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       A Word  from Editor

THERE SEEMS TO BE NO end to the worst ever 
crisis plaguing India’s airlines since the time the 
private carriers burst on the scene just five years 
ago and took the country’s aviation industry by 

storm. While the Federation of Indian Airlines through a 
strike call induced the government to come to the negotiating 
table, options before the latter appear extremely limited even 
in respect of its own airline Air India which is relatively much 
worse off. In any case, private airlines are clearly barking up 
the wrong tree as there is not even the remotest possibility 
of a government bailout package as there can be no justifica-
tion for squandering public funds to rescue floundering pri-
vate enterprises. Also, the states which are now accustomed 
to their coffers overflowing with revenue through high taxes 
on aviation turbine fuel (ATF) are unlikely to relent and lower 
tax rates on ATF. Like any other private business, therefore, 
private airlines must perform or perish. This, unfortunately, 
is the brutal fact and also the bottom line.

Evidently, airlines in the private sector need to recast 
their business models with enhanced focus on the low cost 
concept. In the cover story in this issue, writing from Goa, 
Joseph Noronha provides some insights into the dynamics 
of factors such as the size of the airline, capacity of the air-
craft and financial prosperity of the operator. Covering the 
Paris Air Show during its centenary year, Alan Peaford elo-
quently captures the mood in the industry which appears 
to be a mixture of hope, uncertain optimism and determi-
nation of the leading aircraft manufacturers of the world to 
confront the formidable challenges ahead.

Back home, our special correspondent writes on the 
Aviation Outlook India 2009 conference at Hyatt Regency 
in Mumbai to report a sense of realism and hope in the in-

dustry as also the imperative need to find ways to maximise 
revenue generation through a comprehensive and inte-
grated strategy not only for the airlines, but for the airports 
as well. Boeing and Bell, meanwhile, exude a high degree 
of confidence in the potential of the Indian market and see 
their prospects as reasonably bright.

In the wake of the rapid growth in the industry, the man-
agement of airlines are now confronted with the issue of 
Flight Duty Time Limit (FDTL) for pilots and cabin crew. 
Captain Ajit Agtey explains the nuances of the rules gov-
erning FDTL, the legal twists and the implications of viola-
tion of these rules on air safety. Writing from Hyderabad, Dr 
Mani Sishta elaborates on the advances made in medical 
care at airports and in flight. The level of training of cabin 
crew in handling the on board sophisticated medical equip-
ment in a medical emergency, however, remains a grey area. 
On the subject of general aviation, Joseph Noronha reveals 
how easy it is for a motivated individual to jump into the 
cockpit of a Light Sports Aircraft and pilot it himself, with 
some training, of course! Though common in the US, a be-
ginning has been made in India with the microlight aircraft 
gaining popularity.

Happy landings!

B.K. Pandey 

Editor



Earlier, Buffet had admitted it was 
one of his few indulgences. Subse-
quently, what elevated the business jet 
from a luxury toy to what is increas-
ingly seen as a vital corporate tool? In 
the US, hundreds of Fortune 500 com-
panies now flaunt their own aircraft, 
with companies arguing that this vital 
conveyance saves time and boosts pro-
ductivity. A recent CNN report quotedNewsBriefs
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: AIRLINE  
FINANCE

Airlines worldwide face losses
According to the Interna-
tional Air Transport Association 
(IATA), a loss of $9 billion (Rs 
45,000 crore) is projected this 
year even as airlines worldwide 
sustained losses of more than 
$10 billion (Rs 50,000 crore) 
last year. More than 100 civil 
aviation senior officials from 
over 40 countries and regions 
gathered at the Third World Civil 
Aviation Chief Executives Forum 
in Singapore to discuss the 
challenges that the civil aviation 
industry faces today. Raymond 
Lim, Singapore’s Minister for 
Transport and Second Minister 
for Foreign Affairs said in his key-
note address that the IATA pro-
jected that the global air cargo 
demand is expected to decline 
by 17 per cent in 2009, while 
passenger demand is expected 
to contract by 8 per cent to 2.06 
billion travellers compared with 
2.24 billion in 2008. According 
to Lim, the aviation system is 
challenged by further concerns, 
such as aviation’s impact on the 
environment and the effect of 
the spread of the A/H1N1 virus 
on air travel.

Japan Airlines posts loss

Japan Airlines ( JAL) posted a $1 
billion (Rs 5,000 crore) loss in 
the quarter April to June 2009, 
larger than its loss for all of last 
year, as ticket sales suffered 
due to the weak economy and 
swine flu. Asia’s biggest airline 
said its sales fell 32 percent. JAL, 
which is in the midst of a mas-
sive restructuring, said income 
fell across both domestic and 
international routes and the 
loss came despite lower outlays 
for fuel and wages. However, 
income from fuel surcharges 
during the period was lower 
adding to the loss.

Jet downsizing in phases

In order to tide over the down-
turn in the airline industry, Jet 
Airways is downsizing staff 
from 12,000 to below 10,000 in 
a phased manner. Recently, 50 
employees were laid off. Earlier 
this year, Jet reduced salaries by 
10 to 25 per cent across all cat-
egories of staff. Jet reported a Rs 
225 crore loss in the first quarter 
of the current financial year, 
even as the domestic airline 
industry mounted up a loss of 
over Rs 10,000 crore in the past 
one year. Jet Airways currently 
has an aircraft to employee ratio 
of 1:145 which it wants to scale 
down quite sharply by rational-
ising manpower across depart-
ments. The airline claimed that 
such reorganisation became 
necessary since greater propor-
tion of ticket are sold through 
the web reducing the require-
ment for staff. 

Dues to oil companies 
by India’s carriers
Minister for Petroleum and 
Natural Gas Murli Deora in-
formed the Lok Sabha that India’s 
domestic airlines Kingfisher 
Airlines, Jet Airways, National 
Aviation Company of India Ltd 
(Air India), Paramount Airways 
and SpiceJet still owe a whopping 
Rs 2,225 crore to state-owned 
oil marketing companies Indian 
Oil Corporation, Hindustan Petro-
leum Corporation and Bharat 
Petroleum Corporation. Bulk of 
the outstanding liability is from 
the three legacy carriers—Air 
India, Jet Airways and Kingfisher 
Airlines. Paramount Airways had 
to pay Rs 25.82 crore and SpiceJet 
owed Rs 16.24 crore. From the 
beginning of this calendar year, 
these three carriers have reduced 
their dues from Rs 3,608.20 crore 
to Rs 2,183.46 crore by the end 
of May. Air India has reduced it’s 
outstanding amount by almost 

64 per cent, Jet by 40 per cent. 
Financially strapped Kingfisher 
Airlines was put on a “cash and 
carry” basis by Indian Oil.

: REGULATORY 
AFFAIRS 

FAA inspection in August
Recently expressed concerns that 
India may be downgraded to a 
Category-2 country by the US 
Federal Aviation Administration 
(FAA) appear to have been put to 
rest, judging by assurances pro-
vided by the Airports Authority of 
India Chairman, V.P. Agrawal. ‘’A 
final inspection by FAA will take 
place in August, but there will be 
no downgrading,’’ he said. Under 
a Category-2 status, air services 
between the two countries would 
have been severely limited. An 
International Civil Aviation 
Organisation (ICAO) report had 
earlier pointed out lacunae in the 
country’s aviation safety. An ICAO 
audit of India, conducted in Octo-
ber 2006, came up with deficien-
cies in legislation, organisation, 
personnel licencing, operation of 
aircraft, airworthiness inspection 
of aircraft, accident and incident 
investigations, air navigation 
services and aerodromes. 

: INFRASTRUCTURE

AAI to turn a public 
limited company
The Civil Aviation Ministry of 
India plans to corporatise the 
Airports Authority of India 
(AAI) by March 2010 to enable 
it to raise funds on its own. By 
converting the AAI into a public 
company, funding will become 
easier and the AAI will be able 
to raise money from the primary 
and subsequently from second-
ary market. The ministry will 
amend the laws contained in 
Airport Authority of India Act, 
the principal act governing vari-
ous airports in India. The pro-
posed initial public offer coming 
at a time when airport revenues 
have been falling due to reduced 
aircraft movement, would help 
the organisation raise funds to 
build new airports.

Domestic airport charges 
The Association of Private 
Airports Operators (APAO) 
believes that the logic put 
forward by the management of 
airlines that airport charges in 
India are amongst the highest 
in the world, thus contributing 
significantly to their financial 
woes, is a misconception and 
that this argument is not valid. 
For example, Mumbai airport 
charges were 16 per cent that of 
Toronto. Airports in Bangkok, 
Singapore and Beijing had high-
er airport charges than Mumbai. 
According to a survey in 2008 
by Jacob Consultancy, a global 
company specialising in airport 
and aviation consultancy, 
Mumbai and Delhi, which have 
similar charges, are amongst the 
airports with the lowest tariffs 
in the world. APAO points out 
that in February, after a period 
of eight years, airport charges in 
India were increased by 10 per 
cent as against the aggregate 
inflation of 48 per cent based on 
average annual inflation of 5 per 
cent. Domestic airlines are of-
fered a 15 per cent discount on 
landing charges if payments are 
made within 15 days. Further, 
landing charges for aircraft with 
less than 80 seats are exempted. 

As per APAO, airport charg-
es constituted only 3.5 per cent 
of total operating cost of airlines 
as compared to ATF’s 40 per 
cent. Further, Route Navigation 
Facilities Charges and Terminal 
Navigation Landing Charges do 
not accrue to airport opera-
tors but to AAI. Unlike airlines, 
which had the flexibility of 
focusing on profitable routes 
and to reduce capacity by leas-
ing out aircraft, airports are 
compelled to maintain the same 
level of service and facilities ir-
respective of volume of traffic.

: TRAINING

Boeing to rename Alteon
Boeing plans to rename its Al-
teon training organisation Boe-
ing Training & Flight Services 
(BTFS) in a phased programme 
across its global network. Ac-
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cording to the company, the 
name will reflect the organisa-
tion’s expanded capabilities for 
providing flight, maintenance, 
cabin safety and flight opera-
tions training. With the addition 
of flight services, BTFS now 
offers customised flight and dis-
patch documentation, airplane 
performance data operational 
consulting and safety analysis. 

: OPERATIONS

Delhi’s IGIA busiest, 
not Mumbai

Mumbai no longer enjoys the 
status of the country’s busiest 
airport, instead Delhi’s Indira 
Gandhi International Airport 
(IGIA) is now recording a higher 
number of passengers and flights, 
according to the Ministry of Civil 
Aviation. “The fact that Delhi has 
overtaken Mumbai in terms of air 
traffic is in itself a reflection that 
the Capital has grown not only in 
terms of airport infrastructure but 
also in overall economic activity,’’ 
Civil Aviation Minister Praful Pa-
tel stated. He, however, conceded 
that even though IGIA was now 
in the top slot, the airport was still 
affected by inadequate infrastruc-
ture. Aircraft have to taxi 9 km 
after landing on the new runway 
29-11 to reach the new domestic 
terminal building 1D. For airlines, 
this translates to additional fuel 
burn on the ground, adding to 
operating cost. Patel said this is-
sue would be resolved after com-
missioning of terminal building 
T3 currently under construction 
and is expected to be ready by 
April 2010. The AAI has decided 
to use the two main runways 
28-10 and 29-11 in mixed mode. 
Domestic flights will use runway 
28-10 which is close to domestic 
terminal 1D while international 
flight operations will take place 
from the new runway 29-11. 

Airlines screening 
passengers for swine flu 

British Airways and Virgin Atlan-
tic confirmed that they are turn-
ing away passengers suspected 
of being infected with swine flu. 
So far, this policy only applies 
to main airports in the UK. The 
airports might include but are 
not limited to London Heathrow, 
London Gatwick , Manchester 
International , Glasgow Interna-
tional, Edinburgh International, 
Belfast International and Dyce 
International. Both airlines have 
instructed their staff to identify 
passengers who may be infected 
and call upon medical experts for 
advice. If the medical experts be-
lieve there are reasons not to fly, 
the affected passenger will have 
to produce a “fit to fly” certificate 
from a doctor or hospital; in that 
case, the airline will put them on 
the next available flight at the 
airline’s expense. It is not clear if 
this policy applies to passengers 
originating their flight from the 
UK or also includes passengers 
who may be in transit.

DHL, UNDP start pilot project 
to boost disaster relief

Deutsche Post DHL, the world’s 
leading mail and logistics 
services group, together with 
its subsidiary DHL, and the 
United Nations Development 

Programme (UNDP) enhanced 
its services in the area of disaster 
management. In addition to 
previous and existing disaster 
response initiatives, both parties 
launched a new module in the 
field of disaster preparedness. 
Get Airports Ready for Disaster 
(GARD) is a crucial initiative 
in making worldwide relief ef-
forts more effective. Two pilot 
projects were just completed 
successfully at the Indonesian 
airports of Makassar and Palu 
and mark the start of a global 
rollout for GARD. In 2009 and 
2010, the DHL GARD team 
plans to conduct on-site training 
programmes and surge capacity 
assessments at other airports 
located close to disaster prone 
areas in Asia and the Americas. 

When the DHL Disaster 
Response Teams arrive in the 
aftermath of a natural disaster, 
most airports are overwhelmed 
with the surge in relief aid cargo 
and other support. Besides man-
aging the disaster, these airports 
have to cope with the coordi-
nation of the massive support 
from other countries. Hence, 
delivering aid to the affected 
communities would be faster 
and more effective if airports 
were well-prepared for the sud-
den onset of natural catastro-
phes and this is a key driver for 
the GARD programme, said Matt 
Hemy, Vice President Security 
& Crisis Management at DHL 
Express Asia Pacific and head of 
the GARD programme. 

