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       A Word  from Editor

An extremely vital but tragically 
obscure element in the regime of the civil avia-
tion industry, air traffic management (ATM), 
came to the fore in a two-day seminar held in 

Delhi beginning on October 20, 2010 to coincide with 
the World Air Traffic Controllers’ Day. Unfortunately, the 
complexities of air traffic management and the contribu-
tion of this inconspicuous discipline towards air safety, 
are little known and even less understood by millions of 
air travellers the world over including India. The seminar 
helped direct focus on the challenges ahead in the con-
text of the explosive growth in the civil aviation industry 
in India and the imperative need for proactive approach 
to provide the right infrastructure, technology and the 
human resources to enable the sector cope with the ever 
increasing traffic density as also to achieve the desired 
goal of total safety in the skies. 

Another largely neglected sector covered by A.K. Sa-
chdev is that of air cargo that  despite the daunting chal-
lenges, is buoyed by hope, as the civil aviation industry is 
beginning to emerge from the recessionary gloom. Entry 
into this sector by the pioneer of the low cost carrier Cap-
tain G.R. Gopinath with his Deccan 360, a domestic and 
international cargo airline, has served to reinforce the be-
lief that the air cargo sector in India holds promise. Writ-
ing from Goa, Joseph Noronha as also Alan Peaford from 
London, recount the volcanic activity in April this year 
that temporarily paralysed the airline industry in Europe 
with cascading effect on a global scale. The two authors 
highlight the debilitating impact of this phenomenon of 
nature on the finances of the industry and air safety. In an-
other piece of writing, Noronha examines the critical role 

composites would play in the construction of airliners in 
the future driven essentially by the need to lower aircraft 
weight to achieve lower fuel burn and ultimately lower 
cost of air travel. R. Chandrakanth reports on the interac-
tion between Turbomeca and the users of their products 
in India. Turbomeca highlighted the turmoil the helicop-
ter industry has been through, the diificulties ahead and 
the future busniess strategy of the OEM. 

Writing from Mumbai, R.S. Swarup offers a fresh per-
spective on business aviation and explains why a corpo-
rate jet has the potential to be employed as a powerful 
business tool for corporate management and ought not 
be regarded merely as a status symbol, which is unfortu-
nately so at present. In the area of air safety, Tecknow re-
veals the world’s first runway hazard management system 
with fully automatic foreign object damage (FOD) detec-
tion capabilities. The system known as Tarsier is a recent 
innovation and had the potential to prevent the type of 
accident that has led to the crash of the supersonic air-
liner Concorde more than a decade ago that culminated 
into the demise of the programme.  

Welcome aboard and 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

• SP’S             • Issue 5 • 2010 Gwww.spsairbuz.net4

: AIRLINE NEWS

SpiceJet take over 

Sun TV founder Kalanithi Maran 
has raised his stake in low-cost 
airline SpiceJet to 38.66 per cent 
with acquisition of an additional 
7.68 per cent equity in the airline 
through his unlisted aviation firm 
Kal Airways Pvt Ltd purchasing 
31.08 million additional shares in 
an off-market transaction. Maran 
and his associate company’s 
combined stake in the Gurgaon-
based airline rose to 66.2 per 
cent. Maran had entered SpiceJet 
with the buyout of Wilbur Ross’s 
stake and invested `746 crore 
in June for a 37.7 per cent stake 
in the airline. He has now taken 
over as chairman of SpiceJet 
while his wife Kaveri has joined 
as non-independent director 
on the board. Four nominees of 
Maran, S. Sridharan, J. Ravin-
dran, Nicholas Martin Paul and 
M.K. Harinarayanan have been 
appointed as independent direc-
tors of the company. The board 
also accepted the resignation of 
B.S. Kansagra, Kishore Gupta, 
Mukkaram Jan and Vijay Kumar 
as directors of the company. Neil 
Mills, former Chief Financial 
Officer of West Asian low-cost 
Flydubai, is SpiceJet’s new Chief 
Executive Officer. SpiceJet, which 
recently launched its interna-
tional operations with flights to 
Colombo and Kathmandu, is 
expected to announce plans to 
fly to other countries in the South 
Asian Association of Regional 
coorperation region as well. 

GoAir to expand fleet 

As per airline sources, budget 
carrier GoAir is currently in 

talks with financial institutions 
to raise around $100 million 
(`45 crore) to fund its aircraft 
acquisition programme. A deal 
is expected to be finalised soon. 
The airline currently has 10 
Airbus A-320s in its fleet and 
plans to take delivery of another 
10 aircraft over the next three 
years. With the aviation sector 
on a growth trajectory after two 
years of recession, the airline 
in July this year had advanced 
the delivery of 10 planes, orders 
for which had been placed with 
Airbus in 2006. The order then 
was for 20 A-320 planes worth 
$1.2 billion `5,400 crore)  at 
2006 prices, with their deliveries 
staggered over two tranches of 
10 aircraft each. While the first 
tranche of delivery of 10 aircraft 
was completed last month, the 
delivery of the second tranche 
of airplanes is expected to begin 
from September 2011. 

Air India to revive Vayudoot 

Vayudoot was launched in the 
beginning of 1981 as a subsidiary 
of the then Indian Airlines with 
the specific purpose of provid-
ing connectivity in the North-
eastern states. However, the 
venture proved to be financially 
unsustainable and the airline 
was finally closed down in 1997. 
Air India now plans to resurrect 
Vayudoot possibly as a low cost 
arm to provide a feeder service 
for the parent carrier provid-
ing connectivity between Tier 
II/Tier III cities and metros/
major cities/state capitals for 
onward flights to national and 
international destinations. Based 
in Delhi, Vayudoot will operate 
largely in the Northeastern states 
as also in UP, Bihar, MP and 
Jharkhand. The plan is to induct 
on lease four types of aircraft i.e. 
15-20 seats, 50-seat, 120-180 seat 
and 300-seat capacity depend-
ing on demand. NACIL is also to 

enhance the utilisation of the 21 
aircraft Air Indian Express fleet 
from nine hours to 12.5 hours per 
day with focus shifting to domes-
tic operations. The plan includes 
shifting base from Mumbai to 
down south and rebranding to 
Express India.

IndiGo expands wings 

Recognising the growing impor-
tance of emerging domestic sec-
tors from South and East India, 
IndiGo, has chosen Coimbatore 
as its new destination and has 
added three new flights to and 
from Kolkata. India’s largest 
low-fare carrier is now connect-
ing Coimbatore to the metros 
of Chennai and Delhi. IndiGo 
has also started operation of its 
third non-stop daily flight on 
the Kolkata-Agartala route, and 
second non-stop daily flights 
on Kolkata to Jaipur sector. In 
addition, Kolkata will now be 
connected with Ahmedabad 
with three daily flights.

Air India revamp 
The National Aviation Corpora-
tion of India Ltd (NACIL) has 
changed its name back to Air 
India Ltd from the last week of 
October this year. Apart from 
this cosmetic makeover, the air-
line has ambitious plans to turn 
around the loss-making airline. 
These include restructuring op-
erations on international routes, 
converting subsidiary Alliance 
Air into a full-fledged regional 
carrier and beginning domestic 
low-cost operation through 
Air India Express. Hub opera-
tions from Frankfurt have been 
discontinued since October 31, 
and the six flights which were 
converging there have been con-
verted into direct operations to 
Europe and the Americas. These 
moves will save the national 
carrier `250 crore every year.

As a full-fledged regional 
airline, Alliance Air will connect 

major cities with several smaller 
stations in each region. At the 
moment, the Alliance Air hubs 
are only in Delhi and Kolkata 
and new ones may be created at 
Chennai, Mumbai and Ahmed-
abad. This will improve overall 
connectivity within the country 
besides also allowing passengers 
from smaller Indian cities to get 
seamless international connec-
tivity by linking up with Air India. 
The move is part of the national 
flag carrier’s efforts to restructure 
operational and marketing strate-
gies after accumulating `14,000 
crore in losses over the past four 
fiscals. It may take some time and 
plenty of effort for the Maharaja 
to regain its lost glory.

SpiceJet to buy 30 
Bombardiers 
Gurgaon-based low-cost airline 
SpiceJet plans to spend $900 
million to buy 30, Q400 NextGen 
turboprop aircraft to enhance 
regional connectivity. Deliveries 
would begin from the second 
quarter of 2011. SpiceJet plans 
to launch a regional airline con-
necting India’s fast-growing non-
metropolitan cities to metros—
signalling the revival of business 
confidence in the aviation sec-
tor, which faced turbulent times 
during the economic crisis of 
2008. “The strategy is to access 
Tier II and Tier III cities, which 
we have struggled to connect 
with our existing fleet because 
the runways in non-metro cities 
are shorter and cannot be used 
by bigger aircraft Boeing 737s. 
Two different types of aircraft 
will help the airline to access 100 
airports, well over the current 
37. There is a huge opportunity,” 
said Neil Mills, who took over as 
Chief Executive Officer recently. 
The airline, with a fleet of 22 
Boeing B737 aircraft has a mar-
ket share of 13 per cent. It oper-
ates 153 flights daily to 20 Indian 
cities. During the quarter, the 
2004 vintage airline launched its 
first two international flights—
from Delhi to Kathmandu and 
Chennai to Colombo. Timed 
with President Obama’s visit, 
SpiceJet announced finalisa-
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tion of a deal worth $2.7 billion 
(`12,150 crore) to buy 30 Boeing 
737 aircraft from the US as part 
of the $10 billion (`45.000 crore) 
worth of contracts inked during 
the visit. Deliveries will begin  
by 2014.

: INDUSTRY

Components for Boeing 787 
Aerostructures of Saab has signed 
a contract, the third in a row with 
Bangalore-based CIM Tools for 

the manufacture of machined 
components for the Boeing 787 
Dreamliner. The Indian com-
pany is already manufacturing 
components for the A320 and 
A380 programmes for Saab. This 
contract is a clear indication of 
Saab’s focus at lowering costs 
without compromising on quality 
and performances. CIM Tools 
is reported to have excellent 
machinery, strong commitment 
and a clear customer focus. As 
per Stefan Renmark, Vice Presi-
dent and Head of Sourcing and 
Supply, India has for long been 
regarded as a strategic country 
by Saab. Aerostructures initiated 
a cooperation with Indian sup-
pliers a few years ago and apart 
from CIM Tools, Saab has placed 
orders with two other Indian 
companies with the ability to 
carry out metallic and composite 
work packages. The new contract 
with CIM Tools is evidence of the 
potential Saab sees in India. 

First Sikorsky 92 cabin  
from Tata 
The first helicopter cabin manu-
factured by Tata Advanced Sys-
tems Ltd at the aerospace special 
economic zone SEZ on the 
outskirts of Hyderabad will be 
delivered shortly to Sikorsky Air-
craft of the US for the Sikorsky-92 
helicopter. While reviewing the 
functioning and progress of the 
country’s first aerospace and 
precision engineering SEZ set up 
on a 500-acre site, the Chief Min-
ister said that with a little more 
effort, Andhra Pradesh could 
overtake Gujarat and Maharash-
tra in respect of investment and 
industrialisation. The state had 
laid down an ambitious roadmap 
for attracting global investments 
and technology partners to make 
the aerospace SEZ emerge as a 
major destination for the avia-
tion industry not only in India 
but across Asia, he said. 

Engine from Rolls-Royce  
for Air China 
Close on the heels of a $1.2 bil-
lion (`5,400 crore) billion order 
for engines from Rolls-Royce by 
China Eastern Airlines, Rolls-

Royce, the world’s second largest 
maker of aircraft engines, has 
bagged an order from Air China 
worth $1.8 billion (`8,100 crore) 
to supply Trent XWB engines for 
10 Airbus A350 XWB aircraft and 
Trent 700 engines for 10 Airbus 
A330 20 aircraft. The Trent en-
gines are known for high fuel ef-
ficiency. The order came despite 
the London-based aircraft engine 
maker was hit by safety concerns 
after one of its engines exploded 
in mid-air recently and forced a 
Qantas Airline plane to make an 
emergency landing in Singapore. 

Piaggio Aero P.180  
Avanti II aircraft

Piaggio Aero has received both 
type and production certificates 
for its P.180 Avanti II Aircraft 
from Brazil’s National Civil Avia-
tion Authority-Agência Nacional 
de Aviação Civil –(ANAC). The 
ANAC type-certificate confirms 
that the design of the aircraft 
complies with Brazilian rules 
having previously gained both 
EASA and FAA certifications in 
2005. The Avanti II can now be 
legally sold, registered and oper-
ated throughout Brazil. 

: REGULATORY 

Mandatory licensing  
for airports 
As per a recent notification 
issued in accordance with the 
standards notified by Interna-
tional Civil Aviation Organisation 
(ICAO), from July 2011, airports 
in India not licensed by the Direc-
torate General for Civil Aviation 
(DGCA) would be barred from 
undertaking flight operations. 
Inspection and safety audit by 
the DGCA at airports across the 
country as part of its process to 
grant licences to airport opera-
tors is in progress. The airports 
being covered include those oper-
ated by the state-owned Airports 

Authority of India (AAI). A total of 
63 airports including 53 operated 
by AAI, are to be licensed. The 
rest inclusive of Delhi, Mumbai, 
Cochin, Bengaluru and Hyder-
abad airports, are owned either 
by the private sector or are joint 
ventures. At present only 25 air-
ports have licence which means 
that the remaining civil airports 
have to obtain licence over the 
next eight months to remain 
operational unless the deadline 
is extended. In addition to the 
civil airports, there are 22 airports 
under the Ministry of Defence 
with enclaves that support civil 
aviation operations. 

Autonomous civil aviation 
watchdog 
The Air India Express crash at 
Mangalore in May has led the 
Indian government to fast-track 
an independent Civil Aviation 
Authority (CAA) to ensure bet-
ter aviation safety, security and 
regulation. The autonomous 
authority will provide for more 
flexibility and faster decision-
making, along with greater 
autonomy than that with the 
present regulator—the Director-
ate General of Civil Aviation, 
which functions under the 
Ministry of Civil Aviation. A com-
prehensive Indian aviation law 
will also replace all the existing 
acts relating to the sector. The 
responsibilities of the CAA will 
include setting up of standards 
for various agencies and person-
nel in the civil aviation sector, 
regulate traffic and issue licences 
to agencies such as airport and 
aircraft operators and personnel 
like pilots, traffic controllers and 
engineers. It will also have pow-
ers to take preventive, correc-
tive and punitive action against 
agencies and staff for violation 
of rules and regulations and to 
ensure ethical trade practices. 
Another function of the authority 
will be to conduct periodic safety 
and security audits, including 
flight inspections of agencies to 
ensure that the prescribed local 
and global standards are being 
met. International Air Transport 
Organisation Director General 
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Giovanni Bisignani, during a visit 
to India recently had called for 
strict security measures and also 
recommended that its operation-
al safety audit be made manda-
tory for all Indian carriers.

Air cargo carriers fined 
The European regulator has 
imposed a fine totalling to $1.1 
billion (`4,950 crore) on 11 car-
riers for operating a worldwide 
cartel which affected cargo 
services within the European 
Economic Area (EEA). The EC 
alleged that the 11 air cargo car-
riers including British Airways, 
Singapore Airlines, Air France 
and others coordinated various 
elements of price for six years 
from December 1999 to Febru-
ary 2006. The airlines involved 
coordinated their pricing to the 
detriment of European business-
es and European consumers. In 
a statement the EC said that the 
cartel arrangements consisted of 
numerous contacts between air-
lines, at both bilateral and mul-

tilateral level, covering flights 
from, to and within the EEA. Air 
France was fined the maximum 
at $182.9 million (`823 crore), 
followed by KLM, while Luf-
thansa and its subsidiary Swiss 
International Air Lines received 
full immunity from fines under 
the EC’s leniency programme, 
as it broke ranks from the cartel 
and blew the whistle. 

