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C anada’s airports do
more than facilitate
passenger flow; they

are vital economic engines
in communities across
Canada, say industry insid-
ers who urge that with the
right policy framework,
Canada’s airports could do
even more business. 

“Since they were
devolved to local commu-
nities, airports have
become tremendous eco-
nomic facilitators for those
communities,” says William
Restall, chairman of the
Canadian Airports Council
(CAC), and president and
CEO of Saskatoon John G.
Diefenbaker International
Airport. “Having local
boards and strong connec-
tions between airports and
municipalities has built a
shared sense of ownership
and a desire to build air-
ports into real community
assets.” 

Fostering economic
development is integral to
Aéroports de Montréal’s
(ADM) mission statement.
Statistics show the commit-
ment is a meaningful one. 

In 2009, ADM airport
facilities and businesses
activity at Montréal-
Trudeau and Montréal-
Mirabel international air-
ports generated 60,000
jobs — 31,600 of them
direct — and added $5.5

billion to the economy.  
Some of the benefits

stem from the airports as
transit hubs; in 2008, for-
eign visitors landing at
Montréal-Trudeau spent
$450 million in the city.
But ADM does much more
to drive economic activity,
says James Cherry, the air-
port authority’s president
and chief executive officer.

“There’s no question
that our airport sites are
economic engines quite
apart from the services
related to passenger travel
and cargo,” he says. “There
is also a lot of industrial
activity, with some 250 dif-
ferent businesses operating
on the sites. One of the
biggest elements is the aero-
space sector, with major
players such as Bombardier
and L-3 Communications.”

Airports do face chal-
lenges, however, including
tax regimes and regulations
that put Canadian airports
at a disadvantage with
respect to U.S. airports,
says Mr. Restall, noting that
as a result, “We can’t com-
pete with the Americans on
a cost basis.” 

Mr. Cherry says one
problem is the rent the fed-
eral government charges
airports — for ADM, a cost
of $30 million a year. “Fed-
eral rent, higher municipal
taxes, higher fuel excise

taxes — all of these revenue
hits are threatening our
competitiveness. By con-
trast, in the U.S., airports
are recognized as economic
engines.”

He says the lease model
in place since 1992 needs
to be reviewed in today’s
context. “Canada’s airports
are well run and well man-
aged, modern and effective.
The question is, are there
are even better ways for
this country to do things?
Nearly 20 years have
passed since the lease
model was formed. It’s the
right time to look at this.”

Vancouver offers an
example of the good things
that can come through sup-
portive policies.

“Our goal is to build
Vancouver International
Airport as a global gate-
way of choice, and the
recent B.C. provincial
announcement to elimi-
nate aviation fuel tax and
our own airline incentive
program will help us meet
this goal,” said Tony
Gugliotta, senior vice pres-
ident, Vancouver Airport
Authority. “As the gateway
grows, so too does our
local economy. Every new
daily international long-
haul flight into YVR gen-
erates between $5 million
and $8 million in wages
and contributes between
$8 million and $15 million
to B.C.’s gross domestic
product annually.”

This report was produced by RandallAnthony Communications Inc. (www.randallanthony.com) in conjunction with the advertising
department of The Globe and Mail. Richard Deacon, National Business Development Manager, rdeacon@globeandmail.com.

Rail service planned for Montréal-Trudeau 
Vancouver International might be Canada’s only air-
port with a direct rail connection to downtown, but
Aéroports de Montréal (ADM) has plans to change
that. Since 2000, the privately operated ADM has
invested $1.5 billion transforming Montréal-
Trudeau International into a world-class airport.
Earlier this year, ADM unveiled its $600-million
Aérotrain project, an initiative designed to enhance
passenger flow and business in the city.

To make the project a reality, ADM is seeking
support from private investors as well as the Que-
bec and federal governments.

“This service will make the city a more attrac-
tive tourist and business destination and help gen-
erate even more revenue for Montreal,” says ADM
president and chief executive officer James Cherry.

The Aérotrain is expected to add to Montréal-
Trudeau’s other advantages including its strategic
location and operational efficiencies, boosting its
potential to act as a pivotal hub between North
America and Europe, the Middle East and Africa.

ADM’s goal is to see the Aérotrain operational by
2016. ADM’s estimates suggest the service would
draw some 2.3 million passengers per year at the
outset and surpass 3.5 million passengers by 2020. 

update

online? Visit www.aiac.ca for more information.

With right support Canada's airports could be even
greater engines of economic growth, say proponents

Canada’s strengths in aerospace, airport management and business aviation are enviable.
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C anada has built one
of the world’s largest
aerospace industries,

spawning some 400 firms
with a presence in every
province in the country.
Beyond the near 80,000
jobs the industry employs,
it has aligned itself with a
number of post-secondary
institutions, and with more
than a billion dollars invest-
ed every year, is one of the
largest contributors to
Canadian R&D activities.    