: INDUSTRY 

Boeing’s Dreamliner delayed 

Boeing’s 787 Dreamliner 
programme suffered another 
setback as the Italian supplier 
Alenia Aeronautica ceased 
production on two sections of 
the futuristic aircraft in June 

Events Calendar 
AVIATION AND WOMEN 
IN EUROPE
September 4 - 6
Hotel Lucrezia Borgia,  
Ferrara, Italy
Website: www.aweu.org

FAA INTERNATIONAL 
SAFETY FORUM
September 9 - 11 
Omni Shoreham Hotel,  
Washington, D.C. 
Website: www.faa.gov

NBAA BUSINESS AVIATION 
REGIONAL FORUM
September 10
Henderson Executive Airport, 
Las Vegas
Website: www.nbaa.org

2009 NEW TECHNOLOGIES 
WORKSHOP IV
September 16 - 17
Sheraton National Hotel, 
Arlington, Virginia
Website: www.faa.gov

AVIATION EXPO 2009
September 23 - 26 
China International 
Exhibition Center, Beijing
Website: www.cpexhibition.
com/aviation

ATC ASSOCIATION 
CONFERENCE & 
EXPOSITION
October 4 - 7 
National Harbor, Maryland
Website: www.atca.org 

ACI-NA ANNUAL 
CONFERENCE & 
EXPOSITION
October 11 - 14 
Austin, Texas
Website: www.aci-na.org

NBAA ANNUAL MEETING 
& CONVENTION
October 20 - 22 
Orange County Convention 
Center, Orlando, Florida
Website: www.nbaa.org 

SEOUL INTERNATIONAL 
AEROSPACE & DEFENSE 
EXHIBITION 2009
October 20 - 25 
Seoul Airport, South Korea 
Website: www.seoulairshow.com
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after structural flaws were 
found on fuselages. Company 
spokeswoman Loretta Gunter 
said Alenia halted produc-
tion because of wrinkles in 
the fuselage skin caused by 
flaws in subcomponents of the 
one-piece composite barrel. 
Alenia Aeronautica, a unit of 
Italy’s aerospace and defence 
company Finmeccanica, is an 
important supplier of com-
ponents for the 787 aircraft’s 

main structure and is respon-
sible for manufacture of 14 
per cent of the fuselage. Flaws 
were found on 23 airplanes 
starting with the seventh in 
production, the spokeswoman 
said. She said a solution has 
been designed and patches 
will be applied to all the planes 
built so far. On the same day 
that Alenia halted production 
in June, Boeing announced 
another delay to the first test 

flight of the 787. It is yet to 
announce a new set of dates, 
even as customer airlines 
await an updated delivery 
schedule. The company is 
already facing the prospect 
of paying out huge fines to 
airlines which have seen their 
fleet overhaul plans go haywire 
as a result of these delays. The 
aircraft has attracted a record 
850 orders, most unusual for 
an aircraft yet to enter produc-
tion. The Boeing Company, 
however, stressed that the lat-
est problem would not affect 
the timetable for its first 787 
test flight or deliveries of the 
aircraft.

: AIR SAFETY 

Safety audit by DGCA
India’s Directorate General 
Civil Aviation (DGCA) has initi-
ated an audit of maintenance 
procedures of major airlines to 
check whether the staggering 
loss projected this fiscal year 
is leading to a compromise 
on passenger safety in any 
way. The audit will scrutinise 
availability of spares, timely 
maintenance and deploy-
ment of adequate technical 
manpower as well as assess 
the degree of financial distress 
that could induce airlines to 
adopt short cuts and ultimately 
endanger safety. Safety rules for 
airline operations are laid down 
and any violation has serious 
implications for air safety. The 
DGCA is aware that airlines 
were finding it difficult to ob-
tain credit and were defaulting 
on payment of charges to leas-
ing companies who were taking 
steps to withdraw aircraft. 
While the airlines may not have 
declared bankruptcy, many of 
them are finding it difficult to 
pay even salaries to employees 
on time. Aircraft maintenance 
and spares are expensive and 
the cost of human resources 
had gone up significantly dur-
ing the boom period. As per 
the DGCA, the financial crisis 
now warrants a special effort to 
track safety measures.

Airworthiness Directive 
for Airbus A330/A340

Investigations into reported air-
speed indication discrepancies 
on A330/340 family of aircraft 
while flying at high altitudes in 
rain indicate that the aircraft 
equipped with Thales Avionics 
pitot probes appear to have a 
greater susceptibility to adverse 
environmental conditions than 
those equipped with Goodrich 
pitot probes. The European 
Aviation Safety Agency (EASA) 
has thus released a proposal 
for an Airworthiness Directive 
requiring all Airbus A330 and 
A340 aircraft currently equipped 
with Thales pitot probes to be 
equipped with Goodrich pitot 
probes on position 1 (Captain) 
and 3 (Standby), while pitot 
probe 2 ( first officer) should 
be upgraded to the enhanced 
Thales pitot probe type BA or to 
the Goodrich pitot probe.

A new Thales Pitot probe 
has been designed which 
improves A320 aircraft airspeed 
indication behaviour in heavy 
rain. This same pitot probe 
standard has been made avail-
able as optional installation 
on A330/A340 aircraft and 
although this has shown an 
improvement over the previous 
version, it has not yet demon-
strated the same level of robust-
ness to withstand high-altitude 
ice crystals as the Goodrich 
probe. Airspeed discrepancies 
may lead in particular to discon-
nection of the autopilot and/or 
auto-thrust functions and 
reversion to Flight Control Al-
ternate law, which would cause 
an increase of pilot workload. 
Depending on the prevailing air-
craft altitude and weather, this 
condition if not corrected, could 
result in degradation in control 
of aircraft. This Airworthiness 
Directive is considered to be an 
interim measure and further ac-
tion cannot be ruled out. SP

Appointments
Roger Rose appointed Chief Executive-Lockheed Martin 
India for Lockheed Martin Global, Inc.
Roger Rose has been named Chief Executive-Lockheed Martin 
India, with responsibility for coordinating the corporation’s 
relationship and ongoing programme execution in India. Rose 
succeeds Douglas Hartwick.
At Berkshire’s Jets Unit, Sokol to replace Santulli
Richard Santulli will step down as Chairman and Chief Execu-
tive of NetJets, an aviation company that is a unit of Berkshire 
Hathaway. David Sokol will succeed Santulli as Chairman and 
interim CEO of the company, which sells fractional ownership 
in corporate jets. Sokol is Chairman of Berkshire utility MidAm-
erican Energy Holdings.
Ian Dugmore appointed Director of UK Airprox Board
The Chairman of the Civil Aviation Authority, Sir Roy McNulty, 
and the Chief of the Air Staff, Air Chief Marshal Sir Glenn Torpy, 
have appointed Air Commodore Ian Dugmore as Director of the 
UK Airprox Board. Air Commodore Dugmore will take up his 
appointment on 28 August.
Royal Jet appoints key executives to drive KSA expansion
Royal Jet announced the appointment of two Regional Sales Di-
rectors to boost its operations in the Kingdom of Saudi Arabia. 
Mohammed D. Bokhari and Monther Alhumyanee have been 
assigned with manifold responsibilities to strengthen Royal Jet’s 
recent foray into the Saudi market.
Becker Avionics announces management change in the US
Becker Avionic Inc., the US subsidiary of Becker Flugfunk 
GmbH, an avionics technology leader, has appointed Markus 
Schmitz President and General Manager, to oversee the entire 
US operation.
TSA names acting GM for General Aviation
Brian Delauter, most recently the Federal Security Director at 
Savannah International Airport, has been selected to serve as 
the Transportation Security Administration’s acting General 
Manager for the General Aviation Branch. 
Continental’s Smisek to be CEO as Kellner plans exit 
Continental Airlines Inc. has named President Jeff Smisek CEO 
and Chairman as Larry Kellner surprised analysts by stepping 
down to start a private-investment firm. Smisek, 54, takes over 
at the fourth-largest US airline on January 1.
Aer Lingus names former DHL CFO Mueller new CEO
Aer Lingus named Christoph Mueller CEO, replacing Dermot 
Mannion, who stepped down in April. Mueller, 47, most re-
cently served as TUI Travel’s Aviation Director.



SP Guide Publications is synonymous with 
zero-compromise quality and steadfast  
commitment towards the services. In tune  
with this philosophy, SP’s took yet another 
step in its 45th year by supporting the recent-
ly held C4I2 event as the presenting sponsor.  
A two-day summit was organised by TV18  
network. Catch the telecast on CNBC TV18!

Distinguished faces at the opening ceremony

...at SP’s cote ...greeted by SP’s Editor-in-Chief Jayant Baranwal

Launch of SP’s Special Supplement

With Navy Chief Admiral Sureesh Mehta With DGIS Lt General P.C. Katoch With Army Chief General Deepak Kapoor
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Defence Minister A.K. Antony’s address...

Delivering the Vote of Thanks
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Come, Fly A Plane
 Designers are hard at work to produce an uncomplicated 

light aircraft, such as the Icon A5—an aircraft that 
practically anyone can fly 

TECHNOLOGY / GENERAL AVIATION

SIMPLYFLY-IED:  
The Icon A5’s cockpit 
(above) display is more 
like a sports car dashboard   
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G
OOD NEWS FOR WANNABE PILOTS who 
fear that flying might be too difficult to learn, as 
well as for experienced pilots who secretly long 
to escape from an over-regulated environment 
and enjoy that ‘free as a bird’ feeling. Designers 
are hard at work to produce an uncomplicated 
light aircraft, such as the Icon A5—an aircraft 

that practically anyone can fly. In fact, these aircraft may well be 
easier to handle than sports cars.

SPORT PILOT CERTIFICATION
In 2004, when the US Federal Aviation Administration (FAA) cre-
ated a new category of pilot licence, the Sport Pilot Certificate, 
it simultaneously laid down specifications for a corresponding 
Light Sport Aircraft (LSA). Both the certification and the aircraft 
were aimed at promotion of recreational flying.

LSAs lie somewhere between the smallest propeller driven 
private planes and the flimsy contraptions otherwise known as 
microlights (or ultralights). Most LSAs are cheaper than the for-
mer and more capable and more reliable than the latter. Such 
planes cannot carry more than two persons and cannot exceed 
a speed of 120 knots. While the maximum permissible stall speed 
is 45 knots, the maximum take-off weight is limited to 600 kg for 
land based aircraft and 650 kg for aircraft designed for operation 
on water that are equipped with floats. The cabin must be unpres-
surised and the undercarriage fixed. A single electric motor or re-
ciprocating engine must power a fixed pitch or ground adjustable 
propeller. In India, a lower weight limit of 450 kg is prescribed for 
the microlight class of aircraft; the other specifications are broad-
ly similar to those laid down for LSAs in the US.

It is fairly simple to gain a Sport Pilot Certificate and persons 
as young as 17 years are eligible. Against the minimum 40 hours 
training needed to fly a private, single-engine piston aircraft, the 
new certification requires just 20 hours of flight training which 
costs around $3,500 (Rs 1.7 lakh) in the US. At least 15 hours 
must be dual instructional flying with a qualified flight instruc-
tor; while two hours must be cross-country dual instruction and 

five hours must be solo flight. A check sortie with an FAA-desig-
nated examiner is mandatory. The entire process does not take 
more than four weeks to complete at a comfortable pace, even 
for a newbie. Naturally, there are operating restrictions. A sport 
pilot can only fly in daylight, in clear weather and away from busy 
airports below 10,000 ft. That still leaves room for plenty of fun. 
Sport pilot flight time also counts toward more advanced pilot 
ratings. Best of all, no special medical check (a bugbear for many 
aspiring pilots) is necessary. A holder of a valid driving licence 
automatically qualifies as medically fit to hold a Sport Pilot Cer-
tificate. This enabling provision, however, does not exist in India. 
Perhaps that is just as well in view of doubts about the adequacy 
of issuing procedures for driving licences. 

After a slow start, in just five years, around 90 new types of 
aircraft that meet LSA criteria have been launched. To begin with, 
sport planes were developed on the European continent, primarily 
Italy, Germany and the Ukraine. Rotax, an Austrian firm, supplies 
many of the engines. US manufactures were initially hesitant to 
enter the market, but Cessna is now in the process of developing 
its own line of sport planes to be manufactured in China. Terrafu-
gia, a company set up by graduates of the Massachusetts Institute 
of Technology’s Department of Aeronautics and Astronautics, has 
come up with the idea of a ‘road plane’. Christened ‘Transition’, it 
looks like an aircraft, but its automated electromechanical fold-
ing wings slide out of the way at the press of a button, leaving 
a roadworthy car. Thus after landing the pilot can just drive the 
Transition home and park it in the garage. Extremely convenient, 
it offers front wheel drive on the ground and automotive-style en-
try and exit. It needs neither a trailer nor a hangar. 

BIRTH OF AN ICON
One of the most exciting prospects in sport flying is Icon Air-
craft’s Icon A5, an amphibious Special-Light Sport Aircraft (S-
LSA). The result of close collaboration between an F-16 pilot and 
a skateboard designer, simplicity is the key of the A5’s design. 
Even the most diffident aspiring pilot would find it hard to find 

anything to be wary of. The Icon is 22 
ft long, seats two and has a single 100 
hp Rotax 912 ULS engine that runs 
on unleaded petrol, available at the 
roadside gas stations. It has a maxi-
mum take-off weight of 648.6 kg. The 
weight of pilot and passenger, fuel 
and everything else cannot exceed 

By Joseph Noronha,  
Goa

WONDER WINGS:  
A rocket-launched 
parachute (below left) is 
stowed in the roof section 
of the Icon A5 that can 
also operate on water
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240 kg, so slim occupants are obviously preferable. Extensive 
use of carbon fibre composites makes the plane as light as it is. 
Its maximum speed is 105 knots and range extends to approxi-
mately 555 km. It needs a distance of just 750 ft to take-off and 
land. The side windows open out, so pilots can enjoy ‘wind in 
the hair’ freedom. The cockpit display is simplicity itself, more 
like a sports car dashboard rather than the usual aircraft cock-
pit. A wing angle-of-attack indicator enables carefree yet safe 
manoeuvring and a GPS-based moving map system informs the 
pilot of local terrain and weather in real time.

