of
the world’s most advanced fighter pilot training sandboxes,
the Cold Lake Air Weapons Range (CLAWR).
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The CLAWR is filled with all the toys both fighter pilots and other tactical
aviation crews require in order to train at the highest levels of realism for
future combat operations. Located just north of Cold Lake, Alta., the range
covers more than 11,750 square kilometres of Canadian boreal forest, with
roughly half of it in Alberta and half in neighbouring Saskatchewan.
The range’s unrestricted airspace allows pilots to train in all scenarios,
including flying at supersonic speeds or at a low level down in the weeds.
Used throughout the year to train Royal Canadian Air Force (RCAF) pilots
for combat operations, the range sees its heaviest use during the annual
international air warfare training exercise, Maple Flag.
During Maple Flag the RCAF trains with its allies from around the world.
They come to Canada to participate in the exercise and take advantage
of the world-class training that can be accomplished using the advanced
facilities available on the CLAWR.
In a nutshell, the role of the CLAWR is to provide an area where air
forces can safely train in an air combat environment that is as realistic
as possible. You basically need three things to build such a sandbox for
military pilots: a lot of space to practice fighting your way to and from

CLAWR

CF-188 Hornets have flown close air support, air interdiction and threat simulation
missions during Exercise Maple Flag, while taking advantage of the
CLAWR’s training facilities year-round.

Four French Air Force Mirage
fighter jets fly in formation.

Sea containers are arranged in various configurations to represent hangars, ops
buildings and other potential targets. DND Photo

targets; targets to attack that are representative of those you anticipate
seeing in future conflicts; and threats, both surface and airborne, which
fight back to defend the targets in the same way potential adversaries
would. The CLAWR delivers all that and more.
The range is home to 88 target complexes including eight mock airfields.
Complete with runways, taxiways, aprons, hangars, headquarters, ops
buildings and other representative structures, the airfields and other target
complexes are basically areas cut out of the forest and outfitted with
structures made from sea containers.
Maj Christopher “Chester” Horch is the officer commanding the
RCAF’s Air Force Tactical Training Centre (AFTTC). Among AFTTC’s
responsibilities are managing the facilities on the range.
“Our CLAWR engineers get fairly creative at putting together sea containers
in various shapes to replicate hangars, aircraft revetment positions and other
buildings,” said Horch. “They’ll also represent oil and fuel storage facilities by
setting up actual oil drums as they would be stored on an airfield.”
Once complete, these target complexes look very realistic from the air,
but they don’t stop there.
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Located just north of Cold Lake, the
CLAWR covers more than 11,750 square
kilometres of forest. DND Photo

“The engineers also do an excellent job of building plywood mock-ups of
military vehicles like aircraft and tanks, but these targets can only take a
few hits,” continued Horch.
Key to note here is that the more than 600 individual targets that make
up the range complexes are designed to have inert practice bombs
dropped on them, not live high explosive bombs. Mojo flight’s training
goals are achieved with the inert weapons they’ll drop, thereby avoiding
the significant safety precautions required to drop live weapons. But not to
worry, the CLAWR has facilities for that, too.
Within the CLAWR there are three live fire/drop facilities. When in use, these
ranges are staffed with personnel to ensure the security of the range area and
control the aircraft using the range. The Jimmy Lake range is an academic
instructional facility used largely for fighter pilot bombing and strafing skills
training and practice. It is the busiest of the three live fire ranges.
The Primrose Lake range is used almost exclusively by the Aerospace
Engineering Test Establishment and provides a highly instrumented range
for testing and developing new combat systems. The Shaver River range
provides the opportunity to target and drop high explosive (HE) weapons
on an actual tank positioned on the range. But, having a range full of
enemy targets to attack isn’t very helpful if the bad guys don’t fight back to
defend them. This is where the CLAWR really begins to shine as a worldclass training facility, as Mojo flight found out on its strike mission.
The CLAWR offers an environment that accurately represents an enemy’s
highly integrated air defence system. Regarding ground-based threats,
Horch explained: “The CLAWR consists of a wide spectrum of surfaceto-air threat systems, from various legacy surface-to-air threats to more
advanced ones that are very potent and require suppression of enemy air
defences operations to defeat, all the way down to shoulder-mounted man
portable surface-to-air missile systems.”
The range has five remote emitters that can generate and send the same
kind of signals that enemy air defence systems would use to find, target
and attack allied forces.