: BUSINESS  
AVIATION

Bombardier unveils new 
business jets 

Bombardier Aerospace of Canada 
has launched two new business 
jets, the Global 7000 and Global 
8000, further strengthening its 

leadership position in large busi-
ness aircraft category. The new 
ultra long-range jets will supple-
ment Bombardier’s flagship Glob-
al aircraft family, the Global 5000 
and Global Express XRS. The 
Global 7000 and Global 8000 jets 
will provide the ability to reach 
more destinations non-stop than 
ever before, delivering unprec-
edented levels of performance, 
flexibility and comfort. Global 
7000 aircraft features a spacious 
four-zone cabin with 20 per cent 
more living space compared to 
current industry leader. It will 
have a range of 13,500 km and a 
cruise speed of over 1,100 kmph. 
The airplane will fly London-
Singapore, New York-Dubai or 
Beijing-Washington non-stop 
with 10 passengers, the com-
pany claims. Global 8000 will 
have a range of 14,600 km, the 
farthest compared to any other 
business jet with a maximum 
speed of over 1,100 kmph. It 
can fly Mumbai-New York or 
Hong Kong-New York non-stop 
with eight passengers. Both the 
aircraft will feature an all-new 
high-speed transonic wing de-
signed to optimise aerodynamic 
efficiency, and next-generation 
GE TechX engines with higher 
efficiency and lower emission 
levels. The aircraft will also 
feature the latest version of the 
Global Vision flight deck and a 
cabin management system to 
ensure the highest levels of con-
venience, comfort and control 
ever presented in a business jet. 
Global 7000 and Global 8000 jets 
are scheduled to hit the market 
in 2016 and 2017 respectively. 

Order for Embraer  
Phenom 300 

Sao Jose Campos-based Embraer 
of Brazil is the world’s fourth 
largest manufacturer of com-

mercial jets and one of Brazil’s 
leading exporters. Embraer de-
velops and manufactures aircraft 
for commercial, executive and 
defence needs. The company has 
operations and facilities in Brazil, 
China, France, Portugal, Singa-
pore and the US. Embraer has 
now signed an agreement with 
Ohio-based NetJets, the world-
wide leader in private aviation 
for the supply of 50 Phenom 300 
executive jets for a total value 
of over $1 billion (`4,500 crore) 
with an option for additional 
75 aircraft. Owned by Warren 
Buffet and with operations in 
the US, Europe and the Middle 
East, NetJets with the largest and 
most diversified fleet in private 
aviation, offers fractional owner-
ship that guarantees availability 
of business jets round the year. 
The new Phenom 300 aircraft 
will join NetJets’ existing global 
fleet of over 800 light, midsize 
and large-cabin aircraft. The new 
Phenom 300 platinum edition 
to be developed by Embraer in 
cooperation with NetJets will 
feature technology and comfort 
based on the requirements of 
NetJets and deliveries are sched-
uled to begin in 2013. This is one 
of the fastest aircraft in light jet 
category and with a speed of up 
to 839 km per hour and a range 
of 3,650 km, it can fly non-stop 
with 11 passengers from New 
York to Dallas, London to Athens 
or Delhi to Dubai. The aircraft 
is spacious and pleasant and is 
equipped with modern onboard 
systems for outstanding flight 
performance. 

: AIRLINE FINANCE 

Equity infusion for Air India 
As per the Civil Aviation Minister 
Praful Patel, the national carrier 
Air India is likely to get some 
relief by way of equity infusion 
of around `1,200 as the Reserve 
Bank of India is expected to clear 
a debt restructuring plan for the 
airliner soon. Air India already 
has a debt burden of `19,000 
crore. The equity infusion plan 
has been cleared by the Cabinet 
Committee for Economic Affairs. 

Appointments
Cessna

Cessna Aircraft Company has appointed Mark 
Paolucci as Senior Vice President, Sales and Market-
ing. Mark is currently Senior Vice President, Customer 
Service. Brad Thress, who is currently the Vice Presi-
dent, Product Support, will be promoted as Senior 
Vice President, Customer Service.

Southwest Airlines
John Jamotta has been appointed as the new Vice President of 
Network Planning, Southwest Airlines. John has been with South-
west Airlines since 1987, leading the integrated planning function 
for the past seven years as Senior Director. The company has also 
announced the appointment of Captain Jeff Martin as the first 
Vice President of the Operations Coordination Center (OCC). 
Prior to this, Captain Martin was serving as the Assistant Direc-
tor of Operations. 
Bombardier 
Bombardier Aerospace has appointed Charles (Chet) R. Fuller as 
Senior Vice President, Sales, Marketing and Asset Management, 
Bombardier Commercial Aircraft, reporting to Gary R. Scott, Presi-
dent, Bombardier Commercial Aircraft. 
Emirates

Emirates has announced two new senior appoint-
ments within its Destination & Leisure Manage-
ment Division. Frédéric Bardin has been ap-
pointed as Senior Vice President, Emirates Holidays 
and Peter Payet as Senior Vice President, Arabian 
Adventures.



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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The Minister was, however, 
silent on whether the airline 
has achieved the milestones 
CCEA had earlier specified as a 
precondition. The government 
had in the last financial year 
infused `800 crore into NACIL, 
till recently the holding company 
for Air India, to help the airline 
reduce its losses and mounting 
debt. Air India, with losses of over 
`5,000 crore for the last financial 
year, was on a recovery path. It 
has improved its financial per-
formance with an increase in the 
number of passengers this year. 
Air India has also been able to cut 
losses as revenues have gone up 
by 22 per cent, with cash losses 
being trimmed to `500 crore 
from `1,142 crore for the half-year 
ended September. On domestic 
routes, Air India has made profits 
of `87 crore compared with a loss 
of `572 crore last year. Returning 
of 16 leased aircraft, both Boeing 
and Airbus, to leasing companies 
has also resulted in savings. 

Jet Air posts profit 

Boosted by rising domestic and 
international passenger traffic, 
India’s largest private sector 
airline, Jet Airways, announced 
a net profit of `12.4 crore for the 
second-quarter despite being 
a lean season. The company 
had posted a `406 crore loss 
during the June-September last 
year. Revenues for the company 
rose 33 per cent to `3,105 crore 
against `2,325 crore in the cor-
responding quarter last fiscal. Jet 
Airways’ domestic traffic rose by 
21.4 per cent while international 
traffic moved up by 28.3 per 
cent. The airline has been con-
sistently making profits for the 
past four successive quarters. As 
per data from Directorate Gen-
eral of Civil Aviation (DGCA), 
the company continues to retain 
its market leadership position 
with 27 per cent of the domestic 

aviation sector. India’s aviation 
sector is currently on an upturn 
as more people took to the skies 
during the quarter. Passenger 
traffic grew by 18.5 per cent in 
the January-September period. 
The International Air Transport 
Association (IATA) had last 
month said that the combined 
losses of the Indian carriers have 
come down to $400 million this 
year from $1.7 billion (`7,650 
crore) in 2009.

: HUMAN  
RESOURCE  
DEVELOPMENT 

Integrated Aviation 
University in Bangalore
Centre for Asia Pacific Aviation 
(CAPA), the region’s leading 
aviation knowledge practice 
and Subramanya Construction 
& Development Company, a 
premier Bangalore-based real 
estate developer, have signed 
a joint venture agreement 
to develop CAPA AeroPark 
in Bangalore to be commis-
sioned in 2012. This will be the 
world’s first integrated aviation 
university with an investment of 
$125 million (`563 crore) with 
satellite academies in Delhi and 
Mumbai. There are plans for fur-
ther roll out to other metro cit-
ies across India, South Asia and 
the Gulf. CAPA AeroPark will of-
fer a university and international 
standard academies for airline 
and airport management, pilots, 
engineers, air traffic controllers, 
cabin crew and regulators. The 
campus will include state-of-the-
art academic facilities, with full 
flight simulators, a flying school, 
engineering workshops and 
laboratories, research centres, 
accommodation for students 
and faculty, recreational facili-
ties, a hotel and convention cen-
tre. “We are excited to launch this 
new and vital concept in India 
to support the long-term growth 
of the aviation sector. There is 
an emerging global shortage of 
skilled human resources in the 
industry, which is particularly 
acute in rapidly emerging mar-
kets such as India and neigh-

bouring regions. The aviation 
industries in India and the Gulf 
alone are expected to see invest-
ment of in excess of $200 billion 
(`90,00,000 crore) over the next 
decade and availability of skills 
is critical to support this,” stated 
Peter Harbison, Group Executive 
Chairman, CAPA. Bangalore was 
selected as the location for the 
campus as it is India’s aerospace 
hub, with strong credentials in 
education and research and of-
fers a safe, cosmopolitan lifestyle. 
Home to Hindustan Aeronau-
tics Ltd, the nation’s leading 
aerospace company, the Airbus 
Engineering and Design Centre, 
Boeing’s Research & Technology 
Centre, several major national 
research institutes and hundreds 
of companies involved in aviation 
technology, design, maintenance 
and manufacturing, Bangalore 
will be one of the most important 
locations on the international 
aeronautical map.

: MRO

Air France-KLM to acquire 
stake in Max AeroSpace 

Franco-Dutch aviation firm Air 
France-KLM group is to acquire 
26 per cent stake in Mumbai-
based aircraft maintenance, 
repair and overhaul (MRO) 
company Max AeroSpace and 
Aviation Ltd, for an undisclosed 
sum. The aeronautical division 
of Air France-KLM group and 
Mumbai-based Max Aerospace 
also entered into a strategic 
partnership agreement to set 
up an MRO facility in India. The 
MRO facility is expected to over-
haul Boeing and Airbus planes 
since most Indian carriers use 
mid-size planes of these two 
manufacturers. Max AeroSpace 
will begin constructing the facil-
ity in a yet to finalised location 
in the first quarter of 2011 and 
the facility is expected to be 
ready by mid-2013. Founded 

in 1994, privately-held Max 
AeroSpace provides engineer-
ing support to all the major 
commercial airlines and aircraft 
operators in India and the 
Middle East. It has a 30,000 sq 
feet, state-of-the-art hangar and 
maintenance facilities at Juhu 
Aerodrome in Mumbai, which 
supports a variety of aircraft and 
components. By combining the 
resources of KLM and our own 
strong local presence, we are 
already a major player in India’s 
MRO market. We will create a 
new market leader,’’ said Bharat 
Malkani, Chairman and Manag-
ing Director of Max AeroSpace.

: INFRASTRUCTURE

Oman Airport contract 
A consortium of engineering and 
construction major Larsen & 
Toubro Ltd and partner Galfar 
Engineering & Contracting 
SAOG a major company in 
Oman, has bagged a $764 million 
(`3,438 crore) contract for the 
design and development of the 
New Salalah International Air-
port in the Sultanate of Oman. 
As per L&T, this is their first 
major engineering, procure-
ment and construction (EPC) 
contract in the Gulf state. The 
consortium won the contract 
in the face of stiff international 
competition. L&T is the leader of 
the consortium and its scope of 
work will be around $500 million 
( `2,250 crore) to be completed 
in 30 months. The company will 
undertake the design, including 
airside and city side works, and 
construction of the 6.6 lakh sq 
ft passenger terminal building, 
air traffic control tower, ancil-
lary buildings, including MEP 
systems and airport wide system 
networks. Upon completion, the 
airport will have a capacity to 
handle two million passengers 
per annum. L&T has experience 
with major airport projects like 
Delhi International Airport Ter-
minal 3, Bengaluru International 
Airport, Hyderabad International 
Airport and is currently engaged 
in the modernisation of Mumbai 
International Airport. •
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First...First...

Malaysia airlines has becoMe the first full-
service airline to operate the 737-800 with the new Boe-
ing Sky Interior. The national carrier of Malaysia has 
recently received delivery of its first Boeing Next-Gen-

eration 737 with the new, passenger-inspired Boeing Sky Interior.
The new 737 Boeing Sky Interior has sculpted sidewalls and 

window reveals, and new, larger stow bins that accommodate more 
bags while taking up less space in the cabin. The attendants can 
select from different LED lighting schemes from soft blue overhead 
sky simulation to a calm, relaxing, pallet of sunset colours. Till date, 
50 customers have ordered the new interior for 1,386 airplanes. 

Boeing Sky Interior is the latest in a series of improvements to 
the airplane. The next to come will be a package of performance 
improvements that will reduce fuel consumption and carbon emis-
sions by 2 per cent—making the airplane a full 7 per cent more 
efficient than the first Next-Generation 737 delivered. The perfor-
mance improvements to the airframe and engine are beginning 

certification test soon, and will 
be in service by early 2012.

Malaysia Airlines is the sec-
ond airline worldwide to take 
delivery of the new Boeing Sky 
Interior that offers an improved 
travel experience to passengers. 
Delivery of the airline’s initial 
Next-Generation 737 with the 
Boeing Sky Interior took place 
on October 29. SP

—SP’s Airbuz News Desk

 Malaysia Airlines has become the first Asia-Pacific carrier  
to operate the 737 Boeing Sky Interior 

E-mail your comments to:
letters@spsairbuz.net

superb  
Interior

Benefits
•  Enhanced runway safety
• Wildlife control
•  Runway capacity gains
•  Increased passenger 

satisfaction
•  Reduced carbon dioxide 

emissions
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T
hink “airliner” and The image of 
a shiny, all-metal machine comes to mind. Yet 
about a century ago, wood, canvas and wire were 
the materials of choice. They were strong, light 
and simple to use for fabricating small aircraft. 
More importantly, they were easy to repair. This 
was crucial as frequent mishaps necessitated 

minor or major repairs; the quicker the better. But the large air-
craft that were straining to fly off the drawing boards in the 1920s 
could not possibly have been held together by wood and fabric. 
Metal was the obvious solution. The hunt for a more appropriate 
aircraft manufacturing material ended with aluminium, mainly 
due to its vastly superior strength and resistance to corrosion. Of 
course, the weight of aluminium was an inevitable penalty (and 
even worse, steel) but it was much lighter than steel. Also, to com-
pensate for overall higher weight, the new metal aircraft had to be 
fitted with more powerful engines.

Even today, weight is an anathema for an actor as well as an 
aircraft. Aeronautical engineers are forever on the lookout for 

ways of reducing weight; prepared to give an arm and a leg for 
a truly robust but lightweight airframe material. With green is-
sues coming to the fore, decreasing fuel burn and emissions have 
become sacred. Low weight thus assumes added importance but 
not at the cost of durability or safety. Composite materials, both 
lightweight and strong, provide the panacea by reducing fuel burn 
and enhancing operational efficiency. This helps in reducing the 
adverse impact of aviation on environment. No wonder, compos-
ites are rapidly emerging as the most important material in the 
manufacture of aircraft since the use of aluminium became wide-
spread. Is it possible that aluminium itself is on the way out?