The Icon A5 has a flying-boat hull. With a retractable under-
carriage built into small deck-like sea wings on either side of the 
hull, it can operate as easily on land as on water. The wings of 
span 34 ft (10.4 m) look rigid enough but can be folded manually 
or automatically and tucked neatly under the slim rear tail. This 
feature allows the A5 to be towed behind a vehicle (much like a 
speedboat) and stored at no extra cost at home rather than after 
paying hefty fees at an airport. The designers probably intended 
the Icon A5 to resemble a sports car more than an aircraft. It has 
predictable, docile flying characteristics making for extreme ease 
of operation and allowing the pilot to focus on the fun of flying, 
looking out of the window, enjoying the view and talking to the 
other occupant. It is engineered to handle aggressive manoeuvr-
ing over the water while at the same time making the pilot’s ex-
perience both very safe and extremely exciting. Its looks are also 
guaranteed to turn heads. 

Over the past few months, Icon Aircraft completed a series of 
rigorous hydrostatic and hydrodynamic tests on the plane. These 
tests verified the basic hull performance for typical seaplane op-
erations, as well as expanding the envelope into higher winds, 
rougher sea states, and advanced manoeuvring. According to 
company officials, these tests have shown that while running on 
water, there is minimal porpoising tendency and the Icon smooth-
ly accelerates to take-off speed in a stick-free condition, requiring 
little to no pilot input until rotation speed is achieved. In addition, 
this amphibian plane can comfortably negotiate relatively rough 
water on take-off and landing. The emphasis on safety is impres-
sive. Apart from a propeller guard, a rocket-launched Complete 
Airplane Parachute stowed in the roof section means that in the 
event of an in flight engine shutdown, the pilot just has to deploy 

the parachute and descend gently back to earth with no damage 
to the aircraft or injury to the occupants. 

Icon Aircraft has started taking orders for the A5 from the 
public and the order book is already 400 long. After making its 
Air Show debut at Oshkosh in July this year, first deliveries are 
scheduled for mid-2011. A stripped-down version is expected to 
cost around $140,000 (Rs 68.5 lakh). 

BACK HOME, IT’S TEDIOUS
In India, of course, there is a huge additional burden of nearly 26 
per cent as customs duty on import of planes under the ‘private’ 
category. So buying an aircraft made in India would probably 
make better sense. Such an option is available at Agni Aero Sports 
Adventure Academy, Jakkur, Bangalore. This company manufac-
tures the 701 and 601 models of the Zen Air Microlight and also 
provides training to fly the machine. 

There is also the small matter of applying for a security clear-
ance through the local police authorities to be submitted to the 
Director General of Civil Aviation (DGCA). Any private aircraft 
in India, even a microlight, can be purchased only after security 
clearance. What is more, the security clearance has to be renewed 
every year. When it comes to parking, private microlights find it 
extremely difficult to obtain suitable space at busy civilian air-
ports, while they can forget about military airfields. Usage charg-
es are not practical, since there is no relaxation of the commer-
cially applicable rates. Even to obtain a Microlight Pilot Licence 
(PL[M]), 40 hours of microlight flying including dual instructional 
training, solo flying and cross-country trips are specified.

In addition, ground school, oral and written examinations 
and the Basic Radio Telephony Operator Test conducted by the 
DGCA are required. The cost could well add up to at least Rs 3 
lakh—money not gainfully invested for someone who ultimately 
aspires for a Commercial Pilot’s Licence (CPL) since microlight 
hours do not count towards the CPL. In all, the Indian scene is 
fairly tedious. The regulatory authorities need to appreciate  that 
more needs to be done to encourage recreational or hobby flying 
for the layman and that the existing regulatory provisions need 
review. The experience of most other countries is that a vibrant 
general aviation sector is the ideal foundation for a flourishing 
commercial aviation industry. SP

SELLING FAST:  
Icon Aircraft’s order 
book is already 400 long  
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INDIAN PRIVATE AIR CARRIERS HAVE appealed to the 
government to take speedy steps to reduce the burden of high 
sales tax on jet fuel and airport charges. Looking for ways to 
tide over the financial crisis that has affected the civil aviation 

sector, representatives of private airlines held detailed discussions 
with Union Civil Aviation Minister Praful Patel. The meeting was 
attended by the Federation of Indian Airlines (FIA) together with 
Civil Aviation Secretary M.M. Nambiar. The team from FIA com-
prised Kingfisher Airlines’ Chairman Dr Vijay Mallya, Jet Airways’ 
Naresh Goyal, GoAir’s Managing Director Jeh Wadia, Rahul Bha-
tia and Aditya Ghosh of IndiGo, SpiceJet CEO Sanjay Agrawal, Air 
India’s Chairman and Managing Director Arvind Jadhav and FIA 
Secretary General Anil Baijal. “Both the Civil Aviation Minister and 
the Secretary were sympathetic to our demands. Our discussions 
were held in a positive and constructive manner. I hope that the 
government will look at our difficulties and something will come 
out in the next four to six weeks,” Dr Mallya later told reporters. 

Though there was no official word on what transpired at the 
meeting, the Civil Aviation Minister has made a detailed presenta-
tion before the Union Cabinet. “India’s per capita number of trips is 
0.02, compared to 0.1 for China, which is five times higher, and 2.2 
trips for the US. So there is a huge potential in our country,” Patel 
said. “Conservatively, my ministry has estimated—also assuming 
no further shocks—a growth of 8.5 per cent year-on-year for India’s 
aviation industry till 2015,” the minister said, adding, “India’s popu-
lation in million per aircraft—and this is an interesting piece of 
statistics—is 2.89. The corresponding figure is 1.14 for China, 0.63 
for Brazil, 0.31 for South Africa, 0.24 for Japan, 0.11 for Germany, 
0.07 for Britain and 0.05 for the US. “This shows huge potential to 
increase aircraft penetration in the country, even when compared 
to (other) Asian countries.”

Speaking on aviation fuel, Patel sought to highlight how expen-

sive it was in the country, resulting in this segment adding up to 
nearly 40 per cent of costs, compared to the 20 to 25 per cent glob-
al figure He said aviation fuel was costing Rs 38,000 per kilolitre 
in India, as against Rs 24,000 in Singapore, Rs 25,000 in New York, 
Rs 24,500 in Hong Kong, Rs 25,000 in Bangkok, Rs 26,000 in Tokyo, 
Rs 26,500 in Paris and Rs 26,000 in Dubai. Patel said while Andhra 
Pradesh was charging the lowest sales tax of 4 per cent on jet fuel, 
it was 28 to 30 per cent in Karnataka, Gujarat, Kerala, Tamil Nadu 
and West Bengal. “A Rs 1,000 change in aviation turbine fuel price 
translates into Rs 300 crore increase or decrease in the cost of op-
erations of the sector,” he pointed out, further observing that fuel 
prices have seen a rise of 99.6 per cent over the past year or so. 
According to private carriers, their collective losses went up to $2 
billion (Rs 10,000 crore) in the past year, while Air India has also 
accumulated similar losses, of which $1 billion (Rs 5,000 crore) was 
in 2008-09. Prime Minister Manmohan Singh has already set up a 
group of ministers to look into the woes of the industry.

Meanwhile, faced with public agitation and the government’s 
offer of dialogue, FIA called off a proposed one-day strike on August 
18. Eight major private carriers, under the aegis of the FIA, raised 
a protest against high and irrational rate of sales tax on aviation 
turbine fuel (ATF) and steep airport charges. “Aviation fuel prices in 
India are among the highest in the world,” said Baijal, adding the 
private carriers owe nearly $500 million (Rs 2,425 crore) towards fuel 
to oil companies. When asked, the Civil Aviation Minister said the 
issue of tax on ATF is a state concern and “the aviation ministry has 
been requesting the states for the past few years to see reason”.

The Civil Aviation Ministry has, however, ruled out any bailout 
package for the aviation industry. The owners, Patel said, are capa-
ble business men and will have to pull their airlines out of the red. 
Opposition parties, including the Left Front and the BJP, are also 
against a government bailout package. The fight is far from over. SP

 Buckling under mounting losses, representatives of India’s 
private airlines held detailed discussions with  

Union Civil Aviation Minister Praful Patel to sort out contentious issues 

By Sangeeta Saxena

Dialogue  
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Watch Your 
WEIGHT

O
WING TO THE AIRLINE INDUSTRY, mil-
lions of people each day can count on speedy, 
comfortable and safe journeys to their chosen 
destinations. Swift and affordable air travel 
helps oil the wheels of international commerce 
and is a catalyst for globalisation. Few business-
es can claim to be as important as commercial 

aviation for the smooth and efficient working of a modern society. 
Few industries can claim such dramatic improvements in operat-
ing performance, either. According to International Air Transport 
Association (IATA) figures, over the last decade alone, there has 
been a 71 per cent increase in labour productivity, a 20 per cent 
gain in fuel efficiency, and a seven percentage point improvement 
in load factors. Then why does the airline industry currently seem 
to be in the throes of a life-threatening crisis?

The figures for 2008 are staggering. Hit by the double wham-

my of skyrocketing oil prices during the first half of the year and 
global recession during the latter, the world’s airlines notched up 
a collective loss of $10.4 billion (Rs 50,500 crore). Faced with fall-
ing demand, collapsing yields, plummeting consumer confidence 
and the spreading swine flu pandemic, they fear a further loss of 
$9 billion (Rs 45,000 crore) this year. Indian carriers alone account 
for $2 billion (Rs 10,000 crore). Although depressing, these figures 
could well be underestimated. Most airlines across the world cut 
capacity, squeezed costs, fired staff—and yet reported deficits. In 
fact, the airline industry as a whole has made a cumulative loss 
during its history, if the costs of aircraft development and airport 
construction are considered. 

SICKNESS & SIZE
Airlines can be categorised as intercontinental, intra-continen-
tal, domestic, or international and may be operated as sched-

By Joseph Noronha,  
Goa

 According to AIRLINE BUSINESS rankings, the best margins for 
2008 were achieved by smaller carriers. Of the 15 best performers 

in this field, none ranked above 25 in terms of revenue. 

HEALTH HAZARD:  
The huge US Southwest 
Airlines fleet consists only 
of the Boeing 737
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uled services or non-scheduled charters. Historically, the airline 
industry has survived thanks largely to government support, 
whether in the form of equity or subsidies. To this day, many 
airlines are state-owned national airlines. Even fully private air-
lines are subject to a plethora of government rules and regula-
tions for economic, political and safety reasons. Governments 
are pleased to see airlines flying their flag and  are generally 
willing to sink in ever more money to keep them afloat. Reason 
being national pride would presumably be hurt if the country’s 
airline were to fold up or, worse still, be taken over by a ‘foreign’ 
entity. Consequently, few other industries have ever enjoyed the 
speed and scale of assistance that the US Congress offered do-
mestic airlines post-9/11.

Some ‘airlines’ may consist of just one aircraft ferrying 
mail or cargo. At the other end of the spectrum, full-service 
international airlines operate hundreds of aircraft daily. And 
while the huge US Southwest Airlines fleet consists only of the 
Boeing 737 and its derivatives, the now defunct US Eastern Air 
Lines operated 17 different aircraft types, each with varying 
pilot, engine, maintenance, and support needs. Fielding the 
right-sized airliner is vitally important. Too large an aircraft 
can leave many unsold seats sloshing around the market each 
day, despite the cut in fares; too small an aircraft could mean 
lost revenue opportunities. 

In a recession like the current one, small airlines are of-
ten the first to go under. It has long been assumed that the 
best way for a sick airline to survive is for it to be acquired 
by a profitable one. Consequently, around the world there are 
several large airlines. However, it is 
unclear how mergers and acquisi-
tions can solve the problems of in-
sufficient revenue and high costs 
which lead to inadequate or uncer-
tain profit. Experience has shown 
that airline mergers are often costly 

and messy. They need considerable post-acquisition activity 
where revenues are improved but with a significantly reduced 
cost base. The less-than-happy Kingfisher-Deccan union as 
well as Jet Airways’ tortuous acquisition of Air Sahara should 
give even the most ardent advocates of airline mergers food 
for thought. As for alliances, they can also act as virtual merg-
ers to circumvent government efforts to regulate monopolies. 
Although they reduce some of the costs faced by airlines, they 
also entail additional financial burdens. Forming the alliance 
may impose costs on account of negotiation as well as addi-
tional administrative items. Standardisation of activities be-
tween participating airlines in an alliance may also increase 
operating expenses, at least in the short term. The jury is still 
out on the efficacy of the strategic code-sharing agreement 
that Kingfisher Airlines entered with Jet Airways last year.

Merging small airlines into larger ones is often promoted as a 
means of consolidation. However, consolidation in a market can 
also occur through exit and that is sometimes preferable. Cur-
rently, across the globe, there are too many carriers and too much 
capacity. As has happened so often over a century of commercial 
aviation, aircraft that were aggressively ordered in good times are 
once again being delivered in recession—when these are some-
what less than welcome. About 4,000 aircraft are scheduled for 
delivery over the next three years, which amounts to 17 per cent 
of the current global airliner fleet. Finding passengers to fill them 
profitably is likely to prove a major headache even for the bright-
est brains in the industry. 

SCALE EFFECT
The case for ever larger airlines rests mainly on the principle of 
Economies of Scale. Airlines are labour intensive. Each major 
airline employs an army of flight crew, maintenance person-
nel, ground handling staff, reservation agents, security person-
nel, managers, accountants and lawyers. Perhaps a third of the 
revenue generated each day by the airlines goes towards com-

UNITED WE FALL: 
Air India’s merger with 
Indian Airlines saw an 800 
per cent increase in combined 
losses in just two years
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pensation for its people. Human resource costs are among the 
highest in any industry. Therefore, increasing passengers on an 
existing route (whether by increasing the number of filled seats 
on a flight or by increasing the number of flights) often leads to 
lower unit costs. Another method to reduce average operating 
costs is by increasing the number of routes - the same workforce, 
within reason, can then handle the additional traffic. In a merged 
airline, theoretically, fewer employees can handle the existing 
traffic, since overlapping functionaries can be fired. However, if 
Air India’s merger with Indian Airlines in 2007 resulted in any re-
duction of staff, it is a closely guarded secret. This ill-starred mar-
riage has resulted in an 800 per cent increase in their combined 
losses in just two years. 

