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S I T E  H igh l i gh ts
SP’s Special

V.P. Agrawal took over as the Chairman of the 
Airports Authority of India (AAI) in January 2009, 
when revenue generation seemed to be drying up 
because of global economic meltdown. In a recent 
interview with SP’s AirBuz, Agrawal shared his 
dreams of ensuring that his fellow countrymen in 
the far-flung areas reap the benefit of development 
and be a part of the growth story.

‘I dream to create  
airport infrastructure 
in the remotest corners 
of our country’
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       A Word  from Editor

As February approaches, the avia-
tion industry is looking forward to the pre-
mier air show in the region—Aero India 2011. 
Although the gala event is dominated largely 

by the military segment of the global aerospace industry 
drawn to the Expo at Air Force Station Yelahanka by the lu-
crative Indian market for defence equipment, the technol-
ogy available today with the aerospace majors around the 
world as also the opportunity to take a peek into the trends 
for the future, ought to be of considerable interest to the ci-
vilian segment of the aviation industry. After all, technology 
spin-offs from research and development in the regime of 
military aviation spills over and in the final analysis, goes to 
benefit the civil aviation industry at large. Hopefully, Aero 
India 2011 will help close the widening chasm between the 
civil and military aviation establishments within the coun-
try that is afflicted by tragic disconnect and the near ab-
sence of synergy between them. As official media partner 
of the air show, for us at SP Guide Publications, Aero India 
2011 is indeed of special significance.

The cover story in this issue carries an exhaustive in-
terview of V.P. Agrawal, who has been the Chairman, Air-
ports Authority of India (AAI) for the last two years. The 
Chairman meticulously catalogues the organisation’s 
achievements in the face of challenges arising from the 
rapid growth in the civil aviation industry in India during 
the last five years. While the AAI frequently comes under 
fire for inadequacies in respect of aviation infrastructure 
in the country, the public by and large, is not aware of the 
massive effort undertaken by the organisation and the co-
lossal investments involved with doubtful prospects for re-
turns. However, it is heartening to note that modernisation 

and upgrade of 70 per cent of the 35 non-metro airports 
at Tier-II cities have been completed and the remaining 
should be done within a year or so. The Chairman’s efforts 
at integrating the isolated Northeast through improved air 
connectivity, is laudable and inspiring. There is obviously 
much to cheer about on the aviation infrastructure front.

Writing from Goa, Joseph Noronha focuses on the state 
of business aviation and prospects for this sector in India. In 
a separate article Joseph Noronha delves on human resource 
development issues in the civil aviation industry and chal-
lenges especially in the context of the impending boom. A.K. 
Sachdev from Delhi examines the relevance of Aero India to 
civil aviation, the various roles undertaken by civil helicop-
ters in India and the rather pathetic state of basic training 
facilities on helicopters available in India. Mahesh Acharya 
reviews the high profile GAGAN project undertaken by the 
Indian Space Research Organisation. This facility will have 
the potential to revolutionise air navigation in the Indian 
and regional airspace as also elevate India to be amongst the 
handful of nations that can boast of this capability.

All these articles apart from the regular features on the 
eve of Aero India 2011. Happy reading!

B.K. Pandey 

Editor



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

Market forecast for 26,000 
new jets
In the wake of the turnaround in 
the aviation industry, estimates 
by Airbus released as part of its 
2010 Global Market Forecast 
indicate increase in growth rate 
in the airline industry from 4.7 
per cent to 4.8 per cent and a 
demand for nearly 26,000 new 
commercial jets valued at $3.2 
trillion over the next 20 years. 
Estimate by Boeing for the 
same period however, is pitched 
slightly higher at 30,900 aircraft. 
“The recovery is stronger than 
predicted and reinforces both 
the resilience of the sector to 
downturns and that people 
want and need to fly,” John 
Leahy, Airbus Chief Operating 
Officer said in a statement ac-
companying the report. Accord-
ing to Airbus, the demand will 
arise primarily on account of 
the need to replace old aircraft, 
demand for more environment 
friendly models in mature 
markets, growth in emerging 
markets, low-cost carriers, 
market liberalisation and capac-
ity growth on existing routes. 
Airbus also said it expects 69 
per cent of the new orders to 
be single-aisle aircraft, such as 
its own A320 family or Boeing’s 
737 family. As for larger aircraft, 
the forecast says that airlines 
will order more than 1,700 very 
large aircraft, such as Airbus 
A380 and Boeing 747-8. The 
remainder of the new orders will 
be smaller twin-aisles, such as 
Airbus A330, A350 XWB, Boeing 
777 and 787 Dreamliner. 

IndiGo record - breaking 
Airbus order

India’s low-cost carrier IndiGo 
made waves in the airline indus-

try by signing a memorandum 
of understanding with Airbus 
for 150 Airbus A320neo (New 
Engine Option) and 30 Airbus 
A320 aircraft. The largest ever 
order for jet liners valued at 
around $15.6 billion surpasses 
previous mega deals such as 
in 2008 by Etihad with Airbus 
worth $12 billion and in 2010 
by Emirates Airline with Airbus 
at $11.5 billion. Deliveries are 
scheduled for the period 2016 
to 2025. Deliveries against the 
existing order for 100 Airbus 
A320 placed in 2005 is expected 
to be completed by 2015. Cur-
rently, there are 420 airliners in 
India and the size of the order 
is inclined to raise doubts and 
questions about financing and 
utilisation by IndiGo of such 
a huge fleet of 280 aircraft in 
an environment with serious 
limitations of infrastructure. 
With its growing fleet, IndiGo is 
now the third largest domestic 
carrier in India and its long term 
aim is to dominate the market. 
IndiGo has plans to commence 
operations internationally to 
South, South East and South 
West Asia from August 2011 
when it becomes eligible. This 
order also lays to rest specu-
lation that IndiGo would be 
ordering A330s for its interna-
tional operations.

Airbus, Embraer aircraft  
for Oman Air
As per Philippe Georgiou, Chief 
of Corporate Affairs, Oman Air, 
during the early part of 2011, 
the airline will be receiving the 
last Airbus A330-200 aircraft on 
order as well as the first two Em-
braer 175 ordered at the Dubai 
air show in November 2009. On 
the immediate plans for the 
national carrier, Philippe stated, 
“The plan in the year ahead is to 
consolidate what has been built 
so far within last year’s aggres-
sive expansion plan, when we 
added new aircraft to our fleet 
and several new destinations.” 
Indicating the specific mile-
stones that Oman Air has set 
in the next two years, Philippe 
said, “Achieving the financial 

results as per our five-year plan 
is a priority. Others include 
destination optimisation and 
fleet utilisation targets, as well 
as sustaining the strategic pillars 
of innovation and distinctive-
ness underpinning the airline’s 
vision.” As for flights to new 
destinations in India, Philippe 
said, “We currently service 10 
destinations in India, covering a 
vast network of airports. As we 
review our expansion plans, we 
will look at feasible and effective 
opportunities.” On fares of Oman 
Air being higher than other 
airlines, Philippe stated, “Oman 
Air continuously strives at being 
as competitive as possible, with 
a superior product, services and 
amenities.”

SkyWest orders  
Bombardier aircraft

In the first week of January 
2011, Bombardier Aerospace 
has received firm orders for four 
CRJ700 NextGen regional jets 
from SkyWest Inc in a transac-
tion valued at $148 million. The 
65-seater planes will be used by 
Utah-based SkyWest Airlines 
under the Delta Connection 
banner. SkyWest Airlines and its 
sister airline, Atlantic Southeast 
Airlines, currently operate 406 
CRJ200, CRJ700 and CRJ900 
regional jets, the world’s largest 
fleet of CRJ aircraft. Including 
the latest transaction, Bombar-
dier has firm orders for 1,713 
CRJ Series aircraft, 1,606 of 
which had been delivered to op-
erators around the world as of 
October 31, 2010. The company 
still has 107 CRJs on order. “This 
order reaffirms our complete 
confidence in Bombardier’s CRJ 
regional jets,” said Jerry C. Atkin, 
Chairman and Chief Executive 
Officer, SkyWest. “Since becom-
ing a launch customer almost 
20 years ago, SkyWest has ben-

efited from the CRJ aircraft’s op-
erational efficiencies and excel-
lent economics.” “SkyWest has 
played a large role in the success 
of the CRJ aircraft programme 
and we are delighted with this 
additional order,” said Gary R. 
Scott, President, Bombardier 
Commercial Aircraft. “Bom-
bardier’s CRJ Series aircraft 
have become a benchmark for 
regional jet efficiency in the 50- 
to 100-seat segment and are the 
optimised solution for medium-
haul operations,” he added.

Airbus A380 for Korea’s 
Asiana Airlines
As per media reports in January 
this year, Korea’s Asiana Airlines 
has placed an order for six 
Airbus A380 aircraft. The order 
comes as welcome relief for the 
Airbus Industrie that had suf-
fered a setback when in the first 
week of November last year, one 
of the engines on a Qantas A380 
aircraft on a flight from Singa-
pore to Sydney, exploded shortly 
after takeoff. The aircraft made 
a successful emergency landing 
at Singapore’s Changi interna-
tional airport. Concerns about 
the reliability of the Rolls-Royce 
Trent 900 engine that failed in 
flight led to temporary ground-
ing of those aircraft fitted with 
the same type of engine and a 
comprehensive global safety 
review. Based on the findings 
of the investigations into the 
incident, Airbus may consider 
an alternative engine for future 
orders. Airbus currently has firm 
orders for 240 A380 aircraft from 
18 customers. So far 40 aircraft 
have already been delivered.

: INDUTSRY

An-148 production in India?

Russian aircraft maker United 
Aircraft Corporation is in dia-
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logue with Indian firms for the 
joint production in India of the 
Antonov An-148 Regional Jet. 
Displayed in March last year at 
India Aviation Expo at Begum-
pet in Hyderabad, the An-148 
is proposed to be produced in 
India both in the passenger and 
cargo versions. Traditionally, 
dominated by projects dealing 
with military aviation, Rus-
sia is now beginning to focus 
on collaboration with India 
in the regime of civil aviation. 
Apparently, for reasons of lack 
of spare capacity, Hindustan 
Aeronautics Limited (HAL) had 
declined an offer by the Russian 
aerospace industry for collabo-
ration in the field of production 
of civil aircraft. Even now, HAL 
is engaged in a number of major 
projects dealing with the joint 
development and production 
of military aircraft such as the 
multirole transport aircraft 
and the fifth generation fighter 
aircraft. Capacity constraints 
with HAL may offer lucrative 
opportunities for the Indian 
aerospace industry in the pri-
vate sector. 

: REGULATORY

New regulatory framework 
for Indian civil aviation
A high powered working group 
headed by the Directorate Gen-
eral of Civil Aviation (DGCA) 
was constituted by the Govern-
ment of India to formulate a 
regulatory framework to protect 
consumer interest, including 
disclosure of tariffs and condi-
tions of service by domestic 
airlines. The study group was re-
quired to submit its first report 
to the Ministry of Civil Aviation 
(MoCA) by the end of last year 
in accordance with the terms 
of reference which include 
review of the existing system 
of passenger fare structuring of 
all scheduled domestic airlines 
and the manner in which the 
passenger fares are disclosed to 
public in the context of the re-
ported difficulties of consumers 
in making an informed choice. 
The group was required to iden-

tify areas where disclosure of 
tariffs and conditions of service 
by scheduled domestic airlines 
require further improvement in 
promoting transparency with 
a view to protect interest of 
consumers. Based on its find-
ings and study of international 
best practices in this regime, the 
working group was to recom-
mend measures to enhance 
transparency in the disclosure of 
tariffs and conditions of service 
relating to scheduled domestic 
airlines, measures required to be 
taken to raise consumer aware-
ness of passenger rights and 
improvements in the system of 
monitoring by DGCA. Details of 
further action by the MoCA on 
the report is awaited.

Probe into possible 
cartelisation by airlines
Domestic airfares in India had 
risen sharply during the holiday 
season, as airlines jacked up 
spot fares to unprecedented 
levels. Duly concerned, the then 
Civil Aviation Minister Praful 
Patel warned airlines not to 
fleece passengers. The Ministry 
also directed airlines to post 
a transparent fare structure 
on their websites. However, 
the Competition Commission 
of India, the country’s anti-
trust watchdog, has initiated a 
probe to see whether airlines 
behaved as a cartel and raised 
fares simultaneously in the 
closing months of 2010. Taking 
suo motu notice of the state-
ments by the Civil Aviation 
Minister and media reports, 
the Commission has asked 
the Ministry to share informa-
tion about the fare hike by the 
airlines. Following the warning, 
airlines suddenly brought down 
fares, leading some analysts to 
suspect a cartel-like approach 
towards airfares. The anti-trust 
watchdog has sought details of 
fare structures from June 2010 
onwards. The commission had 
initiated similar action in 2009 
following reports of cartel-like 
behaviour. But the airlines de-
nied the charges and no action 
was initiated.

