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In the right hands, your aircraft will exceed expectations.

Thank you for letting us be those hands.

Visit us at HELI-EXPO, Booth #4410,
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COLUMN

FOCUS ON SAFETY // GEOFF GOODYEAR

As we approach the Christmas season, |
can’t help but reminisce about an annual
Christmas project our local Rotary Club has
in Labrador called “Santa To The Coast.” A
bunch of crazy Rotarians get together every
year to pack hundreds of gift bags, and with
the gracious help of Air Borealis and a Twin
Otter we deliver these gifts along coastal
Labrador with Saint Nicholas himself in
attendance!

Many children on Labrador’s remote coast
would not get to meet Santa otherwise,
as there is an acute shortage of shopping
malls there for Santa to frequent. So, itis a
great way to start the Christmas season and
spread a bit of cheer. But it is not all eggnog
and fancy decorations. There are risks and
hazards to consider.

The tradition was begun by the Royal Air
Force and Royal Canadian Air Force in 1960
(our Rotary Club picked up the baton in
1990) — so we are coming up on our 60"
anniversary! During the last half century
there have been some interesting incidents.

In the early days without any landing strips,
the Air Force would drop the gifts by para-
chute if ice conditions were poor. During one
drop, several of the chutes did not open and a
pallet of gifts landed in a backyard in Nain, on
Labrador’s north coast. There was a resound-
ing thud followed by an explosion of colorfully
wrapped gifts! Thankfully no one was hurt
and one family fared very well.

During a subsequent para drop for another
Christmas, all packages landed safely on
the sea ice outside the harbor, but there was
quite a wind blowing at the time. Pallets of
gifts with their parachutes still attached began
to scatter across the bay. One energetic resi-
dent took immediate action to ensure the gifts
got to Nain where they belonged, and jumped
on one of the pallets sliding along the ice. His

efforts and weight made no difference at all to
the speed of its transit across the harbor. One
lady later recounted that he was last seen
going around a headland to the south. Folks
were questioning whether or not he would
make it back before Christmas! It would be
awhile before the movie Dr. Strangelove
would come out, but that the scene would be
reminiscent of Slim Pickens riding the bomb
to the ground.

Of course there is also the event that | have
written about before. During a past Santa To
The Coast, confused hand signals between
Santa and the aircraft’s loadmaster led to a
whole planeload of gifts being prematurely
shoved out the door of a single Otter on
approach to Hopedale. Local townspeople
spent weeks picking up assorted Christmas
fare off the sea ice.

@

During a subsequent para drop for
another Christmas, all packages
landed safely on the sea ice outside
the harbor, but there was quite a wind
blowing at the time. Pallets of gifts
with their paracluues stll attached
began to scatter across the bay.
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But our story centers around a more recent
Santa To The Coast trip to Nain. A lot of plan-
ning and coordination goes into these trips
including (but not limited to): local contacts,
the number of kids, the location for Santa’s
audience, and so on. This was a simple one.
We chatted with our local contact, had the
proper number of gift bags ready, and were
advised that Santa would meet all the kids at
the heated community center. We all perked
up when we heard the word “heated.” We had
all been in Nain for these gigs before, and sit-
ting out on the ramp in -40 C (-40 F) windchill
was no fun for Santa, the kids or the Rotarian
elves. This year we would be dispensing the
Christmas spirit from indoors in a shirt sleeve
environment. The whole plane load of us
breathed a collective sigh of relief.

12

SANTA, MAKE SURE YOU TAKE YOUR HEAVY COAT!

And so it came to pass that we took off in a
Twin Otter with Santa and gifts in tow. Having
arrived in Nain, we made ready to offload gifts
to waiting pickups for transport to the com-
munity center. But one of the trucks looked
a little out of place. It was one of the local
fire department trucks and was very brightly
decorated for the season with a very conspic-
uous chair up in the pan. Hmm. | wonder who
the chair is for?

We all scurried to the waiting trucks so as
not to spend too much time in the elements
and as Santa went to step into one of the
warm crew cab pickups, a fireman came up
beside him.

“Oh, not you Santa,” said the fireman.
“You're getting up in the back of the truck so
we can do a Santa parade through town!”

There was an awkward pause as Santa
contemplated his fate. Even though he looked
the part, he was ill prepared for -40 C, and
the bit of insulating stuffing he had under his
red coat to expand his girth would not be of
much help to the rest of his body. At this point
you would think his elves would intervene on
his behalf. We all continued to jostle for posi-
tion in various vehicles and simply refused to
make eye contact with poor Santa. He should
not have put on the uniform if he could not
take a jokel

By the time Santa finished his parade
duties and came into the hall, we had all the
gifts ready for presentation. It was so warm
we had to start peeling off layers to stop
from sweating. Santa had other issues. His
extremities were numb and if we could have
seen though his frosted glasses | am sure
he would have been in tears... had they not
been frozen. It took Santa a while before his
lips would move, so the elves did most of the
work while Santa just sat in a big chair and
slowly thawed out.

In real life, our Santa, like his elves, is in
the aviation business. The old adage about
dressing for a flight as if you have to walk
home holds serious weight in our northern
climates. Thankfully, our story has a happy
outcome, and those of us who dress rather
lightly for such northerly missions had learned
a valuable lesson. After several coffees with
Baileys, Santa recovered nicely during the
flight home, and the guy riding the parachute
pallet of Christmas gifts made it home for
Christmas.

Merry Christmas, everybody! e
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COLUMN

FOCUS ON TRAINING // ANDY ROE

As long as humans are controlling
helicopters, accidents and mishaps
are going to occur. Ongoing safety and
decision-making training is still the best
way to minimize unsafe events. Most pilots,
whether they admit it or not, make errors in
judgment from time to time that subject the
helicopter to risk — but often end without
incident. Pilots can learn from “close call”
experiences by analyzing the actions and
behaviors that led to them, and planning
ways to prevent similar future incidents from
occurring. Pilots with this mindset are in
good control of their flying careers.

When a helicopter crashes, accident inves-
tigators determine the cause(s) and make
recommendations to try to prevent the same
thing happening again. Errors of judgment
without incident should be analyzed in the
same way. A close call can happen when a
decision is made with minor variations from
the ideal. Crashes generally result from gross
negligence or major pilot error.

| can recall three situations from my early
flying career that could have resulted in
accidents, but didn’t. The specific risks |
exposed myself to were dynamic rollover,
illusions on approach, and loss of visual
reference. Because of this, | learned a great
deal about each of these helicopter hazards
and how to prevent similar risks in the future.

When | was lifting off to the hover one cold
winter morning, the skid gear was partially
frozen to the cold surface. One skid broke
free slightly before the other, upsetting the
balance of the machine as it was lifting off.

It was a wake-up call about the safety prob-
lems associated with dynamic rollover, and it
caused me to think more seriously about all

future liftoffs.

The dynamic part of these rollover acci-
dents happens when the pilot senses that

the aircraft is hesitant to leave the surface,
and then pulls up harder on the collective
pitch. If one side of the landing gear is
pinned to the surface, the airframe then
accelerates over onto its side with devastat-
ing results. Because | only applied normal
takeoff power with the collective, the dynam-
ic part of a rollover did not occur. However,
the unbalanced takeoff opened my eyes to
the dangers of rollover accidents close to the
ground. | learned a lot from that first error of
judgment experience.

e

Safety is paramount in all
aviation activities and those
who learn how to prevent
small errors of judgment from
recurring are the ones most
likely to end up with long

and successful careers.
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On another flight, | was approaching a wharf
on the shore of a lake. The helicopter had
fixed floats and | was overconfident about
safety above the water. Although the surface
was not glassy, it was difficult to judge the
water’s depth. On what | thought was a good
approach to the wharf — not too steep, not
too low — | was shocked about 650 feet (200
meters) out when | saw rough water begin-
ning to form in front of the helicopter from the
rotor downwash. With my approach much
too low, | pulled power, overshot and set the
whole thing up again properly.

After landing, | reflected on the implications
of such a poor approach, which could have
had less-than-ideal results if the front of the
floats had plowed into the water surface.
From that point in my fledgling career, | took
over-water maneuvers much more seriously.
| began applying the night-flying technique of

14

JUDGMENT ERRORS WITHOUT INCIDENT

managing height and airspeed on approach,
with reference to the instruments as well as

outside visual cues, when depth perception
was restricted.

One more cringeworthy lesson happened
early one summer morning when | was on
approach to drop off customers in a remote
wooded area. The overnight had been chilly
and there were wisps of fog about the area,
even though the sun was shining. With only
about 500 hours of experience, | was cocky
and a bit over-confident, but feeling good
about the day’s work ahead. Suddenly, |
lost sight of the ground in one of those fog
patches and everything against the bubble
was bright white.

| knew instantly that | no longer had control
of the helicopter or the situation | was in,
being fairly close to the ground. Then, as
quickly as | had disappeared, | emerged into
the sunlight again, overshot the landing and
set it up again. It was a pivotal moment for
me and a lesson | will never forget. Losing
sight of the ground in a light visual flight
rules (VFR) helicopter is normally a death
sentence. VFR pilots must learn to be vigilant
about fog and weather and always maintain
visual contact with the world outside.

The next time you drive up to an ATM or
takeout window, have a look at all the black
tire rubber marks on the curbs. If there was
an ATM that was designated for helicopter
pilots only, | would expect to see one lone
scuff mark. That pilot/driver hopefully learned
to pay more attention to the car’s alignment
between the curbs in the future.

Even with good training, helicopter pilots
make errors in judgment from time to time
and can learn greatly from these events.
Experienced pilots must have many stories
of their own to tell of close calls that they
have learned from. New pilots must take
decision-making training very seriously and
learn from events in the air that do not go
exactly as planned. Safety is paramount in
all aviation activities and those who learn
how to prevent small errors of judgment from
recurring are the ones most likely to end up
with long and successful careers. €
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FOCUS ON MAINTENANCE

JOHN CARINHA

By the time this column graces your favorite
reading nook, lunchroom table or bathroom,
the United States aerospace industry will be
on the heels of the Federal Aviation Admin-
istration’s (FAA’s) mandated ADS-B imple-
mentation.

ADS-B (automatic dependent surveil-
lance-broadcast) is a means to revolutionize
air traffic management, which in the U.S.
forms part of an initiative known as NextGen.
The FAA Modernization and Reform Act of
2012 spells out the basis of NextGen, which
includes a plan to ultimately decommission
ground-based radar surveillance and adopt
an advanced surveillance technology which
is GPS-based. These advancements serve
to benefit aircraft operators and reduce
airspace congestion and emissions by pro-
viding greater flight efficiency and safety.

ADS-B “Out” is mandated to take effect
by Jan. 1, 2020, for all aircraft operating in
Class A, B, C and E airspace (with restric-
tions). Aircraft that are not in compliance
may be denied airspace access. ADS-B Out,
in layman’s terms, means an appropriately
equipped aircraft will transmit its identity
along with its position from an onboard
WAAS GPS receiver to ground-based
stations as well as surrounding aircraft
equipped with ADS-B “In” capabilities.

As the names suggest, “Out” means you
tell the tale of who and where you are; “In”
relates to you receiving these similar “Out”
messages from other aircraft. The har-
monious idea is that traffic management
becomes more efficient, safe and somewhat
layered with a degree of self-governance by
virtue of better situational awareness as it
pertains to other traffic.

Each aircraft will indirectly create its own
bubble of safety, whereby separation min-
imums can be more accurately measured,

sustained and further decreased to manage
congestion with a greater safety margin.

Although this mandate was initially met with
an outcry from the general aviation sector,
larger operators, including worldwide cargo
carriers, are embracing it. Fleet operations
are greatly improved by the added real-time
tracking of each aircraft. Search-and-
rescue operators applaud the idea of ADS-B,
because locating downed aircraft will be
much easier with its improved accuracy and
reliability over ground-based radar stations.
And by comparison, ground-based ADS-B
stations are physically smaller in size and
much easier to construct and place, making
them a favored option for hard-to-reach
and remote areas where radar coverage is
minimal at best. A Johns Hopkins University
study concluded that ADS-B is 200 times
more accurate at a 40 nautical-mile (74-kilo-
meter) range than ground-based radar.

The benefits don’'t end there.

@@

ADS-B. .. isa
Jorward-thinking,
proactive technology
that benefits everyone,
Jfrom the cockpit out.
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The reduction of fuel consumption and
relative emissions is achieved by the inherent
benefit of precision of distance calculations.
Flight crews, having a better grasp of their
situational awareness relative to traffic, can
fly a more direct route with reduced devia-
tions from waypoint to waypoint. Further to
this, FIS-B (flight information services-broad-
cast) and TIS-B (traffic information ser-
vices-broadcast) broadcasts contain textual
and graphical weather and traffic information

16

PREPARING FOR THE ADS-B DEADLINE

derived from ground stations. Through an
ADS-B data link which serves as part of the
onboard ADS-B equipment/receiver, this
information is interpreted and displayed on
a cockpit display that includes, but is not
limited to: an electronic flight display, multi-
function display, panel-mounted GPS or an
iPad or similar portable device. And, for the
frugal-minded, the information broadcasts
are free. The equipment, of course, is not.

At minimum, for a general aviation operator
who flies below 18,000 feet (5,485 meters),
there are simple solutions for under $2,000
that install between your existing transpon-
der and associated antenna. For those with
existing equipment, such as a mode S tran-
sponder and a panel-mounted GPS option,
an extended squitter modification to the for-
mer and a WAAS upgrade to the latter would
put you in compliance with the mandate
— but conversely, you will be out of pocket
north of $7,000 in the upgrades alone. An
all-out transponder replacement requiring an
ADS-B capable transponder with a built-in
WAAS GPS would be near half that. Truly, it’s
a conversation to have with an avionics shop
that can assess your aircraft and/or fleet and
match your budget to the requirement and
your existing equipment.

Our industry is built on fundamental safety
elements that are often revised based on
reactive measures. As an example, the
response to a China Airlines Boeing 747
flight 611 that crashed in 2002 due to an
improper doubler repair and propagating
fatigue cracks resulted in changes to inspec-
tion intervals and structural repair schemes
worldwide. With the case of ADS-B,
despite aviation’s storied history, this is a
forward-thinking, proactive technology that
benefits everyone, from the cockpit out.

In my mind, it’s beyond cheap insurance or
a second set of eyes. It's embracing a new
attitude coupling pilot, plane and surround-
ings in a much more safe, concise and
efficient use of airspace. @
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FOCUS ON LEADERSHIP // KIM HUTCHINGS

The next time you have a
new customer or vendor

come in, observe how
they are feeling. Are they
looking around and
smiling, feeling confident
about your operation, or
do you notice a look of
concern?

oy

For three weeks each fall, the State Fair of
Texas takes place in Dallas. Millions of people
pass through the gates every year. For some,
it’s to eat all the fried and barbecued food they
can get their hands on. For others, it’s all about
the fun and crazy rides.

When my kids were young, we did all that
sort of stuff — fairs, carnivals and amusement
parks. They loved going on the rides, working
their way up as they got older and taller to go
on the bigger, faster rides. The big state fairs
and amusement parks were fine, but | always
worried about the traveling camivals. You know
the ones — you're afraid to get on the rides
because you just know there are missing bolts.
You suspect the people working the carnival
don’t care enough to ensure safety is first. If
you dare get on a ride, you fear that at any
moment you could be catapulted out of your
seat and flung across the parking lot! Or you
could be on the seat at the top of the Ferris
wheel when it stops working.

Going to Disneyland is a completely different
story. They call it the “happiest place on Earth,”
and they work really hard to make you believe
it (aside from all those high prices and long
lines).

Regardless of if you were “happy” while
you were there, you did feel safe. Getting on
a ride did not feel like it was a gamble as to
whether you'd get off in one piece. There are
solid stairs and paths leading up to rides, not
rickety stairs that shake as you walk up to the
ride of potential doom! At Disneyland there
are signs reminding you to watch your step
and signs identifying any hazards. They often
have a cheery but assertive message playing
over a speaker, as well: “Please keep hands
and feet inside your cart until ride comes to a
complete stop.” You don’t get that treatment at
the traveling carnival. You're lucky if they even
check to see if you have sat down and are
completely buckled into your seat before they
launch the ride.

Whether you are visiting a state fair, a travel-
ling parking lot carnival or a mega amusement
park, you can feel almost instantly what sort of
“safety culture” the operation has in place.

Often, these operations are focused on the
employees’ safety, but there may not be much
emphasis on how the customer actually feels.

That’s not to say there is a lack of concern for
the customer safety; that’s not it at all. Usually
extra customer safety parameters are in place.
The question to ask is, “Do customers feel safe
in your hands?”

Authors James Roughton, Nathan Crutchfield
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1S YOUR SAFETY CULTURE DISNEYLAND-WORTHY?

and Michael Waite offer tips on examining
organizational culture in their book, Safety
Culture: An Innovative Leadership Approach.

They describe three primary levels —
artifacts, espoused values and underlying
assumptions — as first described in Edgar H.
Schein’s book, Organizational Culture and
Leadership.

The first level is “artifacts.” These are the
visible organizational structure and process-
es. They include tangible items that are seen
around your operation. This is where the mega
theme parks would have all their curbs painted
yellow with a sign that says “Watch your step.”
There is also a level of orderliness in the ap-
pearance of equipment and its maintenance.
That means no rickety stairs to the ride of
doom!

The second level is “espoused values.” These
are the goals, values and strategies used
by leadership to guide the organization. The
“happiest place on Earth” uses its values to
guide decision-making to ensure all customers
are treated with respect and that their safety is
a priority.

“Underlying assumptions and unspoken
rules” is the third level. These are the invisible
rules followed by leaders and employees of
an organization. This is where the customer
feels safe. In order to have that “feeling,” the
espoused values and underlying beliefs can’t
be at odds. The parking lot carnival may have
safety-related signs in place, but the feeling
you get when you are there is, “I hope this
ride doesn’t come apart” or “I hope this ride
attendant knows how to run this ride.”

Having Levels 1 and 2 in place are not very
difficult to achieve in an organization. It's Level
3 that sets the parking lot carnival and the
mega theme park apart. It's simply that feeling
you get when you go through the entrance
gates. The goal is to have your customers,
vendors or a person off the street be able to
feel your safety culture immediately, not just
your employees.

How do you think your safety culture would
be viewed by someone off the street? Does
it have the safety feel of a traveling parking lot
carnival, or does it give a Disneyland-level feel-
ing of security? The next time you have a new
customer or vendor come in, observe how
they are feeling. Are they looking around and
smiling, feeling confident about your operation,
or do you notice a look of concern? Take these
cues from outsiders to let you know if your
safety culture has all three levels in place. e
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FOCUS ON OPERATIONS // COREY TAYLOR

It's almost 2020, and with so much avail-
able in the way of technological solutions,
why do we keep dropping loads from our
helicopters? We still see accidental drops,
wrong switches, inadvertent touches of the
right switch, electrical glitches, improper
rigging — the list goes on.

The reactions | have seen, regardless of
the impact, run the gamut from a collective
shrug, to a chartered jet-load of Englishmen
invading the continent to investigate a so-
called “high potential incident.” Those fellows
didn’t appreciate my analogy that over two
million meteorites had struck the Earth since
the birth of Christ, yet no one had ever been
killed by one. | was trying to explain how
unlikely it was that a dropped load would
ever strike anyone if proper airmanship rules
were followed. They seemed to view my
explanation as a sign of a flippant attitude. |
was hurt, as | have taken all these incidents
very seriously.

Unacceptable they are, but | confess | have
enjoyed watching a few dropped loads hit
the ground. I'm sure it sounds environmen-
tally insensitive to say that a five-ton load of
concrete in an aluminum bucket hitting the
ground at 80 knots and plowing up rubber
trees for a couple hundred meters was one
of the coolest things I've ever seen... but
it was! The 9,000-pound (4,080-kilogram)
rig mat that fell from over 1,000 feet and
cleared a section of boreal forest down to
the permafrost also has a special place in
my heart. The winner though, has to be
the 1,000 US gallons (3,785 liters) of diesel,
formerly contained in a couple of ruptured
bladders, that ended up in a heavily wooded
area surrounded by swamp. The environ-
mental experts asked if it was possible for us
to burn it before it spread. Don’t ever ask a
born pyromaniac, from a long line of pyros,

if it’s possible to burn something. Dousing
1,000 gallons of diesel with 50 gallons of
avgas and then shooting it with a flare gun
out the window of an AStar is one of the
highlights of my career. But | digress.

The very first load | ever dropped (yes, |
have had several — and so has every pilot
| know who does extensive external load
work) was due to cockpit configuration
differences and a lack of training. When the
airport called me on the radio, imagine my
surprise when those diesel drums headed
for the ground as | keyed the microphone.
Well, | thought it was the mic. This was just
another case of an unguarded switch that
operated a key system.

@

1 like to say we should never make
the same mistake nwice; that we
should strive to make new and
creative ones. Theres nothing
creative about dropping a load
accidentally, so let's try to do better.
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For at least 50 years, this industry has tried
to prevent the dropping of loads through
human error and mechanical failure. The
ability to carry external loads is what makes
a helicopter exceptional, as passenger-
hauling isn’t remarkably different from flying
a short takeoff and landing fixed-wing. When
you can put a 200-foot (60-meter) longline
into the trees and get water from a tiny pool
(sometimes with fish!) to bring your turn-time
to half that of your belly-hooked or tanked
buddies, your feeling of superiority is likely to
result in a cracked helmet. This ability is what
keeps us employed, but does our desire to
accomplish the mission get in the way of
reasonable safeguards? | wish to argue we
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LETS NOT SETTLE ANYMORE

should “almost” never drop another load,
and we won't if we stop accepting them
as part of doing business. When we haul
humans around on the end of our long lines,
we take extra precautions, some of which
can be expensive, but it’s the refusal to
accept an accidental release for any reason
that led to those precautions. We need to
apply that attitude to more mundane loads.

| recently dealt with a dropped-load inci-
dent that was caused by the inadvertent
touching of an unguarded switch. A previous
incident resulted in all company aircraft — of
that type — getting guarded switches. This
last incident was almost identical in cause,
but occurred in a different type of aircraft.
Now we have guarded the switches of those,
too. Can we not move from the reactive to
the proactive? Is it unreasonable to ask that
every safety-critical switch have either a
guard or some other way to prevent acciden-
tal activation?

Once our switches are all fixed, there are
new hooks that have built-in safeguards
like time-delay, which mean an inadvertent
button press gives you a second or more to
change your mind. The only thing released is
adrenaline as you thank your lucky stars for
that second chance. This alone could have
prevented many drops | am aware of, and
probably many more | know nothing about.

| have heard people insist we already take
this subject as seriously as we can, but if you
don’t stop everything you're doing and put
all resources into preventing recurrence after
an incident, then you’re implicitly accepting it
as routine, regardless of how much we might
“care.”

Years ago, we had crappy hooks with
crappy cables connecting things together.
Nowadays, we have no one to blame but
ourselves for further incidents, beyond the
odd freak occurrence. | like to say we should
never make the same mistake twice; that we
should strive to make new and creative ones.
There’s nothing creative about dropping a
load accidentally, so let’s try to do better. €@
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BOEING KEEPS ARMY ATTACK
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A Hydro One crew demonstrates the use of an external AirStair platform. Mike Reyno Photo

BY KEN POLE

Unclear procedures for carrying exter-

nal loads has been identified by the
Transportation Safety Board of Canada (TSB)
as a key factor in the fatal crash of a Hydro
One Airbus AS350 helicopter near the eastern
Ontario community of Tweed in December
2017.

In its final report released on Oct. 30, 2019,
the TSB added that there is also a danger-
ous regulatory “ambiguity” in the Canadian
Aviation Regulations (CARs) concerning pas-
sengers’ safety belts.

The main cause of the crash, which killed the
pilot and the three power line technicians on
board, had already been identified as a can-
vas supply bag which flew off the helicopter’s
starboard external AirStair platform at an
altitude of 230 feet (70 meters), striking the tail
rotor and resulting in a catastrophic loss of
control as the helicopter came in for a landing.

The pilot remained belted into the spinning

helicopter but the three technicians were
ejected before impact. Investigators found
two of the three lap belts unfastened and all
shoulder harnesses taped out of the way.

Ewan Tasker, the TSB’s manager of air inves-
tigations for the Ontario region, told reporters
that in addition to the supply bag, the position
of which was uncertain, a large pulley and
two large tool bags had been attached to the
AirStair.

“Although we knew what happened early,
finding out why it happened took much
longer,” said Tasker. “Why wasn'’t the bag
secured to the AirStair and why were the pas-
sengers not wearing the safety belts?”