It is an industry that has
generated considerable eco-
nomic benefit, with more
than $22 billion in annual
revenues and usually
around 80 per cent of its
output exported, greatly
enhancing the country’s
balance of trade. And
what’s particularly encour-
aging is that this is a rapidly
growing industry. After
weathering a market down-
turn, global demand for air-
craft is growing at an accel-
erated pace.  Over the next
20 years, this demand will
represent a market oppor-
tunity of an estimated three
trillion dollars. But as com-
petitive as our industry has
been, a number of new
players and countries also
desire a piece of this strate-
gically important business.

Not surprisingly, China
is looking to expand its
presence in the industry.
Already one of the world’s
largest aerospace cus-
tomers, that country is

looking to establish a pres-
ence in all parts of the busi-
ness, including those that
Canadian firms have histor-
ically excelled at. China’s
current Five Year Plan pri-
oritizes the development of
commercial aircraft and it
will roll out its first indige-
nously developed commer-
cial aircraft. China is also
increasing its ability to pro-
duce components for West-
ern aircraft firms such, as
Boeing, Airbus and Bom-
bardier. But it’s not just
China that wants (and is
getting) in – several other
countries in the Asia-Pacific
region, the UAE and Latin
America are bolstering
their presence in the indus-
try as well. 

While countries around
the world benefit from a
strong and continued gov-
ernment presence in the
industry, either directly
through ownership or indi-
rectly through procure-
ment, Canada has been
somewhat of an anomaly in
that regard. Although the
government of Canada has
been a great contributor to
the industry’s overall well-
being, the scale of govern-
ment investment in just
about every other country
we compete against places
our Canadian industry at a
competitive disadvantage.
Since 1997, the level of
Government R&D support
has been falling from
approximately 12 to 6 per

cent. A recent study by
Deloitte states that “An
R&D intensity of 6 per
cent is likely insufficient
for sustaining future
growth given that many of
Canada’s competitors are
investing in R&D at 10 to
15 per cent of sales.”
Despite this, the Canadian
industry has traditionally
punched above its weight
and is positioned to do so
into the future. We are a
country that has had out-
standing aerospace innova-
tors, good R&D partner-
ships and the extraordi-
nary talent of a highly
skilled workforce. 

It will take more than
marvelling at our extraordi-
nary past successes, though,
to remain as competitive in
the future. Beyond the rise
of new players and coun-
tries, the industry is facing a
potential skills shortage due
to an aging workforce, new
environmental regulations
that increase costs and a ris-
ing Canadian dollar, mak-
ing our exports less attrac-
tive to global buyers.  

To succeed in an
increasingly competitive
world market, the Canadi-
an aerospace industry will
need to adapt through spe-
cialization and technology
innovation or a combina-
tion of the two. It will also
require a strong partnership
with governments in Cana-
da that recognize and sup-
port the full potential of this
valuable high-tech industry
and the enormous opportu-
nities for high-value jobs
we are creating across the
country now and for the
future.  
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Specialization and technology
innovation key to Canada’s
aerospace future

Aéroports deMontréal president and CEO James Cherry is
among the airport executives who say that improved tax
regimes and policy frameworks would help Canada’s air-
ports boost their international competitiveness and deliver
even greater value to Canadian communities. In 2009, ADM
alone added $5 billion to the economy. PHOTO: SUPPLIED

WHERE MONTRÉAL MEETS THE WORLD

meet
innovations

Where
operations

When it comes to airport management, Aéroports de Montréal has taken operational
efficiency and traveller experience to a whole new level, in three key areas:

Infrastructure: our recent completion – on time and on budget – of a 10-year,
$1.5-billion expansion and modernization project, was entirely managed in-house
without compromising airline operations or passenger services

New Technologies: our recent introduction of state-of-the-art innovations like
a sophisticated baggage-handling system that enhances both security and expediency,
and self-service kiosks for more efficient security and customs clearances

Commercial Development: a full range of conveniently-placed customized shops,
restaurants and other services

These are just some of the ways we’re successfully meeting today’s challenges in order
to develop the airport of tomorrow. To get the whole story, visit www.admtl.com.

Specialization and technology
innovation key to Canada’s
aerospace future 

Aéroports de Montréal president and CEO James Cherry is
among the airport executives who say that improved tax
regimes and policy frameworks would help Canada’s air-
ports boost their international competitiveness and deliver
even greater value to Canadian communities. In 2009, ADM
alone added $5 billion to the economy.  PHOTO: SUPPLIED
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Yet, industry insiders believe Canada could fly even higher in the aviation world.

