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column / In the Jumpseat

Aviation’s mental
health crisis
By Max Buerger

T

he findings from a recent Harvard
University survey that indicate over 12
per cent of commercial pilots suffer from
depression, and over four per cent are suicidal, further remind us—following the 2015
Germanwings Flight 9525 disaster—of the
psychological pressures today’s pilots face.
Yet, while these statistics may serve as an
eye-opener for passengers, the fact that a
certain proportion of pilots suffers from
often severe depression and stress is, for
the industry itself, nothing new.
Indeed, the concoction of factors that can
adversely impact a pilot’s mental health—
irregular schedules, constant time zone
changes, extended periods away from home,
severe fatigue and heightened responsibility—have been well documented and
researched by the industry in recent years.
For the aviation industry, the survey’s
true value lies in its wider industry culture
findings related to mental health: “There
is a veil of secrecy around mental health
issues in the cockpit,” argued Joseph
Allen, one of the report’s authors. “We
found that many pilots currently flying
are managing depressive symptoms, and it
may be that they are not seeking treatment
due to the fear of negative career impacts,”
he starkly concluded.
How accurate a picture does this survey
truly paint? In the wake of the Germanwings
disaster, the commercial aviation industry
has been swift to implement changes, with
greater investment in pilot-focused medical
care and the expansion of voluntary peer
support programs. This followed the U.S.
Federal Aviation Administration’s decision
in 2010 to allow, in certain circumstances,
pilots taking antidepressants to fly—as a
means of encouraging those pilots suffering
mental health issues to speak up without the
fear of losing their jobs.
Certainly, progress has been made. As
one anonymous pilot who suffered from
depression has recalled: “Their [the medical examiners’] attitude seemed to be more

6
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along the lines of, ‘Let’s see what we can
do to get you back in the air.’
“While it is probably true that most pilots
view many of the aviation medical professionals that they deal with as ‘looking for
an excuse to ground them,’ at a regulatory
level my experience so far has been exactly
the opposite,” he argued.
However, clearly much more can be
done—especially in developing a wider
culture of openness and understanding.
Ultimately a two-pronged approach is
required to tackle both the core issues
driving pilot depression and stress, and the
stigma for sufferers around speaking out.
The reality is that the certain aspects of
piloting, such as long hours and schedule
changes, are simply part and parcel of
the profession. However, ensuring that
the industry is furnished with adequate
numbers of pilots will go a long way to
helping ease the strain, especially related
to fatigue. Boeing predicts that, to meet
industry growth and demand, 617,000
more commercial pilots will be required
by 2035. The industry is working hard to
ensure this demand is met; but this will of
course take time, and there is no quick fix.
The industry must also continue to
ensure as much investment and emphasis is placed on its people as its physical
infrastructure. In many aviation markets, especially those experiencing rapid
growth (India’s aviation market is growing at 18 per cent per year, for example),
investment is geared towards the technology and facilities required to sustain this
growth; it must be ensured, however, that
this is not to the detriment of the people.
In some countries, greater investment is
already resulting in more trained physicians and better psychological testing,
but the sector must do more to guarantee
this universally.
Finally, and most importantly, the stigma
for pilots surrounding mental health issues
must be challenged and destroyed. This

can only be comprehensively achieved via
an industry culture change, and will be the
collective responsibility of airlines, unions,
pilot training academies and regulators.
The message to our pilots must be loud
and clear: Suffering from mental health
issues is OK, you are not alone, and the
industry will work with you, not against
you, to get you back into the cockpit.
Fostering a wider conversation and greater openness about mental health issues will
ultimately prevent pilots from suffering in
silence. It will ensure pilots are aware that
if they are depressed, support is there for
them, and in many instances they will still
be allowed to fly. And, most importantly,
by giving our pilots the confidence to selfreport, it will ensure greater mental and
physical safety for us all.
Max Buerger is head of partnerships for Alpha
Aviation Group, a leading provider of aviation training solutions that works with airlines
around the world.

If you need help
It’s important to seek help when symptoms of depression and suicidal thinking arise. Canada’s National Suicide
Prevention Service recommends calling
911 or going to the nearest emergency
department if there is an immediate risk.
There are also several crisis centres across
the country that can help. Many are available 24 hours a day to talk. A list is available
at http://suicideprevention.ca/need-help/.
The Canadian Mental Health Association
also has branches across Canada that provide services and support to people who
are experiencing mental illness and their
families. More information is available at
www.cmha.ca.

The stigma for
pilots surrounding
mental health
issues must be
challenged and
destroyed.”
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column / View From the Hill

Meddling gods:
Boon to aviation safety
By Ken Pole

I

t’s been two millennia since the
Greek philosopher Sextus Empiricus
observed that “the mills of the gods
grind slowly.”
Nothing moves slowly in aviation
except perhaps the regulatory mill, a.k.a.
the Transport Canada (TC) gods who
can take a long time to grind through
even routine updates.
But the mill can stall when politicians
pour partisan sand into the cogs.
Hence my skepticism when the House
of Commons Standing Committee
on Transport, Infrastructure and
Communities took on unmanned aerial
systems (UAS), a.k.a “drones.”
To give TC its due, it had been aware
of the problem for some time. In
October 2014, then transport minister
Lisa Raitt announced “guidelines” that
UAS couldn’t be flown within eight
kilometres of airports or at altitudes
above 90 metres, or over “heavily
populated” areas, military bases, prisons,
sports events, etc. Fines for noncompliance ranged up to $25,000 and
there could be jail or prison time for
grave violations.
In 2015, TC gave notice of proposed
regulatory amendments and then the
committee heard late last year from an
eclectic roster of stakeholders: the Air
Line Pilots Association (ALPA), the
Canadian Owners and Pilots Association
(COPA), and regulators, air traffic
managers, law enforcement, industry and
individuals.
Citing a surge in “drone encounters,”
Dan Adamus, president of ALPA’s Canada
board and an Air Canada Jazz captain,
said “many of the event descriptions are
sobering reminders . . . that the risk of a
collision between a UAS and an aircraft
has increased significantly.”
The solution was multi-fold, beginning
with education to ensure that UAS

8
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operators understand not only their own
platform but also the airspace and its
other users. “ALPA urges Parliament to
provide definitive authority and remove
any ambiguity about the extent to which
Transport Canada has the authority to
regulate UAS operated for recreation,”
said Adamus.
Point-of-sale registration was
recommended, as was installation of
collision-avoidance technologies. As
for enforcement and penalties, “anyone
flying a UAS that is a hazard to other
aircraft . . . must be identified and
appropriately prosecuted.”
COPA is part of the 75-member
International Council of Aircraft
Owner and Pilot Associations, which
has used its seat at the International
Civil Aviation Organization to advocate
against requiring the general aviation
community to install collision-avoidance
hardware as a counter to UAS. The onus
should be on UAS operators, believes
the association.
Nor does COPA want UAS alerts as
part of the Notice to Airmen process
because, as president Bernard Gervais
explained, “If the airspace is NOTAMed, saying we should watch out, that
there’s a UAV there, there are going to
be NOTAMs all over the country. We
couldn’t live with this.”
Unlike ALPA, which recommended
registration of “all but the smallest”
systems, COPA wanted all UAS
registered and for buyers to provide
some sort of proof of competence.
Despite my justified skepticism,
the committee squeezed its hearings
into just five days and produced an
unusual interim report in late February,
urging the government to come up
with “simple, clear and enforceable”
regulations. It recommended, among
other things, an upgraded education

The committee
urged the
government to
come up with
‘simple, clear and
enforceable’ drone
regulations.”
effort, permanent identification
markings and transponders, speed
and altitude limits in controlled
airspace, streamlined commercial and
professional certification and a study of
the possibility of requiring permits for
recreational use.
Only three weeks later, Transport
Minister Marc Garneau confirmed
that his department had been listening.
Recreational UAS would be prohibited
within nine kilometres of facilities
where aircraft take off or land; within 75
metres of people, vehicles or buildings;
at night and when first responders are at
the scene of an emergency.
“When there is a significant risk to
aviation, I have the power to issue an
immediate measure until new regulations
can be enacted,” Garneau explained.
Look for those in June, when new
rules on knowledge testing, operator
certification, etc., as well as possible age
restrictions, are expected.
So much, thankfully, for gods getting
off the pot faster than usual.

LEGACY 500: LEAPS AND BOUNDS BETTER THAN OTHERS
“The cockpit design in the Legacy 500 is clean, dark and quiet, which is very nice. Everything’s at 12 o’clock. The flight deck is
efficient in layout, very easy for a pilot to get the airplane started and avionics loaded. As far as using the sidestick and flying the
Legacy 500, it really is amazing. You can have the airplane go to a certain position and it’ll hold that position in flight. It’s really neat.
In most airplanes, you have the yoke in the middle; it can be very confining. We had a long trip, about five hours and 45 minutes,
and I remember that trip, in the cockpit, I was able to cross my legs. I looked over at the other pilot and said ‘Boy, this is nice. When
was the last time you were able to cross your legs in the cockpit?’ And you’re able to do that in the Legacy 500.
The passengers are really taken aback, especially on takeoff. And they’re shocked at how quickly we get to altitude and also how
steep of a climb we’re doing. They’re really impressed by that. They’re like ‘Wow, that’s pretty amazing.’”

- Brad Knaack, Legacy 500 Pilot
Watch Brad’s story and request more information at
EmbraerExecutiveJets.com/Brad

The game-changing Legacy 500 — the first midsize jet with fly-by-wire controls — is the benchmark for the future in performance, passenger room and comfort. On the flight deck, the
advanced Rockwell Collins Pro Line Fusion™ platform puts pilots in complete control in a cockpit environment that provides superior ergonomics. With seating for up to 12 passengers,
the Legacy 500 delivers a smooth flight in a largest-in-class stand-up cabin with a flat floor, fully equipped galley, state-of-the-art inflight entertainment and elegant seating that converts
into fully flat berths in a low cabin altitude. The main baggage compartment is the largest in class and complements generous inflight-accessible cabin stowage space. The clean-sheetdesign Legacy 500 is also the fastest jet in its class, delivering a high-speed cruise of Mach 0.82 and excellent runway performance.
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column / Focal Points

It’s time for a human
factors upgrade
By Tony Kern

A

viation human factors studies and
associated training have been ongoing
since at least the Second World War.
Originally and primarily focused on pilots,
human factors training has migrated into a
variety of aviation disciplines and functions,
albeit with various levels of success.
Originally called Cockpit Resource
Management (CRM), these programs have
evolved through five generations over the
last four decades, but since the last upgrade
of CRM more than 10 years ago, there have
been several major developments that drive
the need for change.
• Cycle of industry busts and
booms, and now growth. Since its
deregulation in 1978, the commercial
air carrier industry has been
characterized by boom-to-bust cycles.
Looking ahead, there is confidence
that the industry has been transformed
from a boom-to-bust cycle to one of
sustainable profits. The combination of
mergers and an industrial response to
the recession has made the commercial
airline sector far more efficient and
poised to grow. This advance, however,
has led to another challenge.
• Qualified personnel shortage.
According to a study by North
Dakota University, as many as 30,000
pilots will reach the mandatory
retirement age of 65 years by 2026.
The long predicted pilot shortage,
which is already being felt by the
regional airlines, business aviation,
and the charter industry, will
reach the majors. And it’s not just
pilots; airlines and other aviation
organizations are now reporting
difficulties in hiring qualified
maintenance professionals as well.
• Changing nature of piloting.
Advancing automation has made the
once dynamic flight environment into
a far more mundane affair where pilots

10
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are challenged less frequently and
less severely. This has led to a host of
new challenges including hand-flying
proficiency, what is being called the
“startle response” when things do go
wrong, and methods of countering
long periods of inactivity leading to
pilot complacency.
• Generational change. The Millennial
generation comes to us with
different learning styles, needs, and
technological skill sets. They may not
possess the core CRM skills from the
early generations of human factors,
so “finding the keepers” from earlier
teachings and reintroducing them in a
modern format will be critical.

What’s needed?
The next generation of human factors
will require more than new content.
Modern technology offers a host of
options from micro-training over smart
devices to personalized, growth-based
training to meet the learner at their
current level of expertise.
It should be fully integrated across
functional lines, with everyone from the gate
agent to those working in the hangar and
from the flight line mechanic to the pilots
on the flight deck adopting common terms,
tools, and human performance techniques,
carefully aligned to their specific function.
Serious mentoring and coaching
opportunities must be offered to all in
leadership roles to capture their vast
experience before they head out to welldeserved retirements. Improved humancomputer interface training is also a must
to make certain the “silent crewmember”
is doing what we ask of it.
Finally, quality assurance personnel must
be trained to seriously evaluate the human
factor, in order to make new program
content “need to know” and not just “nice
to know.”

The next
generation of
human factors
will require more
than new content.”
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Harbour Air Seaplanes has painted two iconic Canadian aircraft in Canada’s official colours to celebrate 150 years of Confederation, as
well as the company’s 35th anniversary. The de Havilland Otter (pictured) and de Havilland Beaver are bush planes that opened up the
country, and are part of Harbour Air’s fleet of 50-plus seaplanes that now fly more than 425,000 people every year. Harbour Air Photo

An Air Canada Boeing 777-200/LR takes off at Toronto
Pearson International Airport as the hazy sun sets
behind it. Adam Tetzlaff captured it on April 15, 2017.
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Photos from our readers / Skies highlights photos posted on skiesmag.com and facebook.com/skiesmag.

A Nolinor Boeing 737-200 takes off from Val-d’Or airport, heading back to Mirabel
after a charter flight from the Meadowbank Gold Mine in Nunavut. JP Richard
captured this outstanding shot set against an azure sky streaked with clouds.

An Air Canada Express Bombardier Q400 departs Toronto for Thunder Bay. The visible propeller vortices are caused in
basically the same way that vapour forms over the wing. Tip of the hat to David Brook for capturing this one.
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Airlines / Air Canada 737 MAX

Air Canada prepares for

MAX

flexibility,
efficiency
By Brent Jang
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ir Canada is preparing to renew
its narrow-body fleet with Boeing
737 MAX jets, underscoring the
carrier’s mission to find the best
aircraft match for a wide range of routes.
Air Canada first announced its purchase
of 61 new narrow-body planes in late 2013,
placing orders for 33 Boeing 737 MAX 8s
and 28 of the larger MAX 9s.
The airline is scheduled to receive its
first two MAX 8s by the end of 2017 and
another 16 of the MAX 8s in 2018. The
remaining 43 jets in the order are slated to
be filled between 2019 and 2021.
“It’s about matching supply with demand—
putting the right aircraft on a route,” said
Robert Kokonis, president of airline consulting firm AirTrav Inc. “Airlines are constantly
juggling fleet allocation.”
In 2007, Air Canada began gradually
adding Boeing 777s to its wide-body
fleet, followed by the debut of Boeing 787
Dreamliners starting in 2014.
Air Canada has eight wide-body Airbus
A330s but the fleet of wide-bodies is dominated by Boeing 777s and 787s.
“The backbone of the narrow-body fleet
will be Boeing as well. The airline is basically making its Boeing footprint a lot
larger,” said Kokonis.

A

Air Canada is scheduled to receive its first two Boeing 737
MAX 8s by the end of 2017. The MAX 8s and larger MAX
9s will replace the airline’s Airbus A320 and A321 aircraft.
Possible routes include sun destinations in the winter and
transcontinental flights in the summer. Boeing Image

Download this as a wallpaper here!
Watch the video here!