He said it had become practice for tech-
nicians to attach their tool bags and other
small loads to the external platform for travel
to and from worksites. “In fact, there was
no formal guidance prohibiting the carrying
of these small external loads during these
transit flights.”

24

visit VERTICALMAG.COM

As for the safety belts, Tasker said there was
an evident “perception that wearing the shoul-
der harness is somehow optional as long as
the lap strap is used.”

Fox pointed out that soon after the accident,
the TSB issued an Aviation Safety Advisory
Letter with two messages: that external cargo
had to be secured at all imes and that if safe-
ty belts were not used properly, passengers
risked serious injury or death in an otherwise
survivable accident.

She said TSB investigations over the years
had identified 62 accidents in which shoulder
harnesses had not been used, contributing to
a total of 37 fatalities.

The definition of safety restraints in the CARs
is “either a lap strap or a lap strap combined
with a shoulder harness.”

Fox said the use of “either” left it unclear that
both must be worn. “Pilots and passengers
may therefore interpret this . . . to mean the
use of a lap strap alone is sufficient, as was



the case in this operation. We want that
uncertainty removed.”

She acknowledged that while their com-
bined use might not have saved lives in the
Tweed crash, “the proper use of safety belts
is known to significantly reduce the risk of
severe injury or death.”

Transport Canada has 90 days to respond
to the TSB findings; but in the meantime,
Fox urged the industry “to be proactive:
buckle up.”

Tasker noted there was also a possibility that
the shoulder straps were taped up because
experience had shown that they could inter-
fere with the technicians’ body harmnesses.

Fox added that Hydro One had “no prohibi-
tion against carrying tools outside the heli-
copter when it was in a transit flight, as in this
case, from the worksite to the staging area . .
. There was no procedure for doing so, there
was no training, there was no checklist.” In
fact, she said, it had become common prac-
tice for technicians to carry tools outside the
helicopters.

Fox said that in the aftermath of the investi-
gation’s preliminary findings, Hydro One had
moved to address some of these issues.

Asked by Vertical whether it’s incumbent
on pilots to refuse takeoff until all aboard
are properly secured, Fox replied that, “It

The primary cause of the crash had already been identified as a canvas supply bag that flew off the
helicopter’s AirStair platform, striking the tail rotor. TSB Photos

is ultimately the responsibility of the pilot in
command to ensure that passengers are . . .
wearing their safety belts.”

Sometimes, however, pilots pick up passen-
gers while their engines are still turning and
the aircraft is still light on its skids.

“That requires a lot of concentration on the
part of the pilots; therefore, an informal prac-
tice had developed where the technicians
would board and then attach their safety
belts and give a thumbs-up to the pilot, indi-
cating that they were ready to depart,” she
explained.

Tasker dismissed a suggestion that a “culture
of complacency” had evolved among the
Hydro One crews.

The TSB does not attribute blame or assign
civil or criminal responsibility for accidents;
rather, the agency aims solely to advance
transportation safety.

The history of the CARs process has shown
that amendments can take months, if not
years, to draft and implement. However, Fox
said such a small detail should be “relatively
easy . . . toimplement.”

But she said the industry has no excuse for
further delay.

“Regardless of how long it takes the regulator
to change the regulation, operators and pas-
sengers can change their practices today.”

s
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EASA CERTIFIES

SAFRAN ARDIDEN 1U

Safran Helicopter Engines has received
European Aviation Safety Agency (EASA) type
certification for its Ardiden 1U engine, installed
in India’s LUH (Light Utility Helicopter).

LUH is a new three-ton, single-engine,
multi-purpose rotorcraft designed by
Hindustan Aeronautics Ltd. (HAL). Since its
first ground test in 2015, the Ardiden 1U mat-
uration and certification campaign has accu-
mulated around 1,000 of hours of operation, in
test beds or in flight.

“The engine performs extremely well and has
contributed to the success of the flight test
campaign,” said Benoit Gadefait, vice presi-
dent of medium helicopter engines programs.

ASTRONAUTICS ROADRUNNER
EFI RECEIVES APPROVALS

Astronautics Corporation of America’s
AFI4700 RoadRunner Electronic Flight
Instrument (EFI) has received Federal
Aviation Administration Technical Standard
Order authorization and a supplemental type
certificate (STC) for the Leonardo AW109
and AW119 helicopters. It has also secured
STC bilateral agreements with the European
Union Aviation Safety Agency and Brazil's
Agéncia Nacional de Aviagao Civil.

Astronautics is working with certification
agencies for additional STCs by platform,
with the Bell 212 and 412 targeted for
approval by January 2020.

RoadRunner EFI offers an EFI display
upgrade that Astronautics said reduces
maintenance costs and the liability of legacy
display systems. Its “two-in-one,” next-
generation, 4x7-inch display replaces five-
inch electromechanical attitude director

and horizontal situation indicators, as well as
legacy cathode-ray tube EFl systems.



SIKORSKY REPORTS Q3 DROP IN NET SALES

BY DAN PARSONS

Sikorsky saw a $160 million drop in its

net sales in the third quarter, compared

to the third quarter of 2018, due mostly

to decreased movement of helicopters,
according to a recent earnings report from
parent company Lockheed Martin.

The U.S. defense contractor’s Rotary

and Mission Systems (RMS) business,
which includes Sikorsky, saw a $139-
million decrease in sales for the quarter
“primarily attributable to lower net sales . .
. for Sikorsky helicopter programs due

to lower volume (primarily Black Hawk
production and mission systems pro-
grams),” Lockheed said in a press release
that accompanied its regular quarterly
sales call.

The decrease was offset by an increase
of $40 million in other segments within
RMS, grouped under the weighty acronym
CBISR (command, control, communica-
tions, computers, cyber, combat systems,
intelligence, surveillance, and recon-
naissance). Other than Sikorsky, RMS is
somewhat of a catch-all division within

Lockheed that includes avionics, mission
systems, sensor development, training and
logistics systems and radars.

Still, Lockheed chief executive Marillyn
Hewson was bullish about a relative wealth
of helicopter programs that are nearing
production and should boost Sikorsky’s
profits over the next decade. The com-
pany is on contract to build the massive
CH-53K for the U.S Marine Corps, the U.S.
Air Force’s new Combat Rescue Helicopter
and the VH-92 U.S. presidential helicopter
replacement.

“In Rotary and Mission Systems, our
Sikorsky team completed an extensive

set of testing for our Combat Rescue
Helicopter to successfully achieve the
milestone C decision, moving the program
into the low rate initial production phase

of the contract,” Hewson said during the
earnings call. “The joint Sikorsky and U.S.
Air Force test team executed over 70
hours of envelope expansion, validating the
modifications to the venerable Black Hawk
platform, that will allow it to perform its
important search-and-rescue mission.”
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The U.S. Air Force program of record is for
113 helicopters with five aircraft currently in
various stages of production, she said.

Ramping up production of the F-35 Joint
Strike Fighter is Lockheed’s priority for the
next decade and should drive most of the
company’s projected five percent growth,
Hewson said. Sikorsky also has a pony

in the race for the Army’s Future Attack
Reconnaissance Aircraft (FARA) that will
fill the armed scout role vacated by the
now retired OH-58D Kiowa Warrior and
the Future Long-Range Assault Aircraft
(FLRAA), both of which represent juicy
growth opportunities.

“When you look at the growth for the
company, F-35, of course is going to be
our major element of growth for the next
five to 10 years,” Hewson said. “We know
that from ramping up production sustain-
ment of it, than the aircraft. But in addition
to that, when you look at [the] Sikorsky
CH-53K, the Combat Rescue Helicopter,
even the presidential helicopter — all
programs that will be into production and
our platforms for us going forward. Future
Vertical Lift is another area.”
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DART AEROSPACE MAKES MAJOR ACQUISITIONS

DART Aerospace has completed two
major acquisitions, growing its portfolio
of supplemental type certificates (STCs)
from over 900 to more than 1,100. The
Hawkesbury, Ontario-based company
acquired aerial firefighting mission equip-
ment manufacturer Simplex Aerospace
in early October, and later that month
announced it had also acquired key
product lines from Canadian helicopter
mission equipment manufacturer Aero
Design Ltd.

Based in Portland, Oregon, Simplex
Aerospace serves thousands of opera-
tors and OEMs worldwide. Its reputation
for innovation, manufacturing and certi-
fication of aerial application systems has
been built over a 73-year history.

The new combined entity will transition
into operating under the DART brand.

DART said its acquisition of Simplex
Aerospace will also allow the Canadian-
based mission equipment manufacturer
to broaden and diversify its firefighting
product portfolio.

“With the support of Simplex’s 200-
plus international product certifications
and its years of experience in the aerial
firefighting sector, DART will strengthen
its global leadership position by pro-
viding helicopter mission equipment for
offshore, firefighting and utility applica-
tions,” said Alain Madore, DART’s presi-
dent and CEO.

“We are proud to be delivering the added
value that Simplex’s products and capa-
bilities will bring to the DART brand,” said
Mark Zimmerman, president and CEO

of Simplex, who led the company for 18
years. “Together, our unique STC portfo-
lio and complementary product lines will
enable us to achieve revenue synergies
and expand our reach across the aerial
firefighting sector worldwide.”

In the second transaction, DART
acquired product lines from Powell River,
British Columbia-based Aero Design Ltd,
as well as its brand trademark.

Aero Design has been developing and
manufacturing aerial cargo expansion
products since 1999, and has created an
extensive catalogue of helicopter baskets,
steps, bearpaws and bicycle racks for

a wide range of OEMs including Airbus,

Bell, MD Helicopters and Robinson.

Dart said the addition of the product lines
from Aero Design will allow it to deepen
its product offering, adding over 30 sup-
plemental type certificates (STCs), as well
as allowing DART to optimize its current
Canadian operational capabilities.

“Acquiring Aero Design’s key product
lines will enable DART to offer baskets
to a wider range of aircraft models and
gain market share as the main provider
of helicopter cargo expansion products
worldwide,” said Madore. “Alongside our
current aerial utility and heli-ski product
offering, we are also looking forward to
furthering our footprint in the adventure
tourism sector with the addition of Aero
Design’s helicopter bicycle racks.”

Jason Rekve, Aero Design’s president
and general manager, said: “It is import-

ant to adjust our strategies and pool
resources so we can help ensure that
our industry meets the coming challeng-
es as quickly and effectively as possible.
I’'m excited to see what comes next as
we join the DART family and move for-
ward together.”

Jeff Clarke, vice president and quali-

ty assurance manager at Aero Design
added: “This transition to DART is very
positive as we have seen their desire

to maintain our product lines and their
plans to expand on them by integrating
the best parts of both companies’ capa-
bilities. | am confident that Aero Design’s
current and past partners will continue
to see the quality and features they have
come to expect moving forward.”

The terms of the transactions have not
been not disclosed.

Simplex Aerospace manufactures a wide range of products, but is well-known
for its aerial firefighting mission equipment. Greg Doyle Photo
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TSB AIMS TO REDUCE AIR TAXI RIS

Operators working in the air taxi industry segment face a vastly difference operating context than those working in any other segment segment, the TSB said.
Mike Reyno Photo

BY LISA GORDON

The Transportation Safety Board of Canada
(TSB) released four targeted recommenda-
tions on Nov. 7 that aim to improve safety in
the country’s air taxi sector.

Despite a steadily improving safety record

in Canadian commercial aviation, the air taxi
segment — which includes aircraft and heli-
copters carrying fewer than 10 passengers
by regulation — continues to have more
accidents than all other sectors of Canadian
commercial aviation combined.

In its report, entitled “Raising the bar on
safety: Reducing the risks associated with air
taxi operations in Canada,” the TSB writes
that the numbers speak for themselves.

“In the 18-year period from Jan. 1, 2000, to
Dec. 31, 2017, there were 789 accidents in
the air taxi sector, resulting in 240 fatalities
— representing 55 percent of all accidents
in commercial air services in Canada and 62
percent of the fatalities in this period.”

The list of four recommendations stermming
from the TSB report includes: eliminating the

acceptance of unsafe operational practices;
promoting proactive safety management
processes and a positive safety culture; clos-
ing identified safety gaps in existing aviation
regulations; and improving the collection of
data to help regulators evaluate the impact of
safety-related recommendations.

UNIQUE OPERATIONS

Air taxi is an industry segment that pro-
vides critical services, including medevacs,
passenger transport to hunting and fishing
camps, delivering workers to remote loca-
tions, and service to small isolated commu-
nities. The TSB emphasized that companies
in this aviation sector face a vastly different
operating context compared to any other
segment.

Often, these operators have no set sched-
ules and fly into remote areas in uncontrolled
airspace, with few aerodromes or navigation
aids and sparse weather information.

“Flights tend to be shorter, resulting in more
takeoffs and landings,” pointed out TSB
chair Kathy Fox during a media briefing
that summarized the findings of the board’s
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investigation. In compiling the report, the
TSB studied more than 700 occurrences
from 2000 to 2014, as well as 167 of its own
investigation reports.

In addition, the board interviewed 125 people
from almost three dozen operators across
the country, as well as Transport Canada.

“After sifting through all those data, we iden-
tified 19 safety themes, illustrating the day-
to-day challenges of operating in the air taxi
sector,” said Glen Whitney, the TSB investi-
gator in charge of the air taxi inquiry.

“But these accidents really boil down to a
pair of key underlying factors. First, a slow,
incremental drift toward accepting unsafe
practices . . . I'm talking about a gradual drift
that occurs over time with every successful
(though not necessarily safe) flight.”

He pointed to examples such as flying over-
weight, proceeding despite marginal weather
or forecasted icing, or flying with minimal fuel
reserves.

The second factor compounds the first, said
Whitney, pointing the finger at inadequate
management of operational hazards.



“Here, | mean things like sub-optimal crew
pairing, dispatching a flight with a different
pilot after a first pilot has refused, or not
having scales available so that aircraft aren’t
flown overweight.”

COMPETING PRESSURES

The TSB acknowledged that air taxi opera-
tors, like any business, must balance a num-
ber of competing pressures to remain viable.
The key, said Whitney, is to ensure those
pressures stay in relative balance.

When they’re not in equilibrium, “competing
pressures can force air taxi operations into
a space that isn’'t safe,” he added. “That
doesn’'t mean the result is always an acci-
dent, but it almost always means a reduced
margin of safety.”

Fox told the media there will always be a
need for air taxi operations and that passen-
gers and crew should not have to accept a
reduced level of safety compared to those
who fly on scheduled airlines.

“And so, things need to change,” she said.
“That will mean getting clients, passengers,
crews, and operators to stop accepting
unsafe practices — even unwittingly — and
to speak up to prevent them from happening
... That’s what today’s first recommenda-
tion is all about: raising the bar on safety.”

She called upon Transport Canada to work
with industry associations to develop tools
and strategies to help combat these unsafe
practices.

Associations also have a role in promoting a
proactive safety culture through the provision
of training and the sharing of information and
best practices.

As well, the TSB is encouraging Transport
Canada to close safety-related gaps in
existing aviation regulations that allow some

The TSB acknowledged that air taxi operators must balance a number
of competing pressures to remain viable. Heath Moffatt Photo
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operators to get by with doing the bare mini-
mum, while others go above and beyond.

Finally, the TSB is recommending that the
regulator mandate all commercial operators
to provide data on aircraft movements and
hours flown. It says this will help in the calcu-
lation of accident rate per hour flown, a criti-
cal statistic to evaluate each aviation sector.

In addition to the four recommendations
released on Nov. 7, the TSB also referred to
22 previous air taxi recommendations that it
says would go a long way to improving sec-
tor safety if implemented.

When asked whether lower time, more inex-
perienced crews — many of whom work for
air taxi operators — might be a contributing
factor in the sector’s higher accident rate,
Fox said that isn’t always the case.

“Studies show that many of these accidents
were happening to crews with thousands of
hours,” she said. “Experience in itself doesn’t
mitigate against these types of accidents.”

John McKenna, president and CEO of the
Air Transport Association of Canada (ATAC),
told Vertical the association is impressed
with the TSB’s examination of the air taxi
sector. “ATAC considers this report to be an
excellent primer and checklist for developing
future safety enhancements for the air taxi
industry,” he wrote in an email. He said the
association encourages voluntary adoption
of safety programs and close collaboration
with the regulator.

The TSB said it will communicate with
Transport Canada, air taxi operators, clients
and passengers, and industry associations
to help them create “a culture where unsafe
practices are unacceptable and operational
hazards are adequately managed.”
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STANDARDAERO/ROBERTSON
CRFT CERTIFIED BY
TRANSPORT CANADA

StandardAero and Robertson Fuel Systems
have announced the certification of their
AS350/EC130 crash-resistant fuel tank (CRFT)
by another international airworthiness authority,
Transport Canada. This most recent approval
represents the third regulatory agency to certify
the system, following the U.S. Federal Aviation
Administration and the European Union Aviation
Safety Agency.

The CRFT features a durable composite mate-
rial container that is strategically reinforced in
the most susceptible areas to distribute impact
loads in an accident.

“With nearly 600 AS350s flying in Canada,
roughly 75 percent of which are legacy variants
for which no other CRFS [crash-resistant fuel
system] solution exists, there is a clear safety
gap which we are intent on addressing, so we
are extremely pleased to now have a certified
solution in Canada to begin retrofitting these
aircraft,” said Elvis Moniz, StandardAero’s vice
president of business development for airframe
and avionics solutions.

of an AW119Kx in South Africa. Leonardo Photo

LEONARDO GROWS PRESENCE
IN SOUTH AFRICA

Leonardo has signed a distributorship
agreement with Absolute Aviation Group
in South Africa for the civil and com-
mercial market. The agreement includes
the AW119KXx single engine, the AW109
GrandNew and AW109 Trekker light twins,
the AW169 light intermediate, and the
AW139 intermediate twin types.

Absolute Aviation Group has also signed
a contract for an AW119Kx and an AW109
Trekker, with a commitment to purchase
further units of the various models in the
next couple of years. Deliveries of the two
aircraft are expected in 2020.
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ORDERS DOWN, BUT REVENUE UP FOR LEONARDO IN Q3

BY DAN PARSONS

Leonardo Helicopters continued to

meet program targets in the third quar-
ter of 2019, adding to parent company
Leonardo’s 11 percent growth to €9.1 bil-
lion (US$10 billion) over the same period in
2018, according to the company’s Nov. 7
earnings report.

Overall, Leonardo’s orders were at €8.6
billion (US$9.5 billion) in the third quarter
this year, an 8.6 percent drop from the
same period in 2018. The first nine months
of 2019 saw €2.2 billion (US$2.4 billion)

in helicopter orders — primarily an NH90
buy by Spain, and Poland’s purchase of
the AW101. About €527 million (US$582
million) of those orders came in the third
quarter, according to Leonardo. That’s
down from €4.6 billion (US$5 billion) in the
first nine months of 2018, of which €3.3
billion (US$3.6 billion) came in the third

BLADE COMES TO INDIA

BY KP SANJEEV KUMAR

Bringing a small salve to India’s problem
of urban transportation, New York-based
Blade is all set to commence operations
in the country with Blade India, a joint
venture between Blade and Indian inves-
tors Hunch Ventures.

Blade is an app-based flight aggregator
that provides a software platform through
which people can book charter flights on
a pay per seat model. The company has
been successfully running its operations
in the United States, but its arrival in India
could not have been more timely.

India — one of the fastest growing econ-
omies of the world — has less than 350
helicopters catering to a population of
1.3 billion. Distance and time spent on
the road bear an uneasy relation. On any
given day, one can see a number of heli-
copters holding private and non-sched-
uled operator’s permits (NSOPs) parked
at Mumbai’s Juhu aerodrome, while mil-
lions deal with the ugly urban transporta-
tion problem outside its gates.

Helicopters servicing the offshore oil-and-
gas industry fly hundreds of sorties daily

quarter, driven by a €3 billion (US$3.3 bil-
lion) NH90 order from Qatar.

“The first nine months of 2019 are another
important step forward on our journey: we
are delivering consistently across our main
businesses,” CEO Alessandro Profumo
said during a Nov. 7 earnings call. “We
are reconfirming 2019 guidance. We are
fully focused on executing our industrial
plan aimed at value creation for all our
stakeholders. We have been achieving this
through successfully driving commercial
momentum and top line growth, improv-
ing profitability, investing and building for
a sustainable future, all with a disciplined
financial strategy.”

Despite the drop in orders, Leonardo
Helicopters saw an increase in both rev-
enue and profitability, compared to the
same period of 2018, according to CFO
Alessandra Genco.

Among the major new orders in the third

from the same aerodrome
with hardly any capacity to
spare for urban air mobility,
even for the customers who
can afford it. As per a 2017 estimate, the
city of Mumbai alone accounts for over
57,000 high net-worth individuals (HNI)
and 28 of the 119 billionaires in India.
Although a few helicopters are owned
and operated under the NSOP charter by
billionaires, there has been no system in
place to either add or tap spare capacity
for a vertical mobility solution. Blade India
plans to bridge this “friction” between city
pairs, while providing an end-to-end travel
experience.

Pune and Mumbai, rated by Forbes
Magazine as two of world’s most con-
gested cities, fall on one such route.
Blade co-founder Rob Wiesenthal
believes that Blade India’s app-based ser-
vice will cut down the six-hour drive from
Mumbai’s Mahalakshmi Race Course or
Juhu heliport to Pune into a 30-minute
aerial hop.

Other featured destinations on its website
include Mumbai-Shirdi (a highly frequent-
ed religious destination) and Pune-Shirdi,
available Monday through Saturday from
sunrise to sunset. At press time, news
reports were indicating that Blade’s India
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quarter of 2019 were 23 NH9O tactical
helicopters bought by the Spanish Ministry
of Defence and the sale of four AW101
multi-purpose naval helicopters to the
Polish Ministry of Defence. The helicopter
business also saw jumps in orders for
customer support and training services,
she said.

A total of 91 new helicopters were deliv-
ered in September 2019 compared to 113
deliveries over the same period of 2018,
while revenues rose from €826 million
(US$912 million) in the third quarter 2018
to €841 million (US$929 million) in the
same period this year.

“Revenues increased compared to
September 2018 as a result of higher levels
of activity on both governmental programs
and customer support and training, which
more than offset the lower deliveries of
helicopters for civil customers,” the com-
pany stated in a press release.

service would be launching in late
November.

Capacity to meet demand, guaranteed
availability of the service, air traffic con-
gestion around Mumbai and regulatory
permits to operate to locations hitherto
inaccessible to charter helicopters are
expected to present challenges in the
near term. A helicopter shuttle connecting
Bengaluru International Airport to the city
by Thumby Aviation in 2018 and another
by Deccan Aviation in 2008 faced stiff
headwinds, which soon ran the services
aground.

Blade, on the other hand, does not own
or operate the helicopters in its service.
Its website states that “the operators who
own, manage, maintain and operate the
helicopters have been specifically cho-
sen to work with Blade India based on a
consistent high level of safety standards,
equipment maintenance programs, and
conservative operating protocols. They
have been vetted by third-party rotorcraft
industry experts.”

While India is yet to reap the full-spectrum
benefits of vertical flight, if Blade’s efforts
succeed, it could trigger the beginning of
a much-needed disruption in the coun-
try’s urban air mobility space.
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VIRTUAL REALITY, FULL-MOTION SIMULATOR NOW IN SERVICE

VRMotion, a Swiss startup offering a virtual
reality (VR) flight simulator, is working with
the European Aviation Safety Agency (EASA)
on new standards for such training devices
while the company’s launch customers have
begun finding uses for the lower-cost tech-
nology.

VRMotion’s product makes the most of VR
to make full flight simulators affordable for
small operators of single-piston engine heli-
copters. Meanwhile, it is retaining full-motion
capabilities for maximum realism and to
eventually gain formal approvals from civil
aviation authorities.

VR goggles replace the conventional dome
for image display. The system’s weight is
thus drastically cut to 440 pounds (200 kilo-
grams), from 10 metric tons, according to
VRMotion. In turn, the motion platform can
be actuated more dynamically to increase
the degree of realism — the angular velocity
is up to five times higher, said VRMotion
CEO Fabi Riesen.

Installing the simulator no longer requires a
vast hangar. Riesen would not quote a price,
however.

In front of the student pilot, the cockpit’s
shape, with display contours, buttons and
knobs (not shown on the photo), adds the
haptic aspect and enables interaction via the
VR system.