online bonus

“The big advantage of the emitters is they transmit the appropriate
emissions to trigger aircraft warning systems and allow aircrew to train
against threats they may see in a combat theatre. Aircrew receive the
same indications in the cockpit so they are forced to make tactical
decisions based off the indications and hone their threat reactions to
develop the level of muscle memory response and perform advanced
manoeuvres to defeat the threat and then decide to either press to the
target or return to base to fight another day,” continued Horch.
In addition to the emitters that generate signals, the range also has
highly detailed full-scale models of the SAM systems. These allow pilots
to practice using their optical systems, including the MK-1 eyeball, to find,
identify and engage SAM threats. The fully immersive nature of missions
flown over the range is so deep that even though they know they are
training against simulated threats, pilots will still admit to a rise in heart
rate and an adrenalin rush when they fight against the SAM threats on the
range. But attack from the ground is only half of the threat environment
over the range. The bad guys have an air force too, and it’s called “red air.”
Red air is the term used to refer to the adversary air force during training
over the CLAWR. Until pilots get to the later stages of their CF-188 Hornet
training they will typically spar with other Hornets taking on the red air role
as they learn the skills of aerial combat. But dogfighting an aircraft that
doesn’t look, fly or have the performance characteristics of those they may
face in combat leaves a big hole in a pilot’s experience.
The RCAF has addressed the issue by contracting a civilian company,
Discovery Air Defence, that is equipped with Alpha Jet fighters that better
represent a large portion of real-world threats. The Alpha Jets also carry
RCAF electronic warfare officers in their back seats who operate specialized
electronic warfare pods. The pods, like the surface threat emitters on the
range, replicate the signal emissions of enemy aircraft to provide pilots with
training and experience at engaging airborne threats.
Discovery Air Defence is not directly assigned to the CLAWR but does
have a permanent detachment of eight aircraft at 4 Wing Cold Lake, Alta.,
to provide credible airborne adversary services for the training that goes on
over the CLAWR all year long, not just during Maple Flag. During a Maple Flag
exercise the red air role is shared between Discovery Air Defence, CF-188s
and occasionally squadrons from the United States Air Force flying F-16s that
specialize in representing red air forces.

CLAWR

“It’s very important to have advanced radar-equipped aircraft on red air
to accurately replicate threat tactics and weapons employment while giving
indications on our instrumentation from the airborne threats similar to the
surface-based threats,” said Horch.
But all these range assets, the unrestricted air space, the targets
and threats are only truly useful if pilots and their crews can review and
evaluate their actions during missions. To meet this need, the CLAWR is
equipped with a highly advanced air combat manoeuvring instrumentation
(ACMI) system. The ACMI system consists of ACMI pods that are
carried by the aircraft to record altitude, heading, airspeed, offensive
and defensive actions; an array of communication towers to collect and
transmit data from the aircraft pods back to AFTTC; and a system to
display and analyze the data recorded by the pods.
The information the pods collect is transmitted in real time back to
the auditorium at the AFTTC building so other pilots, those running the
exercise and observers can watch the fight unfold in real time. After the
mission the recorded data allows for the dissection and analysis of each
individual action taken during the mission to evaluate the successes and
identify lessons learned during the mission.
In the case of an international exercise like Maple Flag, the ACMI system
also facilitates interaction between air forces for the purpose of developing
new tactics, techniques and procedures they can employ during future
coalition operations. The range provides a place to train but it’s in front of
the ACMI system that the majority of the learning takes place.
With roughly 80 people involved year-round with the administration,
development, maintenance, range staffing and overall operation of the range,
it’s obvious the CLAWR is far more than just a chunk of northern airspace
dedicated to training military pilots. After seeing all the components the
RCAF has integrated to create the CLAWR, it’s easy to understand why pilots
love to come to Canada to play in this world-class training sandbox.
The author would like to thank Horch for his time and
public affairs officers Capt Matt Strong and Capt Sandra
Bourne for helping to make this article possible.
Steve Bigg is a freelance photojournalist specializing in
subjects related to his passion for military aviation. He is
the owner of Locked On Photography.