Composite Culture
A basic composite consists of at least two materials—one which 
acts as a “matrix” to hold everything together while the other 
serves as reinforcement, in the form of fibres embedded in the 
matrix. Very simplistically, by combining materials with comple-
mentary properties, a composite with advantages such as high 
strength, stiffness, toughness and low density, and few or none of 

 Using composites in airliner construction reduces the airframe weight 
which enables lower fuel burn and therefore reduces operating costs 

Composite Creations

By Joseph Noronha,  
Goa

TeChnOlOgY / AIRLINER MANUFACTURE

INsIde VIew:  
This Boeing 787  

fuselage section is made 
entirely of composites 
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the weaknesses of the individual materials, can be obtained. Fi-
breglass, a composite which consists of glass fibres embedded in 
a resin matrix, became familiar in the construction of boats and 
cars half a century ago. Most cars today have fibreglass bumpers 
over a steel frame. Some of the most commonly used matrix ma-
terials are thermosetting materials such as epoxy, bismaleimide 
or polyimide. The reinforcing materials may be glass fibre, carbon 
fibre, boron fibre or other more exotic mixtures. Composites may 
also consist of more than two components, organic or inorganic.

Thermoplastics are now replacing thermo sets as the matrix 
material since they are easier to produce. They are also more du-
rable and tougher than thermo sets, particularly for light impacts. 
For instance, a hammer accidentally dropped on a wing could 
easily crack a thermo set material but would just bounce off a 
thermoplastic composite. A distinction can also be made in ad-
vanced composites. Materials such as fibres, resin systems and 
cores which when combined have strengths and other desirable 
properties far in excess of ordinary composites. They are superior 
to common composites such as fibreglass.

Why are advanced composite materials rapidly replacing 
metals in aircraft manufacture? Their exceptional strength and 
stiffness-to-density ratios together with superior physical proper-
ties such as lightness, enhanced durability, very high resistance 
to fatigue, and low susceptibility to corrosion (meaning reduced 
inspection and maintenance requirements) make them irresist-
ible. Aircraft manufacture is particularly aided by the capability 
to produce very complex shapes in a single piece using advanced 
carbon fibre composites (CFC). Carbon fibre reinforced plastics 
(CFRP) and glass fibre reinforced plastics (GFRP) are becoming 
increasingly important. They consist of carbon or glass fibres, 
both of which are stiff and strong due to their density, but brittle, 
embedded in a polymer matrix, which is tough but neither partic-
ularly stiff nor strong. The result is a family of miracle materials.

Composites have been in use in the aircraft manufacturing 
industry for decades although they were probably used first on 
combat aircraft. Around three decades ago, a boron-reinforced 
epoxy composite was used for the skins of the empennage of the 
Grumman F-14 Tomcat and McDonnell Douglas/Boeing F-15 
Eagle. From these humble beginnings, today almost 24 per cent of 
the structural weight of the Lockheed Martin/Boeing F-22 Raptor 
consists of composites. And as knowledge and development of 
various composite materials has improved, their use in the pri-
mary structures such as wings and fuselages is also growing.  

While combat aircraft employ composite materials for in-
creased strength and performance, composites used in the con-
struction of commercial transport aircraft actually make them 
more expensive than traditional metallic structures. The reason 
for their increasing employment, however, is because they im-
prove the operating economy of the airliners. Using composites in 
airliner construction reduces the airframe weight which enables 
lower fuel burn and therefore reduces operating costs. The Boeing 
B787 Dreamliner has more composites than any previous airliner 
—an amazing 50 per cent of its airframe, including the fuselage, 
will be lightweight CFC. Composites represent around a quarter 
of the Airbus A380’s structural weight and will account for more 
than 50 per cent of the Airbus A350 XWB, currently under devel-
opment. In the future Bombardier CSeries airliners, composites 
will account for some 46 per cent of the structure.

Creating Composites 
Making advanced composites for flight is an art in itself. The re-

inforcing material—tape or fabric—is laid out in a mould under 
specified heat and pressure. The resin is introduced and when the 
heat is removed, the composite solidifies. It can be formed into 
various shapes. In some cases, the reinforcing fibres are wound 
tightly to increase strength. A useful feature of composites is that 
they can be layered, with the fibres in each layer running in a dif-
ferent direction. This allows engineers to tailor structures to be-
have in desired ways. For instance, they can design a structure 
that will bend in one direction but not another. Another key ad-
vance is a process called “resin transfer moulding” which auto-
mates how composites are put together.

Next comes the making of entire structures—more complex 
than manufacturing most metallic structures. A traditional metal 
wing panel generally consists of several panels joined by conven-
tional fasteners. The wing skins themselves are complex sub-as-
semblies of many panels with the stringers and stiffeners attached 
to the panels separately. On the other hand, an advanced carbon fi-
bre wing panel usually consists of large panels fabricated as a single 
piece with the stringers and stiffeners integrated within the skin.

Aircraft design is yet to take full advantage of composites. As 
an aerospace designer puts it, “We are still designing effectively 
in a metallic world.” Future composites will open up new pos-
sibilities to move beyond “dumb structures” to structures with 
embedded capabilities like anti-icing, structural health monitor-
ing and low-drag coatings. 

perils and pitfalls
Experts in the aerospace industry are acutely conscious that com-
posite materials are still part of a brave new world of exotic struc-
tures. Composites are labour intensive and often require complex 
and expensive fabrication machines, making them significantly 
more expensive than aluminium alloys. They still have a number 
of shortcomings such as absence of electrical conductivity. Their fi-
bres are laid in different directions in each layer, rendering the com-
posites highly electrically and thermally anisotropic, which means 
they have different physical properties in different directions. As a 
result, a lightning strike could damage each layer differently. 

Composites are very strong when stretched or bent but could 
be weak when compressed or exposed to high shock. For exam-
ple, a CFC bar is extremely difficult to bend but will crack easily 
if hit with a hammer. Aluminium, by contrast, is easy to manu-
facture, to detect problems and repair. It can take a great deal of 
punishment before it fails and can be repaired almost anywhere. 
Take a minor car mishap. While cuts and bruises may be reme-
died by first aid, the friendly neighbourhood garage can deal with 
dented metal, making it almost as good as new by hammering 
it back into shape and spray-painting the surface. What about a 
damaged fibreglass bumper? That is not repairable and will need 
to be replaced. Similarly, while a dented metal aircraft surface can 
be easily seen and repaired, a composite surface may look perfect-
ly fine on the outside while suffering damage beneath—damage 
that might result in unexpected failure in flight. So, if composite 
surfaces are suspected of damage, they require immediate inves-
tigation and repair, which may be difficult and expensive. And 
composites are often harder to recycle than metals because sepa-
rating carbon fibre from plastics can be rather difficult.

Composite structures are also difficult to inspect for flaws. A 
tap test is a standard test—part of routine servicing—used to assess 
the safety of aircraft CFC structures. Trained ground engineers tap a 
composite surface such as a fairing and listen intently as they do so. 
A change of pitch reveals gaps where layers of composite material 
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have come apart. However, following a recent accident, investiga-
tors concluded that a gap in an inner composite panel can some-
times pass a tap test. After many cycles of changing pressure, the 
gap could grow and the structure could finally give way. A suspect 
rudder, for instance, could lose strength and stiffness, start “flutter-
ing” and eventually break up. So there is a need to develop more 
reliable procedures such as “twanging” composites with lasers to 
produce high resolution ultrasound echoes in order to detect flaws.

Perhaps nothing illustrates the potential pitfalls of advanced 
composites more dramatically than Boeing’s 787 Dreamliner, now 
more than two-and-a-half years behind schedule. A weakness in the 
side-of-body upper stringers was discovered during full-scale aircraft 
testing. This caused delamination of the composite structure where 
the wings meet the centre wing box. As a result, Boeing was forced 
to incorporate a hard-to-install reinforcement in an even harder-to-
reach area. The company and its customers are keeping their fingers 
crossed that there will not be any more composite shocks.

end of aluminium
Such are the risks of switching from well-understood and widely-
used materials like aluminium to still-novel ones such as compos-
ites. This is partly because computer simulations often differ from 
reality and are not yet good enough to accurately predict if compos-
ite structures will fail. A catastrophic collapse of a composite struc-
ture could result in immense pressure to revisit the safety standards 
for composite airliners, which have yet to notch up the millions of 
airborne hours over which metal machines have proved themselves. 

Experts believe that the advantages of composites increase 
with the size of the aircraft. Larger, long-range airliners spend 
more time airborne, when the strength and light weight of com-
posites is most beneficial. Smaller aircraft generally make shorter 

more frequent flights, so the op-
erational savings offered by com-
posite construction might not 
be dramatic. On the other hand, 
at airports, such planes are more 
at risk of damage in even minor 
ground accidents. This damage 
would be easier to repair if they 
were made of metal rather than 
composites. Indeed, aluminium remains a remarkably useful ma-
terial for aircraft structures and metallurgists have worked hard 
to develop better aluminium alloys. Aluminium-lithium which is 
approximately 10 per cent lighter than standard aluminium is the 
most successful of these alloys.

For the future, research is focused on aircraft structures that 
are stronger, lighter and cheaper to make. A “materials gap” has 
frequently existed between theoretical designs and actual flying 
machines and “Unobtainium” is the light-hearted name given to 
materials that are desired, but as yet unavailable. The Sukhoi Su-47 
Berkut experimental supersonic jet fighter, which has a high-speed 
forward-swept platform, would have been an impractical design 
without composite materials carefully crafted to resist twisting 
while allowing the wing to bend for improved aerodynamic behav-
iour. So composites, thanks to their significant benefits, are likely to 
assume an increasingly important role in aircraft construction. But 
how swiftly they will replace metal is a moot point. Even as they 
expand the flight envelope, composites are still a work in progress. 
Their higher manufacturing costs need to be outweighed by lower 
operating and maintenance costs as well as enhanced reliability be-
fore they routinely replace metallic structures. The jury is still out 
on whether an all-composite commercial airliner will ever fly. SP

Close up:  
The new 787 Dreamliner 

aircraft by Boeing has an all-
CFRP fuselage and is more 
than 50 per cent composite 

by weight 
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Managing  
AIR TRAffIc

T
hE AIR TRAffIc 
cONTROllERS’ 
(ATc) Guild (India) 
organised a two-day 
seminar on October 
20 and 21, 2010 at the 
India Habitat Centre, 

New Delhi on the subject “Air Traf-
fic Management (ATM), Airports and 
Airlines: India Initiatives for Infrastruc-
ture”. October 20 being celebrated as 
the World Air Traffic Controllers’ Day, 
the timing of the seminar was signifi-
cant. The ATC Guild (India) has been 
a member of the 137-nation Interna-
tional Federation of Air Traffic Con-
trollers’ Associations (IFATCA) since 
2005, and it was only appropriate that 
Alexis Brathwaite, President and Chief 
Executive Officer at IFATCA, Trinidad 
and Tobago, was the guest of honour. 
SP Guide Publications was a corporate 
sponsor for the seminar. 

The seminar provided a platform 
for deliberations on a wide range of sub-
jects that focused on developing India 
as an aviation business hub. The topics 
included capability in the regime of aero-
space manufacturing, next-generation 
ATM systems and policy framework. 
The aviation sector in India is expected 
to register the highest rate of growth in 
Asia and the seminar facilitated an ex-
change of ideas on the importance and 
impact of infrastructure on the growth 
of the industry. The participants in the 
seminar included Civil Aviation Minister 
Praful Patel who was the chief guest, Di-
rector General of Civil Aviation (DGCA) 

 The seminar provided a platform for deliberations on a wide range of 
subjects that focused on developing India as an aviation business hub 

By B.K. Pandey
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Dr Nasim Zaidi, Chairman of Airports Authority of India (AAI)  
V.P. Agrawal, Airports Economic Regulatory Authority (AERA) 
Chairman Yashwant Bhave and former Secretary Civil Aviation and 
Senior Advisor Aviation Watch Ajay Prasad. 

In his inaugural address, the Civil Aviation Minister stated 
that the dynamic and evolving aviation sector in the country had 
made the task of air traffic management not only extremely com-
plex but difficult as well and that the government would provide 
all the support needed by the 
organisation. With the com-
missioning of new airports 
and enhancement of the ca-
pacity of existing airports in 
the country, Indian skies were 
getting busier and hence there 
was an urgent need to put in 
place better systems/infra-
structure. Undoubtedly, there 
would be many challenges 

ahead in achieving this aim. While 
commending the Air Traffic Controllers 
for managing the skies safely, despite 
technological deficiencies, the Minis-
ter said that air safety rested largely on 
the able shoulders of those who man-
aged the ATM systems. He stated that 
upgradation and modernisation of 
communication, navigation and sur-
veillance (CNS) systems had been given 
top priority. The GAGAN programme 
had entered the trial phase and is ex-
pected to be fully operational by 2013. 
Stating that GAGAN would make a big 
difference in CNS, he added that India 
will be the fourth country in the world 
to possess this capability.

With regard to the shortage of Con-
trollers, he said that while the regular 
induction programme was on, there 
was thought of employing retired Con-
trollers on contract basis. “Frequent 
reports in the media of “near miss” at-
tributable to the ATC were generally 
exaggerated. Nine out of 10 cases of 
near miss are incorrectly reported and 
are more in the nature of media hype 
on account of ignorance,” he added. 
In respect of on-time performance, he 
said that in the aviation industry all 
stakeholders from airlines, airports, 
ATC to the aircrew, were equally re-
sponsible. 

Tracing the history of IFATCA to 
the early 1960s, Alexis Brathwaite, 
President and CEO said that the pro-
fession of ATC was not well under-
stood by the public by and large even 
as late as in the 1980s. “The remunera-

SpeakerS at the 
Seminar:  

(Opposite Page) Minister of 
Civil Aviation Praful Patel and 

President and CEO of IFATCA 
Alexis Brathwaite;(right) SP 

Guide Publications was one of the 
corporate sponsors of this event.
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tion was low and there was no recognition. Performance of Con-
trollers requires considerable maturity, foresight and 100 per 
cent efficiency at any given time,” he said. He went on to directly 
link the growth of ATC with the growth of the aviation industry. 
The strength of the system lay in the synergy between humans 
and technical systems. Care must be exercised to ensure that hu-
mans retain mastery and not be reduced to the status of servants 
of technology. The International Civil Aviation Organisation had 
set a goal to provide seamless air navigation all over the globe. A 
global ATM concept would necessitate elaborate infrastructure, 
enhanced training of personnel, collaborative decision-making, 
commitment, a coordinated approach by all the stakeholders 
and the will to change. He concluded by saying that IFATCA was 
not a union but a body to address technical issues.

Paying rich tributes to the yeomen service rendered silently and 
behind the scenes by the ATCs, former Civil Aviation Secretary Ajay 
Prasad recounted the profound changes on the civil aviation scene 
that have taken place in the country in the last five years posing new 
challenges for ATM. Increasing traffic has brought in its wake con-
gestion, delays, frustration, annoyance, reported near misses—all 
resulting in enhanced pressure on the ATC. New technology offers 
new solutions to upgrade the ATM structure to eliminate any com-
promise to air safety. What is needed is allocation of funds and the 
will. The need of the hour is to graduate to the next generation sys-
tems including net-centric architecture, air traffic flow management 
systems, automatic data communication systems. The former Secre-
tary also expressed the need to have a separate organisation for ATM. 

The Chairperson of AERA, 
Yashwant Bhave defined the re-
sponsibility of his organisation 
as, “to ensure cost effective op-
erations of airports and airlines 
as also to protect the interests 
of all stakeholders.” He said that 
although the accident rate was 
low and stood at one per 1.5 mil-
lion flights, there was no room for complacency. Efforts should be 
made to achieve a zero accident rate through proper integration 
of human factor with modern technology. 