: OPERATIONS

Air India to wet lease aircraft

Initial plan of Air India drawn 
up in November last year to dry 
lease for its no-frill carrier Air 
India Express, four Boeing 737-
800 aircraft, appears to have been 
revised. The airline now plans 
to wet lease the four aircraft 
i.e. along with pilots and cabin 
crew as also dry lease another 
10 Airbus aircraft to expand its 
own network. Wet lease is an 
arrangement in which the lessor 
provides an aircraft along with 
the cockpit and cabin crew and 
pays for its maintenance and 
insurance. Air India Express will 
pay for the hours flown. In a dry 
lease, only the aircraft is hired 
out. As per the Chairman & Man-
aging Director, Air India, Arvind 
Jadhav, the B737s were being 
wet leased “in order to augment 
capacity to meet the surging 
demand and also the demands 
from MPs of Punjab and Kerala 
to restore the original ( flight) 
schedule.” The decision to wet 
lease aircraft appears incongru-
ous as there is little justification 
to adopt a more expensive option 
especially when there is no short-
age of pilots in Air India Express 
which operates mainly across the 
Gulf and South-east Asia. It has a 
21 aircraft fleet of which four are 
on lease and the rest are owned 
by the company. 

Human resource issues in 
airlines

During the last one year, rate of 
attrition in cabin crew has been 
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significant as around 350 have 
quit Kingfisher Airlines alone 
where the shortage now stands 
at around 200. As per an airline 
executive, cabin crew members 
are fatigued and overstressed 
as they do not get in-flight rest 
time in the India-London flights, 
while other airlines did. He at-
tributed the malaise to inade-
quacies in policies with regard to 
human resource management. 
Understandably, the manage-
ment of Kingfisher Airlines 
does not subscribe to this view 
and does not accept that there 
is any real shortage. As per the 
management, around 150 of the 
new recruits were under training 
and several experienced cabin 
crew from other airlines, both 
domestic and international, had 
joined since Kingfisher was the 
‘employer of choice’. Kingfisher 
Airlines operates around 375 
flights a day to 71 destinations 
in India and abroad and the 
airlines claims that the roster is 
diligently planned in line with 
regulations, with adequate rest 
time. The Delhi-London flight 
does not require in-flight rest 
for cabin crew as per DGCA 
regulations. However, on the 

night long-haul flights i.e. post 
2200 hours, each crew member 
is given a rest of two hours on 
board,” maintains the airline. Jet 
Airways is also believed to have 
lost over 100 cabin crew mem-
bers in the past one year.

First seaplane service  
in India

The first seaplane service in 
India for the Andaman and 
Nicobar Islands was formally 
launched on December 27, 2010, 
by the Civil Aviation Minister 
Praful Patel at a ceremony held 
at the Juhu airfield in Mumbai. 
The seaplane service by a Cessna 
Caravan 208 Amphibian with a 
seating capacity of eight passen-
gers and two pilots is 50:50 joint 
venture between the Andaman 
and Nicobar administration and 
Pawan Hans Helicopters Limited 
and is appropriately named as Jal 
Hans. The aircraft will connect 

Port Blair with Havelock Island 
and subsequently other islands 
in the north and central Anda-
man. Through better connectiv-
ity amongst the islands, the sea 
plane service will help provide 
the much needed impetus for 
the development of tourism in 
the Union Territory. The first 
seaplane flight was flagged off at 
Port Blair on December 31, 2010, 
by Lt General (Retd) Bhopinder 
Singh, the Lieutenant Gover-
nor of Andaman and Nicobar. 
With 100 per cent foreign direct 
investment permitted in this 
sector, seaplane operations are 
also planned to be introduced in 
Lakshadweep, Goa and Orissa, 
among other places. The exercise 
demands provisioning of the 
required facilities and dedicated 
infrastructure for the amphibian 
aircraft to operate from the sea. 
The investment, however, is low-
er compared with that required 
for land based operations. 

Jet Airways to deploy wide 
body aircraft
Leading Indian private carrier 
Jet Airways is planning to deploy 
Airbus A330 wide body aircraft 
on domestic routes emanating 
from Delhi, Mumbai and Chennai 
to obviate congestion as a con-
sequence of the rise in demand 
during the anticipated seasonal 
rush in the forthcoming summer. 
Currently, Jet Airways operates 
single-aisle Boeing 737 which 
provides around 160 seats. The 
wide-bodied aircraft will increase 
capacity to around 230 seats. As 
per the airline, it may initially 
lease or purchase two A330 and 
operate around 20 flights per 
day. Jet Airways currently oper-
ates over 400 flights daily to 67 
destinations worldwide. Ongoing 
upgrade work at Mumbai and 
Chennai airports has drastically 
brought down the capacity of 
these airports and has forced 
airlines to limit the number 
of flights. Domestic travel has 
grown significantly in the recent 
past and the Delhi-Mumbai 
sector has already experienced a 
threefold increase in fares owing 
to demand outstripping capacity. 

On account of the upturn in the 
fortunes of the airline, Jet Airways 
has rolled back from January 
2011 the salary cut of over 10,000 
employees imposed earlier.

: AIRLINE  
BUSINESS

Jet Airways leads in  
domestic segment

The Indian aviation sector 
continued its upward swing in 
November 2010 in the domestic 
segment, carrying 4.88 mil-
lion passengers compared to 
4.62 million in October 2010. 
Jet Airways led the domestic 
sector carrying 9.34 lakh pas-
sengers and clocking a 19.2 per 
cent market share. Its allied 
carrier JetLite had a seven per 
cent share bringing the total 
market share for Jet Airways 
to 26.2 per cent. According to 
data released by the Director-
ate General of Civil Aviation 
(DGCA), 46.8 million passengers 
flew by domestic carriers in the 
period January-November 2010, 
registering an 18.9 per cent 
growth rate compared to the 
corresponding period last year. 
Kingfisher Airlines was second 
having carried 9.32 lakh pas-
sengers and securing a market 
share of 19.1 per cent. SpiceJet 
with 6.50 lakh passengers, 
recorded a 13.3 per cent market 
share while GoAir brought up 
the rear with figures at 3.37 lakh 
passengers and 6.9 per cent 
market share. The seat factor 
was the highest for IndiGo (91 
per cent), followed by Spice Jet 
(87.5 per cent), Kingfisher Air-
lines (86.7 per cent), GoAir (85.4 
per cent), JetLite (82 per cent), 
Jet Airways (77 per cent) and Air 
India (76.9) per cent. The overall 
on-time performance of the 
domestic airlines for November 
2010 stood at 76.4 per cent.

Appointments
Jet Aviation
Jet Aviation has appointed Don Haloburdo as Vice President and 
General Manager of Jet Aviation Flight Services.
Airbus
Günter Butschek has been appointed as Executive Vice President 
(EVP) Operations for Airbus. He will also become Chairman of the 
Board of Management of Airbus in Germany.
Gulfstream
Gulfstream Aerospace Corporation added Jorge L. Perez to its staff of 
30 field service representatives in the US.
Northrop Grumman
Northrop Grumman Corporation has named James M. Myers, Vice 
President and General Manager of its Civil Systems business group, 
one of four divisions within the company’s Information Systems 
sector.
Etihad Airways 
Etihad Airways, the national airline of the United Arab Emirates, 
has announced the appointment of Gordon Penfold as Senior Vice 
President, Information Technology.
WestJet
WestJet has appointed Cameron Kenyon as Executive Vice Presi-
dent, Operations.



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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IndiGo ahead of Air India  
in domestic market 
As per air traffic data released 
by the Directorate General of 
Civil aviation (DGCA) in No-
vember 2010, with 17.3 per cent 
market share, India’s leading 
low-cost carrier IndiGo over-
took Air India whose market 
share stands at 17.1 per cent. In 
November, the budget carrier 
flew 8.43 lakh passengers as 
against 8.36 lakh air travelers 
flown by the legacy carrier 
Air India. With its fleet of 31 
Airbus A320 aircraft, IndiGo 
operates 207 flights daily to 22 
destinations which apart from 
the metros, includes cities and 
smaller towns such as Agartala, 
Panaji, Guwahati, Dibrugarh, 
Patna, Pune, Srinagar and 
Vadodara. With a very high fleet 
utilisation and the highest seat 
occupancy, by early this year, 
IndiGo is aspiring to be at the 
number two position behind 
Jet Airways. The domestic air 
traffic rose 25.1 per cent to 
48.75 lakh during November 
2010 as against 38.98 lakh in the 
corresponding month last year. 
It was up 19 per cent at 468.09 
lakh during January-November 
of 2010 as against 393.53 lakh 
during the same period in the 
previous year. In the wake of 
the economic slowdown, the 
air traffic market has shifted 
towards low-cost air travel and 
airlines such as Jet Airways and 
Kingfisher Airlines have been 
quick to move their capacity to 
no-frill arms Jet Konnect and 
Kingfisher Red.

Hike in fuel surcharge  
by airlines

Despite efforts by the govern-
ment to rein in fares that were 
skyrocketing in October last 
year, increasing by as much as 
25 per cent, Kingfisher Airlines 

and Jet Airways have hiked fuel 
surcharge on domestic flights 
by `200 per ticket in the new 
year. This move has apparently 
been triggerred by the near 
two per cent increase in the 
price of aviation turbine fuel 
(ATF) by the state-owned oil 
companies which in turn was 
a consequence of global crude 
prices touching $90 a bar-
rel. Both the privately-owned 
airlines increased their fuel 
surcharge by `100 for travel up 
to 750 km and `200 for flights 
of over 750 km. Price of ATF in 
Delhi has been hiked by `935 
per kilolitre, or a 1.99 per cent 
increase and airlines now are 
required to shell out `47,816 
per kilolitre from midnight 
of December 31, 2010. This 
latest hike comes on the back 
of a massive 3.6 per cent hike 
on December 15, 2010. In all 
likelihood, other airlines will 
follow suit.

EasyJet increases lead over 
British Airways 
During 2010, UK budget  
airline EasyJet carried 49.7 
million passengers registering a 
growth rate of 7.9 per cent and 
forged ahead of its rival British 
Airways in the European short-
haul markets. British Airways 
cut its short-haul operations to 
concentrate on more profit-
able intercontinental routes 
following the onslaught of low 
cost competitors like EasyJet 
and Ireland’s Ryanair. The latter 
posted an 11 per cent increase 
in passenger numbers to 72.7 
million in the same period. 
British Airways had enjoyed a 
strong position in the short-
haul segment but the budget 
carriers were performing well 
in a difficult economic environ-
ment with passengers being 
highly price conscious. The 
global passenger total for British 
Airways was down from 5.5 per 
cent to 32.3 million. EasyJet now 
has plans to add 15 more Airbus 
A320 aircraft valued at $1.1 
billion as it sought to target cor-
porate travellers while retaining 
low-cost focus.

: INFRASTRUCTURE

New terminal building  
at Chandigarh
Despite the Planning Commis-
sion deadline of December 2010, 
an ambitious project of Airports 
Authority of India (AAI), the 
new terminal building at the 
Chandigarh airport, may take 
another five months for com-
missioning. Operators are of the 
view that the delay in comple-
tion of the terminal building is 
hampering the passenger traffic 
growth. With an estimated proj-
ect cost of `78 crore, the new 
terminal building, with an area 
of about 12,150 square metres, 
will have a capacity to handle 
500 passengers at a time. It will 
be fully air-conditioned, have 
modern passenger facilities, 
three aerobridges, visual dock-
ing guidance system, escalators, 
elevators, baggage conveyor 
belts, closed-circuit televisions 
and more. Once the building is 
completed, international flights 
could also be launched. Also, 
AAI and Punjab Government 
have signed a memorandum 
of understanding for setting 
up Chandigarh International 
Airport which would be an ex-
tension of Chandigarh Airport. 
However, the proposed project 
will take time.

: TECHNOLOGY

Problems with IAE  
V2500 engines

Kingfisher Airlines, which on 
account of engine problems, 
had grounded for over six 
months, nine of its 23 aircraft 
fleet of A320 has brought seven 
of these back on the flight line. 
The other two are expected to 
be fit to fly in two months time. 
The aircraft were grounded 
after their IAE V2500 engines 

experienced technical problem 
with the drum assembly where-
in the silver nuts in the engine 
were found to be breaking when 
exposed to excessive heat. The 
engine, manufactured by Inter-
national Aero Engines (IAE), a 
joint venture amongst four avia-
tion companies, including Pratt 
& Whitney and Rolls-Royce, is 
fitted on the A320 family. It is 
understood that the airline has 
been compensated by the en-
gine manufacturer. IAE V2500 
engines are also being reviewed 
by the Federal Aviation Admin-
istration as there have been 39 
reports of cracks developing 
in the drum of the engines due 
to a material failure. India’s 
largest low-cost carrier, IndiGo, 
which operates 32 Airbus A320 
aircraft, faced similar problems 
with the engine. The problem 
was rectified by the engine 
manufacturer as IndiGo has a 
post-delivery agreement with 
the company.

Trent 900 engines for British 
Airways superjumbos

Rolls-Royce has entered into a 
contract with British Airways 
for the sale of Trent 900 engines 
to power a their fleet of 12 
Airbus A380 Superjumbos. 
The first of its A380 airliners 
is due for delivery in 2013. 
British Airways has also placed 
orders for Trent 1000 engines 
to power two dozen Boeing 787 
Dreamliners. The total value 
of both the orders combined is 
estimated to be over $5 billion. 
After the episode involving an 
in-flight failure of a Trent 900 
engine on a Qantas A380 in No-
vember 2010, Rolls-Royce has 
replaced a part which has been 
identified as the most likely 
cause of the problem. •
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First...

With a Firm contract From Virgin America 
for 60 A320s, Airbus has announced its 10,000th or-
der including 30 A320neo aircraft. This is the first 
firm order for the A320 new engine option; therefore, 

Virgin America becomes the launch customer for the A320neo.
The 30 A320s will feature fuel-saving large wing tip devices 

called Sharklets. Virgin America has not yet announced its en-
gine choice on the newly ordered A320s or the A320neo. Seat-
ing configuration on the aircraft will be the same as its existing 
A320 fleet (146-149 seats) in a two-class configuration.