The house-developed “pose tracking”
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system enables avatar animation following
the pilot’s movements. Key points on the
body are tracked in real time with enough
precision to accurately handle the controls,
avionics and other cockpit systems, said
Riesen.

Force feedback on the controls and the
motion platform is said to be precise enough
to make the pilot feel vibration from main rotor
blades and interaction with uneven ground.

Many helicopter accidents happen with small
light aircraft, and Riesen hopes his simulator
will help solve this industry-wide problem.

Bern, Switzerland-based flying school
Mountainflyers has incorporated a VRMotion
device in its pilot training program. “Students
can practice special flight maneuvers and
dangerous situations on the ground without
any risk, which gives them the necessary
routine that will make them safer in the air,”
said CEO Christoph Graf.

A student pilot can hover during his or her
first flight after eight hours on the simulator,
according to Riesen. A private pilot license
is obtained in an average 60 flight hours,
he said. The required minimum is 45 hours.
“The remaining average 15 hours could be
spent on the simulator,” he suggested.

Mountainflyers has tried a new business
model — unlimited access to the simulator,
at no additional cost, until the students
obtain their private helicopter license.

VRMotion’s device is available for the
Robinson R22 and the H125 (for simulated
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VRMotion claims that after spending eight hours on its simulator, a student pilot can hover during his or

her first flight in a real aircraft. VRMotion Photo
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sling load operations). Next in line is the
Kopter SHO9.

EASA is in the process of creating rules to
integrate new technologies, such as VR,
on simulators. They could, potentially, allow
training credits for using the device.

However, current training rules stipulate, for
example, that the instructor and the student
must be in the same cabin. The potential
solution to meet this requirement might be
virtual proximity. The instructor could be on a
different platform, seeing the student’s ava-
tar in VR goggles.

In the future, features such as eye track-
ing may be added. This would enable the
instructor to give the student exhaustive
feedback after a simulated approach.

RotorBits

The delivery will grow the Helicopter Express K-Max
fleet to three aircraft. Helicopter Express Photo

KAMAN TO DELIVER K-MAX
TO HELICOPTER EXPRESS

Kaman Aerospace is to deliver a new K-Max
to Helicopter Express of Chamblee, Georgia.
Helicopter Express currently operates 24 air-
craft providing dedicated services in heavy lift-
ing, utility construction, firefighting and disaster
relief. Helicopter Express placed its order in
May and will take delivery of its new K-Max in
December 2019.

“Helicopter Express started in 1995 with the
vision of building a versatile helicopter compa-
ny that offers a broad range of services to the
southeast and has continued to evolve and
become trusted leaders in the industry,” said
Scott Runyan, founder and president/CEO of
Helicopter Express. “Expanding our fleet with
a third K-Max is an important step to tackle
our clients’ ever-changing needs.”
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HAI NAMES WINNERS OF SALUTE TO EXCELLENCE AWARDS

Helicopter Association International (HAI)
has revealed the winners of its annual
Salute to Excellence Awards, which recog-
nize outstanding achievements and signifi-
cant contributions to the helicopter industry.

The 2020 Salute to Excellence Awards
recipients include Jason Glynn, Corey
Brekke, Krisna Dewi, Mark Ogden, and
Gary Wiltrout. The awards will be presented
at HAI's Salute to Excellence Awards lun-
cheon at HAI Heli-Expo 2020 in Anaheim,
California, on Jan. 29.

Jason Glynn, a pilot for Era Helicopters, is
the winner of HAI's Pilot of the Year Award,
which recognizes an outstanding single feat
performed by a helicopter pilot during the
year or extraordinary professionalism over a
period of time.

Glynn’s career includes having served as

a flight instructor for Vortex Helicopters in
Mississippi, followed by roles at Era Helicopters
with increasing levels of responsibility.

However, Glynn didn’t start out in the
helicopter industry. First, he repaired
diesel-engine generators on petroleum
exploration platforms in the Gulf of Mexico.
But after multiple helicopter flights, Glynn’s
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passion for aviation grew, and he decided
flying helicopters was what he wanted to do
for the rest of his career.

Glynn became more familiar with the heli-
copter industry while in a job performing
base support at the Era heliport in Port
Fourchon, Louisiana. Six months later,
Glynn began putting himself through
Vortex’s flight school while still working as
a ramp hand for Era. He impressed the
school’s instructors, examiners, and owner,
who offered Glynn a job as a flight instruc-
tor upon his graduation.

After his time as a flight instructor at Vortex,
Glynn had flown nearly 920 hours, making
him eligible to become a copilot at Era.
Throughout this period, his inspiring atti-
tude and work ethic prompted unsolicited
recommendations from almost every senior
captain at the company. This led him to a
position with the company as a copilot of a
Sikorsky S-76 helicopter.

Throughout his 16 years at Era, Glynn

has continued to excel, quickly moving
through the ranks of instrument flight rules
second-in-command (IFR SIC) to visual
flight rules (VFR) captain to IFR captain.
His work ethic, dedication to aviation
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The HAI Salute to Excellence Awards winners
include (clockwise from top left): Jason Glynn
(Pilot of the Year), Krisna Dewi (Safety), Gary
Wiltrout (Lifetime Achievement), Mark Ogden
(Excellence in Communication), and Corey
Brekke (Excellence in Helicopter Maintenance).

safety, and strong desire for positive indus-
try change drew him into a management
role at the company. Over the years, Glynn
has served as base lead pilot, assistant
chief pilot, assistant director of operations,
S-76/EC225 check airman, operations
manager and is now director of operations.

Corey Brekke, maintenance manager in
Afghanistan for Columbia Helicopters, is
the 2020 recipient of HAI's Excellence in
Helicopter Maintenance Award. The award,
sponsored by Rolls-Royce, recognizes an
individual for long-standing excellence in
the performance of helicopter maintenance,
maintenance instruction or supervision, or a
single significant and distinct contribution to
helicopter maintenance.

Brekke began his aviation career in
Montana, where he obtained his air-
frame and powerplant license in 1991.
Subsequently, he worked for eight years in
the South Pacific on a 350-foot tuna boat,
where he was the only aircraft mechanic
onboard, maintaining a Hughes 500.

In the spring of 2000, Brekke accepted a
job with Columbia Helicopters. After only
five days on the job, he departed to work in
Alaska as the fourth man on a logging crew
working on a Columbia Model 107-II Vertol.

Recognized early on for his work ethic,
ability to get along with and lead a crew,
reliability, and technical knowledge, Brekke
advanced to the position of assistant crew
chief in just a year and then to crew chief in
2008. Brekke also forecasts maintenance



and logistical needs to support the aircraft
during high-utilization periods. His ability to
troubleshoot problems and innate desire to
get to the root of a technical issue is well
known to those who work with him.

In 2011, Columbia received a contract to
support Operation Enduring Freedom in
Afghanistan, delivering four Vertol 107-lls
and a 234 Chinook. Brekke had start-

ed working as senior crew chief on the
contract when it became clear Columbia
needed someone in-country who had the
knowledge, skills, and experience to lead a
team that would meet the stringent oper-
ational readiness rate the military required.
Brekke'’s extensive operational and mainte-
nance experience led him to being promot-
ed to Afghanistan maintenance supervisor.

Columbia promoted Brekke to Afghanistan
maintenance manager in 2018. The new
role required him to focus heavily on man-
aging maintenance resources to support
the military’s missions. Instead of using tra-
ditional small maintenance teams assigned
to specific aircraft, Brekke transitioned the
teams to shift work resembling that of an
airline, a change that required some team
members to work 4 a.m. to 4 p.m. shifts

in support of daily flight operations. The
remaining mechanics work the night shift,
performing aircraft inspections, repairs, and
component changes, among other tasks.
These actions enable all 12 Columbia air-
craft to be fully mission capable each day.

Today, Brekke continues to look for new
ways to improve and serve. Because of his
dedication and leadership, Columbia has
been able to maintain its operational read-
iness rate while providing reliable service
to U.S. and NATO troops after more than
118,000 flight hours.

Krisna Dewi, commercial manager of PT.
Sayap Garuda Indah (Heli SGI and Air Bali)
in Bali, Indonesia, is the 2020 recipient of
the association’s Safety Award. The award,
sponsored by BLR Aerospace, acknowledg-
es outstanding contributions in the promo-
tion of safety and safety awareness through-
out the international helicopter community.

Dewi is receiving the Safety Award in recog-
nition of her promotion of a business model
that places safety above all other business
elements, including profit. Her advocacy
and determination to prioritize safety in the
company’s operations has also resulted in
increased business for her company during
a period when Indonesia’s helicopter indus-
try experienced low or negative growth.

In 2014, at the height of the downturn in
helicopter support for offshore drilling and
amid uncertainty in Indonesia’s resource
industry, Heli SGI was facing a shaky future.
In a bid to turn things around, the company
brought in an industry expert, Ronnie Fahy,
to provide guidance. As part of the process,
Fahy interviewed the company’s employees;
Dewi stood out because of her vision and
plan to move the company forward.

Dewi had witnessed other operators reduc-
ing expenses, including safety standards,

in order to offer lower prices to customers.
Her plan mandated putting safety and qual-
ity above all else and charging accordingly.
Her idea also included choosing to work
only for clients who understood the busi-
ness model and were willing to pay for a
safety- and quality-first approach.

In an administrative role when Heli SGI's
reorganization began, Dewi was quickly
promoted to commercial manager. She
focused on her goal to turn around Heli
SGl by providing higher levels of safety and
quality than its competitors.

The return on Heli SGI's investment in safe-
ty is clear. When Dewi received her promo-
tion in 2014, Heli SGI was operating on one
contract flying 60 hours a month. Today, in
part because of her work in the past five
years, the company operates 12 helicop-
ters on contract, flies 600 to 800 hours a
month, and has several long-term contracts
with large mining companies. Now, other
operators are adopting the Heli SGI safe-
ty-first model.

Mark Ogden, editor of HeliOps maga-
zine, is the 2020 winner of HAI's Salute to
Excellence Lightspeed Aviation Excellence
in Communications Award. The award
recognizes the individual or organization
achieving the most creative and distinct
dissemination of information about the heli-
copter industry.

Ogden has been editor of the HeliOps (civil
helicopters), HeliOps Frontline (military heli-
copters), and Air Attack (aerial firefighting)
magazines for the New Zealand-based Kia
Kaha Media Group for the past 20 years.
Ogden, who highlights issues that affect
the global rotorcraft industry, is known for
his respected, hard-hitting editorials, which
provide a focused analysis of the industry in
each issue of all three magazines.

Ogden is also a prolific technical writer, hav-
ing contributed to various safety documents
and manuals.
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His writing has ranged from company
profiles and industry analyses to pilot
reports to articles on aviation safety and
helicopter flying techniques, as well as safe-
ty alerts for the Aviation Safety Network.
Additionally, Ogden is a skilled helicopter
photographer who has shared with his
readers many years’ worth of his work.

Gary Wiltrout, a Boise, Idaho, resident,
is the 2020 recipient of the Salute to
Excellence Lifetime Achievement Award.
This award, presented by Bell, salutes
excellence in management and leadership
and is given to an individual for long and
significant service to the international heli-
copter community.

Wiltrout has flown helicopters around

the world during a 50-plus year career in
aviation. He first flew for the U.S. Army,
transporting troops in and out of battle

in Viethnam in 1968 to '69. Afterward, he
served as a flight instructor at Fort Rucker,
Alabama.

After being honorably discharged from

the Army in 1971 having flown 2,000 acci-
dent-free hours, Wiltrout moved to Alaska
and began flying firefighting missions,
followed by assisting with the construction
of the Trans-Alaska Pipeline System. While
living and working in the state, Wiltrout also
conducted search-and-rescue missions,
aircraft accident investigations, seismo-
graphic work, and powerline construction.

In 1999, Wiltrout became chief pilot for
Salmon River Helicopters in Riggins, Idaho,
where he worked 20 years before recently
retiring. During his career with many differ-
ent companies, he flew more than 26,500
flight hours in helicopters, more than 20,000
of them while conducting longline, exter-
nal-load missions.

Wiltrout flew multiple models of helicopters
during his career, including the Bell 47;

the Bell UH-1A/B/C/F/H models; the Bell
206A/B models; the Bell 204, 212, and
214B models; the Fairchild Hiller FH-1100;
and the Sikorsky S-61 and S-64E/F mod-
els, among others.

Wiltrout has survived three aircraft acci-
dents — including two catastrophic engine
failures — and the death of his pilot brother
Timothy Wiltrout in 1990. In each case, with
his family’s support, he has persevered and
continued working in the industry.

Today, Wiltrout remains a mentor to many,
especially new pilots.
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VFS STUDENT DESIGN COMPETITION TO INSPIRE VERTICAL INNOVATION

A

This was the winning entry in the graduate category of the 2018-2019 VFS Student Design Competition.
The University of Maryland’s “Caladrius” was designed to rescue climbers from the top of Mount Everest.

UMD Image

BY KEN SWARTZ

Since 1984, the Vertical Flight Society (for-
merly the American Helicopter Society) has
held its annual student design competition
to challenge future rotorcraft designers

with projects that stretch their imagination
and their skills; many seem outlandish or
improbable at first, but they have often been
ahead of their time.

The VFS competition is sponsored (in
rotation) by the five major helicopter man-
ufacturers (Airbus, Bell, Boeing, Leonardo
and Sikorsky) and government agencies like
NASA and the U.S. Army.

Last year’s Airbus-sponsored competition
was for an “Extreme Altitude Mountain
Rescue Vehicle,” which challenged students
to design a rotorcraft to perform emergency
medical services on the highest mountain
peaks in the world.

Since this year’'s competition falls on the
500" anniversary of Leonardo da Vinci's
death, sponsor Leonardo Helicopters has
conceived a tough, out-of-the-box challenge
that applies the technologies of today to the
innovations of the past for potential applica-
tions tomorrow.

AERIAL SCREW

Da Vinci was a Renaissance artist and
inventor who had many innovative ideas that
were far ahead of his time.

One was the famous late 15" century draw-
ing of the aerial screw, which together with

a few lines of text describing the working
principle, depicted the first technical con-
cept for a vertical takeoff and landing (VTOL)
vehicle and is considered the first heavier-
than-air VTOL aircraft design in history.

Titled “Leonardo’s Aerial Screw: 500 Years
Later,” the VFS competition challenges stu-
dent teams to design a VTOL vehicle based
on da Vinci’s aerial screw concept, studying
and demonstrating the physics behind his
design and its potential feasibility.

The actual pros and cons of the aerial
screw are often quoted but have not been
analyzed extensively — nor has a possible
working application been studied — which
leaves a wide gap in the technical under-
standing of da Vinci’s invention.

Teams are required to design a vehicle that
relies on one or more “aerial screws” (i.e.
single-blade rotors with a continuous sur-
face that wraps around itself like an actual
screw) for vertical lift.

The design must be capable of lifting one
132-pound (60-kilogram) person with a ver-
tical takeoff and landing, and fly for at least
one minute at a height of three feet (one
meter) or more above the ground to a dis-
tance of at least 65 feet (20 meters).

The students must conduct a conceptual
study of all required systems, including
aerodynamics, structures, powerplant, rotor,
controls, etc., based on existing technolo-
gies and equipment. Although the point is
not to build an aircraft, the preliminary capa-
bility and performance of the VTOL aircraft
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must be defined and validated.

Graduate students also have to conduct

a deeper technological investigation of

key elements of the aerial screw concept,
including an assessment of structural stress
levels. The objective is to demonstrate that
the developed conceptual design could
actually be tested on a real demonstrator
aircraft.

Leonardo is providing more than $12,000

in prizes. In addition, Advanced Rotorcraft
Technology, Inc. of Sunnyvale, California, is
sponsoring a flight simulation optional bonus
task with an additional $1,000 each in prize
money available for a winning graduate and
undergraduate team.

Letters of intent from participating teams are
due by Feb. 3, 2020, and final submissions
are due no later than May 31, 2020.

INDUSTRY BENEFITS

Luca Medici, head of aircraft system integra-
tion at Leonardo Helicopters said that many
achievements in vertical flight are the prod-
uct of strong collaboration between industry,
academia and the research world, and that
student competitions help prepare young
engineers to innovate.

“Students, stimulated and properly guided,
are the seeds of the growth we are looking
for,” said Medici, adding that the competition
will help students develop their analytical,
problem solving and management skills
while working on a complex vertical flight
aircraft design prior to graduation.

VFS executive director Mike Hirschberg
said that many previous participants in the
competition now occupy senior engineering
positions in academia, government and
industry (including the emerging electric
VTOL industry), and the student designs
have often foreshadowed future VTOL con-
cepts.

Hirschberg said that few of today’s engi-
neers were trained to design drones or
electric VTOL aircraft or extra-terrestrial
rotorcraft (like NASA's Mars Helicopter). The
annual VFS competition will require them to
apply their knowledge, skills and ingenuity to
solve new challenges, he said, adding that
“this year’s competition provides a new twist
that students have never seen before. We're
excited to see what they come up with!”
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AIR GREENLAND SELECTS H225 FOR SAR

Air Greenland has ordered two Airbus Airbus will provide a comprehensive
H225 heavy helicopters to support its maintenance and support package as
bid to win its home country’s search- well as pilot and crew training.

and-rescue (SAR) contract. o
“These two specific aircraft have low

numbers of flight hours and their
remarkable capability on SAR opera-
tions ensures that they will be able to
provide a highly effective service in that

Under the terms of a firm contract
assisted by Airbus Helicopters, two
H225s repurposed from the oil-and-
gas industry will be delivered over the

coming months to replace the aging .
Sikorsky S-61 helicopter currently used role for many years to come,” said Air An Airbus H225 Super Puma shown in the search-and-rescue

for the service. Greenland CEO Jacob Nitter Sorensen.  [kiateli il I sl SR tU

H125 FULL FLIGHT SIMULATOR
QUALIFIED BY EASA

The H125 FFS in place at CopterSafety’s facility
in Helsinki, Finland. Reiser Photo

U.S.-German cooperation between TRU

Simulation + Training and Reiser Simulation DO YOU RECOGNIZE

and Training has resulted in European ’
THESE PARTS:

Aviation Safety Agency (EASA) Level D
qualification of the H125 full flight simulator
(FFS) at Coptersafety in Helsinki, Finland.

TRU’s Odyssey H mothership together
with Reiser’'s H125 cockpit module, flight
dynamics and avionics software make it
the world’s newest H125 helicopter simu-
lator to receive Level D certification, being

built on Reiser’s own flight data and repli- AIRWOLF REDUCES YOUR D.O.C’S
cated hardware. AND SAVES YOU MONEY.

“This certification of the H125 project is an

example of a very successful cooperation PMA ELASTOMERICS FOR BELL 407 HELICOPTERS.
between two world-class simulator com- Dampers, Shear Bearings, Lead Lag Bearings

panies — one in the U.S. [and] the other
in Germany — the operator, Coptersafety,

and the Finnish Regulatory Authority, tes- AIRWOLFAEROSPACE.COM ¢ 440-632-1687

tament to what can be achieved if organi- ADD AIRWOLF TO YOUR TRUSTED SUPPLIER LIST
zations are committed to excellence,” said

Reiser’'s CEO, Dr. Roman Sperl.
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AEROBRIGHAM NOW A HELIWAGON DISTRIBUTOR Q ROtor

Heliwagon has
announced a distrib-
utor agreement with
aircraft completions and
maintenance company
AeroBrigham.

Based in Waco, Texas,
Heliwagon is the provider
of a remote-controlled
landing dolly for helicop-
ters, which eliminates the
need for tugs and tows.
The Heliwagon features a
wireless range of 500 feet
(150 meters), and can be

) -
From left: Danny Brigham, vice president of AeroBrigham; Brad Seibold,
controlled from inside or president of Heliwagon; and David Brigham, president of AeroBrigham,

outside the helicopter. celebrate the new partnership at AMTC 2019. Dayna Fedy Photo

As part of its new

partnership with Heliwagon, AeroBrigham will have a Heliwagon platform — with a custom
AeroBrigham logo — at its Decatur, Texas, facility to demonstrate to its customers, offering them
the chance to operate the platform with a helicopter on it.

“We chose AeroBrigham because of their success and dedication to customers and customer
service,” said Brad Seibold, president of Heliwagon. “We see a company succeed, and that’s a
company we want to partner with because they know how to take care of their customers.”

WE HELP AVIATION SALES PROFESSIONALS
GENERATE DEALS

g

AMSTAT PROVIDES INDUSTRY LEADING CORPORATE
AIRCRAFT MARKET & FLEET DATA
» Jets
» Turboprops
» Turbine Helicopters

In a suite of comprehensive services to meet every business need

AN
AMSTAT

Information that moves you forward

US 1877 426 7828 | Int’l +1732 530 6400 | www.amstatcorp.com
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DIGITAL FLIGHT INSTRUMENT KIT

Alpine Aerotech has secured a Transport
Canada supplemental type certificate (STC)
for its cost-effective digital flight instrument kit
applicable to Bell 212 day/night visual flight
rules (VFR) operations.

The digital flight instrument kit is specifically
designed to replace expensive, unreliable head-
ing and attitude indicators with robust digital
versions that have no moving parts to wear out.

In addition to the former analog attitude and
heading gauges, the installer can also remove
the tarsyn/rate gyros, flux valve, remote com-
pensator, compass control, and all associated
wiring leaving less components to fail in service.
The kit also includes all installation provisions

to create a near plug and play solution that
requires only minor structural modifications,
Alpine Aerotech said.

Aero Dynamix Photo

Aero Dynamix Inc. (ADI) has received
Transport Canada validation and a supple-
mental type certificate (STC) for night vision
compatible lighting modifications on the
Bell 505 platform.

“Earlier this year, ADI received our FAA
STC approval on the [Bell] 505; we contin-
ue to pursue and obtain foreign validations
to support our customers’ needs and
demonstrate our team’s expertise with their
working knowledge of foreign regulatory
agencies,” said Tonka Hufford, ADI’s chief
operating officer.
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AIR CENTER SIGNS HCARE

SMART CONTRACT FOR H225s

Air Center Helicopters, Inc (ACHI) has
signed a set of HCare Smart parts-by-the-
hour contracts for 10 of its Airbus H225
helicopters. These aircraft are currently in
operation with the U.S. Armed Forces for
passenger transport, Special Operations
Forces training, vertical replenishment and
casualty evacuation missions.

The HCare Smart contracts cover a three-
year period and have been customized

to meet the material support and spare
parts requirements of helicopters flying in
demanding theaters of operation, includ-
ing a dedicated spare parts consignment
stock. With this contract, 10 of the 17
H225s in ACHI’s fleet are now covered by
HCare.

ACHI’s remaining seven H225s are current-
ly undergoing retrofit for their new missions
and are expected to all enter operation by
March 2020. As of today, around 55 former
oil-and-gas H225s have been reconfig-
ured for aerial work, utility, firefighting and
search-and-rescue.

LCI LAUNCHES FIRST
HELICOPTER CO-INVESTMENT
VEHICLE

Helicopter leasing company LCI has
launched its first-ever helicopter co-invest-
ment vehicle.

The new helicopter ownership vehicle
contains five aircraft all on long-term
lease — three Leonardo AW139s and two
Sikorsky S-92 units — and is valued at
over $100 million. It has been launched in
partnership with Flexam Tangible Asset
Income Fund (part of Flexam Invest
Group), which has also contributed to the
capitalization. LCI will also act as servicer
for the vehicle.

fo e DAILY NEWS UPDATES e isit VERTICALMAG.COM

Mission critical tracking and
communication for aviation

TracPlus offers cost-effective asset
tracking and communications, allowing
operators to stay informed, connected

and above all, safe.

a» Dualcellular +satellite tracking
¢ Reliable real-time messaging

FU Superior co-ordination of your fleet

Learn more at

tracplus.com

(o)

trac

Wayne Rigg EMV

quality
workmanship & outstanding
customer service for

e Comprehensive MRO

e Structural Repair

e Component overhaul specialist

e Hydraulic overhaul specialist

e Large inventory available

Heli

Head Office Alberta Office Ontario Office
H H Gerald Tom Jeff Abbott John Belonzo
hell Inc.com (613) 678-3027 (403) 912-4658 (705) 435-4031
gerry@helitradesinc.com  jeff@helitradesab.com  john@helitradesalliston.com
39

VERTICAL MAGAZINE // DECEMBER 2019/JANUARY 2020




RotorBeat @ ndustry 7 Opsrator  OEM 11 UAS 11 Internationa

FAA CERTIFIES SIMPLEX INTERNAL FIRE ATTACK

SYSTEM FOR BLACK HAWK

Simplex has received Federal Aviation
Administration (FAA) approval for the
Approved Models List (AML) extension

of its supplemental type certificate (STC).
This certification applies to the Sikorsky
UH-60/S-70 Black Hawk’s Simplex Model
370i Internal Fire Attack System (FAS). This
AML extension adds 11 eligible UH-60/S-70
type certificates (TCs) to the existing STC,
bringing the total to 12 UH-60/S-70 TCs

BRISTOW GROUP EMERGES FROM CHAPTER 11

o W lh-'! -
i el e A &
Bristow has emerged from its Chapter 11 process having “significantly” reduced its debt, the company
said. Bristow Photo

On Nov. 1, Bristow Group Inc. announced
that it had emerged from Chapter 11 bank-
ruptcy protection, having successfully com-
pleted its debt restructuring process and
implemented the Chapter 11 reorganization
plan confirmed by the U.S. Bankruptcy
Court for the Southern District of Texas on
Oct. 4, 2019.

