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Demand Drives Bizav Recovery, but Not Everywhere

Charles Alcock

- usiness aviation flight
activity has seen a

welcome resurgence in
- recent weeks, with positive
trends being most evident in areas
where demand for trips has been
bolstered by the Northern
Hemisphere summer season,
according to the latest Global Market
Tracker produced by aviation data
specialist WingX. Throughout July
and into the first few days of August,

92

activity levels were just 18 percent
below where they had been during
the same period of 2019, with more
than 23,000 business aircraft

operating some 500,000 flight hours.

The European market, which
historically has always counted on
higher demand during the peak
summer period, saw activity levels at
89 percent of the same time last year.
By the end of July, WingX’s seven-
day rolling average recorded more

than 2,200 sectors, compared to 1,800
at the start of the month and just 452
during the most severe Covid-19
restrictions in April. Travel associated
with events such as the Hungarian
and British Grand Prix car races
contributed to the stronger demand.
The recovery trend has not been

consistent around the world, with U.S.

activity levels declining in recent
weeks, apparently in response to
concerns over rising Covid infection
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rates in some states. One month ago, flight hours were within 15
percent of 2019 levels, but these have now dipped to more than 20
percent behind pre-Covid rates.

Some states—including New York, New Jersey, and Illinois—
are still seeing flight hour totals around 30 percent below 2019
levels, while California and Texas have been 20 percent below
par. By contrast, flights in and out of Colorado and Arizona have
been at least 5 percent above the same period last year.

Beyond the U.S. and Europe, business aviation traffic trends
have been far more variable. According to WingX, the African
market “remains in the doldrums,” while Asia has remained at
around 20 percent below 2019 levels, Oceania has kept within
5 percent and South America is “keeping its head above water.”
Closer analysis of the data from around the world shows traffic
down overall across the Middle East, but with the United Arab
Emirates recording strong growth. Similarly, Brazil and Colombia
have achieved growth that is out of step with decline across the
rest of the continent. Activity in and out of China has been around
85 percent of 2019 levels, while Australia and New Zealand
recorded flight hour recoveries in recent months only to see this
erode in recent weeks.

Back in Europe, flight activity for Germany, Austria,
Switzerland, Croatia, and Belgium has trended above levels seen
last year. Spain had shown evidence of recovery in early July,
only to fall back more recently in the wake of a Covid resurgence.
Turkey, Russia, and the Netherlands have all achieved “robust”
recovery, while in the UK, Italy, and Greece this trend has been
more gradual.

“The mid-summer comeback in business jet activity has been
weaker than anticipated due to the stop-start lockdowns in the
U.S.,” commented WingX managing director Richard Koe. “In
particular, the East Coast is still in a slump and in Florida, the
recovery engine so far, it is now spluttering.”

WingX says it will watch to see if vacation travel demand
in Europe continues to boost the private charter sector, while
expectations in the U.S. market during August remain muted. “The
missing piece is the corporate market, and we will have to wait
until the autumn to see how the business traveler adapts,” Koe
concluded.

Generally speaking, lighter aircraft have continued to be less
impacted by the Covid-led downturn than larger jets. Heavy and
ultra-long-range jets have seen demand at, respectively, 30 and 35
percent below 2019 levels. Meanwhile, very light jet traffic has been
at around 95 percent of hours logged in the same period last year.

(From AIN)
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are thefCosts of Biz
David ndham

A most urban areas,
. Wi-Fi is second only
to oxygen as being

expected for free.
These days, commuter buses and rail
services offer it — mostly at no cost
— to fare-paying passenger. Bars,
. coffee shops and restaurants also
provide it along with water and
breadsticks.

In a fixed location, provision of

Wi-Fi is relatively inexpensive. For
slow-moving vehicles, as long as

they’re operating in more populated

Cabin C l

areas Wi-Fi is also affordable. All
of these options use cellular towers
to send and receive the signals, and
a small transmitter (or several) to
disperse the signal.

Where Wi-Fi is concerned,
aircraft complicate matters.
Nevertheless, today’s passengers
expect Wi-Fi on the airplane in the
same way they receive it on the
commuter rail.

In North America, many of the
airlines have a Wi- Fi provision,
ranging from free of charge up to

$20 for a day pass. These use Air-To-
Ground (ATG) systems (such as the
ubiquitous GoGo systems), which use

cellular towers located across much
of North America, and switching
technologies that allow for smooth
and continuous signals.