The A320neo responds to heightened customer environ-
mental interest, offering a 15 per cent reduction in fuel con-
sumption. The option was launched in late 2010 for first deliv-
eries in early 2016. Each variant of the A320neo incorporates 
Sharklet wing tip devices. In addition to fuel savings, the  
A320neo will benefit from a double-digit reduction in NOx 
emissions, reduced engine noise, lower operating costs and up 
to 500 nautical miles more range or two metric tonnes more 
payload. The A319, A320 and A321 models on which the new 
engine option is offered will have 95 per cent airframe com-

monality with the A320 Family and thus the A320neo will fit 
seamlessly into the existing Virgin America fleet.

Since the first Airbus aircraft went into service in 1974 with 
Air France, Airbus has seen sales of its aircraft grow steadily. 
By 1989, after its first 15 years in operation, Airbus had sold 
1,000 aircraft. Less than half that time again, just seven years 
later in 1996, sales had risen to 2,000. Sales of Airbus aircraft 
had reached 3,000 in 1998, again cutting the time it took to sell 
another 1,000 planes by more than half. And by 2000, a total of 
4,000 aircraft had been sold to the market. Airbus hit its 5000th 
order in August 2004—after more than 30 years. To achieve the 
10,000th order just over six years later is a ringing endorsement 
of the company’s product line. SP

—SP’s Airbuz News Desk

 Airbus gets first order for A320neo 

E-mail your comments to:
letters@spsairbuz.net
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SP’s AirBuz (SP’s): You have completed two years in office 
as Chairman, AAI. Can you highlight the major achieve-
ments and challenges that you have faced?
V.P. Agrawal (Agrawal): First things first. The last 23 months have 
indeed been challenging and exciting, for it was in this very period 
that the seed of modernisation that had been sown started to germi-
nate and projects at 25 airports have got completed. As regards the 
other projects, they too are in advanced stages demanding constant 
and proper monitoring. The high point being that I got baptised in 
right earnest, as AAI had to go through the worst financial period, an 
outcome of the meltdown, which adversely affected the infrastruc-
ture sector, thus drying up the revenue generation sources. Timely 
action and being alert to the situation paid us dividends in the form 
of marginalising the affects to a large degree. As regards the second 
part of your question relating to the achievements and challenges, 
well, one measures the achievements of AAI and the challenges that 
may have been confronted would flow out of the whole picture. Also, 

it may not be fair to compartmentalise and view it in parts. There-
fore, for easy and better comprehension of the growth/progress 
made by AAI, one ought to view it in ‘totality’. As is well established 
and duly documented. AAI had inherited war-torn airfields, which 
post-partition came under the ambit of Directorate General of Civil 
Aviation (DGCA). In fact some cosmetic changes were made at few 
airports based on the requirements as an outcome of changed sce-
nario. The state and condition of AAI airports till date clearly reveals 
that AAI ever since its inception has taken long strides and at the 
same time does realise that it has many more miles to cover. The 
venture of modernisation/upgradation of airports that AAI had em-
barked upon, as a result of the unprecedented phenomenal growth 
witnessed by aviation industry has started to produce results from 
the beginning of last year. As Delhi and Mumbai were taken away 
from the ambit of AAI, the challenge confronted by AAI in the 
changed scenario was to shift focus on developing second tier air-
ports spread across the country, including remote corners. Accord-

 V.P. Agrawal took over as 
the Chairman of the Airports 

Authority of India (AAI) in 
January 2009, when revenue 

generation seemed to be 
drying up because of global 
economic meltdown. In a 

recent interview with  
SP’s AirBuz, Agrawal shared 

his dreams of ensuring that 
his fellow countrymen in the 

far-flung areas reap the benefit 
of development and be a part 

of the growth story. 

i dream to create  
airport infrastructure 

in the remotest  
corners of our country
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ingly, plans were drawn up for new terminals, runway and apron 
expansion at around 35 non-airports as also Chennai and Kolkata. 
As an outcome of the unprecedented growth witnessed in the past 
decade which was predicted to continue for another decade and a 
half to two decades, demanded substantial augmentation in the in-
frastructure sector. Thus, the concept of public-private partnership 
(PPP), joint venture company (JVC) and Greenfield airports germi-
nated. Delhi, Mumbai, Bangalore and Hyderabad are an outcome 
of this. In 2002-03, we had around 55 active airports and now the 
number is more than 90. In terms of investment in airports, in the 
Tenth Five Year Plan it was around `40 billion and has increased to 
`400 billion for the Eleventh Plan, of which AAI’s share is around 
`120 billion, a fourfold increase as compared to the Tenth Five Year 
Plan. With the commissioning of the third runway and T3 at Delhi 
airport, AAI had to usher in compatible ATM/CNS infrastructure so 
as to not only cater to the increased density of air traffic but also 
eradicate the general perception amongst the air traveller which 
was getting manifested in irritancy due to the high taxiing time at 
the airport. The story at Mumbai too was similar with regard to in-
crease in air traffic. 

SP’s: After a period of slowdown, the airline industry is 
once again poised for rapid growth. In your perception, 
is the government controlled aviation infrastructure 
adequately geared to meet with the demands of the rapid 
growth in the industry? What is the road-map?
Agrawal: Well, let me start of by setting the record straight with re-
gard to the ill-conceived perception of the need to gear up aviation 
infrastructure by the government in keeping with rapid growth. The 
ground reality being that we are neither lagging nor lacking in keep-
ing pace with the so-called rapid growth. In fact, the slowdown that 
you have referred to did prove to be a boon to the infrastructure pro-
viders, for it offered us an opportunity in terms of lead time in provi-
sioning of the desirable infrastructure. To substantiate my statement 
we got hassle-free time to execute our plans of modernising/up-
grading 35 non-metro airports. Despite the grave situation that had 
emerged, we took an optimistic view by considering that slowdown 
is a temporary phenomenon and the future of aviation industry in 
emerging markets such as ours is bright. AAI was bound to reap the 
fruits later than sooner for these very additional capacity being cre-
ated then, as an outcome of our continuation of plans would not only 
prove to be handy but also stand us in good stead at the time when 
the economy revives and air traffic gets into an ascending mode i.e. 
the present-day scenario. 

Therefore, it would be amply clear that we have indeed been suc-
cessful in ensuring that the disadvantageous period as perceived has 
been turned into ‘advantageous’. Today, we are able to absorb the 
load factor. Accordingly, it could be concluded that a well thought 
and clearly defined road-map was not only drawn up but also me-
ticulously followed irrespective of the hurdles encountered. 

The development works that were on the anvil to be under-
taken were capacity addition and upgradation of terminal capacity, 
runway capacity to accommodate bigger aircraft, apron capacity 
and parking bays to accommodate more aircraft; provision of aero-
bridges at several airports; and developing unused airport strips.

The rationale based on which 35 non-metro airports were 
selected included regional connectivity and development of re-
gional hubs, places of major tourist attraction and business hubs. 
Projects at several airports have been completed and the remain-
ing are likely to be completed by 2010. The estimated cost for de-
velopment is `4,662 crore.

SP’s: While Delhi airport is now able to cope with the 
growth in traffic, the situation with regard to Mumbai Air-
port despite the heavy investment already made is hardly 
inspiring. What steps are being taken to alleviate the 
traffic overload and meet the future projections for traffic 
estimated at 100 million annually?
Agrawal: Following steps are being taken to enhance the han-
dling capacity of the Mumbai airport:
• ATC Automation System at Mumbai is being upgraded
•  Advanced surface movement guidance and control system 

[ASMGCS] has been installed and is at test stage
•  Performance based navigation (PBN) procedures have been 

implemented
•  ATS surveillance system is being upgraded with latest automa-

tion capabilities, thereby providing ATCOs with better tools to 
manage the traffic

•  Clearance delivery system (CDS) on a dedicated channel has 
been implemented to reduce RT congestion and avoid delays 
to the for departing aircraft

•  The automatic dependent surveillance/controller pilot data 
link communication (ADS/CPDLCS) system has been installed 
and put into operation to enhance the area of surveillance, re-
duce R/T congestion and remove the drawbacks of HF voice 
communications. This also provides direct controller-pilot 
communication link beyond the VHF coverage area

•  A new Greenfield airport i.e. Navi Mumbai is also coming up 
near Mumbai to cater to the future requirement of growth of 
in traffic

SP’s: Can you elaborate on the progress with regard to 
upgradation of the 35 or so Tier II airports? How many of 
these are being upgraded through the PPP route?
Agrawal: We have not opted for the PPP route for the 35 non-
metro airports. All the work was done by the AAI which pos-
sessed the requisite degree of in-house expertise. The progress in 
upgradation work is as follows: 
Status
35 Non-Metro Airports
Northern Region
• Completed (8): Agra, Amritsar, Dehradun, Jaipur, Lucknow, 
Udaipur, Srinagar, Varanasi
• To be completed (2): Chandigarh (March 2011), Khajuraho 
(March 2011) 
Eastern Region
• Completed (1): Port Blair
• To be completed (3): Bhubaneswar (August 2011), Raipur & 
Ranchi (March 2011)
North Eastern Region
• Completed (3): Agartala, Dibrugarh, Guwahati
• To be completed (1): Imphal (March 2011)
Western Region
• Completed (5): Ahmedabad, Aurangabad, Nagpur, Pune, Surat.
• To be completed (4): Bhopal (March 2011), Goa (May 2012),
Indore (March 2011), Vadodara (tender stage)
Southern Region
• Completed (7): Calicut, Madurai, Mangalore, Mysore, Trichy, 
Trivandrum, Vizag.
• To be completed (1): Coimbatore (March 2011)
Completed – 25, To be completed – 10
In addition to the above 35 airports, modernisation of Chennai 
and Kolkata airport is under way. The status as on date is as under:
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Chennai
•  Expansion and modification of international and domestic ter-

minals to be completed by July 2011
•  Extension of secondary runway 12-30 by 1032 m, construction of 

parking bays, parallel taxiway, etc to be completed by January 2011
Kolkata Airport
•  Integrated terminal and associated works to be completed by 

October 2011
•  Extension of secondary runway 01L-19R by 431 m, work completed

SP’s: Although the problem of shortage of air traffic control-
lers is being addressed, given the sharp increase in workload 
owing to the increase in the volume and density of traffic, is 
there any thought of revising the number of vacancies in this 
discipline currently authorised by the government?
Agrawal: There can be no two opinions that manpower compliment 
ought to be commensurate/compatible with the given work load. 
AAI being aware of the situation has not only initiated appropriate 
action, but is constantly monitoring the situation especially with re-
gard to the ATCOs. So much so, the process of finalising the contract 
for conducting scientific study on long-term staffing requirement of 
ATCO’s through the external agency is in the final stages.

SP’s: Now that the GAGAN project is likely to be commis-
sioned soon, would there be a requirement for aircraft 
operating in the Indian airspace to carry dedicated receiv-
ers and whether carriage of such equipment on board will 
be optional or mandatory by law?
Agrawal: The final operations phase of GAGAN is scheduled 
to be completed by June 2013. To ensure that optimum and ju-
dicious benefit/advantage is derived from any navigational aid, 
equipment or resource provided, it would but be desirable for 
the aircraft to have a compatible airborne equipment on board. 
However, for GAGAN, the onboard SBAS receivers compatible 
with international standards used in the US and Europe will be 
applicable. As regards the aspect of having compatible system on 
board being optional or mandatory in Indian FIR, will have to be 
decided by the regulatory authority i.e. the DGCA. 

SP’s: What is the situation regarding aerial connectivity for 
the Northeast region of the country and what steps are being 
taken to integrate this region into the national air map?
Agrawal: It is a good question and you have addressed it to the 
right person. I say this for I have been the Regional Executive Di-
rector of Northeast Region (NER), thereafter the Member (Plan-
ning) at Corporate Office at the time AAI embarked upon the 
modernisation plans and here I am at the helm of affairs when 
the plans are near completion. Coincidently, I started my career 
in CPWD with my first posting being in NER thus ensuring ap-
propriate baptism. Well, I know the NER as good as the back of 
my palm. There are 22 airports in the NER; in order to improve 
connectivity in that region AAI has on the anvil to upgrade the 
facilities for which it is proposed to spend `307 crore in the Elev-
enth Five Year Plan. The works include new terminal building at 
Dibrugarh, extension/strengthening of runway at Silchar/Dibru-
garh/Guwahati and construction of three Greenfield airports.

As regards the non-operational airports in the NER, there is no 
scope for extension of runway due to the terrain and topography 
of the area. The development work at such airports should only 
be planned and commenced after the airlines have added smaller 
aircraft with capacity of about 20 passengers to their fleet and the 

concerned airline give firm commitment for scheduled operations 
through these airports in fair weather conditions. The airports in 
NER are not economically viable, as only a few flights operate from 
most of these airports. In my opinion this area is ideally suited for 
hub and spoke concept, where smaller aircraft are deployed on these 
routes for better connectivity. Notwithstanding the same, I suppose 
it would not be right to look at this sector through the prism of profit 
and loss. It is the social responsibility of the government to ensure 
development and proper connectivity with the whole of the coun-
try. AAI being an extended arm of the government, we too are mor-
ally and socially bound to do our bit. Having said that it would only 
be fair to place on record that the response of all the seven state 
governments is positive and all possible support for development of 
airports in their respective states is always forthcoming. In the inter-
ministerial committee meeting between Ministries of Civil Aviation 
and Home Affairs, it has been agreed that the North East Council 
(NEC) would support AAI by providing 60 per cent of the cost to 
be incurred in development/improvement of airport facilities and 
balance 40 per cent of the cost will be provided by the Central Gov-
ernment as budgetary support to AAI. I dream to create airport in-
frastructure in the remotest corners of our country, so as to not only 
provide desired connectivity to these places, but also to ensure that 
our fellow countrymen in these far-flung places reap the benefit of 
development and thus become a part of the growth story. 