B usiness aviation
might have been
slow to take off in

Canada, compared to other
industrialized nations, but
that hasn’t stopped Montre-
al’s Starlink Aviation from
thriving on a diverse model
that keeps its domestic and
international customer base
growing.    

Among the latest signs
of its upward mobility, on
October 19 Starlink
announced a new deal with
Signature Flight Support
Corporation – one of the
world’s largest providers of
fixed base operation (FBO)
services – making Starlink
part of Signature’s impres-
sive global support network. 

What began as a small
charter airline in 1982,
Starlink has grown by leaps
since Montreal business-
man Gilles Bruneau
bought the company in
1991. In the early 2000s,
Starlink’s controlling share-
holders, who include the
iconic de Gaspé Beaubien
clan of Telemedia fame, set
out to make Starlink a pre-
mier provider of business

aviation services. In 2006,
the company hired presi-
dent and CEO Glen Lynch
to make it happen.

The company has since
blossomed; its revenues
derived from diverse
streams including private
aircraft management and
charter services to 24/7
maintenance, repair and
operations support. “We
operate an integrated busi-
ness aviation model from
one of the most modern
facilities of its kind in
Canada,” says Mr. Lynch.

At its base at Montréal-
Trudeau International Air-
port, which now includes a
gleaming, 88,000-square-
foot hangar and modern
front office, Starlink
employs over 120 workers.
In its hangar, skilled
mechanics and support
staff fuss over Starlink’s 20
turboprop and jet aircraft
as well as various private
planes including Hawker
and Embraer jets, for
which Starlink is as an
authorized service centre.

“We are approved by
the Canadian, U.S., EU

and Venezuelan govern-
ments and authorized to
work on 29 types of air-
craft,” says Mr. Lynch, sur-
veying the carefully posi-
tioned planes from his
office overlooking the
facility. Starlink’s client
base spans local, private
owners to corporate clients
from across Canada and
as far away as South
America and Russia.

While Mr. Lynch
acknowledges that the eco-
nomic downturn posed its
challenges for business
aviation – due in part to
critics who slam it as a
symbol of largesse – he
says Starlink’s customers
choose the transport mode
for its inherent efficiency,
security, flexibility and
cost-effectiveness. 

“Business aviation
enables corporations and
individuals to compete
globally and serve their
customers. It gives users a
competitive advantage.”  

Noting that business
aviation is “all about effi-
ciency and connectivity,”
he says, “It’s critical that
business aviation offers a
total transport solution.”

Enter Starlink’s new
licensing arrangement
with Signature. “Ten per
cent of all business aircraft
reside at a Signature site.
Their customers can
access that global network
– in Hong Kong, Paris,
Sao Paulo – you name it.
And now Montreal, too.
As a Signature site, we
provide that seamless con-
nectivity.”

Well-connected and
well-managed Starlink
appears intent on proving
that in business aviation,
even the sky isn’t limiting.

PROFILE

Despite headwinds, Montreal’s
Starlink Aviation prospects
climbing ever skyward

T he official unveiling
on October 18 of two
new additions to

Bombardier Aerospace’s
Global family of business
jets sent a strong signal of
the company’s confidence
in the future of the business
aviation market. 

Canadian Business Avi-
ation Association president
and CEO Sam Barone says
that companies pursuing
international and global
strategies are driving
demand for long-range
business aircraft for travel
to destinations such as the
U.S., the EU, South Ameri-
ca, the Middle East and
China.

Bob Horner, senior
vice-president, sales, Bom-
bardier Business Aircraft,
says the introduction of the
Global 7000 and Global
8000 aircraft reaffirms the
company’s leadership posi-
tion in business aviation.

“Bombardier is the only
manufacturer that covers
the large, ultra-long-range
category with four aircraft
models,” says Mr. Horner.

Bombardier introduced
the Global aircraft platform
in 1996 to tap into growing
demand for business avia-
tion. The two new models
expand the range to meet
what the company believes
will be a continuing upward
trend in the industry, partic-
ularly in the long-range,
large-cabin aircraft category.

Mr. Horner says Bom-
bardier already has 400 of
its existing Global family
products – the Global
Express XRS and the
Global 5000 – in service or
in production.

“Customers and poten-
tial customers told us that
they also wanted aircraft
with additional range, a
larger cabin size, greater
fuel efficiency and fewer
emissions,” he says. “We

listened to that feedback
and the result is these two
new additions to the Global
family.”

The 10-passenger Glob-
al 7000, scheduled to go
into service in 2016, will
have a range 13,520 km,
which translates into non-
stop travel from London to
Singapore, New York to
Dubai or Beijing to Wash-
ington.

With a range of 14,631

km, the eight-passenger
Global 8000 will be able to
fly farther non-stop than
any other business jet cur-
rently available. Entry into
service is scheduled for
2017.