A Discovery Air Defence Alpha Jet taxis out for a training
mission while a CF-188 Hornet takes off in the background.
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upset RECOVERY

The hidden relationship between

recovery &
prevention
By William “Borneo” Gregory

Pilots must be able to identify an upset situation and provide the
correct flight control inputs on a highly repeatable basis. APS Photo

e’ve all heard the adages: “A stitch in time saves nine” and
“An ounce of prevention is worth a pound of cure” (the latter
courtesy of Benjamin Franklin).
These idioms enforce the fact that in many situations it is often more
productive to be proactive rather than reactive. We can all recall examples
of this in real life; and sadly, we can also probably remember times when
we didn’t heed the opportunity of prevention and instead had to deal with
the resulting consequences.
What may not be so obvious is that sometimes by training to provide the
pound of cure, we end up developing increased skills for delivering the ounce
of prevention. This analogy is particularly applicable to flying, when we—as
the pilot or crew of an airplane in flight—do not have the opportunity to pull
to the side of the road and wait out an unpleasant situation.
Aircraft routinely have inspections and maintenance performed, far
beyond what you would require on your car, in order to minimize the risk
of component failure. However, this concerted effort does not completely
alleviate the risk of the leading cause of fatalities in both general aviation
and commercial flight operations. The major culprit seen in the crashrelated data lies not in the failure of the aircraft itself, but often that of the
pilot. Specifically, Loss of Control In-flight (LOC-I) includes events such
as aerodynamic stalls and airplane upsets which could occur following
failures of aircraft systems, environmental events, or lapses by pilots. An
airplane upset is a set of flight attitude and/or undesired aircraft state
conditions that exist, and can be recognized by the pilot with training, while
the aircraft is still controllable.

w

Chain of events
The ‘upset’ of an aircraft is often precipitated by an initial event—
a precursor situation or series of situations that act as a catalyst—
which can escalate a potential or developing upset over a short
period of time into something quite serious. The longer the situation
is allowed to continue, the more it may worsen, requiring extensive
corrective action by the pilot. The earlier corrective control inputs
are made, the more successful those inputs will be. Through earlier
recognition of the initial stages of an airplane upset event, the
precursor to LOC-I, the pilot can make smaller corrections and be
rewarded with the earliest “save” and the highest probability
of success.
The early recognition of an impending upset, while still established
within normal flight parameters, would be the preferred response.
While the priority of flight training is to prepare pilots to “nip the upset
in the bud,” this outcome is not guaranteed, and therefore pilots
must also be trained how to recover the aircraft if the preventative
inputs did not keep the situation from progressing to a fully developed
airplane upset. Once developed into an upset, it is not simply a case
of “do this, then do that.” While a myriad of normal piloting skills may
be employed to prevent the LOC-I, a specific set of separate skills
unique to upset recovery must be learned and correctly implemented
to recover from an out-of-control situation once it has progressed
beyond a certain stage.
November/December 2016
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Repetitive training in upset recovery skills is key to successful recovery. APS Images

Requisite training

Field Maintenance for Bell 206, 206L, 205, 212, 412 and Robinson R22 and R44.
Dynamic and hydraulic component overhaul and part sales for
the Bell 204, 205, 206, 206L, 212, 407 and 412.
Structural Repairs Fixtures for Bell 206, 206L, 407, 205, 212, 412.
Approved Woodward HRT Licensed Repair Service Facility
Approved Bell Helicopter Customer Service Facility
Transport Canada Approval # 3/86
EASA Approval Number 145.7106

helitradesinc.com
Head Office:

18 Terry Fox Dr., Vankleek Hill, ON, K0B 1R0
T: 613.678.3027 F: 613.678.2776
Gerry@helitradesinc.com
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Alberta Facility:

Site 5, Box 7, RR2, Airdrie, AB, T4B 2A4
T: 403.912.4658 F: 403.948.6475
info@helitradesab.com

Ontario Facility:

4536 Side Rd 10,
New Tecumseth, ON L9R 1V4
Phone: (705) 435-4031
Gerry@helitradesinc.com

As you might expect, not only would a
pilot require training involving a variety
of entry conditions leading to an airplane
upset event for awareness and prevention,
but also repetitive training to proficiency
in actual recovery skills. The pilot must be
able to correctly identify the situation and
provide the correct flight control inputs on
a highly repeatable basis. These actions
need to be organized and easily provided
from rote memory long after the training
has been administered.
What is important to realize is that
through this repeated training to recover
from airplane upset events—and by the
pilot observing the upset evolve before
their eyes on a recurring basis—that
same pilot is learning to better deduce the
situations that cause the upsets. In this
case, the pound of prevention is actually
created through practicing the recovery.
This is akin to a baseball batter learning
how to connect with a variety of pitches;
as a byproduct of his time in the batting
cage, he learns to recognize the pitch as
the pitcher releases it, not having to wait
until it crosses the plate. Therefore, as part
of a comprehensive upset prevention and
recovery training regimen, an improvement
of skill in recognizing a developing upset
through comprehensive recovery training
is a very real, valuable and potentially lifesaving result.
William “Borneo” Gregory is an advanced
instructor for Aviation Performance Solutions (APS), a former military test pilot
with the United States Air Force and NASA
Space Shuttle Pilot. Expanded versions
of Skies articles by APS are available at
apstraining.com/skies. APS specializes
in reducing the risk of
loss of control in-flight
globally through integrated upset prevention
and recovery training
(UPRT) solutions.

The Regional Aircraft Marketing Specialist
Tel. + 44 1753 832088

Up to 4 x Dash 8-Q400’s

• EASA certified
• Manufactured 2003-4

For sale

• 78 Y seats
• Good engine status

andrew@skyworld.co.uk

1 x EMB 170-100 SU

• FAA certified
• Manufactured 2004

• 69 seats - 9F, 60Y
• GE ECPH enrolled

Lease opportunities may be considered, subject to approval
Please contact Andrew Moore at andrew@skyworld.co.uk
Tel. + 1 416 916 6956
For all aircraft availability please visit www.skyworld.co.uk
www.skyworld.co.uk

QUALITY MAINTENANCE
FAST TURNAROUND
canrep.com

members of the canrep group of companies

AMO 34-02, ATA 25 & 38
AIRCRAFT PARTS DISTRIBUTOR

12900 Brault
Mirabel, QC, Canada J7J 1P3
T. 450-434-9898
F. 450-434-6996
bdube@canrep.com

avtecaero.com

COMPONENTS R&O, AMO 18-89, EASA 145.7231
ATA 21, 24, 27, 28, 29, 30, 32, 33, 36, 71, 76, 77, 79, 80

Bernard Dubé
National Sales Manager
C. 514-916-0477

12912 Brault
Mirabel, QC, Canada J7J 1P3
T. 514-735-1700
F. 514-735-9538
bdube@avtecaero.com
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The World’s

RENT

4-6 Man 9-13 Man

4”x12”x14” 5”x12”x14”
• smallest package
12lbs
18lbs
• lightest weight
$1510
$1960
• least expensive
New!!! FAA TSO Approved Life Rafts

Emergency Liferaft

Call Survival Products, the manufacturer for customer/
distributor/service information.

TSO’d and
Non TSO’d

Made in USA

Phone: 954-966-7329 • Fax: 954-966-3584
5614 S.W. 25 Street • Hollywood, FL 33023

www.survivalproductsinc.com • sales@survivalproductsinc.com

102 SKIES Magazine

To place an advertisement in Skies’ Marketplace,
contact Frank Sargeant at 866.834.1114
or email frank@mhmpub.com.

sales, Service & MRO | Employment | flight training | Aircraft sales

A Pilot’s PersPective
EnginE ApprovEd Kits
new dpU-7-7070 Hd video recording

Understanding weather is critical for every pilot.

HD Video Recording | Stunning Images | Helicopter Kits

Aviation and Meteorology: Weather Fundamentals

provides pilots with the fundamental meteorology
knowledge required for flight.