SP’s: The disaster at Mangalore on May 22, 2010 generated 
considerable debate on the suitability of the airport for 
regular operations. What is your take on the issue and has 
any survey to identify potentially hazardous airports in 
the country been undertaken?
Agrawal: The disaster at Mangalore airport has indeed not only 
been most unfortunate but also generated unwarranted debate 
on its suitability. Mangalore airport is a DGCA licensed airport 
with a tabletop runway designed to support operation of up to 
A310 type of aircraft which is bigger than B737-800 type of air-
craft which was involved in the ghastly disaster. Mangalore air-
port is not the first nor will it be the last in the world to have a 
tabletop runway. It may be apt to place on record that as on date, 
operations are being undertaken world over on tabletop runways, 
which undoubtedly demands higher skills and proficiency of 
the operating pilots. As regards the second part of the question, 
I would rather phrase it as difficult and not hazardous airports. 
Yes, 11 airports have been identified as difficult airports. Difficult 
could be due to numerous aspects viz. terrain, length of runway, 
approach to the runway, altitude, etc. The survey is under way and 
you can rest assured that survey report shall be accorded due cog-
nisance by implementation in letter and spirit.

SP’s: It is believed that one of the factors that is inhibiting 
expansion of capacity by Indian carriers as also growth in 
business aviation is lack of infrastructure. To what extent 
is this perception accurate and in what timeframe do you 
foresee the situation improving?
Agrawal: I am afraid this is yet another ‘fallacy’ doing the rounds, so 
it will be appreciated that the question of accuracy and timeframe 
does not arise. To substantiate my statement, I would like to take 
you back to the earlier questions on slowdown, coping with growth 
of traffic at Delhi and status of 35 non-metro airports, wherein it has 
been proved beyond any shadow of doubt that we at AAI are not 
only keeping pace with the growth but have also ensured provision-
ing of surplus infrastructure on date. Well it is time that the Indian 
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carriers think beyond the metros and start patronising the non-
metros, wherein we have world class infrastructure in place with no 
shortage of parking space and operating slots. If aviation business 
has to grow and expand then the planners will perforce have to exit 
the box and look beyond and gainfully utilise the second line of air-
ports which have since been developed. We at AAI meticulously fol-
lowed the maxim—“when the going gets tough, the tough get going” 
i.e. exactly what we did during the meltdown phase, thus making it 
a unique experience. The planners of AAI wore their ‘thinking hats’ 
and indeed got down to serious business with their very creative/
innovative minds. Based on the anticipated growth in the civil avia-
tion sector, the aviation sector is likely to see clear skies in the years 
to come. Airports are indeed solid investment with gestation period 
usually being longer as compared to other infrastructure sector. The 
development/upgradation projects underway and also those on the 
anvil were continued as we were more than certain that AAI was 
bound to reap the fruits later than sooner. These additional capaci-
ties coming up with our continuation of plans would not only prove 
to be handy but also stand us in good stead at the time when the 
economy revives and air traffic gets into an ascending mode. There-
fore, it would be amply clear that we have indeed been successful 
in ensuring that the disadvantageous period as perceived has been 
turned into ‘advantageous’.

SP’s: What are the steps being taken to improve the ef-
ficacy of helicopter operations by civilian helicopters in 
the Indian airspace by measures such as heliports and 
dedicated corridors?
Agrawal: In keeping with the changing times and also giving due 
cognisance to the role likely to be played by helicopters in the near 
future, AAI has promulgated separate helicopter routings for Delhi 
and Mumbai to enhance operational efficiency of helicopters. Action 
is in hand to promulgate a corridor for Bangalore airport as well.

SP’s: What is the situation regarding synergy with military 
aviation authorities in respect of airspace management 
and shared use of aviation infrastructure? Are there any 
impediments to the process?
Agrawal: Flexible use of airspace has been implemented in Chen-
nai FIR as a pilot project with effect from May 1, 2008. For regular 
coordination between AAI and the IAF, a monthly meeting is con-
ducted to resolve the airspace related issues and a number of ATS 
routes have been promulgated through military areas.

SP’s: Airport construction, development and maintenance 
always remains a priority for civil aviation authorities as it 
is visible to all primarily to decongest passenger lounges 
and provide comfort. What actions have been taken to 
decongest airspace and enhance safety and reduce delays?
Agrawal: To tone up Air Traffic Control System following initia-
tives have been initiated by AAI:
Automation of ATC system
•  IGI airport Delhi and CSI airport Mumbai—Have been upgrad-

ed with new hardware and software -auto track III
• Chennai airport —Work awarded
• Hyderabad and Bangalore—Already completed
•  Work for modernisation of TWR ATS system at other 38 air-

ports has been awarded
Advanced surface movement guidance and control system
• Delhi, Hyderabad and Bengaluru – Operational
• Mumbai, Chennai and Kolkata – Under installation

Performance based navigation
•  PBN based arrival and departure procedures have been imple-

mented at Delhi, Mumbai. Ahmedabad and Chennai airport 
and a road-map has been prepared for all other airports.

Reduction in separation
•  Radar separation in the terminal approach area of IGI airport has 

been reduced to 3 nm to enhance traffic handling capacity.
•  Reduction in longitudinal separation to 50 nm from existing 10 

minutes separation is under active consideration.
Upgradation from ATIS to DATIS
•  Upgraded DATIS facility with voice and data-link capability 

provided at 35 airports.
Installation of additional 11 radars
•  To cover gaps in the radar coverage and reduce separations, in-

stallation of additional radar is under process
Ground based augmentation system
• GBAS for Delhi and Mumbai is under implementation 
ATS Inter-facility data communication
•  AIDC between Muscat and Mumbai is on the anvil, subse-

quently to be extended between Mumbai and Delhi
Air traffic flow management
•  Agreement has been signed with FAA to prepare quality re-

quirements for establishing ATFM in India
Simultaneous use of both runways at Mumbai and Delhi
•  Air traffic handling capacity of Delhi and Mumbai has been 

greatly improved by using all available runways for arrival and 
departure of flights with mixed mode operation or dependent 
parallel operation 

The above measures undertaken by AAI will improve the traf-
fic handling capacity of the airport, reduce delays, enhance safety, 
save time and fuel. 

SP’s: Has there been any scientific study to determine air-
space capacity and stress on controllers? There are reports 
of some airspace being too congested to guarantee safety 
and requires immediate sectorisation. What are your plans?
Agrawal: A committee has been formed to study the need for 
sectorisation and reduction of workload of air traffic controllers. 
The committee has submitted its report and recommendations. 

SP’s: Is there a defined life time for equipment? If so, do 
you initiate action to replace them in advance or wait till 
you get malfunctioning reports from the users? 
Agrawal: Normal life for an equipment/system is spelt out in our 
material management manual. For electro-mechanical equip-
ment having fixed wear-and-tear for the various parts, actions 
are taken for replacement towards end of the life period. If any 
equipment/system malfunctions before the life cycle period, then 
they are replaced without waiting for the full life of the equip-
ment but where such equipment is working without any adverse 
functioning, replacements are effected on priority, depending on 
traffic density at an airport. In the case of CNS equipment, where 
high reliability of operations is achievable till the end of the life 
of the equipment and where there are not many problems, re-
placements are effected on need basis. Sometimes even when 
equipment is to be trans-installed due to operational needs, this 
is synchronised with the replacement by a new equipment and 
working old equipment is shifted to low density traffic airports. 
There are cases where malfunctioning CNS equipment, before its 
scheduled life time period, have been replaced without waiting 
for malfunction reports from users. SP
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bullish 
indian Market

W
hen Will the gloBAl Busi-
ness aviation industry emerge from 
its prolonged slump? Demand for new 
aircraft is still lacklustre, partly because 
pre-owned ones are piled up everywhere 
awaiting new owners. According to a 
Honeywell Aerospace forecast of October 

2010, global sales of new jets would be down about 17 per cent in 
2010, following a 34 per cent tumble in 2009, when just 849 jets 
were delivered compared with an all-time high of 1,313 in 2008. 
When will the 2008 record be equalled? Few analysts are willing 

to bet on any time before the last few years of the decade. One 
expert even recalls a fall of this magnitude between 1981 and 1983 
when sales of business jets shrunk by 40 per cent. It took another 
16 years for deliveries to regain its former peak. Scary thought!

Part of the problem is the hangover following the party of the 
last few years. The industry enjoyed a superb run in the period 
between 2003 and 2008, with global deliveries more than doubling 
during this time. What goes up must come down; too many air-
craft are now chasing too few buyers. What is remarkable is the 
bifurcation in the market. While the large-cabin aircraft category 
witnessed a production fall of just four per cent, in the bottom 

 The Business Aviation Association for India predicts that there will be 
1,400 private aircraft including helicopters by 2015, compared to some 
550 today. Considering only jets, Bombardier forecasts that the Indian 
business fleet will grow at a CAGR of 13 per cent over the next decade, 

and account for around 440 jets by 2019. 

By Joseph Noronha,  
Goa

Aero IndIA 2009:  
Hawker Beechcraft's King 

Air B200 on display
   

Ph
o

to
g

r
AP

h
s

: 
s

P 
g

u
id

e 
Pu

b
n

s



• SP’S             • Issue 1 • 2011 Gwww.spsairbuz.net16

Business AviAtion / AircrAft MArket

half of jet categories—medium- to small-cabin aircraft—produc-
tion dropped by a whopping 43 per cent. Could it be because the 
lighter end of the business aviation market is highly dependent on 
third-party finance, which has practically dried up as a result of 
the financial meltdown? The top end of the market, on the other 
hand, is far less tied to external finance, which explains why sales 
of large-cabin, long-range aircraft suffered nary a dip.

There is no need to lose heart. Honeywell expects expansion 
to resume next year and forecasts that 11,000 new business jets 
will be required from now until 2020. Experts tell us that by then 
the world’s top three economies will be China, USA and India in 
that order. India has been largely unscathed by the woes of the 
business aviation industry, mainly because its economy quickly 
shrugged off recessionary blues and returned to high growth. 
Good reason for the world’s major business aircraft manufactur-
ers to flock to the country in the hope of clinching lucrative deals. 
And what better platform could there be than an air show?

Aero IndIA rIsIng
The first edition of Aero India, held in 1996, was a modest af-
fair. Since then, the premier air show has gone from strength to 
strength and is now reputed to be Asia’s largest. It has gradually 
earned international recognition with the number of exhibitors, 
including the leading lights of the business aviation industry, 
going up in each edition. The eighth edition, Aero India Febru-

ary 2011, may have lost some of its 
attraction for business aviation, 
mainly because the biennial India 
Aviation air show—last held at Hy-
derabad in March 2010—is gradu-
ally luring non-military exhibitors 
away. But the Indian market’s grow-
ing potential and Bengaluru as the hub of the aerospace industry 
has raised expectations of seeing many aircraft including busi-
ness jets on display. Aero India 2009, for instance, hosted Em-
braer’s Legacy 600, Dassault Aviation’s Falcon 7X, Hawker Beech-
craft’s King Air and Premier IA and Cessna Aircraft’s 172 Skyhawk, 
Cessna CJ2 and Citation XLS.

No doubt it is the big-ticket deals that hog the headlines at 

air shows—like multibillion-dollar government-to-government 
agreements for combat aircraft. Huge orders placed by the airline 
industry for scores or a hundred jumbo jets also make waves. But 
what of the aam admi at the air show—the mere millionaire or 
basic billionaire, anxiously poring over catalogues and squinting 
at exhibits in the hope of becoming the proud owner of a beautiful 
business jet? 

This is one area where India is still way ahead of China. 
China accounts for just 60 private jets against India’s current 
tally of 130, which constitutes the largest business jet fleet in 
Asia. These numbers pale into insignificance considering that 
the global business jet fleet was approximately 14,200 at the 
end of 2009. The good news, according to Bombardier business 
aircraft’s market Forecast 2010-29 is that the world’s total is ex-
pected to grow by a compound annual growth rate (CAGR) of 
3.6 per cent to approximately 29,000 jets by 2029, net of aircraft 
retirements. Another 150 or so business aircraft are expected 
to be acquired by Indian owners this year; perhaps half of them 
will be jets. At least 40 will be light jets—small-cabin types that 
can seat four to six people. 

A 2010 report by Capgemini and Merrill Lynch Wealth Man-
agement revealed that the number of high net worth individuals 
(HNWIs) in the country with minimum investable assets of $1 
million (`4.5 crore) grew 51 per cent in 2009 to 126,700 individu-
als. As for the super rich, Forbes India estimates that there already 

are 69 dollar billionaires in the country. HNWIs and private cor-
porations generally account for approximately 2/3 of business air-
craft sales globally, so they will be eagerly courted at Aero India. 
Surely, almost anyone can afford a Cessna Citation Mustang at 
just over $3 million (`13.5 crore) or an Embraer Phenom 100 for 
$3.75 million (`17 crore).