The Secretary General of the ATC Guild (India), D.K. Behera said 
that with passenger and cargo movement increasing exponentially, 
the traffic in the Indian skies was reaching a “critical limit”. Efforts 
were on to improve on-time performance of flights and this called for 
cooperation from the different players involved. There were a num-
ber of issues pertaining to Air Traffic Controllers which were imping-
ing on their performance. He expressed the hope that the authorities 
would address these at the earliest. The President of the ATC Guild 
(India), D.S. Raghavan welcomed the gathering. 

The first session on airplanes and components manufactur-
ing and also on ground support systems —scope in India saw 
five speakers giving an insight into various aspects. Ajay Kumar, 
a specialist from the US Federal Aviation Administration, spoke 
on how the regional transport aircraft could be a game changer 
in India and how the US-India Aviation Cooperation Programme 
could, with some entrepreneurial initiatives, help to rapidly up-
grade the badly required civil aviation infrastructure. 

Air Marshal (Retd) V.K. Bhatia, Senior Editor, SP’s Aviation 
spoke about India’s military aircraft acquisition programmes in-
volving investments worth billions of US dollars under the De-
fence Procurement Procedure that offered lucrative opportuni-
ties for the Indian aerospace industry in the field of aerospace 

“Just Culture” in Air trAffiC MAnAgeMent

The International Federation of Air Traffic Controllers’ Asso-
ciation (IFATCA) is on a twofold mission in the fast growing 
economies in the Asia-Pacific region—to enlist more members 

and to promote safety, efficiency and regularity in international air 
navigation. IFATCA along with the International Civil Aviation Organ-
isation is working towards introducing fatigue risk management for 
controllers similar to that existing for airline pilots and is develop-
ing competency-based skill sets, the first deliverable expected in 2011. 
The IFATCA President and Chief Executive Officer, Alexis Brathwaite 
said, “Of the 137 member countries, only 16 are from Asia. The Middle 
East and Africa region have 44 members. As there is room for growth, 
we are pushing ahead with the enrolment programme.”

The greatest challenge before the ATC community was the percep-
tion of people that flight delays, landing and take-off accidents etc 
were associated with the ATC. The controllers have done a commend-
able job within the limitations of infrastructure. Underlining the im-
portance of “Just Culture” in air traffic management, Alexis opined 
that frontline operators should not be punished for errors or actions, 
unless willful, negligent or reckless. “Just Culture” creates an atmo-
sphere of trust in which operators are encouraged to provide essential 
safety-related information, while clearly drawing the line between ac-
ceptable and unacceptable behaviour. 

IFATCA has been seeking from the airlines, “familiarisation flights” 
for the controllers. There is need for ground systems to be in tune with 
airborne systems and the controller has to at least know what the in-
side of a cockpit looks like. In June this year, for the first time, I flew 
in the cockpit of an aircraft and understood how complex the systems 
were and how we need to be in sync with them.

—By R. Chandrakanth

paying tributeS:  
(Above) David Rollo of IATA 
receiving a momento from Air 
Marshal (Retd) B.K.Pandey, 
(Opposite Page) Air Marshal 

(Retd) V.K. Bhatia addressing 
the session 
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manufacturing under the mandatory 30 to 50 per cent “offset ob-
ligations” on foreign companies.

In a session dedicated to airspace restructuring and ATM sup-
port chaired by Air Marshal (Retd) B.K. Pandey, Editor, SP’s AirBuz, 
Olga Abad of Indra from Spain highlighted the solutions offered by 
her company for airport infrastructure including ATM. David Rollo of 
IATA dealt with the opportunities, challenges and the impact of the 
explosive growth in aviation and suggested a network collaborative 
approach for the future. Raj Shekhar Agrawal of Associated Cham-
bers of Commerce and Industry (ASSOCHAM) described the scope 
for aerospace manufacturing in India and the opportunities available 
for joint ventures with foreign original equipment manufacturers 
(OEM) to make India an aerospace hub. 

The second session chaired by Air Marshal Pandey included 
five speakers led by Peter Noyce with an update on Delhi Inter-
national Airport Limited and plans for the future. Thereafter, 
Priyanshu Singh, Director Marketing & Strategic Planning, Hon-
eywell Aerospace, India and Bharat Lingam of Mahindra Satyam 
expounded the strengths of their respective companies and the 
contribution they can make towards enhancing the capability of 
airports and promoting air safety. Cyrille Jodas, Vice President, 
International Simulation & Training, Adacel Technologies Ltd 
explained how simulation could improve the quality of training 
of Air Traffic Controllers to enhance skills and cut down training 
time to alleviate shortages in quick time. Rick Sharpe of Serco, 
Middle East spoke of the challenges for ATM in the context of 
unprecedented growth in aviation.

The session on “Government views, policies and support” 
chaired by the former Joint DGCA, A.K. Chopra threw light on 
the safety aspects in air traffic control and the unpredictabil-
ity of human behaviour. Speaking on practical issues, Captain 
A. Ranganathan and Captain Lakshmipathy elaborated on how 
fatigue degraded the performance levels of both aircrew and 
Air Traffic Controllers with consequent adverse impact on air 

safety. Describing the explosive growth foreseen in the Indian 
airline industry in the coming years, Kapil Kaul of the Centre 
for Asia-Pacific Aviation outlined the enormous challenges for 
the aviation sector in respect of creation of infrastructure and 
especially for ATM.

Dr G. Madhavan Nair, former Chairman ISRO and Dr K. Santha-
nam, a retired nuclear scientist of renown, were felicitated by the 
ATC Guild (India) in a special session for their contribution to the 
advancement of scientific endeavour in the regime of space and nu-
clear programmes respectively. DGCA Dr. Nasim Zaidi did the hon-
ours. Speaking on the occasion, Dr Nair spoke of India’s capabilities 
to build satellites for communication and earth observation with 
home-grown technologies. Talking of self-reliance in this field, bar-
ring a few electronic items, the remaining systems are indigenously 
developed. Santhanam recalled his days with the Defence Research 
and Development Organisation (DRDO) and achievements of the 
organisation despite the numerous constraints and impediments.

Dr. Zaidi said that although India had a credible mechanism 
that made the Indian skies safe, the country was constantly explor-
ing ways to further enhance air safety. He said that in all probabil-
ity, there would soon be a legislative measure by the Parliament to 
create an organisation exclusively for air traffic management. He 
observed that cases of “near miss” which are reported frequently 
are usually with a wide safety margin with no possibility of col-
lision. However, cooperation, consensus and compliance by all 
would help improve overall efficiency of the aviation sector. He 
cited the recent changes in the check-in procedure adopted by 
airlines that had helped improve on-time performance. 

V. Somasundaram, who has been recently inducted as Mem-
ber (ANS) on the Board of AAI, chaired two technical sessions 
dedicated to ATM & Avionics System Development and its scope 
in India. This is the first time that a senior functionary from the 
ATC discipline has been included in the Board. Apart from it be-
ing a rare honour, this is seen as a sign of things to come. The 
two sessions included eminent speakers from Raytheon, Airbus 
Industrie, Indra of Spain, MITRE and the ATC Guild.

Delivering the valedictory address at the two-day seminar, Chair-
man of AAI V.P. Agrawal said that a number of programmes had been 
put on fast track to upgrade and modernise a large number of air-
ports across India. Of the new systems, upgrade of communication, 
navigation and surveillance (CNS) systems would be completed by 
the end of 2011. He said that the satellite-based augmentation sys-
tems (SBAS) essential to manage the increasing level of air traffic, 
would soon be a reality. There has been significant progress in civil-
military cooperation with regard to air space management.

He stated that the performance-based navigation (PBN) sys-
tems installed by MITRE at some of the airports had helped im-
prove performance. AAI was aware of the shortage of Air Traf-
fic Controllers and steps were in hand to redeem the situation 
through enhanced recruitment and training capacity. In fact, AAI 
aspires to export such expertise in the region very soon. 

The two-day seminar had many experts from a variety of dis-
ciplines related to air traffic management, both on the dais and 
in the audience. The seminar clearly highlighted the rapid growth 
in the Indian aviation sector in the coming years, an imperative 
need to accelerate the pace of expansion and qualitative change 
in the infrastructure especially so in the regime of air traffic man-
agement to not only cope with the projected growth in air traffic 
but also to achieve the desired goal of total safety in the skies. The 
next seminar, scheduled to be held on October 20, 2011, will be 
awaited with high expectations. SP
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By A.K. Sachdev,  
Delhi

Slow but  
          Steady

 Air cargo is one sector that has brought forth 
good cheer ahead of shipping, rail and road 

cargo movement 

 On the mOve:  
Boeing 767 at  
Indira Gandhi  

International Airport 
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G
loBal EcoNomIES arE Now dIS-
playING signs of recovery aspiring to regain 
the ground lost during the economic downturn 
that began around mid-2008. However, haunted 
by recent experience, the optimism spawned by 
healthy trends remains cautiously tempered. 
During 2009, manufacturers and retailers alike 

struggled with inventory overhangs. Holdback on orders severe-
ly affected the mobility of the products from the manufacturer 
through the supply chain to the consumer. According to a study 
by Seattle-based Air Cargo Management Group (ACMG) in 2009, 
revenues for the US domestic air cargo industry suffered a decline 
of more than 20 per cent from the previous year. Indeed, accord-
ing to Robert Dahl, Managing Director, ACMG, revenue in 2009 
was the lowest for the industry since 1997.

By end 2009, the situation began to change significantly. The 
movement of increasing volumes of produce was adversely affected 
by lack of capacity as cargo carriers had downsized their capabilities 
and even mothballed freighters. With growing demand, cargo for-
warders complained that they were being squeezed by high carrier 
rates. In effect, the market displayed a completely new picture dur-
ing the year. During 2010, as demand and production trends steadily 
continue their march away from recessionary depths, the industrial 
sectors that provide mobility to products and goods—transporta-
tion, freight, cargo and logistics industries—are also showing signs 
of growth. Air cargo is the one sector that has brought forth good 
cheer ahead of shipping, rail and road cargo movement. According 
to the International Air Transport Association (IATA), international 
scheduled traffic statistics for June 2010 showed continued strong 
demand growth as the industry recovered from the impact of the 
global financial crisis. When compared with June 2009, interna-
tional scheduled freight traffic showed a healthy 26.5 per cent im-
provement. The statistics for July 2010 showed only a 22.7 per cent 
improvement over July 2009. The trend is definitely of a slow growth 
rate. Nonetheless, the overall air cargo volumes have shown an in-
crease by 38 per cent through the first half of this year. This figure is 
in sharp contrast to the 13 per cent growth in shipping. 

However, this cheerful bit of statistics is not applicable world-
wide. Part-year data for 2010 shows moderate gains in the US, but 
the domestic US air cargo market does not display the same effer-
vescence visible in the air cargo sector in many other parts of the 
world. According to ACMG, several factors, including competition 
from improved trucking services, will mean that future growth in 
the US domestic air cargo market will be modest even with an im-
proving economy. The situation is somewhat better in Asia. Accord-
ing to the Association of Asia Pacific Airlines (AAPA), the beginning 
of 2010 recorded more than 33 per cent growth in freight-tonne ki-
lometres over the previous year. However, 
if January 2008 is taken as the datum, then 
performance in January 2010 was 7 per cent 
low. Since then there has been an increase 
in capacity. According to IATA, global air 
freight capacity grew 12.2 per cent and Asia-
Pacific capacity by 20.5 per cent in June over 
last year. However, the average air freight 
prices for cargo moving out of Asia fell 10.3 
per cent in June as airlines brought capacity 
back into the market.  

According to a report from the Air-
ports Council International, in 2009, 
Hong Kong International Airport re-

tained its position as the world’s 
busiest global cargo airport for 
the 14th consecutive year. The 
cargo tonnage increased by 24.5 
per cent as compared to the pre-
vious year. Australia’s V Australia 
and UK based Virgin Atlantic to-
gether carried 1,94,000 tonnes of 
airfreight during the UK financial year ended March 31, 2010. 
In the following quarter, cargo revenue grew 36 per cent and 

the tonnage by 25 per cent compared 
to the same period in 2009, the carri-
ers say. Germany’s Frankfurt Airport 
handled 20.4 per cent more air cargo in 
July, year-on-year to 1,88,244 tonnes, set-
ting the monthly record, according to 
airport authorities. The prognosis for the 
second half of 2010 is that global cargo 
carriage will grow by around 30 per cent 
in comparison with the same period last 
year due to high demand from Asia, the 
EU and the US. This prediction refers 
to both, the domestic and international 
freight airlines. 

 During 2009, 
manufacturers 
and retailers 
alike struggled 
with inventory 
overhangs

market 
recOvering:  

(Top) Taiwan based Eva 
Air Cargo Boeing 747-400; 

(Above) Lufthansa Cargo 
RWY 28. 
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The Scene in india
Zooming on to India, the total target for carriage of cargo as set by 
the Ministry of Civil Aviation for the last three years tells its own 
story (see chart below).

Due to the global economic slowdown, targets were not met 
for international cargo from 2008 to 2010 and for domestic cargo 
in the years from 2007 to 2009. However, the targets in domestic 
cargo during the year 2009-10 were exceeded. The Airports Au-
thority of India (AAI) has forecast the growth of international  and 
domestic cargo at all the airports taken together at 10 and 15 per 
cent for the years 2010-11 and 2011-12 respectively, taking 2009-
10 as the base year. This optimistic forecast is premised on the 
perceived rise in demand in automotive, high-tech and fashion 
sectors. So as to bolster the infrastructure necessary to support 
the predicted growth in cargo carriage, various steps are being 
taken (or at least proposed) with respect to various airports in 
India. Beginning with New Delhi, DIAL has entered into a joint 
venture with CELEBI for modernisation of existing integrated 
brown field cargo terminal (size 70,000 sq m) and has also award-
ed a concession to Cargo Service Centre for the development of 
a Greenfield cargo terminal (size 50,000 sq m). Additionally, DIAL 
has plans for the development of supporting cargo infrastructure 
including expansion of the cargo apron. Bengaluru plans to estab-
lish a cargo village for 200 agents and freight forwarders provide 
rent-free space for animal quarantine, plant quarantine and drug 
controllers’ office, increase vertical storage space to cater to in-
creasing cargo and streamline cargo transactions through e-trade 
initiative and in-house software. 

At Kolkata, the New Integrated Cargo Terminal (NICT), made 
operational in 2008 with an annual capacity of 1.25 lakh metric 
tonnes, is adequate to meet the requirement till 2020. At Chennai, 
Phases III/IV of the NICT, with a modern automated storage and 
retrieval system, is under construction. With the commission-
ing of this project, the annual cargo handling capacity would rise 
from 3.5 lakh MT to 5.15 lakh MT, adequate for foreseeable cargo 
traffic till 2020. The AAI has plans to expand the cargo capacities 
of several other airports managed by it. The cargo terminal at Port 
Blair Airport has been taken over from Andaman & Nicobar Ad-
ministration. Modalities are being finalised to commence the do-
mestic cargo operations from the said terminal. A cargo terminal 
is being planned at Srinagar Airport while viability studies are in 
progress for Surat. A similar study has already been completed for 
Pune and government nod is awaited for the terminal. At Patna, 
a cargo terminal has been conceived as a JV between the AAI and 
the state government. Cold storage facilities are planned for Agar-
tala, Dimapur and Guwahati airports. 