About the book
Written by pilots from the pilot’s perspective in an easy-to-read
format, the book has hundreds of diagrams illustrating the concepts
and information. The book is divided into two sections: Meteorology
Theory and Meteorology Practical. The theoretical section discusses
in detail the environment that pilots operate in; in other words, the
atmosphere. This includes such topics as fog, clouds, precipitation,
and thunderstorms. The practical section details how this information is
communicated to pilots through such tools as Aviation Routine Weather
Reports (METAR) and Graphical Area Forecasts (GFAs). Each section
is broken into chapters and sub-chapters for clarity, as well as to allow
one to easily research a particular subject. We are sure this will be an
invaluable resource. Includes the latest Transport Canada Updates.

For more information about
this book or other courses and
books from AeroCourse, call
1-800-461-8857 or visit
aerocourse.com
1-800-431-5420 // 1-845-365-0600
info@machidascope.com

machidascope.com

Great New readiNG from CaNaV Books!
Canada’s top aviation book publisher
introduces its 2015 blockbuster...

aViatioN iN CaNada:
the Cae story
Here’s a book for any reader with an
interest in Canada’s aerospace and hi-tech
prowess. All the great pioneers of CAE
are included in this spectacular book,
such kings of industry as Douglas Reekie,
David Race and Byron Cavadias. The great
money men and directors, led by Fraser
Elliot and Heward Stikeman, also are key to
the story. So… The CAE Story is a people,
products and processes book, one that
you’ll be delighted to have in your library.
392 pages | hard cover
hundreds of photos | large format

mAnAgement
Owning an aircraft is a powerful competitive
resource, involving many complex challenges. For
over 2 decades Fast Air has honed the aircraft
management experience. Providing owners with
a virtual flight department for business success.
Management Includes:
• Aquisition
• Hangar
• Maintenance
• Invoicing
• Trip Planning
• Flight crew
• Insurance
• Countless Details!

larry@canavbooks.com
(416) 698-7559

canavbooks.wordpress.com

order yours t o d ay !

C o n tA C t u s
info@flyfastair.com
Telephone: 204.982.7240 (24 Hours)
Fax: 204.783.2483
Toll-Free: 1.888.372.3780 (24 Hours)
w w w. f ly f A s tA i r . C o m
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UAV (UnmAnned AeriAl Vehicle) TechnicAl SAleS
This is a new position in a new division of Support Measures Inc. and will be focused on technical
sales of solutions to government and commercial sectors for the mitigation and management of
threats from Unmanned Aerial Vehicles (UAV’s). A background in sales and integration of software
solutions, combined with contract negotiation, a technical or professional degree in engineering
or computer software along with exposure to the aviation industry will be keys to success.
S.M.I. has been in business since 1984 and provides communications solutions to Canadian
Government Agencies and their affiliates. We represent a group of American companies that cater
to military, intelligence and public safety applications that span from telephony, cellular and the
broad RF spectrum to Satellite communications. As well as supplying the product solutions we
also provide engineering, integration support, maintenance provisioning and logistics solutions.

Support Measures Inc.
Send resumes to: HR@supportmeasures.com | Offices in Ottawa and Calgary

The need for healthcare is urgent.
We make getting there easy.

AIRCRAFT
MAINTENANCE
SERVICES HANGAR
STORAGE AVAILABLE
Airco Aircraft Charters Ltd
3620-60 Ave E., Edmonton Int’l Airport, AB
T. 780-890-7780 • F. 780-890-7787
www.aircocharters.com
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Hope Air provides free flights to those in
financial need who must travel to healthcare.

Learn more or donate at hopeair.ca
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The

Professional
AircrAft Movers

contact us today &
start saving money!

noW With
three specialized
coveRed tRaileRs
Fixed & RotaRy Wing

Driven by our Customers’ Success

www.calgarygooseneck.com
403.266.2468 | 406.450.0170
doug@calgarygooseneck.com
dodie@calgarygooseneck.com

TOWBARS!
You need ‘em, we’ve got ‘em! Available for business,
regional, commercial and military aircraft.