CorporAte Culture
Corporate India is taking to business aviation in a big way. An 
executive jet was once a coveted status symbol; it is increas-
ingly being viewed as a tool to facilitate business, especially at 
the international level. The growth of private aviation in India 
is a natural consequence of its dynamic business culture and 
increasing global business linkages, especially ambitious Indian 

on dIsplAy:  
Cessna Citation and 

Dassault Falcon 7X at 
Aero India 2009
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acquisitions abroad. As companies continue to flourish, so too 
will their need for business aircraft to quickly, conveniently and 
safely transport top executives and staff to remote destinations. 
It is also finally dawning on the government that aviation is not 
a high-profile sign of conspicuous consumption but something 
that actively promotes industrial and economic growth. The top-
of-the-line business jets on offer to big business currently include 
Bombardier’s Global Express XRS at an approximate price of $54 
million (`243 crore) and Dassault’s Falcon 7X that goes for $49 
million (`221 crore). Embraer’s Lineage 1000 and Gulfstream’s 
G550 cost around the same as the Falcon 7X. Of course, there are 
numerous smaller and cheaper options on offer, like the Hawker 
Beechcraft 4000 at $22 million (`99 crore), the Cessna Citation 
XLS+ for $18 million (`81 crore) and the Embraer Phenom 300 
for $9 million (`41 crore). For many rapidly growing Indian com-
panies, these are affordable. 

Whatever else business executives may be famous for, pa-
tience is not among their virtues. After experiencing the sheer 
speed, efficiency, convenience and comfort of travel on a private 
aircraft, executives would naturally be reluctant to again experi-
ence the misery of air travel by mass transit. While airlines still ac-
count for the majority of corporate customers, many businesses 
are gradually resorting to private travel. They are eager to avoid 
airport overcrowding, flight delays and other potential logistical 
snags associated with commercial flying. North India’s regular en-
counter with winter fog and the ever-growing spectre of airline 
security make business jets seem sweeter than ever. Besides, the 
airlines seem to have refined the art of milking last-minute pas-
sengers (mainly business folk) for every last rupee, so even the 
economics of business aviation has improved.

Also surging ahead are Indian charter companies which are 
natural for business jets. In November, Mumbai-based Invision 
Air inducted India’s first light jet—the Embraer Phenom 100. 
The on-demand air charter provider has ordered 17 more Phe-
nom 100s and two Phenom 300s that will bolster its fleet gradu-
ally. The company claims that Indian customers will for the first 
time have access to a safe twin-jet experience at a price point 
between two-and-a-half to three times full-fare business class 

rates for up to 200 destinations across the country. This will al-
low corporate executives, investors, celebrities, and high-end 
tourists to travel quickly, efficiently and comfortably to Tier-II 
and Tier-III cities, which will also help fuel economic growth in 
rural India. The businesspersons who still grudgingly patronise 
the airlines do so only because they cannot afford the terms of-
fered by the charter service providers. How quickly can the In-
dian business aviation industry shed its elitist image and come 
out with an LCC version of charter?

the humAn fACe of IndIAn busIness AvIAtIon
While the majority of customers buying new business aircraft 
globally are no longer US citizens, prices are still quoted in US 
dollars; this puts Indian buyers in an advantageous position 
whenever the rupee strengthens against the dollar as is currently 
the case. At present, there is a preference for pre-owned aircraft 
since sales in the West have plummeted and many used aircraft 
are available. A three-year-old aircraft can be acquired for around 
60 per cent of its new list price. However, as inventories of pre-
owned aircraft shrink, new jets will again become attractive.

The long-term market drivers of growth for the business avia-
tion industry—a booming economy, wealth creation, increased 
globalisation of trade and replacement demand—all hold good 
for India. That is why business aircraft manufacturers are uni-
formly bullish on India. Business jet penetration in India is as yet 
abysmally low. India’s business aviation sector is not living up to 
its full potential mainly due to a lack of aviation infrastructure, 
stringent government regulations, tedious procedures for aircraft 
imports and strict bank terms. Still, the Business Aviation Asso-
ciation for India predicts that there will be 1,400 private aircraft 
including helicopters by 2015, compared to some 550 today. Con-
sidering only jets, Bombardier forecasts that the Indian business 
fleet will grow at a CAGR of 13 per cent over the next decade, and 
account for around 440 jets by 2019. The prospect of hundreds 
of aircraft flying into the country is indeed appealing to the busi-
ness aviation industry. But from where will the associated highly 
skilled personnel—pilots, cabin crew, engineering and support 
staff, suddenly come from? SP

legAcy 600:  
An option for 
private travel
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GROWING F a s t

“i
ndiA inc. Adds wings 
to its dreams, rushes 
to buy Biz Jets” was the 
headline of a news report 
published in the Economic 
Times of August 18, 2010. 
The report went on to say that companies and 

high net worth individuals in India had plans to purchase 157 
aircraft over the next year. With these inductions, India would 
have the fourth largest fleet of business jets in the world. Cur-
rently, there are 111 aircraft in this category registered in India. In 
this respect, India is ahead of China, which has half the number 
of corporate jets though it has more billionaires. With this, busi-
ness aviation has come of age in India and the aviation fraternity 
can take pride in being a part of one of the fastest growing sec-
tors in the country.

To have name, fame and aim is admirable. 
But aircraft, as opposed to motor cars or oth-
er modes of transport, require highly trained 
personnel and a variety of specialised skills to 
operate and maintain. Is India prepared for 
that? Let us go into the detailed operations 

of a business jet. The fact that operations even by a single aircraft 
require a large number of hands is widely known and easily perceived 
during travel by commercial flights. In similar fashion, the operation 
of a business jet also requires a large number of hands albeit lower 
than that of an airliner. On a typical flight of a chartered business 
jet, on arrival at the terminal and prior to boarding, the passengers 
are served by a variety of people such as the security staff, baggage 
handlers, the chauffeurs and caterers who provide in-flight snacks. 
As these facilities are common with scheduled carriers, no special or 
additional arrangements are required for the chartered business jet.

 Aircraft, as opposed to motor cars or other modes of transport,  
require highly trained personnel and a variety of  

specialised skills to operate and maintain 

By Arun Lohiya,  
Jaipur

BiZ Jets:  
India may soon have the 

largest fleet of business jets    
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Cabin Crew
Onboard any passenger-carrying aircraft there is a requirement 
for specialised staff. Cabin crew, to begin with, are part and par-
cel of the in-flight crew and perhaps as important as the pilots, 
if not more. They are responsible not only for the comfort of the 
passengers but also for their safety. Hence, they are required to 
be adequately trained for emergencies. Cabin attendants are not 
looked upon as being endowed with high level skills; rather they 
are admired for glamour and standards of hospitality. However, 
there have been numerous instances where cabin crew have been 
responsive and have played a critical role in ensuring the safety of 
passengers in times of emergency.

There is a major difference between the airline industry and 
business aviation in the types of aircraft operated. Scheduled air-
lines the world over are equipped predominantly with aircraft from 
either Boeing of Airbus, and to a lesser extent, by regional jets from 
Bombardier of Canada and Embraer of Brazil, the other two global 
aerospace majors. Availability of trained cabin crew for airliners is 
not a problem as there are several academies in the country churn-
ing out cabin crew trained to serve with various types of aircraft 
with the scheduled carriers. However, the only training curriculum 
formally approved by the Directorate General of Civil Aviation 
(DGCA) is the one conducted by the scheduled airlines themselves. 
Courses offered by the private academies in India are not as yet 
approved by the DGCA. But the problem in the business aviation 
segment is that there are a number of original equipment manu-
facturers (OEM) of business jets producing a variety of aircraft of 
varying sizes and capacity. Besides, the same type of aircraft from 
a particular manufacturer may have a different configuration as it 
is modified to suit the customer’s requirements. The question then 
arises as to who will be responsible for the training and certifica-
tion of cabin crew for the different types of business jets—the man-

ufacturer, the buyer or 
training academies? 
Training of technical 
personnel is invariably 
a part of the package 
the OEM offers with 
the purchase of a busi-
ness jet, but there is no 
such provision in re-
spect of cabin crew.

TeChniCal  
Personnel
Induction of a large 
number and a wide 
variety of business jets 

would push the demand for engineers and technicians with spe-
cific type training and qualifications. Apart from the requirement 
of trained manpower, agencies responsible for the maintenance of 
business jets, as also the MROs, will need sizeable investment in 
terms of infrastructure, tools, testers and other specialised equip-
ment. Here again, the question of economies of scale will be of rele-
vance. Will the number of each type of business jet being imported 
into India be large enough to justify the huge investments? Some of 
these aircraft may be the first entrants in the Indian skies leaving 
operators with no option but to source appropriately qualified en-
gineers from abroad till the time Indian engineers trained on these 
aircraft types are readily available.

Tedious rouTe To Command
Another major issue to be addressed is the availability of appropri-
ately qualified and experienced pilots to fly as Commanders. India 

 Availability 
of trained 
cabin crew for 
airliners is not 
a problem as 
there are several 
academies in the 
country

Need of the hour:  
Create dedicated 

infrastructure such as 
separate airports/terminals   

   



• SP’S             • Issue 1 • 2011 Gwww.spsairbuz.net20

Business AviAtion / Jets

has a fairly large number of institutions training civil pilots. These 
academies have been continuously adding to the pool of unem-
ployed pilots with just enough flying hours in their log books to 
qualify for commercial pilot licence (CPL). These pilots, however, 
are neither legally nor professionally suitable to fly business jets 
as Commanders. There is a need to understand the requirements 
to become a commercial pilot and to actually be able to handle 
a civil aircraft as a Commander. The flying training institutions 
provide training to qualify for the award of a basic CPL by the 
DGCA. Training is carried out on single-engine aircraft such as 
the Cessna 152, Cessna 172, Diamond and the trainee is required 
to complete 200 hours of flying. But these simple piston engine 
aircraft are not suitable for corporate use where twin-engine busi-
ness jets are the preferred option. A freshly trained pilot holding 
CPL is therefore required to first obtain a multi-engine rating 
endorsement on his licence. The training for this process, called 
“Type Rating”, is expensive. If a CPL holder after completing his or 
her multi-engine rating has obtained endorsement on a King Air 
B 200, which is a twin-engine turbo-prop aircraft, he or she will 
then be eligible to co-pilot a B 200. For a co-pilot to upgrade to the 
status of a Commander, sometimes  referred to as P1, he needs to 
acquire a few hundred hours on type. Where does he accumulate 
this experience? Who will be the Commander while the young 
co-pilot gains experience to qualify as the P1? And so it is that the 
business aviation segments are compelled to hire qualified and 
highly experienced expatriate pilots at exorbitant costs to fly as 
Commanders, especially for newly inducted aircraft types.

infrasTruCTural ConsTrainTs
Another key issue to be addressed is the lack of infrastructure 
to support business aviation. Already the two main airports at 
Delhi and Mumbai are over subscribed and traffic congestion is 
not an exception but the rule. Mumbai does not permit landing 

of business aviation 
aircraft between 0800 
and 1000 hours as also 
between 1700 and 1900 
hours. Also, the avail-
ability of parking slots 
is a pre-requisite for 
the grant of permission 
by the Ministry of Civil 
Aviation for import of a 
private aircraft which 
itself is an elaborate 
and highly complex 
procedure. However, 
more often than not, 
parking slots identi-
fied to meet with tech-

nical requirements of import, are generally at remotely located 
airports. Although allotted to individual companies or private 
operators, such remotely located parking slots are usually incon-
venient for business jet owners and hence, remain unutilised. 
Owners seek temporary parking slots at major airports aggravat-
ing the congestion.

need of The hour
Undoubtedly, there is an imperative need to review all aspects of 
business aviation in India and to formulate a comprehensive policy 
to overcome the major impediments in the path to the develop-
ment of this important segment of the industry. A few other areas 
that require urgent attention of the government are simplification 
of the procedures for import of aircraft in the private category, tariff 
structure, creation of dedicated infrastructure such as separate air-
ports/terminals and human resource development. SP

 Training 
of technical 
personnel is 
invariably a part 
of the package 
the OEM 
offers with the 
purchase of a 
business jet
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OPERATIONS / HELICOPTERS

ThE hISTORy Of AvIATION IN India records the first 
commercial helicopter flight being undertaken by Rus-
tom Captain in 1953 in Mumbai on a Hiller UH12B. Al-
most six decades later, helicopter operations in the civil 

domain still remain stunted. And this despite the broad spectrum 
of operations that helicopters performs in India today. The primary 
and foremost requirement of a helicopter is for air travel between 
places, of which, at least one cannot accommodate a fixed-wing 
aircraft or does not boast of an airstrip to land an aircraft. This is 
especially, but not exclusively, applicable to mountainous terrain.

Then there is the growing concept of intra-city mobility. The 
increasing trend of Greenfield airports mushrooming far away 
from cities they are intended to serve is popularising the concept 
of intra-city helicopter movements. Carriage of VIPs, when not 
being performed by military helicopters, is another role for the 
civil rotary wing craft. Then there are operations of a different 
nature— emergency medical evacuation, a concept that is yet to 
take off in India. OSS Air is bringing the first helicopter emergen-
cy medical service (HEMS) helicopter into India this year. What 
a welcome beginning. Disasters and emergencies also have their 
own demands to make for helicopter operations. Helicopters 
have also been utilised for pesticide spraying of crops, operations 
for search and rescue as well as on the high seas (ships, oil rigs, 
islands) and for flights for recreational purposes. Another growth 

area is the use of these specialised ubiquitous machines by high-
way patrols and news gathering agencies.