Airlines incur a high level of fixed and operating costs in or-
der to establish and maintain services. While conducting day-to-
day operations and maintenance in an economical and effective 
manner, they need to have in-built flexibility to rapidly adapt to 
changing market conditions. They need to purchase or lease new 
airliners and engines regularly and make major long-term fleet 
decisions, aiming to meet the projected demand of their markets. 
And they daily live with the knowledge that even the best esti-
mates may turn out to be woefully off target. Airlines also need 
consistent profitability to satisfy their huge requirements of capi-
tal. Because they own large fleets of expensive aircraft which de-
preciate in value over time, they typically generate a substantial 
positive cash flow (profits plus depreciation) which they use to 
repay debt or acquire new aircraft. When profits and cash flow 
decline, an airline’s ability to repay debt and acquire new aircraft 
is jeopardised. But what dominates the discourse at numer-
ous airline board meetings and management conferences is the 
break-even load factor.

DON’T BREAK UP, BREAK EVEN
Large or small, most airlines typically operate very close to their 
break-even load factor—the percent-
age of seats that must be sold at a 
given price to cover costs. The sale of 
just a couple of extra seats per flight, 
on the average, could transform a loss-
making enterprise into a profitable 
one. While setting fares, airlines strive 

to maximise their revenue by offering the right combination of 
full-fare tickets and discounted ones. Too little discounting in the 
face of low demand, and the airliner could take off with a large 
number of empty seats. On the other hand, too much discounting 
can sell out a flight far in advance and lose last-minute passengers 
who might be willing to pay higher fares—another lost revenue 
opportunity. Sophisticated computer modelling is now available 
to help airlines price their tickets right. 

Ticket prices have indeed been the key to the airlines’ success 
for years; lower ticket prices obviously generate a greater demand 
for flights. Which other industry has so many ‘special offers’ and 
‘never before’ deals? For instance, it is estimated that more than 
90 per cent of the tickets sold by US airlines are discounted, with 
discounts averaging two-thirds off on full fare. Fewer than 10 per 
cent of US passengers pay full fare, most of them last-minute busi-
ness travellers. The airline industry is also well aware that most 
passengers, particularly those on holiday trips, have a host of al-
ternatives. They can choose to drive, take a bus or train, select a 
nearby destination or just stay at home. While business travellers 
sometimes have no choice but to fly, many companies have found 
substitutes such as surface travel or virtual conferences. Many 
short-distance travellers are migrating from flights to trains which 
generally unencumbered by security checks, are less hassle and 
cheaper. As a result, questions are increasingly being asked 
about the future prospects of the airline industry. What kind 
of fares will the airlines need to charge to survive even if 
higher tariffs mean fewer passengers? Here, perhaps, large 
airlines have some advantage since they possess deeper 
pockets but, as even Kingfisher Airlines would know, ev-
ery debt has to be honoured some day. 

Airlines worldwide also seem to be falling over each 
other to embrace the low-cost model. These include 
Indian carriers like Kingfisher Airlines and Jet Air-
ways who had declared, in the not-so-distant past, 
that the low-cost model was not viable as more than 
two-thirds of an airline’s operating expenditure, in-
cluding fuel, landing and navigation charges, lease 
charges and maintenance costs, is fixed. But low-
cost is hardly a foolproof solution. Low-cost air-
lines often recover just 50 per cent of their oper-
ating costs through passenger fares. They need 

KEEPING A 
FULL HOUSE:  
Ryanair, Europe’s leading 
low-cost airline, maintains 
an impressive load factor
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very high load factors to break even, generally more than 80 per 
cent. For instance, Ryanair, the leading low-cost airline in Europe, 
has been consistently averaging load factors of above 80 per cent 
for some years and touched 89 per cent in July. Knowing that such 
stratospheric figures are difficult to achieve with regularity, most 
low-cost airlines count on passengers to buy extras like food or 
use a mobile phone or pay to check-in luggage or even to use the 
rest room. Finally, desperation sets in and fares are raised in an 
attempt to stave off disaster. In the recent Indian experience such 
fare increases have often been badly timed, leaving passengers 
wondering about the rising fares even with fuel prices falling.

LIVING ON THE EDGE
Is larger better? According to the Airline Business rankings, the 
best margins for 2008 were achieved by smaller carriers. Of the 
15 best performers in this field, none ranked above 25 in terms 
of revenue. Instead it was Kuala Lumpur based low-cost airline 
AirAsia which led the field with a remarkable 28.6 per cent mar-
gin. AirAsia has a fleet size of just 75. Chris Tarry, one of the 
leading aviation analysts in Europe, marvels that while other 
industries increase profits through growth, airlines do not. De-
spite flying many more customers than in the past and serving 
many more destinations, airlines are no more profitable now 
than when they were much smaller. “Airlines are filling up more 
seats, but the number they have to fill to break even, has grown. 
This is profitless growth. A lot of airlines are on knife-edge insta-
bility,” he says. It is the same story in India where many experts 
feel that airlines in India grew too big too fast.

The global financial crisis has left scores of airlines, large and 
small, reeling. Many have already folded up or commenced bank-
ruptcy proceedings. The survivors have initiated savage cost-cut-
ting measures. Whilst programmes to cut costs are a necessary 
reaction, there are a number of non-negotiable items including 
safety-related expenditure, customer service, brand promotion 
and the minimum essential network. Cost reduction also needs to 
be undertaken with an eye on the future. It must not compromise 
the ability of the airline to take advantage of the upswing when-
ever it occurs, despite the immediate temptation to save cash. 

Airlines operate in highly competitive markets and cannot 
escape risk. In fact they are unlikely to grow or even succeed 
without taking risks. But trying to achieve the right balance be-

tween risk and reward is just as neces-
sary. Here airline size could prove cru-
cial: too small and the enterprise could 
lack the financial muscle to weather 
even moderate turbulence; too large 
and decision making could be ham-

strung and slow to respond to change.

STARK CHOICES
Over the decades, the airline industry has survived crisis after 
crisis and again regained growth. However, this time round, 
some fear that when the world emerges from the downturn, 
things could be markedly different. British Airways’ CEO Willie 
Walsh, for instance, believes there has been a “structural shift” 
in the premium market. Fewer business travellers would be fly-
ing business class and those that will would be paying less than 
the fares they paid in the past. 

Business habits are changing and corporate travel budgets 
have been slashed. Video conferencing is now a strong competi-
tor to business travel. In western markets, premium traffic has 
reduced every month for a year. IATA has even warned that ‘de-
globalisation’ may be occurring that could continue to discour-
age international business travel and trade even as economies re-
cover. But if premium seats are reduced and economy passengers 
pay the same cut-rate fares of yore, where then will airline profits 
come from? Large full-service airlines, heavily dependent on pre-
mium traffic, will probably be the hardest hit.

The airline industry is faced with some stark choices. While 
the recession runs its bitter course, those who have done their 
homework and own their fleets are relatively better off because 
they can park their assets at minimal cost till good times return. 
The key issues now are performance optimisation, improved 
capacity and cost savings. The need to improve safety, reliabil-
ity, and customer appeal while offering competitive prices is an 
ever-present challenge. Here, again, size could prove crucial. No 
one really knows when or how strongly growth will return and 
that makes planning ahead supremely difficult. But if airline ex-
ecutives get their forecasts wrong or make incorrect assump-
tions, their carriers could be condemned to making losses for 
many years to come. Right sizing may be the best hedge against 
an uncertain future. SP

BUSINESS / AIRLINES

UNHAPPY UNIONS:  
Experience has shown 
that airline mergers are 
often costly and messy
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O
N NOVEMBER 12, 
1996, THERE was 
a disastrous mid-air 
collision over Charkhi 
Dadri, a small village 
in Haryana in north 
India. The accident, 

in which several lives were lost, was a terrible blow to Indian 
civil aviation. Major contributory factors were the lack of tran-
sponder-equipped route radars and unidirectional corridors for 
arrival and departure routes. It was this disaster that compelled 
the Indian civil aviation industry to finally adopt corrective 
measures. Tragically, the authorities needed a disaster to prod 

them into upgrading the flying environ-
ment. Yet other problem areas with se-
rious air safety implications exist. One 
such area is that of Flight Duty Time 
Limit (FDTL).

The current rules governing FDTL 
were framed in 1992 and were promul-

gated vide an Aeronautical Information Circular (AIC) 28/92. As 
these rules were outdated and were proving to be inadequate in 
the operating environment that has undergone a sea change, a 
new set of rules were promulgated vide Civil Aviation Require-
ments (CAR) in 2007. However, soon after implementation, 
these were held in abeyance and currently, the old rules pro-

 With the operator and flight crew in pursuit of their  
respective agendas unmindful of the consequences for air safety,  

the airline industry is virtually sitting on a time bomb 

By Captain Ajit Agtey,  
Bangalore

FIGHTING FATIGUE:  
Research on sleep patterns, 

circadian cycle and bio-rhythms 
has shed new light on the 
importance of rest cycles  
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mulgated vide AIC 28/92 are in force with some dispensations 
granted by the regulatory body.

A CLOSER LOOK
To fully understand the problems related to FDTL, it is necessary 
to be familiar with the rules contained in two documents, namely 
the AIC 28/92 and the CAR issued in 2007. It is necessary for the 
management of airlines and flight crew to be conversant with the 
rules, especially when the former intends to use the latter to the 
maximum allowable limit.

When AIC 28/92 was issued, the only major operators were 
Air-India (AI) and Indian Airlines (IA). Private airlines were yet 
to emerge on the scene. At that point in time, work ethos in AI 
and IA precluded the possibility of violation of FDTL. Flying hours 
logged by the crew were nowhere close to the maximum permis-
sible. With the entry of private operators, the situation changed 
and pilots routinely touched the maximum permissible annual 
limit of 1,000 hours. To achieve this figure, rostering on domestic 
sectors necessitated skirting of rules. A study of the salient fea-
tures of AIC 28/92 would reveal the shortfalls which were and 
are still being regularly exploited to the benefit of operators and 
sometimes, individual flight crew. 

The wage structure of pilots based on flying hours and flying 
days contributes to the subversion of FDTL rules. Most airlines 
pay a fixed wage for logging up to a certain number of flying hours 
in a month. Overtime allowance is paid by the hour for every hour 
beyond the mandatory minimum. Similarly, a flying duty allow-
ance is paid for flying for a certain number of days in a month. 
An additional allowance is paid for each day of flying beyond the 
figure stipulated. Instructors flying the simulator are paid 
either by the hour or as lump sum over and above the fly-
ing and duty allowances.

THE FINEPRINT
The existing rules on FDTL issued vide AIC 28/92 have the 
following inadequacies:

• A day off once in seven days has been defined as ‘off 
duty for 24 hours’, the spirit being ‘a calendar day 
off ’. The practice adopted consistently in the past 
was an exercise in legal jugglery. A pilot on a flight 
terminating at noon on day six of a working week 
would be rostered the following day to operate a 
flight commencing 1800 hours. It met with the legal 
requirement of being ‘off duty for 24 hours’ but en-
sured that the pilot flew on consecutive days. This 
practice neither fulfilled the requirements of having 
a calendar day off nor facilitated a day’s rest after fly-
ing for six days. The practice, however, passed mus-
ter as neither of the two requirements was explicitly 
stated in the rules.

• A day on which a pilot was rostered as ‘standby’, he or 
she had to be available on the ‘starting blocks’, waiting by 
the phone. 

• A stand-by day, on which the pilot was not called out for 
flying, was often treated as the day off and the next work-
ing week commenced the following day. This practice is 
followed albeit on an irregular basis even now as it is not 
prohibited by the rules. In spirit, this does not meet with the 
requirements of ‘a day off ’.

• There are strict limits on ‘flying’ and ‘duty’ times which 
are not to be violated. Maximum weekly, monthly and 

annual limits for flying have been laid down. The annual 
maximum cumulative limit on Duty Time however re-
mains undefined.

• Time devoted to simulator training is not counted towards 
duty time. As a result, any amount of simulator training can 
be carried out without violating duty time limitation. This 
results in flights being operated by pilots who have not had 
adequate rest. This practice impinges on air safety as simu-
lator training is as stressful as flying if not more. 

STRESS & STRAIN
Flying is undoubtedly a stressful activity. Adherence to the rules 
on FDTL in letter and not in spirit, and exploitation of every pos-
sible loophole to the advantage of the airline or flight crew to the 
detriment to air safety, renders flying even more stressful. In In-
dia, the world’s most sophisticated airliners are operated in the 
world’s most primitive environment and with the poorest infra-
structure. This further aggravates the level of stress. 

Rest periods are measured by the management with a stop-
watch and without regard to environmental changes. Transit time 
to and from airports has increased immensely. Power outages and 
noise pollution interfere with rest cycles. The end result is an inade-
quately rested pilot at the controls of an airliner laden with passen-
gers. The operator finds loopholes in the FDTL rules to maximise 
output and minimise disruption of flight schedules. On the other 
hand, flight crew seek to exploit loopholes for financial gain. With 
the operator and flight crew in pursuit of their respective agendas 
unmindful of the consequences for air safety, the airline industry is 
virtually sitting on a time bomb that is already ticking.

This state of affairs was conve-
nient to most in the first decade of 
operations of the private carriers. It 
was the first time that the Indian 
skies had witnessed a substantial 

increase in passenger airplanes. It was only after a decade of in-
tensive operations that the long term effects of compromise with 
the FDTL became apparent. These were akin to the ‘burn out’ 
that professional sportsmen experience. The manifestations are 
physiological and psychological problems such as elevated blood 
pressure, stress, diabetes, obesity and high divorce rates.

ALL IN A DAY’S WORK:  
For the first time, a limit was 
placed on the annual duty time 
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RULES GET A MAKEOVER
The operating environment has undergone a profound change. In 
1992, when the rules were framed, most airliners carried a crew of 
three namely, the pilot, the co-pilot and the flight engineer. Today, 
no airplane has a crew of more than two. Research on sleep pat-
terns, circadian cycle and bio-rhythms has shed new light on the 
importance of rest cycles. The importance of micro sleep cycles 
has only recently been established. Hence, the new FDTL rules 
in 2007 came like a breath of fresh air. Some of the features of the 
new rules are as under: 

• The day off must be a clear calendar day.
• The time for reckoning of a day off is to commence after the 

rest period of a completed working/flying day.
• Time devoted towards simulator training, briefing/debrief-

ing is to be counted towards Duty Time.
• An annual maximum Duty Time limit is fixed as 1,600 

hours.
• The weekly day off is to be notified seven days in advance. 