NBAA Booth 4416, Nov 1-3, Orlando
Ground support equipment

+1 208-378-9888 | www.aerospecialties.com
November/December 2016

105

Marketplace
Reach your
Aviation Goals
Today!
Leaders in Advanced
Aviation Seminars
AeroCourse has been assisting
students reach their aviation
goals for over 25 years. Our IFR
and ATPL/IATPL weekend
seminars feature quality
instruction and valuble course
materials, presented in a fun
atmosphere conducive to
learning.
Our instructors are all highlytrained, professional pilots,
working for Canada’s major
airlines. They have rigorous
training and practical
experience as aviation
instuctors. By attending a
groundschool seminar, you will
have the opportuity to gain
knowledge and understanding
from experts working in the
ﬁeld.

ATPL Seminars

To place an advertisement in Skies’ Marketplace,
contact Frank Sargeant at 866.834.1114
or email frank@mhmpub.com.

Caledonian advanCed pilot training
Need a europeaN liceNce?
We provide the
modular ground study
courses required to
convert your ICAO
professional helicopter
and airplane licences to
their EASA equivalents
quickly and efficiently.

/
/
/
/captonline.com
aircraFt
For sale
2009 cessna citation cj3 | serial Number 525B-0333
airFrame
enrolled on Pro Parts

Total Time: 1291 Hours / 791 Landings

eNGiNes
enrolled on taP elite

Left Engine: 1291 Hours / 791 Cycles
Right Engine: 1291 Hours / 791 Cycles

F e at u r e s
enrolled on taP elite

• AirCell ST-3100 Iridium Phone
• AvVisor Cabin Information Display –
Left-hand forward cabinet
• 110 VAC outlets – Flight Deck/Cabin
• Airstair style step
• Bose headset jack
• Locking fuel caps

avioNics

iNterior

• Collins Proline 21 Integrated Flight Director/
Autopilot with 3-tube 8 x 10 inch EFIS
• Dual Collins FMS 3000
• Single Collins ADF
• Collins TWR-850 Turbulence Doppler Weather Radar
• Honeywell Mark VIII EGPWS Class A TAWS
• L-3 WX-1000E Stormscope
• Collins HF9000 with SELCAL
• Collins TCAS-4000 (TCAS II)
• L-3 Cockpit Voice Recorder (CVR)
• Artex C406-N Three frequency ELT
• Safe Flight - Angle of Attack Indexer
• Voice Annunciator
• RVSM Capable

• Cabin seating for six passengers arranged in a
center-club configuration
• Belted, flushing toilet in the lavatory
• Right-hand forward main cabin
refreshment center
• Left-hand forward main cabin storage cabinet
• Slim-line dual executive tables
• Lower sidewall pockets
• Interior: overall beige and gray, cabinetry is high-gloss
quarter cut Mozambique with brushed aluminum
hardware, seats are beige Townsend leather
• Exterior: Snow white with a three stripe scheme
in Antique silver metallic, Strawberry pearl and
Shadow gray metallic

maiNteNaNce
Doc 22 Inspection completed February 10, 2016 | No Damage History

The preceding preliminary Information is intended for discussion purposes only, is subject to verification by purchaser, is subject to change without notice and is not to be considered a full representation of this individual aircraft.
Interested parties should rely upon their own Inspection of the aircraft and its associated records. Aircraft is offered subject to prior sale or withdrawal from the market

For further information, please contact one of our convenient offices:

IFR Seminars
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ToronTo: Harald Maron | 905-673-0800 | harald.maron@innotech-execaire.com // VancouVer: Ken Moon | 604-273-8686 | ken.moon@innotech-execaire.com

www.execairejetsales.com
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Make your dream
of becoming an
airline pilot a reality!

photo courtesy of Bombardier

Air ChArter

Exceptional Training, Excellent Facilities, Energized Environment.
Brampton Flight College (BFC) is recognized as one of the top-flight training schools in Canada.
The IATPL program is designed specifically to provide students with the skills required by today’s airlines.
The Advanced ATPL Ground School and Q400 Simulator Training can be taken on its own or as part of
our 16-month Integrated Airline Transport Pilot Licence Program.
•
•
•
•

Focused on advanced airline operational knowledge
Multi-crew flight training
Includes training by industry experts from AeroCourse
Potential cadet placement opportunities

Call for more information on our diploma and degree programs.
At BFC, we are dedicated to produce qualified pilots, job-ready and familiar with current
industry expectation.
Students graduating from BFC may apply online to
the Porter Airlines First Officer Recruitment Program (PAFOR Program)

For More Information:
Call 905-838-1400 ext 248
career@bramfly.com
bramptonflightcentre.com

Convenience, Productivity, and Safety:
A diverse fleet of aircraft for varied needs. Airline
trained flight crews and state-of-the art equipment provide a premium level of safety.