According to Kuldip Singh Kharayat, Area Director, Finnair 
Cargo, “Our assessment is that India has the potential to be-

come a global air 
cargo hub due to its 
geographical loca-
tion and impressive 
economic growth.” 
Finnair plans to 
launch a full-fledged 
freighter service be-
tween Helsinki and 
Mumbai next year 
after seeing its cargo 
volumes grow quite 
impressively from 
India in recent years, 
despite the global 
slowdown. Other 
foreign airlines car-
rying cargo to and 
from India are also 

upbeat about India. FedEx recently added Bengaluru (after Delhi 
and Mumbai) as its third gateway in India. It launched a new di-
rect cargo flight from Bengaluru to Europe, the US and the Middle 
East. It also announced expansion plans of its domestic express 
delivery service to 58 cities from the present 14. 

However, India is severely lacking in terms of Indian air cargo 
carriers. Air India Cargo, with 10 aircraft ( four Airbus A310s and 
six Boeing 737s) is flying to only 13 domestic destinations. In No-
vember 2007, Air India partnered with Gati, a leader and pioneer 
in express distribution and supply chain solutions for a dedicated 
freighter service. Internationally, Air India has tied up with vari-
ous foreign airlines and trucking companies for extensive cover-
age of the globe. The only non-state, all-cargo Indian airline that 
can claim to be running well is Blue Dart. Founded in 1995 and 
based at Chennai, the airline has its primary hub at Chennai with 
secondary ones at Ahmedabad, Bengaluru, Delhi, Hyderabad, 
Kolkata and Mumbai. It flies scheduled operations between the 
stations mentioned above as well as domestic and regional char-
ter flights. It has two Boeing 737-200 aircraft and five Boeing 757-
200, and is profitable. Deccan 360, Captain Gopinath’s air cargo 
venture launched recently, runs limited operations. 

Other attempts to commence air cargo services have come to 
naught so far. First Flight ran into trouble after an accident where-
in its aircraft was involved. Quikjet floundered due to an inappro-
priate business model although hopes of its revival are kept alive 
by constant rumours of new investors stepping in. Aryan Cargo 
Express continues to suffer because of lack of funds. Hyderabad 
based Flyington Freighters has been awaiting operating permits 
since 2007 and is yet to receive its A330s. These four abortive at-
tempts have put paid to any other new venture as caution deters 
would-be entrepreneurs. The vacuum in the domestic cargo area 
in India is partially filled up by all the domestic passenger airlines 
which carry belly cargo in every passenger flight. This makes for 
good business as a large number of domestic passengers travel 
with just hand baggage which goes into the cabin, leaving large 
under-utilised cargo space. 

IATA predicts a slowdown in air cargo market recovery as the 
second half of the year progresses. Nonetheless, there is ample space 
for an Indian cargo airline to step in and capitalise on the upward 
slope of post-recessionary trends. The challenge for a new prospec-
tive entrepreneur is funding, courage and most importantly the 
right business model to succeed in the air cargo space in India. SP

 Hong Kong 
International 
Airport retained 
its position 
as the world’s 
busiest global 
cargo airport 
for the 14th 
consecutive year

Target set by the Ministry of civil aviation

Year international cargo domestic cargo

Targets Achieve-
ments

Increase/ 
Decrease

Target Achieve-
ment

Increase/ 
Decrease

2007-08 1133.41 1146.75 +13.34 575.34 568.23 -7.11

2008-09 1259.94 1149.92 -110.02 627.90 552.06 -75.84

2009-10 1402.49 1270.71 -131.78 686.01 690.90 + 4.89

Note: All figures are in 1000s of metric tonnes.
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I
T aLL sTarTEd wITH aN innocuous message from 
Eurocontrol’s Central Flow Management Unit (CFMU) on 
the evening of April 14 noting that a plume stretching to 
flight level 220 had started streaming from an Icelandic 
volcano, designated Eyjafjoll.

“Area control centres affected may request CFMU to 
apply appropriate air traffic flow-control measures, such 

as zero-rate regulations. In the meantime, aircraft operators are 
strongly recommended to closely monitor all relevant notice to 
airmen (NOTAMs),” the message said. 

Within hours, the global airline industry was thrown into 

turmoil with the biggest single airspace closure since 9/11 hit 
the airways—yet another unscheduled cost in an already vul-
nerable industry.

As the plume height quickly increased to FL350, concentrated 
ash carried by northerly air streams presented an early threat to 
Shanwick oceanic airspace and eastbound North Atlantic tracks 
were shifted slightly to the south.

CFMU started organising teleconferences within four hours 
to enable air navigation providers and airlines to discuss the im-
pact and receive updates from the London Volcanic Ash Advisory 
Centre with new forecasts produced every six hours.

 A cloud of uncertainty, far larger than any volcanic ash cloud, is 
hanging over the global aviation industry as airlines, airports and 
regulators seek to learn lessons from the airspace shutdown that 

followed the eruption of the Eyjafjallajokull volcano  
in Iceland in April. 

By Alan Peaford  
London, UK

Turmoil  
         in Iceland
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In the engine, ash can:The volcanic ash can:

The volcanic ash or static 
discharge can garble  
radio transmission

Melt in the heat, then 
solidify into a glassy glaze 
that coats important 
engine components

Infiltrate the cabin and 
can set off fire alarms.

Can form a slippery layer of powder  
on the runway, hampering braking

Contaminate the oil system and bleed 
air supply, which is primarily used to 
pressurise the passenger cabin

Source: Various agencies

Coat and insulate fuel  
system’s temperature sensors  
causing incorrect readings

Erode turbine 
compressor blades, 
reducing their  
efficiency

Block fuel nozzles

Clog air filters
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Air traffic control centres in Scandinavia such as Bodo and 
Stockholm were the first to declare that they were closing air-
space sectors and instructed airliners to cancel flight plans and 
refile to alternate airports.

Shanwick oceanic control moved westbound North Atlantic 
tracks further south on April 15. But the adjustment to transat-
lantic routes was rapidly becoming a minor issue compared with 
the situation affecting continental airspace.

Oslo, Stavanger, northern Stockholm and northern Copen-
hagen airspace sectors moved to “zero rate” operations, unavail-
able to instrument flight rules traffic as a result of contamination 
from the volcanic ash cloud. This restriction also applied to the 
UK, north of Birmingham including the whole of Scotland and 
extended to Ireland shortly afterwards.

CFMU broadened the teleconfer-
ence capacity as demand for participa-
tion increased. Knock-on effects rapidly 
became apparent. Zurich airport be-
came congested with delayed aircraft 
as airways were cut off and refused to 
accept diverted flights.

Spread of the ash to the European 
core area, within 48 hour of the initial 
warning, crippled air traffic across the 
continent and beyond. Asian and North 
American flights bound for Europen 
were warned via the CFMU to carry 
“sufficient fuel to divert” as Germany 
shut down, along with the Maastricht 
upper area centre, northern France and 
states as far east as Poland, Finland and 
Estonia.

As the domino-effect closure spread 
southwards, as far as northern Italy and Spain, national authori-
ties in more than 20 countries declared airspace unavailable, sev-
eral of them enforcing a total prohibition on commercial traffic, 
effectively closing some 300 airports.

Eurocontrol states, which normally deal with around 28,000 
flights daily, recorded a fall of 79 per cent in this figure as the crisis 
peaked on April 17 and 18.

Gradually, the dispersal of the volcanic cloud and changes in 
the altitude of potentially harmful ash enabled airspace on the 
fringe to reopen and other control centres to start accepting over 
flight traffic, before Eurocontrol and national regulators agreed 
on April 19 to reduce the “no-fly” region substantially—to better-
defined areas of dense contamination — clearing the way for the 
eventual resumption of flights.

Subsequently, the industry has wrestled with new regulations 
and has questioned whether the closure decision was correct.

Carriers grew increasingly vocal over the need to shut air-

space, with the Association of European Airlines stating that 
thousands of flights in Europe have shown “no sign” of volcanic 
ash contamination and declaring that its members “lost confi-
dence” in the ability of the Volcanic Ash Advisory Centre (VAAC) 
in London to generate reliable information. 

Giovanni Bisignani, Director General and CEO, IATA,  
said, “The ash crisis knocked back the global recovery—impact-
ing carriers in all regions. Last month, we were within 1 per cent 
of pre-crisis traffic levels in 2008. In April, that was pushed back 
to 7 per cent.”

“European carriers bore the worst of the volcano’s impact. 
Their 11.7 per cent drop in passenger traffic could not have come 
at a worse time. Europe’s slow recovery from the global financial 

crisis and its currency crisis are already 
a huge burden on the profitability of its 
airlines. The uncoordinated and exces-
sive cancellations and unfairly onerous 
passenger care requirements rubbed 
salt into the European industry’s 
wounds,” said Bisignani.

Looking ahead, Bisignani chal-
lenged Europe to reform its air traffic 
management. He said, “The ash crisis 
was an embarrassing wake-up call for 
European governments. We need lead-
ership to deliver the Single European 
Sky, fair passenger rights legislation and 
continent-wide coordination.”

According to a report at the World 
Travel and Tourism Council’s summit 
in Beijing, China, in May, nearly $5 bil-
lion (`22,500 crore) in global gross do-
mestic product (GDP) was lost due to 

air travel disruption caused by the ash cloud.
The study by leading economic forecasting consultancy Ox-

ford Economics found that passengers, airlines and the destina-
tions themselves were not the only losers. In the first week the 
temporary closure of large portions of European airspace resulted 
in $4.7 billion (`21,100 crore) of lost global GDP. The roughly 5,000 
further flights cancelled through to the end of May added a fur-
ther 5 per cent to that figure, which represents the damage done 
to economies around the globe.

Speaking at the summit Adrian Cooper, CEO at Oxford Eco-
nomics, said, “The far reaching impacts of the recent disruption 
to air transport have of course been felt acutely by travellers, air-
lines and destinations. But the impact has also been felt by those 
who rely on goods that are imported and exported by airfreight, 
and on general production and productivity. 

Cooper explained, “Beyond the direct effects on airlines 
and destinations, economies worldwide have been damaged 
indirectly as suppliers to the sector realise indirect losses. Fur-
ther, economic output is reduced as the lost employee income 
translates into lower downstream consumer and business 
spending. In addition, there’s lost output from staff stranded 
and unable to work—some $490 million (`2,205 crore)—and 
international trade has suffered severely, particularly for ‘just-
in-time’ production and perishable goods such as exotic fruit 
and fresh-cut flowers.”

Rainer Ohler, SVP Public Affairs & Communications, at lead-
ing aircraft manufacturer Airbus said, “Today, many of the bene-
fits of air transport are so integrated into the social and economic 

 The cloud of 
confusion and 
uncertainty 
remains and 
the volcanic ash 
plume continues 
to put aviation 
recovery in doubt

Volcano economics

A summary of regional economic impacts of the one-week aviation 
shut down showed the costs as: 
•  Americas: $957 million in GDP
•  Asia: $517 million in GDP
•  Europe: $2,632 million in GDP
•  Middle East & Africa: $591 million in GDP
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fabric of our society that they are taken for granted. The Oxford 
Economics study shows the catalytic impact of air travel—to 
trade, investment, tourism and productivity—and the need to en-
sure its sustainable future. A cloud from Eyjafjallajokull has made 
this clear at least.”

As part of the measures put forward by European Trans-
port Commissioner Siim Kallas, member states will be able to 
compensate their airlines and airports for direct losses associ-
ated with the ash cloud in the same way as they were able to 
provide compensation to companies affected by the closure of 
US airspace following the September 11, 2001 terrorist attacks. 
However, Jankovec points out that while earlier member state 
governments were calling the European Commission to ask how 
they could compensate their airlines after 9/11, things are dif-
ferent now.

“This time no government has called the Commission be-
cause they all have tight budgets,” Jankovec says. Andrew Clarke, 
Air Transport Policy Adviser at the European Regions Airline As-
sociation, echoes this view. “The fact that states are permitted to 
pay out under European law doesn’t mean they will,” he says. ERA 
has asked the European Commission to provide the airline in-
dustry with centralised access to existing European Union emer-
gency funds, instead of relying on individual member states for 
compensation. It has so far received no response.

One theme that appears to unite airline industry executives, 
as they pick up the pieces from April’s disruption and brace them-
selves for the possibility of further ash cloud chaos, is the thorny 
issue of EU passenger rights legislation. Under EU law, airlines are 
obligated to cover the costs of feeding and accommodating pas-
sengers affected by delayed or cancelled flights. Despite fierce op-
position from airlines, the EC is not treating the ash cloud crisis 
as an exception to these rules.

Airline and airport executives feel the ash cloud crisis has 
kicked an industry, which was already down on its knees, and 
they have effectively been left to fend for themselves and suffer 
the consequences of something that was beyond their control. As 
Jankovec puts it, “We did not press the volcano button.”

Regulations and advice is changing. The atmospheric volca-
nic ash densities cleared as safe for flight in UK and Irish airspace 
have been officially doubled. Airspace regulators predict there 
will probably be room for further extension of “safe” contamina-
tion levels following more research into aero engine and airframe 
damage tolerance.

This will mean fewer airspace closures, the UK Civil Aviation 
Authority said. Because it has been established, working with 
OEMs, the damage tolerance to atmospheric ash is higher than 
originally estimated. 

Although the UK CAA has authorised flight in airspace with 
double the density of ash contamination than previously permit-
ted, it has laid the onus of individual risk assessment firmly on 
all operators, requiring each to work with the manufacturers of 
its aircraft fleet and engines to confirm that they agree that their 
equipment is able to tolerate the new limits.

At present, although the European authorities are exchanging 
information on the ash situation, they are not coordinating their 
responses. The UK and Irish aviation authorities, however, admit 
that they are more highly motivated to find solutions and quan-
tify them than the rest of Europe, because they are worse affected 
than the mainland.

So the cloud of confusion and uncertainty remains and the vol-
canic ash plume continues to put aviation recovery in doubt. SP

engines impaired

Engines flying through a volcanic ash cloud risk impaired com-
pressor performance or even a compressor stall, as well as dam-
age to the high-pressure turbine blades and the turbine nozzle 

as a result of overheating, according to the engine manufacturer CFM 
International.
Volcanic ash is "solid, small, hard and sharp particles", said Jacques 

Renvier, Senior Vice President, Systems Engineering at CFM partner 
Snecma. "It's very abrasive and the concern is that when encountered 
in  the high-pressure  compressor,  it will wear  the blades  and  vanes, 
and you can reduce the length of the blade chord. You will impact 
the aerodynamic behaviour of the compressor, potentially leading to 
engine stall and, ultimately, loss of thrust," he added.
Particles entering an engine's combustion chamber would encoun-

ter very high temperatures, of up to 2,400°C (4,352°F), and melt before 
reaching the high-pressure turbine's nozzle—where temperatures are 
lower—causing them to deposit on the vanes. The ash particles could 
also enter the cooling and ventilation circuit.