Despite the multi-faceted utilisation of helicopters in a variety 
of operations, the total number of helicopters bearing civil registra-
tion is an unimpressive 288 as compared to 1,122 fixed-wing aircraft 
(source: DGCA website). The outlook for the coming years is a shade 
of pale. Several estimates predict the addition of around 90 helicop-
ters by 2013. However, these projections appear to be over-optimis-
tic as several factors inhibit the growth of the helicopter segment 
of civil aviation in India. The first, of course, is the cost of operation 
of a rotary wing craft vis-à-vis a fixed-wing one. However, once that 
has been balanced against the advantages of rotary-wing operations 
over fixed-wing ones and the higher cost accepted as a necessary 
evil, there is the lack of basic infrastructure in India for rotary-wing 
operations. There is hardly any heliport infrastructure that the coun-
try can boast of. MRO facilities too, are scanty while the Civil Avia-
tion Ministry and the DGCA are not really attentive to the require-
ments predicated to the development of a robust and meaningful 
helicopter capability in the civil ambit. The existing regulations, that 
tend to equate flexible helicopters with their fixed-wing counter-
parts, inhibit exploitation of the flexibility and advantages of these 
wonderful machines. The lack of a healthy environment has led to 
stifling the growth of helicopter industry. Nowhere, is this more ap-
parent than in the lack of helicopter training facilities in India. SP

 Despite the multi-faceted utilisation of helicopters in a variety of 
operations, the total number of helicopters bearing civil registration is  

an unimpressive 288 as compared to 1,122 fixed-wing aircraft 

Stifled Growth

By A.K. Sachdev,  
New Delhi

On Display:  
OSS Air AW119 

Koala  helicopter at 
India Aviation 2010   

   

PH
O

TO
g

R
aP

H
: 

ab
H

IS
H

Ek
 /

 S
P 

g
u

Id
E 

Pu
b

n
S



• SP’S             • Issue 1 • 2011 Gwww.spsairbuz.net22

civil aviation / Aero IndIA

t
he first commercial flight in In-
dia took place on February 18, 1911 between 
Allahabad and Naini. The Ministry of Civil 
Aviation (MoCA) plans to celebrate the event 
by declaring 2011-12 as the Civil Aviation 
Centenary Year. That is not to understate JRD 
Tata’s pioneering initiative in founding Tata 

Airline, India’s first, in 1932, and setting on track India’s airline 
industry which grew to nine air transport companies at the 
time of independence. In 1953, the government established a 
joint sector company Air India International. The Air Corpora-
tions Act nationalised all nine airlines to form one domestic 
and one international airline. It was only in the 1990s that an 
“open sky” policy that facilitated entry of air taxi companies 
as non-scheduled operators was introduced. In 1994, private 
operators were permitted to provide scheduled air services 
ending the monopoly of the national carriers. However, the en-
thusiasm that the “open sky” regime generated did not trans-
late into a real “open sky” as the players’ involved lacked vision, 
managerial capability and the acumen to turn an opportunity 

into success. Several operators fell by the wayside and the na-
tional carriers continued to rule the roost. It was only after 
another wave of liberalisation which began early last decade 
that private airlines came to the fore. 

Low Cost: the New wave
Traditionally, the airline industry was associated with sophistica-
tion, class, elegance and style. Captain Gopinath’s Air Deccan set 
the template for the second wave of liberalisation with a model 
euphemistically termed as “low cost.” This caught the fancy of a 
price-sensitive nation and spawned other carriers modeled on 
the Air Deccan philosophy. Tragically, the government remained 
indifferent to this bold experiment as jet fuel ruled 60 per cent 
higher than the average global price due to a high tax regime. The 
low-cost airlines bled painfully. However, the low-cost model has 
proved to be a survivor with airline managements acknowledging 
its supremacy and converting wholly or partly to low-cost char-
acter. The approach of “low cost” airline managements towards 
non-essentials is distinctive. This is also reflected in the scale of 
their participation in air shows.

By A.K. Sachdev,  
New Delhi 

opportunities 
Abound

 Aero India 2011 will serve as 
a platform for companies and 

airlines to enhance networking 
with the Indian and foreign 

aviation industry. But does India 
need two air shows? Apart from 

duplication of costs and resources, 
other collateral damage includes 

airlines and general aviation 
stakeholders shying away from 
Aero India and opting to attend 

India Aviation. 
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origiN of aero iNdia
Aero India 2011, to be held from February 9 to 13 at Air Force Sta-
tion, Yelahanka, has its origins in a privately organised aviation ex-
hibition, essentially a trade show in 1991 at Hotel Ashoka by Con-
vex, a Delhi-based company. Two years later, the show called Avia 
India was held on a larger scale at Yelahanka. Those were the times 
when the aviation industry in India was dominated by the military 
and the public sector. Soon the government stepped in and the 
first Aero India air show was organised in 1996 by the Department 
of Defence Production & Supplies under the Ministry of Defence 
(MoD) duly supported by the Indian Air Force (IAF), the Defence 
Research and Development Organisation (DRDO), the Ministry 
of Civil Aviation, the Department of Space and the Government 
of  Karnataka. In December 1998, the second show in the series 
witnessed substantial participation by 174 aerospace companies 
of which 20 were Indian. Although miniscule, a beginning had nev-
ertheless been made. On account of the sanctions in the wake of 
Pokhran-II, participation by the US companies was restricted to 
the commercial divisions of Boeing and Bell Helicopter. Both these 
companies were supporting sizeable fleets of civil aircraft in India. 
After 1998, due to climatic considerations, it was decided to shift 
the event to February, a month known for moderate temperatures 
and clear skies. Hence, the next air show, which was held in Febru-
ary 2001, did not register significant increase in participation over 
the 1998 event owing to the US sanctions again. However, while 
the number of participants increased from 194 to 229, representa-
tion by Indian companies multiplied threefold.

Aero India 2003 had 250 Indian and foreign companies par-
ticipating, dominated by the aerospace industries of Russia and 
France. There was a marginal increase in the US presence pos-
sibly inspired by the IAF’s mega tender for 126 medium multi-role 
combat aircraft (MMRCA). Lifting of sanctions, globalisation of 
the Indian economy, favourable policy changes related to foreign 
direct investment and the incorporation of the Indian private 
sector in the defence manufacturing activity paving the way to 
joint ventures, injected a new spirit into the air show. Aero India 
2005 was marked by the presence of a large delegation of aero-
space majors from the US with distinct military bias signalling a 
clear shift in its policy towards India. There were 380 exhibitors 
representing the world’s leading aerospace industries and reflect-
ing a healthy growth in the participation by the Indian private 
industry. Aero India 2007 witnessed a ballooning in the number of 
participants to 500, with the strength of Indian companies rising 
to nearly 200. At least 45 foreign delegations including one from 
the People’s Liberation Army Air Force (PLAAF) and 30 Air Force 
Chiefs from across the world also attended the show. Multi-billion 
dollar programme to modernise the IAF and the unprecedented 
boom in the Indian civil aviation industry, presented exciting op-
portunities that drew aerospace majors from around the world 
boosting the status of Aero India as one of the major air shows in 
the world. By Aero India 2009, the event was acknowledged as the 
world’s fourth largest show of its kind. New events were added on 
to include vintage aircraft show, space pavilion, business meet-
ings and aerospace HRD focus.

However, the show was held at a time when the global econ-
omy was in crisis. On the Indian scene, the cumulative annual 
losses in the airline industry were estimated to be a staggering 
`10,000 crore ($2.2 billion). Thus the growth over the 2007 show 
was not significant. Initially managed by the Defence Exhibition 
Organisation (DEO), the responsibility is now outsourced to the 
Confederation of Indian Industry (CII). 

Aero IndIA 2009:  
Business Jets on display 

   

rIsIng hIgh:
Air display by 
Sarang  
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iNdia aviatioN: a BoLd New step
After Aero India 2007, the MoCA decided to host a parallel 
expo dedicated to civil aviation. The first in the series called 
India Aviation was held in 2008, at Begumpet in Hyderabad. 
As a biennial event, India Aviation held greater charm than 
Aero India for the stakeholders in the airline industry. How-
ever, the growing stature and scope of Aero India may change 
perceptions of the airlines in the years to come, if the pro-
jections of what Aero India is poised to offer are brought to 
fruition during the show in their entirety. Aero India 2009 
witnessed participation of 592 Indian and foreign companies 
even though it was stunted by the economic meltdown with 
consequent impact on the aviation industry. With several air-
lines facing bankruptcy, aviation related production and sales 
were at their lowest.

the future
Aero India 2011, however, promises to be the biggest so far. 
The organisers are reported to have asked for more space to 
accommodate a fast growing list of participants, considerably 
more than in 2009. Two temporary exhibition halls are being 
erected to supplement the available exhibition space. Aero 
India is a great opportunity for companies and airlines to en-
hance networking with the Indian and foreign aviation indus-
try, benefit from the exchange of knowledge and information 
in the fields of R&D, production and product support, and for 
building alliances with aviation industry peers. Despite being India-
centric, the show has become the most important of its type in Asia 
and is an important meeting place for government organisations, 
public sector enterprises, private sector companies and airlines 
from India to interface directly with a large number of leading aero-
space and defence companies from around the globe, seeking to 
develop their business in the Indian subcontinent. Manufacturing 
companies—big and small, civil and military—from more than 20 
nations including Australia, Belgium, Brazil, Canada, France, Ger-
many, Italy, Israel, Netherlands, Russia, South Africa, Spain, Swe-
den, Ukraine, United Kingdom and United States of America are 
participating. The total number of exhibitors is expected to be 700 

and around 100 civilian 
and military aircraft will 
be on display. Experts 
from India and abroad 
will present papers on 
subjects related to the 
growing aerospace re-
gime. The concept will 
provide for extensive 
interaction between 
scientists, designers, 
manufacturers, end-us-
ers, operations manag-
ers and the academia. 
Sujatha Sudarshan, Di-

rector, Trade Fairs, CII, claims that 
new events are being added this 
year to the show which include 
business-to-business meetings, 
product launches and focused 
presentations by the exhibitors to 
help them better access their cus-
tomers. This aspect is of signifi-
cance as all the heavyweights of 
the aviation world are represented 

at the show—EADS, Boeing, BAE Systems, Lockheed Martin, Roso-
boronexport and CAE, to name a top few. The only major aviation 
industry player conspicuous by its absence is China.

Does India need two air shows? The answer most definitely 
is in the negative. Apart from duplication of costs and resources, 
other collateral damage includes airlines and general aviation 
stakeholders shying away from the Aero India opting to attend 
India Aviation. It may be cost effective and desirable as a nation 
to host one integrated air show. Until that occurs, civil aviation 
entities—airlines, aircraft operators, manufacturers, suppliers, 
vendors and service providers—will be compelled to include both 
the shows in their annual calendars. SP

 The total 
number of 
exhibitors is 
expected to be 
700 and around 
100 civilian 
and military 
aircraft will be 
on display

AIr shows:
Civil aviation entities—airlines, 
aircraft manufacturers, 
operators, suppliers, vendors 
and service providers will be 
compelled to include both Aero 
India and India Aviation in 
their annual calendars 
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Talent Hunt!

T
he INdIAN AIrLINe INdusTry Is in transition. The coun-
try is basking in the glow of leading low-cost carrier (LCC) Indi-
Go’s mind-blowing impending order for 180 A320 airliners. Airbus 
claims the deal will be the commercial aviation industry’s largest 
till date by number and one of the biggest by value. IndiGo is bull-
ish on India’s growth story. Having recently become the country’s 
number two airline by market share (a distinction it shares with 

Kingfisher Airlines) and raring to go international in August, IndiGo can, and 
must think big. SpiceJet—India’s second largest LCC—recently placed an order for 
30 Boeing B737 jets and 30 Bombardier Q400 turboprop aircraft. Air India plans to 
double its fleet to 272 planes over the next five years. While Jet Airways is report-
edly planning to add 49 aircraft over the next five years, Kingfisher has another 
130 airliners on order.

 According to an industry thumb rule, 100 to 150 employees are 
required per aircraft—the number the airlines will need to factor in 

for each additional aircraft 

By Joseph Noronha,  
Goa

InspectIon:  
A pilot on a  
pre-flight check
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Planes need PeoPle
The 2010 year-end review of the Ministry of Civil Aviation stated 
that there are currently 419 aircraft with scheduled operators, 
while non-scheduled aircraft number 360. Boeing’s 2010 mar-
ket outlook predicts that India will need 1,150 commercial jets 
over the next 20 years. Airbus has a slightly lower estimate of 
1,032 units. The next five years alone should see about 350 new 
planes joining the country’s airlines. That is not all. The Busi-
ness Aviation Association for India (BAAI) predicts there will be 
1,400 business aviation aircraft including helicopters by 2015, 
against 550 today.

The prospect of hundreds of aircraft flying into the country 
is a sign that Indian aviation has arrived. Experts say aviation 
is crucial for economic growth as it has a multiplier effect on 
job creation. But where will the necessary pilots come from? 
What about the cabin crew, the engineers, the support staff—all 
highly-skilled people who need much time and specific-to-type 
training? According to an industry thumb rule, 100 to 150 em-
ployees are required per airliner—the number, the airlines will 
need to factor in for each additional aircraft. The figure does 
not include jobs like catering, ground handling and related func-
tions that can be outsourced. HR departments will have to work 
overtime to meet the demand. As for business aviation, there 
is already a huge shortage of skilled manpower. There may be a 
seeming surplus of pilots right now, but they are those who lack 
the required flying hours, have foreign licences, or do not fit the 
bill for one reason or another. 