Bristow said it has reduced its debt “signifi-
cantly” and is emerging with $535 million
of new capital, which it believes will provide
significant financial flexibility to support

its global operations. The company also
announced it has amended and reinstated

that are now approved for operation with
the Simplex Model 370i FAS.

The Model 370i, originally certified for
installation and operation on the Timberline
Helicopters Inc. TC, is the first and only FAA
certified internal FAS for the Black Hawk
helicopter, Simplex said. The system was
developed primarily for restricted category
civil aerial firefighting operators and requires
no modifications to the aircraft structure.

its $75 million term loan as of its emer-
gence.

“We are beginning this new chapter of
Bristow’s proud history having achieved our
key restructuring goals: a stronger balance
sheet and improved liquidity that will enable
us to continue providing industry-leading
service to our global client base,” said L.
Don Miller, president and chief executive
officer of Bristow. “I would like to commend
our global team for its unwavering focus on
delivering safe and efficient service to our
clients and passengers as we navigated the
restructuring process.”
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Outerlink Phbto

OUTERLINK INTRODUCES

Outerlink has developed a web-based system
to automate and simplify the process of col-
lecting and understanding aircraft data. The
company recently launched a cloud-based
flight analytics system for its IRIS platform, a
combined voice, video and flight data monitor-
ing system.

The cloud service, which is available to new
and existing customers, provides IRIS users
access to critical fleet data from a virtual
workspace. The system organizes pre-defined
events in easily digestible formats, allowing
operators and safety managers the ability to
laser focus on the most important data points.
That data can then be used to identify trends
and training opportunities, which ultimately
leads to safer operations. Outerlink said the
cloud offers more flexibility and scalability to
users on a system already designed to adapt
to industry changes.

SAFRAN AND AECC

STRENGTHEN TIES ON WZ16

Safran and Aero Engine Corporation of
China (AECC) have signed a memorandum
of agreement to strengthen their industrial
cooperation on the WZ16 French-Chinese
helicopter engine.

The WZ16 is jointly developed and built by
Safran Helicopter Engines and AECC, and
was certified in china on Oct. 10, 2019.
The engine is installed in the AVIC AC352
helicopter.

Through the memorandum, the two compa-
nies have agreed to study the opportunity for
a joint venture in China to support and main-
tain in-service WZ16s; prepare and launch a
production ramp-up of the WZ16 to deliver

a first order of 120 engines and discuss the
opportunity for 100 additional units; and dis-
cuss new applications for the WZ16, including
a turboprop variant for fixed-wing aircraft.
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VFS 2020 NIKOLSKY

LECTURESHIP

U.S. Army Senior Scientist Dr. Mark B.
Tischler has been selected for the Vertical
Flight Society’s prestigious 2020 Alexander
A. Nikolsky Honorary Lectureship. The
Lectureship is awarded to “an individual
who has a highly distinguished career in
vertical flight aircraft research and devel-
opment and is skilled at communicating
technical knowledge and experience.”

This, the 40" Annual Nikolsky Lecture, is
entitled, “Flight Control Challenges and
Technologies for Future Rotorcraft.” In his
lecture and the accompanying in-depth
article, Tischler will articulate his vision
based on his vast expertise in aircraft sys
tem identification, flight control, handling
qualities and simulation.

Tischler will present the Nikolsky Lecture
at the VFS’s 76" Annual Forum &
Technology Display, on May 19, 2020,

at the Palais des congres de Montréal in
Montreal, Quebec.

SIKORSKY S-76D PROVING
VALUE IN GUYANA OFFSHORE
OPERATIONS

National Helicopter Services Ltd., a lead-
ing Sikorsky S-76 helicopter operator, is
expanding operations with its first two
S-76D aircraft in Guyana. NHSL has operat-
ed Sikorsky helicopters for nearly 40 years,
providing offshore transport services to the
oil-and-gas sector and other commercial
entities, as well as government services for EVS-4000, SkyVis™ Helmet-Mounted Display
emergency and natural disaster response.

“The demanding pace and environments

in which we operate speak to the S-76’s
value, reliability and performance,” said
Capt. Homer Solomon, the Trinidad-
Tobago-based NHSL director of operations.
“We are proud to be the launch operator

of the S-76D in Guyana, and we value the
aircraft’s noticeably lesser fuel burn, quieter

cabin, lower vibration levels and cost-effec- ™

tiveness for our operations.” (] UN’ VERSAL AV/ ON / CS
If you would like to submit a press — = ..
release or if you have a new product or
service that you believe is newsworthy,

please email our news editor at
news@verticalmag.com.

Critical Missions

Avionics for when it is needed most.

an Elbit Systems Company

WWW.uasc.com
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Q&A

CHRIS BRADSHAW

Chris Bradshaw has served as
president and CEO of Era Group
since November 2014. Prior to
joining the operator in 2012, he
worked as an investment banker
and co-founded an independent
financial advisory firm.

VERTICAL: It’s obviously been a very
challenging few years for the offshore
helicopter transport sector. What has
Era done differently that has helped it
endure when other offshore operators
have had to file for Chapter 11 bankrupt-
cy protection?

CHRIS BRADSHAW: | think we were very
proactive in addressing our cost structure at
the early stages of the downturn. In late 2014,
we completed an internal reorganization of
the company, which significantly reduced
our costs. Unfortunately, a lot of those cost
reductions were headcount, and it’s always
difficult to take out jobs and positions. But
we did have a view about what market con-
ditions were likely to be like, and we thought
we needed to go ahead and adjust our cost
structure for the new reality in the market.

Over the course of the downturn we reduced
our overall headcounts by approximately 45
percent, including a 55 percent reduction in
fixed, or G&A headcount positions. And then
we pursued a strategy of, first of all, main-
taining the highest safety standards. Second,
maximizing the utilization of our helicopter
fleet. Third, realizing cost synergies wherever
possible. And fourth, protecting our balance

sheet. As we continued to generate free cash-
flow, which we are able to do because of the
cost reductions, we used that cash, as well
as cash that was generated from the sale of
underutilized helicopters, to pay down debt.
Those actions have allowed us to maintain a
strong business and a strong balance sheet
now almost five years into the downturn.

V: So how large is the company’s staff
and fleet now? Are you operating any
Super Pumas?

C.B.: We have 105 helicopters and approx-
imately 650 employees globally. We have just
one H225, which is currently in long-term
preservation in Norway.

V: How do you view the offshore
industry today?

C.B.: Well, on the positive side, we do think
that the offshore oil-and-gas market recovery
has begun. We think it is going to be a gradual
one, not a dramatic hockey-stick-like recovery.
But we are seeing gradual improvements in
the market, which is encouraging.

V: Is that just in the amount
of exploration work?

C.B.: That's right. There are more dollars
being spent offshore, more rigs that are going
back to work driving an increase, albeit a
gradual one, in the need for helicopters to
support those offshore operations. | think
that’s the positive that we're seeing in the
market fundamentals. On the negative side,
the market is unfortunately much smaller than
it was prior to the downturn. Now we're in a
position where there’s an excess amount of
equipment, particularly of the heavy helicop-
ters, there’s an excess amount of operators,
and there’s an excess amount of leasing com-
panies. The overcapacity is resulting in a con-
tinued very challenging industry environment,
where really no one is earning a premium to
their cost of capital, which of course is an
unsustainable situation over the long run.

V: And that’s what’s driven some of
these Chapter 11 cases?

C.B.: Yes, | think that’s a big part of it.
It's also one of the fundamental reasons
we believe that consolidation is needed to
address the challenges that exist in the indus-
try. It's necessary to address some of the
overcapacity that exists in the industry and
to achieve better absorption of the significant
fixed costs that are required to run an air
carrier.

V: You made a call for industry consol-
idation quite publicly earlier this year.
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What sort of feedback did you
have following that?

C.B.: Aimost all of the conversations that I've
had with various industry participants, whether
it's competitor operators, leasing companies,
OEM conversations — | think people generally
agree that there needs to be some consolida-
tion in the industry to get us to a place that's
more sustainable. | think it’s really important
for our customers as well, because at some
point we and all of our fellow operators are
going to need to replenish our helicopter
fleets. It’s just a matter of time before capital
will be required and the customers are going
to want access to the latest generation, most
sophisticated equipment with the best safety
features.

| think if you have an industry that has per-
petually failed to earn a premium over its
cost of capital, then the capital providers are
not going to be willing to commit the capital
dollars that are required to take actions like
replenishing your helicopter fleet. | think it’s in
everyone’s interests, including our customers,
that we get to a situation where the industry is
more sustainable.

V: Would it be fair to say that Era’s had
conversations with CHC or Bristow about
how this consolidation might play out?

C.B.: | don’t want to mention any specific
opportunity, or conversation, but | would note
that this is something we've been actively pur-
suing. | think there are a number of people in
the industry who recognize a similar dynamic
and are actively pursuing opportunities to
effect some of the consolidation that the
industry needs.

V: Do you foresee the fleet replenish-
ment you’ve talked about being in the
form of super mediums? Is there still a
market for the big heavies?

C.B.: We do think there will continue to be a
market for aircraft such as the Sikorsky S-92,
because if you're a certain distance offshore,
that is still going to be the best, most efficient
lift solution for those long-distance missions.
We are optimistic about the future of models
like the Leonardo AW189. We think the AW189
presents a very compelling value proposition
for our customers and that it can do a lot of
the missions that a traditional heavy did at a
lower cost. The aircraft is about half the capital
cost and about a third lower operating costs
compared to a traditional heavy aircraft.

| would note that on the replenishment, at
least for our fleet, this is not something that we
need to do tomorrow, next year, or the year



after that. | think we're in a good position now
with our fleet to service the market oppor-
tunities that are there. But eventually, we're

all going to need to bring in new helicopters
to replenish our fleets. And that’s really only
going to be possible if we can access capital,
and accessing capital will only be possible if
there’s a track record that that capital will be
rewarded.

V: Diversification seems to be a key
part of Era’s recent strategy. What have
you been doing to bolster other parts of
the business?

C.B.: We have signed a contract for a lead-
ing player in the commercial space industry
to respond in the event that an unexpected
incident occurs. This is a mission in our
emergency response service line that’s one
of those situations where you hope your ser-
vices are never needed, but the customer is
paying us to be on standby.

We view this as an attractive growth and
diversification opportunity since it is not tied
to the oil-and-gas commaodity cycle.

We've also signed another emergency
response service contract in Suriname, to
support the offshore oil-and-gas market activ-
ity in the country. So it's continued diversifica-
tion for us geographically, which we like. The
Suriname Guyana basin has been one of the
relative bright spots in the offshore oil-and-
gas industry over the last five years.

V: What’s the relationship been like
with the OEMs through the downturn?
Have they been doing enough to sup-
port the operators?

C.B.: | think it continues to be good. From
our perspective, these are obviously extreme-
ly important relationships for us. They are
long-term in nature and | think it’s important
that we have a partnership approach with
the OEMs. The emphasis in recent years has
been more on the support side, because
obviously there are relatively few new helicop-
ters that have been delivered in an offshore
configuration over the last few years. | think
the OEMs are motivated, as we are, to see
the number of flight hours increase, but I'd
like to see the installed base of helicopters out
there today flying more. That’s an important
stage along the way to potential new helicop-
ter orders down the road.

V: Era was announced as the launch
customer of the Leonardo AW609 last
year. Are you still expecting delivery of
the first aircraft in 2020?

C.B.: They're still targeting a late 2020
delivery for those aircraft, and we're excited
and looking forward to being the commercial

launch operator for the first civilian tiltrotor
aircraft. It's obviously a new generation of
VTOL aircraft and one that we think has a

lot of promise, particularly in missions like air
medevac where every minute counts. And
also in missions like VIP, where if we can
enhance the efficiency of more true point-to-
point connectivity without having to rely upon
fixed-wing runway infrastructure, | think that
could add a lot of valuable time and efficiency
to the VIP market.

V: So have you already decided on a
role for those two aircraft? Have you

signed contracts with customers for
them?

C.B.: We will operate two of the aircraft.
They aren’t purchase commitments, but we
are going to take delivery of two aircraft and
operate them. It's an opportunity for us, in
partnership with Leonardo, to test the market
for this new generation of VTOL aircraft. We're
developing a business case, commercially,
with support from Leonardo, to explore these
opportunities particularly in a couple of mar-
kets — EMS and VIP. €@

This interview has been edited and condensed.
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Beating the crowds in Mexico City. Companies like Voom bl
are using helicopters to ferry customers, who have booked i e
through an app, across busy cities. Anthony Pecchi Photo . . il
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THE AIR TAXI CONCEPT IS A FOUNDATIONAL ELEMENT
IN MANY PEOPLE'S VISION OF THE FUTURE OF URBAN
AR MOBILITY. TODAY, HELICOPTERS ARE PLAYING A
KEY ROLE IN HONING THE SERVICE.

BY DAN PARSONS

Cruising at 8,000 feet (2,400 meters) above sea level over a patchwork of concrete rooftops lining congested, narrow
streets, | flew from the western edge of Mexico City to the airport on the opposite edge of the city in about 15 minutes.
It can take well over an hour to complete the 17-mile (27-kilometer) trip by car, travelling from the hilly, upscale Interlomas
neighborhood through the congested streets of this city of 21 million people, and out to the airport on the other side.

It was the second ferry flight of the day for Voom pilot Rodolfo Reyes, a former Mexican navy helicopter pilot with 6,000
hours at the stick, who was flying us in a sleek black-and-orange Bell 505 Jet Ranger X. Voom has been providing nigh-
on-demand helicopter mobility in Mexico City since 2018, and has seen relative success flying passengers between five
heliports surrounding the city center.

It works much like calling an Uber or Lyft, to use a commonly understood service as a stand-in. My wife and | each
downloaded the Voom app to our phones, filled out a brief profile and registered a credit card. The day before our flight,
we opened the app, chose Mexico City and selected our preferred origin heliport (Montes Urales), destination (airport)
and desired flight time (1 p.m.).

At 3,999 Pesos, or about $200, the trip is not cheap, but the convenience and time savings make sense for a certain
clientele. That’s the sales pitch Airbus’s helicopter ridesharing service Voom makes for its urban air mobility operations
currently available in Mexico City; Sado Paulo, Brazil; and San Francisco.

The app is still in beta testing, so my wife and | had to sign up separately for the same flight and timeslot. Our preferred
time was not available from the closest heliport to our hotel, requiring a 40-minute Uber from where were staying to where
we would pick up the helicopter, which underscored the difficulty of going only a few miles within the sprawling city limits.

A LAYERED APPROACH

Voom is one part of a multi-pronged effort by Airbus to position itself for the emerging eVTOL and urban air mobility
market. Using helicopters, the company is ironing out the logistical challenges of providing efficient, safe, relatively
affordable air mobility in major urban centers before next-generation aircraft come online. And Airbus is just one of
a variety of companies, from Uber to Sikorsky and Bell, who are all on the urban mobility bandwagon and are using
conventional rotorcraft as a proof of concept.

Approaches to urban air mobility in the present tense differ. Uber Copter offers only one route — from lower
Manhattan to JFK airport — which it is using simply as a data gathering project with no plans to expand. Blade, the
world’s largest charter helicopter service, caters to wealthier passengers who can afford to fly on helicopters at $1,200
per seat, and it is focused on streamlining its booking service and passenger experience regardless of what aircraft
operators choose to fly.
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A concept image of the Bell Nexus in operation over a downtown environment. Uber is one of the key potential customers for
the in-development aircraft, which could see use in the planned Uber Air aerial ridesharing service. Bell Image

Voom does not mirror Uber’s user experience, exactly — a
helicopter will not come to pick you up at your house — and
it is nearly on-demand. Riders can sign up for flights on most
routes that leave every hour between 8 a.m. and 8 p.m. In Mexico
City, 60 percent of its reservations are made the same day,
Monnet said.

With Voom, travelers pay on a per-seat basis, and in order to
keep prices affordable, the platform pools passengers traveling to
the same destination. To schedule a trip with Voom, travelers can
use the Voom app or book online. Passengers can book flights up
to one hour before departure. On the day of travel, the passenger
simply checks in at the designated helipad 15 minutes before
boarding time.

Voom works with existing Airbus-vetted third-party helicopter
operators and helipads to deliver its service, and is not an oper-
ator. The Voom platform connects passengers with certified heli-
copter operators in the Voom network.

“Some of these operators have been doing different types of mis-
sions, from surveillance to aerial surveys, [and] EMS [emergency
medical services],” Monnet said.

San Francisco is a launchpad for Voom to establish operations
elsewhere in the U.S., but the company plans to collect extensive
data on its Bay Area operation before choosing its next city, Monnet
said. The company has flown tens of thousands of passengers over
Séo Paulo, Brazil, since launching its helicopter service there in 2017.
It began operations in Mexico City the following year. It operates a
network of six helipads in and around both cities.

VERTICAL MAGAZINE

. QO el
To handle the volume of aerial traffic required to make a system like Uber Air
work, a network of skyports will need to be built across cities. Uber Image _

Operators and system providers are testing out the on-demand aerial transport
service in major urban centers such as New York City. Sheldon Cohen Photo
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In addition to using Voom to focus on the booking and logistics
piece of urban air mobility, Airbus is also developing vehicles through
the City Airbus and Vahana programs. Another business unit is
developing the necessary infrastructure to allow both manned and
unmanned air taxis to fly in dense urban areas safely, while yet
another is working on urban air traffic management.

“The goal is for us to move people from A to B in a convenient way
through the air,” Monnet said. “It happens to be helicopters today,
but we definitely want to do it with eVTOLs tomorrow, working close-
ly with Airbus on how to make that happen so we are safe, green,
quiet and efficient.”

FLY THE FUTURE TODAY

Blade, the world’s largest helicopter ridesharing service provider,
invites its passengers to “fly the future today.” The company works
with operators to provide booking and logistics services in New York
City, Los Angeles, Miami, the Hamptons and it now has three pas-
senger lounges in India, according to CEO Rob Wiesenthal.

Like Voom, Blade doesn’t own any equipment. It offers established
operators a booking service through its mobile app and website,
while helping them optimize efficiency.

“You take that infrastructure; you take that technology, the on-the-
ground expertise from 100,000 users of the brand, and you have
an ecosystem of people flying in three dimensionns using rotorcraft
today,” Wiesenthal told Vertical in a recent interview. “We believe
that trusted brands that have user bases of people who have already
flown will be the first to be willing to try next generation aircraft.”
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Blade’s average route costs $1,200, too expensive by far to appeal
to the scale of passengers needed for an eVTOL ecosystem.

In the beginning, eVTOL travel will likely have limited range, say
to JFK, LaGuardia and Newark airports and the cities surrounding
them. A market will remain for helicopter taxi service to farther flung
destinations, Wiesenthal said.

The company is banking on there being a “cohabitation” phase in
which conventional rotorcraft retain some longer-haul routes and
other specialized missions while eVTOL aircraft are phased into
operation.

“Blade will still be flying conventional aircraft, conventional rotorcraft,
for a while,” he said. “eVTOL is not going to go to Nantucket for
many, many years. They’re probably not going to go to Montauk, but
they might go to the west side of Newark.”

For a variety of reasons, there are about 12 or 14 cities in the world
in which urban air mobility makes sense, is an efficient mode of
transportation, or could reasonably expect to turn a profit, he said.

“As eVTOL becomes more prevalent and people realize that it's
safe, it’s quiet, it's carbon neutral and it's less expensive, we'll have
more opportunities to land,” he said. “For now, it’s relegated to
[using] the pre-existing infrastructure.”

Right now, there simply are not enough safe and publicly accept-
able places to land to make urban air mobility feasible in any but the
largest cities, he said. Helicopters are too loud and intrusive for them
to operate at any real volume in less populous areas. In a sense,
widespread helicopter mobility is limited by the technology, not by
range or maneuverability, but by the noise it creates.

How It Works ¥

BLADE Toddney

Voom and Blade
use apps to allow
customers to make
bookings, identifying
possible takeoff and
landing options and
providing available
times of transport —
as well as the cost.

BEADE Mrpore
.gjk_ LGA +EWR

Rl 8
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A look into the future? CityAirbus is one of the urban air “The question is does the lower noise footprint open people up to
mo;ﬂgzv%(’fq;%egtasb@;zusﬂg giﬁi'f%?%ﬁiﬁﬁfu%@%f having landing zones in places they would previously not have want-

ed one?” he said. “Our addressable market is driven by where you
can land. L.A. is an incredible helicopter market. Unfortunately there
are very few places to land.”

San Francisco also is an “incredible helicopter market” but the
available routes are to and from the suburbs of Palo Alto, Oakland,
Monterey and Napa.

“If you want to go from Palo Alto to downtown San Francisco, that’s
a tough one,” he said.

New York City is the largest revenue market in the world for charter
helicopter travel. San Francisco and Los Angeles pale in comparison,
and cannot yet support a standalone helicopter ridesharing service,
Wiesenthal said. As an add-on, leaning on the advertising, logistical
and technical personnel based on the East Coast, expansion to L.A.
made sense, he said.

“We are lucky to have a big, profitable business in the Northeast,”
he said. “We could not be successful starting Blade if we started in
San Francisco. It would have been a fool’s errand.”

Blade also is thinking multi-modal in its approach to providing travel
booking and mobility services. It has an agreement with American
Airlines that would allow a passenger to fly a Blade helicopter to
LAX, board a plane, fly to JFK, get on an American Airlines shuttle to
another Blade helicopter and then take that rotorcraft directly to any
one of three heliports in New York City.

“The American [Airlines] relationship is extremely important for us,”
Wiesenthal said. “We recognized we had a lot of customers that
wanted to fly from Wall Street to San Francisco. That definitely jump-
started us, but we could never have started this company in one of
those West Coast cities.”
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SEED MARKETS

For companies like Voom, Blade and to some extent Uber, the
aircraft passengers are booking for their travel is almost immaterial.
Whether helicopter, eVTOL or some other revolutionary vertical-lift
platform, these companies are pioneering the ways operators per-
form logistics, determine pricing, book users and providing custom-
er service.

“All they have to do is fly for us and provide a good, reliable, safe
service,” Wiesenthal said.

Blade already has a “seed market” of consumers who are familiar
with intra-urban rotorcraft travel, which should translate into a base
of early adopters when more affordable eVTOL aircraft come online
and infrastructure expands to allow service in more locations,
Wiesenthal said. Uber believes the enormous user base will like-
wise translate into a market for airborne ridesharing when it begins
to seamlessly offer the services as an option in its app after 2023,
according to Eric Allison, head of Uber Elevate.

“For us, the seed market is Uber,” he said. “We have about 100
million people around the world who are actively using the platform
on a daily basis.”

Uber envisions its platform evolving from car ridesharing to a sort
of trip optimization service where a user inputs locations A and B
and the app decides not only the best route, but the most efficient
forms of transportation. Eventually, traveling from Manhattan to
Brooklyn could involve a scooter, a car, a helicopter, an eVTOL or
some combination of those modes, said Allison.

The main limiting factor to scaling up helicopter urban mobility is the
cost of operating and maintaining existing rotorcraft, he said. Uber
calculates at least a one-third reduction in seat-per-mile cost is nec-
essary to make the service affordable to a mass market.

Helicopter operating costs are driven by the price of the air vehicle
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ﬁoﬂop helipads provide vemcal takeoff and landing ancraﬁ
o access to dense urban environments. Voom Photo
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Voom passengers leave their aircraft after arriving at their destination. The
company has flown tens of thousands of passengers over Sédo Paulo, Brazil,
since launching its helicopter service there in 2017. Voom Photo
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itself, the cost of maintaining it through a
lengthy service life, and fuel consumption.