C o n tA C t u s
info@flyfastair.com
Telephone: 204.982.7240 (24 Hours)
Fax: 204.783.2483
Toll-Free: 1.888.372.3780 (24 Hours)
w w w. f ly f A s tA i r . C o m
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Train at the Waterloo-Wellington Flight Centre, one of the largest flight schools in Canada. With over 80
years of pilot training behind us you’ll learn to fly with the experts while making your dream of flying a reality.
Choose from five professional flight training programs, access a diverse fleet of aircraft, and graduate as a
leader in aviation ready to work coast-to-coast in the industry.
With academic partners at two leading post-secondary institutions an aviation degree or diploma gives
you the edge you need to stand out in the aviation industry.
General Arts & Science
- Two-year diploma

Geography & Aviation - Four-year degree
Science & Aviation - Four-year degree

Find us online today - wwfc.ca
WWFC Professional programs are approved as vocational programs under the Private Career Colleges Act, 2005 (PC#105919)

FOR SALE

New Simplex 510
Aerial Cleaning System
for AS350 and AS355 Series Helicopters
The Simplex 510
aerial cleaning system
produces a high pressure
spray stream to remove
residue and ice from
electrical towers and wind
turbine blades
Brand new kit in its box,
never been used, for a fraction
of the price.

Fred Carrier • 418-914-5600
fcarrier@helicarrier.com • www.helicarrier.com

th i s i s

huge

loads 2x
faster globally

exceptional
mobile experience

enhanced search
capability

totally secure
browsing

the new
SKIeSmag.com
More amazing content. Brilliant
design. An immersive reader
experience. The results
will blow you away.
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instrument iq

Test your instrument flight rules (IFR) proficiency and sharpen your piloting skills with this
exclusive Skies feature! Examine the following approach plate and take your best shot at
the accompanying questions—answers can be found at www.skiesmag.com/iq.

ABBOTSFORD, B.C.
ILS RWY 07 APPROACH

sharpen
your
ifr skills
by John Montgomery

chart Not to be used for navigation purposes

1. You are inbound to the WC NDB from the west and are level at 3,000 feet. You are cleared
straight in LOC RWY 07 approach. The glidepath is U/S. Is a straight-in approach authorized
and if so, at what point should we initiate the descent out of 3,000 feet?
2.	What is the lowest altitude that you can cross the XX NDB on the above approach?
3. Is an RVR-based approach ban a possibility on this approach?
4. Is RWY 07 equipped with a high intensity approach lighting system?
5.	What should be your course of action upon arrival over the clearance limit if further
clearance is not received in advance?
6. If conducting a procedure turn, it must be accomplished within ___ nm of the ___ ___.
John Montgomery is the founder and president of Professional Flight Centre in Delta, B.C.,
which was established in 1986. A 12,000-hour ATPL pilot and multi IFR instructor, he also
specializes in ground school and seminar instruction. John can be reached at john@proifr.com.
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faces of flight

He’s searched for gold, soared over one of the world’s largest waterfalls, and given
thrill-seeking skydivers the flight of their lives. David Shaver’s early career as a pilot
satisfied his thirst for adventure in the years immediately following high school; but today, at age 36, he’s firmly grounded in the pursuit of excellence at Chartright Air Group.
Shaver spent three years in his twenties as a survey pilot, flying aircraft with magnetometers
on their wings to help resource companies search for diamonds and precious metals. He also
flew sightseers around Niagara Falls and worked for a skydive company in Gananoque, Ont.
“The type of flying I was doing was different than mainly charter and airline flying,” said
Shaver, who is now vice-president of sales and marketing for Chartright, a private aviation services company based in Toronto.
“It was getting up and getting at high altitude and spending a lot of time in the air and
doing a lot of takeoffs and landings. I just found it really enjoyable. It was very relaxing.”