It has been proven that there is "a real threat" to engines from vol-
canic ash, Renvier said. In 1982, a British Airways Boeing 747-200 lost 
all  power  in  a  cloud of  volcanic  ash  over  South  Jakarta,  and, while 
the aircraft glided to a safe  landing, the damage to the engines was 
irreparable. In 1989, a KLM 747-400 suffered multiple engine failure af-
ter encountering an ash plume from Alaska's Mount Redoubt volcano.
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V
OLCaNOEs dON’T OfTEN makE HEad-
LiNEs. This is understandable, considering that 
at any moment perhaps as many as 20 volcanic 
eruptions may be occurring somewhere on the 
planet. But when Iceland’s Eyjafjallajökull vol-
cano began spewing ash on April 14 this year, 
apart from the fiendish challenge of getting its 

name right, it triggered a first-rate crisis in commercial aviation. 
The combination of the volcanic flare-up and an atypical weather 
system—high pressure and northerly winds—wafted a noxious ash 
cloud over the British Isles and northern Europe. And there it stayed. 
Air navigation service providers could see only one way to fulfil their 
duty “not to direct flights into a known flight hazard” —they shut 
down up to 80 per cent of Europe’s airspace the next day.

After six days of chaotic disruption which grounded more 
than 1,00,000 flights, affected 10 million passengers and caused 
$1.7 billion (`7,650 crore) in airline losses, the ban on flights was 
lifted. There were other limited shutdowns over the next few 
weeks. Apart from the huge financial loss, the ash cloud over Eu-
rope caused deep inconvenience to travellers, some minor trag-
edies and a great deal of recrimination. It showed that surface 
transport options were woefully inadequate to retrieve the hun-
dreds of thousands of passengers stranded around the globe. It 
also proved—as if proof were necessary—just how indispensable 
aviation has become to travel and commerce.

Stay Clear
For decades, airlines have successfully dealt with ash clouds by 
the simple expedient of avoiding them. The International Civil 
Aviattion Organisation (ICAO) has a time-honoured “zero tol-

erance” policy towards volcanic ash. Nine global Volcanic Ash 
Advisory Centres (VAACs) at Anchorage, Montreal, Washington, 
Buenos Aires, London, Toulouse, Tokyo, Darwin and Wellington, 
track and report the location of ash clouds to enable airliners to 
steer clear of them. In some regions, ash advisories are almost as 
routine as weather reports. While the area immediately around 
an erupting volcano is generally declared a no-fly zone, flights 
outside it are left largely to the airlines’ discretion. Weather radar 
is ineffective in detecting ash clouds, so pilots rely on accurate 
forecasts of volcanic eruptions along their navigational routes 
and avoid the volcanic plume normally by at least 100 nautical 
miles. Consequently, every year, millions of air travellers safely 
transit through volcanically active regions such as Iceland and 
the North Pacific without even realising it. However, in Europe’s 
case, the magnitude and position of the ash cloud made it im-
possible to route aircraft so as to avoid the contaminated area 
because there was simply no clear airspace to do so. Ash filled 
the sky over the entire continent that has the most dense air traf-
fic environment in the world. This created a situation unprec-
edented in aviation history. 

Volcanic ash is extremely fine with each particle being less than 
two millimetres in diameter. As it is ejected by very hot air from a 
volcano, it is often flung up into the jet stream about 10 km high or 
more. It is then transported by the wind and dispersed at heights 
commonly allotted to jet aircraft for best cruise. Some particles 
quickly fall to the earth but lighter ones can remain suspended in 
the atmosphere for two to three years before they finally disappear. 
But until now, the aviation industry never needed to research the 
possibility of damage to the aircraft and particularly to the engines 
during flight through areas of widely dispersed volcanic ash. 

 For decades, airlines have 
successfully dealt with ash clouds 

by the simple expedient of  
avoiding them 

By Joseph Noronha,  
Goa
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DreaDful Damage
Ironically, the prevailing technique of ash damage prevention—
avoiding it at all costs— is at least partly responsible for how little 
is known about the effects of flying through volcanic ash. But 
there is no doubt that it can result in serious harm to aircraft, es-
pecially to turbine engines. Ash particles easily melt as they pass 
through the engine. In the turbine, the melted materials rapidly 
cool, then stick to the turbine vanes and disturb the flow of high-
pressure combustion gases. Ash particles jam moving parts and 
block fuel nozzles. They also clog ventilation holes designed to let 
in cooling air. They can dramatically reduce available power or 
even completely paralyse an aircraft engine. Larger particles can 
also inflict physical damage on compressor blades or other vital 
parts, sometimes making engine replacement the only option.

Two factors compound the problem. First, the damage is not al-
ways easy to detect and such damage might be cumulative. There-
fore, the fact that Lufthansa, Air France, British Airways and KLM 
carried out a few test flights through ash from Eyjafjallajökull and 
reported that their planes appeared undamaged is hardly cause for 
complacency. With the present level of knowledge, it is difficult to 
predict the extent to which jet engines can tolerate mild to mod-
erate ash ingestion. The simple fact is that engineers’ just do not 
know enough about the long-term effects of ash on engines. At 
the very least, ash ingestion will need more-intense maintenance 
procedures. Sophisticated engines are more susceptible to volca-
nic ash damage as they operate at higher temperatures and the 
particles are more likely to melt and turn into a ceramic glaze and 
clog them. Even a relatively modest increase in fuel consumption 
over the life of an engine would be a heavy price to pay for a few 
seemingly safe transits through ash clouding. The second difficulty 

is that the composition of the ash, and hence its potential damage, 
differs. Development of global standards specifying safe ash levels 
is likely to prove complicated, partly because each eruption pro-
duces different size particles with unique chemical characteristics. 
Safety cannot be assured by tests on the ground with the wrong ash 
either. When engineers recently took apart a pair of turboprop en-
gines that had flown more than 30 hours through various concen-
trations of ash, they reportedly found traces of sulphur contamina-
tion and detected signs of internal corrosion and damage. 

Apart from its lethality to engines, volcanic ash can abrade vital 
aerodynamic surfaces and degrade aircraft avionics and electron-
ics. It can pit the pilots’ windscreens, damage the fuselage and even 
coat the plane so much that its aerodynamic stability is altered.

Understandably, therefore, aircraft manufacturers like Airbus 
state that ash can cause costly damage to aircraft and recommend 
that flying through ash clouds should be avoided by all means. At 
least three historical near-disasters reinforce this advice. On June 
24, 1982, a British Airways B747 entered a cloud of volcanic ash cre-
ated by the eruption of Mount Galunggung, about 180 km south-
east of Jakarta, Indonesia. Ash particles sucked in through the in-
takes melted in the combustion chambers and stuck to the inside 
of the jet engines. Within minutes all four engines failed. The crew, 
however, handled the grave emergency competently and were able 
to glide far enough to exit the ash cloud. As the engine cooled dur-
ing descent the molten ash solidified and enough probably broke 
off to allow air to flow smoothly through the engine, permitting a 
successful restart. Even so, landing the aircraft was a hair-raising 
experience as the pilots were virtually blindfolded by a blanket of 
ash which had scoured and obscured their windscreen. 

Just 19 days later, on July 13, 1982, a Singapore Airlines B747 was 
forced to shut down three of its engines while flying through the same 
area. These incidents alerted the international aviation industry to 
the severe risk of flying through volcanic ash clouds, leading to a poli-
cy of avoiding ash at all costs. Yet on December 15, 1989, a KLM B747-
400 inadvertently flew through a volcanic plume over Alaska. All four 
engines quit. Once the flight exited the ash cloud, the crew were able 
to restart and make a safe landing. Based on these successfully em-
ployed techniques, pilots who suffer unexpected loss of power in ash 
clouding are advised to throttle back and lose altitude, allowing cold 
air to be drawn into the engines. This, hopefully, shatters any molten 
glass formed by the ash so that the engines can be restarted.

Coping teChniqueS
The golden rule of skirting a volcanic plume by 100 nm has made 
safe flying possible even in regions of active eruptions. But during 
night time, when pilots cannot see the plume, or if the actual winds 
aloft cannot be predicted, operations have sometimes been hin-
dered. And pilots consider it just too dangerous to take-off or land 
in ash. However, so far the airlines have not rigorously compiled 
data from their experiences—the number of times and duration of 
transit by particular aircraft and the effect (even slight) on the air-
frame or engines. In April, scientists and engineers initially agreed 
that a concentration of ash of 0.002 g per cubic metre of air was 
probably safe. Then on May 18, a further “time-limited zone” was 
promulgated that allowed the aircraft to operate through ash-con-
taminated airspace even at concentrations of 0.004 g per cubic me-
tre of air. Experts feel that the need of the hour is to gather informa-
tion about the effect of dispersed fine ash particles on thousands 
of engines. This will help build up a picture of cumulative effects, 
if any. It will also help airspace regulators to decide rationally if ad-
ditional concessions on “safe” ash levels are warranted.

ashy  
Disruption

A disAster:  
Iceland’s Eyjafjallajokull 

affected 10 million passengers 
and caused $1.7 billion loss   
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The progress of very fine ash clouds is 
currently estimated by atmospheric sam-
pling and sophisticated computer model-
ling. European airlines strongly criticised this 
computer-based approach used to predict 
ash concentrations and vociferously ap-
pealed to be allowed to decide what was safe 
and what was not. But can air traffic manage-
ment (ATM) be relieved of responsibility to 
keep the aircraft clear of hazardous operating 
areas? If anything were to go wrong, the avia-
tion regulator would probably be called to ac-
count. And an airline operating such a system 
might find itself uninsured and definitely the 
target of civil and criminal lawsuits. The pilot 
cannot always see what is around him/her; only ATM sensors can. 
And there is no altitude at which the aircraft are guaranteed to avoid 
ash. Trying to descend below an ash cloud, for instance, can drasti-
cally increase the fuel burn of a jet engine and put it in the path of 
birds and obstructions. Then why not attempt to fly around ash? The 
trouble is that an ash cloud might be of very large dimensions. Be-
sides it cannot even be easily seen in good light and not at all at night.

The satellites can track volcanic plumes fairly accurately, but 
are misled by moisture. They can only pick up two-dimensional pat-
terns of dense ash without showing either altitude or thickness. The 
present satellite instruments such as the spinning enhanced visible 
and infrared imager (SEVIRI) on Europe’s Meteosat 8 and 9 space-
craft —were not designed for volcanic ash so they are not particu-
larly useful for determining ash concentrations. On the other hand, 
the US Calipso spacecraft has an instrument called light detection 
and ranging (LIDAR), which is more practical. By firing pulses of 
light towards the surface and picking up the backscatter radiation 
it can show the top and bottom of the ash cloud and thus its thick-
ness. The ash concentration can be calculated by correlating the 
thickness with the two-dimensional picture of the mass loading (the 
mass of material entering the area per unit time). Ash concentration 
is what safety regulators and airlines need to know. However, on the 
flipside, LIDAR cannot distinguish ash from other particles like dust 
and soot. It needs to work together with infrared or other sensors 
operating at the necessary wavelength to make a precise determina-
tion of the presence of volcanic ash.

Another problem with most satellites is that since they circle 
the earth, they do not have a permanent view of a particular area 
of interest. This is sought to be remedied by the European Space 
Agency (ESA) which in 2018 is scheduled to launch a pair of geo-
stationary meteosat third generation (MTG) satellites on behalf of 
the  European Organisation for the Exploitation of Meteorological 
Satellites (EUMETSAT). These satellites will carry infrared sensors 
that can track ash clouds and their concentrations and transmit 
readings back to earth every 15 minutes, day and night. 

Another device under active investigation is an aircraft-mount-
ed ash detector system called the airborne volcanic object iden-
tifier and detector (AVOID), being tested by EasyJet and Airbus. 
The technology, based on passive infrared radiation, is designed to 
work like weather-detection systems already employed for spotting 
thunderstorms. It is being developed at the Norwegian Institute for 
Air Research, one of Europe’s leading environmental and air-pol-
lution research laboratories. Since volcanic ash is not distributed 
uniformly, it is important to be able to “see” it, so as to avoid it or 
choose a transit where it is least concentrated. Even at present, air-
lines make quite large and costly diversions to evade ash clouds. 

AVOID could help pilots spot ash clouds up 
to 100 km away at altitudes of between 1.5 
and 15 km, thus enabling shorter diversions 
and more direct routes.

During the recent European ash crisis, 
there were complaints that engine manu-
facturers were not providing enough sup-
port and that warranties and insurance for 
engines were being removed from aircraft 
flying through ash. Ultimately, aircraft and 
engine manufacturers will need to incor-
porate more robust measures for ingesting 
ash at the design stage itself. 

a Single Safe Sky
It is a truism that the only way to be 100 per cent safe in aviation 
is to remain on the ground. Flight operations, especially where the 
lives of thousands of passengers are involved, are a matter of careful 
risk assessment and risk management. And commercial consider-
ations do sometimes cloud judgement of safety issues. Was it a co-
incidence that during the recent ash shut down, the airline industry 
was in the forefront of demanding a complete lifting of restrictions? 
The world’s largest aerospace manufacturers were more cautious, 
stating that without reliable onboard ash-detection systems, pilots 
should focus on avoidance of visible ash. Pilots were not so sure that 
they wanted the ball in their court and some warned against “rash” 
decisions to allow flights through the volcanic ash cloud. Govern-
ments acted circumspectly primarily out of safety concerns but also 
because they were anxious about their own liability. The political 
and legal fallout of just one major ash-related accident could be 
enormous. Questions would inevitably be raised about the wisdom 
of permitting flight operations in a less-than-safe environment. 

The International Air Transport Association (IATA) was per-
haps right to criticise decision-making (that too after considerable 
delay) based only on computer simulations and theoretical mod-
elling of the ash cloud. However, in the absence of published sci-
entific data regarding what levels of ash concentration are safe for 
aircraft to negotiate, what else could the decision-makers do? Is it 
right to permit flying through volcanic ash just hoping for the best?

But Europe’s response to the crisis could certainly have been 
better coordinated. Its nationally fragmented airspace is partly to 
blame. The silver lining to the latest volcanic ash cloud is that Eu-
ropean ATM is at last on course for a makeover. European Union’s 
Transport Ministers met in May and agreed that they would give 
“the highest priority to the acceleration and anticipation of the 
full implementation of the Single European Sky (SES)”. This is an 
ambitious initiative, launched by the European Commission in 
1999, to reform the ATM architecture and provide a uniform and 
high level of safety in Europe’s skies, while at the same time ac-
commodating growing air traffic demands. 

Right now, Eyjafjallajökull slumbers peacefully with the may-
hem it unleashed practically forgotten. When it last erupted in 
December 1821, it continued intermittently spewing out ash for 
over a year, off and on. But then there were no airlines or aircraft 
around. Some day volcanic activity could resume or spread east 
to Katla—a much larger volcano, which lies below the adjacent 
ice cap—though there is no sign of that at present. If eruptions 
do recur, volcanic ash could again be thrown high into the jet 
stream and spread across Europe each time there is a sustained 
north or west wind. Hopefully, the continent will be better pre-
pared next time around. SP

 Satellites 
can track 
volcanic 
plumes fairly 
accurately, but 
are misled by 
moisture
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SP’s AirBuz (SP’s): Briefly describe the profile of your com-
pany and its spectrum of activities worldwide. 
Jean Michel Terrier (Terrier): Altair empowers client innova-
tion and decision-making through technology that optimises 
the analysis, management and visualisation of business and en-
gineering information. Altair develops the HyperWorks suite of 
products. It is a computer-aided engineering (CAE) simulation 
software platform, that allows businesses to create superior, mar-
ket leading products efficiently and cost-effectively. HyperWorks 
provides the most comprehensive, open-architecture CAE solu-
tion in the industry, including best-in-class modelling, analysis, vi-
sualisation and data management solutions for linear, nonlinear, 
structural optimisation, fluid-structure interaction, and multi-
body dynamics applications. Committed to an open-systems phi-
losophy, Altair HyperWorks continues to lead the industry with 
the broadest interoperability to commercial CAD and CAE solu-
tions in the PLM market space. Altair ProductDesign is a global, 
multi-disciplinary product development consultancy of more 
than 500 designers, engineers, scientists, and creative thinkers. 
Altair PBS Works is a suite of on-demand grid computing tech-
nologies that allows enterprises to maximise ROI on computing 
infrastructure assets. PBS Works is the most widely implemented 
software environment for grid-, cloud-, cluster- and on-demand 
computing worldwide. Altair HiQube develops high-performance 
business intelligence software solutions that deliver in depth 
business analysis capabilities and superior reporting, faster, due 
to its unique HiQube technology. HiQube combines three data 
management methodologies, hierarchical, relational and multi-
dimensional, within single, unified database architecture. 