Kokonis noted that the MAX 8 will
replace the Airbus A320 and the MAX 9
will supplant the Airbus A321. He added
that the Bombardier C Series narrow-body
jet will replace Air Canada’s Airbus A319s
and Embraer 190s.
Air Canada expects to receive the first of its
45 firm orders for the C Series in late 2019.
In the meantime, the MAX models will
be the focus of attention for narrow-body
deliveries.
“The MAX airplane’s capability and
range are something we haven’t had in
a narrow-body aircraft of that size,”
said Duncan Bureau, Air Canada’s
vice-president of global sales. “We are
extremely pleased with the capability of
the aircraft.”
Bureau said the MAX will give Air
Canada greater flexibility in route planning, noting that the new planes are lighter and have more efficient engines than
the current Airbus models in the fleet.
“The overall economics are significantly
better,” he said. “The MAX allows us
more versatility.”
He envisages the plane taking on routes
such as Victoria-Toronto, VictoriaMontreal and Calgary-Halifax. Trans-

border routes into the United States are
also on the radar, as are destinations in
Mexico and the Caribbean.
Klaus Goersch, who served as Air
Canada’s chief operating officer for more
than four years until he left in April, said
the MAX will be a great fit for the airline.
“The MAX is more efficient. It flies
faster and higher, and is more efficient
than our current Airbus planes,” he said in
a recent interview while still Air Canada’s
COO. “The mission profile of the 737
MAX is essentially the same mission
profile of an Airbus narrow-body. We can
use it to sun destinations in the winter
time, and we can use it transcontinental
in the summer time. They can even do
Europe and Hawaii.”
In general, Boeing has said the MAX 8 could
seat up to 200 passengers while the MAX 9
could accommodate up to 220 travellers.
During a conference call with industry
analysts in February, Air Canada chief
executive officer Calin Rovinescu said
the seating configuration for the carrier’s
MAX orders had yet to be finalized.
“Think of it as replacing fundamentally our
Airbus narrow-body fleet,” said Rovinescu.
The mainline will be incorporating the MAX

models while phasing out Airbus planes.
Air Canada’s Rouge leisure operation
recently had 21 Boeing 767 wide-bodies,
20 Airbus A319s and five A321s in the
narrow-body category.
The mainline’s fleet includes 13 Boeing
767s. “We expect them to continue to perform well into the early part of the next
decade,” said Ben Smith, Air Canada’s
president of passenger airlines.
WestJet Airlines Ltd. is also awaiting
MAX aircraft, including the smaller MAX
7. WestJet expects the first of its 65 MAX
orders by the end of 2017, with the deliveries
extending through 2027.

Brent Jang, a business reporter at The Globe and
Mail, is the winner of two National Newspaper
Awards and has been a National Magazine Award
nominee. He boarded test flights for the Airbus A380
in 2007 and Boeing 787 Dreamliner in 2012.
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Embracing
bracing foR
digitization
By Chris Thatcher

all it e-factory, smart factory,
connected factory, intelligent
manufacturing, or Industry 4.0:
Whatever your preferred term,
the digital transformation of the industrial
workplace has the potential to disrupt the
aerospace supply chain in ways few companies anticipate. And the implications for
those who fail to grasp what digital means
could be severe—ask Kodak.
“Top decision-makers are still underestimating the effects of digitization, especially
the disruptive impact on their top line,”
global aerospace consultancy Roland Berger
wrote following a 2016 market survey of
aerospace and defence executives. “Many are
stuck with the belief that the impact will be
mostly on bottom-line efficiency. Many companies just don’t have the right skills and personnel to think of new business models and
conduct the right analyses to determine what
to do in this fast-changing environment.”
Aerospace has long been regarded as a
sector with high barriers to entry. Not long
ago, few would have imagined a start-up
with innovative software could do to the
industry what Uber has done to taxi services or Airbnb has done to hotels—all
without owning a single car or hotel property. But as SpaceX continues to shatter our
perceptions of rocket science, many companies across the sector are rethinking what
“going digital” truly means and are seeking
better ways to capitalize on the wealth of
data their manufacturing facilities generate.
Amazon has not closed all bookstores,
Uber has not done away with cabs, and
Airbnb has not replaced the hotel chain.
But all three have forced traditional players
to radically reshape their business models.

C
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Aerospace won’t be easy to disrupt,
but its model is “ripe for disruption,”
Van Espahbodi, co-founder of Starburst
Accelerator, a Los Angeles-based accelerator for sector start-ups, told the fourth
annual Global Supply Chain Summit in
Montreal on April 4. The barriers to entry
have “significantly lowered” and nontraditional players from Silicon Valley and
elsewhere are “seeking to capitalize” on
aerospace technology. “Money from investors outside of this industry has significantly increased,” he observed.
The event, hosted by Aero Montreal as
part of International Aerospace Week, was
dubbed “Breaking Through the World of
4.0,” and captured much of the change
that is affecting companies of all sizes,
from original equipment manufacturers
(OEMs), to Tier 1 systems integrators and
large structures providers, small parts suppliers, and forging and casting shops.
All are awash with big data generated by
their machines, processes and customers, and
as more of their devices become connected
and their processes digitized and integrated,
much of that information can be analyzed
and harnessed to improve decision-making
and operations throughout an organization.
Industry 4.0 seeks to knit together big
data, analytics, automation and robotics,
artificial intelligence, cloud computing,
cyber security, additive manufacturing, simulation and augmented reality
in a corporate milieu in which humans
and machines “collaborate digitally and
communicate seamlessly through integrated processes,” said Hany Moustapha,
a former executive with Pratt & Whitney
Canada and now director of AEROETS,

an engineering program for aerospace education and research. “4.0 is not only about
the factory, it is the total enterprise.”
Jim Vounassis, Bombardier’s chief transformation and procurement officer, who has
been leading a change agenda since 2015,
pointed to a convergence of an increasingly
competitive marketplace, diversity in the
supply chain, and rising customer expectations with respect to digitization that have
created enormous pressure to transform.
“One of the key success factors for us is to
be able to understand the dynamics of our
industry, and how to incorporate not only
continuous improvement but also disruptive technologies like Industry 4.0,” he said.
Done well, digitization could break down
the conventional silos of product development, manufacturing, sales and so forth that
predominate most organizations, revealing a
unified view of corporate data. It could also
connect a manufacturer with its suppliers
and customers, finding patterns in disparate
data that might not otherwise surface.
“4.0 is based on collaboration,” explained
Eric Leduc, senior sales manager for
Microsoft. It “uses low cost technology to
break barriers and silos between your manufacturing process, your suppliers, and your
customers and really integrate them into the
processes. . . [We’re] now able to digest a
huge amount of data and make sense of [it].”
As with previous revolutions that have
fundamentally transformed industry—the
introduction of steam and mechanized
processes, the dawn of electricity and mass
production, and more recently the advent of
computers and early automation—merely
surviving the journey amid rapid change can
be half the battle.

An employee performs 3D scanning on aircraft
components at L3 MAS in Mirabel, Que. L3 MAS Photo

The aerospace business model is “ripe for disruption” according to Van Espahbodi,
co-founder of Starburst Accelerator in Los Angeles. Aero Montreal Photo

“[Industry] 4.0 is not only about the factory, it is the total enterprise,” said Hany
Moustapha, director of engineering program AEROETS. Greig Reekie Photo

L3 MAS has developed “Technician Companion” tablet software
to support aircraft maintenance tasks. L3 MAS Photo
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For many suppliers, the first step in a
digital transformation is often a cultural
one. For Tim Beatty, president of Bullen
Ultrasonics, a hard materials and ceramic
matrix composites machining shop of
about 75 people, the hardest part was
convincing employees—some of whom
had been with the Ohio company for 30
years—that computers and robots would
not mean massive layoffs, merely a repurposing of their talent and expertise.
“We had to change the way we thought
about the work that we did, about quality,
about manufacturing, about data—everything across our entire business platform
had to be transformed,” he said, including

examining “what information our equipment can provide to help us understand
what issues we can resolve.”
Because of the costs, changes have been
small and incremental, he said, and the
data analysis is only just beginning. But
the investment was one the company had
to make. “We had to come to terms with
that, realizing that we’re going to make this
investment now or we’re not going to be in
the conversation five years from now.”
Jill Christenson, a senior manager with
Boeing, described the changes the airline
manufacturer is making to capitalize on
the technologies and capabilities within
the small and medium organizations

Hope aero
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in its supply chain, what she called
“focus factories.” One major challenge,
however, has been ensuring small and
medium-sized enterprises (SMEs) have
the necessary infrastructure to be able to
exchange data with Boeing, a mandatory
requirement to doing business.
For small business owners used to keeping proprietary technology close to the vest,
openly sharing data with a massive company
makes them “nervous,” Beatty admitted,
“[but] it felt like an inevitable choice for us.”
The promise of Industry 4.0, however,
comes with words of caution for those
who are not prepared to adapt.
“We are witnessing the deconstruction
of the supply chain,” said Jeff Gazidis,
aerospace industry manager for Siemens
Canada, which is aiming to be a data
broker for the sector, helping companies
better access and understand both internal
and relevant external data, and monetize
and share their knowledge.
Kevin Michaels, managing director of
AeroDynamic Advisory, a specialty consulting firm, sees the shift to vertical integration by both GE Aviation and Boeing as
a sign of major change for the Tier 1 model.
“Tier 1s have significant price pressure from
the OEMs, their business models are at risk,
the rules are getting changed on them, and
it is going to be a real challenging time for
them over the next five to 10 years,” he said.
And for raw materials firms, “You had
better be paying attention to additive manufacturing and what it could mean for your
business,” he advised. “If you are a casting
company, you are right in the bull’s-eye of
where additive manufacturing is headed.”
Helping small and medium sized companies
navigate Industry 4.0 has been a preoccupation for Aero Montreal, an aerospace sector
think tank that includes over 180 SMEs.
Through a supplier development program called the MACH Initiative, it has
been helping SMEs improve many of their
strategic planning processes. Now it’s
transitioning the program to help those
same companies accelerate their efforts to
bridge the digital divide.
MACH FAB 4.0, a five-year, $19-million
joint initiative with the Quebec Ministry
of Economy, Science and Innovation, will
conduct the first digital audits of 50 companies beginning this spring.

continuous flow Production for even faster turn times.
Hope aero propeller & Components Inc.
7605 Bath road, mississauga, on l4t 3t1 canada
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Chris Thatcher is an aerospace, defence and
technolog y writer and a regular contributor to Skies.
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Business aviation / CYYZ Operations
Recent corporate aviation limitations imposed
at Pearson airport have prompted some
operators to investigate the services available
at outlying airports. Eric Dumigan Photo

at the end of

the runway?

Runway rehabilitation work at Pearson International
may benefit regional airports looking to attract
corporate aviation customers.
By Ken Pole
allout from a decision by the
Greater Toronto Airports
Authority (GTAA) to limit the
corporate aviation window at
Pearson International Airport (CYYZ) hasn’t
been all bad. Outlying airports are evidently
getting inquiries from prospective customers,
and some are already handling more traffic.
The GTAA’s bombshell announcement
forced all business and general aviation operators to book arrival and departure slots on a
first-come-first-served basis, at least 48 hours
in advance, beginning March 26. Slots were
limited to between 15:00 and 19:59 during
rehabilitation of runway 05/23, the longest of
three east-west runways at 11,120 feet (3,389
metres) with a landing distance of 10,985
(3,348). Two others run north-south.
The restriction (which excluded medevac,
police, military or helicopter operations,
sports charters and visiting heads of state)

F
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initially was to last until mid-May and then
was to be reinstated from Oct. 10 to Nov. 3
and possibly longer.
The Canadian Business Aviation
Association (CBAA) immediately jumpstarted a campaign aimed at GTAA president Howard Eng, GTAA chairman David
Wilson, senior Transport Canada officials
and Members of Parliament.
“GTAA has overstepped and is unfairly
punishing our operators,” CBAA president
Rudy Toering wrote in a March advisory to
members. He told Skies that limiting 05/23
use can create problems when weather is poor.
“We’re all having a bit of trouble
understanding why, with so many runways,
there can’t be some better protocols than just
cutting out a complete segment of aviation.”
Industry pushback resulted in the creation
of a technical committee comprising representatives not only of the CBAA and GTAA,

but also Nav Canada and two major corporate operators, Execaire and Skyservice. The
CBAA was represented by its vice-chairman
Anthony Norejko, a former Walmart aviation
director and chief pilot and now owner of
CrewSked, which connects aviation professionals with operators.
The committee was able to come to a compromise which essentially resulted in two
early stages of runway renovation, including
new concrete and rebar, being rolled into one.
At the time of writing in late April, GTAA
spokesperson Erin Kennedy confirmed to Skies
that those early phases were expected to be
completed by mid-May. As for later work, the
GTAA was looking for “efficiencies we can
use right now to minimize work in the fall.”
However, Kennedy suggested that the
GTAA was keeping its options open, saying
that “we continue to look at ways to optimize
the current closure period.” She also said that

some work originally scheduled for early 2018
would be completed in this spring’s program.
Norejko told Skies that the GTAA had heeded not only the CBAA’s concerns but also
those of commercial carriers whose operations had been affected by weather conditions
on CYYZ’s shorter runways. He did not
mention the fact that residents of a denselypopulated urban area near Pearson had complained about the noise from increased traffic
on the runways which remained open.
The upshot was that Runway 05/23 was
taken out of service for nearly three weeks
of renovation work. While the CBAA and
others took some comfort from the GTAA’s
clearly conditional assurances about future
work, Norejko suggested that it was only
part of “a short-term solution” and that there
was still a major “disconnect” between the
GTAA and Nav Canada about how much
corporate traffic could be accommodated.
For example, he said, an operator with
a scheduled 14:30 arrival slot could be
delayed by unforeseen circumstances for
two hours, pushing their arrival into a time
frame when no landing slot is available. “It
creates such a huge mess.”
He said the technical committee remains
focused on finding a mutually-acceptable
solution. “The question remains: what does
the GTAA want from business aviation as a
slot process going forward?”

The newest facility at Lake Simcoe Regional Airport, G&G Jet
Centre, can accommodate two Gulfstream 650s and a Dassault
Falcon 7X at any given time. Martin Lamprecht/CYLS Photo

A lengthy construction schedule for runway 05/23 at Pearson,
including new concrete and rebar, has been fast-tracked
and condensed. The GTAA said it continues to look for
“efficiencies” to minimize disruption. GTAA Photo

New norm?
Meanwhile, some other airports in
Southern Ontario see a silver lining in the
situation at Pearson.
“It’s nothing but positive news for us,” Mike
Drumm, manager of Lake Simcoe Regional
Airport (CYLS), told Skies in late April. “I
think it’s the beginning of what I hope to be
a trend, a new norm. Although the tangible
adjustments are modest at this point, the
inquiries, the phone calls, the typical questions
at an FBO or an airport—fuel dealer, customs,
hours of operation, runway length, hangar
availability—have gone up exponentially.”
A commercial as well as passenger port of
entry, CYLS is located mid-way between
Barrie and Orillia. The facility has Canada
Border Services Agency personnel on duty
from 0:700 to 21:00 seven days a week and
its 6,000-foot runway (it has the real estate
to extend that to 7,000) routinely accommodates Boeing 737s.
“We handle up to the largest corporate
jets,” said Drumm. “Also, we have more than
100,000 square feet of commercial hangar
space and the newest facility at the airport,
G&G Jet Centre, can accommodate two
Gulfstream 650s and a Dassault Falcon 7X
at any given time. We’re quite comfortable
and familiar in dealing with that size of aircraft on a regular basis. There’s a couple of
Gulfstreams that live here as well as Embraer
Phenoms and Learjets.”
He also pointed out that CYLS is “fortunate to be part of a great brand and a
fantastic network, so I know that they have
been reaching out to a lot of the transient
operators.” He was referring to Michiganbased Avfuel, an independent global supplier
with more than 650 branded dealerships in
North America and Europe; it also has been
doing some marketing on behalf of CYLS as

The Region of Waterloo International Airport noticed an almost immediate
increase in corporate jet traffic since the slot restrictions and runway construction
began in Toronto. David Kreutzkamp/Flite Line Services Photo
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well as its other branded dealer in the region,
the Hamilton Jetport FBO at Hamilton
International Airport (CYHM).
Drumm said inquiries have come from all
over. Some are from long-standing GTAA
operators asking “what things might look like
if they were to consider moving an aircraft or
two.” Most have been from transient CYYZ
users. “This 48-hour advance notice is going
to be challenging,” he said. Some GTAAbased operators may be able to work around
it in some cases, “but for the NetJets of the
world, with trips that pop up, 48 hours is
probably not going to be a realistic option.”
What about commuting to the financial
district in downtown Toronto, the destination
for many corporate visitors? Ground trans-

portation is one option, an average of about
75 minutes, depending on traffic, but CYLS
has one client who bases his aircraft there and
commutes in by helicopter, about 15 minutes.
“But driving time is only one aspect of the
broader equation,” Drumm pointed out. It’s
what happens when clients arrive at the airport
that contributes to time savings. “They can be
on board and airborne within minutes.”
That said, Martin Lamprecht, a veteran air
transport consultant, expects that CYYZ
likely will always accommodate “high-end
corporate jet users” with an urgent need to
get downtown.
“They will pay the price,” Lamprecht told
Skies. “They may become the ‘premium product’ among Southern Ontario airports for

corporate aviation, but the alternate area airports . . . are not all about getting biz aircraft
users into downtown Toronto. It is about
each airport serving the GTA in a geographically appropriate way, depending on actual
destination of passengers within the Toronto
region. This way, the regional airports complement each other and CYYZ more than
they compete against each other.”
Chris Wood, general manager at the Region
of Waterloo International Airport (CYKF),
agreed that there should be enough traffic to
go around and pointed to a significant traffic
bump “right from the time the GTAA made
this decision.” Both of the major FBOs at
CYKF—Chartright, which is also a major
operator, and Flight Line—reported more
traffic than usual.
The challenge might be retaining at least
some of that, but Wood was optimistic.
“I understand that the runway situation
is going to get better at Toronto in the
next few weeks, but I don’t see that GA
[general aviation] slots are going to be
made any easier to get over the coming
years,” he said. “I don’t think this
problem’s going away.”
He said “the big prize” would be to
have more corporate operators based
at Waterloo. “That comes with a lot of
benefits for us. Once they try us, they’ll
like us and want to stay.”
Wood plans to use the CBAA’s 2018
convention at the Chartright FBO,
which has its own 50,000-square-foot
hangar, to good marketing advantage.
“We’re very deliberate about going after
corporate operators.”
Having a 7,000-foot runway capable of
handling “pretty well any corporate jet,”
as well as 30 acres of fully-serviced land
available for lease and additional hangar
space, also helps.
“It always amazes me, every time I fly
through Toronto, how many corporate
jets there are,” added Wood. “You see
the ones sitting out on the ramp and you
know the hangars are full, too! It’s pretty
much at capacity every day. . . . These
guys would rather have their airplanes
sit outside at Pearson, instead of an hour
down the road where they could be in a
hangar every night and basically have the
run of the place.”
He noted that Chartright has begun
marketing a helicopter transport service
from Waterloo airport to downtown
Toronto, about a 25-minute flight.