“An all-electric vehicle is going to have a
much lower fuel cost per mile,” said Allison.

“We don’t actually think that helicopters
are a very scalable service,” he said. “With
the operational cost associated with heli-
copters, it's difficult to expand in many
areas.”

The infrastructure has to keep up with the
increased availability of advanced aircraft
because an affordable, quiet, eco-friendly
eVTOL is useless if it has nowhere to land.

“We're not really focused on an expansion
of [Uber] Copter at this point,” said Allison.
“We're focused on getting it really right on
this route we're running right now ... on the
Lower Manhattan-to-JFK route. We think
that’s really critical.”

Uber is using the route to tweak and
optimize the app’s user experience and
the logistical footprint of the helicopter
operation, gathering data that will eventually
be rolled into the eVTOL-era version of its
service.

“All of that work will be leveraged down the
road and turned into the scalable eVTOL
network as it becomes available,” he said.

Uber plans for demo flights out of its
Frisco, Texas, heliport sometime next year
with eVTOL flights to begin in 2023. Airbus
is on a similar timeline with its City Airbus
unmanned air taxi, as is Bell with its Nexus
ducted-fan hexacopter. Dozens of other
companies are vying to be the eVTOL air-
craft of choice for urban air mobility.

In the meantime, helicopters continue to
do the heavy lifting and likely will through
Wiesenthal’s “cohabitation phase” and into
the future. €@

Bl Dan Parsons | Dan Parsons is a writer
§l living outside Washington, D.C., and has
covered aerospace and defense issues

as a reporter and editor for several publi-
cations since 2011.
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Where heavy lifting is required, SAF has an Airbus
Helicopters H215 Super Puma to take on the job.
The aircraft is capable of liting up to 4.5 tons (9,000
pounds/4,080 kilograms).
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SAF’s Super Puma take a bow in front of Mont
Blanc, the highest mountain in the Alps.

In 1977, Jean Capoulade created Helicap, a helicopter company
serving the Paris area. By 1983, Helicap was running the first
civil helicopter emergency medical service (HEMS) operation on
behalf of SAMU, the French public emergency healthcare system.
Meanwhile, 300 miles (480 kilometers) south in the Savoie region
of the French Alps, Roland Fraissinet founded Secours Aérien
Frangais (SAF — French Air Rescue) in 1979, using helicopters as a
lifeline for those in need of rescue in the mountains. The two com-
panies built their experience in similar roles, and in 2006 joined
forces as the SAF Group, retaining the moniker but renewing it as
Services Aériens Frangais, to reflect their broader capabilities.

“Protection and service are in our DNA,” Tristan Serretta, group
president, told Vertical. “Even with VIP and training now part of
our business, our guiding principles remain the same. But a third
of our air operations are still HEMS.”

SAF has diversified not only into related fields such as mountain
rescue, but also utility, firefighting, survey, commercial transport
and training. It has bases across France, in Morocco, and on the
island of Reunion, east of Madagascar.

With such a repertoire, SAF needs a fleet that is simultaneously
diverse enough to fulfil its tasks, but also made up of types that
are flexible enough to take on a variety of roles. The compa-
ny was the first civilian operator of the Eurocopter (now Airbus
Helicopters) EC135, which is still its staple for HEMS operations.
The venerable Robinson R22 and R44 make up most of its

56

Francois Millian is the SAF Group’s head of operations.
He previously served as a pilot with the company.

Laurent Jay has been with SAF since 2005, An experienced
mountain pilot who has also spent eight years working in HEMS, he is
responsible for training technical crew members and task specialists.
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One of the company’s hoist-equipped EC135s trains in the mountains near to its Albertville base.

training fleet, but as a company that operates a majority Airbus
fleet, it is no surprise that it has added two Hélicoptéres Guimbal
Cabri G2s. These are all put to work under the company’s status
as a European Aviation Safety Agency (EASA) Approved Training
Organisation (ATO), and along with the company’s two full-flight
simulators, are used for both initial training and type ratings.

Aerial work and public transport are mostly the preserve of the
workhorse Airbus AS350’s many variations, known in France as
the Ecureuil (Squirrel) and elsewhere in the world as the AStar.
Where heavy lifting is required, SAF has an Airbus Helicopters
H215 Super Puma, capable of lifting up to 4.5 tons (9,000
pounds/4,080 kilograms).

The latest addition to the group is Azur Helicopter, a VIP and
charter company based in the French Riviera. While part of the
SAF Group, Azur operates on a separate air operations certificate
and has its own fleet of aircraft.

Managing the group’s disparate activities is Frangois Millian, SAF
Group head of operations. Previously a pilot with the company, he
worked between bases in summer and flew out of the ski resort
town of Courchevel, France, in the winter, becoming the chief fly-
ing instructor before taking a year away to fly in Canada.

“I've flown the line, so | know the reality of the pilot’s job,
although | have limited single-engine experience,” he said.
However, having spent two years between 2015 and 2017 flying
HEMS and rescue flights in the mountains, he is very familiar with

the way that the company handles these tasks in some of the
world’s most popular ski resorts, such as Courchevel and Val
d’Isere.

“HEMS at Courchevel is very specifically crewed,” he explained.
“It is a single-pilot operation, carrying a Gendarme [French interior
ministry police] or a CRS [Police] specialized in SAR [search-and
rescue], and a doctor from the hospital to stabilize the patient
on-site.”

SEEING IN THE DARK

Given that all but the foolhardiest restrain their skiing to daylight
hours, the mountain rescue task in the resorts is a 12-hour opera-
tion. Four of SAF’s other HEMS operations are operating 24 hours
a day, even though the complexities of French regulation mean
that NVIS (night vision imaging systems) have yet to be adopted in
the civil sector. This is something that Millian, and others at SAF,
are working to change.

“One of our bases has been approved for a six-month NVIS trial
starting in December [2019],” he said. “The training plan and the
ops spec for NVGs [night vision goggles] are today validated. SAF
is proud to be the first French helicopter operator at this level of
expertise, and after completion, other users around the country
will be able to follow.”

Developing this trial and the training plan to support it has
not been easy, even though many of SAF’s pilots have NVIS
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B
Approaching Méribel Altiport in SAF’s Super Puma.

experience from the military. Despite having a regulatory frame-
work for operation, there is no EASA regulation for NVIS training,
so SAF had to build the training package from the ground up.

“Civil NVIS operation is very new here,” explained Millian. “Some
of our pilots from the military have used them a lot, but the French
aviation authority doesn’t have a lot of experience with them.”

Also involved in this expansion of capability is Jean-Michel
Delval, who is responsible for safety management at SAF. Having
held a variety of posts with regulatory bodies, he understands
perhaps better than most how to bridge the gaps in knowledge
and experience. He explained that starting from a blank slate
involved overcoming some of the organizational frictions resulting
from being the ones blazing the trail.

“The first problem was ITAR,” he recalled. NVIS systems manu-
factured in the United States are subject to International Traffic in
Arms Regulations (ITAR), and before anything else, the regulators
needed to be convinced that the benefits would outweigh the
considerable administrative burden involved in acquiring the nec-
essary equipment.

Delval explained how SAF HEMS pilots have previously managed
the risk of responding to calls at night. “Pilots would need to make

careful approaches to suitable locations that were known to them
from their own local knowledge,” he said. “If they needed to fly to

an unknown site, it was necessary to closely coordinate with units
on the ground.”

“The regulator had a poor understanding of how NVIS would
improve safety and this had to be carefully and clearly communi-
cated to them,” he said.

Specialist operations and unusual safety cases are not new to
Delval, even though he's just in his second year with SAF. “It's
not an easy job,” he said. “The range of operations is very broad,
even though we only operate small and medium helicopters.”

One of the key complexities of Delval’s job is that EASA now reg-
ulates many more areas of operation than it has done historically,
including specialist operations. Looking into the specifics of SAF’s
operations, it becomes evident that this encompasses a great
deal of what the company does, whether mountain HEMS or
carrying explosives for avalanche control. All these tasks require
specialist approvals, and some specific examples compound the
complexity to a degree that would challenge any regulator, let
alone the company. Delval’s first approval with SAF was an exam-
ple of such a complex task.




Maintenance crew start their training in the part 145 facility, then
validate their license with either Safran or Airbus Helicopters.

“We were handling an offshore operation in
Antarctica with two AS350s carried on board
a military ship to transfer stores necessary to
sustain operations during the winter season,”
he said. “This included flying dangerous
goods, as well as conducting hoist and sling
operations, and we had to conduct the train-
ing, preparation and coordination necessary
to operate a single-engine turbine in such a
hostile environment.”

This was the first time that a French civilian
company had taken on such a task. While
undoubtedly a mammoth challenge, Delval
explained that the company’s ethos is to
embrace such situations. “The culture of the
company is always to innovate and be proac-
tive,” he said. “One of the biggest challenges
is maintaining agility while maintaining and
demonstrating compliance with regulations.”

A FOCUS ON TRAINING

Even with such ambitions, this kind
of can-do attitude can only exist within
a culture that allows frank discussion
about what constitutes too much risk.
Experienced operators must make an
educated estimate of the risks involved,
and the effectiveness of the mitigations.
Providing a cadre of such experts is the
responsibility of Laurent Jay, who has
been with SAF since 2005. With eight
years’ experience in HEMS, he is also an
experienced mountain rescue pilot. As part
of the SAF operations department, he is
responsible for crew training and with such
a wide variety of operations, this goes well
beyond recurrent qualifications.

As well as line training of pilots, Jay con-
ducts mountain flying specialist training
and is responsible for training technical
crew members and task specialists.

“We've got a lot of crew in the company,”
he explained. “This makes it complex to
plan and efficiently execute training, and a
lot of training is required to make this com-
pany safe.”
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The capabilities of the Albertville maintenance facility are impressive. In
addition to servicing its own aircraft, the company provides maintenance to
fulfil several contracts from the French government.
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As might be expected, there is a litany of training compe-
tencies that need to be kept current. Pilots fly three flight
checks and two simulator checks a year and receive two to
three days of theoretical tests, as well as renewing their type
ratings and taking a night-flying test once a year. Technical
crew members also receive theoretical knowledge train-
ing, as well as passing a simulator check involving landing
and departing from confined areas or incident sites. This
ensures that they can correctly alert the pilot to safety of
flight hazards, including obstacles and — the nemesis of all
low-level helicopter operators — wires.

SAF has developed its own bespoke software system to
keep track of the litany of training requirements, but as with
the rest of the operation, training requirements are collec-
tively broad but individually specific. With their own individual
requirements, it makes sense that they have their own syn-
thetic training facility, which includes one full flight simulator
(FFS) for the AS350 B3+ and another for the EC135 T2+,
which is EASA Level B certified and NVIS compatible. These
allow crews to train without affecting the availability of line
aircraft, but Jay stresses that economics are not the driving
factor in acquiring or using synthetic training systems.

“In my post | don’t look at money, | look only at the safety of
the crew,” he said, pointing out that the simulators allow high-
er fidelity training for emergency drills than does live training.
“If you don’t use a simulator you can’t follow the exact pro-
cedure,” he explained. “For example, the pilot will never have
to push the fire button. In the simulation, we can practice tail
rotor failure, autorotation and engine fires.”

While Jay has eyes only for the safety benefits of the simu-
lators, Millian enjoys the associated financial value. With the
nearest competitor being on the other side of the country,
he can offer it to other operators for wet or dry lease. “The
SAF EC135 T2+ simulator is the premier FFS in France,” he
explains. “Although it is in Albertville, so not as accessible as
might be desirable, almost all HEMS operators in France have
training delivered in the SAF simulator, as do Geneva HEMS.”

However, some training must be conducted in the live envi-
ronment. The AS350s stationed at the ski resorts of Alpe
d’Huez, La Plagne and Val d’Isére all fly with a Goodrich
rescue hoist fitted, as does the EC135 at Courchevel. A
specially trained task specialist is required to operate the
hoist, and these aircraft also fly with doctors and members
of specialist ski patrols known as pisteurs. All must be
familiar with the procedures and methodologies involved in
complex rescue techniques, none of which can yet be fully
delivered in a synthetic environment.

As ever in the mountains, it is the weather that is singled
out by Jay as the greatest threat. “The weather can change
very quickly,” he said. “But we have very experienced pilots.
Jay himself has over 8,000 hours flying experience including
a 15-year career in the French armed forces and five years
flying mountain rescue tasks.

»

A BROAD WORKLOAD

It is not only rescue tasks that are carried out in the moun-
tains. Much of the company’s utility work takes place there,
and naturally it is the only environment where avalanche
4 control operations are necessary. This places demands on

- i o
Two of SAF’'s EC135s: one in a HEMS configuration, and the & the flying crews, of course. But coupled with dispersal of
A
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other in the mountain rescue configuration with the hoist fitted.
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/= The company has its own synthetic training facility, which includes one full
- flight simulator (FFS) for the AS350 B3+ and another for the EC135 T2+,
: which is EASA Level B certified and NVIS compatible.

SAF’s pilots fly three flight checks and two simulator checks each year.

the company’s other aircraft around France and beyond, it also
requires a dedicated engineering effort to keep them flying.

Antoine Lebecq is the engineer in charge of airworthiness at
SAF, with overall responsibility for the serviceability of all the
company’s aircraft. He has been with SAF for 12 years and has a
technical staff of nearly 40 split between the maintenance facility
at the SAF headquarters in Albertville and another in Paris.

The capabilities of the facility are impressive, and the company
also provides maintenance to fulfil several contracts from the
French government. “We can complete all the maintenance activ-
ities on the aircraft, as well as some of the role equipment,” said
Lebecaq.

He explained that having most of their aircraft from one manu-
facturer lessens the maintenance burden. “SAF helicopter focuses
on two types, the AS350 and EC135,” he said. “It's easier to get
people trained that way.”

Maintenance crew start their training in the part 145 facility, then
validate their license with either Safran or Airbus Helicopters.

“It will depend on their qualifications, but it takes between six
months and three years,” he explained.

Maintenance planning is greatly assisted by bespoke software,
similar to that used to assist their training program, that tracks
part life and stock. Also common with the training side of the
business, the entire maintenance infrastructure of SAF gives the
impression of a very well-found company that has invested the
time and effort necessary to grow efficiently. With its experience
in the sector, it is hard to imagine there being much in the way
of competition, at least for the technically complex HEMS and
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Task specialists fit the hook to the long line before The company’s AS350s are largely used for
beginning a lifting job near to Chamonix, France. aerial work and public transport operations.

mountain rescue operations, for which the
regulatory burden alone must discourage
any potential newcomers.

However, nobody at the company gave
any indication that it would sit on its lau-
rels, least of all Serretta, who outlined
his vision for the future of the company
as: “Reinforcing our MRO [maintenance,

DYNAM I C CO M PO N E NT repair ah(.j overhaul] and train.ing facility,

modernizing the fleet, becoming more
INSPECTION e REPAIR ¢ OVERHAUL international and remaining innovative.”
When challenged if that could that mean
integrating unmanned operations, the reply
is, “Why not?” His strategic aim for SAF

is to become the only international player
addressing the full spectrum of helicopter
services.

This manifesto is doubtless ambitious,
even for a company with such a pedigree.
But there is no arguing with SAF’s track
record. In nearly half a century of opera-
tion, the group has embraced the chal-
lenges of leading the helicopter market in
France and beyond. While its enviable fleet
of aircraft provides the technical capability
to tackle the challenges that presents, SAF
has depended on its people to provide
the innovation, imagination and dedication
to surmount the hurdles that come from
being at the forefront. €@

Jon Duke & Lloyd Horgan |
Vortex Aer | al

, : e

Our factory trained engineers airwork
and manufacturer approved E sales@airworkgroup.com P +64 9 295 2111
workshops will get your 487 Airfield Road, Ardmore, Auckland,
New Zealand

aircraft back in the air sooner www.airworkgroup.com

m“m”’ﬁ(‘ﬁ visit www.\Vor PX/—\D’Om@’j\(A >om.

62



TECHNISONIC coMMUNICATIONS

11] Tachoieni —~ —~ ~ '*ﬁ.ﬁ”‘*}'—'l”"' And to law enforcement, technology
s 'y ‘ has never sounded better. The all-new
'( |___‘___t—‘-ﬁ'ﬂh = TDAP-811 analog audio panel offers
co M; coMa GOM3 COMA COMS coMs  GOMT Z"‘m clean, clear sound, while doing away
A I

vi NAWZ MUSIC PRl with unneeded size and complexities.

- EMER  PA - £ i"*
EH ¢ o 8 ™ Visitusat HELI EXPO, Booth #4500

Call today to speak with a knowledgeable sales representative, or visit us online.
240 Traders Blvd. Mississauga « www.til.ca « Sales: (612) 231-9020 + General: (905) 890-2113



rthy
e cafly

HORGAI’




The Bristol Sycamore was one of the first helicopters to

be used by the Royal Air Force. The paint scheme on Red
Bull's Sycamore honors that legacy, although this particular
aircraft was actually delivered to Germany in 1957.

= — -

-'Aﬂz’tﬁ_ﬁt'vao
€

.J'-""‘

Bl o) 0:00/338 & = O 2

Eighty years after Igor Sikorsky first flew his revolutionary
VS-300, helicopter design is a relatively mature field. The industry
has settled on a handful of configurations and design philoso-
phies, and when you get behind the controls of a modern heli-
copter, you can usually be confident that it will handle like other
modern helicopters, more or less.

The vintage helicopters that survived into the present era, like
the Bell 47, tended to be the ones that pioneered those success-
ful design philosophies. So it's easy to forget that there was once
much more diversity in helicopters, as their designers pursued
ideas that sometimes led to dead ends. Back in those early days,
no one was quite sure how helicopters would be used, let alone
how to optimize them for their missions. And while everyone was
trying to figure that out, even some relatively short-lived models
played important roles in shaping the industry as we know it now.

The Bristol 171 Sycamore is one of those helicopters. To the
modern eye, it looks more like a cartoon drawing of a helicopter
than a functional rotorcraft, with a squat cabin, a three-blad-
ed main rotor system that is nearly flush with the roof, and an
absurdly long tail. Inside the cockpit, things are equally perplex-
ing. Instead of a thumb switch on the cyclic for trim, the Sycamore
has two massive trim wheels on a center console. It can be fitted
with dual cyclic controls for two-pilot operations and flight instruc-
tion, but has only a single, centrally positioned collective, with a
twist-grip throttle attached to the collective at a right angle. It also
has a complicated system for transferring ballast fluid between
tanks to maintain the center of gravity (CG) within limits — a fea-
ture that is simply unnecessary in modern designs.

It’s not hard to understand why the Sycamore, which made its
first flight in 1947 and ended production before 1960, quickly
became obsolete. Today, it is largely forgotten. | had never heard
of it until a few months before | made a pilgrimage to Salzburg,
Austria, to fly the last airworthy Sycamore in the world, which
is now the property of Red Bull’s flying display team, the Flying
Bulls. And for most of his career, the only pilot currently licensed
to fly the Sycamore — Flying Bulls chief rotary-wing pilot Siegfried
“Blacky” Schwarz — didn’t give much thought to it, either.
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“I never thought about the Sycamore, never did even know
the helicopter,” Schwarz recalled. Then, about a dozen years
ago, Schwarz was contacted by a German technician named
Dieter Hasebrink, a specialist on the model. For decades, the
Sycamore’s legacy had been zealously preserved by Swiss vine-
yard owner Peter Schmidt, who had collected multiple aircraft and
an enormous cache of spare parts. Now, Hasebrink explained,
Schmidt was getting older, and wanted to pass the torch. The
Flying Bulls were already well known for their collection of lov-
ingly restored vintage warbirds — would they be willing to add a
Sycamore to their fleet, too?

Initially, Schwarz wasn’t too interested. But after meet-
ing Hasebrink and seeing the Sycamore firsthand at AERO
Friedrichshafen in Germany, Schwarz became increasingly capti-
vated by this peculiar aircraft and its remarkable history. He finally
recommended the purchase of Schmidt’s collection to his boss,
Red Bull owner Dietrich Mateschitz, and the transfer was made in
2010. The Flying Bulls decided to focus their restoration efforts on
one helicopter, now registered as OE-XSY, which had last flown in
2006. With Schwarz at the controls, it returned to the air in 2013.

“It's really incredible [to] fly such a piece of aviation history,” said
Schwarz, who is now one of the Sycamore’s biggest fans. “And if
you think that maybe 40 years ago there was also some guy sit-
ting in this helicopter and flying in the night in a storm out on the
North Sea and doing some rescue.” Red Bull’s Sycamore is more
than just a curiosity — it’s a flying reminder of the impact the
model had both on individual lives and the course of aviation as a
whole. As Schwarz put it, “every old helicopter can tell you a lot of
stories.” Now Red Bull is making sure that the Sycamore’s stories
aren’t forgotten.

A BRITISH ORIGINAL

Produced by the Bristol Aeroplane Company, the Sycamore was
the first helicopter to be designed in Great Britain, and was one
of the first helicopters to be used by the Royal Air Force (RAF).
The RAF paint scheme on the Red Bull helicopter — permission
for which was obtained by Peter Schmidt from Queen Elizabeth
herself — honors that legacy, although what is now OE-XSY was
actually delivered in 1957 to Germany, which operated 50 of the
model in search-and-rescue and other roles.

The Sycamore also has a connection to Austria through its
designer, Raoul Hafner, an Austrian who moved to England
between the World Wars. Hafner had already designed sever-
al experimental helicopters and gyroplanes by the mid-1940s,
when he was appointed as Bristol’s chief helicopter designer
and tasked with developing the Sycamore. The first of several
prototypes performed its maiden flight in July 1947, powered
by a 450-horsepower, nine-cylinder Pratt & Whitney R-985
Wasp Junior radial engine. This was replaced by a 550-hp Alvis
Leonides radial engine on the version that was certified in 1949,
and on the subsequent production model, the Sycamore Mk. 4.

The five-seat Sycamore filled an immediate need for the RAF in
the Federation of Malaya (now Malaysia), where the colonial British
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The Sycamore’s Alvis Leonides radial engine is installed in a horizontal
position behind the back seat. The aircraft has an empty weight of 1,976 kg
(4,356 Ib.) and a maximum takeoff weight of 2,540 kg (5,600 Ib.).
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government was battling communist insurgents in the guerrilla
war the British called the “Malayan Emergency.” As RAF Wing
Commander John Dowling recounted in RAF Helicopters: The
First 20 Years, a Sycamore was delivered to Singapore for initial
operational trials in early 1953. Unfortunately, its wooden rotor
blades deteriorated rapidly in the tropical climate, and the trials
had to be postponed until a replacement set arrived. Although
these fared much better, heat and humidity would continue to
take their toll, ultimately resulting in two fatal accidents due to
main rotor blade disintegration. Following the second of these in
1959, the RAF Sycamore fleet was temporarily grounded while
the blade design was modified.

Despite this very considerable shortcoming, Dowling said the
Sycamore acquired an “excellent reputation” in Malaya, where it
replaced the underpowered Westland Dragonfly, a license-built
version of the Sikorsky S-51. The Sycamore also shone in com-

parison to the larger Westland Whirlwinds — license-built versions
of the S-55 — which at the time were still powered by Wasp radial

engines. Not only did the Sycamore have much better service-
ability rates, it also carried more payload in Malaya’s hot-and-high
conditions, despite being a smaller aircraft.
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Flying Bulls chief rotary-wing pilot Siegfried “Blacky” Schwarz, in
the right seat, is currently the only pilot in the world licensed to fly
the Sycamore. He also performs aerobatic displays in Red Bull’s
specially approved MBB Bo.105 helicopters.

In 1960, however, Westland equipped the Whirlwind with a
turbine engine, and the aircraft leapfrogged ahead. The larger
helicopter industry also shifted to turbines, and production of the
Alvis Leonides ceased in 1966. Meanwhile, helicopter manufac-
turers also moved away from temperamental wooden blades in
favor of metal and fiberglass ones — all of which meant that by
the time Red Bull acquired its Sycamore, the manufacturing tech-
niques used for both its engine and rotor blades were lost arts.

Helicopter maintenance supervisor Thomas Schoérghofer joined
the Flying Bulls in 2011, not long after the Sycamore did. He
explained that when Red Bull’'s maintenance team performed an
initial inspection on the aircraft, they discovered a corroded cam
ring on its Leonides engine. “So then we [made] the decision to
remove the engine and to repair it, but it was not easy, because
nobody [had] knowledge on this engine,” he said.