Training Travails 
Where do pilots come from? Apart from the state-owned Indira 
Gandhi Rashtriya Uran Akademi (IGRUA) in Uttar Pradesh that 
trains 100 students per year, there are perhaps 25 flying clubs/
government flying training institutes. There also are several pri-
vately-run flying schools approved by the Directorate General of 
Civil Aviation (DGCA). Each year, several hundred students ob-
tain their Commercial Pilot’s Licence (CPL) in India or overseas. 
A pilot must log at least 200 flying hours to get a CPL. Shortcuts 
probably abound. Last November, the Rajasthan Police busted 
a racket involving some students obtaining their licence alleg-
edly by simply buying flying hours from an institute rather than 
actually flying. Could it be the tip of the iceberg? Some schools 
are reportedly still using obsolete aircraft like the piston engine 
Cessna 152, production of which ceased in 1985.

The coveted CPL comes at a cost—IGRUA’s training fee is a cool 
`24.60 lakh. Yet even the CPL instrument rating and multi-engine 
type rating (CPL-IR/ME) qualifies a candidate to fly only as a co-
pilot. The industry naturally prefers those with at least three to four 
years of experience and an Airline Transport Pilot’s Licence (ATPL), 
who can quickly occupy the captain’s seat. At last count, around 
3,000 unemployed and inexperienced CPLs were available yet out 
of 100 applicants airlines find that barely 15 meet their require-
ments. Most carriers take the easy way out and hire expatriates 
who have the requisite experience but cost more and come with 
their own set of problems. They currently constitute around 15 per 
cent of the total pilots in India. They were to be “phased out” by July 
this year, so that Indian co-pilots could be promoted. However, in 
January, the Ministry of Civil Aviation permitted domestic airlines 
to employ expat commanders until 2013. As for business aviation, 
there are no type training facilities in India for pilots. They have to 
be sent abroad to the manufacturer’s training facilities.

If the country’s pilot training capacity is inadequate for cur-

rent needs, it is likely to fall woefully short of the ambitious expan-
sion plans of India’s carriers. Experts fear that the industry could 
regress to the days when poaching was rampant and flights were 
even stranded because pilots suddenly deserted. The government 
had to restore order and ensure that a pilot’s right to change jobs 
should be exercised in a methodical and dignified fashion, not at 
the cost of operational disruption. The general experience level 
of flight crew is also rather low. This may not always be reflected 
in official assessments but numerous reported/unreported inci-
dents and anecdotal evidence testify to this reality.

Airlines are doing their bit to train pilots and address the short-
age of senior commanders. However, many of the measures have 
little or no long-term perspective. That is probably why the DGCA re-
cently asked airlines for their five-year recruitment and training plan. 
Carriers like IndiGo could consider emulating Singapore Airlines and 
AirAsia that have set up their own training academies to meet their 
requirements. The Centre for Asia Pacific Aviation (CAPA) is also 
reportedly investing $125 million (`562 crore) to build an aerospace 
university in Bengaluru to train about 300 pilots a year.

The looming staff shortage is not restricted to pilots alone. Take 
Air India for example. Recently, the DGCA had to allow the airline 

to fly some of its aircraft with fewer 
flight attendants than required to 
man all emergency exits. Air India 
said it was a temporary measure and 
that it was in the process of recruit-
ing 700 more crew members. Air In-

dia Express reportedly suffered a heavy exodus of cabin and cockpit 
crew towards the end of last year, with departing employees citing 
poor working conditions. Kingfisher Airlines and Jet Airways also 
witnessed employee turnover of 450-500 cabin crew in the past 
year. These are signs that all is not well on the HR front. Air India, of 
course, has been plagued by industrial unrest for as long as one can 
remember. But the private airlines have their own staff problems 
and often resort to callous hire-and-fire policies,  occasionally back-
tracking under political pressure. And if so many employees are 
willing to jump ship at the slightest rival offer of improved terms 

operatIons:  
Infrastructure is easier to 
upgrade than skills
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and conditions, what does it say about management styles, HR 
policies and loyalty to the company? Or is it simply that dedi-
cation is a virtue now extinct?

PauciTy of skills
Infrastructure, of course, is the main hurdle in the path of 
aviation’s orderly expansion. In spite of having a massive 
population, the country currently possesses just 90 opera-
tional civil airports. According to the CAPA, “Congestion at 
airports, both on the ground and in the air, has resulted in 
significantly increased costs for Indian carriers. The inability 
to schedule faster turnarounds, the need to carry increased 
fuel and spend more time in holding patterns has resulted in 
inefficient operations.” And what of the sheer frustration that 
results from such inefficiency? “Our cabin crew members are 
fatigued and overstressed,” confessed an airline executive re-
cently. The government is striving for a three-fold increase 
in the number of airports within a decade. How many will 
actually become operational is anyone’s guess.

In a sense, however, infrastructure is easier to upgrade than 
skills. While infrastructure shortcomings strike one between the 
eyes, a deficiency of skills can be swept under the carpet, at least 
for some time. In a sense, it is easier to order airliners, but difficult 
to obtain, train and retain talent. Expats cannot always come to 
the rescue. In a globalised world, the speed with which the recent 

onion crisis set in and 
intensified should serve 
as a cautionary tale—it 
could be repeated with 
potatoes, pulses, or pi-
lots. “There is an emerg-
ing global shortage of 
skilled human resourc-
es in the industry, which 
is particularly acute in 
rapidly emerging mar-
kets such as India and 
neighbouring regions,” 
warns CAPA’s Peter 
Harbison. The recent 
global economic down-
turn gave airlines in In-
dia a reprieve from the 
acute shortage of pilots, 

cabin crew and engineers. However, now that aviation is on a roll, 
shortages loom. There is enough raw talent in the country, but it 
takes time and patience to train new people and match them to 
a demanding airline job. And it takes excellent HR to retain them. 
Gross mismatch between demand and supply of human resource 
could not only be frustrating but also downright dangerous. SP

 Gross 
mismatch 
between 
demand and 
supply of human 
resource could 
not only be 
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also downright 
dangerous
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G
lobal posItIonInG system (Gps)-aIded 
Geo augmentation navigation (GAGAN), a naviga-
tion payload onboard the Indian Space Research 
Organisation's (ISRO) geostationary satellite GSAT4, 
is the Indian satellite-based augmentation system 
(SBAS). It will plot a course to improve upon the 

accuracy of existing global navigation satellite system (GNSS) and 
overcome the limitations of traditional terrain-based radio systems 
for navigation of aircraft. GAGAN offers more than just reception 
of aeronautical data signals by an approved airborne SBAS receiver. 
For the operators of aircraft and air traffic management (ATM) ser-
vices offered by Airports Authority of India (AAI), it would provide a 
safer and more efficient operating environment. Direct routing, ac-
commodation of a larger number of aircraft in a given volume of air-
space, reduced operational costs, higher levels of air safety and im-
proved on-time performance of airlines are the benefits that would 
accrue from GAGAN to the aviation industry in India as a whole.

GAGAN is an integrated part of roadmap charted by AAI to 
modernise communication, navigation, surveillance and air traffic 
management (CNS/ATM) services. Currently, in its final phase of 
implementation, GAGAN is expected to be commissioned in 2013. 
Conceived in 2000, the project is a combined endeavour between the 
AAI and ISRO. The primary objective of GAGAN is to offer error-free 
aeronautical signals for accurate air navigation by aircraft while op-
erating through Indian air space. With the help of GAGAN, India will 
be one among the few countries to have an indigenous SBAS.

Satellite-BaSed NavigatioN  
SyStemS
Navigation aids for aircraft have evolved 
from the simple magnetic compass of yes-
teryears to the modern day GNSS such as 
the American GPS. Other similar navigation 
systems under development are the Russian 
GLObal'naya NAvigatsionnaya Sputnikovaya 
Sistema (GLONASS), the European Union’s 
Galileo, which is a GNSS and the Chinese 
compass navigation system. However, mea-
surements of velocity, position and time 
through satellite-based systems such as the 

GPS, which is currently the most widely used facility for air naviga-
tion, are influenced by satellite fix, signal propagation, and receiver 
errors. But more often than not, signals from GPS satellites fail to 
provide accurate measurements in safety-critical situations such as 
air navigation, especially over the equator and the tropics. This is 
due to the errors that creep in during the transit of signals through 
the ionosphere. This is a region in space that begins roughly at 50 
km above the surface of the earth and extends up to over 600 km. 
Errors are usually rectified by augmentation—enhancement by ei-
ther a terrain or space-based overlay system. GAGAN is a concept 
that aims to achieve this. The system meets the four primary navi-
gation specifications; integrity, accuracy, availability and reliability 
of error-free signals for all phases of flight within the area covered 
by the GAGAN system. Airline and other operators will not only 
have to ensure that aircraft are appropriately equipped but also 
that pilots are ready to adopt the satellite based area navigation 
(RNAV). These issues are not yet covered by the regulatory regimes 
and hence currently are not binding on operators.

The need for satellite-based augmentation system in India was 
conceived as early as 2000 as part of future air navigation system 
(FANS) of the International Civil Aviation Organisation (ICAO). A 
number of countries possess an operational SBAS. These include 
the United States with its wide area augmentation system (WAAS) 
that was commissioned by the Federal Aviation Administration in 
2003, Japan with its multi-functional satellite augmentation sys-
tem (MSAS) has been around since 2007, and Europe with the 

European geostationary navigation overlay 
service (EGNOS), which was commissioned 
in October 2009.

Signals of current radio navigation aids 
such as the ILS, VOR and NDBs have certain 
limitations. Besides overcoming these limi-
tations, GAGAN improves flight safety in all 
phases of flight while providing other benefits 
in terms of efficiency and capacity. Instru-
ment landing system is ineffective beyond 35 
miles from the runway threshold for an ILS 
approach, while VOR reception is not avail-
able  beyond 250 miles or so if the aircraft is 
flying at higher altitudes. For flights over the 

&Increased  
Safety   Efficiency
 With the help of GAGAN, India will be one among the few countries to 

have an indigenous satellite-based augmentation system 

By Mahesh Acharya,  
Bengaluru

 GAGAN has 
the potential 
to monitor and 
control the 
flow of traffic 
on the ground 
at airports
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Bay of Bengal and the Arabian Sea, it is difficult for ground controllers 
to monitor and for pilots to navigate, especially in bad weather. Voice 
communication is over high frequency band or text-based commu-
nication through CPDLC. Signals from GNSS systems are prone to 
ionosphere, troposphere, multi-path and receiver errors that may 
compromise safety of flight as measurements may not be accurate. 
GAGAN offers to resolve first of the two problems as multi-path and 
receiver errors are the functions of software and hardware integrity.

gagaN aNd airliNe operatorS
Safety and efficiency benefits are expected to accrue to the different 
stakeholders engaged in civil and military aviation flying at different 
levels and capacity. In terms of safety, GAGAN will offer protection 
against controlled flight into terrain due to availability of vertical 
guidance in non-precision approach situations. This will improve 
situational awareness and reduce workload. Aircraft operators as well 
ATM services provided by AAI will benefit from GAGAN in terms of 
increased aircraft handling capacity and enhanced efficiency through 
reductions in separation minima and improvement in safety. For ex-

ample, aircraft on long haul flights rely on inertial navigation system 
especially over the oceans or over landmass where VOR navigation is 
ineffective or not available. With GAGAN being fully operational, pi-
lots can count on real time error-free data on position, speed and time 
parameters of the aircraft with an onboard SBAS receiver for acqui-
sition of signals from GAGAN. This information could be correlated 
with the data from INS or vice versa for better situational awareness 
and thereby improved air safety. GAGAN will also aid precision ap-
proach to airports where navigational aids are not available, thus of-
fering air connectivity to destinations that will create new economic 
development activities in Tier-II and Tier-III cities. Aircraft operators 
could be offered direct routes to destinations and shorter approaches 
for landing by air traffic controllers. Operators could save time and 
money by GAGAN-based navigation as different phases of flight and 
engine performance profile will be managed with improved efficien-
cy. This, of course, will be a slow process depending on factors such 
as the air traffic control, air space management and fleet readiness to 
adapt to a new system. It is a matter of time before actual benefits to 
operators can actually be quantified.

gagaN aNd atm
As air traffic increases, airports will be congested with new air-
planes to be delivered in large numbers to airlines. GAGAN has the 
potential to monitor and control the flow of traffic on the ground 
at airports as well as in the air. To the air traffic controllers, GAGAN 
will offer position and velocity of aircraft beyond the 260-mile limit 
of conventional surveillance radar. With information on position of 
aircraft in different phases of flight, workload of the air traffic con-
trollers will lessen. GAGAN also offers the opportunity to introduce 
new routes and increase traffic density in a given volume of air-
space without compromising on air safety. For example, horizontal 
separation between three parallel routes over the Bay of Bengal in 
Chennai FIR is approximately 50 to 60 miles. The distance between 
them can be reduced to 25 nm or less, according to a senior AAI 
official. New routes can also be added between the existing tracks. 
Chennai FIR is the largest of the four FIRs in India and covers a vast 
expanse of airspace over land and sea on both flanks of peninsular 
India. Expenses on maintenance and calibration of remote ground-
based radio navigation aids such as the VOR and NDB can be cut 

down as GAGAN can provide navigation in all 
phases of flight even beyond the Indian airspace. 
GAGAN will also support automatic dependent 
surveillance controller pilot data link communi-
cation upon its successful testing after it is com-
missioned. GAGAN, like the WAAS, will support 
complex terminal operations. For example, the 
ILS supports only straight-in approach to the run-
way while GAGAN has the potential for curved 
RNV since both lateral and vertical situational 
awareness is available to the pilot at all times.