Ken Pole has had a life-long passion for aerospace,
writing about all its aspects for nearly 40 years.
The longest-serving continuous member of the
Canadian Parliamentary Press Gallery, he’s also
an avid sailor.
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Remembering
Vimy
A group of volunteer builders, former
military pilots and one current Royal
Canadian Air Force captain played an
essential role in honouring those who
fought and died in the Battle of Vimy Ridge.
By Ben Forrest

llan Snowie flew over the
Vimy memorial in France on
April 9, 2017, as the pilot of a
Royal Aircraft Factory S.E.5a
replica biplane, part of a five-aircraft
formation of Canadian pilots there to
mark the 100 th anniversary of the Battle
of Vimy Ridge.
Tired and still processing the event a
day later, he struggled at times to explain
how it felt. But he admitted it produced
an emotional high. As he flew by the
monument, he tried not to be mesmerized
by what he saw.
“[I was] sitting on the edge of my seat,
because in the bumpy afternoon air—I
know why they call them kites,” said
Snowie, who flew as part of Vimy Flight,
an organization of builders, former
military pilots and one current Royal
Canadian Air Force (RCAF) pilot who
participated in the ceremony.
“They get tossed around a bit … It was a
good run, and we all felt very good about
it when we got back to our base.”
Along with Snowie’s S.E.5a, the Vimy
Flight formation included four Nieuport
XI replica biplanes flown by Dale Erhart,
Peter Thornton, Larry Ricker and current
RCAF Capt Brent Handy.
They were a key part of Canada’s
contribution to the 100th anniversary

A
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ceremony, which reportedly drew as many
as 25,000 people, including Prime Minister
Justin Trudeau and Governor General
David Johnston.
The Battle of Vimy Ridge is arguably
the most celebrated military victory in
Canada’s history, and a key moment
in the nation’s formation. The four
divisions of the Canadian Corps fought
together for the first time at Vimy,
attacking the ridge from April 9 to April
12, 1917, and successfully capturing it
from the German army. The toll was
considerable: 3,598 Canadians died and
7,000 were injured.
“These ordinary and extraordinary men
of the British dominion fought for the
first time as citizens of one and the same
country,” Trudeau said in French as he
addressed the crowd, according to the
Canadian Press.
“Francophones and anglophones. New
Canadians. Indigenous peoples. Side by
side, united, here in Vimy, within the four
divisions of the Canadian Corps.”
In 1922, the French government ceded
Vimy Ridge and the land surrounding it to
Canada in perpetuity. The striking Vimy
Memorial was unveiled in 1936 and is a
tribute to 11,285 Canadian soldiers killed
in France throughout the First World War
who have no known graves.

Johnston referenced two massive
columns on the memorial in a speech at
the 100th anniversary ceremony.
“Those spires stand for peace and for
freedom,” he said. “They stand for justice
and hope. And they remind us that one
cannot exist without the other. Without
freedom, there can be no peace. Because
freedom without peace is agony, and peace
without freedom is slavery.”
Vimy Flight was an ambitious effort
to honour those who fought and died
at Vimy, in a year that holds extreme
significance to Canada as we know
it today, marking both the 100 th
anniversary of the battle and the 150 th
anniversary of Confederation.
Along with the four Nieuport XI
biplanes and one S.E.5a, the organization
transported two Sopwith Pup replica
biplanes to France for the ceremony. All
seven aircraft were packed into the belly
of a 429 Transport Squadron CC-177
Globemaster III and flown from 19 Wing
Comox, B.C., to Gander, N.L., before
carrying on to Lille, France.
The Nieuports were packed with their
wings on but the remaining aircraft were
packed with wings off—the only major
disassembly required for the journey.
Still, making them fit took effort. A
post on the Vimy Flight Facebook page

Download this as a wallpaper here!
Watch the video here!

TOP: Three Nieuport XI replica Scout aircraft take to the skies
ahead of a ceremony in France marking the 100th anniversary
of the Battle of Vimy Ridge. Lyle Jansma Photo
ABOVE LEFT: Pilot Allan Snowie stands with Vimy Flight
aircraft packed inside a CC-177 Globemaster III before they
were transported to France. RCAF Photo
ABOVE RIGHT: The Nieuport XI (pictured) and Royal
Aircraft Factory S.E.5a replicas were a key part of
Canada’s contribution to the 100 th anniversary ceremony.
MCpl Jennifer Kusche Photo
LEFT: From left to right are Larry Ricker, Paul O’Reilly, Will
McEwan, Dale Erhart, David Wilson, Peter Thornton, Rod
Ermen, Gordon Cooper and Al French (absent, Allan Snowie).
Vimy Flight Photo
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A Vimy Flight aircraft soars over the Vimy Memorial
in France. Terri Stuart-McEwan Photo

compared the packing process to the
Tetris video game, in which pieces of
various sizes and shapes are fit together
into solid, even blocks.
“The air force loadmasters have done a
great job,” said Snowie. “I think they took
it as a personal challenge.”
While the two Sopwith Pups were also
originally slated to fly over the Vimy
Memorial in France during the 100th
anniversary ceremony, a decision to
change engines meant Vimy Flight was
unable to test-fly the second Pup in time
for the ceremony.
As a result, the Pups were to be on static
display in France, then transported back
to Canada with the other aircraft and test
flown before a nationwide tour featuring
all seven aircraft. The tour is aimed at
raising awareness of the Battle of Vimy
Ridge and its significance.
All seven aircraft are also expected to
take part in Canada Day festivities in
Ottawa on July 1.
“I tell people we’ve come to France to
commemorate Vimy,” said Snowie. “We’re
returning home to celebrate Canada’s 150th
birthday.”
Vimy Flight grew out of a larger project
called A Nation Soars: Commemorating
Canada’s Great War Flyers, which is anchored

by a trilogy of one-hour documentaries.
It also includes a suite of educational
initiatives that explore how aviation
changed the course of the First World War.
The project’s third documentary, Flight
Path of Heroes, will focus on the Canadian
Corps’ stunning victory at Vimy and is
expected to feature footage from Vimy
Flight’s visit to France.
Previous documentaries in the series
Drawn to Victory and Wings of Courage—also
featured the Vimy Flight Nieuports in key
flying sequences.
The ceremony reportedly drew as many as 25,000
people, including Canadian Prime Minister Justin
Trudeau and Governor General David Johnston.
MCpl Jennifer Kusche Photo
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After returning from France, Vimy Flight aircraft are slated to
take part in a cross-Canada tour. Regis “Grifil” Grebent Photo

The striking
Vimy Memorial
was unveiled in
1936 and is a
tribute to 11,285
Canadian soldiers
killed in France
throughout the
First World War.”
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Vimy Flight thanked Veterans Affairs
Canada, the Royal Canadian Air Force,
Air Canada, the Air Canada Pilots
Association, and EF Tours for making the
journey to France possible.
As for Snowie, he hoped Vimy Flight’s
involvement in the anniversary ceremony
was a proper salute to those who fought
in the battle. While the day was clear
and sunny, he said soldiers faced blizzard
conditions during the actual battle 100
years ago.
“Some of the pilots got airborne, but
they couldn’t mark their targets because of
the weather conditions,” he said.
“We arrived here with long johns and
heavy flying clothing. We left our jackets
down yesterday. We were just wearing
flying suits.”
He reflected on how Canada became
a nation in a sense through Vimy, with

soldiers from many regions and walks of
life bonded in war.
“Canada became a nation emotionally that
day,” he said. “The guy from Edmonton
doesn’t really know the fisherman from
Nova Scotia. The Quebecois doesn’t really
know who this West Coast character is.
“But you put them all together in a
situation like that, and they’re bonded—
bonded by blood.”

Ben Forrest is assistant editor of Skies magazine.
Before joining Skies in 2015, he spent the better
part of 10 years in the newspaper industry, where
he worked as an editor, sports editor and general
assignment reporter.
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A HOT

Air Spray,
one of Alberta’s
first air tanker companies,
celebrates 50 years of fire suppression.
By Graham Chandler
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Half Century

Since it was founded in 1967, Air Spray has
provided air tanker and air attack aircraft to fight
wildfires that threaten communities and forests.
Here, a Lockheed L-188 Electra takes off out of
Whitehorse, Yukon. Simon Blakesley Photo
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hen Lynn Hamilton was growing up in Edmonton, Alta., talk
around the family dinner table
was always about airplanes and
pilots and contracts.
“My dad really loved to talk about the
business and the people who flew. He was
proud of his business and his success,”
recalled Hamilton, who is the owner,
president and CEO of Air Spray.
Her dad was Canada’s Aviation Hall of
Famer the late Don Hamilton, co-founder
and long-time owner of Air Spray. Since
it was founded in 1967, the company has
provided air tanker and air attack aircraft
to fight wildfires that threaten communities and forests. For Don, involving his
family in the business went far beyond just
mealtime conversation.
“Dad was so passionate about flying. Any
chance he could get, he took us to fly-in
breakfasts all across Alberta and B.C., and
aircraft and parts buying trips all over the
U.S.,” said Hamilton. “Even as little kids
he would let us take the controls.”
Little did she know at the time that “taking the controls” would eventually mean
assuming the helm of Air Spray.

W

Early roots

OPPOSITE: clockwise from top left:

The original Air Spray Ltd. [the current
company is officially named Air Spray
(1967) Ltd.] started crop dusting around
Wetaskiwin, Alta., in 1954, later expanding
into mosquito control. New opportunities
soon came along with a blooming aerial
wildfire suppression industry in the mid1950s, so the company ceased crop dusting
and converted its two Stearman biplanes to
fight wildfires under government contract.
In 1958, Air Spray Ltd. was awarded
the first Alberta government contract for
aerial wildfire suppression. Operations
expanded in 1961 with the adoption of
larger and faster TBM Avengers.
Formed in 1967, the present company
saw a big step forward in speed and loadcarrying capabilities with acquisition of
the twin-engine Douglas B-26 Invader, a
highly effective Second World War attack
airplane that also served in Korea and
Vietnam. It came with a bonus: a bomb
bay ideal for retardant tank installations.
Air Spray’s B-26 fleet would eventually
peak at 22 aircraft, but conversions proved
costly. That’s when Don Hamilton spotted
the potential and stepped in to invest in

The Air Spray hangar in Red Deer, Alta., was a
beehive of activity in April as the company prepared
for fire season. Dwight Arthur - Photek Photo
Air Spray has nine operational Electras with two
spares as backup. Dwight Arthur - Photek Photo
Four-engine turboprop Lockheed L-188 Electras
are the backbone of Air Spray’s Canadian
operations. Richard McGuire Photo
Air Spray’s total staff is just shy of 200
people. Dwight Arthur - Photek Photo
Air Spray designs, builds, and
updates its own simulators; the
Electra sim can be synced with
the Turbo Commander simulator
for training. Dwight Arthur Photek Photo
ABOVE: Three Air Tractor
802Fs and five Air Tractor
Fire Boss aircraft are
fielded from Air
Spray’s base in
Chico, Calif.
Michael Piper
Photo
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TOP LEFT: The Air Spray fleet in 1980. Air Spray Photo
TOP RIGHT: Don Hamilton, Air Spray cofounder and owner, bush piloting in 1954.
Air Spray Photo
ABOVE: Air Spray president and CEO,
Lynn Hamilton, inherited her passion
for aviation from her father, the late
Don Hamilton, co-founder and
long-time owner of Air Spray.
Her husband, Paul Lane,
is the company’s VP and
chief operating officer.
Dwight Arthur Photek Photo
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Air Spray. The first B-26 conversion was
completed in 1970, and by 1972 Hamilton
was sole owner of the company.
Operations moved from the Edmonton
City Centre Airport to Red Deer Regional
Airport and grew quickly. By 1990, Air
Spray was operating 15 B-26 air tankers; 10
Cessna 310 bird dog aircraft; seven Canadair
CL-215s (three owned by Air Spray and four
owned by the Government of Alberta); two
Cessna 340s; three Aerostars; and a Cessna
Citation executive jet used as a bird dog aircraft. Staff had grown to 60 pilots, support
and maintenance personnel.
Soon, the company realized a need for
newer, faster, longer-range aircraft with

larger retardant load capacities. The B-26s
were retired and replaced with four-engine
turboprop Lockheed L-188 Electras,
which are the backbone of Air Spray’s
Canadian operations today.

Present day
“We have nine [Electras] operational,”
explained Paul Lane, who is vice president and chief operating officer, as well as
Hamilton’s spouse. “[They’re] divided as to
contracts with Alberta, B.C., and the Yukon.”
He said two spare Electras are on hand
to back up the main fleet as needed.
Guiding the bomber drops in Canada is a
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Our growth is
organic in a
sense. This is a
highly specialized
industry; it’s not
something you
can plan to build
in a year.”
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fleet of 10 Twin Commander 690 bird dog
aircraft which operate with a government
air attack officer aboard.
Added to that fleet is one Twin
Commander 695, the conversion of which
is now complete. “It’s the 690’s big brother
that we are bringing into service this
year,” said Lane. “It will go into service
in a few weeks’ time in B.C.” He added
that the long term objective with the
Commanders is to increase the 695 fleet
in Canada and transition the 690s into the
company’s U.S. operation.
South of the border, Air Spray has a
base in Chico, Calif., that fields three Air
Tractor 802Fs and five Air Tractor Fire
Boss aircraft, an 802 derivative with skimming capability.
“One of the 802s is under contract to the
state of Oregon, and the other is the first
802 contracted by the federal U.S. Forest
Service, also out of Oregon,” said Lane.
Of the five Fire Bosses, two are on contract with Alaska and the Bureau of Land
Management, and three are with the state
of Washington.
Five British Aerospace BAe 146 aircraft will
soon be joining the 802s in the U.S. fleet.
“We are just completing the phased buildout of our first one; the second is underway,” explained Lane. The build involves
the installation of a brand new gravity-fed
internal tank system, unlike existing models
that rely on a pressurized tank.
“We will get final certification on it
within weeks. It has been a long process; a
major engineering project.”