Personal and business aircraft
have similar ATG options that,
thanks to growing technology, are
smaller and lighter in weight than the
systems available a few years ago.
ATG systems are primarily limited to |
North America.

Business jets travelling
internationally have for many years
communicated globally using satellite
phones. While there are several
different types of satellite systems
with varying coverages, there are
ultimately few places on the planet
where a signal cannot be received
— even on polar routes. Satellite
systems that offer HD, streaming, and
broadband are available.

As we’ll discuss, costs vary
between ‘costly’, going to ‘well
beyond expensive’. (Of course, the
costs you pay are all relative to the
business sense for the system you use.)
So, what are the main factors in the
cabin connectivity puzzle that will
help you choose the right amount of
connectivity for your needs?

Following are some of the key
pieces...

Size: Powerful satellite-based
systems weigh much more than an
ATG system. What fits on an Ultra-
Long-Range business jet will not fit
on a Turboprop or Light Jet.

Duration: How long are
the flights you’ll be making? A
30-minute hop in a smaller Turboprop
will not need the same system as
flights lasting two hours. Short trips
typically require some basic text and
email capability. Longer trips (i.e.
transcontinental and oceanic) require/
use much more data of any kind.

Who: This consideration
includes both flight crew and
passengers. The more people
needing to use the system, the more
throughput (data volume per second)
will be needed. Think of the data
like water at home. One person
washing their hands needs only a low
flow/volume of water. Three people

showering while the lawn is being
watered need high flow/volume. Four
passengers versus eight passengers
plus crew will have different
requirements to deliver the same
performance.

What: In terms of throughput
capacity, it is roughly ordered by text,
email, browsing, calls, and live video
streams. What are the data needs of
your passengers? A corporate shuttle
may need strong email and some
browsing capacity. A family flying for
several hours with children may want
to stream a couple of movies, or even
live video games.

What is the Cost of Business
Aircraft Connectivity?

Installation costs vary by system
and by aircraft model. The antennas
mount externally with connections,
wiring and routers being internal.
Different aircraft models present
different challenges in antenna
placement, as well as how and where
wiring can be installed.

In Large Cabin Jets especially,
interior configurations not only
dictate where equipment can be
installed, but also signal strengths.
The following costs are, therefore,
approximate:

Basic ATG systems (for
Turboprops and Light Jets, for
example) can run between $100k-150k
installed. These give you text, email,
browsing and some voice capacity for
four people.

Upgrading to a more powerful
ATG can cost approximately $200k
installed, but provides greater speeds
and allows for video streaming.

Satellite-based systems
vary even more, but plan on
spending $650,000, or more, for

HRER TN

the installation. Data costs are also
extremely variable and are based on
how much data is consumed, along
with the connection speed.

Plan on up to $1,000 per
month for basic ATG (less when
flying infrequently or on short legs).

ATG data fees for the higher
speeds with a lot of use can run to
$50,000 to $60,000 per year.

Satellite systems that have
High Definition, streaming and
broadband can run as high as that
monthly.

Charter operators that charge
the user for the data need to let
passengers know what the costs are
in terms the passengers understand.
As an example, $6.95/Mb is less
understood than $100 for a 30-
minute television show.

Moreover, not every flight will
need the maximum data and speed
capability available. Connectivity
providers today offer options that
reduce (throttle) the data stream
when usage is low. Satellite providers
monitor their satellites and air traffic,
and can communicate with the crew
in advance of flying into areas with
poor coverage or high density use so
they can warn passengers to reduce
their usage while flying in those area.

One last consideration is data
security. If your company is working
on truly secret data, the connection
needs to be secure from airplane, to
satellite, to ground server, to your
corporate server.

You can expect Enterprise- or
even Government-Certified levels of
security to add both cost and the need
for skilled IT management.

(From AvBuyer)
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ooking back over the past
several months, it is
readily apparent that we
are currently navigating
through unknown skies. In January
and February, preowned business jet
transactions—a good bellwether for
the health of the business and general
aviation sector—were actually doing
reasonably well. The volume of retail
sales and leases to end-user customers
was up about 4 percent globally in
the first two months of 2020 over last

year, according to JetNet databases.

In the first-quarter JetNet iQ Survey,

the sentiment of the business aircraft
owner/operator community improved
for the first time in seven quarters, up
more than 9 percentage points from
the fourth quarter. All was well.