GAGAN can be used for monitoring traffic 
as the aircraft can broadcast accurate position 
information to controllers from the taxiway, 
holding points and other locations in the op-
erational area—in larger airports handling more 
aircraft or in congested airports like Delhi and 
Mumbai. Arrival and approach procedures in all 
probability could be based on point-to-point or 
way-point navigation independent of ground-
based navigation aids.

role of the dgCa
The Directorate General of Civil Aviation (DGCA) will be the certi-
fying authority for operational approval to use GAGAN navigation 
by aircraft operators as and when the system is commissioned. 
Procedures for air navigation, a dossier by ICAO contains SBAS 
navigation procedures that the DGCA may adopt. The DGCA 
has been involved in important phases of the development of the  
GAGAN project, prototype testing, technology demonstration and 
commencement of final operation phase (FOP) scheduled to be 
implemented in December 2010.

gagaN arChiteCture aNd operatioNS
At least 15 Indian Reference Stations (INRES), three Indian 
Navigation Land Uplink stations, three Indian Mission Con-
trol Centres, payloads on three geostationary satellites, or 
the GSATs, and two operational centres together make up the 
entire GAGAN architecture. All these systems are interlinked  
performing specific tasks to mitigate the errors of each GPS 
measurement as observed by aircraft over land or seas in all 
phases of flight. SP
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I
N INdIA, ThE NUmbER oF single-engine helicopters 
and twin-engine ones is almost equal as of now and can 
be expected to remain so in the coming years. Helicopter 
operators maintain 1.5 pilots per single-engine helicopter 
and three per twin-engine one. Thus, 30 helicopters added 
annually would require 68 pilots to be trained annually. 

Add to this, retirements and routine attrition and the figure could 
go up to about 100 per annum. A part of this requirement may be 
met from the military sector. The residual requirement per year 
would still be about 75 pilots to be trained in order to meet the 
minimum requirements. This figure could be higher if the opera-
tors purchase more twin-engine machines to meet the emerging 
operational and safety requirements.

Of the 40 flying training institutions in India, only three are li-
censed to carry out rotary wing training—the Hindustan Aeronau-
tics Limited Rotary Wing Academy (HAL RWA) at Bengaluru, the 
Vanasthali Aviation at Jaipur and Turbo Aviation at Hyderabad. 

The only institution, which is actually functional is HAL RWA, pro-
ducing at the most 18 pilots a year, if all its five training aircraft are 
serviceable. Currently, only four are available for flying. Moreover, 
a substantial part of its training endeavour is set aside for army 
and paramilitary pilot training. The other two institutions are 
still months away from commencing training. The IGRUA is also 
working on initiating rotary wing training while the CAE Global 
Academy, Gondia nurses ambitions to do likewise within the next 
year or two. Another player toying with the idea of introducing 
rotary wing training is Pawan Hans Helicopters Limited but its 
plans to get ab initio helicopter training going at Hadapsar (on the 
outskirts of Pune) is likely to take some time due to procedural 
delays. Mauna Loa Helicopters (MLH) has signed a contract with 
Mumbai-based Carver Aviation, which runs a leading flying train-
ing academy for fixed-wing pilots in Baramati in Maharashtra.

Against the requirement of 75 helicopter pilots per year, the 
indigenous training capability can, at best, produce 10. This figure 

 If basic issues such as infrastructure to support helicopter operations, 
expansion of training facilities and rationalisation of stifling regulations 
are appropriately addressed, India could well witness a doubling of its 

helicopter fleet in the next five years 

By A.K. Sachdev,  
New Delhi

a long way ahead
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could go up to 35 by 2013, if all planned projects fructify. The short-
fall will still be around 40. Two possibilities exist as a solution; the 
first  is the induction of foreign pilots and the second is training of 
pilots abroad. The idea of expat pilots is distasteful, especially when 
the Ministry of Civil Aviation wants operators to shed expat pilots 
on their rolls. The second option—of training abroad —is already 
being visited by those aspiring to be helicopter pilots. There is, of 
course, the small matter of converting a foreign licence to an Indian 
one. Recognising the need for a face-to-face interaction between 
potential candidates and foreign schools, some service providers 
have established presence in selected cities in India to hook up to 
the foreign training channel—right up to licence conversion. Delhi-
based Helicop Aviation, headed by Tridib Nandy has been doing 
precisely that in partnership with MLH, a training school based 
in Hawaii. The prospective candidate is guided through selection, 
visa formalities and funding to begin five-month training at Hawaii. 
On successful completion of training and licence converted, he is 
then nudged into the helicopter pilot placement process. Helicop 
Aviation claims a 100 per cent success rate in placement of freshly 
graduated helicopter pilots in India. MLH is one of only three heli-
copter training schools in the USA that is nationally accredited and 
the only one with FAA Pilot Examiners on the staff to ensure quality 
control and testing throughout its programme. The fact that the 
minimum requirement of age at entry is only 17 and completion 
of Class X with mathematics and science and a minimum score of 
50 per cent, makes the proposal attractive to aspirants. And what’s 
the cost of consummating that dream? Typically, $55,000 (`25 lakh) 
as in the case of MLH. After returning to India, it could take three 
months for licence conversion and another three years, depending 
on the type to upgrade, to captainship.

A vast majority of the current helicopter pilots are mainly drawn 
from the defence forces; the contribution of civil flying schools in In-
dia and abroad is relatively small. Pilots from defence service back-
ground generally have ample operational role but need to be trained 
on new machines with advanced avionics as also in instrument fly-
ing. Also, while military flying hinges more on pilot skills, civil opera-
tions are guided by machine capability, procedures and regulations. 
Ex-military pilots need to be indoctrinated on striking a balance be-
tween mission accomplishment and safety considerations.

Among other problems, the helicopter industry lacks adequate 
simulator training facility. Certain exercises like weather flying and 
handling of critical emergencies require simulation on synthetic 
trainers. Type simulators for most aircraft are not available in India; 
the only rotary wing simulator actually existing in India is the Heli-
copter Academy to Train by Simulation of Flying, which currently 
has Bell 412 capability, but is likely to obtain Dhruv capability in 
the next few months. Shaurya Aviation Private Limited has a flight 
training device at New Delhi for Bell 206 and Bell 407 helicopters. 
Eurocopter plans to set up a simulator facility in Delhi but it will be 
specific to the types of Eurocopter helicopters marketed in India. 
AgustaWestland is also in discussion with potential partners to set 
up a Type Rating Training Organisation in India. These proposals 
have, however, a fair distance to travel before they become a reality. 
Meanwhile, sending pilots abroad for training with manufacturer 
facilities is cost and time intensive. Operators tend to shy away from 
meeting the simulator demand for these reasons. The lack of simu-
lators remains a weakness of the overall helicopter training ambit.

The training and licensing process, which is a bit infirm, needs  
introspection by the DGCA. According to R.K. Negi, Head, Cor-
porate Affairs, OSS Air Management, ground examination needs 
to be made more relevant, current and operations oriented. The 

DGCA needs to consider the creation of a national pool of inde-
pendent examiners, standardisation of the syllabi, publication of 
question banks, and increase in the frequency of examinations 
and rationalisation of fees for skill tests. He also feels that an on-
line examination facility should be introduced and the frequency 
of examinations increased to one per week as against the present 
system of four in a year. Measures such as biometric identification 
and digital recording of examinees for online examination would 
lead to decrease in fraudulent means to get through examinations.

Moving on from ab initio training to continuity training, once 
a pilot has a licence and is employed on active flying duties, profi-
ciency checks are required to be undergone periodically not only in 
flying skills but also in handling aircraft emergencies. A pilot’s in-
strument flying skills are also verified before renewal of instrument 
rating. These again remain weak areas in the absence of simula-
tors. Negi recommends that the DGCA have examiners on its roll 
for pilots’ proficiency checks rather than seconding them from the 
industry as has been the practice. The examiners need to be quali-
fied and current on type besides being individuals with outstand-
ing professional competence and integrity. Adequate number of re-
gional examiners could be appointed to handle routine checks. Negi 

also believes that the number of DGCA 
FOI (H) examiners needs to be increased 
to meet the industry requirements. The 
DGCA may utilise ex-military pilots who 
have been pilot examiners while in ser-
vice. The periodicity of proficiency checks could also be reworked 
to make it more relevant. The DGCA may appoint internal examin-
ers on the roll of operators, to handle routine annual checks while 
pilots may be asked to fly once in two to five years with external 
DGCA examiners. 

When compared with training for fixed-wing, the cost of train-
ing on helicopters is higher. Mercifully, the flying syllabus for a 
Commercial Helicopter Pilot Licence is only 150 hours as com-
pared to the 200 hours necessary for licence on fixed-wing. The 
glut in fixed-wing CPL holders in the Indian aviation market has 
pushed a few towards rotary wing training last year. However, lack 
of facilities and the lacklustre helicopter aviation industry in India 
do not make helicopter training an attractive proposition. SP

Training aT 
Hawaii:  

A partnership venture
   



Finally...

• SP’S             • Issue 1 • 2011 Gwww.spsairbuz.net32

F
or over halF a century, Air India and its do-
mestic constituent erstwhile Indian Airlines (renamed 
as Indian), had enjoyed monopoly status with the best 
of aeroplanes and routes. As government-owned enti-
ties, in a centrally controlled socialistic economy, the 
airlines served both a national and social purpose. 

Market share and profitability for either of the airlines were really 
never issues of concern. However, economic reforms and liberali-
sation introduced in the early 1990s changed everything. While Air 
India’s operations in the international segment dominated by the 
highly efficient foreign carriers had generally never been profitable, 
in the new free market economy, the domestic carrier Indian could 
no longer bask in the comfort of government protection. It was now 
pitted against the private airlines that were aggressively changing 
the paradigms of the Indian airline industry with quality service at 
appreciably lower cost and far better efficiency. As departments of 
the Central Government, both the national carriers were weighed 
down with the ills associated with the public sector— labour dis-
pute, overstaffing, inefficiency, poor discipline and low productiv-
ity. Air India’s woes were also compounded by exploitation by its 
owners and the lack of professional management.  

The mounting losses being untenable in the prevailing eco-
nomic environment,  it was evident that both the national carriers 
were headed for serious financial  crisis threatening their very sur-
vival. In 2007, following the universal practice of merger amongst 
companies in a financially turbulent corporate world in India and 
abroad, the government took the momentous step to merge the 
two entities and form the National Aviation Company of India Lim-
ited (NACIL). Aircraft of the merged entity were to fly under the 
brand name Air India. The purpose of the merger was to synergise 
technical and human resources as also to coordinate operations 
with the aim of reducing expenditure, improving yields and maxi-
mising profits. Advocates of the merger painted a very rosy picture 
visualising profits of ̀ 1,200 crore by 2010. The logic was perfect and 
the concept appeared flawless. However, it seems that the plan 
for merger was not accepted by the employees in the two airlines. 
Commenting on this issue, in a recent TV interview entitled “Devil’s 
Advocate”, Civil Aviation Minister Praful Patel told Karan Thapar, 
“There has been an opposition from within and a systematic effort 

to see that the merger does not succeed.” The employees of the two 
airlines did therefore succeed in sabotaging the merger plan at least 
for the time being and the net result was that the NACIL (name 
changed to Air India with effect from October 2010) continued to 
slide down the slippery slopes of financial disaster with cumulative 
losses nudging `15,000 crore (about $3.2 billion), apart from the a 
massive debt burden on account of new acquisitions. 

In fact the merger has only aggravated losses further triggering 
demand for demerger which is not acceptable to the government. 
Air India’s image has also been constantly battered by frequent dis-
pute between the unions and management and strike with equal 
frequency. But perhaps the most devastating blow was the disaster 
at Mangalore airport on May 22, 2010. There was clearly consider-
able uncertainty ahead for the debt ridden and loss making national 
carrier. In response to a desperate appeal by Air India for a bailout 
package of `5,000 crore, the government opted for equity infusion 
which over the last two years has totalled to `2,000 crore. Further, 
infusion is contingent on satisfactory progress of the 10-year re-
structuring plan put forth by the airline. 

However, in recent times, there have been indications of change. 
It appears that the turnaround plan initiated during the financial year 
2010-11 seems to be working. With 108 of the 194 services operated 
by Air India making profit in the month of November last year, for the 
first time in the last four years, the airline has been able to generate 
surplus. During the month in question, the flag carrier posted an op-
erating profit of `21.66 crore as against a loss of `150 crore in the cor-
responding month a year ago. In the period April to November 2010, 
its revenue reached ̀ 7,250 crore —22. 6 per cent higher and net losses 
reduced by 23 per cent as compared with the  corresponding period 
the year before. While there was only a 3.5 per cent increase in the 
number of passengers carried in the international sector, the domes-
tic sector witnessed a 21.4 per cent rise. The overall passenger load 
factor also went up from 63.1 to 66.3, the domestic sector responsible 
for the major share. With all-round improvement in performance, 
higher efficiency and better yield management strategies, Air India 
hopes to be out of the red by the end of the current financial year. 

For the beleaguered national carrier it is just possible that the 
tide is finally turning! SP

—By B.K. Pandey, Bengaluru

 With all-round improvement in 
performance, higher efficiency 
and better yield management 

strategies, Air India hopes to be 
out of the red by the end of the 

current financial year 
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