Missions, mods and
maintenance
The BAe 146 modifications are happening at Air Spray’s base in Chico, which
also serves as a maintenance and training
facility. During the fire season it is busy
with long term build-out work or maintenance, and off-season it is the winter home
for the aircraft.
Air Spray strives for low turnover among
its cadre of its more than 40 pilots.
“Some of our pilots are year-round
employees with a specified role, e.g. chief
pilot or check pilot,” explained Lane. “But
most of our pilots in Canada are seasonal
employees who come back to us every
year, so we have a low turnover in terms
of the number of pilots that we bring back
in Canada every year.”
The operation tries to provide pilots with
an advancing career path through its multiple aircraft platforms. “They might come in
and sit right seat in an Electra to start and
move from there to the bird dog, and then
back to the left seat in the Electra, and then
potentially move from there to the jet.”
One Electra pilot has moved over to
the Fire Boss. “We want our pilots to get
experience with multiple airframes,” continued Lane. “The last thing we want to
have happen is to get a hot, heavy fire season and planes are grounded because we
don’t have spare pilots to cover off.”
Air Spray’s pilot pool for the U.S. operation is presently around 10 to 15 plus additional spare pilots who move around.

OPPOSITE: Air Spray’s more
than 40 pilots are offered
career advancement through
the company’s multiple aircraft
platforms. Many start in the right
seat of the Electra, shown here.
Simon Blakesley Photo
TOP: Five British Aerospace BAe 146
aircraft will soon be joining the U.S. fleet.
They are being modified with new gravity-fed
internal tanks at Air Spray’s base in California.
Air Spray Photo
MIDDLE: “The Electra still has lots of life left in it,”
said Air Spray’s Paul Lane. Nevertheless, the BAe 146
conversion program will also provide a stepping stone to
the next generation of Canadian tanker aircraft.
Dwight Arthur - Photek Photo
BOTTOM: When their aircraft fly on contract, Air Spray
provides pilots and maintenance support, while contractees
decide where and how the aircraft will operate.
Richard McGuire Photo
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This number will significantly increase
once the BAe 146 fleet is on contract.
“We have a six-and-one or a 12-and-two
day schedule there, so we employ a corporate pilot to ferry pilots around,” said Lane.
Thirty aircraft maintenance engineers
and support personnel round out the U.S.
strength. Along with about 130 in Canada,
the total staff is just shy of 200.
All contracts are with government

agencies. “We contract with, say, Alberta or
B.C. for 120 days, and they can extend it at
either end,” explained Lane. “An example
is Fort Mac, where we had all of our assets
that could be called on that fire, but at the
same time there were fires in B.C. and they
couldn’t release them [those aircraft].”
In that case, other provinces like Quebec
or Ontario can respond under an intergovernmental agency called the Canadian
Interagency Forest Fire Centre (CIFFC)
that handles requests for cooperation.
Under the contracts, “any communication
as to which fires are being fought or how we
are handling the fires is all handled by our
contractee,” confirmed Lynn Hamilton. “We
just provide the aircraft, pilots and maintenance support personnel, and they manage
where and how the fires are being fought.”
For support, each of the Canadian agencies establishes air tanker bases to provide
retardant. “Say the fire risk is high in the
Whitecourt area, then we’d deploy to that
air tanker base,” said Lane.
In the U.S., Air Spray is more self-reliant.
They deploy their own truck and trailer
for loading an 802 or a Fire Boss with fuel
and/or retardant.
Sideline work includes some charters to
keep the Commanders flying. “We also
do third-party maintenance work, parts
manufacture for ourselves and others, and
have OEM capabilities,” said Lane. “And
structural repair work for others; including
large jobs like overstresses.”

Pre-season simulation
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Air Spray designs, builds, and updates its
own simulators; the first was for the Electra.
“We’ve also built a Turbo Commander
simulator,” added Lane. “It flies alongside
our Electra simulator and we can simulate
bombing runs, lead-ins by the bird dog,
etc. We can do all the communication
strategies. If you are in the Commander
you will see your Electra flying alongside
and see the bombing drop. And in the
Electra, you will see the Commander.”
The company finds the simulators
extremely beneficial, especially early in
the fire season. “We are finding with the
earlier starts to the fire seasons our pilots
are going out very well prepared,” noted
Hamilton. “Because those first fires in
early April [2011 in Slave Lake] were very
intense; [we had] very dry conditions with
high winds. So this gives our pilots the
opportunity to experience the bombing
runs prior to getting onto the job, and
we’re finding they are feeling a lot safer
when they are out on those early fires.”
It’s more than just flying the aircraft; the
simulations are comprehensive. Pilots see
smoke on the horizon, head out to the fire,
practice various approaches, see their drop,
and can evaluate its accuracy. Hamilton said
they have government employees in the

bird dog simulator “so they learn how to
communicate with the air tanker.”
Lane added that Air Spray is nearing
completion of an 802 Fire Boss simulator
which will feature hydraulic motion to
facilitate skimming training.

Future direction
Lane said the BAe 146 conversion program in the U.S. will also provide a stepping stone to the next generation of tanker
aircraft in Canada.
“The Electra still has lots of life left in it.
But if we are not planning for the future,
we are falling behind.”
He sees the U.S. market poised for some
serious growth. In four years, Air Spray
has gone from zero presence in the U.S. to
contracting out to nine state agencies. “So
we will have to add to that fleet to meet
growing state and federal demand.”
Lane predicted strong growth in the
802F and Fire Boss programs. “And, clearly, the big one is the BAe 146.”
The Canadian market is a bit more
mature, he noted. “We are looking at what
the next air tanker will be after the 146,
but we are also looking at countries in the
southern hemisphere where we will start
to see a replication of long term planning
and contracting. We see that as one of the
big growth areas we can transition into.”

And global warming is having more of
an influence on the business. “I think we
will see our contracts start to get longer
and we’ll need additional spare aircraft,”
predicted Lane.
“Our growth is organic in a sense. This is
a highly specialized industry; it’s not something you can plan to build in a year. It is like
growing a vineyard. You have to do it over a
five- or 10-year basis. For us being mature in
this industry, we are trying to ensure that we
renew the business every day.”
With exciting growth opportunities
on the horizon, it’s a sure bet that Lynn
Hamilton and Paul Lane still talk about
airplanes, pilots and contracts around the
dinner table.

Graham Chandler is a Calgary-based freelance
writer with specialties in aviation, business and heritage. His articles appear regularly in several national
and international publications. Along with degrees in
physics, business and archaeolog y, he is an engineering graduate of the U.S. Naval Test Pilot School.
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FastForward
Airbus’ new flight operations division, Navblue, is
aiming to be nimble and quick with the rock
solid backing of an industry giant.
By Lisa Gordon

t’s fitting that Navblue has a facility in
Waterloo’s cutting edge Accelerator building,
because the company has certainly been on
the fast track since last July.
That’s when Airbus Group formally launched Navblue as
its new flight operations and air traffic management subsidiary. But while the name is new, there’s no doubt it is backed
by a wealth of experience. An amalgamation of four separate
entities, readers may be surprised to learn that the software
component of Airbus’ new venture had its genesis in Canada.
Back in 1987, husband and wife team Ray and Dorothy
English—he an airline pilot and she a self-taught computer programmer—founded Navtech in Waterloo, Ont.
From ideas that first took shape over their kitchen table,
the company went on to develop the first flight planning
software for a personal computer (PC).
“In the 1980s, there weren’t a lot of options,” recalled
Shawn Mechelke, Navblue’s vice-president of N-Software
Services and a 25-year airline industry veteran. “There
were no networks at that time; it was standalone basic
computers with no connectivity. You would buy a solution
and install it on the machines at your office.”
Mechelke was working at American Trans Air (ATA)
Airlines when it became the first to buy Navtech’s flight
planning software.
He said digital progress hit the airline industry in waves.
First, so-called “dumb” terminals displayed information.
Then, in-house networks were developed, enabling the
use of a server connected to PCs. The dial-up modem
was next, allowing airlines to access some digital data.
But it was the World Wide Web that really launched airline operations management into the digital age.
“Once the Internet started, that’s where everything
went from in-house systems to where we are today and
where we’re going tomorrow with software as a service,”
Mechelke told Skies. “Putting the server in a big data centre facility . . . That’s where the pivot point happened. All
you need is a computer with the Internet and you can get
everything you need.”
From its first successes, Navtech’s growth was steady
and sure. Over time there were strategic partnerships and
small acquisitions that continued to build on the company’s capabilities.

I
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In 1993, Navtech bought Compuflight, an addition that
introduced aircraft performance data to the equation. In
1998, the weather service division of Global Weather
Dynamics, a small U.S. company, was added to the mix.
The acquisition of Airware Solutions in 2001 introduced
crew planning capabilities, which allowed Navtech
to expand its products to facilitate preferential crew
bidding. In 2005, the company purchased European
Aeronautical Group and entered the charting business. Finally, a decade later, Navtech absorbed a
small U.K. company called DW International,
enabling satellite navigation data to be incorporated into its flight planning software.
One of Navtech’s longest-standing employees
is Mike Yeo, now Navblue’s chief technology
officer. He started with Navtech as a computer science co-op student in 1998 and worked
his way through various progressive positions to the executive suite. In the transient
world of software development, Yeo is
well aware that it’s unusual to spend your
whole career in one place.
“As it’s grown, I appreciate that this
company has given me great opportunity to explore new roles and build
new technologies,” he said. “From
day one, I was doing important
things that were providing important solutions to industry.”
Yeo recalled that in the early
days, Navtech’s 30 or so staff
members wore many hats
and the company brought in
about $4 million in revenue.
“It’s been a great journey to
see it grow,” he said. “Just
prior to the acquisition, we
had some 300 people with
offices all over the world,
$50 million in revenue
and served more than
400 airlines.”

Watch the video here!

Navblue’s software competency has roots
in the company’s Waterloo, Ont., office.
one2one photography Photo

The Waterloo location is expecting to hire 40 to 50
new employees in all areas of the company to facilitate
its rapid growth. one2one photography Photo

Navblue provides services to more than 500
operators worldwide, including major industry
names like Cathay Pacific and Delta Air Lines.
Galen Burrows Photo

Navblue’s Hersham, U.K., location
focuses on charting and data. Navblue Photo
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Strategic buy

Navblue offers
aircraft operators
a range of
comprehensive
services focused
on three main
areas: software,
data and
consulting.”

BELOW: Mike Yeo, now Navblue’s chief technology
officer, started with its predecessor Navtech
as a computer science co-op student in 1998,
subsequently working his way to the executive suite.
one2one photography Photo
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Navtech’s success attracted the attention of
Toulouse, France-based Airbus, which was
reportedly looking to expand its reach into
the aviation software and services industry.
As Mechelke put it, “Airbus, as a manufacturer of hardware—airplanes—they
make a one-time sale. But with software
as a service, it’s a service and customers
expect innovation and enhancements to
the service all the time. Navblue consistently innovates, listens to its customers,
and provides software solutions to support
airlines all over the world.”
Over the Christmas 2015 holiday period,
Navtech announced it had been acquired
by Airbus for an undisclosed amount. The
transaction was approved by regulators in
March 2016, and Navblue was introduced
to the world during the Farnborough Air
Show that summer.
“We are a strategic buy for Airbus,” noted
Mechelke. “So now we’re in a long-term
strategic position. We have to stay modern
and keep investing in our product; Airbus
has brought investment to the table. They
also bring all their innovation, research and
development. With their support, we’ll end
up building more innovative software, services and capabilities than ever before.”
Navblue originally united three separate
entities—the former Navtech; Airbus
ProSky air traffic management solutions;
and Airbus Flight Operations Services,
which included its runway overrun protection system (ROPS). A fourth division,

Airbus eSolutions, was added to the mix
which incorporated FlySmart (an electronic flight bag product), aircraft performance
tools, a documentation suite and safety/
analytics tools.
With about 380 employees in total, the
new company also has three main offices:
Waterloo (computer software); Hersham,
U.K. (charting and data); and Toulouse,
France (Airbus software services division).
Now that almost a year has gone by
since the creation of Navblue, the pace of
product integration and development is
quickening.
“We’ve seen big growth in Waterloo,”
confirmed Yeo. “In most product lines
we’re a 10 per cent market player. Airbus
wants to see this grow; they want to invest.
Over the next few years, they want to see
us become a major player in the market.
So we’re experiencing big investment and
scaling up considerably.”
When Skies visited Navblue in Waterloo,
the company was reorganizing its cubicle
system to accommodate 40 to 50 new
hires in all areas of the company.
“Every aspect of the company has to
grow. At the same time as the big investment from Airbus, our products are
maturing in their own right,” said Yeo.
Mechelke outlined the aggressive growth
plan. “In the next five years, they’re expecting us to double in size. We’ve never done it
that fast in the history of the company, but
it will be achieved in three ways. Number
one is organic growth; two, through partnerships; and three is by acquisition.”

Go anywhere else for brakes
and what could be wearing thin
is your patience.
If searching for the right wheel and brake parts has you in
a holding pattern, let Precision Accessories & InstrumentsCanada (PAI-C) get the wind back under your wings. Call
today, or visit us online at www.precisionaccessories.ca.
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Product suite

Navblue’s N-Flight Planning Solution allows operators to plan a customizable route that optimizes safety and efficiency.
Navblue Image

A 24-hour support desk provides technical assistance to software clients. one2one photography Photo
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Navblue offers aircraft operators a range
of comprehensive services focused on three
main areas: software, data and consulting.
Its list of 20 Canadian customers reads
like a who’s who of the country’s biggest
operators.
For instance, Air Canada uses Navblue’s
N-Crew Planning preferential bidding
system software for its flight attendant
scheduling.
“Most airlines in North America are
unionized so they run on a seniority
basis,” explained Mechelke. “This system
uses heuristic algorithms that allow you to
put your preferences in based on seniority.
The system tries to match everyone with
the best schedule possible based on personal preferences. This creates 30-day-out
schedules, plus a pairing optimizer that
develops schedules with crews, and builds
an airline’s master schedule.”
Mechelke noted this kind of solution
must be agreed upon by management and
the union, if applicable, and is usually
written into the labour agreement.
Jazz Aviation uses the preferential bidding
system for its flight attendants and Mechelke
said Navblue also provides the operator with
a custom built load planning program.
Air Georgian employs the Navblue
flight planning system as well as charts
from the company’s U.K. office, while
Canadian North uses navigation data
provided by the company to power its
flight planning systems. First Air, Nolinor
Aviation, Sunwing Airlines, Cargojet and
Cougar Helicopters are other examples of
Navblue’s Canadian customer base.
All in all, Navblue provides services to more
than 500 operators worldwide, including
industry giants like Cathay Pacific and Delta
Air Lines. A 24-hour support desk provides
technical assistance to clients. The company’s
global sales team includes directors in the
Americas, EMEA (Europe, Middle East,
Africa), Asia-Pacific, and Mainland China.
“Flight planning is software as a service.
You can install it at your operation or get it
from us over the Internet,” said Mechelke.
“Usually it’s a monthly fee; a fee per aircraft per month. The same with the preferential bidding system; charges are based
on the number of crew members. On the
navigation side, data is based on the number of tails you have, and it’s a service that
comes out on 28-day cycles. Updates are
done by regions and you pay per month.”
In addition, Navblue offers bespoke
airspace consulting from Toulouse.
Specialists work with air navigation service
providers, like Nav Canada, to model airspace and figure out ways to make it more
efficient. Sometimes, an airline will hire
them to design a high precision approach
or similar procedure to give them an edge
over the competition.
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Challenges and
opportunities