On June 8, the U.S. National
Bureau of Economic Research (NBER)
announced what everyone already
knew: that February 2020 was a peak
in activity and the longest economic
expansion in U.S. history going back

to pre-U.S. Civil War days—a record
128 consecutive months—had come to
a shattering halt. In an unprecedented
development, NBER officials
pronounced the arrival of the Covid-19
recession in the middle of the second
quarter, not bothering to wait until all
of the numbers came in to verify that
two consecutive quarters of decline had
in fact occurred. All was not so well.
There is nothing “usual” about
the recession, nor the Covid-19 Black
Swan. Workplace disruptions, work-

from-home arrangements, employee
furloughs, and involuntary reductions
in force (IRIF) are today the norm,
with immeasurable impacts on
productivity, costs, and customer
service levels. Within the aerospace
community, the sudden double
whammy of lower customer demand
and disrupted supply chains has

been wreaking havoc on company
financials, the details of which are
only now coming into the sharp

light of day with the second-quarter
earnings weeks upon us. All eyes and
ears on earnings report-outs.

For all sectors of civil aviation,
from the commercial passenger and
cargo carriers to business and general
aviation (B&GA) aircraft, a healthy
world economy and wide-open
borders are vital to a return to growth.

Unfortunately, country
forecasts where the vast majority
of B&GA aircraft are based now
suggest that GDP will shrink by 5
to 10 percent on average in 2020—

a staggering development in stark
contrast to the generally positive
outlook just five months ago. This
week, the chief economist of a

major U.S. bank indicated that he
expected it to be at least two years
before the U.S. GDP would recover to
pre-Covid levels.

With pervasive quarantining and
other border restrictions, international
flying has been especially curtailed
since mid-March, placing large-
cabin, long-range aircraft in the
unusual position of being behind the
industry’s flight operations recovery
curve. This sector of the market
famously declined to participate in
the sharp industry downturn post-
2008 global financial crisis, fueling

a long, steady recovery that extended
into early 2020.

While recovery in overall
business aircraft utilization levels is
indeed heartening, much of this flying
is for personal/leisure purposes. A
fuller recovery—with HNWIs and
corporate executives traveling for the
purposes of conducting business (i.e.
business reasons)—so far seems to be
about as elusive as The Holy Grail.
This extends, of course, from people
getting aboard a business aircraft to
people boarding a commercial airliner.

With now-countless industry
conferences, airshows, and face-to-
face meetings relegated to the Zoom
box on our desks, we suspect that it
will be quite some time before many
people will again feel comfortable
getting into a commercial airport
environment and aboard an aluminum
tube with 150 or more people in
tight proximity. We fully expect
that the recovery of the commercial
air carrier industry will take longer
than business aviation, with intense
pressures to downsize and consolidate
affecting service levels and pricing
for the foreseeable future.

With phones ringing and
turbines twirling, many Part 135
operators of business aircraft are well
positioned to grow their businesses
and experiment with new business
models to broaden their appeal to a
wider community of customers, even
if to serve only a portion of their
overall travel needs.

The constant challenge is in
managing customer expectations about
pricing, and the number of family
members (both human and canine)
and associated paraphernalia that can
be squeezed into a Learjet 35 for that
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flight from an old Long Island air
base to the paradise of Palm Beach,
Florida. But JetBlue, Delta, and others
offering low New York-Florida fares
and frequent flyer miles will be well
positioned to ultimately win some of
their loyalty back over time.

Good news is that U.

S. consumers—and the business
aircraft owner/operator community—
were in relatively good shape at the
beginning of the recession, with
relatively low debt and good access
to low-cost credit. The U.S. and other
governments moved quickly and
decisively to introduce safety-net and
life-support measures to backstop
their economies, and seem ready

to do more as needed to kick-start
recoveries.

Although some of the more
traditional sectors like store-front
retailers have suffered in the Covid-19
period, online shopping remains all
the rage, accelerating a transition
that had been already underway
in the sector. As usual, business
aviation customers like Jeff Bezos,
Bill Gates, and Elon Musk were well
ahead of this trend, positioning their
businesses for unprecedented success
in today’s and tomorrow’s markets.

While the economic slump might
have already ended after the second
quarter, the potential for a double-
dip U.S. recession is real. While
some might prefer to call such a
recovery W-shaped, the semantics are
unimportant in the face of a massive
amount of uncertainty facing the U.
S. economy in the second half of this
year.

This is already a year to
remember—or should we say forget?