This is to prevent ex post facto conversion of a 
stand-by day to a day off. 

• Rest cycles with varying time zones have been 
redefined as have been flying and duty time lim-
its in periods of circadian low.

• Duty and Flight Time Limits with multiple relief 
crew have been redefined.

• Rest period, transit time to work and back, com-
putation of duty time during periods of split duty, 
time spent on the aircraft as passenger for posi-
tioning to operate a flight and standby duty time 
have been clearly stated.

In short, the new rules on FDTL came as a welcome 
change. The basic maximum flying time limit of 1,000 
hours annually has remained unchanged. The salu-
tary aspects of the new rules were that they plugged a 
number of the loopholes that were being thoughtlessly 
and blatantly exploited. For the first time, a limit was 
placed on the annual duty time and the stage length 
of a flight vis-à-vis the number of landings was ratio-
nalised. In fact, daily flying that could be carried out by 
a pilot was enhanced as it was linked to the number of 
landings and change of time zones.

First to object to the new rules were the instructors 
and executive pilots as they stood to lose in some way 
or the other. Their time in the office and on the simula-
tor was to be counted against the annual duty time limit of 1,600 
hours. The operators were concerned as under the new rules, the 
number of pilots required to run their schedules did increase, 
though marginally. A vast majority of line pilots were extremely 
happy as several loopholes had been plugged. 

LEGAL WRANGLE
The new rules on FDTL were implemented on August 15, 2007. In 
a matter of weeks, the management of airlines united and collec-
tively convinced the Directorate General of Civil Aviation (DGCA) 
to scrap its own CAR and revert to rules framed 15 years ago. With 
a mere stroke of the pen, the civil aviation organisation of the 
country reverted to the FDTL issued vide AIC 28/92 and CAR of 
2007 was consigned to the dustbin. It would be reasonable to as-
sume that the DGCA had engaged in the necessary deliberations 
prior to promulgation of the new rules. What made the regulatory 
authority rescind its own rules was somewhat baffling.

Pilot associations of all the airlines took the issue to Mum-
bai High Court. The honourable court ruled in favour of the 
petitioners thus: “The larger public interest and even the 
safety of flights and pilots were literally thrown to the winds 
on the dictates of the Civil Aviation Minister to protect the 
financial and other interests of a few wealthy airline opera-
tors.” With these words, the court stayed a circular issued by 
the DGCA that essentially curbed crucial rest hours between 
flight duty for pilots and the cockpit crew. The court, in an 
interim order, directed the DGCA to restore immediately 
the 2007 rules on flight duty hours and timings and to with-
draw the enforcement of the “outdated” 1992 rules. The court 
slammed the Aviation Ministry for issuing “unreasonable and 
illegal” circulars which revived rules dating back to 1992 after 
holding in abeyance, the scientifically framed rules of 2007, 
which govern the flight duty hours. 

Smarting under these strictures, the DGCA took the issue to 
the Supreme Court, which, in turn, granted a stay and asked the 

Mumbai High Court to review 
the entire case. The Mumbai 
High Court directed the DGCA 
to formulate a revised set of rules 
in six months. This deadline has 
already expired. Meanwhile, op-
erators have obtained dispensa-
tion to operate flights of longer 
duration as per the new rules but 
the rest period is still governed 
by the old rules. This is where 
the matter rests at the moment. 
The only saving grace is that the 
DGCA has time only up to No-
vember this year to formulate a 
fresh set of rules which conform 
to international standards failing 
which Indian registered airplanes 
may not be permitted to operate 
in some countries.

FATIGUE CAN BE FATAL
Playing around with figures that 
govern rest periods has serious 
implications. Prolonged opera-
tions with inadequate rest result 

in fatigue. How and when the problem caused by fatigue will 
manifest itself is not known.

A recent case was of an Emirates Airlines A330, which had 
a close shave while departing from Australia in the wee hours 
of the morning. The aircraft used up the entire length of run-
way and hit approach lights in the process of rotation. Subse-
quently it came to light that the pilots had fed in an incorrect 
temperature value for a reduced thrust take off. Both pilots 
had undertaken intensive flying in the preceding 30 days and 
had failed to notice the error. The incident was attributed to 
cumulative fatigue.

Alarm bells are ringing. Incidents that cannot be swept un-
der the carpet get reported; the rest never see the light of day. 
The Indian environment is simply not conducive to voluntary 
reporting. The question is: how long will this state of affairs be 
allowed to continue? Do we need another Charkhi Dadri before 
this issue is addressed? SP

 The wage 
structure of 
pilots based 
on flying 
hours and 
flying days 
contributes 
to the 
subversion of 
Flight Duty 
Time Limit 
rules
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A
IRPORTS ARE MAGNETS 
FOR SOCIAL and econom-
ic development. Health cen-
tres at modern airports offer 
mouth-watering prospects 
of returns on investment and with good reason. 
Airports that intend to serve the world’s renewed 

economies in the years to come, plan for three to five-fold increase 
in passenger traffic. The number of passengers flying annually runs 
into millions while the number of people airborne at any point in 
time is equally humongous. There are cities in flight and cities at 
airports that never sleep. So can medical services ignore oppor-
tunities in airport cities? Not likely. In fact, there are also cities in 
the air. At about 35,000 ft, there is possibly greater access to world 
class medical care than on the ground.

In fact, at an airport one could plan in advance to spend 
a few hours on the ground or circumstances could pitch one 
into such a situation. One of those long postponed tests recom-
mended by the personal physician could actually be taken, or 
that stress-busting, therapeutic ayurvedic massage, realignment 
of a painful back, harmonising one’s time-zones or consult a car-
diologist—all within the time spent in an airport lounge. To get 
a bird’s eye view of how medical services are going head over 
heels trying to garner ‘medi-dollars’, it is important to note that 
medical support for the airline industry can work on two broad 
platforms—on board the airplane and on the ground.

ON BOARD THE AIRPLANE
About 1,000 people die in flight every year while 
criss-crossing the skies. This works out to ap-
proximately one per million passengers and 
this is expected to increase in the years to come. 

Whilst a majority of these deaths are due to cardiac problems, the 
interesting point is that many of those who succumbed to cardiac 
episode, were well aware of the seriousness of their condition prior 
to boarding. 

Out of sheer necessity or even by way of a good public relations 
exercise, an increasing number of commercial airplanes carry on 
board automated external defibrillators. But the extent to which 
cabin crew is au fait with the equipment and is trained for its use, 
in an emergency is open to question. If heart attacks are the major 
cause of in-flight fatality, they are only a fraction of medical emer-
gencies encountered in flight. Neurological emergencies such as 
epileptic attack and cerebral stroke, deep vein thrombosis, stomach 
disorders and breathing problems are seen to occur frequently.

Two types of medical kits are carried on board an airliner: one 
for use by doctor from amongst the passengers and the other for 
use by a trained paramedic, nurse or an individual confident and 
experienced in administering first-aid. A newer version of in-flight 
medical attendance is air-to-ground telemetry using satellites. Any 
chosen nodal medical centre or the concerned e-doctor, wherever 
in the world he may be, can be approached for medical history and 
other details pertaining to the concerned patient. 

 At about 35,000 ft, there is possibly greater access to world class 
medical care than on the ground 

By Dr Mani Sishta,  
Hyderabad

CURE On The MOVE 
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THE AIRPORT CLINIC
An airport dealing with high volumes of passenger traffic can 
and should logistically have an appropriately supported medi-
cal infrastructure. Most international airports have an integral 
medical facility that is open and functional round-the-clock to 
provide the first response to emergencies involving passengers, 
airport employees and visitors.

More importantly, the airport integral medical facility pro-
vides immediate response to aircraft accident related emergen-
cies at the airport. As the medical centre of the airport, this 
clinic serves other purposes such as family medicine, public 
health (pandemic control duties), customs support (advising 
on illegal and unauthorised drugs) vaccinations and travel 
medicine guidance. 

What is the manpower and service mix for such a facility? 
The following is the range of services that could be offered:
Aviation Medicine Services with charter to provide
• healthcare support and “fitness to fly” assessment for pilots 

and cabin crew with health problems,
• healthcare support and “fitness to fly” assessment for passen-

gers reporting for flights with health concerns or developing 
health problems while in flight or while in transit,

• medical certification for international pilots based on the regu-
latory requirements of various civil aviation authorities, and

• telemedicine support for pilots dealing with passengers or 
crew on board needing medical care.

Occupational Health Services to support
• occupational health programmes for the airline aligned to 

global benchmarks and expectations, including but not lim-
ited to hearing conservation, chemical hazard control (in-
cluding management of hazardous materials), control of bio-

hazards (including prevention of transmission of infectious 
diseases on board aircraft) and ergonomics,

• integrated back-care programmes, in collaboration with occu-
pational physiotherapists,

• treatment of occupational health problems, such as asthma 
and skin disease,

• occupational health seminars and education programmes, and
• Support for occupational health aspects of occupational safety 

and health accreditation, such as OHSAS 18001.
Family Medicine Services that will provide
• comprehensive healthcare needs of all members of the family 

including women, children and the elderly,
• presence of male and female doctors,
• supportive healthcare modalities, such as X-ray, ultrasound, 

hearing tests, vision tests, physiotherapy, cardiac assessment 
for screening (treadmill, 24-hour ambulatory blood pressure 
monitoring, 24-hour ECG monitoring and so on), and

• integrated wellness medical support and preventive medicine 
advice required by travellers, such as health screening and 
vaccinations/travel medicine consultations.

Education and Training solutions would involve
• conducting human factors training programmes for aircrew 

and ground crew, including but not limited to courses in hu-
man performance and limitations for aircrew,

• cockpit resources management,
• fatigue countermeasures for long haul and ultra long haul fly-

ing, human factors in ground maintenance operations and 
physical ergonomics for office workers,

• aviation first aid training to all aircrew,
• training of aircrew in use of automated external defibrillators 

for airlines equipping their aircraft with such device,
• occupational safety and health training packages—aware-

ness of OHSAS 18001 certification issues and control of bio-
hazards, and

• aviation physiology and aviation medicine indoctrination 
programmes for aircrew, including awareness of hypoxia, 
hyperventilation, decompression sickness, pressure changes 
and trapped gas disorders, spatial disorientation, situation 
awareness, fitness to fly, medication and flight safety.

Integrated Wellness Support require
• customised individual and community health screening pro-

grammes,
• comprehensive physiotherapy services, including occupational 

therapy for pain management and rehabilitation for early re-
turn to work, and

• specialised clinics for obesity, nutritional problems, yoga and 
ayurvedic massage, “stop-smoking”, fear of flying/anxiety clin-
ics are some other offerings in the bouquet would complete the 
“dream team” of facilities.

Medical Support Services: An accredited pathology laborato-
ry offering the widest range of blood chemistry and haematology 
tests, a state-of-the-art imaging services (CAT and MRI scans), 
cardiac lab with treadmill stress testing and Doppler Echo imag-
ing, round-the-clock blood pressure and ECG monitoring would 
be essential and well utilised in the shortest possible time.

Today, medical records could be in a pen drive or available 
to the treating physician on the Internet. The advantage of ac-
cessing one’s medical history and workups in this manner can-
not be quantified. Suffice it to say that one could, as a result, 
get family-doctor comfort and reassurance anywhere on the 
ground and in the air. SP

TIPS FOR TRAVELLERS

So you are off to the US to be with your grandchildren? 
Consider the following to make your flights safer.
•  Always carry essential medicines in the cabin baggage. This is 

a matter of common sense but one may be surprised how many 
diabetics carry their medicines in the check-in baggage.

•  Travel with someone who knows your medical condition.
•  Do not fly for four weeks after a surgery. Air is trapped in vari-

ous body cavities and could expand up to three times ground 
level volumes. This could rip open stitches or cause pressure on 
adjacent organs. Consult your doctor before taking a flight after 
surgery.

•  Understand travel advisories well before going to notified areas.
•  Avoid alcohol in flight, drink plenty of water, fruit juice and take 

a walk up and down the aisle at least once every three to four 
hours during the flight.

•  For those with chronic illnesses, such as high blood pressure 
and diabetes, check with your doctor and understand well the 
effects of crossing time zones on your medicine schedule, diet 
and sleep cycles.

•  If you have a heart condition or lung disease that “takes your 
breath away”, keep in mind there will be less oxygen available in 
flight—akin to being on a hill station at about 6,000 ft. While pre-
warned cabin crew will cater for your in-flight requirements, do 
remember to inform the airline in advance. The ability to walk 50 
yards or climb a flight of stairs comfortably is a good indication of 
your fitness to take a flight with reasonable degree of safety. 