Eventually, the Flying Bulls connected with CFS Aero, an over-
haul and repair facility in the U.K. Working with several spare
engines that were included in Schmidt’s collection, CFS reman-
ufactured an engine using the best parts from each. “But a big
problem then arose — there was no test stand, so they [could)]
not run the engine in the U.K.,” Schdrghofer continued.



So instead, CFS shipped the engine back to Salzburg, where the
Flying Bulls installed it in the aircraft for ground runs. “And there
[were] some minor problems, and [we had] to remove again the
engine, repair it, reinstall it. So it was taking a lot of time to do
that,” he said.

The Flying Bulls were also wary of the Sycamore’s wooden rotor
blades, which were more than half a century old and impossible
to inspect internally. Fortunately, there were enough spare blades
in Schmidt’s collection that they were able to send some to the
Graz University of Technology for destructive testing. According to
Schwarz, the tests revealed that the precisely crafted blades were
“in really good condition,” easily up to their original certification
standards. The wooden blades may have suffered in tropical envi-
ronments, but apparently they did just fine in temperate central
Europe.

There was one final hurdle to flying the Sycamore: an operational
rather than a technical challenge. Because there were no longer
any authorized Sycamore instructors — no licensed Sycamore
pilots at all, in fact — there was no one who could provide
Schwarz with training on the model. In order to teach himself how
to fly it, he was required to obtain a test pilot license from the
European Union Aviation Safety Agency (EASA). Fortunately, if
anyone was qualified for the task, it was Schwarz — a renowned
flight instructor and champion helicopter aerobatics pilot with
decades of experience under his belt.

Eventually, he had to establish an EASA-approved training
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The Sycamore’s wooden blades can be folded in the direction of the tail boom in order to save space on naval vessels andin the hangar.

organization in order to sign himself off for his check flight. “Finally
| could give myself the certification that because | was the head of
training, | have trained myself,” he explained. “And with this letter,
the authority could send me an examiner who [had] never seen
the Bristol Sycamore before.” Today, Schwarz is still the only pilot
licensed on the model, although he hopes to train another pilot in
the not-too-distant future. Unfortunately, on the Sycamore, that’s
not as simple as it sounds.

MADE FOR CRUISING

To understand the Sycamore’s idiosyncrasies, it's necessary to
bear in mind that it was “a completely individual development by
the Bristol Aeroplane Company, not derived from any previous
production helicopter,” as John Dowling explained in his RAF his-
tory. As such, “it displayed characteristics which reflected specific
personal convictions of its designer — Mr. Raoul Hafner.”

According to Dowling, Hafner wanted “a fast manually controlled
helicopter which cruised and stood on the ground with the fuse-
lage substantially level.” To achieve manual control without the
need for hydraulic assistance, Hafner developed a “spider control”
for the main rotor system in which metal tie bars carry blade cen-
trifugal forces rather than the flapping hinges. In most helicopters,
multiple control rods act on a swashplate near the rotor blades,
but in the Sycamore, control inputs are transmitted through a sin-
gle control rod to the “spider” assembly on the main rotor head,
similar to the approach later used on Enstrom models.
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In the late 1940s, helicopters were still a largely experimental
technology, with many of their eventual uses yet to be discovered.
It was not obvious to Hafner that some of their most valuable
applications would involve prolonged hovering, so he chose to
optimize the Sycamore for cruise flight “on the grounds that the
helicopter spent only a minute fraction of its time in the takeoff
and hover,” as Dowling put it. To achieve a level fuselage attitude
and comfortable cyclic position in cruise flight — around 70 knots
— Hafner tilted the Sycamore’s rotor head forward approximately
five degrees. He also arranged the control system so that the
cyclic was centered laterally as well as fore-and-aft in the cruise,
rather than requiring the pilot to input increasing left cyclic with
higher airspeeds (on the clockwise-turning main rotor system).

This means that in the hover, the pilot must hold the cyclic back
and to the right to counter the Sycamore’s tendency to drift
forward and left. Prior to takeoff, the pilot uses the trim wheels
on the center console to tension the cyclic trim springs to the
correct position for the hover. However, because the aircraft is
transitioning from a nose-level attitude on the ground to a nose-
high attitude in the hover, the pilot must pre-position the cyclic for
takeoff against the pressure of the springs — and failure to do so
correctly can have severe conseguences.

Recalling the experiences of early RAF Sycamore pilots, Dowling
wrote, “If the pilot failed to find the correct position, he was
immediately made aware of an error in the fore-and-aft sense

The Sycamore’s fuselage is made fi
a corrosion-resistant aluminums-
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because he could see and correct any tendency for the aircraft
to move forward or backwards. Insufficient right pressure on the
stick was more difficult to detect because sideways motion was
resisted by the non-castering main undercarriage wheels.” In
such an instance, the type of slow, careful takeoff that is used to
avoid dynamic rollover in skid-equipped helicopters could actually
trigger it in the Sycamore, causing the aircraft to pivot over its
left rear wheel and onto its left side. According to Dowling, “If the
stick were correctly positioned before takeoff or if the ‘unstick’
was performed reasonably smartly, there was no danger. Both
precautions were part of the basic technique.”

Decades later, when Schwarz was preparing for his own first
flight in the model, he sought advice from former Sycamore pilots
from the U.K., Germany, and New Zealand. They duly warned him
about this peculiarity, but Schwarz might have taken their warn-
ings too much to heart.

“The only thing they could remember was when you lift off, you
have to pull the cyclic full to the right,” Schwarz told me. When the
time came for his momentous first takeoff, with cameras rolling
and the fire brigade standing by, “I pulled on the collective and in
my mind | still had to keep the cyclic to the right. [But] you have no
idea because you have no hydraulic assistance — you need a lot of
force on the controls and it’s not reacting like a normal helicopter.”
In his attempt to avoid rolling to the left, Schwarz actually pulled the
cyclic too far to the right, causing the helicopter to bounce off its

£
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right rear wheel, then its tail skid, before he regained control.

“It was quite an exciting time!” he said. “But finally after three or
five seconds where everybody was afraid, | got the [feeling for it].
And then it was a pretty stable hover and our test program [start-
ed with] five hours just hovering around.”

Like Schwarz, most of the early Sycamore pilots quickly got the
hang of the heavy controls. “Of much more concern,” according
to Dowling, was the shared central collective lever in the produc-
tion Sycamore. Early prototypes had the pilot sitting on the left, in
keeping with fixed-wing aircraft, but in the production model the
pilot was moved to the right seat, enabling the comparatively free
left hand to manipulate switches and radios. Rather than adding
a removable collective lever to the left-hand side for training and
two-pilot operations — as became standard practice in the heli-
copter industry — the Sycamore made do with a single shared
collective, with a twist-grip throttle mounted at a right angle for
use by either pilot.

“This regrettable aberration produced the most serious and only
really thoroughly objectionable feature of the Sycamore,” Dowling
wrote, blaming the eccentric design for numerous incidents and
accidents, “as well as extending the instructor’s course on the air-
craft by at least 10 hours for each pilot (i.e. 30 percent), and often
more. . . .

“The fact was that only the helicopter pilots who had tried it
knew how difficult it was to change hands on the controls, and
how frequently the aircraft would very nearly crash while attempt-
ing to maneuver near the hover or in transitions to the hover while
flown from the left seat.” According to Dowling, by the time the
consequences of this “unfortunate error” became apparent to the
Sycamore’s operators, it was too late to reverse it.

FLYING BACK IN TIME

| wasn’t fully up to speed on this history when | had a chance
to fly Red Bull’s Sycamore in August of this year. But | certainly
knew enough about the aircraft to recognize what an enormous
privilege it was to even sit in it, let alone touch the controls. Of
course, | also realized that flying the last airworthy example of any
aircraft type is a particularly high-consequence endeavor, since
even minor damage can’t necessarily be easily repaired. So | was
happy to follow Schwarz’s lead and fly as much, or as little, as he
saw fit.

From the left seat, | followed along as Schwarz went through a
relatively straightforward piston engine start and run-up sequence
in front of Red Bull’s legendary Hangar-7 at the Salzburg airport.
When we were ready to depart, Schwarz ground-taxied us away
from the hangar, then carried the momentum through a rolling
liftoff into a hover taxi. Cleared for takeoff by the tower along with
an accompanying Red Bull camera ship — an Airbus AS350 —
we didn’t linger long over the runway. As soon as we were up
and away, Schwarz made a couple of adjustments to the trim
wheels, then turned control of the cyclic and pedals over to me.
He retained control of the collective and throttle because of their
strange configuration, and he also managed the CG compensat-
ing system, which was utterly unfamiliar to me.

| quickly realized that there wasn’t much to my job, since the
Sycamore does indeed fly very comfortably in cruise flight.
Although | was initially wary of those huge trim wheels, it didn’t
take me long to get the feel for them (granted, not having to
simultaneously manage the collective and throttle undoubtedly
helped). It wasn’t until the end of our flight, when | was flying an

VERTICAL MAGAZINE // D =HelSWIsISaRe{oR lVALNNIOZN s @re{e){o]

To avoid ground resonance, the dampers on the main landing gear must be
kept filled and in good condition.

Maintenance supervisor Thomas Schérghofer below the Sycamore’s wooden
rotor blades, which are visually inspected before and after each flight.

Red Bull’s famous Hangar-7 (in the background) is open to the public. All of
the vintage aircraft in its collection are kept in flying condition.




The Sycamore in flight over Salzburg. Blacky Schwarz acknowledges that working for Red Bull is a dream job: -
“You have so many opportunities . . . and we do so |

approach back to the airport and Schwarz set the trim wheels for
the hover, that | really had to work at it. Arriving in the hover felt a
bit like flying an AS350 with the hydraulics off; | wasn’t prepared
for it, and Schwarz resumed control before | embarrassed myself.
According to Schwarz, these transitions are the most difficult
part of performing in air shows with the Sycamore. “During hover
or if you change speed, it takes an incredible amount of force
because you have not the time to change the trim wheels, espe-

cially if you fly a display,” he said. “So you are covered with sweat.

... You just have to do it with brutal force to force the helicopter
to do what you want.”

Schwarz was more positive about the Sycamore’s handling in
autorotation, which | didn’t have the opportunity to experience.
The high-inertia main rotor blades mean “you have an incredible
amount of reserve energy stored if you do an autorotation,” he
said. “These blades really want to fly and they are heavy. So an
autorotation is really a piece of cake in this helicopter.”

Thanks to Peter Schmidt’s passion for the model and his

many] special things that you can only do with Red Bull.”

]

diligence in collecting spare parts, the Red Bull Sycamore has
unusually good prospects for an aircraft of its age and rarity.
According to Schwarz, “it was many full truckloads [of parts] that
we brought from Switzerland to Austria” — encompassing every-
thing from critical items like rotor blades and gearboxes, to such
minor fixtures as position lights. “I guess | have 140 red position
lights and 120 green position lights,” Schwarz pointed out.

With luck, the Sycamore will continue flying for many more years
to come, educating and inspiring air show audiences and visitors
to Hangar-7. And, in the process, providing unique insight into
how the helicopter industry got started, and how it evolved. @

Elan Head | An award-winning journalist, Elan is also an FAA Gold
-, Seal flight instructor with helicopter and instrument helicopter ratings,
and has held commercial helicopter licenses in Canada and Australia
as well as the U.S. She is on Twitter @elanhead and can be reached
at elan@mhmpub.com.
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Proudly Keeping The World In Flight
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Two Heélicopteres Guimbal Cabri G2s, operated by Synergy Flight School, fly

= over downtown Edmonton, Alberta. The company is based on the edge of
the Alberta capital, in the small settlement of Villeneuve.
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THE
SYNERGY
EFFECT

In launching Synergy Flight Schoal,
Villeneuve, Alberta-based Synergy
Aviation is taking a proactive
approach to the industry’s

pilot shortage.

STORY BY OLIVER JOHNSON
PHOTOS BY HEATH MOFFATT

C-GISH

In the helicopter industry, talk of a pilot shortage is nothing
new. But over the last few years, it has grown from a quiet
thrum in the background to become the industry’s predom-
inant concern — the subject of an ever-increasing number
of articles and panel discussions at conventions. There is
clearly no silver bullet, but one forward-looking company, with
roots in the Canadian utility sector, has sought to tackle the
issue head-on by launching its own flight school. Though still
in its early days, Synergy Aviation’s flight training school has
already proven a remarkable success in not only providing
its parent company with a steady stream of highly-capable
pilots, but also in-developing a feeder system to enable its
graduates to establish careers in.an industry that remains
largely inaccessible to freshly-minted, low-time pilots.

Today, Synergy Aviation and Synergy Flight School share
adjoining modern hangars that span 35,000 square feet at Bl
Villeneuve airport, which is about 10 minutes’ drive from the [T
edge of Edmonton, Alberta. The companies have a combined
staff of about 40 and a fleet of 15 fixed- and rotary-wing air-
craft, with a flexible flow of aircraft and personnel between
the two to balance the variations in workload.

Synergy Aviation was launched at the end of 2014 by indus-
try veterans Todd Tkach and Marc Hanatschek, along with
a couple of investor partners. The company’s focus then, and
now, is on environmental surveillance within the oil-and-gas
sector, largely utilizing Robinson R44s due to the aircraft’s low
acquisition cost and its ability to perform multiple starts a day
without impacting the lifecycle of its piston engine.

Developing a flight school was always part of the team’s plan
in helping Synergy grow. “We’ve known for many, many years
that there’s a pilot shortage,” said Hanatschek. “We knew the
work we were going to do was not going to be super attractive
to the 8,000-hour pilot, so we knew [having a flight school] was
going to be a component [of building Synergy].”

The opportunity to do so arrived earlier than the manage-
ment team anticipated, with the chance to purchase E-Z Air
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Helicopter Services, a small training company that had been in
operation for a couple of decades, in 2016. Following the acquisi-
tion, Synergy essentially restarted the school with an entirely new
structure, new location, and new aircraft. The decision was also
taken to offer the training on a full-time, Monday-to-Friday basis,
over a concentrated period of four months, with two intakes a
year (September and February).

“We want to ensure that there’s a certain standard of graduate
that leaves our school,” said Hanatschek. “To reach that standard,
you need to be serious about becoming a pilot. You can’t do that
part-time. If they’re not going to treat it like a job from the begin-
ning of the school, to all the way until they have enough hours to
be employable, it’s not the career for them.”

Watching the students progress through the flight school gives a
better indication than any resume could ever do as to the quality
of a pilot, said Tkach.

“There’s no short cuts — we can watch each class for four
months,” he said. “They’re in the same building, and we see the
people that show up on time, that put in the extra mile, that take
it seriously, that stay and help clean the machines. It’s like a four-
month job interview.”

PUTTING IN THE HOURS

In Synergy’s ground school, its helicopter-specific curriculum
includes lessons/lectures, assignments, and periodic online-
based tests, which allow instructors to objectively check students’

Synergy now has three Cabri G2s in its fleet. Two have
already recorded over 1,000 flight hours, while the third
has more than 500.

progress. Topics covered during ground school include meteo-
rology, helicopter aerodynamics and theory of flight, Canadian
Aviation Regulations, human performance and decision making,
and airport operations.

The students complete a written exam after the first 50 hours of
flight time, and generally take their flight tests after having com-
pleted about 95 percent of their flight hours.

In addition to classroom work, a typical day for the students
includes an inspection of the helicopters, a discussion and inter-
pretation of the weather forecast, and a preflight and postflight
briefing.

In the air, training includes flight control exercises completed
during circuits of Villeneuve airport, as well as emergency exer-
cises, navigation, and confined area work away from the airport.
Students are encouraged to take part in all the typical work
required to operate a helicopter, such as refueling the aircraft from
fuel caches out in the bush.

The area around Villeneuve airport provides a variety of training
environments for students, such as landing and taking off from
oilfield and forestry logging sites, and operating in confined areas
in dense forest. The nearby Canadian Rockies provide opportu-
nities to practice mountain flying (Synergy also offers a mountain
flying certification for those interested in pursuing work in that
environment).

As part of the student’s training, Synergy tries to give as much
exposure to different types of operations as possible — such as
an introduction to long line work.
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Staff from Synergy Aviation, Synergy Flight School and students stand in front of the companies’ hangars and a selection of the aircraft shared by the two organizations.

“We want to give them all the solid basics of, ‘Here’s what you're
going to encounter in the rest of the industry,” ” said Hanatschek.
“It's not a risk-free business, but you can mitigate the risks a lot
with solid training.”

Synergy Aviation’s fleet includes eight Robinson R44s, three
Hélicopteres Guimbal Cabri G2s, one Airbus AS355 TwinStar, two
Cessna 172s and a Beechcraft King Air.

The TwinStar is used across both companies. In the school,
several students are using it to get twin-engine and instrument
flight rules (IFR) training and endorsements. At Synergy Aviation,
it’s a popular choice among oil-and-gas customers, and it’s also
a good fit for the growing amount of tourism work the company is
finding in the area.

The latter is a key part of Synergy’s process for helping students
launch their careers.

“Students come out of school with 100 hours, and it’s not
that people don’t want to hire them at that stage, or that
they’re unskilled, but the industry has no work for them,” said
Hanatschek. “So what we’re focusing on is building the tourism
part of our business, so that we can hire them up right out of
flight school, get them 300 to 500 hours, and then they become
employable. That’s the key with the whole thing here: The goal of
the school is not to get a license; the goal of the school is to get
everybody over there employed.”

As the flight school expands, so will the company’s fleet, with
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aircraft that can fulfill a dual role as both a good trainer and a use-
ful utility machine preferred.

Students currently have a choice between the R44 and the Cabri
(and the TwinStar for twin time), but the majority of the school’s
training is completed in the Cabri.

Tkach said the Cabri has been an “ideal machine” for training,
praising the aircraft’s autorotation characteristics in particular.

CLASS EXPANSION

Synergy’s class sizes have quickly grown, from a couple of stu-
dents at a time to 10 per semester. The company has added new
instructors along the way, including industry veteran Steve Smith
(one of only a handful of instructors in Canada who can issue Class
| instructor certificates); Justin Cruse; and lllona Inman. They have a
range of backgrounds, with experience in operations ranging from
firefighting to medevac, military operations, and heli-skiing.

James Pantel is the school’s chief flight instructor, and has been
an instructor at the company for 13 years — back to its days as E-Z
Air. He said the biggest challenge of his job is in finding the best
approach to working with various types of student personalities.

“Some students make my job really easy, and we’ve got a really
great group right now— you just give them the material, present it,
train them and in no time they’re doing what you showed them,”
he said. “Other times, you can hit a metaphorical wall with a stu-
dent and you got to find ways to chip away at it.”
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Despite the flight school’s location in central Alberta, the weather
doesn’t impact day-to-day operations too greatly, even in the win-
ter, he added.

“The weather here is pretty good — we do get a lot of good
days, but there are the cold snaps, and at -20 C [-4 F], we shut
the Cabri down,” said Pantel. “When it comes time for solo navi-
gation and things like that, you want that perfect day. You're not
going to send a guy out hoping for the best.”

The immediate surroundings are largely flat, but there are moun-
tains nearby that the instructors try to take all students to at least
once during a course, as well as a deep valley that provides
a useful location to practice emergency landings and work in
crosswinds.

Inman joined Synergy from the military, completing her instructor
training at the flight school.

“I was flying the [Bell] 412 in the military and | expected that it
would be quite an interesting step [to the Cabri],” she said. “I've
really enjoyed the Cabri — it's a very agile machine, and it's great
for students because you can fly it very smoothly and it handles
very nicely. It gives them no excuses!”

Ray Gervais is the flight school’s manager, and is also one of
the school’s graduates. The reputation of the school has grown
quickly, he said, with potential students reaching out from around
the world to enquire about joining the school.

“Most people contact us through the website,” he said. “I get in
touch with them right away and we have an hour-long discussion
about what it is to be a helicopter pilot, what the training entails,
what the future is, and what their career could potentially look
like.”
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In addition to his responsibilities in terms of administration at
the school, he is working on his instructor rating, and will soon
become the company’s fifth instructor.

Cruse was one of the first students at the flight school, then
joined Synergy Aviation to work as a general utility pilot, where he
built up his hours. When he had reached about 1,000 hours, he
completed his instructor training to allow him to join the teaching
ranks at the flight school. “The training of the students isn’t too
difficult, it’s the training of the instructors that just takes more
time,” said Hanatschek. “We're building the program as efficiently
as we can.”

However, like the other instructors, Cruse still flies for Synergy
Aviation when needed. And having the flight school work so
closely with the parent company provides benefits to both.

“There was a lot of good that came to Synergy Aviation from
Synergy Flight Training — thinking about building out the content
to teach students something, training people on how they should
be doing things,” said Hanatschek. “It ends up making Synergy
a better place as well, and when the instructors come and work
here during the busy summer season, they’re so much better as
pilots from the instruction they’ve been giving.”

Colter Engelman is among the current cohort of student pilots
who began training in September. Seven weeks into the course,
he had already reached 33 flight hours.

“I' wanted to commit myself to it and live and breathe helicopter
flight school for a few months and just really drill it into my memo-
ry,” he said. “For me, that works better than doing it part time.”

He said the potential to work with Synergy Aviation following
graduation was also an appealing factor in choosing the school.
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“We'll have to see what comes in the next 90 [flight] hours, but
fingers crossed | can get on with them after | graduate,” he said.

FINDING WORK

The former students hired by Synergy typically begin their work
with the company performing tourism flights or as techs in the
surveillance program. “They fly with an experienced pilot to see
how the work is done and what they’re looking for,” said Tkach.
“In the meantime, we use them for ferry flights or rides at festivals
and different events.”

Many of Synergy’s customers have historically had requirements
for pilots on their contracts to have a minimum of 1,500 or 1,000
hours, so part of the operator’s work in enabling clearly capable
low-hour pilots to take on this work is in educating clients.

“We're telling them: ‘If you don’t work with us, there won’t be
any 1,500-hour or 1,000-hour pilots, because how do you get
them from 100 to 1,500 hours if they can’t fly for anyone?’ ” said
Tkach. The solution has been to present the company’s mentor-
ship program, in which a senior pilot is used in the left seat, and a
lower-time pilot is in the right seat to build their pilot in command
(PIC) time. In addition, Synergy guarantees regular extensive
training and other “extras” to mitigate the risk and make custom-
ers more comfortable with the idea of using lower time pilots. “As
a result, some of them we’ve been able to convince to reduce
their minimums to 750 or 500 hours,” said Tkach.

Synergy also works hard to find employment opportunities for
its students outside the company by utilizing the management
team’s extensive network of industry contacts. But while this has
the potential to open new doors for students, Hanatschek said
they only recommend students if they know they would be a
good fit for a given operation.

“We know everybody in the industry, and we’ve worked along-
side them for over 25 years,” he said. “We’re not going to send
students to these guys if we don’t think they are a good fit. When
we recommend somebody, it’s: “You should hire this person
because they’re good.” And we actually believe they’ll fit into their
organization.”

However, the quality of the students Synergy has already pro-
duced has even taken the management by surprise.

“I thought we were going to have a steady supply of decent
pilots, but what’s happened is we have got rockstars coming out
of that school and into Synergy Aviation,” said Hanatschek. “We
have people working here that you would bend over backwards
to employ anywhere else.”

KEEPING THE FLEET FLYING

The company’s director of maintenance (DOM) is Terry
Edwards, who joined the company in April 2018 having worked
with Hanatschek at the start of his career. The department has
nine AMEs, including Edwards and Hanatschek (who previously
served as DOM himself), and the team works across the Synergy
Aviation/Synergy Flight School fleet.

The shift pattern for the maintenance team is flexible, with some
on a three-weeks-on, two-weeks-off schedule, and others work-
ing a Monday-to-Friday shift every week.

“The Cabiris are pretty new to us, so we're definitely learning as
we go, like anybody with something like that,” said Edwards. “But
they’ve been pretty good so far. It’s all scheduled maintenance,
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Synergy Aviation and Synergy Flight School share the same maintenance team.
Nine AMEs are able to service the fleet, working a variety of shift patterns to
ensure coverage when needed.

P
Chief flight instructor James Pantel makes a point during a ground school class.

s0, they can use it for twin-engine and instrument flight rules (IFR) training
and endorsements.

Instructor llona Inman (right) joins a student for a training session in Synergy’s
flight training device.




Synergy tries to give its students the opportunity to experience as wide a variety of
operations as possible during their training, and also hopes to provide an increasing
amount of data to potential employers about their students’ capabilities to enhance

their chance of finding work.

and we know ahead of time when things need to be done.”

Peter McDonald is a recent addition to the team, bringing 38
years of experience to the company.