SP’s: What has been the involvement of your company 
specifically in the regime of safety in aerospace?
Terrier: Altair’s software suite HyperWorks is used by the major 
aircraft companies (Boeing, Airbus, Eurocopter, KAI, Embraer, 
Bombardier, Spirit, Cessna, BAE, etc) to develop new aircraft in-
cluding helicopters, using the latest technologies in composites. 
Altair’s RADIOSS solver is used for ditching simulation and struc-
ture behaviour understanding, bird and hail impact on different 
parts of the aircraft, crash, etc. Sigma Aeroseat is using Altair 
tools to develop passengers and pilot seats. The design takes into 

account emergency landings which are simulated. 

SP’s: What are the major problem areas with regard to 
safety in aerospace and defence? 
Terrier: Safety simulations began in the automotive regime with 
the crash studies. Such studies were then extended to aerospace 
and more recently to other areas in the field of defence.  

SP’s: What are the solutions that the company has to offer? 
Terrier: Altair brings CAE tools which can be used in the design 
process for all kinds of structures. It is completely innovative. CAE 
comes most of the time after design to validate the solutions. To-
day, the validations are done at an early stage and influence the 
design directly. Optimisation is also used to determine the best 
design which will answer all the boundary conditions such as 
geometrical or loadings.

SP’s: What is the company’s global customer profile? 
Terrier: Companies are from varied industries; from consumer 
goods to aerospace, automotive, heavy industry, shipbuilding, 
oil and gas. Details of Altair’s customer profile is available on the 
company’s website http://www.altair.com.

SP’s: Since when has the company been present in India, 
the scale of engagement and the nature of activities here? 
Terrier: Altair India was established in 1996 and has over 500 
customers in India. Its automotive customers include Tata Mo-
tors, Mahindra & Mahindra, Maruti Suzuki, TVS Motors, Ashok 
Leyland, Eicher and many more. Also, present in heavy engi-
neering like FLSmidth and L&T. Altair is working with organisa-
tions involved in aerospace and defence in the country. The ac-
tivities include sales, support, software development and services 
through Altair product design organisation.

SP’s: Can you please outline the strategy that the company 
proposes to adopt for market penetration in India? 
Terrier: Altair has plans for a wider spread into existing seg-
ments such as automotive through new applications and hopes 
to make major in roads into aerospace, heavy and infrastructure-
led engineering. SP

“we plan to make major inroads into aerospace, 
heavy and infrastructure-led engineering”

 Altair empowers client innovation and 
decision-making through technology that 
optimises the analysis, management and 
visualisation of business and engineering 

information. Jean Michel Terrier, 
Director-Radioss & Safety Technology,  
Altair Inc in a tête-à-tête with Editor of  

SP’s AirBuz B.K. Pandey. 
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F
or ovEr FIvE dEcadES 
Now, aviation has been a 
prominent  signature on the 
corporate radar in India. The 
Tatas, Birlas and the more re-
cent entrants such as the Am-
banis, the Goenkas and the 

Singhanias have adopted aviation as an integral part of their corpo-
rate structure. However, aviation still remains only a status symbol 
or at best merely a speedy mode of transportation for the corporate 
honchos. The true strength of aviation and its potential to influ-
ence outcomes is yet to be understood by the corporate world

A game changer, corporate aviation has  been regularly pa-
tronised by highly experienced aviators retiring from the Indian 
Air Force, more so in recent years. But unfortunately, most have 
only treated this turf as a post-retirement sanctuary and not as 
an opportunity to enhance the status of aviation to a position 
where it can play a decisive role in the corporate world. From be-
ing just a jewel in the corporate crown, aviation has the untapped 
potential and punch of being a ‘game changer’ as well as a ‘force 
multiplier’. An understated resource for the owner and an under-
estimated threat for the adversary, aviation can prove to be the 

secret weapon in the corporate arsenal 
which can turn the tables on an unsus-
pecting adversary.  Unveiling its potential 
should have been the task of the aviation 
think-tanks. Unfortunately, such percep-
tions amongst corporate aviators have 
been totally lacking. Aviation continues 

to languish in the columns of cost additions on the balance sheet 
while its true potential of ‘value addition’ continues to evade the 
‘corporate czars’.  Only with the discovery of the true potential 
of aviation, its role in the corporate game, its ability to influence 
decisions and transform the balance sheet from being a bloated 
entity in the expenditure column to a valued asset in the credit 
side, will aviation be considered an asset. 

ChoiCe of AirCrAft    
Aviation is a costly asset with extremely high capital investment; 
retention, management and recurring costs. At the outset, the 
fundamental question is ‘to have’ or ‘not to have’. Like Enterprise 
Resource Planning (ERP) solutions in the industry, a minimum 
size in terms of turnover is mandatory to even begin envisaging 
the acquisition of aviation assets. 

By S.R. Swarup,  
Mumbai

 An aircraft in the corporate environment is not just a resource or a 
mode of conveyance but a potent weapon to be intelligently employed 
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For a manufacturing concern to fruitfully employ ERP solu-
tions, an estimated figure of `150 crore is quoted authoritatively. 
Similarly, to employ aviation and to profitably interweave it into 
corporate management, a figure of `5,000 crore would make a 
good starting point. It is at this level that aviation begins to find 
the requisite space to weave its magic. However, even at this level, 
it is imperative for organisations to  carry out a cost-benefit analy-
sis before planning for the acquisition and eventual deployment of 
aviation assets. The nature and size of the enterprise, would not 
only dictate the turnover, but also have a significant impact on 
the type and number of aircraft to be inducted. Factors such as 
purpose, range, seating, location, maintenance facilities, dispatch 
reliability, geographical layout of the corporate assets, availability 
of trained manpower, distance from the manufacturer or his hub, 
onboard equipment, permissible resource allocation and frequency 
of revisiting and re-evaluating the decision merit consideration in 
the decision-making process.

As it is with every appreciation and decision-making process, 
a clear intent and purpose for acquisition of air assets is impor-
tant followed by the selection and maintenance of the aim. The 
acquisition needs to be evaluated for the purpose. If the purpose 
is the symbolic representation of might, brand projection or im-
age infliction then ‘the bigger the better’. Adding to that is a few 
eye-catching colours and an interesting logo and you have a great 
winning product. This strategy transformed the image of ‘Sahara’ 
from that of a little known banking entity to a leading corporate 
giant, not to mention the end product that was a bonus of  `2,000 
crore and a happy Roy family. However, if the purpose is to opti-
mise the deployment as an important tool of management or a 
decision-making accessory, then the succeeding paragraphs need 
to be visited with a toothcomb. 

Range is often dwelt upon and discussed, generally in hushed 
and regrettable tones, well after the acquisition and establish-
ment of the aviation assets. Unfortunately, the significance of 
range in the choice of aircraft has been lost in most of the cases. 
Range is the definition and manifestation of the corporate vi-
sion. The choice of range is an indicator of the strategic vision, 
intent and dreams of the leadership. If the long-term interests lie 
within the boundaries of the subcontinent then aircraft with a 
range of about 3,500 nautical miles would suffice. However, if the 
leadership nurses global visions, then anything with a range less 
than 6,500 nautical miles could be a serious handicap. This could 
translate into one or more refueling halts, transgression of flight 
duty time limits of the aircrew, longer flights, fatigued passen-
gers, lost deals and of course, bruised bottom lines in the balance 
sheets. In the subcontinent, there are only a few examples worth 
emulating. In most cases, range has been a sore point. It has also 
turned precious investments from being vehicles of change to 
show pieces in a museum; and in extreme cases, a symbol of di-
sastrous decision-making and a reminder of lost opportunities.  

Seating is an important aspect. The involvement of the lead-
ership is all-important in coming to a conclusion on this subject. 
Imagine going for a merger and acquisition (M&A) and having to 
leave behind your Chief Financial Officer (CFO) just because the 
aircraft all-up-weight, seating capacity or payload does not per-
mit an extra passenger. Strange as it may sound, at a conservative 
estimate, this actually happens more often than imagined. In ad-
dition, it could be a win-win situation for all, if the leadership in-
volved itself in this aspect right from the inception stage. The lay-
out of the cabin, the incorporation of conferencing facilities, the 
provisioning of sleeping quarters, bulkheads, partitions for pri-

vacy and toilets could 
play a disproportion-
ately large role in the 
final reckoning.

LoCAtion of the 
AirCrAft
Location of the air as-
sets is generally taken 
for granted. Firstly, 
the assets need to be 
strategically located so 
as to derive optimum 
benefit in a short time. 
To make a telling differ-
ence, the asset needs 
to be placed at a van-
tage point. Employ-
ment in the shortest 
point of time sans any 

operational or administrative constraints is the key to maximising 
profitability. A point often missed out is that aircraft standing in hot 
and dry locations like the deserts have a longer shelf life than those 
parked under conditions of high humidity such as in Mumbai. And a 
hangar to house the aircraft can add years and save millions in main-
tenance costs. 

Amongst the several constraints that plague corporate aviation, 
proximity to headquarters length of  the runway at departure airfield, 
watch hours of the departure airfield, convenience of locating the air-
crew, availability of maintenance and refueling facilities, immigration 
and custom facilities and navigation aids to permit all-weather oper-
ations, are the most significant. In a nutshell, poor choice of location 
could be a cause for regret in the future.

The availability of convenient maintenance facilities at the 
location could be another major factor in deciding the choice of 
aircraft. Easily accessible, reliable and convenient maintenance 
facilities could play an important role. There are some manufac-
tures who offer convenient annual maintenance contracts along 
with around-the-clock assistance apart from maintaining global 
hubs for the speedy shipment of spares. Such manufacturers are 
quick to understand the need of the owners and respond effi-
ciently, often in real time. Such an understanding of client require-
ments could easily steer the choice in favour of a particular air-
craft. Prolonged periods of inactivity are common in a corporate 
environment. This translates into a need for reliability of equip-
ment and short response times—clearly a winning combination 
and a point worth considering. 

Greater thought needs to be given to the aspect of logistical 
support for maintenance operations. With the manufacturer situ-
ated at a distance, and not a hub in the vicinity, help may be late 
in coming in case of un-serviceability. Most of the aircraft manu-
facturing companies have their areas of operations depending 
on the markets they have developed and areas where they sense 
potential. Hubs are established strategically to service these mar-
kets. It would be operationally beneficial and also make sound 
economic sense if this factor is taken into consideration while as-
sessing the suitability of a particular aircraft.

Dispatch reliability has gained significance in the corporate 
environment, particularly because most of the time there is no al-
ternative. There are no standby arrangements, no spare grounded 
aircraft to cannibalise spares from and often no other means of 

 The true 
strength of 
aviation and 
its potential 
to influence 
outcomes 
is yet to be 
understood by 
the corporate 
world
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transport within easy reach. 
So, often dispatch reliabil-
ity steals a march over good 
looks, cheap bargains and 
higher speeds. And of course, 
in the market there are players 
who offer aircraft with over 99 
per cent dispatch reliability.

A trained eye is not likely 
to miss such a crucial point 
as the geographical layout of 
the corporate assets. Factors 
such as the distance of the 
factories from the corporate 
headquarters, airfield eleva-
tion, the availability of infra-
structure to conduct aerial 
operations and the length of 
the runways could dictate 
the choice of aircraft. Often 
the higher echelons of an or-
ganisation are located in busy 
metros with modern airfields 
while the production units 
may be located in remote ar-
eas with limited field lengths, 
visual flight rules environment 
and inhospitable terrain. This 
may call for induction of short 
take-off and landing aircraft. 
So a view taken from Mumbai 
or Delhi could be myopic. Even 
today, there are corporate enti-
ties that operate everyday, fer-
rying their key personnel on 
the wafer-thin endurance of 
their business jets—a result of  
improper planning.

expLoiting the  
potentiAL of  
CorporAte AviAtion
Adequate attention also 
needs to be paid to the avail-
ability of trained manpower 
for the efficient operation of 
the aircraft. This applies to 
human resources—both inside and outside the cockpit.  Compa-
nies often end up paying disproportionately high salaries to their 
air and maintenance crew only due to their indispensability. A 
leading business house operating a small corporate jet is paying 
a higher salary to its pilots than that being paid to an airline pi-
lot. The aircraft will be grounded if the only pilot on their payroll 
decides to quit. It is certainly a demand and supply anomaly but 
one that could have been foreseen and obviated. This also leads 
to a mismatch between resources expended and benefits derived.

An aircraft in the corporate environment is not just a resource 
or a mode of conveyance but a potent weapon to be intelligently 
employed. Its lethality is a function of the equipment carried on-
board. Imagine a 12-hour flight across the globe and the head of a 
$70 billion (`3,15,000 crore) company wanting to send a mail or fax 

to his business interests while 
in-flight but unable to do so 
due to lack of connectivity. In 
no time, an asset can turn into 
a liability, a deal lost and an 
opportunity missed. What af-
ter 12 hours? The aircraft may 
have to divert because it does 
not have the latest landing aids 
or the software upgrade that 
was abandoned because it cost 
$300,000 (`1.35 crore). It makes 
sense to equip the aircraft with 
suitable accessories in order to 
give the corporate leadership a 
wide range of options, greater 
flexibility and speed in deci-
sion-making. And this needs to 
be done in consultation with 
the management. After all, it 
is about the shareholders in-
terests, and that needs to be 
paramount in planning for an 
aircraft acquisition.

Integration of aviation 
assets into a corporate en-
vironment is not a dimen-
sionless step. Huge costs are 
involved. A risk versus return 
analysis needs to be carried 
out. The resource allocation 
needs to be justified by the 
benefits likely to accrue. A 
desirable step would be to  
induct an aviation expert 
on the board, one who can 
provide guidance in ensur-
ing that aviation acts as a 

catalyst in decision-making and add velocity to leadership. 
Twenty-nine hour days are unheard of in corporate parlance. 
A clever aviation advisor can introduce the management to 
the concept of ‘expansion of time’. By intelligent planning of 
take-off and landing timings, a corporate manager can finish 
business in London, fly to India and continue with his work, 
thereby adding more business hours to his 24-hour days. More 
working hours available in a day translates to greater profits. A 
benefit only aviation can achieve.

Lastly, the strength of aviation lies in its flexibility. Manage-
ments need to frequently revisit this domain and modify their 
resource infrastructure and at times even trim it if so warranted. 
After all, the aim of business is to make money and prosperity in 
business and in turn spell growth for corporate aviation. SP

IntellIgently employed: 
(left) Falcon 2000 ex; (middle) 
Gulfstream IV in service with  
Punj Loyd; (below) Dassault Falcon 
2000 of Taj Air
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With the heliCopter 
market expeCted to “fully 
recover” by 2012, Turbomeca, part 
of the Safran Group, has reworked 

its strategy to stay afloat. Three key aspects 
emerge—connecting on a continuous basis 
with the existing customers’ base; restructured 
organisation; and strengthening operations in 
key markets including China, India and Russia. 