(From AIN)
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for aircraft manufacturers getting their new
designs certified is a more immediate issue.
In this regard, how EMS operations are
categorized by regulators is a significant
consideration.

Jump Aero maintains that its aircraft
will be flown by a first responder and will be
able to land on a city street to provide quick
assistance to injured or sick people. Initially,
it will operate purely under VFR rules.

According to Jump Aero co-founder
and business development lead Katerina
Barilov, there are around 3.4 million
time-critical emergencies in the U.S. and
survival rates directly correlate to the time
it takes for patients to receive first aid. “The
average response time is eight minutes and
eVTOLs could halve this and so would have
a avery quick impact [on the effectiveness of

EMS operations],” she said.

The company will argue that the EMS

ban Air Mobility

use of its aircraft will not be on a commercial

basis. Barilov said its research indicates that
EMS organizations already employ significant

numbers of personnel holding private pilot

B mirstﬁe yonse Co
. EChar Mcock

B could be used in much the same way that

licenses or people who are willing and able to
learn to operate the aircraft. It said eVTOLSs

some first responders use motorbikes today,

Emergency medical heard from startup Jump Aero, which Waulff said building support albeit much faster with speeds of up to 200

service (EMS) providers is developing an eVTOL specifically for EMS applications with public
officials will be helped by the fact

that they have the potential to aid

mph. Jump Aero also is considering a two-seat
could benefit as early
adopters of eVTOL

aircraft, according to experts

for use by first responders.

According to Yolanka Wulff, co-
executive director of the Community
Air Mobility Initiative, EMS missions
using eVTOLs will generally not

version of the aircraft.Meanwhile, EHang last
week revealed the 216F firefighting version of
its two-seat 216 AAV. The company said the

.. autonomous aircraft could be deployed within

the wider community. “It has a

speaking in an NBAA webinar on clear public benefit,” she stated.

July 31. This type of application, they “Everybody understands when a * aradius of around three miles to provide an

argued, could also help to build need as much new infrastructure medevac helicopter flies overhead that " initial response to building fires before fire

public acceptance of the new as applications such as air taxi there is a public benefit.” So while = crews can reach the scene in trucks.

technology, especially for urban air services. In her view, new airspace she believes more complex eVTOL The aircraft would be able to carry

mobility operations. infrastructure is probably more of applications could take another 10 or = almost 570 gallons of fire-suppressing

The event was held on the same a challenge overall than ground more years to get established, EMS foam and six fire-extinguishing “bombs.”

day that China’s EHang announced infrastructure, and she urged the could “come much more quickly.” Operating at altitudes of almost 2,000 feet,
plans to use its 216 Autonomous
Aerial Vehicle (AAV) for fire-

fighting. Webinar attendees also

industry to try to enlist the support of While all speakers "~ the 216F would use a camera to identify the

state and local officials in pushing for  acknowledged the infrastructure % Jocation of the fire before deploying a laser-

progress on this front. challenges facing eVTOL pioneers,

aiming device to deploy the fire-fighting
materials.

According to EHang, the aircraft
will be especially well suited to dealing
with fires in high-rise buildings. It is
unclear when the AAV will achieve
type certification, but the Civil Aviation
Administration of China has granted
the company significant flexibility in
conducting trial operations of various
applications, including sightseeing trips
and providing support for medical teams
dealing with the Covid-19 pandemic.

EHang appears to have reached
an agreement for the fire service in the -
Chinese city of Yunfu to start using the
216F. In a press release announcing the
new model, local fire chief Weigiang Chen
made the following statement: “Firefighting
and rescue is a race against death. By
taking advantage of the rapid response
and centralized management of the EHang
AAV platform, we can greatly improve the
effectiveness of our efforts.”

Jaunt Air Mobility has plans for an
emergency medical version of its eVTOL
family. The Jaunt Jambulance is being
developed in tandem with the Jaunt Journey
air taxi, the Jaunt Joust (for military missions)
and the Jaunt Geap (for package delivery).

The compound helicopter design

features both a main rotor and a fixed-wing
with propellers and is targetted to achieve
FAA Part 29 type certification by the end of
2025 (to be followed by autonomous versions
in 2029). U.S .-based Jaunt, which is one of
eight partners in the Uber Elevate urban

air mobility program, is partnered with
Honeywell (providing avionics, navigation

systems, electric propulsion system, and
connectivity systems), the Triumph Group
(engineering services) and BAE Systems
(energy management).5~

(From AIN)
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