��������������������������������������

������������������

��������������������������������������������������������������������������������������
��������������������������������������������������������������������������������������������
�����������������������������������������������������������������������������������������

���������������������������������������

���������� ������ �������
���������� ����� ���� �������
�������������������������������������
����� ��� ���� ����� ���� ������������

���������������������������������������������
����������� ����������� ���������� ������� ������� ������� ��������
��������������������������������������������������������������������
��������������������������������������������������������������
������������������������������������������������������������������
������������������������

��������������������������������������������������������������
����� ���� ��� �� ��������������� �������� ����������� �����������������
���������������������������������������������������������������������
���������������������������������������������������������������
������������������������������������������������������������������
����������������������������������������������������������������
��������� ���������� ��� ������ �������� ���� ��������� ���� ������ ����
����������������������������������������������������������������
������������������������������������������������������������������
���������������������������������������������������������������
������������������������������������������������������������������
����������������������������������������������������������������

�����������������������������������������������
����������������������������������������������������
������������������������������

�������������������������������������������
����������������������������������������������������

������������������������������������������������������������������
��������������������������������������������������������������������
�������������������������������������������������������������������
������������������������������������������������������������������
�������������������������������������������������������������������
�������������������������������������������������

������������������������������������������������������������
�������������������������������������������������������������������
�����������������������������������������������������������������
��������������������������������������������������������������������
�������������������������������������������������������������������
�������������������������������������������

�����������������������������������������������������������������
������������������������������������������������������������������
������� ��� ����������������� �������������������� ����� ���� ���������
��������������������������������������������������������������������
���������������������������������������������� ��

����������������������������������������������
����������������

������������������

��������������

���������������� ����������������������

��������������
�����������������

���������������

�������������
������������
����������
��������������

���������������������������������
���������

�������������������������������

�����������������������������������������
�����������������������������������



• SP’S             • Issue 4 • 2009 Gwww.spsairbuz.net22

SHOW REPORT / PARIS AIR SHOW

Check the  
PULSE

J
UNE 15 TO 21, THE audacity of hope took cen-
tre stage at the Paris Air Show with industry play-
ers and pundits celebrating the event’s centenary 
year at the Le Bourget Exhibition Centre. French 
Prime Minister Francois Fillon, accompanied by 
Defence Minister Herve Morin, officially launched 
the exhibition, held this year under a cloud of 

dismal financial prospects and pelting rain. There was no 
denying the sombre mood and niggling sense of gloom, but 
organisers of the biggest aerospace event in the global cal-
endar appeared unfazed, deftly parrying queries about the 
conspicuous absence of some big names, lacklustre orders 
and fears of a low turnout. A week later, when the curtains 
came down after the spectacular celebrations culminated in 
dramatic historical fly-pasts, the sigh of relief was palpable. 

‘WE’RE BOUNCING OFF THE BOTTOM’
Among the major players, Airbus and Boeing may have en-
dured their worst ever Paris Air Show for a generation so far 
as sales were concerned, but both were unanimous in their 
belief that the light at the end of the tunnel was in sight. “It 
feels like we’re bouncing off the bottom,” said Scott Carson, 
Boeing’s Chief Executive Officer (CEO), Commercial Air-
planes. “It feels to us like the middle of next year is when 
we will see growth return to the industry.” Airbus CEO Tom 
Enders agreed. “We think orders will pick up again next year.” 
Both airframers have effectively written off 2009 with Car-
son saying the industry faces “a different year” to the boom 
times during each of the 12 months that preceded it, while 
Enders points out it is “obvious” that orders will come down 

 Muted cheer mingled with  
mulish misgivings as the  
classic Le Bourget event 
celebrated its 100th year under 
the shadow of the global economic 
downturn. ALAN PEAFORD  
reports from the French capital. 
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dramatically from the 900 it booked in 2008.
At the beginning of 2009, Airbus execu-

tives engaged in some light-hearted crys-
tal-gazing to forecast around 300 orders for 
the year. However, with just 32 firm orders 
secured to the end of May, it concedes it has 
much ground to make up and Chief Operat-
ing Officer, Customers John Leahy appears to 
now be regretting that prediction. “I’m getting 
new glasses,” he concedes.

However, it was Airbus who took the lion’s 
share of the airliner orders at a show which, al-
though a pale reflection of the sales fest of two 
years ago, nevertheless saw some significant 
deals. The industry’s final tally of just over 200 
airliners, worth $13.5 billion (Rs 64,695 crore) 
at list prices, was a figure many sceptics would 
have seen as wildly unrealistic given the state 
of the market at the start of 2009. Airbus sold 
110 aircraft worth around $10 billion (Rs 47,868 
crore)—a far cry from the 425 orders worth $62 
billion (Rs 2,97,230 crore), plus another 303 
commitments, it had racked up two years ago.

Undaunted, the duo stressed on their big 
backlogs, and the fact that demand for new 
deliveries has so far remained strong. Enders 
pointed out that Airbus’s order backlog of 
3,500 aircraft gives it seven years of produc-
tion at an annual rate of 500 deliveries. “This 
is why we are fairly relaxed about the order in-

take this year.” Boeing’s backlog is at a similar 
level, which Carson values at $265 billion (Rs 
12,70,595 crore). “The value of the backlog built 
over the last three to four years is going to be 
realised this year in delivery of that backlog, 
not the generation of it,” he said.

The determination displayed by both Boe-
ing and Airbus to keep production rates con-
stant was a talking point among the 2,000 ex-
hibiting companies. Airbus delivered a record 
483 aircraft last year and although it has arrest-
ed its ramp-up, is on course to deliver a similar 
number this year. “The whole supply chain de-
pends on us,” says Enders. “When we talk about 
high production rates we should not forget that 
the best support we can give our suppliers is to 
have a relatively high, stable, delivery stream.”

DREAMLINER DELAYS
Boeing was tight-lipped about progress on the 
787—not surprising, given the programme delay 
announced just a few days after the show ended. 
That all was not well spilled out in the open with 
Qatar Airways Chief Executive Officer Akbar Al 
Baker stirring up a storm at Le Bourget when 
he hammered out a warning to Boeing execu-
tives about the impact that further delays could 
have on their business. Al Baker blasted Boeing 
during a briefing over his airline’s order of 24 
Airbus A320s, including the conversion of four 
existing options, saying the company was taking 
too long to resolve unspecific “issues”, warning 
that it would “walk away” from its 60-strong 787  

“It feels to us like 
the middle of next 
year is when we 
will see growth 
return to the 
industry.”
—Scott Carson 
Chief Executive  
Officer, Commercial  
Airplanes, Boeing

“We think  
orders will pick up 
again next year...  
but it is obvious  
orders will come 
down dramatically 
from the 900  
booked in 2008.”
—Tom Enders 
Chief Executive 
 Officer, Airbus

INFORMATION AT YOUR 
FINGERTIPS: Pratt & Whitney’s F135 
Engine Exploration Interactive Display 
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SP’s Aviation (SP’s): In the near 
future, which is the mission NASA 
considers most important?
Derek Wang (DW): Out of all the pro-
grammes, lunar mission is more feasible. 
Space shuttle is retiring next year. Aries 
I is the rocket on Orion vehicle. Initial 
operating capabilities will be through till 
2015. Service of the station and bringing 
the crew back will be done by 2016.

SP’s: Delineate NASA’s main goal.
DW: We are looking to build technolo-
gies whereby we can conduct more 
missions to the Moon. We want to cre-
ate a lunar outpost. We want to create 
fa cilities for humans to live there. Pre-
fabricated habitat models, assembling 
of multi-purpose habitat for health care, 
communication and living quarters is 
also being considered.

SP’s: What are your future aims for 
space technology and development?
DW: We are hoping to achieve zero er-
ror and establish no disturbance com-
munication links to satellites and good 
navigation facilities with all our spatial 
installations.

SP’s: How does NASA interpret the 
effects of the Moon’s environment on 
humans?
DW: We have plans to apply technologies 
and research in setting up lunar surface. 
Space stations have been our testing 
grounds for human existence in space, in 
micro gravity or zero gravity situations.

SP’s: What are your plans for creat-
ing habitation on the Moon?
DW: Going to the Moon involves risks 
and challenges. We are hoping to create 
commercial opportunities. We are look-
ing for global partnerships in habitat, 
surface mobility, communication, navi-
gation and scientific research.

SP’s: Does NASA strategise in isolation?
DW: We have discussed with 13 differ-
ent countries about a global exploration 
strategy for future space exploration also 
pertaining to the Moon.

SP’s: Apart from the Moon, what are 
NASA’s other spatial work areas?
DW: Apart from the moon, Mars is our 
major research area. We are not ready to 
send a man mission to mars at present, 
but cannot negate a possibility in the fu-
ture. For the other planets, there are go-
ing to be satellites and robotic missions.

SP’s: When can we expect man to be 
on the Moon?
DW: We are hoping that in the next 40 
years humans will be living in space and 
there will definitely be a sustaining hu-
man presence on the Moon.

SP’s: How will you manage zero grav-
ity on the Moon?
DW: To manage gravity will be one of the 
challenges. We are doing research on hu-
mans to check effects of zero gravity on 
bone density, blood flow, oxygen levels, 
water levels and hormonal balance. Psy-
chological effects of micro gravity are also 
being monitored. 

SP’s: Would a gym be functional on 
the Moon? What types of illnesses 
can one expect?
DW: For all you know, a floating gym 
could be invented and special exercises 
devised! Effects of exercise on the human 
body, such as how much and the type of 
exercise that will be needed, is also be-
ing researched. Identification of different 
types of diseases which can be contracted 
in space is also being researched upon.

SP’s: Once the Moon gets inhabited, 
what type of food will be available?
DW: We at NASA are trying to under-

stand what type of food can be cooked 
and how to procure the ingredients in 
lunar conditions.

SP’s: For how long would man be 
able to stay on the Moon at one 
stretch?
DW: For about four to six months, some-
body would actually stay in the lunar surface. 
It would depend on resources available.

SP’s: What is the status of the Lunar 
Reconnaissance Orbiter (LRO)?
DW: The LRO has just got launched. It 
will provide us with the best ever map-
ping of the surface of the Moon. Aboard it 
is a lunar crater observation sensing sat-
ellite. Its impact on the Moon will send 
forth a plume of rocks and water. It will 
research all the debris and LRO will also 
take pictures of it.

SP’s: Outline NASA’s initiatives to 
create awareness about space among 
the younger generation.
DW: We try to connect with the younger 
audiences by using exhibits and commu-
nication products. We use Twitter, My 
Space, Facebook and other social media. 
We have specifically targeted learning 
curriculum and supply to the educational 
systems. We also sponsor some students 
through formal educational institutions.

SP’s: Is NASA an isolated body with 
just US interests in mind?
DW: NASA works with space agencies of 
other countries like India, Japan, Israel 
and many more. It promotes research and 
technology collaborations.

SP’s: Does NASA believe in sharing its 
knowledge?
DW: We have international meetings to 
share information with other countries.

SP’s: What is NASA doing to avoid 
Columbia like disasters?
DW: We are working on increasing safety 
and reliability of a rocket launch, and its 
re-entry into the (Earth’s) atmosphere.

SP’s: What is NASA’s one point 
agenda?
DW: NASA is a unique organisation 
of very intelligent people and excite-
ment of space will continue. We look 
forward to making space habitable and 
educational. n

—By Sangeeta Saxena in Paris

‘Facilities for humans 
to live on the Moon’
Derek Wang,  
Public Outreach Manager,  
Exploration Systems, NASAS
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Indian participation at the Paris Air Show 2009 was limited to a few 
exhibits by Hindustan Aeronautics Limited (HAL). Unfortunately, 
there were no flight demonstrations by any Indian aircraft at the 

event—perhaps a fallout of the financial crunch triggered by the global 
economic recession. Every year since 2003, Indian aircraft have featured 
in flight demonstrations at the Paris Air Show. This year, however, the 
indigenously developed advanced light helicopter Dhruv which has been 
a regular was missing from the scene.

India was represented by Minister of State for Defence M.M. Pallam Raju, 
who met with the French Defence Minister, Herve Morin, and senior offi-
cials of leading international defence companies. FICCI and CII had thin-
ner delegations this time, but did make their presence felt. Chief of the In-
dian Air Force Air Chief Marshal P.V. Naik was a keen visitor to the Indian 
representations and collaborations at the air show. Representing the civil 
aviation sector in India, Paramount Airways, one of the country’s leading 
domestic premium airlines, signed a memorandum of understanding to buy 
10 A321 aircraft, with an option for an additional 10. With the new aircraft, 
Paramount Airways will launch international services from south India. 
Also present was Samtel, showcasing the flight control unit (FCU), the first 
product to be developed by the Samtel-Thales Avionics Pvt Ltd joint ven-
ture. An FCU displays piloting and navigation aid data as well as system and 
warning parameters to the aircraft’s captain and first officer. “We are looking 
at orders in the region of 20,000 FCUs over the next 10 years. It’s a long term 
project,” an enthusiastic Puneet Kaura, Executive Director of Samtel Display 
Systems, told SP’s Aviation after the flight control display was unveiled.

Sikorsky Aircraft Corp. expressed enthusiasm over the agreement inked 
in Hyderabad with the Tata Group for the manufacture of S-92 helicopter 
cabins, slated for delivery in late 2010. “India’s aerospace market is poised for 
significant growth, and we are thrilled to have the opportunities to support 

that growth and tap into the ca-
pabilities of India’s highly skilled 
aerospace workforce,” said Sikor-
sky President Jeffrey Pino. Tata 
Sons Chairman Ratan Tata said 
the agreement is a first step for 
India to become “a global hub for 
aerospace manufacturing”.

Meanwhile, Israel Aerospace Industries (IAI) is alleged to have entered 
into a contract with India to supply a HAROP Loitering Munition system. 
Although the company refused to confirm the “foreign client”, the contract 
is estimated to be worth over $100 million (Rs 478 crore). If true, this could 
the latest in the growing pile of tie-ups IAI has established with the Indi-
an government. Eurocopter, on the other hand, announced the signing of 
a contract worth 7 million Euro (Rs 47 crore) for three AS350 B3 Ecureuils 
with Pawan Hans, India’s leading helicopter operator. Pawan Hans currently 
operates 27 Dauphin helicopters—the largest Dauphin fleet in the world. 
Promoting its helicopters to prospective international customers in Paris, 
HAL expressed hopes of securing more orders from South America, Africa 
and Asia in the coming years as part of its plan to develop an export market 
for its products. No favourable results were announced. n

—By Sangeeta Saxena in Paris
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STAR ATTRACTION:  
Irrespective of the market  
scenario, the A380 stole  
the limelight
   

MINISTERIAL VIBES: 
Minister of State for Defence M.M. 

Pallam Raju (right) held wide-
ranging talks with French Defence 

Minister Herve Morin 
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contract if the problems are not quickly ironed out. “We have some 
serious issues with Boeing and if they do not play ball with us they 
will be in for a very, very serious surprise,” says Al Baker.