“This is an interesting company because there’s so many young
people who are really motivated, and they bring that enthusiastic
spirit to the work,” said McDonald.

Two of Synergy’s Cabris have now flown over 1,000 hours, while
the third has flown over 500. The maintenance required on the type
so far has been very light, with all items replaced on condition apart
from the main transmission, tail gearbox, and the engine.

“Guimbal cares about their aircraft, and they designed it proper-
ly,” said Hanatschek, adding that he has been impressed with the
support Synergy has received from the manufacturer thus far.

Early in the school’s development, one of its Cabris suffered
a hard landing, resulting in the aircraft being used for parts.
However, the incident served to prove the durability of the air-
craft, with its two occupants walking away from the incident
entirely unscathed. The company has also used it as a learning
opportunity.

“It reminded us that flight training is high risk,” said Hanatschek.
“But we got out of it completely unscathed. Any other aircraft
would’ve been completely destroyed, but with the Cabri, it’s all
carbon fiber and it’s built like a little tank. You can barely tell it
crashed. So we decided to double down on them.”

Apprentice aircraft maintenance engineers (AMESs) will be the
next area of focus for the company, with Hanatschek planning
to launch co-op programs to bring in students from local high
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schools, and then send them to college for maintenance training.

Synergy’s in-house technical capabilities spread far beyond
servicing their aircraft, with Jim Bauer, manager of the devel-
opment department, and Jeremy Unger, manager of the IT and
GIS department, providing the company the ability to develop a
custom-made flight data monitoring (FDM) system, flight training
devices, and tools to enhance data collection, analysis and pre-
sentation across both companies.

The FDM system created by Bauer uses a camera in the cockpit
to read the various gauges and uses machine learning to interpret
the images into data form, noting any exceedances.

So far, the system has been field tested in the R44 and TwinStar,
but it is being designed to be aircraft agnostic. Synergy is aiming to
have it installed across its fleet by March.

The data the system provides has more use than simply noting
how an aircraft was flown on any given day — Synergy can use it
to help reduce customer minimum hour requirements.

“We're recording all of that data, not to say, ‘Oh, you screwed up,’
but it’s to prove to the rest of the world that our guys are more than
qualified to do the work being asked of them,” said Hanatschek.
“We can provide the data for the last however many hundreds of
hours that a pilot has flown with us and show that this is how he
or she flies, they’ve done this many autorotations, and this is what
happened in each one. It's proof of what we're telling them, and it
should be changing how people are hired.”

The data will also prove extremely useful during a student’s path
through the flight school itself, helping them highlight areas they
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need to focus on during their training.

Looking ahead, Synergy is in the process of developing and
launching a fixed-wing school, using the Cessna 172 as the main
training aircraft, with a first intake scheduled for April 2020. The first
cohort will likely be a smaller one of four or five students, which will

ultimately be ramped up to around 20 per intake. ==
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Flightcell International is helping helicopter
operators do their job as efficiently and
safely as possible by staying ahead of the

technological curve.

STORY BY DAYNA FEDY
PHOTOS COURTESY OF FLIGHTCELL INTERNATIONAL
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Achieving cellular and satellite connectivity from the cockpit at
4,000 feet (1,220 meters) might have once seemed like a daunting
task for service providers, especially in remote locations. But as
technology has progressed, not only have satellite and cellular
connectivity become possible (as separate entities) in aircraft, but
pilots can now access voice, data and aircraft tracking software
simultaneously from one piece of hardware. The hardware in
question, DZMX, is produced by Flightcell International of Nelson,
New Zealand, and it's what the company is best known for.

“[DZMx] is unlike any other product in this area because it’s a
product platform, not a product,” said Michael Eddy, marketing
and communications manager at Flightcell. “The DZMx has over
60 different product variants and configurations that customers
can order; we built it specifically like that, so it can be flexible.”

The idea behind the company came simply from necessity.
Flightcell’s founder and CEO, John Wyllie, who is also a helicopter
pilot, became frustrated one day in the mid-1990s because he
could not use his cellphone while flying. In a humble workshop
environment with the drive to create a solution, he developed the
first cellphone-to-headset interface, which he called “Flightcell.”
The product has since evolved into the Flightcell DZM systems
and inspired other products like the rugged alloy Iridium Satellite
Phone Cradle.

Flightcell provides satellite and cellular communications and
tracking primarily to first responders and military branches in
North America, Europe and Australasia, targeting the larger tur-
bine rotary-wing airframes that are operated in these sectors.

BUILT FOR LONGEVITY

The DZMXx initially started as the DZM1, evolving into models 2
and 3, and finally the “X.” Eddy said the “X” model is here to stay,
because the hardware has been designed to be updated as often
as needed “to keep up with technology, trends, and customer
requirements. It’s an evolving platform with longevity.”

The DZMx is microprocessor-controlled, with modular hardware
boards and SIM card slots that can slip in and out of the device
to utilize the satellite and cellular networks. Flightcell wanted to

Flightcell International provides satellite and cellular
communications and tracking primarily to first
ensure that operators would not be tied to one particular service responders and military operators. Its DZMx system

provider with the DZMx, so the company has partnered with a allows pilots to access voice, data and aircraft tracking

. 4 ) . e software simultaneously from one piece of hardware.
list of network and tracking service providers. “We're completely
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The DZMx device ensures a network is always available. If the
aircraft flies out of cellular network coverage, the DZMx auto-
switches to the next best option, which is Iridium satellite.

il B
L= -

-

The DZMx unit is relatively small (4.95 inches wide), and there
are usually only minor modifications required for installation.

Flightcell refers to the DZMx as a product platform, rather than a product, as the company gives a software
development kit to its partner service providers and the end users can choose any provider they like.

vendor-agnostic,” said Eddy. “It’s a real strength . . . if an operator
sees a benefit of another mapping service, there is nothing to
stop them signing up to it.”

Essentially, Flightcell gives a software development kit to its part-
ner service providers, and the end users can choose any provider
they like.

Eddy said this form of flexibility comes in handy when operators
want to standardize the software in their fleets. “For example, a
customer could have 10 helicopters and they’ve all got Blue Sky
Network’s hardware in them. Then they get two new helicopters
from Leonardo that have DZMxs in them . . . they can still track
that DZMx using the Blue Sky system.”

Leonardo offers the DZMx as a factory option, though the device
can be installed in virtually any helicopter type. The most common
airframes that use the DZMx are the turbine and multi-role aircraft
used by search-and-rescue (SAR), EMS, fire and law enforcement
operators.

While the device is relatively small (only 4.95 inches/12.6 centi-
meters wide), there are usually only minor modifications required
for installation, and a supplemental type certificate is not needed.

Installation typically includes the DZMx in the cockpit, a remote
head unit in the cabin, a cellular antenna on the bottom of the air-
frame, and a satellite antenna on the top of the airframe.

Based on an operator’s field of service, different customizations
can be made to the device to suit various requirements, such as
adding Iridium push-to-talk, a second Ethernet port, or additional
inputs. A firefighting aircraft may, for example, require additional
inputs to report bucket loads during operations.

The most common customization, Eddy said, is the number of
satellite and cellular transceivers that are included on the DZMx.
“Most customers will order one satellite and one cellular modem,
so they can have the best of both worlds,” he said. “So, if they
don’t want to use cellular networks, they can have two simultane-
ous satellite calls . . . and likewise for cellular.”

As a night vision-compliant device, the DZMx also has different
night vision display options (A or B) that operators can choose
from based on preference. “The U.S. military tends to prefer night
vision A, [and] everyone else has night vision B,” said Eddy.

The U.S. military is among a list of large industry players
around the world that use Flightcell’s DZMx, including the
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Cal Fire is one of many operators that uses the DZMx. The device is capable of
tracking the location and volume of water picked up and released by an aircraft, and
the identification of the bucket or tank being used, among other features.

The California Highway Patrol operates the DZMx in its Airbus
H125 AStars. In total, there are nearly 4,000 DZMx devices installed
in aircraft around the world. Skip Robinson Photos

California Highway Patrol, California Department of Forestry and
Fire Protection (Cal Fire), Texas Department of Public Safety,
Australia’s Royal Flying Doctors, and the Chilean and Korean air
forces.

Among the nearly 4,000 DZMx devices installed in aircraft
around the world, there are over 60 versions of the platform when
factoring in the numerous customization options.

SECTOR SUPPORT

Helicopters play a wide and vital role in first responder opera-
tions, which include law enforcement, fire, SAR and helicopter
emergency medical services (HEMS). While rotorcraft already offer
time-saving benefits over ground vehicles, the DZMx can expand
the efficiency of these operations further — a major reason why
the device is so largely used in first responder sectors.

HEMS operators can use the DZMx to call and coordinate with
hospitals for patient transfers, communicate with people who are
with casualties on the ground, administer basic first aid over the
phone before arrival, and coordinate with SAR operators.

“We've had instances where people have been lost, they still had
cell phone coverage, but they were in the middle of a forest. . . .
The helicopter pilots told the people who were lost to direct the
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By not offering services, it allows us to focus
on the hardware and the sofiware inside the

[DZMx] unit itself: We feel we ve got a unique
product; its quite unlike anything else.

g

helicopter over top of them [over the phone],” said Eddy.

In a medical helicopter, the DZMx proves valuable in saving
time when minutes matter. Eddy said as far as the company is
aware, it's the first to prove that data from an electrocardiogra-
phy (ECG) machine can be sent from a helicopter to a hospital;
the DZMx is able to provide a hotspot for the medical monitor
using built-in WiFi.

“If you're in an ambulance getting driven to the hospital, they
can send [the patient’s] ECG rhythm back [to the hospital], and
then they can start preparing and get the cardiac team ready to
receive the patient,” said Eddy. “Whereas the helicopter usually
has to land and then give the ambulance the print out from the
medical monitor.

“You're losing precious minutes of preparation time, which could
save people’s lives. So, we can do that from a helicopter now.”

Medical helicopters also typically have a DZMx in the cockpit
and a remote head unit in the cabin, so the medical crews can
make phone calls at the same time as the pilot.

With weather always being a major flight planning and safety
factor — for any pilot — the DZMx device ensures a network is
always available to check weather in-flight using a cellular internet
connection, or look at an alternate landing zone map if necessary.
If the aircraft flies out of cellular network coverage, the DZMx
continues tracking and operating by auto-switching to the next
best option, which is Iridium satellite.

The auto-switching coverage comes in handy in the aerial fire-
fighting sector — especially in North America and Australia where
automated flight following requirements have been implemented.
The DZMx is capable of tracking the exact flight path of an air-
craft, the location and volume of water picked up and released,
and the identification of the bucket or tank being used, among
other features.

A company of just 18 employees, Flightcell covers a lot of
ground. “We're very small, but we do a lot,” said Eddy. “The
people who design the hardware also provide the [customer] sup-
port.” But to widen its global reach, the company has roughly 30
resellers of its products worldwide.

While continuing to grow, Flightcell is remaining focused on
its ability to stay ahead of the technological curve, and help
operators in the industry do their job as efficiently and safely as
possible.

“By not offering services, it allows us to focus on the hardware
and the software inside the [DZMXx] unit itself,” said Eddy. “We feel
we've got a unique product; it’s quite unlike anything else.” Q

Dayna Fedy | Dayna is junior editor of Vertical magazine.

She completed her undergraduate degree in communication studies in
June 2017, joining MHM Publishing later in the year to pursue a career
s« as a writer and editor.
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10™ ANNIVERSARY JETNET iQ GLOBAL BUSINESS AVIATION SUMMIT

NEW SEASON. NEW PREDICTIONS.
June 8-9, 2020 | The Ritz-Carlton New York, Westchester
Three Renaissance Square, White Plains, NY
Registration: jetnet.com/summit

Our industry’s best and brightest are meeting, sharing, and networking for the 10th year in a row,
and you’re invited. Map out your business moves for the year ahead with the same insights as the
industry’s leaders, a virtual “Who’s Who” of business aviation, with unique perspectives on the industry’s
present and future: analysts, bankers, brokers, wealth consultants, attorneys, sales and marketing leaders,
and C-level executives. Save the dates, and save your seat!

Questions, please contact: Paul Cardarelli | paul@jetnet.com | 1.800.553.8638 ext. 254
Rollie Vincent | rollie@jetnet.com | 972.439.2069
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DOWNLOAD THE WALLPAPER!

* JEREMY KORESKI

West Coast Helicopters’ chief pilot Clayton Spizawka flies an Airbus H125 on a heli-
A photographer from the small coastal town of Tofino, ! mountain bike adventure for Nimmo Bay Resort in British Columbia. “This particular
British Columbia, Jeremy Koreski specializes in outdoor - trip we were location scouting some of the downhill potential in the area, and | was
photography. His assignments take him around the il 8 | dropped off on a ridge to check out the terrain and take a few photos,” said Koreski.
world, shooting for a wide variety of clients. He captured the moment perfectly, with the aircraft silhouetted against the valley
behind it, which had become bathed in a golden light.
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2019

“HOTO
CONTEST

Welcome to the results of the 2019 edition of the Vertical Photo Contest! First and
foremost, we're delighted to announce that Jeremy Koreski is this year's Grand Prize
Winner. His spectacular photo of an Airbus H125 silhouetted against a beautiful
Western Canadian valley bathed in golden light is, we're sure you'll agree, a worthy
winner. However, if you take a look through the next few pages, you'll see why pick-
ing one overall winner is always such a hard task — we're extremely lucky to receive
outstanding images from the best professional and amateur photographers from
around the world. Many congratulations to Jeremy, and to the nine other category
winners. You can see their exceptional work over the following 18 pages. Take a look
at the online edition of this magazine to see more of the wonderful shots sent to us
in an extensive gallery of honorable mentions.

What makes a prizewinning photo? This year’s contest seems to be full of images
that make a clever use of light — as well as the winning photo, a beautifully-lit emer-
gency medical services ramp shot caught the eye, as did the silhouette shot of a law
enforcement aircraft as it passed in front of the moon. For the latter shot, photog-
rapher John Eggert waited in hope for 40 minutes on a cold January night. Timing
may be everything, but patience also has its rewards.

In the Helicopters At Work category, the shots take us into the heart of the action,
whether it's from the perspective of a construction worker as a workhorse Kamov
Ka-32 brings a four-tonne load into place above us; alongside a rescue tech and
a victim as they are hoisted out of freezing water; or looking out of the cabin of an
EC145 as its crew performs a rescue on Western Europe’s highest peak. Images like
these need no words to tell the stories of the wonder of rotary-wing flight.

Finally, the Military category shows these highly specialized machines performing
incredible feats at airshows, capturing the imagination and often firing what can be a
lifelong passion for those seeing rotary-wing aircraft up close for the first time.

We received over 1,100 entries for this year’s contest, which was free to enter, and
open to any amateur or professional photographer over the age of 18. We accepted
entries through our website from Aug. 16 to Sept. 27, 2019. Each entry was submit-
ted, without the photographer’s details, into a digital folder.

We looked through all the entries and picked up to 20 finalists in each of the three
competition categories (Beauty Shots in the Field, Helicopters at Work, and Military).

These were voted on by Vertical staff, as well as representatives from our sponsors:
Bell, Airbus Helicopters, Metro Aviation and PHP. We used a secure website, with
each voter allowed to pick their three favorite photos in each category. The votes
were tallied automatically.

With his photo receiving the most votes, Jeremy has won the Grand Prize of
$1,000, and his photo appears on this issue’s front cover. The first-, second-, and
third-placed photographers in each of the three competition categories have won
prizes of $750, $500, and $250, respectively.

Thanks to our photo contest sponsors for their support, and thanks to everyone
who took part!

s PROUDLY SPONSORED BY:

AIRBUS

GRAND PRIZE PROUDLY SPONSORED BY:

BELL

. v
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BEAUTY SHOTS

n.h K . A Kamov Ka 26 rests in a field of sunflowers before beginning its working day. This
~ 1 Simon Iglesias, 26, is a Spanish helicopter ' ) alrcraft is operated by a family company, and is one of the few still flying around the
? photographer. He has been showcasmg helicopters to i 4 world. During this operation, it was being used to spray crops near Palfa in Hungary.
the world through his work since 2012. You can find him ' = v -
on Instagram @helithree and YouTube @heli3.
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DOWN LOADn WALLPAPER!

MARK MENNIE

Mark Mennie is a Canadian photographer with a primary ; As the sun sets, Arizona LifeLine crews stand alongside the organization’s three
focus on air medical operations — specifically the crews and - Bell 407s at its base in St. David, southeast of Tucson. Mennie said this image
their highly specialized transport of the critically ill in both " required a huge amount of coordination, as it required placing the organization’s
fixed- and rotary-wing aircraft. His work has taken him around entire on-duty fleet in the same location. He made use of a new concrete helipad,
the globe, from the hectic pace of Dubai to the desolate ] a considerable amount of garden hose to water it to provide the reflection, and
landing strips of Australia’s Northern Territory. Find his work al had help from off-duty crew members and others to fine-tune the position of

on Instagram @markmennie and @markmennie.airambulance groud-based strobe lights for the perfect effect. Mission accomplished!
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* JOHN EGGERT

John Eggert, 57, is a healthcare professional and photography
enthusiast from Altamonte Springs, Florida. He spends his free time
traveling and attending car and air shows and carries his cameras
with him everywhere. An aviation zealot from early childhood, Eggert
was raised in a career U.S. Air Force family, then served in the U.S.
Navy aboard an aircraft carrier for nearly a decade.

An Airbus H125, operated by the Seminole County Sheriff’'s Office Aviation Section,
flies a routine patrol over Altamonte Springs on Jan. 21, 2019 — the night of a lunar
eclipse. Eggert had set his camera up in his front yard to capture the full moon, but
noticed the helicopter flying an oval pattern above the city. He decided to wait to
see if the aircraft would fly across the moon. After 40 minutes of waiting in the cold
January night, it happened. John took one photo that night: this is the result.

DOWNLOAD THE WALLPAPER!
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1+ RICHARD CHAPUIS . PN t

Richard Chapuis, 41, has been working with helicopters | & Heliswiss International’s new Kamov Ka-32A11BC helps to construct a ski lift in the
since 2003. “Being under one of these machines, with 2 Chamonix Mont-Blanc region of France. Loads weighing more than four tons were
the wind, the noise and all the dynamics of a helicopter assembled with impressive precision, while the power created from the aircraft’s
mission, provides an incredible sensation,” he said. i 4,500-horsepower engines sent significant rotorwash over the ground crews below.

In his work as a photographer, he seeks to share the d v
perspective of ground staff during helicopter operations. i v - '&- ] h . | ¥ ’
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B -« MICHAL FANTA M -
Michal Fanta, 32, is a Czech professional photographer : DSA, local emergency medical service personnel, and firefighters undertake aerial
who has been photo-documenting the work and daily rescue training in the Hradec Kralové region in the Czech Republic. In the training
life of firefighters and members of other rescue services scenario, the rescuers used an Airbus EC135 to practice hauling a person from the
for many years. He began photographing helicopters icy waters of the river Orlice in the shortest time possible.
thanks to the rescue services that use helicopters for
various operations. = . x
- = -
o NI - - b e
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Lionel Masbou, 40, was born and raised in the Pyrenees
Mountains. Like his father and brother, he has worked in
mountain rescue operations in the French Gendarmerie.
Now retired, he has formed his own organization that

specializes in aerial work.

g
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* ROBERTO GARCIA

Roberto Garcia, 33, is an experienced aviation journalist
and photographer from Colombia. He has been
passionate about aviation since he was young and now
regularly works with the Colombian Armed Forces on
air-to-air assignments.

Two AH-60L Arpias put their noses down in unison to create a perfect
“X” during a demonstration at an air show. The aircraft belong to the
Equipo Acrobatico Arpia 51 demo team of the Colombian Air Force.
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Kris Christiaens, 41, is an operator at the Flemish Road Traffic
Control Center in Belgium, but he also works as a freelance
military aviation photographer. He spends most of his free time
photographing military helicopters and aircraft during military
exercises, base visits and airshows. He specializes in sunset and
night photoshoots, air-to-air photography, and action shots.

An AgustaWestland AH.1 of the British Army Air Corps flies away from a huge
explosion during the dramatic conclusion of its demonstration at the Royal
International Air Tattoo 2019. During this demo, the Attack Helicopter Display Team
(AHDT) showed the aircraft’s capabilities, enhanced with ground-based pyrotechnics.
This combination makes the British Attack Helicopter Display Team one of the crowd
favorites at European airshows.
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Two British Royal Navy AgustaWestland AW159 Wildcats pop flares at Yeovilton
Air Show. The aircraft were taking part in the Commando Assault demonstration,
which is one of the main highlights of the show — and also the closing act.

Ray U is a U.K.-based aviation photographer with a
new-found love of rotary-wing aircraft. His work is on
Instagram @ray_u_photography.
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An Airbus AS350 B3 AStar rests under a crystal clear sky
it e Y i RN it at Mammoth helibase in Yellowstone National park.
] Phil Carpenter Photo
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lj The lights from an NHIndustrles NH90 Caiman
| fluminate the night during an operation with the
Spanish Army. Francisco Francais Torrontera Photo
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An Airbus H145 takes part in an evening rescue
mission on the south wall of Zugspitze mountain
in Austria. Tomas Kika Photo
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An H145 flies offshore over the North Sea with Belgium-
based operator NHV. Jimmy van Drunen Photo \
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A member of the ground crew approaches an Israeli Boeing AH-64 Apache as the sun
sets, set to chock the wheels after its work is done for the day. Avichai Socher Photo
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Ground crew direct a straight-on approach for a deck landing on
the Belgian Navy frigate Louise-Marie. Michael Moors Photo
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grass and debris as it approaches for landing. Bobby Triantos Photo

” T L8
| \ . s The rotorwash from a U.S. Army AH-64D Apache stirs up a flurry of
!
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A Royal Netherlands Air Force Airbus AS352 Cougar creates a
brownout during a troop pickup. Ron Kellenaers Photo

- ‘: — r
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A Hélicopteres Guimbal Cabri G2 gets ready to perform
some night flight training during a commercial pilot
course in the south of France. Maxime Lara Photo
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ne of the many
fires that affected Spain in 2019. Javier Urbon Photo
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The beautiful colors of the Heli Rezia Airbus AS350 B2
are on display during a flight over the company’s San
Vittore base in Switzerland. Andrea Capoferri Photo

An Erickson S-64F Aircrane, operated by the Italian
Corpo Forestale dello Stato (state forestry corps) completes a
hover refill during wildfire operations. Enzo Minchella Photo
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Two Royal Canadian Air Force Sikorsky CH-124 Sea Kings
complete their last-ever air-to-air photo shoot just a few weeks
before they retired in December 2018. Derek Heyes Photo

A Bell CH-146 Griffon from 430 Squadron lands at
Puvirnituq airport after a long and cold day of work in |
Northern Quebec. Pierre-Olivier Brouillette Photo
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Leonardo AW109s belonging to the Belgian Air Force
demo team shoot flares during a performance at the
Sanicole Sunset Airshow 2019. Ron Kellenaers Photo

Here’s looking at you! A Polish Air Force Mil Mi-171
lies over farmland during an air-to-air photo shoot.
Michat Adamowski Photo
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A stunning sunset provides the perfect backdrop for this
Sky Shuttle Leonardo AW139. CHI YIN LIAO Photo

A Bell UH-1 Huey comes in for a landing on top of loader truck
during agricultural spraying operations. Michael Piper Photo
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An AH-64 Apache, attached to Bravo Company, 1-25 Attack
Reconnaissance Battalion, shares the spotlight with the beauty of the .
Northern Lights in Fort Wainwright, Alaska. Cameron Roxberry Photo
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An NHV Airbus H145 hoists a technician down to a wind
turbine during maintenance operations at a wind farm in the
North Sea off the coast of Belgium. Tom Buysse Photo
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MarketPlace

YOUR #1 ROTORCRAFT RESOURCE FOR...
MRO \ PRODUCTS \ SALES & LEASING \ SERVICES \ EMPLOYMENT

TUNE UP

TOOL UP

JART

AEROSPACE

SHOP ONLINE AT DARTREROSPACE.COM
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SALES
PARTS
ENGINES
EXCHANGES

WE ARE AN APPROVED TRAINING ORGANIZATION FOR THE LT101
& HTS900 ENGINE SERIES OFFERING FLIGHT LINE MAINTENANCE COURSES

LT101 - HTS900

REPAIR CENTER SERVICE CENTER




SSALES&EEASING

* FIELD MAINTENANCE

* COMPONENT OVERHAULS

* NEW & RECONDITIONED PARTS
¢ AVIONICS

FSTRUICIHUIRNES

* AIRCRAFT IMPORTS & EXPORTS

—~ ) [BELL
AIRBUS DART jeuisalyf < SAFRAN i 48 ==

solutions [

1A 27018 SH 633 + Villeneuve Airport Sturgeon County, AB T8T OE3 ’
Tel: 1-780-460-1800 + Fax:1-780-458-7311 « phorvatis@avialta.com -« www.avialta.com HELICOPTER MAINTENANCE LTD.