TOP: Air Canada is just one of the 20 Canadian operators who are
Navblue customers. The airline uses the company’s N-Crew Planning
preferential bidding system software to schedule its flight attendants.
Scott McGeachy Photo
ABOVE: With about 380 employees in total, Navblue aims to be “aircraft
agnostic” and works with every OEM, not just parent company Airbus.
one2one photography Photo
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Although some may consider the former
Navtech to be just another small fish
swallowed by the Airbus whale, Yeo said
creativity and flexibility has not been lost.
“The message from Airbus is to keep
nimble and agile,” he said. “What we’re
working toward is creating our own
customer-centric hybrid division. I think
they [Airbus] are trying to be very pragmatic about it; they want the business case
for the company to rest within itself. The
company they bought had been consistently profitable for many years and so had
the divisions they lumped in.”
From a technology standpoint, Yeo admitted there have been challenges integrating a
small, fluid company like Navtech into the
massive system that is Airbus.
“The biggest challenge is that Airbus is
a much larger company and they have to
manage risk to a far greater capacity than
a small private company—cyber security,
physical security, intellectual property
theft—all of those things make a large
company a prime target. One of the first
big things for us was a leap forward in
terms of cyber security.”
Mechelke also pointed out that the
former Navtech was “aircraft agnostic”
and worked with every OEM. “Now,
with the Airbus piece, we will need to

maintain the ability to work with every
OEM out there. That will be a challenge,
because Airbus software was built for
Airbus aircraft, of course.”
Yeo said he believes that particular
challenge is what underpins the creation
of Navblue.
“We could have easily been called
Airbus Flight Ops but [Airbus] chose to
create a whole separate entity,” he said.
“We have always had good relationships
with OEMs; throughout the final
stages of the acquisition we continued
talking to other OEMs to reassure them
we wanted to continue working with
them. I think we can all benefit from
competition and sharing our experiences.
This is where Navblue comes in because
we can take over that middle ground. We
can provide that ‘unified solution’ for
mixed-fleet carriers.”
There are many opportunities presented
by the Airbus acquisition as well.
Mechelke said the data from Airbus
Defence and Space’s high precision satellite network is the stepping stone to “next
generation charting” and implementation
in electronic flight bags and avionics.
“This technology will revolutionize
charting into data-driven charting,” he
said. “Instead of having a static display,
we have a computer that can build a chart

Trusted leader in
aerospace R&D
and certiﬁcation
services since 1983

real-time for you based on what you select.
The airport moving map database is
available today. With data-driven charting,
you can customize your charting display.
That’s just one to two years out.”
Another key area of focus for Navblue
is predictive analytics. That’s the process
of collecting and capturing all kinds
of data from airframes, engines, the
atmosphere and satellite tracking, just to
name a few sources, and then using it to
predict the future.
“That is one of the very large investments Airbus is making,” confirmed
Mechelke. “Today airlines make decisions
based on industry knowledge—the ability
for us to know things because we work in
it every single day and we learn it. We will
see a lot of benefit from predictive analytics in the future.”
Yeo added that electronic flight bag
(EFB) refinement is another priority.
“One of the goals is to create a more
integrated EFB experience; a platform
that supports the pilot workflow better
and facilitates situational awareness and
decision-making.”
He said it’s exciting to see the company
looking ahead to long-term innovation.
“Having been here for almost 20 years,
seeing the company looking at that
horizon and making those investments

is very exciting. It’s the next level,” said
Yeo. “Before, innovation was about new
product features. Now, it’s about taking
the latest leading edge technologies and
creating completely new spaces that didn’t
exist before. For a technical team, that’s
very exciting!”
The software world moves fast; much
faster than the traditional world of
aircraft engineering at Airbus. As
Navblue challenges the industry’s flight
planning heavyweights for a greater
market share, the new company will most
certainly draw on a wealth of experience
from all its divisions. Agility and
responsiveness will be a must.
Luckily, those qualities have already been
written into Navblue’s DNA.

Lisa Gordon is editor-in-chief of Skies magazine.
Prior to joining MHM Publishing in 2011, Lisa
worked in association publishing for more than
a decade, overseeing the production of customcrafted trade magazines. Lisa is a graduate of the
Ryerson University Journalism program.
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Download this as a wallpaper here!
Watch the video here!

Snowbird 1 Team Lead, Maj Patrick Gobeil, leads the seven-plane diamond formation
as Snowbird 9 Lead Solo, Maj Craig Sharp, breaks high and to the right and Snowbird
8 Opposing Solo, Capt Greg Hume-Powell, breaks to the left, showing off the team’s
trademark Speed Bird painted on the bottom of the CT-114 Tutor. Mike Reyno Photo
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The Canadian Forces Snowbirds
and CF-18 Demonstration Team flock to
Comox, B.C., every year for spring training
exercises that finalize their preparations for
airshow season. It’s an essential step for some
of the military’s most visible aircraft.
By Mike Reyno and Ben Forrest
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The 2017 Demo Hornet is painted in a striking
colour scheme designed by Jim Belliveau and
based on the official Canada 150 logo.
Mike Reyno Photo

en days before his first
scheduled performance as
pilot of the Canadian Forces
CF-18 Demonstration Team,
Capt Matthew “Glib” Kutryk sat in an
aircraft hangar at 19 Wing Comox, B.C.,
and sifted through his thoughts about the
summer ahead.
Kutryk, an operational fighter pilot with
the Royal Canadian Air Force (RCAF)
since 2013, has flown CF-188 fighter jets
in operations domestically and overseas,
but never like this.
Stripped of its external fuel tanks and the
extra weight of systems it won’t need as a
star attraction at airshows across North
America, the bird flew as Kutryk believes
it was engineered to be flown, at least
from an aerodynamics standpoint.
“It’s an amazing experience,” said
Kutryk, who is also a section leader and
fighter electronic warfare instructor with
425 Tactical Fighter Squadron at 3 Wing
Bagotville, Que.
“I’ve felt aerodynamic performance that
I’ve never felt in the F-18 before. So for
a pilot that’s a very unique opportunity.
It’s an amazing opportunity, and it’s
something that most fighter pilots would
want to do, for sure.”
Kutryk and the demonstration team,
along with the Canadian Forces

T
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Snowbirds, will play an essential role
representing Canada’s military to
the public this summer, a task that is
especially important as the country
celebrates the 150th anniversary of
Confederation.
“It’s probably one of the best years to
be the demo pilot on the F-18, because
this theme … it’s heavy,” said Kutryk,
who spoke with Skies during annual
spring training exercises in Comox, where
the demo team and Snowbirds finalize
preparations for airshow season.
“It’s a big deal. It’s not just the Air Force,
or it’s not just one event; it’s Canada and
everyone in Canada.”
The 2017 Demo Hornet is decorated
with a striking paint scheme designed by
Jim Belliveau and based on the official
Canada 150 logo. The logo was selected
in a national contest and features a
stylized maple leaf made of four diamonds
representing Canada’s four original
provinces—Ontario, Quebec, Nova Scotia
and New Brunswick.
Those four diamonds have a total of 13
points representing all current provinces
and territories. Multiple versions of the
maple leaf appear on the wings and tail
of the aircraft, and the paint job was
designed for the Demo Hornet routine.
“Every time the wing is flashed, it’s not

just the red topside but it’s that white
Canada 150 with the airbrushing pop
effect jumping out,” said Kutryk.
“So the routine was considered when
they designed the paint job, and I think
that’s something that’s very cool.”
Kutryk’s brother, Maj Joshua “Bung”
Kutryk, is also a fighter pilot in the
RCAF who flew CF-188 Hornets with
425 Squadron from 2007 to 2011. By pure
coincidence, Joshua’s former aircraft was
chosen to be the 2017 Demo Hornet.
“Kind of a cool story, in light of all
the ribbing I get for being Josh’s little
brother,” said Kutryk.
One of Kutryk’s main sources of enthusiasm for the demonstration team is the
chance to inspire and connect with a younger generation dreaming big about aviation.
“I got started with the Air Cadet
program, and the idea of flying the CF-18
seemed like a fantastical dream,” he said.
“In fact, at times the dream seemed so
big that it felt unrealistic to even consider
flying the Hornet.
“Nonetheless, whenever I would
complete a rating or type-check, I
immediately wanted to go a little higher
and a little faster …. I’m eager to share
my personal story of determination and
perseverance.”

A small but mighty maintenance crew ensures the
Snowbirds can perform throughout the season.
Heath Moffatt Photo

The Snowbirds fly in Palm Formation as the Demo Hornet brings up the rear. Mike Reyno Photo

The crew chief of 4 Wing Cold Lake goes through a
systems check during engine startup.
Heath Moffatt Photo

Snowbird 1 Team Lead Maj Patrick “Paco” Gobeil leads the Big Diamond
formation in a loop over the Strait of Georgia. Mike Reyno Photo
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PRACTICE MAKES PERFECT
Spring training exercises are crucial for
both the demonstration team and the
Snowbirds, in part because they allow
pilots to fly over water, at twilight, and
with mountains as a backdrop.
19 Wing Comox is less than five kilometres
from the eastern coast of Vancouver Island,
making it ideal for over-water training.
Morning sessions typically take place over
the Air Force base, while afternoon sessions
are typically above nearby Air Force Beach.
Both teams begin preparing months beforehand, with Kutryk completing a syllabus that
includes simulator flights, flights with experienced demo pilots, and solo flights.
He trained with help from 2016 demo
pilot Ryan Kean, logging about 12 hours
in the cockpit before spring training began
in mid-April.
Safety is the demonstration team’s first priority, so solo training flights start at 2,000
feet above ground level and step down
gradually to 300 feet, the lowest altitude in
the demonstration team’s airshow routine.
“This aircraft, with the demo routine, has
been max-performed for the last few years,”
said Kutryk. “As far as aerodynamic creativity,
there aren’t a ton of new areas to explore.”
Still, this year’s routine will include a
few new manoeuvres, including a special
“Canada 150 pass.”

“It’s slightly different from a topside
pass,” said Kutryk. “The idea is, we’re
dedicating that as a tribute to Canada, the
unity of Canada, as we celebrate 150 years
since Confederation.
“And that’s the pass that’s going to be
flown at 300 feet, right on the 500-foot show
line, probably giving the public the best look
of this jet throughout the entire routine.”
The Canada 150 pass is completed at
between 300 and 350 knots, at the slow end
of a routine that will run from about 120
knots to a maximum speed of 0.95 Mach.
Altitudes are between 300 feet and 5,000
feet, with a maximum G-force of 7.2. The airshow routine lasts 16 minutes and 30 seconds.
“Every manoeuvre is very precise as
far as G and lift vector placement,” said
Kutryk. “It’s timed to the second, and we
keep it that precise.

OPPOSITE, clockwise from top:
Stripped of extra weight for airshow season, the
Demo Hornet operates with maximum aerodynamic
performance capabilities, as demonstrated here as
Matthew “Glib” Kutryk approaches the speed of sound
.Stuart Sanders Photo
Snowbird 10 Coordinator Capt Blake McNaughton,
left, Snowbird 11 Coordinator Capt Paul Faulkner and
public affairs officer Lt Michèle Tremblay carefully
watch a practice run. Mike Reyno Photo
Training in Comox has several advantages, including
nearby mountains that affect how the Snowbirds
execute their routine Here, the Snowbirds take off
from Comox in Vic formation. Stuart Sanders Photo
Demonstration Team safety pilot Maj Yanick “Crank”
Gregoire and Lt Jennifer Halliwell guide the team
through a performance at Air Force Beach.
Heath Moffatt Photo
ABOVE: The Snowbird pilots and ground crew are
equally important to the team’s success.
Heath Moffatt Photo

SNOWBIRDS
Based at 15 Wing Moose Jaw, Sask., the
Snowbirds typically complete between 90
and 100 training missions before spring
training, but always at a standard airspace
in nearby Mossbank, Sask.
“[It’s] a wide airspace, little runway in
Mossbank, which doesn’t really translate
into what are we going to see on the road,
like for the show season,” said Snowbird 1
Team Lead Maj Patrick “Paco” Gobeil.
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TOP: Capt Matthew “Glib” Kutryk stands atop the
2017 Demo Hornet. Heath Moffatt Photo
ABOVE: Kutryk salutes his ground crew. He is quick
to note the importance of every member of the CF-18
Demonstration Team. “I’m just the guy that drives the
airplane, essentially,” he said. Stuart Sanders Photo
RIGHT: Inspiring future generations of RCAF pilots is a
key role for both the CF-18 Demonstration Team and
the Snowbirds. Heath Moffatt Photo
OPPOSITE: The Snowbirds’ venerable CT-114 Tutor
jets are among the most visible aircraft in the
Canadian Forces, performing in 51 locations across
North America this year. Mike Reyno Photo

54

SKIES Magazine | May/June 2017

“And from a pilot perspective, very
flat terrain. So we get used to that, and
coming to Comox offers us a totally
different perspective.”
Comox has a 10,000-foot runway and
mountains nearby, both of which affect
how the Snowbirds execute their routine. Training over water is also essential,
because pilots can easily lose depth perception over water, increasing the chances of
misjudging their altitude above the ground.
“It’s a massive visual illusion, and normally
we’re doing this stuff at 300 feet, so there’s
very little margin for error,” said Snowbird
9 Lead Solo Maj Craig “Nacho” Sharp.
The team is anywhere between 70 and
80 per cent ready for airshow season by
the time it reaches Comox, said Gobeil—
sometimes even less.
“That last 25 to 30 per cent is exponential, and it’s really where the show comes
together,” he said.
This year the Snowbirds face a number of
unique challenges, including an early performance with La Patrouille de France in
Gatineau, Que., that reduced spring training by about a week. Both the Snowbirds
and CF-18 Demonstration Team typically
complete about 20 missions during spring
training; this year, they only completed 13.
Weather during spring training was
another complicating factor, where the
blue sky and light winds typically seen this
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time of year were often replaced with low
clouds and wind warnings.
“We’ve been able to power through it,”
said Gobeil. “We’ve still got a lot of training
done in Comox, and the team will be ready
when we hit the road, but the challenges are
bigger this year than I’ve faced before.”
Many changes to the routine can take
place at Comox, where team members
refine it to a high-intensity show that lasts
between 25 and 28 minutes.

This year’s routine includes a special “Vimy
Roll” in honour of the 100th anniversary of
the Battle of Vimy Ridge. The manoeuvre
uses smoke trailing behind the Snowbirds’
CT-114 Tutor aircraft to reproduce the iconic
columns of the Vimy Memorial in France.
Another manoeuvre will honour the Battle
of Britain, and the Snowbirds are also planning a “Co-360” move featuring a circular,
360-degree revolution with three crosses.
“To the crowd it probably seems quite

benign,” said Sharp, referring to the
Co-360. “But that is by far the most challenging one we do.”
He treats it almost like an instrument
flight rules (IFR) procedure, flying at 300
knots and 5G.
“I’ll just look straight out,” he said. “I’ll
maintain my attitude, so I can maintain
my altitude, and I maintain a pretty good
cross check on my airspeed and my G.”
All 10 solo sequences in the routine are
performed at 300 knots with the exception of the Vimy Roll, which is performed
at 350 knots. The show is designed with
G-forces between five and minus-two.
“I think we have a very emotional-type
show this year, both exciting and solemn,
with the Vimy commemoration and a tribute to our troops as always,” said Sharp,
who is in his second year as lead solo.
The Snowbirds will perform in 51 locations, starting April 30 in Gatineau and
ending Oct. 15 in Boise, Idaho.
Maj Yanick “Crank” Gregoire is expected
to serve as team lead for the second half
of the season, likely starting in August. A
minor medical condition prevents him from
performing in the first half of the season.
Gregoire was also team lead in 2016, while
Gobeil was team lead in 2014 and 2015.