The airline’s 30 firm 787-8 orders (plus 30 options) were origi-
nally due for delivery from mid-2010. However, the production 
crisis has pushed back all customers’ deliveries by at least two 
years, which would indicate that Qatar’s first aircraft is not due to 
arrive until around 2013. While he is unspecific about the nature 
of the issues, Al Baker claims Boeing is not dealing with them “in 
a professional manner and Qatar Airways is very impatient with 
them”. He adds that the airline has the right to “walk away” from 
the deal if “the delay is unreasonable”.

Qatar Airways also hit the headlines with the launch of an 
on-demand charter division, Qatar Executive, which will oper-
ate two Bombardier Challenger 605s and a single 300. The ser-
vice will be aimed at government officials, businessmen, bank-
ers and politicians.

REGIONAL JETS
Key among the regional announcements was more than $1 billion (Rs 
4,785 crore) of sales for Sukhoi’s Superjet 100, including 30 to Hungar-
ian carrier Malev. The Russian narrowbody made its European show 
debut and gave an impressive display each day of the event. 

PowerJet’s SaM146 turbofans roared past the crowds having 
clocked up more than 100 hours in flight, including time on the 

Ilyushin Il-76 and a total of 3,800 hours of operation. Eight engines 
are being used for testing which is due to lead to EASA certifica-
tion in November and Russian approval soon afterwards.

THE ENGINE MAKERS
At the top of the supply chain are the engine makers and they 
were creating the most positive waves at the show. Air show at-
tendees flocked to the General Electric exhibit for the official un-
veiling of the GEnx engine. The anticipation was widespread—
and the response overwhelmingly enthusiastic—as GE took the 
wraps off a massive, gleaming model of the GEnx engines that 
will power Boeing 787 and 747-8. The global impact of the new 
engine became apparent with a deal announced at the show that 
will see Abu Dhabi Aircraft Technologies (ADAT) become the 
world’s first maintenance, repair and overhaul (MRO) provider 
for the new engines.

The move is part of a plan by ADAT parent and state-owned 
investment house Mubadala to establish Abu Dhabi as a global 
MRO hub. This in turn fits into a wider strategy to attract high-tech 
investment and build a domestic aerospace sector in the United 
Arab Emirates (UAE). On the eve of the show, Mubadala subsid-

FLY AWAY:  
Dassault Falcon 7X, in 
flight and static (inset), 
was a crowd-puller
   As the Paris Air Show marked 

the dawn of its second century, 
Germany’s Schiebel performed 
the aerial display’s first-ever 
flight by an unmanned aircraft. 
The commercially branded 
Camcopter helicopter, which 
is designated the S-100 for 
military roles, ushered in a 
new era for the blossoming 
cadre of unmanned air systems 
populating—and previously 
confined—to the show’s static 
display and exhibit halls. The 
Camcopter has been operated 
in a number of countries, 
including initial customer UAE, 
since 2005. Its 50 kg (110 lb) 
payload capability was first 
demonstrated as a humanitarian 
de-mining platform in the US 
Army in 1997, although it has 
since failed to enter the US 
military’s inventory. Scheibel 
has also adapted the S-100 for 
shipborne operations.

 IN 
FOCUS
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‘Modernising ATC 
vital for business’
Steven R. Loranger,  
Chairman, President and CEO,  
ITT Corporation

QUOTE UNQUOTE

Airbus wins commitments worth $12.9 bn
Airbus announced commitments for 127 aircraft valued 
at around $12.9 billion (Rs 61,960 crore). These commit-
ments include firm orders for 58 aircraft worth almost 
$6.4 billion (Rs 30,740 crore), plus MoUs for a further 69 
aircraft totalling $6.5 billion (Rs 31,220 crore). 
AirAsia X orders the A350 XWB
AirAsia X, the long haul low cost affiliate of Malaysia’s 
AirAsia Group, has placed a firm order with Airbus for 
10 A350 XWB aircraft. The airline will use the aircraft 
on a network linking its Asian hub in Kuala Lumpur 
with destinations worldwide, especially in Europe and 
Australia. AirAsia X has selected the A350-900 variant 
for its fleet, which will be configured to seat more than 
400 passengers.
Eurocopter, NRC Canada join hands
Eurocopter and the National Research Council Can-
ada (NRC) have signed a 10-year agreement to work 
together to develop innovative research, development 
and technology solutions for the aerospace industry.
Etihad selects Engine Alliance GP7200  
engines
UAE’s Etihad Airways has selected Engine Alliance 
GP7200 engines to power its 10 new firm Airbus A380 
aircraft. The Abu Dhabi-based airline has also signed 
a multi-year long-term Fleet Management Agreement 
with the Engine Alliance for MRO of its firm GP7200 
engine fleet. Total value of the deal is more than $1.3 
billion (Rs 6,251.5 crore).
P&W bags Air China order
Air China has selected International Aero Engines 
(IAE) V2500 engines to power a new fleet of Airbus 
A320-family aircraft with deliveries starting in April 
2010.  The contract is valued at more than $233 million 
(Rs 1,120 crore) to Pratt & Whitney, including a long-
term IAE aftermarket agreement. 
Sarkozy keen on new European rocket launcher
French President Nicolas Sarkozy has called for a Eu-
rope-wide effort to design a new-generation rocket 
launcher to replace the Ariane-5. Sarkozy was visiting 
the Paris Air Show, where the most visible landmark is 
an Ariane mock-up soaring above the crowds. Sarkozy 
stressed “the necessity to prepare a new generation of 
launchers” ready to succeed the Ariane-5 in 2020-2025. 
He said he hoped for a decision by 2011. ü

NEWS 
S N I P P E T S

iary Abu Dhabi Airports announced plans to establish an aerospace 
cluster at the airport in Abu Dhabi’s second city Al Ain, anchored 
by a factory designing and manufacturing composite components 
for Airbus and other manufacturers. Several European companies 
have signed up to open premises at the site. But the relationship 
and involvement with GE propelled the industry move to a differ-
ent level. Mubadala signed a strategic partnership with the US en-
gine-maker last year, which included co-operation on commercial 
finance, training and clean energy research and development.

Mubadala Aerospace head Homaid Al Shemmari says the re-
lationship could develop into the Abu Dhabi company building 
original equipment (OE) components for GE Aviation. “We are 
interested in the energy and technology industries. We are hop-
ing we can solidify and deliver on this partnership to open fur-
ther OE opportunities,” he says. Al Shemmari says all Mubadala’s 
global investments are linked to bringing technology back to the 
Emirates, where it wants to diversify the economy from its reli-
ance on oil and provide engineering and managerial careers for 
its school-leavers and graduates. SP

Modernisation of the air traffic management systems 
around the globe is of vital importance to business 
and commerce, the flying public and even the envi-

ronment. 
Skies across the world are becoming increasingly overcrowded. 

In Europe, flights are expected to increase between 70 and 120 per 
cent above 2007 levels by the year 2030. In the US, 50 per cent pas-
senger growth is expected over the next decade.

We all know that existing air traffic management systems will 
be unable to keep up with the dramatic, global increase in flights 
and passengers. Inefficiencies are already causing billions of dol-
lars in losses related to delays, complicating flight routes and in-
creasing fuel consumption, all of which result in higher operating 
cost for  airlines, higher ticket prices for passengers, as well as 
unnecessary increases in greenhouse gas emissions.

As the CEO of a company that has been ingrained in the avia-
tion and defence industries for more than 50 years—from our 
broad portfolio of innovative defence technologies to our work 
designing and installing the ground infrastructure for ADS-B—it 
is a real pleasure to be here.

At ITT, our success is achieved by helping our customers ad-
dress vital human needs. And addressing the challenges posed 
by increasingly overcrowded skies is exactly what all of us are 
gathered here to do today. n

—As told to Sangeeta Saxena in Paris
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‘DEMAND IS 
DOWN,  

but we’re okay’

SP’s Airbuz (SP’s): How would you rate 
the business aviation environment 
in India? Has the global slowdown 
affected your operations? How do you 
manage costs during recession?
Sunil Godhwani (SG): Business aviation 
in India is growing and has shown evident 
growth in the last couple of years. The 
global slowdown has affected our business 
as well. The demand for charter has gone 
down, but we are okay as we work on a 
channel partner module.

SP’s: How successful has fractional 
ownership been in business aviation?
SG: We never thought of expanding our 
business on those lines. 

SP’s: Who are your main competitors in 
the Indian market? 
SG: Among charter operators, none actu-
ally! We have a different strategy. We want 
the corporate houses not to knock their 
heads with aviation infrastructure, logis-
tic and management because we position 
ourselves as a one-stop shop to cater to all 
their requirements, for within or outside In-
dia travel, with our versatile fleet of turbo-
props, jets and helicopters. We have always 
emphasised on treating this service as any 
travel related benefit. Instead of getting 
into the hassle of managing the machine 
and keeping account of the numerous ex-
penses involved, use our services and enjoy 
the substantial savings we achieve with our 
expertise in this business.

SP’s: What problems 
do non-scheduled 
operators face in 
India?
SG: Many to count, as 
general aviation has 
now grown to a level 
that demands world 
class infrastructure. 
But in the coming year 
or two, we all would see 
radical improvements.

SP’s: How helpful are government bod-
ies, like the Directorate General of Civil 
Aviation and the Airports Authority 
of India, in the functioning of aviation 
services like yours?
SG: Very much to companies who abide by 
the systems and channels laid by these bod-
ies for efficient functioning.

SP’s: What are the parameters you con-
sider when procuring an aircraft or a 
helicopter for the fleet? What is the size 
of your fleet?
SG: Parameters differ from company to 
company. We have aggressive yet calculated 
growth chart. (See ‘Religare’s Current Fleet’.)

SP’s: Do government regulations on 
procurement hamper business?
SG: Not really.

SP’s: Do you have your own mainte-
nance, repair and overhaul facilities?

SG: It’s in the planning stages, but as of 
now we outsource.

SP’s: Does the company have regular 
training programmes for the employ-
ees? How do you look after the corpo-
rate pilot’s interests?
SG: We have in-house instructors and 
conduct periodical training programmes. 
When it comes to pilots, we know there 
are companies who do not think it’s logi-
cal to spend on recurrent annual trainings 
abroad, but we are very particular, regard-
less of the costs involved.

SP’s: What are the company’s expan-
sion plans for the next five years? Do 
you have international operations?
SG: We currently also have the capability 
to fly international across the globe. As for 
expansion, we have outlined our future re-
quirements but will disclose these as and 
when the time is right. SP

 Sunil Godhwani, CEO and Managing Director, Religare  
Voyages Limited outlines the charter aircraft company’s 
growth plans and survival strategies 

By Sangeeta Saxena

RELIGARE’S CURRENT FLEET
AIRCRAFT TYPE NUMBER CAPACITY

Falcon 2000 Jet engine 1 8 (Pax)

Hawker 800XP Jet engine 1 8 (Pax)

Kingair C90B Turbo Prop 1 5 (Pax)

Kingair B200 Turbo Prop 3 8 (Pax)

Beech craft 1900D Turbo Prop 2 13/15 (Pax)

Bell 430 Helicopter 1 4 (Pax)

PH
O

TO
G

R
AP

H
S

: 
R

EL
IG

AR
E 

VO
YA

G
ES

 L
IM

IT
ED



Issue 4 • 2009 • SP’S             • 29

CONFERENCE / REPORT

D
RAWING THE SPOT-
LIGHT ON OPPORTU-
NITIES and challenges 
in the development of 
aviation infrastructure, 
Aviation Outlook India 2009 was organised 
by Singapore-based Terrapinn Pte Limited in 

Mumbai from June 30 to July 1.
As an aviation-related event, the conference was held at a time of 

deep anxiety for the industry and hence generated interest and curi-
osity among participants and delegates alike. Delegates and speakers 
included important functionaries from Indian and regional airports 
and airlines, besides the Centre for Asia Pacific Aviation (CAPA).

MUCH TO MULL OVER
Peter Harbison, Executive Chairman, CAPA, chaired the Opening 
Session admirably and set the tone in his introductory remarks, 
which more or less summed up the overall economic situation 
and its impact on the aviation industry. He painted an optimis-
tic picture for the aviation industry in India with the proviso that 
the government took note of the concerns of the airlines, which 
appeared to be tottering due to mounting and continual losses  
across the  spectrum of airlines, from the public sector Air India 
to the smallest private operator. The historic shift over the past 
three years in India—with genuine deregulation, policy liberalisa-
tion, enhanced public awareness of opportunities and efforts at 
revitalising the aviation infrastructure—was also highlighted. 

The section on ‘Market Outlook and Government Initiatives 
in Propelling Aviation Growth and Attracting Foreign Invest-
ment’ included a panel discussion on  ‘Assessing the Potential 
in Investing in India and Identifying Opportunities Presented 
by the Current Economic Downturn’. Ng Tim Ping, VP-India for 
Changi Airports International, Tom Ronell, CEO, Istithmar World 
Aviation Holdings, and Ansgar Sickert, MD, Fraport India spoke 
ebulliently about the opportunities but were somewhat subdued 

while discussing the bureaucratic obstacles 
that accosted potential bidders in the Pri-
vate Public Partnership (PPP) models being 
adopted for the new airports. Harbison next 
addressed the issue of ‘Establishing Essen-

tial Regulations, Policies and Investment to prepare India for the 
Next Wave of Growth’.

TOMORROW IS NOW
The next panel discussion on ‘Meeting the Challenges of Today 
while Creating a Climate for Expansion and Development’ elicited 
views from Adel Abdulla Ali, CEO, Air Arabia, Captain A.K. Sach-
dev, Chief Operations Officer, Go Air, Tara Naidu, Chief of Com-
mercial, Air India Express, and was moderated by Harsha Subra-
maniam, News Editor and Anchor, CNBC-TV18. The discussion 
weaved its way through an assessment of the importance of avia-
tion infrastructure development in creating capacity for growth in 
preparation for the next wave of economic expansion. Ali then dis-
cussed opportunities and challenges for foreign airlines to access 
the Indian market with emphasis on opportunities of the Middle 
East-India route in the current economic environment, the open 
skies policy and its impact on the aviation industry. 