CANWEST \KCANWEST Aircraft Services (AMO/MRO)
& AEROSPACE &\ "GLOBAL AIRPARTS Used Aircraft REUSCESSNN,
New Aircraft Completion
Component Overhaul
Structure & Paint
Avionics & Instruments

Parts & Exchange

ens .
"lng safety & reliability

24/7 International
AQG and Field
Support Available

canwestaerospace.com
1-604-532-0322
Hangar #12, 5225-216th Street | Langley, BC Canada V2Y 2N3
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CHINOOK AVIATION INC. o

Specializing in Helicopter Structural Repairs

Certified fuselage fixtures for Bell 205A-1, 206 L, 212 and 412.  BELL
Certified tailboom fixtures for Bell 205A-1, 206 A/B/L, 212, 412 and 204B. =
North America’s Preferred Choice for Airbus H125 Vertical Reference Window 1

542 Hurricane Dr., Calgary, AB, T3Z 3S8 ¢ P 403.247.2498 < F 403.247.3740 * chinook@nucleus.com ¢ www.chinookaviation.com
Integrity Is Timeless

YOUR EXPERTS IN HYDRAULICS

NV

Bell 206 // 407 // 212 // 214 // UH-1H
Sikorsky S-76 // S-70 // UH-60

FAA ZS4R711M // EASA 145.6670

COMPLETE OVERHAULS / SEAL CHANGE
EXCHANGE UNITS » COMPONENTS AVAILABLE
www.hase-fl.com

SUppOI’t .. where‘and when you need it!
o

PH: 760-806-3780 | FX: 760-806-3787 SEAS l nE

2580 Jason Court, Oceanside, CA 92056 | www.seasidehelicopters.com HELICOPTERS INC.
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SPECIALIZING IN BELL, MD & AIRBUS HELICOPTERS
* MAINTENANCE & LEASING ¢ PARTS & COMPONENTS 4 e
* PAINT FACILITY & STRUCTURES ol - MET IR B FOMONTON, AR

IR OVERHAULS

(©) 1020 virginia Road, PO Box 128, Coombs, B.C., VOR TMO

i LS '
) int ithheli.com () aerosmithheli.com (%) (250) 954-0668 | 1-877-954-0668 N | oi) 1-8‘843,-6

flyrite@incentre.net

Transport Canada FAA // AMO 83-05. EASA 145.7216
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Full Support for

Conversions & Upgrades

Avionics, Components, Maintenance,
Manufacturing, Structures and Paint

Lease, Lease to
purchase, & Sales

ducts

Helipro

':“‘:;;#_‘ g

>

Pitt Meadows Airport BC, Canada P: 604-465-5008 F. 604-608-9222 E: info@nheliproducts.com heliproducts.com

SELECT

HELICOPTER SERVICES LTD.

Your one stop shop
for helicopter support!

Helicopter Parts & Components

Accassonies # Components
Instruments # Repairs & Cverhauls

Hydraulic Component

-

Visit us
at Heli-Expo
Booth #5613

Contact Us

P:250.765.3317
E:info@selecthelicopter.com
selecthelicopter.com

AMO 92-04 | EASA.145.7268
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Gold River Base
250-283-7616

Port Alberni Base
250-720-8915

Full Service
Avionics Shop

GARMIN.
coBsHAM
cHE )

COMMERCIAL CHARTER SERVICE
* Bel 206, Bell 407, R44, R66, AS350, and Koala 119KE

APPROVED ROBINSON DEALER
R22s, R44s & R66s

* New & Used Helicopter Sales

e FUllR22, R44 & R66 Maintenance

e Complete overhaul facility R22, R44 & R66

250-287-4421

SCHWEISS NATIONAL — —  TRANSPORT CANADA APPROVED

MAINTENANCE ORGANIZATION

. oeesseSSRRRRNNNT —
i - BELL 430/429/412/212/206 SERIES
E "'.-'" MD 500 sSeRIES R22/R44/R66
"i . - 5 LA = AGUSTA | EUROCOPTER
-, = -ﬁ - .

J - I

AVIONICS REPAIRS/INSTALLATIONS

i 4 : COMPLETE AIRCRAFT PAINTING
HYDRAULIC -=-BIFOLD | o= "k NI =t
- " : CusTOM COMPLETIONS
ONE-PIECE DOORS STRAP LIFT DOORS -t 3 - ENEEEETNE BESEN & ACEEERNLE
NON DESTRUCTIVE TESTING
AIRCRAFT HANGARAGE AVAILABLE
INTERIORS

‘ BELL
RO o

YOUR COMPLETE MAINTENANCE CENTRE
PROVIDING QUALITY SERVICE YOU CAN TRUST

11339 ALBION VAUGHAN RD. KLEINBURG, ON LOJ 1C0O 1-866-361-1100 905-893-2727

SCHWEISSDOORS - COM

AFETY < EFFICIENC ERVICE
Specializing in Bell Helicoplers: 204, 205, 206, 212, 407 & 427

+ Dyrnamic Companent Overhaul = Exchange & Rental Program
« Part Sales » Bell Approved Blue Coat Repairs

2|llowha

HELICOPTERS LTD.

= e

Box 190, 3010 Selwyn Rd., Yalemount, BC VOE 2I0 T: (250) 566-4401 F: (250) 566-4331
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72\ Alpine Aerotech

Experience has no substitute.

Sharing 30 years

of technical expertise and
In house capabilities to
provide efficient and
innovative solutions

for operators

worldwide.

40+ STCS

Over 10 Million New &
Overhauled Parts in Inventory

Design | Engineering Certification @ Manufacturing = 40+ STCs
Avionics Part Sales  Structures @ Components Paint Services Specialized Repair
Heavy Maintenance @ Aircraft Sales & Leasing

PROUDLY SUPPORTING BELL, LEONARDO, & AIRBUS CONTACT US 24/ 7 FOR SUPPORT

855.500.2376 (toll free for North America) // 250.769.6344 // Kelowna & Abbotsford, B.C,, Canada // sales@alpineaerotech.com / ALPINEAEROTECH.COM
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ROBINSON. [ Rolls-Royce =

Visit us at our New Facility | 67 “D” Street, Fillmore, CA 93015 | 818-997-7667 | ROTORCRAFTSUPPORT.COM

TOUGH TANKS - COLLAPSE COMPACT

DOUBLE REVENUE FLIGHTS & NO EMPTY RUNS! DEFUEL & LIFT MAK. — THEN REFUEL FOR HOME RUN.
NEW HELIROLLDRUM 66. DEVELOPED FOR THE AS350. SMALL ENOUGH TO ROLL OUT DOOR IF CARRIED IN CABIN.

FERRY TANKS
“++ AIR CARGO TANKS
ANTI SPLASH FILLER CAP.

Huge inventory of Sikorsky and Bell parts as
well as those hard to find parts.

H ELICOPTER ]NC

HIDA = FERIC

We ensure a rapid response to all orders and
inquiries to keep you in the air.

Serving the Industry Since 1978

10100 Aileron Ave Pensacola;, Florida 32506 | P: B50-455-097] F:850-456-8231 E: salesibrownhelicopter.com
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N\’ BARFIELD

WHERE INSPIRATION MEETS INNOVATION

© WIPER BLADE ARMS MOTORS

Fer use on Alfbus Helicoptiens

Cage Code: Fe914

\ BARFIELD
Now an authorized
distributor
i FALGAYRAS
of products including
the Wiper Arm.

RF Antenina and Cable Analyzer

WWW.BARFIELDINC.,.COM

1TSOP

Tyler Special Operations Platforms

Fast Roping Systems
and Benches for
Line Maintenance & Repair

H125/AS350
Bell 407
OH58
MD500

EC145/EC135
Installs in BK117
under 5 minutes .
with no modification Tyler Technologies
to the ship (818) 989-4420 - www.tylertech.net




1500
CULATING
EOSCOPE

USl\b‘l][lJT-I

ALL WAY AR
JOYSTICK VID

BORESCOPES

AMM DIAMETER | 1500MM LENGTH

360° ARTICULATION | LCD 5" SCREEN

INTERCHANGEABLE SIDE VIEWING TIP
FRONT & SIDE INTERNAL LED LIGHT SOURCE

360° ARTICULATION

ALS
AVAILABLE

IN 6MM
DIAMETER

Call or email us
¥ :( for a quote today!

LSAY 9313623300

BORESCOPES  sales@USABorescopes.com
www.USABorescopes.com

GROUND HANDLING

HELICOPTER NEW'
]

WIRELESS REMOTE

HELI-EXPO
BOOTH 724

STILL A
BETTER IDEA

ChopperSpotter

ChopperSpotter.com
15124 Business Parkway, Rosemount, MN 55068
1-608-537-2049 | info@chopperspotter.com

ME AND MEET US &
BOOTH 2726 |
@ HELIEXPO 2020

/"”)HELI

TOW CART

GROUND [ 7oy
HANDLING "%

SOLUTIONS

o +1-418-561-4512
& nfo@helitowcart.com

V1030 HELI-CARRIER
SHOWN ABOVE

HELITOWCART.COM
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© MARKETPLACE
RTISEMENT | RTICAL'S MARKETPLACE, CONTACT CARLA MCKAY Al { | OR CARLA@MHMPUB.COM

T

I'I'L..II'( %

BDUCTS

CALL: 609-587-3300 CAP 1034 SURVIVAL ENSEMBLE
VISIT: go.switlik.com/VERTICAL

Composite 206F =
Main Rotor Blades —

SPEEL
VALUE
DURASBILITY

® 14804834207 & ywhonoigioncon -~~~ VanHorn Aviation

s < A’ F o E Ergonomic Specialists Providing SeAeFeE working environments
—— STRUCTURE DESIGNS ——

SAFETY FIRST CUSTOM MAINTENANCE ° i;
STANDS & HANGAR EQUIPMENT

702-209-8811 | safestructuredesigns.com
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Dauphin parts

in stock

GL“BAL

AIRPARTS

« Helicopter & Fixed Wing parts

« Aircraft teardown / Inventory
Management
« Sikorsky | Bell | Leonardo

604.617.2262
partsicglobalairparts.ca
www.globalairparts.ca

/
TRADEWIND

< INTERNATIONAL, LLC
\

HELICOPTER PARTS SALES
AIRBUS - BELL - MDHI - SIKORSKY

CHECK OUT OUR WEBSITE!

WE BUY LIGHT AND MEDIUM TURBINE
HELICOPTERS, PARTS, COMPONENTS AND

COMPLETE INVENTORIES. WE SELL WORLD-WIDE.

Toll free: 800-585-7004 USA & Canada Only
TEL: 1+608-756-3632 | FAX: 1+608-756-2606
info@tradewindinternational.com
www.tradewindinternational.com

ROTOR BLADE & COMPOSITE
REPAIR SPECIALISTS

WWWw.acs-composites.com

Every Nouk
s social "o

INEWS
Exclusive
Stories
Videos
Photos
Contests
Community.

L]

air support

Follow verticalmag




© MARKETPLACE
OR CARLA@MHMPUB.COM
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Driven by our Customers’ success

START SAVING MONEY!

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

ﬁ

Cglcéary Gooseneck

il
)
ELECTRICAL & AVIONICS _

SERVICE & SUPPORT

___l___

LAER(ONAV_

INC.

AMO# 90-04

AUTHORIZED DEALERSHIPS

recuiisonic Honeywell :--0Zavones

BendvKing cammin COBHAM [ 55

[T

SALES@AERDNAV.EA | WWW.AERONAV.CA

AVIATION, STRUCTURAL,
& AEROSPACE ENGINEERS

5 , & 'r:'-.._i._-":"'-.’i_: M-
Aircraft Modification 5 Certification
STC. ROA. PDA Development
Repair Design & Product Development
Special Missions | Search & Rescue
Cargo & Interior Conversions

=
ICARUS

Aero Inc
Aviation Engineering
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MARKETPLACE @
ACT CARLA MCKAY AT { OR CARLA@MHMPUB.COM

D.F. CAPITAL LTD. —
. ~ (= -
International Leasing and Sales | I. BASE PILOT POSITION — Slave Lake, AB
S BASE PILOT/BASE MANAGER POSITIONS—
p ¥ e Helicopters Ltd. Fort McMurray & High Level, AB.

WORK LOCATIONS
We are a family ¢ Head office address #13-26004 Township Road 544, Sturgeon
e e e County, Alberta, T8T 0B6

e — i * We operate out of five bases in Alberta: Slave Lake, High Level,
at nas been operating Rainbow Lake, Lac La Biche, and Ft. McMurray

since 1972; we currently * All our bases are equipped with hangars, and have crew housing
- " - operate a fleet of for staff when working at a base
v A y 4 23 helicopters. e Aircraft types are Bell 206B, Bell 204B, Bell 205A1-17++ (BLR),
v A-Star 350BA, A-Star 350B2

AS350 B2/FX2/SD2 W e T JOB DUTIES

e Helicopter pilot — Act as pilot-in-command of company aircraft

BELL 206'_1/(:30 FOR SALE OR LEASE . | 4 - e _' e Delta Helicopters works mainly in the oil-and-gas sector, pipeline

patrols and maintenance, tree planting, and fire suppression
e Language of work is English

Don Farkas ¢ 250-507-9668 g .
dfarkas@shaw.ca = SALARY
Denis Robitaille » 450-750-6249 * $83,300.00to $91.975.00/year
denis.helico@sympatico.ca ; ¢ Benefits include excellent health and dental coverage

QUALIFICATIONS

¢ Hold a Canadian Commercial Helicopters License

e Minimum of 750 Pilot-in-Command hours, and 1000 total hours to
fly lights / Bell 206.

*  Minimum of 1000 Pilot-in-Command hours, and 1500 total hours
to fly all other company aircraft.

: : - ] 250 hours must be on turbine type helicopter and 50 hours on
I*. - aircraft type. Longline experience considered an asset.

Apply in confidence to:
Gordon Bean (Chief Pilot), Email: gbean@deltahelicopters.com

Gerry Corley-Smith, Email: gcorley-smith@deltahelicopters.com
Phone: 1-800-665-3564, Fax: 780-458-0175

All applicants must possess excellent customer service skills
along with organizational & communication skills and the ability
to work independently and in a team environment.

deltahelicopters.com

Fully
Import * Export | Pre-Purchase Services & Safety Consulting

SLACKEIFD A GETTING YOUR HELICOPTER

Service & Barclay: 250.615.7015
Leasing Ltd. helicopterleasing@hotmail.com

VISIT THE MHM PUBLISHING SHOP TO FIND THE LATEST
VERTICAL, VERTICAL 911, AND SKIES PRODUCTS.

‘ 1,‘| i SPECIAL PROMOS | SUBSCRIPTIONS | NEW & OLD ISSUES
i - 2 | ( DIRECTORIES | POSTERS | CALENDARS | APPAREL

SILVERKING

WE ARE

HIRING

AME POSITION

SILVER KING HELICOPTERS is looking for a

licensed AME with experience on AS350 B2s.

We operate a fleet of 6 AS350 B2 helicopters

primarily in drill support and heli-ski operations
in Northwestern BC.

We offer competitive wages, benefit
package, and a schedule based around
a good work/life balance.

If this sounds like somethi_ng that_inter(_ests you, | ﬂ shopcanada.mhmpub.com ;7{9
please contact lan Grover at iang@silverkingheli.com ;s kol . h L 6’0
or call 250-877-1989 %t shopinternational.mhmpub.com —r—T——— P

SILVERKINGHELI.COM




ACCESS.

Serve communities with our TEAM.

QUALITY.

Ai_r Evac LifeTEAM!

S/ Y.

Pilots & Aviation Maintenance Technicians:
ADVANCE YOUR CAREER!

Air Evac Lifeteam has a FAA-Recognized Safety Management System and our
entire fleet is equipped with Genesys HeliSAS, Autopilot, Glass Cockpit with SVT,
ANVS 9 NVGs, HTAWS, ADS-B In/Out, and FDMS. In addition, Air Evac Lifeteam has a
comprehensive, competitive compensation package, base housing for pilots, a positive
culture and career advancement options. Learn more at lifeteam.net/career-center

,//////////(

AIR EVAC LIFETEAM
A Global Medical Response Solution

Advertising in VERTICAL can:

& help increase your sales a help generate leads
& help raise your brand awareness
TRUST US TO DELIVER YOUR MESSAGE TO THE HELICOPTER INDUSTRY.

CONTACT US TODAY!

CARLA MCKAY ° CARLA@MHMPUB.COM
519.748.1591

(=
€larm)
Helicopters Ltd.

NOW HIRING!

ENGINEERS & APPRENTICES
With Pool and Base positions available

e Works on an exciting range
of products with a dynamic
industry leader

e Enjoy a competitive
compensation package

* Time or experience
on the following types:
BHO04/BH05/BHO6/AS350

Delta Helicopters is a
privately-owned family business
located in St. Albert, Alberta, Canada,
operating with a fleet of

24 helicopters and 6 bases.

DEVELOP YOUR
CAREER WITH US!

Engineer and Apprentice positions,
please apply in confidence by email to:
Harvey Wolfe /

® hwolfe@deltahelicopters.com
@ deltahelicopters.com/careers
@ 1.800.665.3564
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Vertical + INSIGHT

SHOVWNEWS

Heli-Expo 2020.runs from January 27"-30" (2 month earlier than usual),
but with an advertising package from us, the return on your marketing dollars can be significantly enhanced.
Here’s how we plan‘to market YOU, and make the most of every dollar.

© SHOW MARKETING
Vertical and Insight branded-ads'on buses and digital billboards.
+ Heli-Expo Gold Sponsorship: the only magazine to ever be a sponsor.

9 REACH THE LARGEST HELICOPTER AUDIENCE OF THE YEAR
We have arranged a room drop to top show hotels. Vertical and Insight will be placed into the hands of your customers!
+ Publication bins strategically placed on the show:floorin highly.visible main aisle locations.

© MEDIA COVERAGE
Vertical has the largest team of editors, photographers and videographers on site for real-time reporting.

© eVTOL PANEL
Vertical will be sponsoring the Vertical Flight Society’s Electric VTOL Revolution panel,
helping drive the conversation around this emerging technology.

© sOoCIAL MEDIA
No one in the industry has more engagement on social media than Vertical.

O VERTICALMAG.COM
50,000+ expected unique visitors during the show 4 Your company spotlight will run onlinein our Digital Edition.

o VERTICAL DAILY NEWS
Vertical is the only media source to release a newsletter twice daily during Heli-Expo to'a list of over 32,000 subscribers.
4+ New subscribers are added daily during the show.

0 DIGITAL MAGAZINES
210,000+ expected unique readers for Insight, Vertical and Vertical 911 combined.

-

Confirm your Insight Show Submit your show-related press Confirm your Vertical display and
News ad placement by releases for Insight Show News by Marketplace ad placement by

DON’T MISS YOUR CHANCE TO BE PART OF IT. CONTACT US!

FOR INSIGHT PRESS RELEASES: FOR INSIGHT ADS & STORIES: FOR VERTICAL & INSIGHT ADS: FOR VERTICAL MARKETPLCE:
Dayna Fedy, Associate Editor Linda Reyno, Co-Publisher Derek Kast, Associate Publisher Carla McKay, Marketplace Sales
= dayna@mhmpub.com = linda@mhmpub.com X derek@mhmpub.com = carla@mhmpub.com




COLUMN

Inhabitants of the little town of Malad City,
Idaho, live with a mysterious booming noise
that comes and goes in the rolling hills
south of town. When our Bell Huey logging
operation moved into Oneida County, we
sought out the property owner of our timber
lease to explain the strange phenomenon.

It turns out there are ancient underground
geysers in this geologically active region
of the state, which vent tremendous jets
of steam at unpredictable times. Anyone
within a mile or two would be forgiven for
mistaking such events as dynamite blasts.

Back at the job site, our customer was
a good-natured rancher, but said he had
stipulations about using his road. His terms
specified that we take care in using the half-
mile common easement up the hill to the
log landing — a dirt road that the rancher
said turned to goo in the event of rain. My
mechanic must have forgotten about that
the night he got stuck; he wasn’t what you’'d
call a “listener.”

An unscheduled shower struck after | flew
in the last load of logs, but the helicopter
landing was a mile down the hill, so | didn’t
have to deal with the muddy road. Unknown
to us, my mechanic (a hotheaded young
fellow known to many as “The Menace”)
attempted to drive the company’s one-
ton service van down that road later that
evening.

The Menace hit a stretch of greasy road
that tilted left and, not having four-wheel
drive, the service van slid off the road and
into a ditch. Having no phone in the van
to call for help, The Menace got mad and
hunkered down for a long, cold night.

Our mechanic was a highly independent
sort who didn’t have anyone who would
notice if he didn’t make it “home” of an
evening. No wife, no girlfriend, poor rapport
with his pilot — no one to miss him. He had
gotten stuck less than a mile from an inhab-
ited farmhouse, where most people would
have walked to ask for help. But, no.

When our logging crew met at the bottom
of the hill the next sunrise, we noted the
white service van not far up the hill, off in
the ditch. No one had seen my mechanic,
not until he came roaring up in his knobby-tired
four-wheel-drive truck — headed back up
the hill toward the van!

Nena Wilkins, the woman who helped
supervise the logging lease with the polite

JUSTICE IN THE IDAHO MUD

rancher, was with us when The Menace
went tearing up the rancher’s road, flinging
mud like all get-out. She was a professional
logger who oversaw the log landing and
was known to take charge when something
went wrong.

Nena had forbid driving any rigs up the
rancher’s road once we left the pavement
that morning; it was obvious to most people
that the road was unusable. But The Men-
ace had spent a long, uncomfortable night
in the service van and was beyond stopping
to converse with anyone who had slept in a
nice, warm bed. He was going to go get his
precious tools and that was that.

Unhappy that no one had come looking
for him, the angry Menace had thumbed an
early-morning ride back to the campground
to retrieve his truck. He then churned back
up the hill, determined to secure his tools
from the marooned van.

He charged up the hill on the rancher’s
gooey road, countless biscuits of mud flying
around like frogs on a hot stovetop. Nena,

a woman known to slash off her own hair
with a dull kitchen knife, stood in disbelief at
what The Menace was doing to the road.

| could sense Nena starting to inflate. The
self-appointed “Chewer of Asses” for our

logging operation was more than ready
when The Menace stopped — probably to
complain about what a crappy night he had
and whine about not having a four-wheel-
drive service vehicle with a satellite phone.

Nena snapped. The Menace never had a
chance to get a word in. Her assessment of
the situation that muddy morning was not
something | can reproduce on paper.

Observers of this exchange might have
been reminded of the old Sgt. Bilko TV
show, where actor Phil Silvers chewed
butt frequently and efficiently. Visions of
Gunnery Sergeant Hartman, played by R.
Lee Ermey in Full Metal Jacket, also came
to mind. That Marine could really sink his
teeth in and thrash. But bless his soul,
he couldn’t hold a candle to Nena, “The
De-nutter.”

On that boggy morning in June, Nena
met The Menace head-on. She screamed
acid-laced obscenities, expectorating and
thrashing her extremities, silencing The
Menace’s lame excuses and the nearby
booming hills for a moment. The Menace
retreated to his camper where he stayed
until the rancher’s road dried up, and the
booming in the hills resumed. Q
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IT’S TIME FOR A DIGITAL UPGRADE TO
YOUR BELL 407

With a new Bell 407 G1000 NXi Retrofit Kit, converting original analog displays to a glass cockpit
featuring the latest technology provides state-of-the-art instrumentation, reduced pilot exertion, and an
improved aircraft.

e Completely new avionics e FEasier-to-read digital displays for reduced
(Dual NAV/COMM/WAAS GPS, ADAHRS) pilot fatigue
e G1000 NXi Integrated Flight Deck ¢ Improved dependability, accuracy,

e On glass engine instrumentation replacing and situational awareness

Litton engine instruments

Contact your sales representative for more information at 800-251-7094

Aeronautical
.Q-'/%Accsssanlssw

A Bell Brand



GO ABOVE AND
BEYOND FLIGHT