ON THE GROUND
Ground crews are vital to both the CF-18
Demonstration Team and the Snowbirds,
providing on-the-spot maintenance for
some of the most visible aircraft in the
Canadian Forces.
The demonstration team has an eightperson crew—four technicians from 4 Wing
Cold Lake, Alta., and four from 3 Wing
Bagotville. The Snowbirds have a relatively
young, 10-person crew made up of aviation
technicians (AVN), aircraft structures technicians (ACS) and avionics technicians (AVS).
AVN technicians are responsible for engine
work, airframe work and hydraulic systems
maintenance. ACS technicians repair the skin
of the aircraft—say, in the event of a bird
strike—as well as air-life support equipment
like oxygen systems, parachutes and helmets.
AVS technicians take care of all the
power distribution systems in the aircraft,
as well as instruments, electronics and that
deals directly with the electronics—typically, anything that makes the plane fly in
a straight line.
A maintenance service vehicle (MSV)
follows the Snowbirds to each show stop
on the ground, with a driver and supply technician escorting parts that may
be needed for maintenance on the road,
including two replacement engines.
“We have the full disposal of the military to get us parts, and that’s where we
phone back home,” said Sgt John Enright,
crew chief aviation technician for the
Snowbirds. The MSV can also divert to a
different location between tour stops to
pick up parts, if necessary.
Spring training is for technicians as well
as pilots, where ground crews frequently
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The landscape on Vancouver Island is devastatingly
beautiful, with practical advantages that help the
Snowbirds and CF-18 demo team put the finishing touches
on their pre-season training. Mike Reyno Photo

put in 12 hours a day to prepare for a rigorous season that keeps them away from
their families for months at a time.
“They’re a well-oiled machine, and without
them I wouldn’t be able to be as successful
as we’ve been this Comox,” said Enright.
“They’re an amazing group of guys and I
just want to take my hats off to them.”
As for Kutryk, he and his ground crew
were scheduled to begin a busy summer
schedule in Chennault, La., on April 29 and
finish Oct. 1 in Grand Junction, Colo., with
more than 25 stops in between.
This is a summer they will remember a
long time—possibly the rest of their lives.
And as he stood in that aircraft hangar in
Comox in late April, sifting through his
thoughts, he remembered he was not alone.
“I’m just the guy that drives the airplane,
essentially,” he said. “There’s a lot of people
that are a lot more important than I am that
are necessary to make this happen.”
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and availability to ensure success for demanding search and rescue
operations - anywhere, anytime.
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A P&WC engineer assembles a PW206C at the
manufacturer’s plant in Longueuil. P&WC Photo
The PT6 engine first established its reputation
in general aviation. Today, it is the most popular
engine family in its class, powering aircraft such
as the Pilatus PC-12 NG. Pilatus Photo

Two of the Canadian Coast Guard’s new Bell 429s, powered
by P&WC PW207D1 engines. Heath Moffatt Photo
Looking out towards the mighty St. Lawrence River, P&WC’s
headquarters in Longueuil is in the heart of the aerospace
hub surrounding Montreal, Que. P&WC Photo
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P wer
people
Skies visited Pratt & Whitney Canada’s headquarters
in Longueuil, Que., to get the story behind one of the
oldest names in the aviation industry—and find out how
the engine manufacturer plans to develop the next
generation of power and customer support.
By Oliver Johnson

Watch the video here!

he waters of the mighty
St. Lawrence River, the
1,190-kilometre (740-mile)
arterial waterway that connects
the Atlantic Ocean with the Great Lakes,
almost seem to emanate history. Beginning
with Jacques Cartier in 1535, the river
was the basis for European exploration
and settlement of the land that would
eventually become Canada, with three
of North America’s oldest settlements—
Quebec City, Trois-Rivières, and
Montreal—founded along its banks. The
latter is celebrating its 375th anniversary
this year, the last century of which saw it
play a key role in the development of the
global aviation industry as it became one

T

of the largest aerospace hubs in the world.
And it was because of this that I found
myself standing on the south bank of
the St. Lawrence earlier this year on an
unseasonably mild—but still frigid—
morning in Longueuil (a commuter
city across the water from downtown
Montreal). I was visiting one of the oldest
and most familiar presences in aviation.
Established in 1928, it will celebrate the
production of its 100,000th engine this
summer—60,000 of which are still in
service, operated by over 12,300 operators
in 200 countries.
That company is, of course, Pratt &
Whitney Canada (P&WC).
Since the launch of its popular PT6

engine in the 1960s, P&WC has forged
business relationships with some 30
aircraft manufacturers. The company
builds engines for four main business
segments: general aviation, regional
turboprops, business jets and helicopters;
and also produces commercial auxiliary
power units (APUs), including those
previously manufactured by Pratt &
Whitney in the United States.
The PT6 first established its reputation
in general aviation. From Air Tractors to
Beechcraft King Airs and from Cessna
Caravans to the Pilatus PC-12, the PT6A
engine family is the most popular in
its class today. Within the rotary-wing
industry, P&WC products power aircraft
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OPPOSITE: Longueuil is home to one of
two P&WC Customer First Centres, offering
24/7 coverage for aircraft on ground and
technical/maintenance consultation. The
other is in Singapore. P&WC Photo
BELOW: The P&WC PW150 engine assembly
line. The PW150A powers Bombardier’s
Q400 regional turboprop. P&WC Photo

produced by Airbus, Bell, Leonardo,
Sikorsky, MD, Avic and Kazan.
P&WC president John Saabas told Skies
that this diversity and industry experience
give the company a competitive advantage.
“Longevity itself doesn’t mean
anything, but the fact that we’ve
been able to acquire new customers
and develop new products—100 new
products in the last 25 years—gives us
an edge,” he said. “We have developed
products that can cross all markets, we
learn from all markets, and we bring that
[knowledge] to each segment.”
The company’s sprawling Longueuil
headquarters cover 165 acres, and include
two main buildings that together span
more than 1.23 million square feet.
The facilities on this campus include
P&WC’s main manufacturing plant, its

corporate and customer support offices,
and the main engineering centre where
about half of the company’s research and
development (R&D) is completed.
In addition to its presence in Longueuil,
P&WC has its main service centre for engine
repair and overhaul in St-Hubert, Que.;
its global flight test operations hub and
engine assembly in Mirabel, Que.; turbofan
R&D and PW300 assembly and testing in
Mississauga, Ont.; a specialized machining
plant in Halifax, N.S.; PT6 assembly and
testing in Lethbridge, Alta.; an altitude testing facility in Ottawa; and, together with
Rolls-Royce, it operates the Global Aerospace
Centre for Icing and Environmental Research
in Thompson, Man.

DEVELOPING A RANGE
OF POWER
Over the years, P&WC has expanded its
engine family to include new offerings
targeted at business aviation and regional
airlines. Its turbofan and turboprop
powerplants are recognized for fuel
efficiency and reliability with an emphasis
on environmentally friendly performance.
Ranging from 500 to 2,000 shaft
horsepower, the PT6A engine family
remains one of P&WC’s biggest successes.
According to the company website, a
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variant of the PT6A is in service with more
than 6,500 operators in more than 170
countries. More than 41,000 PT6A engines
have been built for a range of applications
including airlines, general aviation,
business, agricultural and utility markets.
On the rotary side, P&WC has produced
over 15,000 engines for helicopters, and
about 9,000 of those are still in operation
on 34 helicopter types. And of the 700
million flight hours accumulated across
P&WC’s product line, 55 million of those
have been recorded in helicopters.
“The helicopter segment is a very
important part of our business,” said
Saabas. “It’s a segment that actually
flies more hours per year than general
aviation and business aviation, so it’s
one that has more activity through the
maintenance cycle.”
The history of the PT6 stretches back
to the helicopter industry’s earliest
days, too—the first aircraft to have
been powered solely by a PT6 was the
experimental Hiller Ten99 helicopter.
“The PT6 has stood the test of time in
the sense of its reliability and durability,”
Tim Swail, P&WC VP of customer
programs, told Skies. “It has very good
features from a FOD [foreign object
debris] tolerance and those perspectives,
it fits into many configurations and we’ve

continued—especially on the helicopter
side—to insert material and component,
manufacturing and technologies into the
product to enable us to grow the power
and improve the performance. We’ve then
matched that with the evolution of the
control system.”

COMMITTING TO INNOVATION
P&WC estimates that it spends about
C$500 million each year on R&D across
all business segments. Over the last 10
years, it claims to have invested more than
C$3 billion in developing new products
and technologies.
“We’ve never stopped investing simply
because it’s not a good year [in terms
of revenue],” said Irene Makris, P&WC
VP of marketing for helicopter engines.
“We’re always looking at the future,
always working with our OEMs, our
operators, taking feedback and looking at
developing the next engine that’s going to
meet their needs—and sometimes we’re
actually telling them what we have and
where we need to go, and they actually
will look at [building] the platform
around our engine.”
To address future requirements, P&WC is
currently developing a new engine family
that will produce power in the 1,400- to
2,200-hp range.

P&WC
estimates
that it spends
about $500
million each
year on R&D
across all
business
segments.”
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P&WC’s presence in the rotary-wing market
has been built on the PT6 engine, shown here
in the PT6T variant. P&WC Photo

“The top end of that is the one place we
don’t play; the bottom of that is to replace
our own products with more efficient
engines,” said Saabas.
Makris said the company’s R&D department has already completed successful
tests of new technology for the family, and
has shared its progress with customers.
Although it was reluctant to reveal too many
details about programs still in development,
P&WC did say that technology from its
PurePower PW1000 and PW800 turbofans
was being integrated into turboshaft engines
on the drawing board.

GREEN FOCUS
While there continues to be industry
pressure to develop engines that provide
more power and greater efficiency, there
is also an increasing focus on reducing
their environmental footprint. To this
end, P&WC has partnered with several
leading Canadian universities to develop
green technology, with different projects
focusing on reducing emissions, noise,
waste, and the use of certain chemicals
and materials in the manufacturing
process, and favouring suppliers who share
the company’s sustainability values.
In terms of green fuels, P&WC has been
exploring the use of biofuels for decades,
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and believes their use will increase as
the infrastructure to produce them is
developed, and that with the right increase
in scale, sustainable biofuel could be used
by all commercial aircraft on a routine
basis in five to seven years.
“We’ve demonstrated hybrid fuels on all
our engines,” said Saabas. “The bigger
problem is you need to have aircraft and aircraft fuel systems, and a whole distribution
network around alternative fuels, to make
it a viable thing long-term. But our engines
can tolerate biofuels. All you really need
to do is do the maturity compatibility, and
make sure the fuel flows are in line with the
calorific content of the fuel. So you need a
bit more fuel, because there’s less energy in
the fuel to get the same power.”
And, as part of its push for greater
production efficiency, P&WC has
invested C$80 million in a Centre of
Excellence for Advanced Manufacturing
in Longueuil that features three advanced
manufacturing cells, as well as C$60
million in Halifax for another two.
Each cell is home to several robotic
arms—similar to the type found in hightech automobile production facilities—
that machine parts as they work their
way along the line. The level of precision
of these cells is such that they achieve

tolerances of less than one-fiftieth of the
diameter of a human hair, resulting in
a high-quality product with zero nonconformance—and therefore less waste.

SUPPORTING THE PRODUCT
Out of 9,000 employees around the world,
P&WC has 2,000 working in customer
service—and the emphasis it places on
supporting its products is something in
which it clearly takes great pride.
“We make sure that we are where our
fleets are flying and where our customers
need us,” said Makris. “Whether it’s a
DOF [designated overhaul facility], a
service centre, training school, or parts
distribution centre, we strategically locate
to make sure that we’re in the right place.”
To that end, P&WC has over 30
company-owned and -designated overhaul
facilities around the world; seven parts
distribution centres; over 100 field support
representatives (FSRs); 100 mobile repair
team techs; over 850 rental/exchange
engines covering 120 configurations;
13 customer training facilities in seven
countries operated through FlightSafety
International; and fully integrated
aftermarket support at two Customer First
Centres (in Longueuil and Singapore) that
provide 24/7 coverage for aircraft on ground
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(AOG) and critical emergency services and
technical/maintenance consultation.
Swail said the company is currently
focusing its support on tailoring solutions
to operators’ individual needs, as well as
reducing costs.
“We continue to evolve, but in the last two
years we’ve put out the proof points that are
showing our customers that we’re willing to
adapt to their specific business needs, and
we’ve already done a lot,” he said.
A key driving force within P&WC’s
support division at the moment is to move
operators towards a planned maintenance
environment, offering them greater
predictability in their maintenance costs.
“The next best thing to no maintenance is
planned maintenance,” said Saabas.
It has launched a suite of 30 service
offerings under the “P&WCSMART”
program, which includes fleet maintenance
programs across all product lines as well
as solutions specific to certain engines.
In addition, P&WC offers pay-by-hour
maintenance plans for corporate operators
and fleets. More than 10,000 engines are
enrolled in these programs company-wide.
Among the diagnostic, prognostic and
health management systems included
within the program is P&WC’s new Flight

Acquisition Storage and Transmission
(FAST) system. The FAST system
automatically captures and analyzes a
wide range of more than 80 engine and
aircraft parameters and provides handsfree cellular transmission from the aircraft
to P&WC. The results are then emailed
directly to the operator within 15 minutes
of the engines shutting down. The
system is already in more than half of the
Bombardier Q400 fixed-wing fleet, and
Swail said P&WC is looking to expand it
into other parts of the market.
“It’s really bringing the HUMS [health
and usage monitoring systems] experience
and beyond that to the engine,” he said.
“It’s getting very good customer response
… and we’ll continue to make it available
to other applications we have out there.”
Another tool that will soon be at the
disposal of maintenance technicians is
P&WC’s oil analysis program. Currently
undergoing a customer trial across 3,100
engines, the program is billed as a nextgeneration solution for preventative
maintenance. The system detects microfine
metal particles in oil, allowing early
identification of wear of individual oil-wetted
components such as gears, bearings and seals.
“We’re able to detect [at] minimum 100

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

hours sooner that the traditional SOAP
[Spectrometric Oil Analysis Program],”
said Makris. “And this is not going to be
reserved just for us—we’re sharing it with
the industry, because safety is all of our
responsibility.”
The company expects the technology to
be mature in the next 18 to 24 months.
Finally, the manufacturer is making strides
in software support. Last year it rolled out
MyP&WC Power—a new customer service
portal, optimized for use from any device,
that offers users the ability to manage almost
any interaction with the manufacturer, from
accessing technical publications and online
tutorials, to ordering parts and submitting
hours for maintenance programs.
Then, in November, it launched P&WC
Onsite—an HD video collaboration system
that essentially functions as a beefed-up and
more secure version of Apple’s FaceTime. It
allows a customer with a maintenance issue
to show the problem area via a live video link
to a P&WC representative for advice—rather
than having to wait for them to arrive in person. The technology even allows for a connection with a borescope through an adapter.
“Let’s say they want us to sign off a
repair, and we need to give them a letter
to help their local authority to say, ‘This
is outside the manual, but it’s OK,’ ” said
Swail. “Now we have the detailed decision
record instead of a paragraph, I’ve got a
video image which is part of the record—
and you can help make decisions faster. It’s
just another way we’re trying to make sure
we stay close to the customer and keep our
reach at the most modern level.”
And, according to Saabas, it’s this drive
to constantly improve its support—and
the quality of its people—that are the keys
to P&WC’s success. “The engine is very
important, technology is very important,
but it’s new once and used forever,” he
said. “I think our support is our biggest
advantage. Support comes down to the
people you have, the relationships you have,
and the availability. And the one comment
we always get is that our people are great.”
In an ever-changing industry landscape,
P&WC has managed to stay on the leading
edge of engine performance and customer
support for almost 90 years. And, as it
looks ahead to its century, its continued
focus on innovation make its future look
just as bright as its illustrious past.
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Business aviation / Aircraft Refurbishment, Part II
The Flying Colours paint shop encountered a whole new realm
of complexity with this project. Each individual stripe
needed to be measured; each honeycomb template
had to be applied by hand, and the final
edgings were hand painted by brush.

Watch the video here!

Design, with a

Twist
Editor’s Note: Is your corporate aircraft looking
a bit tired these days? Have you ever wondered
what’s involved in a custom refurbishment? We
invited Peterborough, Ont.-based Flying Colours
to walk us through a project that illustrates the
custom design process, with a twist. In the second
installment of this two-part series, we learn how
pre-engineered external components combined with
internal creativity and expertise to breathe new life
into an aging Global Express business jet.
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t the end of March 2017, Flying
Colours Corp. delivered the
industry’s first jet that had
undergone a complete cabin
conversion incorporating the new preengineered components manufactured
by Inairvation, the 50/50 joint venture
between Germany-based Lufthansa
Technik (LHT) and F.List of Austria.

A

In less than five months, the classic
2003 Bombardier Global Express
underwent a complete internal and
external transformation that brought style
and elegance to the otherwise outdated
interior. At the same time, the exterior
fuselage was treated to one of the most
striking aircraft paint schemes Flying
Colours has ever produced.

In less than five months, the team at Flying Colours Corp.
completed an impressive Bombardier Global Express
refurbishment that exercised the company’s traditional
expertise while at the same time stretching its
capabilities in new directions.
By Jane Stanbury | Photos courtesy of Flying Colours

Interior installation
The Peterborough, Ont., aircraft services
business has had over three decades of experience outfitting, completing, maintaining
and revamping aircraft interiors and exteriors.
However, this was the first time the team had
worked in conjunction with a European company that was providing finished components
to be incorporated into the design.