meet
DAVID SHAVER
VP SALES & MARKETING,
CHARTRIGHT AIR GROUP

By Ben Forrest

Shaver was born in Toronto, grew up in Brampton and is still a licensed commercial pilot
with about 1,200 hours under his belt. But after a few years of flying professionally,
he had a desire to stay in one place while remaining involved in the aviation industry.
He went back to school and earned a master of business administration (MBA), a postbaccalaureate diploma in management, and studied in Queen’s University’s executive
management program.
“The challenges [of being a pilot] were constantly travelling and being away from home
a lot,” he said. “And that’s ultimately what led me back to the city, where I pursued more
of a business background in aviation.”
Shaver joined Chartright in 2005 as business development manager and then became director of business development before transitioning into his current role about two years ago.
The company offers aircraft charter and management services to businesses and individuals across Canada, with its head office at Toronto’s Pearson International Airport.
It also has bases in Vancouver, Calgary, Regina, and Timmins and Kitchener in Ontario.
“The thing I probably enjoy the most is watching the team become successful and really
putting in the principles I’ve learned in the business background—from school—and
watching them actually work,” said Shaver.
“Realizing success and growth is incredibly rewarding here. In addition to that, customer satisfaction is something that constantly makes it a very nice place to work. When customers compliment the support and the service that we provide as an organization, it’s very rewarding.”
The biggest challenge is to provide a very good service that’s very resource-heavy,
he said. “We constantly, at Chartright, have to demonstrate our differentiation—what
makes us different and what makes us unique.”
As for the future of business aviation, Shaver said he’s a big advocate of technology that
supports air operators and brokers.
“We need better technology,” he said “We need better companies that are committing
their efforts toward solving some of the business aviation problems.”

Chartright Photo

One of the big problems with private aviation is empty legs—aircraft flying empty between points to pick up passengers, said Shaver. “We use a technology and other
companies use a technology that helps us promote those empty legs to a broad market
of people that may be interested in purchasing them,” he said.
Another example is flight scheduling and flight quoting software.
“Most of the technology out there was built before the age of the Internet, so much of
it’s very dated and outdated,” he said. “We would applaud companies that are trying to
rebuild and refocus aircraft quoting and aircraft scheduling software.”
Shaver doesn’t fly often these days but he still has a current licence. When he flies, he
usually rents a Cessna 172 or 172RG from the Brampton Flying Club. A married father
of three, he enjoys the outdoors and lists mountain biking among his other hobbies.
His time as a professional pilot gave him the chance to travel and see the world from a
unique perspective. But even in those days, Shaver was often thinking about the business side of flying.
“I think it’s good for any pilot to understand what costs are associated with flying an
aircraft in business,” he said. “The way that you fly the aircraft, the way that you maybe
treat the aircraft, can preserve some of the parts,” he added.
“I have always been focused on the big picture, but certainly the flying was a relaxing
way to seek adventure.”
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PROUDLY SUPPORTING THE RCAF
Whether it’s providing humanitarian relief or defending freedom and
sovereignty around the world, Abbotsford’s Cascade Aerospace proudly
ensures our troops are always ready for the call.
LOCKHEED MARTIN CERTIFIED | CANADA’S C-130 EXPERTS

AN OPERATING UNIT OF IMP
AEROSPACE & DEFENCE

1337 Townline Road, Abbotsford, BC
Canada V2T 6E1
www.cascadeaerospace.com

Citation Latitude

Citation Longitude

Citation Hemisphere

COMFORT AND PRODUCTIVITY
WITH EVERY MISSION
The Citation Latitude is recently certified and already the most
accepted in its class. The Citation Longitude ® is scheduled for its
first flight in 2016 while the Citation Hemisphere ® will follow in
®

2019. This new Citation ® family is ready to take your business to

Range

Citation Latitude

Citation Longitude

Citation Hemisphere

2,700 nm*

3,400 nm**

4,500 nm**

*2,700 nm 4 Passengers High-Speed Cruise, 2,850 nm Long-Range Cruise
**Preliminary, subject to change

the top. We position your business for success.
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