The post-lunch sessions addressed India’s aviation infrastruc-
ture development. The first speaker was Kapil Kaul, CEO, Indian 
Subcontinent, CAPA, who dealt with ‘Reviewing Viable Aviation 
Infrastructure Development Opportunities, Suitable PPP Models 
and Financing Avenues’. He began by reviewing the latest policies 
with respect to aviation infrastructure development, identified 
viable immediate investment opportunities and discussed suc-
cessful PPP models in India, addressing key legality, taxation and 
risk issues. Marcel Hungerbuehler, CEO, Bangalore International 
Airport then covered the Greenfield airport model on the PPP ba-
sis. He touched upon the problem of overcoming regulatory and 
financial challenges of building Greenfield airports under the PPP 
model and identifying potential revenue streams which would fa-

 The conference was held at a time of deep anxiety for the industry and 
hence generated interest and curiosity among participants and delegates 

By Our Staff Correspondent

Aviation Outlook India 2009

TALKING 
STRATEGY:  
Development of 
airports for low 
cost carriers was 
one of the key 
topics
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cilitate expansion of the airport.
In the next session, P. Seth, Member of Operations, Airport 

Authority of India, spoke on ‘Identifying Investment Needed in 
Airspace Management to Support the Next Wave of Growth in 
the Aviation Industry’ essentially making an assessment of future 
growth potential and the implications for Air Traffic Management 
of new aircraft, new routes and expanding capacity.

Next, Kaul moderated an airport operator discussion panel 
consisting of P. Seth, A.C.K. Nair, Airport Director, Cochin Inter-
national Airport, P.S. Nair, CEO, Delhi International Airport Ltd., 
and Marcel Hungerbuehler, CEO, Bangalore International Airport. 
The discussion was steered through the main theme of ‘Devel-
oping Sustainable Profitable Business through Strategic Airport 
Infrastructure Development and Investment’ and addressed new 
airport infrastructure development models such as creating an 
aerotropolis to include shopping malls, leisure and culture cen-
tres, air cargo, hotels, entertainment centres and other commer-
cial aviation businesses at the airports.

A TIME TO REVIEW
Day Two was kicked off by Kaul chairing a panel comprising Tim 
Peng Ng, Server Aydin, Chief Commercial Officer, Istanbul Inter-
national Airport, Captain A.K. Sachdev, COO, GoAir, and  Bhupesh 
Joshi, Associate Vice President of Airport Services, Kingfisher Air-
lines, discussing “The Development of ‘Low Cost Airports’, ‘Non 
Operational Airports’ and ‘Military Airports’ to enhance connec-
tivity across India and to support the growth of LCCs”. The com-
mon refrain through the discussion was the need for separate 
airports or separate terminal buildings within the same airports 
to cater for the LCCs, who were bleeding due to the high cost of 
operations at the new airports due to the User Development Fees 
and Airport Development Fees. 

This discussion was supplemented with a talk by Samyukth 
Sridharan, Chief Commercial Officer, SpiceJet, on ‘Tackling the 
Low-Cost Airline Models in India’ in which he spoke of  managing 
costs in the high cost environment, new revenue streams avail-
able for LCCs in India, and developing domestic routes to tap 
into the opportunities of Tier II cities. Rahul Sharma, Partner, IBM 
Global Business Services spoke on ‘New Ideas on Ensuring Profits 
to Achieve Long-term Growth in the Aviation Industry’.

Stefan Heuss, MD, Cockpit4U, then addressed the subject of 
‘Achieving Maximum Efficiency and Profitability through Stra-
tegic Human Resource Development’ dwelling on investment in 
training in the current downturn to prepare for future growth, 
outsourcing solutions to achieve cost effectiveness and identi-
fication of training models adopted by international airlines to 
enhance corporate efficiency. Nalin Jain, Country Director, GE 

Aviation, then addressed the all-
important issue of ‘Reviewing Key 
Strategies & Practices on Minimis-
ing Fuel and Maintenance Costs’. 

Next followed a panel discus-
sion chaired by Peter Harbison, 
Executive Chairman, CAPA, and 
consisting of  Koustav  Dhar, COO 

and ED, MDLR Airlines, Bhupesh Joshi, Associate Vice President 
of Airport Services, Kingfisher Airlines,  Virender Pal, Chief Tech-
nology Officer, SpiceJet, Nalin Jain, Country Director, GE Aviation. 
The  theme was ‘Optimising Airline Operational Efficiency and 
Cost Management’ and the discussion centred around identify-
ing ways and means of achieving greater cost-efficiency and ef-
fectiveness by optimising both IT work methods as well as infra-
structure expenditure. 

The issue of reducing maintenance costs through partner-
ships with OEMs was also discussed as were the opportunities to 
leverage on existing technologies to improve efficiency and prof-
itability. Manisha Grover, Chief Commercial Officer, Bangalore 
International Airport, then spoke on ‘Developing Non-Aeronauti-
cal Airport Revenue for Faster Returns to Enhance the Financial 
Standing of Airport Operators’. Inevitably, the issue of viability of 
creating an aerotropolis also arose. 

The next panel discussion was moderated by Charmaine 
Fernz, Assistant Editor, Travel Division, TravelBiz Monitor, and 
the panellists were Ratan Ratnakar, Vice President-Revenue Op-
timisation, Kingfisher Airlines, and Kamal Hingorani, Vice Presi-
dent, Sales, SpiceJet. The discussion focused on ‘Reviewing Multi-
channel Distribution Strategies in India to Minimise Distribution 
Costs and Increase Revenues’. Another point of discussion was 
the means to enhance the airlines’ ability to target  corporate and 
leisure travellers using a multi-channel distribution strategy. 

Khaled Almazroui, GM, Fujairah International Airport, spoke 
next on ‘Learning from UAE Airports: Developing Infrastructures to 
Improve Operational Efficiency and Increase Profitability’ and pre-
sented his views on the outlook of developments and operations of 
UAE airports, the current and future infrastructure investments and 
an analysis of how airport infrastructure developments improved 
their operational efficiency and profitability. Ansgar Sickert, MD, 
Fraport India next addressed the subject of ‘Assessing the Opportu-
nities for Airport Infrastructure Developments in India’.

At a time when the present state of the aviation industry in India 
appears dismal, the conference took a pragmatic view of the situation 
while setting an optimistic tone for the future. It would be interesting 
to wait for the next year’s Aviation Outlook India conference to see if 
developments by then lend a more cheerful tenor to the event. SP

INDUSTRY ANALYSIS:  
Also discussed were 
opportunities to leverage on 
existing technologies to 
improve efficiency and 
profitability
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SP’s Airbuz (SP’s): Where does India 
stand in the priority of Bell Helicop-
ter?
Max E. Wiley (Wiley): We have been in 
India since the early 1990s. India is one 
of our top three countries strategically.

SP’s: What collaborations do you 
have in India?
Wiley: We try to support and be a  
facilitator of cooperation. We have 
our presence in the US-India Business 
Chamber and Rotary Wing Society of 
India. We have a role in the liaison be-
tween the US’ Federal Aviation Admin-
istration and India’s Directorate General 
of Civil Aviation. 

SP’s: Who are your major clients in 
India?
Wiley: Some of our major clients are HCC, 
Deccan Aviation, Reliance, Global Vectra, 
Heligo Charters and Pawan Hans.

SP’s: Who are your major competi-
tors in India?
Wiley: Eurocopter, Kamov, Augusta 
Westland, Boeing and Khazan are our 
competitors in India.

SP’s: What are the maintenance and 
supply chain management facilities 
Bell offers in India? 
Wiley: Bell helicopter is rated No. 1 in 
product support. In India, we have cus-
tomer service facilities in Mumbai and 
Bangalore. There is a central supply for 
Bell Asia at Singapore.

SP’s: Apart from India, who are your 
other Asian clients?
Wiley: Japan, Korea, Philippines, Indo-
nesia, Singapore, China, Sri Lanka, Nepal 
and Bhutan, to name a few.

SP’s: Why are Bell’s training facili-
ties restricted to the US?
Wiley: We would like to expand our cen-
tres of excellence out of the US and have 
more in South Asia. These would include 

customising overhaul facilities and pilot 
training. Negotiations with CAE in Ban-
galore for training in-flight simulation for 
transition and recurrent training are on. 

SP’s: Do you feel the lack of helipads 
and fixed-base operators for heli-
copters in India?
Wiley: This is a part of evolution for civ-
il aviation (as experienced) in any coun-
try. Flight standards also mean good air 
space management. Strategically located 
helipads are essential for the growth of 
the helicopter industry. I am sure all will 
happen in good time. 

SP’s: Are there times when business 
booms in India?
Wiley: Definitely. All Bell helicopters 
were working during the elections. There 
were no extras during that period.

SP’s: What are the existing concerns 
of helicopter pilots in India?
Wiley: Two major concerns are in-coun-
try training and disproportionate levels 
of compensation between fixed wing 
and rotary wing pilots. These need to be 
looked into.

SP’s: How reliable is a Bell helicopter?
Wiley: Ten on 10. We work hard to man-
ufacture a reliable, safe, easy to maintain 
and easy to fly helicopter. We provide 
the best manufacturer’s training in the 
world—more than one lakh students in 
120 countries around the globe is a great 
achievement. SP

‘Bell is NO. 1  
in product support’

 Against the backdrop of the 2009 Paris Air Show, Max E. Wiley,  
Vice President, Asia-Pacific Sales, Bell Helicopter, spoke at 
length to Sangeeta Saxena on his optimistic outlook for the 

company’s growing footprint in the Indian market 

“Two major concerns 
(in India) are in-country 

training and 
disproportionate levels 

of compensation 
between fixed wing 

and rotary wing pilots.”
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THE AIRLINE INDUSTRY THE WORLD over ap-
pears to be in dire straits and in India, the situation is 
no different. As estimates go, during the current year, 
airlines globally are expected to suffer a combined loss 
of $9 billion (Rs 45,000 crore). Last year, the figure was 

over $10 billion (Rs 50,000 crore). This year, India’s airlines together 
will probably lose $2 billion (Rs 10000 crore). In the last one-and-half 
years, around 35 airlines, including four from India, have downed 
shutters, some of them merging with the larger ones. 

During the period 2004 to 2007, the airline industry in India 
was growing at an average of 26 per cent. Entry of a number of 
ambitious private carriers had dramatically altered the scene. Air 
travel was no longer the privilege of the elite as the fierce competi-
tion drove prices down to levels affordable for the middle class. 

The spike in international price of crude in 2008 that peaked 
at $147 (Rs 7,350) per barrel exposed the vulnerability of the busi-
ness models of the private carriers in India. In a market driven 
environment, airlines had very little flexibility in recalibrating 
air fares in tandem with the rising price of Aviation Turbine Fuel 
(ATF) and hence, could pass on only a fraction of the enhanced 
financial burden by way of fuel surcharge to the customer. The 
airlines had barely reconciled to the trauma of high oil prices 
when the industry was hit by the global economic downturn. As 
in the rest of the world, there was a sharp decline in the volume of 
passenger traffic in India and even though oil prices came down 
to manageable levels almost as rapidly as they had risen, airlines 
were left with a capacity well in excess of demand as their growth 
strategy had not catered for these cataclysmic events. Net result, 
the airlines continued to haemorrhage. 

Compared with low-cost carriers, the situation was far worse 
for the full service carriers (FSC), particularly since there was 
a significant drop in business travel. For long the airlines had 
been pleading in vain with the government to rationalise airport 
charges as also the price of ATF. While airport charges in India 
compare favourably with those abroad, the price of ATF was 
considerably higher than elsewhere in the world. For example, 

when per kilolitre cost of ATF abroad was around Rs 24,000, in 
India it was ruling at Rs 38,000 to Rs 46,000, depending upon the 
state. Thus, ATF is priced nearly 60 to 90 per cent higher in India 
compared to the global average. 

As the price of ATF is not regulated by the government, it is 
sensitive to fluctuation in the international price of crude. How-
ever, it is the tax burden that is killing. Taxes on ATF are levied 
both by the central and state governments—and those imposed 
by the latter span a range that varies from as low as 4 per cent in 
Andhra Pradesh to 30 per cent in most of the other states where 
civil air traffic is high. Compared to the global average of 20 to 25 
per cent, for India’s airlines, ATF constitutes 40 to 45 per cent of 
the operating cost. The share of fuel as a percentage of operating 
cost has a direct relationship with the price of ATF and hence, ris-
ing fuel prices wreak havoc with the finances of airlines. Further, 
over the past 12 months, the price of ATF has doubled, but the 
airlines have not been able to raise fares proportionately.

Mid-2009, the situation had become desperate as airlines 
were running out of resources having lost credibility with finan-
cial institutions. It was time for hard decisions. The airlines em-
barked on restructuring by way of capacity reduction, trimming 
of manpower and route rationalisation. But the process is some-
what long drawn and will take time before the impact is visible. 
Pushed to the brink, early August, the FSC-led Federation of In-
dian Airlines (FIA) served notice to the government of a strike on 
August 18 as also threat of total shutdown thereafter if there was 
no support forthcoming from the government. The main agenda 
was lowering of taxes on ATF to bring the price down to inter-
national levels and restore viability of their business models. The 
strike was subsequently withdrawn in response to a threat by the 
government of dire consequences and invitation to dialogue. 

Finally, it was the FIA’s drastic action—however ill-conceived 
it may have appeared at that time—that has galvanised the gov-
ernment into action. SP

—By B.K. Pandey, Bangalore

 For long the airlines had been pleading in vain with the government 
to rationalise airport charges as also the price of ATF 

Finally...
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beyoNd 20:40.

A visionary partnership was formed in the 1970’s. GE and 
Snecma created CFM International*. With eyes clearly focused 
on tomorrow, that highly successful partnership has now been 
extended through 2040. We look forward to the future. To 
setting industry-leading reductions in fuel burn and emissions. 
To delivering the next-generation engine for narrow-body 
aircraft. Be far-sighted. Visit www.cfm56.com/agreement now.

*CFM, CFM56 and the CFM logo are all trademarks of CFM International, a 50/50 joint company of Snecma and General Electric 
Co.

SPS.AVI_267x210_EYETEST.indd   1 10/7/09   15:07:08