Turbomeca organises interactions with its 
operators region-wise, but for Indian opera-
tors there is an exclusive session and this year 
it was organised on November 25 and 26, 2010, 
at New Delhi. Major General P.K. Baroli, Addi-
tional Director General, Army Aviation was the 
chief guest. The opening session of the two day symposium was 
addressed by Prasad Sampath, Design Chief, Rotor Wing Research 
& Development Centre (RWRDC), Hindustan Aeronautics Limited 
(HAL). Speaking at the conference, Major General Baroli recounted 
about his three decades of association with Turbomeca engines and 
HAL. “Turbomeca engines are the most reliable. Ever since I joined 
the Indian Army, I have been flying the Cheetah, Chetak or the ad-
vanced light helicopter (ALH), all with Turbomeca engines,” he said. 

Turbomeca officials from India and France interacted with 
the operators—one day exclusively for the civilians and another 
for the armed and paramilitary forces. Giving details of Turbome-
ca’s strategy, after the two-day interaction with its Indian operators, 
Philippe Couteaux, Vice President and General Manager, Airfram-
ers, Turbomeca said, “We want to be as close to our customers as 
possible. There are about 2,400 customers worldwide and in India 
we have about 30 civilian, besides the armed forces and the para-
military. We engage with them constantly.”

As the economic crisis snowballed, the helicopter market went 
plummeting. “The helicopter market has not restarted on the re-
covery path unlike other sectors in the aviation industry. The small-
er and the lighter helicopter segment was the worst hit. Turbomeca 
produced about 1,300 engines in 2008, around 1,100 in 2009, fell to 
about 900 in 2010 and is expected to be around that much in 2011. 

The crisis was mostly in the civilian helicopter 
market as the military segment was more or less 
stable. We hope to see recovery in 2012.” Howev-
er, Philippe mentioned that the helicopter mar-
ket is set to grow “dramatically” in the next 10 
years with Indian demand expected to go up by 
122 per cent from 829 helicopters in 2009 to 1,844 
helicopters in 2019. There are almost 140 civil en-
gines of the total of 300 Turbomeca engines in 
India. Underscoring Turbomeca’s commitment 
to the Indian market, Philippe stated that Turbo-
meca local representation ensured coordination 
on programmes; technology transfer assistance; 
offset development; and product support for he-
licopter fleets. 

Asked about its association with HAL, he said, “There is an 
agreed transfer of technology plan with HAL for Ardiden1 (Shakti) 
in four phases. In phase 1, we provide the complete engine to HAL 
and in the following phases HAL will gradually manufacture. In the 
ultimate phase, HAL will manufacture 70 per cent of the engine, 
with Turbomeca providing 30 per cent of smaller kits.” On where 
the programme was at present, Philippe said, “It is between phase 1 
and 2” and that the ultimate phase would depend on the helicopter 
development programme of HAL. Turbomeca has been support-
ing indigenous platforms such as advanced light helicopter (ALH); 
reconnaissance and observation helicopter (ROH); Indian multi-
role helicopter (IMRH); light combat helicopter (LCH); light utility 
helicopter (LUH) and Jaguar of Indian Air Force (via RRTM Adour 
engine). The LCH is equipped with Shakti engines.  “Turbomeca 
will support the Indian helicopter industry, both civil and military, 
including the Adour powering the Hawk and Jaguar. ”

Talking about Safran’s India footprint, besides being the num-
ber one supplier of commercial aircraft engines, the group had Air 
India, Jet Airways, JetLite, GoAir and SpiceJet as customers.  SP

—By R. Chandrakanth

 Indian Operators 
Symposium, a  

two-day interactive 
session, was  
organised by  

Turbomeca and 
HAL at New Delhi 

to address the  
concerns of  
customers 

PhiliPPe Couteaux

To read the complete article log on to www.spsairbuz.net

Strengthening Ties
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B
angalore based dec-
can 360, also known as 
deccan cargo & express lo-
gistics, is a cargo airline that 
commenced its commercial 
international operations in 
May 2009 and domestic op-

erations five months later. It was the brainchild of the founder of 
deccan aviation, captain g.r. gopinath—the pioneer in the con-
cept of low-cost airlines in India. deccan 360 is an express trans-
portation and logistics company with an operational network that 
supports an extensive service portfolio catering to urgent transpor-
tation needs of different segments of the industry and largely in the 
domestic market. The list of clients includes companies dealing 
with pharmaceuticals, machinery, manufacturing, retail, electron-
ics, textiles and banking. 

deccan 360 owns eight aircraft, a mix of 37 tonnes capacity 
airbus a310-324(F) and aTr72-202(F), to transport express and 
normal cargo to 11 cities in India which includes ahmedabad, 
bengaluru, chennai, delhi, Kochi, Mumbai, Kolkata, nagpur, 
coimbatore, guwahati and Imphal. It also serves three interna-
tional destinations—Hong Kong in east asia, dubai in the Middle 
east and Kabul. It also has a fleet of 1,000 branded vehicles for its 

economy cargo sector where bulk cargo is 
transported by road.

captain gopinath perceives great op-
portunity in the air cargo business both in 
the internal and external markets. accord-
ing to him, while the United states had over 
200 freighter aircraft, India, a country with 

a population four times the size of the Us, had only six freighter 
aircraft operating before the launch of deccan 360. There are 
hardly any domestic players in this arena and the `3,000 crore air 
cargo market is dominated by foreign players. 

nine months after launch, deccan 360 can be credited to have 
become the first Indian logistics company to launch operations 
with international freighter services as well as the first air cargo 
carrier to operate on the hub-and-spoke model in India. apart 
from having the distinction of being the first ever multi-modal 
transport service provider in India, it is the largest freighter fleet 
comprising eight aircraft, connecting 10 major airports across 
India. deccan 360 is the largest freight charter operator in India. 

Distribution MoDel
deccan 360 is the first cargo airline in India to create the hub-and-
spoke distribution model in an industry that is still in the nascent 

 About nine months after launch, Deccan 360 can be credited to have  
become the first Indian logistics company to launch operations with  

international freighter services as well as be the first air cargo carrier  
to operate on the hub-and-spoke model in India 

Deccan 360
By B.K. Pandey,  

Bengaluru
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stages of development. deccan express logistics has entered into 
an agreement with infrastructure development firm gMr group 
for setting up express cargo operating facilities at delhi and Hy-
derabad airports. These two, along with the new multi-modal 
international cargo and passenger strategically located hub at 
nagpur would form an extensive multi-modal storage, transpor-
tation and delivery network to bring connectivity to every corner 

of the country to locations such as Faridabad, ankaleshwar and 
Mohali, to name a few. deccan 360’s extensive reach and conve-
nient scheduling has facilitated the transportation of everything 
from fresh flowers to livestock.

innovative solutions
at deccan 360, the focus is on delivering innovative express so-
lutions nationwide from reducing transit time between small 
towns and metros to creating India’s first hub-and-spoke distri-
bution model for the express industry. The company is sparing no 
effort to achieve greater efficiency with round-the-clock online 
shipment tracking employing the latest technologies. deccan 360 
provides three modes such as priority, premium and economy to 
deliver consignments or courier services. deccan 360 Priority is 
the fastest mode, provides a door-to-door facility to its client for 
shipments under 35 kg per piece. The service is available at 27 
locations across India, and offers best reliability and speed. The 
premium mode of deccan 360 consists of efficient door-to-door, 
just-in-time delivery solutions. It is the ideal solution for commer-
cial shipments that require regulatory clearance and specialised 
handling through the distribution chain. deccan 360’s economy 
mode is a cost-effective 
distribution option. It pro-
vides door-to-door ground 
distribution solutions do-
mestically, through dec-
can 360’s premium ground 
express service. The core 
team at deccan 360 has 
over 100 years of collective 
experience in the interna-
tional and domestic ex-
press transportation and 
logistics industry. 

PartnershiPs
launched at an initial in-
vestment of `1,000 crore, 
the cargo carrier plans to 
raise another `1,500 crore 
by divesting equity. While 
this is yet to happen, dec-
can 360 now has a new 
partner, reliance Indus-
tries ltd (rIl), which has strategically invested an undisclosed sum 
of money and has possibly acquired a stake in the cargo airline. The 
partnership with rIl will make available to deccan 360 the resources 
to scale up across the country. With presence in 200 cities and a hope 
to expand its retail presence further, rIl needs a dedicated cargo ser-
vice that can fly to destinations of interest and deliver goods quickly. 
reliance will utilise deccan’s transportation facilities to ferry goods 
from central warehouses to shops across several cities. deccan 360 
will open kiosks in at least 350 outlets of reliance retail ltd and with 
its assistance, will build a central warehouse in nagpur and develop 
the technology infrastructure that is crucial for supply chain and 
logistics companies. reliance Industries will get access to the huge 
domestic air cargo network of deccan 360 while the airline would get 
access to a captive client base, reliance Industries and reliance re-
tail. In the middle of last year, deccan 360 entered into an agreement 
with lufthansa Technik for maintenance support of its fleet of airbus 
aircraft as well as its warehousing requirements. SP

 The 
partnership 
with RIL 
will make 
available to 
Deccan 360 
the resources 
to scale up 
across the 
country

Message froM CaPtain goPinath

For India to become an economic powerhouse, opportunities and 
markets have to spread across every part of the country—from Delhi 
and Bangalore to small towns like Rajkot, Zirakpur and Tirupur. Cur-
rently, over 2 per cent of India's GDP is lost due to the absence of storage 
and cargo delivery facilities. Unlike the West, in nations such as China, 
manufacturers and traders in smaller cities and farmers in villages and 
on cash crop plantations are unable to compete in the international 
market because of the limiting conditions of transportation and con-
nectivity. If, as a nation, we focus on infrastructural development and 
include every one of the billion Indians to participate in this revolution, 
air cargo and passenger traffic will show a strong positive growth.

We have some way to go before we stake claim to be called a de-
veloped nation. If you want to live in Chikmangalur, you should be 
able to stay there not only for your weekends, but also to conduct your 
daily business with the facility of education, electricity, roads, airports 
and Internet cafes. To achieve this dream, cargo connectivity has to 
be embedded into the system—and that is where Deccan 360 chips in. 
Deccan 360 uses a host of the latest technologies to reduce cost and 
save time, providing its clients an opportunity to access the logistical 
company to reach 47 cities in 24 hours. •
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At 
Long Last

W
ith its tWo operAtionAL run-
WAys, the Chhatrapati Shivaji Inter-
national Airport (CSIA) at Mumbai is 
currently handling more than 30 aircraft 
movements per hour at peak time and 
over 30 million passengers annually. Even 
though CSIA has undergone comprehen-

sive modernisation and upgradation, because of lack of space, it 
has not been possible to build additional and parallel runways. 
The existing cross runways have inherent limitations that could 
limit the capacity to handle less than 40 aircraft movements per 
hour and a maximum of 40 million passengers annually. Judging 
by the rate of growth in passenger traffic consequent to the re-
vival in the airline industry, Mumbai airport is likely to reach the 
saturation point in three years time. Traffic congestion at CSIA 
is already beginning to be somewhat unmanageable leading to 
severe congestion and a degree of chaos. The interminable delay 
in arrival and departures is exasperating to both passengers and 
airline managements. In the context of the deteriorating situa-
tion, some of the leading private carriers have even threatened to 
discontinue flights to Mumbai if the situation does not improve. 
Non-scheduled operators, corporate jets and owners of private 
aircraft have lower priority and are worse off. The airline indus-
try is economy driven and it is estimated that in the resurgent 
Indian economy, the financial capital of India would need to cater 
to annual traffic of 90 to 100 million by 2030. Hence, the need for 
a second international airport in Mumbai is urgent, inescapable 
and a dire necessity.  

First mooted in 1997 by the Ministry of Civil Aviation 
(MoCA), the proposal for a second international airport to be 
located in Navi Mumbai was supported by the Government of 
Maharashtra as the area lay within the Mumbai Metropolitan 
Region and the infrastructure there was well developed. In-
tended to be developed in phases on the public-private part-
nership (PPP) model, here the private investor would hold a 
majority stake. The new international airport with two paral-
lel runways 1,800 metres apart when finally completed was 
planned to have a capacity to handle 60 million passengers an-
nually. However, on account of concerns raised by the Ministry 
of Environment and Forests (MoEF), the search for alternatives 
began and as many as 17 sites were evaluated afresh. However, 
all but Navi Mumbai were ruled out for one reason or another 

and it became clear that the proposal mooted by the MoCA in 
1997 was emerging as the only viable option and a more or less 
a fait accompli. 

Unfortunately, the proposal remained mired in bureaucratic 
labyrinth involving not only the MoCA and the MoEF but also 
a number of other ministries and agencies such as the Expert 
Appraisal Committee (EAC) and the City and Industrial Devel-
opment Corporation (CIDCO) of Maharashtra. There was also 
the problem of obtaining special dispensation from the court in 
respect of major construction activity in the Coastal Regulation 
Zone and the provisions of the Forest Conservation Act, 1980. 
There was also the need to engage in a legal battle related to a 
public interest litigation (PIL) filed against the proposal in 2006. It 
was only after a decade of bureaucratic wrangling that the Union 
Cabinet accorded in-principle approval to the proposal for a sec-
ond international airport at Navi Mumbai. 

The main issues that had been raised by the MoEF included 
the destruction of 400 acres of mangrove, diversion of two small 
rivers Gadhi and Ulwe, the removal of a hill 300 feet high on the 
approach path and rehabilitation of some 3,000 families that 
would be displaced. 

Intense activity and parleys over the last one-and-half years 
and a number of compromises helped narrow the gap between 
the positions of the MoEF and the MoCA to facilitate the emer-
gence of a solution. The MoEF relented and has laid down as 
many as 32 preconditions and safeguards to minimise the adverse 
impact on the environment. The endangered area of mangroves 
has been reduced to 25 per cent of the original. Only Ulwe, one 
of the two rivers, would need to be diverted and large areas of 
mangroves would be developed in the vicinity. The distance be-
tween the two runways would be reduced to 1,500 metres with 
the assurance from the MoCA that it would be fully compatible 
with the requirements of safety in operations. For safety reasons, 
the hill on the approach path would be flattened. In any case, as 
per the MoEF, much of the hill feature has already been quarried. 
It is clear that in the pursuit of development, implications for the 
environment cannot be ignored. 

It has taken 13 years for the government to take a decision. 
Though late, it is indeed a matter of immense relief for the Indian 
civil aviation sector that the second international airport at Navi 
Mumbai has finally been cleared. SP

—By B.K. Pandey, Bengaluru
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1,000lbs saving 
per aircraft.

another leap 
forward for 
leap technology.
LEAP is CFM’s* high-tech program to develop and mature the 
definitive engine for the next generation of aircraft. Right now, 
that program is testing a radically new fan module, using 3-D 
woven resin transfer moulded composite blades. Not only are 
they more durable than metal blades of comparable size, they 
can also - together with the fan casing - reduce aircraft weight 
by 1,000lbs. At the same time reducing fuel burn and noise. 
Our LEAP-X engine certification plan for 2016 is progressing 
by leaps and bounds. See how, visit www.cfm56.com/leap

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