“This was different territory for us in
terms of having to liaise extensively with
our partners,” said Sean Gillespie, executive vice-president at Flying Colours. “We
have all the expertise required for completions and conversions in-house. That is
one of our core competencies as a business, to be able to service all the client’s
needs under one roof. We are proud of our

internal skills, but it was also exciting to
begin work on such an interesting project
with Inairvation.
“We recognized right at the start the
importance of regular communication
with Inairvation,” he continued, adding
that Flying Colours had to adjust its regular work schedule to accommodate the
external communication. “Overhauling
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Clockwise from left:
The Global Express commands the ramp with its
striking paint job.
All around the Peterborough facility, technicians were
busy working on their specific tasks.
The new Global 6000 seat frames were upholstered
with exotic, embossed leathers.
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any cabin is invariably a complex process
requiring well executed project management, technical skills, know-how, and the
ability to turn theory into practicality.
Clear internal communication is imperative, but this time we needed to incorporate agility, flexibility and a few moments
of innovative thinking to make the external communication process work, too.
“The great thing is that the Inairvation
team was very easy to work with. We spoke

regularly, which meant that the varying
groups involved were fully aware of any
issues and their role within the planning,”
said Gillespie. “We also had to liaise frequently to ensure the new nice HD CMS/
IFE [high definition cabin management
system/in-flight entertainment] system, and
customized side ledges, worked with the
existing aircraft systems and airframe. We
were able to share any concerns and resolve
them together directly.”
Over the years, Flying Colours has worked
on many Global Express projects. This
experience proved to be a real advantage,
but there are always challenges integrating
new technology into an older aircraft. The
correct engineering process is essential to
completing the conversion successfully.
The first practical task for turning this
project’s vision into reality involved engineers undertaking extensive surveying
to ensure the various components, such
as the new wiring, would work with the
retained systems—and that the new structure would work on an older airframe.
“Substantiating all of this is very important. Planning up front, anticipating any
issues, and then scheduling the work
accordingly is a vital step for an effective
conversion work schedule,” said Gillespie.
Once this step is complete, an efficient
procurement process secures all parts
needed to complete the work.

C0 M100 Y100 K0
C0 M0 Y0 K40
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ﬂexible, well-managed, affordable certiﬁcation
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shares its vision to promote a healthy growing
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the whole country.
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Evaluating the functionality of the Global Express’ new
fittings, including the Wi-Fi and in-flight entertainment
systems, formed the largest test phase of the whole
refurbishment process.

It was such a
complex project
with a number
of new variables,
including longdistance partners,
components that
hadn’t been used
before, and a huge
variety of materials.”
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In parallel, initial modifications were
taking place on the structure, readying the
shell for its new components. Next up was
the avionics wiring. This formed a major
portion of the early work as the experts
literally mapped out on paper the complex
wiring that supports the avionics, lights,
in-flight entertainment system, cabin controls, cabin environment and management
system. It is this web of information that
keeps the aircraft in the air and under control. To the uninitiated the design looks
similar to a very complex family tree; to
the experts, it is a clear vision of how the
aircraft components connect.
At the same time, all around the
Peterborough facility technicians were busy
working on their specific tasks. The cabinetry team modified and finished the cabinets with a mix of an intricately patterned
carbon fibre veneer which was unusually
complemented by wood accents; the new
Global 6000 seat frames were upholstered
with exotic, embossed leathers; and the
paint shop prepared for its most intricate
job yet. The avionics team developed a
newly designed ATG 5000 Gogo system
to provide on board Wi-Fi. And the design
engineering team had to integrate the nice
HD CMS/IFE system components with
the Inairvation side ledges.
Trialing the functionality of these new
fittings formed the largest test phase
of the whole conversion process. The
newly installed LED lighting system had
to be integrated into the cabin monuments. Each component’s functionality
was examined to ensure the operational
success of the new CMS system. This

required further testing following major
modifications to the galley, bulkheads and
passenger service units. The new Wi-Fi
system also necessitated extensive testing.
“We haven’t had to fit a Wi-Fi system on
a classic Global Express before, although
we’ve completed these systems on many
other aircraft. However, as this was a first
for this model we had to certify it and perform a testing personal electronic devices
(TPED) test,” said Gillespie. This ensures
that the addition of a new electronic system
doesn’t negatively affect existing systems.
The frenzy of activity is all controlled
through adept project management, which
is the key to keeping the work on schedule.
Daily meetings between all departments,
and at all levels, as well as regular meetings
with all key suppliers are essential. Flying
Colours also maximizes lean manufacturing
techniques which are designed to specifically
improve efficiency and promote waste reduction working methods, which improve overall
output. This helps reduce downtime for owners and operators and ensures top quality.
Yet, the project was not without a few
challenges.
“We are very experienced at matching
wooden veneers with their complex grains
and patterns, but aligning the complex
twill pattern of the carbon fibre proved
to be a real challenge,” said Gillespie.
“It was immensely intricate; it took real
skill and patience. While wood often has
distinct patterns, this was uniform; so
strangely, it was even harder to align the
pattern correctly. An area like the club seat
configuration has so many different parts
like tables, side ledges, personal electronic
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device holders and other small sections
that it requires painstaking attention to
detail to ensure the homogenous pattern.”
Flying Colours also had to carry out a lot
of flammability testing.
“The new Inairvation components, the
replacement materials on the cabin monuments, and new systems in other areas,
meant we had to generate more than 90 burn
tests, 40 of which were for the Inairvation
side ledge components alone,” said Gillespie.

Exterior transformation
The paint shop encountered a whole
new realm of complexity with the external
paint scheme. Ramp presence is not
necessarily the focus of most private jet
owners who are looking for discretion
and privacy. However, this owner wanted
something completely unique, presenting
Flying Colours with its most detailed
external paint work specification to date.
As the name suggests, the company’s
roots are in aircraft painting, and this
ingrained knowledge was indispensable
when it came to this particular project.
Working together with the owner, the
Flying Colours design team created a genuinely unique look for the fuselage, incorporating uniform stripes on the lower half of
the body, complemented by a honeycomb
effect on the cabin door and nacelles. Once

Throughout the complex project, the frenzy
of activity was controlled via daily meetings
between all departments, and at all levels, as
well as regular meetings with all key suppliers.
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finalized, the paint team’s labour of love
began in the dedicated paint shop at Flying
Colours’ Peterborough facility. The existing
paint was stripped from the fuselage using
specialized chemicals. Once the process
was completed, sanding and scuffing prepared the surface for the final applications
by taking it back to the bare metal. In its
naked state, sealant was applied and the
metal prepared to ensure the paint would
adhere after the initial primer was put on.
To create the final stripes and honeycomb effect required extreme patience.
Each individual stripe needed to be measured; each honeycomb template had to
be applied by hand, and the final edgings
hand painted by brush.
“It was hugely labour intensive, taking about six weeks, including all the
detailing, but the finished work looked
incredible when it left the hangar,” said
Gillespie proudly.
The final phases of completion required
testing of all aircraft functionality over
a two-week period, with the electrical
modifications, including the new side
ledges, representing the largest group
of tests. In late March, the maintenance
engineers gave the final seal of approval
and returned the aircraft to service.
Subsequent ground and flight testing was
completed, before the final flight was

made with the customer’s crew to ensure
everything worked as expected.
“We were really pleased with this refurbishment; it is stunning inside and out,
and firmly demonstrates just how skilled
our team is. It was such a complex project
with a number of new variables, including
long-distance partners, components that
hadn’t been used before, and a huge variety of materials,” said Gillespie.
“The aircraft flew directly to its owner who
was thrilled with it. We were kind of sad to
see it go, as it had been such a key focus at
the facility, but we’re already in talks with
the next client about the next Inairvation
project, which we hope to announce at
EBACE [the European Business Aviation
Convention and Exhibition, held in May in
Geneva, Switzerland].”

Jane Stanbury is director of marketing and
communications at Flying Colours Corp.
See Part 1 of this article in the March/April
2017 issue of Skies, www.skiesmag.com/issues.
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Watch the video here!

A Jet

for Every Occasion
Discovering Cessna’s light jets:
The Citation M2 and CJ3+
By Robert Erdos | Photos courtesy of textron aviation
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Watch the video here!
Common threads of aeronautical DNA run
through the various Cessna Citation models,
including the CJ3+ (left) and the M2 (right).

ruising along in the left seat of
the Cessna Citation CJ3+, an
odd question came to mind. I
turned to demonstration pilot
Ken Mullins and asked, “If you didn’t look at
the logbook, could you tell whether you were
currently sitting in a Citation M2 or a CJ3+?”
He glanced briefly around the cockpit
and shrugged. “Nope,” came the reply.
Having flown the Citation M2 earlier
that day, I had come to the same conclusion. Cessna invited Skies magazine to
Wichita, Kan., to evaluate two of the jets
from the light end of the Citation lineup:
the Citation M2 and the CJ3+. I originally intended to write separate articles,
but somewhere along the line I broke the
rules. The story seemed to be more about

C

the common threads of aeronautical DNA
that run through the various Citation
models, and how a veritable ecosystem of
related designs helps Cessna match a jet to
a specific customer’s needs.
A species will rarely survive in the wild
for long unless it successfully adapts to
its environment. Survival of the fittest
applies in biology of course, but it also
seems to apply to business jets. The earliest ancestors of modern business jets
first crawled onto dry land in the 1960s,
and included the predecessor to Cessna’s
Citation, the FanJet 500, which first flew
in 1969. The evolution of the Citation has
been under way ever since; a lineage that
spans about 40 per cent of the duration
of human powered flight.
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MEET THE JETS

BELOW: The M2 and CJ3+ (shown here) both
feature the Garmin G3000 avionics suite; however,
the CJ3+ has some different equipment owing to its
certification in the FAA Part 23 Commuter category.

78

SKIES Magazine | May/June 2017

The cuddly six-seat Mustang very-light
jet (VLJ) is Cessna’s entry-level jet model.
The M2, certified in late 2013, is the first
upgrade step from the Mustang, but shares
more in common with the CJ series, conveniently also sharing a common CE-525
“CJ” single-pilot type rating.
The next step up the Citation evolutionary ladder is the CJ3+, followed by the
Citation CJ4 and a coterie of assorted
Citations, all sharing a strong family
resemblance. Each Citation species, to
further tortuously strain the evolutionary
metaphor, is uniquely adapted to the needs
of a notional customer’s environment,
offering incrementally improved range,
payload and performance.
When introduced in 1993, the CJs were
an all-new design, visually identifiable
by their swept T-tail. They utilized the
previous Citation I’s forward fuselage
dimensions, and featured two Williams
International FJ44 engines, an efficient
natural laminar flow airfoil and trailing
link undercarriage. Similarities outweigh

differences, so we’ll look at the M2 and
the CJ3+ aircraft together.
I flew the M2 and the CJ3+ back-toback from Cessna’s facility at Wichita
Eisenhower Airport. Our flight plan
in both airplanes took us southwest of
Wichita for climb and cruise performance
checks and a bit of air work before returning for a coupled instrument approach.

FAMILY RESEMBLANCE
The pre-flight inspections revealed aircraft that were well-crafted, simple and
solid. Both designs featured a cable-andpushrod mechanical flight control system.
Hot wing leading edges use bleed air for
anti-icing, while the pneumatic boots keep
the horizontal stabilizers clean. A vapour
cycle air conditioner allows air conditioning on the ground from either a ground
power unit or by running the right engine.
Both airplanes feature over-wing fuelling.
The cockpit, or rather cockpits, as they
are essentially identical, are tidy and functional. The latest CJs have a short centre
console that affords the pilot room to

be seated without performing any inadvertent yoga postures. The seats seemed
adequately adjustable for a wide range of
pilot dimensions. Leather-wrapped yokes
imparted a touch of class.
The M2 and CJ3+ both feature the
Garmin G3000 avionics suite; a system
that is quickly becoming the de facto standard for owner-flown, single-pilot IFR
designs. Three bright, clear 14.1 inch displays in landscape orientation dominate
the entire width of the instrument panel.
It’s difficult to refer to them as simply
primary and multifunction flight displays
because all three screens can be customized with multiple windows, depending
upon preference and phase of flight.
Two Garmin GTC 570 touchscreen controllers at the base of the centre console
were a short reach away, and provide the
interface for nearly every system and function on the aircraft. Garmin’s avionics
booted up to the initialization screen, and
we made short work of the weight and balance, field performance, flight planning
and systems functional tests. The ability to

Rob Erdos, left, with Textron demonstration pilot
Ken Mullins in front of the CJ3+ in Wichita.

The duo prepares to fly the Citation M2.

download airfield weather data (METARs)
via Sirius XM datalink into the performance calculations was particularly welcome. The glareshield hosted the autopilot
mode control panel, knobs for the various
cursors and bugs, a panel for brightness
and reversionary control of the displays
and an integrated standby instrument.
There are no overhead switches.
The Cessna jets have certainly embraced
flight planning technology. Each jet comes
with a one-year subscription to the suite of
CessNav “apps” for the iPad, which conveniently perform calculations for weight
and balance, runway requirements and
cruise performance. The apps are simple,
flexible and pleasant to use, and it was a
welcome change from dragging a pencil
across eye charts in the flight manual.
Despite their similarities, the CJ3+
incorporates differences owing to its
certification in the Federal Aviation
Administration Part 23 Commuter category. It features a pneumatic rudder bias,
TCAS II traffic detection system, smoke
detection in the forward and aft baggage
compartments and a third pitot tube for
the standby instrument.

ABOVE: The CJ3+ offers over eight feet more
fuselage than the M2, which translates into
two more seats. That brings the capacity to a
single pilot plus nine passengers.
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Welcome to the M2 cockpit: Three bright, clear 14.1 inch displays in
landscape orientation dominate the entire width of the instrument panel.
All three can be customized with multiple windows, depending
upon preference and phase of flight.

Cessna’s tablet-based “Clairity” cabin management system is a popular option,
providing wireless control of cabin lighting and temperature, moving maps and
streaming media. Shown here is the M2’s comfortably appointed cabin.
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M2: CITATION SIBLING
For some reason, I rarely get to travel in
the back of these machines, so I tried out
the M2’s plush and thoughtfully designed
cabin amenities before heading to the
cockpit. Cessna’s tablet-based “Clairity”
cabin management system is a popular
option, providing wireless control of cabin
lighting and temperature, moving maps
and streaming media. The M2 features
seating for a single pilot plus up to seven
passengers, if one includes the four club
seats, the belted lavatory, the copilot’s seat
and the optional side-facing seat across
from the main entry door.
As with most airplanes, however, the
decision to fill the seats or fill the tanks
involves some compromise. The empty
weight of our brand new M2 demonstrator
aircraft, N906MT, was 6,795 pounds.
Adding two intrepid aeronauts and
equipment (448 pounds) and 3,000 pounds
of fuel (close to the maximum usable
fuel capacity of 3,296 pounds), yielded a
takeoff gross weight of 10,423 pounds.
That left room for about 557 pounds
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The Citations share
a strong family
resemblance, and
for all practical
purposes I found
the CJ3+ handled
identically to
the M2.”

of additional payload, or roughly three
additional passengers.
Selecting the dispatch switch activated an
auxiliary battery in the nose which powers
one radio, one display and one GTC 570,
allowing us to light up the avionics and
initialize the flight plan prior to engine
start. Full-authority digital engine control
(FADEC) simplifies every phase of flight,
but it makes engine starting as simple
as pushing a button and advancing the
respective throttle to idle.
The M2 requires a takeoff field length
of 3,210 feet at maximum takeoff weight
and standard sea level conditions. I
selected the takeoff detent on the thrust
levers and steered down the pavement
until our scheduled rotation speed of 103
knots indicated airspeed (KIAS). In the
M2, applying about eight to 10 pounds of
force at rotation gently levitated the jet.
Takeoffs were so easy that I’m at a loss to
make any technical comments. My notes
read, “Fun!”
I hand-flew a series of vectors and
step climbs as we were shepherded out
of the busy Wichita airspace, enjoying
the opportunity very much. Designing
owner-flown jets presents additional
challenges to engineers, because in
addition to the need for reliability,

performance and economy, operators also
expect to fall in love with their airplane.
It’s not enough to design a practical jet;
its handling also needs to be delightful,
and if that was indeed a design objective,
then the M2 meets it admirably.
The M2 can climb to its certified ceiling
of FL410 (41,000 feet) at maximum
takeoff weight in 24 minutes under
standard conditions. Setting maximum
cruise power setting will yield 404
knots true airspeed (KTAS) at FL410. I
found that number reassuring. For some
reason, cruising at anything less than
the magic number of 400 knots seems
slow in a jet. Where greater economy is
a factor, in exchange for some speed the
M2’s maximum published range is 1,550
nautical miles.
Before long we were being vectored for
a coupled GPS approach to Wichita’s
Runway 19-Left. Garmin’s GFC 700
autopilot did an excellent job of finding
the runway. The M2 can stop in 2,590
feet at maximum landing weight, under
standard sea-level conditions. The pilot
has the option of manual speed brake
deployment on landing or via extension of
the lift dump position of the flaps.
Our brief flight in the M2 left me
feeling very comfortable with its systems

It’s difficult to tell these siblings apart. Both the M2 and the CJ3+ share many systems and features, but differ enough to offer customers a jet designed for their particular mission. Rob Erdos Photos
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and features, and eager to fly something
like it again. Indeed, even after my M2
flight, I didn’t yet appreciate the degree of
similarity that was to come that afternoon
when we flew the CJ3+.