Mr. Horner says the
optimized aerodynamic
design of the aircraft and
the use of next generation
General Electric GE TechX
16,500-lb-thrust engines
will deliver significant effi-

ciency and emissions
advantages, including
reduced NOx emissions –
50 per cent below the
International Civil Aviation
Organization’s upcoming
Civil Aircraft Emissions
Protocol (CAEP-6) regula-
tions – and an eight per
cent better overall fuel-effi-
ciency target when com-
pared to the company’s
industry-leading Global
Express XRS aircraft.

Mr. Barone says busi-
ness aviation contributes to
productivity and efficiency
when time is tight, and
commercial flights do not
permit multi-site meetings
in one or two days away
from the office.

A large county like
Canada, with remote com-
munities that are difficult to
access, is particularly suited
to business aviation, which
is why the industry in
Canada is currently
healthy, says Mr. Barone.

“There is a direct link
between the state of corpo-
rate and business aviation
and the activities of Cana-
da’s key economic sectors –
including mining, oil and
gas and other resource sec-
tors, not to mention a sta-
ble banking and financial
system,” he says.

Mr. Barone says several
key trends are influencing
business aviation in Canada
and globally. Among them
is climate change, which he
says will drive technological
advances in both aircraft
and engine technology to
reduce the carbon foot-
prints of aircraft. As well,
access to airport infrastruc-
ture and airspace, particu-
larly surrounding large met-
ropolitan areas, is a factor
as are security and customs
issues, which are becoming
more complex, and regula-
tory issues, which are
increasing in scope.

Bombardier poised to capitalize on anticipated demand
for larger, longer-range business aircraft

aviation nation
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to destinations such as the
U.S., the EU, South Ameri-
ca, the Middle East and
China.

Bob Horner, senior
vice-president, sales, Bom-
bardier Business Aircraft,
says the introduction of the
Global 7000 and Global
8000 aircraft reaffirms the
company’s leadership posi-
tion in business aviation.

“Bombardier is the only
manufacturer that covers
the large, ultra-long-range
category with four aircraft
models,” says Mr. Horner.

Bombardier introduced
the Global aircraft platform
in 1996 to tap into growing
demand for business avia-
tion. The two new models
expand the range to meet
what the company believes
will be a continuing upward
trend in the industry, partic-
ularly in the long-range,
large-cabin aircraft category.

Mr. Horner says Bom-
bardier already has 400 of
its existing Global family
products – the Global
Express XRS and the
Global 5000 – in service or
in production.

“Customers and poten-
tial customers told us that
they also wanted aircraft
with additional range, a
larger cabin size, greater
fuel efficiency and fewer
emissions,” he says. “We

listened to that feedback
and the result is these two
new additions to the Global
family.”

The 10-passenger Glob-
al 7000, scheduled to go
into service in 2016, will
have a range 13,520 km,
which translates into non-
stop travel from London to
Singapore, New York to
Dubai or Beijing to Wash-
ington.

With a range of 14,631

km, the eight-passenger
Global 8000 will be able to
fly farther non-stop than
any other business jet cur-
rently available. Entry into
service is scheduled for
2017.

Mr. Horner says the
optimized aerodynamic
design of the aircraft and
the use of next generation
General Electric GE TechX
16,500-lb-thrust engines
will deliver significant effi-

ciency and emissions
advantages, including
reduced NOx emissions –
50 per cent below the
International Civil Aviation
Organization’s upcoming
Civil Aircraft Emissions
Protocol (CAEP-6) regula-
tions – and an eight per
cent better overall fuel-effi-
ciency target when com-
pared to the company’s
industry-leading Global
Express XRS aircraft.

Mr. Barone says busi-
ness aviation contributes to
productivity and efficiency
when time is tight, and
commercial flights do not
permit multi-site meetings
in one or two days away
from the office.

A large county like
Canada, with remote com-
munities that are difficult to
access, is particularly suited
to business aviation, which
is why the industry in
Canada is currently
healthy, says Mr. Barone.

“There is a direct link
between the state of corpo-
rate and business aviation
and the activities of Cana-
da’s key economic sectors –
including mining, oil and
gas and other resource sec-
tors, not to mention a sta-
ble banking and financial
system,” he says.

Mr. Barone says several
key trends are influencing
business aviation in Canada
and globally. Among them
is climate change, which he
says will drive technological
advances in both aircraft
and engine technology to
reduce the carbon foot-
prints of aircraft. As well,
access to airport infrastruc-
ture and airspace, particu-
larly surrounding large met-
ropolitan areas, is a factor
as are security and customs
issues, which are becoming
more complex, and regula-
tory issues, which are
increasing in scope.

Bombardier poised to capitalize on anticipated demand
for larger, longer-range business aircraft
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