CJ3+: YET MORE JET
The CJ3+ is simply incrementally more
airplane for those who want, um, more.
Over eight feet more fuselage, for
example, gives room for two more seats,
bringing the capacity to a single pilot plus
nine passengers. Our CJ3+ demonstrator
aircraft, N484CJ, had an empty weight
of 8,373 pounds. The same two crew

with equipment (468 pounds), but with
only 3,500 pounds of fuel (out of a usable
capacity of 4,710 pounds) brought it to
an initial weight of 12,341 pounds. That
put us a generous 1,729 pounds under the
maximum ramp weight of 14,070 pounds,
leaving room to fill the seats with a small
residual payload for luggage.
The Citations share a strong family
resemblance, and for all practical purposes
I found the CJ3+ handled identically to
the M2; which is to say, very nicely indeed.
The slightly more powerful CJ3+
accelerated strongly to our scheduled
rotation speed of 99 KIAS. It would need

3,180 feet of runway at maximum takeoff
weight and standard sea level conditions.
We captured the published climb profile
of 222 KIAS to 0.56 Mach, noting 2,100
feet per minute climb rate passing 10,000
feet, later happily noting that the climb
rate had only decreased to 1,200 feet per
minute passing FL370.
Climbing to the CJ3+’s certified ceiling
of FL450 (45,000 feet) takes 27 minutes
under standard conditions at maximum
takeoff weight. We set the throttles to the
cruise detent and were rewarded with a
zippy 419 KTAS (0.734 Mach), burning
780 pounds of fuel per hour under
nearly standard atmospheric (ISA-3ºC)
conditions, which was in fact a few knots
faster than published. A more economical
option was to reduce power to long-range
cruise, which resulted in a speed of 359
KTAS (0.64 Mach), burning 635 pounds
of fuel per hour, which also accorded
very well with the numbers published in
the flight manual. At that power setting,
the CJ3+’s maximum published range is
2,040 nautical miles.
Whether it’s more seats, more range or
more speed, the CJ3+ delivers various
modest increments of capability, which add
up to considerable operational flexibility.

PICK A JET. PICK ANY JET.
The Cessna Citation’s long evolution
has resulted in the most diverse family
tree of products offered by any business
aircraft manufacturer. With eight jet
models available and two more under
development, from the simple, friendly
Citation Mustang to the globetrotting
Citation Hemisphere, Cessna has
a bespoke jet for every customer’s
requirements.
A quick comparison of the M2 and
the CJ3+ demonstrates the genius of
commonality among models. Both designs
share much in systems and features, but
differ enough to offer customers a jet that
is specifically evolved for their particular
mission. That over 7,000 Citations have
been delivered to date speaks to the
hardiness of the species.

Robert Erdos is a contributing editor for Skies
magazine. He is a graduate of the U.S. Naval
Test Pilot School and a professional test pilot.
Also an aviation enthusiast, his spare time
activities include displaying vintage airplanes and
flying his RV-6 kitplane.
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Since 1970
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FOR OVER 45 YEARS
CASP Aerospace has been specializing
in the repair, overhaul, exchange and
sale of aircraft safety and life support
equipment.
Our product expertise includes engine, cargo,
APU, lavatory and handheld fire extinguishers,
slide and raft inflation cylinders, emergency air
reservoirs, fixed and portable oxygen bottles, crew
masks and related equipment. CASP is also a stocking
distributor for Securaplane sealed lead-acid batteries,
aircraft security systems and cameras.
THERE WHEN YOU NEED US.™
OEM AUTHORIZED REPAIR FACILITY.

Fire Extinguishers, Oxygen, Inflation and Pneumatic Cylinder Assemblies,
Oxygen Crew Masks, Protective Breathing Equipment, Regulators,
Floor Coverings and Securaplane Batteries, Security Systems and Cameras

www.caspaerospace.com

98 Columbus Avenue, Pointe-Claire, Qc, Canada H9R 4K4
TEL | 514.630.7777 FAX | 514.630.9999
AOG | 514.981.7362 info@caspaerospace.com
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skiesmag.com

SKIES
KNOWS
AVIATION

skiesmag.com/subscription

YOU CAN STAY IN THE KNOW, TOO.
Things happen fast in the aviation industry. For the most up-to-date news and press releases,
subscribe to our free email newsletter, delivered every weekday, Skies News. You’ll get important
industry news delivered straight to your inbox or smartphone, so you don’t miss out on anything.
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Make your dream
of becoming an
airline pilot a reality!

photo courtesy of Bombardier

WINNIPEG
CANADA

Guaranteed Quick Turn

30 minutes or less* (*under 8000L)

Guaranteed Best Price
Includes fuel, hangar, ramp

Four Hangars &
250,000 ft2 Ramp Space

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

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

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)

Cleared for
Takeoff!

Jet Repair & Charter Service

c o n ta c t u s
P: 204.982.7240 (24hr) | F: 204.783.2483
TF: 1.888.372.3780 (24hr)
info@flyfastair.com | www.flyfastair.com

EnginE ApprovEd Kits
new dpU-7-7070 Hd video recording
HD Video Recording | Stunning Images | Helicopter Kits

The new JetGo 600Mti-RJ 28V GPU has launched!
More powerful, improved user controls, digital
displays and the lowest operating cost in the
industry. You asked for it, and we delivered!

Ground support equipment

+1 208-378-9888 | www.aerospecialties.com

1-800-431-5420 // 1-845-365-0600
info@machidascope.com

machidascope.com
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We Design and Build Hangars
Individual • Corporate • FBO’s • T-Hangars
• Architectural & Engineered Drawings
• Municipal Applications & Permits
• Airport Applications & Approvals
• Transport Canada & NavCan Applications
• Complete Construction

Visit our website

aViatioN iN CaNada:
the Cae story

Questions? Email info@secandco.com

OR

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

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

www.secandco.com

BUY

skiesmag.com

TSO’d and
Non TSO’d

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

Made in USA

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
larry@canavbooks.com
(416) 698-7559

canavbooks.wordpress.com

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

www.survivalproductsinc.com • sales@survivalproductsinc.com
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order yours t o d ay !
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A Pilot’s PersPective
Understanding weather is critical for every pilot.

FOR SALE

New Simplex 510
Aerial Cleaning System
for AS350 and AS355 Series Helicopters

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.

The Simplex 510 aerial cleaning system
produces a high pressure spray stream to remove residue
and ice from electrical towers and wind turbine blades

For more information about
this book or other courses and
books from AeroCourse, call
1-800-461-8857 or visit
aerocourse.com

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

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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Reach your
A v i at i o n G o a l s
Today!
Leaders in Advanced
Aviation Seminars

ApprAisAls
• Helicopters
• Bizjets
• Turbo Props

+1 (613) 332-6272
info@abs.aero

www.abs.aero

WeStern Canada’S FaCtory authorized ProPeller FaCility

ATPL Seminars

IFR Seminars

Complete Maintenance
Support & Sales:
Metal & composite propellers
Turbine & reciprocating governors
NDT and on wing maintenance

ContaCt uS For induStry beSt
PriCing on neW ProPS and bladeS
1-800-773-6853 | 24/7 & AOG Technical Support | canadianpropeller.com
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The
Professional
AircrAft Movers

Now with three specialized
covered trailers
Fixed & rotary wiNg

Driven by our Customers’ Success
contact us today &
start saving money!
www.calgarygooseneck.com
403.266.2468 | 406.450.0170
doug@calgarygooseneck.com | dodie@calgarygooseneck.com

HANGAR FOR SALE – Calgary Springbank – CYBW
20,000 sq. ft. total, 13,000 sq. ft. hangar with 7,000 sq. ft. furnished office space on 2 floors.
Epoxy finish, in floor heating throughout, large ramp space, 20 ft. by 80 ft. rolling doors.
Large windows, bright open space with view of the mountains.
Comes with retail 50,000 litre capacity fuel card lock system, dual tank, 100LL and Jet A.
CARS 702, 703 and 704 Operating Certificate available for qualified buyer.
Appraised at $3.3M | Private Sale | Colin MacLeod, 403-837-0108 | macleodcn@gmail.com

Selling an aircraft?
Reach your next buyer right here.
Contact Tim Muise | tim@mhmpub.com | 1-866-834-1114
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through your eyes

2 017

If you’re an amateur or professional Canadian photographer who sits patiently at the end of a runway just to get the perfect shot, then this contest
is for you! Grab your camera gear and head to the airport, because we’re looking for the best of the best aviation photography in four categories:

Airshows // CommerCiAl // militAry // GenerAl AviAtion
SubmIt your fIrSt 10 PhotoS for free!

GrAnd
GRAND priZe
PRIZE (1 Winner)

$500
2017issue
issueof
ofSKIES
SKIES
$500cash
cashaward
award++featured
featuredon
onthe
thecover
coverof
ofthe
theNovember/December
September/October 2017

1st plACe
PLACE // $250 cash award
(4 Winners, 1 in each of the 4 categories)

2nd plACe
PLACE // $100 cash award
(4 Winners, 1 in each of the 4 categories)

3rd plACe
PLACE // $75 cash award
(4 Winners, 1 in each of the 4 categories)

All winning photos will be featured on our social media channels and in the november/December 2017 print issue of SKIES magazine.

ConteSt oPenS June 2, 2017,
& CloSeS at 11:59 pm, september 1, 2017.
proudly sponsored by:

for official rules, prize information, and entry form,
visit skiesmag.com/photocontest

2016 Grand Prize Winner Jason Pineau

show us

column / Instrument IQ

Sharpen your IFR skills
by John Montgomery

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.

FORT MCMURRAY, ALTA. (CYMM)
RNAV Z RWY 25 APPROACH
1. What minimum ceiling and visibility
would be required to establish the
required visual reference to land straight
in via the LPV approach?
2. As above, but circling for RWY 07 with
an IAS of 125 knots.
3. Is RWY 25 RVR equipped?
4. As a general aviation pilot, the current
weather is reported to be “VV002
3/8SM FG.” Are you able to conduct
the approach with the intention to land?
5. You are at 4,000 feet ASL established
on the inbound track of the approach
between OTRIL and DUSEG. You are
planning to conduct the LNAV approach
as you are not WAAS equipped and are
planning to do the CDFA approach. The
active waypoint is DUSEG. How many
nautical miles back from DUSEG should
the descent be initiated?
6. What should be your course of action
upon reaching VIKTU in a missed
approach, prior to receiving further
clearance to proceed beyond? Hold entry?

chart Not to be used for navigation purposes

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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column / Faces of Flight

Meet Ric Peterson,
airshow announcer
By Lisa Gordon

F

rom the tender age of two, when
his father plopped him down on the
spinner of a Piper Cub for a photo op, Ric
Peterson has been drawn to airshows.
Growing up in Smiths Falls, Ont.—the
home of well-known aviation proponent
and metal toolbox maker Russ Beach—
Peterson travelled with his father to many
area shows, including Trenton.
“Dad came up through the army but
he was always obsessed with aviation,”
Peterson told Skies. “He had a ride in the
Lancaster over Paris during the Second
World War and never forgot it.”
That old Piper Cub photo (see below)
was Peterson’s Facebook profile photo
until recently. That fact alone should tell
you something about how far aviation has
sunk its hooks into him. It’s a passion that
has never waned throughout his esteemed
career as a broadcast journalist—34 years
of which were spent in Montreal.
He used to attend airshows for fun,
until he witnessed a crash during the
Expo-Air charity show at Saint-Hubert
airport in 1984. The ensuing chaos and
the announcer’s difficulty with safety
protocols and crowd control led Peterson
to a new thought: Perhaps there was a
way to combine his broadcasting expertise
with his love of airshows.
The following year, he volunteered
to be the announcer at the same
show. That’s where Peterson met Dan
McLaren, an airshow sound veteran
who recognized that Peterson’s show
commentary was unique.
“It’s not about me when I’m an
announcer; it’s about the performer. I
like to entertain, too, and bring some
humour to stuff and choreograph things
with music,” explained Peterson. “Dan
said what I was doing was different from
anyone else and maybe I should consider
going to the ICAS [International Council

of Air Shows] convention and taking the
show on the road.”
Following that advice, Peterson went to
the industry gathering in 1995 and landed
his first paid show, the Rhode Island
National Guard Air Show.
“That’s when the hooks went into me,”
laughed Peterson. “I owe Dan a great
deal of thanks for showing me another
career track.”
But balancing a full-time radio job with
part-time announcer gigs was a challenge.
Peterson eventually topped out at around
10 shows a year, until Bell Canada bought
out his employer, Astral Media, in 2012.
Change was in the air, so Peterson decided
it was a good time to concentrate his
efforts on developing his own business,
Ric Peterson Announcing.
Today, at age 60, he’s one of a handful of
full-time airshow announcers. “It’s been
very rewarding. I’m up to 25 shows in
four countries this year.”
While less than half of those shows
are in Canada, the largest is the annual
Labour Day Canadian International Air
Show in Toronto. That lakefront venue
is very similar to another of Peterson’s
favourite shows, the San Francisco
Fleet Week event, which he has been
doing for about 10 years.
He is also the English voice of
the International Sanicole Airshow
in Belgium and presides over the
single-day event at Marine Corps
Air Station Iwakuni in Japan,
which also happens to be the site
of the first operational overseas
deployment for Lockheed
Martin’s F-35 fighter jet.
While he loves seeing the
world, Peterson could do
without the actual travel.
“I don’t know what it is with
me. If there’s something that

The photo that started it all: Ric and his father in 1957, Smiths Falls, Ont. Peterson Family Photo
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could go wrong while travelling, I’ve
experienced it,” he laughed. “I often tell my
clients jokingly that I don’t charge for the
airshow. What they’re paying me for is to get
out of bed, get on an airplane, leave my wife
for five days and then schlep myself from a
hotel to the airport and fly home again.”
He said his wife, Mabyn, is a tremendous
help when it comes to taming the “mind
boggling” logistical learning curve of
booking 25 flights each year.
In Canada, Peterson—who is an
Honorary Snowbird—has worked as an
announcer in every province and at most
RCAF bases. While he’s fully bilingual,
he does work alongside a native Frenchspeaking colleague at Quebec shows.
Reflecting on the 1984 accident in SaintHubert, Peterson said: “I’m an important part
of the safety plan; any announcer is. We’re
the voice of calm. We tell people what will
happen and where they need to be, or why
they need to stand still for a while if we need
to move emergency vehicles around. It has
not happened very often in my career; but I
can’t ever be far from that microphone.”
By now, Peterson is well established
in his airshow announcing career and
business comes to him. Much of that
business is finalized at the annual ICAS
convention, where show engagements are
usually booked two years in advance.
This year, he’s looking forward to
Canada 150 celebrations and his special
plans for the Snowbirds introduction.
“As somebody who likes to produce a
show, I can bring in historic voices; bring
in the appropriate and licensed material
to create emotion,” he said. “The ultimate
goal is to inspire.”
While Peterson is also tremendously active
online and offers his services as a public
speaker, videographer, master of ceremonies
and voice talent, it’s airshows that capture
his imagination and ignite the same passion
as they did when he was a toddler.
“I love what I do and I love the people in
this industry. It’s truly a pleasure; a joy.”

Aircraft Solutions for the 21st Century

Carl.Kumpic@impaad.com

C I TAT I O N L A R G E
C A B I N F A M I LY
I N N OVATI O N .
PERFORMANCE.

Citation Latitude

L E A D E R S H I P.

Citation Longitude

Citation Hemisphere

REALIT Y MEETS YOUR MISSION
We bring vision to life by giving it shape, infusing it with power and maintaining it with
expert hands. When your mission requires efficient, innovative aircraft, our new large-cabin
family transcends all expectations. See why we remain aviation’s leader at Cessna.com.
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