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       A Word  from Editor

C
OMMISSIONING OF THE YET-
TO-BE NAMED Greenfield airport at 
Bangalore on May 24 is symbolic of the 
efforts being made by the Ministry of 
Civil Aviation to bring about qualita-
tive change in the aviation infrastruc-
ture of the country. While teething 

troubles persist and the issue of high speed connectivity is 
yet to be addressed, transit through this new world class 
facility in times ahead will hopefully be a charming expe-
rience for both the domestic and international traveller. 
Coming close on the heels of the new airport at Hyder-
abad, the Bangalore International Airport is being herald-
ed as the second proverbial feather in the ministry’s cap.

Infrastructure apart, there are a number of other 
daunting challenges facing the civil aviation industry 
today. The dual onslaught of rising fuel prices and in-
creasing pressure to cut emission levels is expected to 
provide the much needed impetus for research targeted 
to confront the green challenge. While Joseph Noronha 
examines emerging trends in the development of low 
emission engines for airliners of the future, Ashwini Sa-
chdev delves into the controversies surrounding biofu-
els, its future prospects clouded by the debate over the 
use of land for production of food or crops for an alterna-
tive to fossil fuel. 

The civil aviation industry is under constant pres-
sure from opposing forces. Perpetually rising cost of 
inputs and increasing competition are forcing airfares 
to hover at unrealistic levels threatening the already 
wafer-thin margins. Entrepreneurs are now exploring 

fresh avenues in the industry such as Air Cargo services. 
While Sajal K. Dutt reviews the state of this segment of 
the industry which is still in its infancy and examines 
future prospects, Joseph Noronha analyses the growth 
prospects of business aviation. Dr Ram Pattisapu, writ-
ing from the US, veers focus on the campaign for growth 
of general aviation in India through his treatise on Light 
Sport Aircraft.

In this issue, we have emphasised safety related issues 
such as new techniques for keeping runways free of birds 
and  the need to strengthen communication among all 
personnel involved in the management of a flight through 
Crew Resource Management training. Dr M. Bish, a spe-
cialist in aviation medicine, dilates on the need for effi-
cient emergency medical care at our airports. 

Happy landings!

Air Marshal (Retd) B.K. Pandey
Editor
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SP’s AirBuz Launched

1. Editor-in-Chief Jayant Baranwal flanked by Ashok Chawla, Secretary, Ministry of Civil Aviation (MoCA) and Captain Gopinath 
of Deccan Aviation release the first edition of SP’s AirBuz together with a host of dignitaries, including Dr Dinesh Keskar of Boeing; 
Srivastava, Jt Secretary, MoCA; Ramalingham, Chairman, AAI; and Dr Amit Mitra, Secretary General, FICCI, among others;  
2. Ashok Chawla with the Editor-in-Chief; 3. Boeing officials express their appreciation; 4. The Editor-in-Chief makes a point as  
SP’s AirBuz Editor Air Marshal (Retd) B.K. Pandey and Boeing’s Dr Dinesh Keskar look on; 5. Captain Gopinath looked especially 
pleased at the launch of an exclusive magazine on civil aviation
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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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: OPERATIONS
American solution for 
decongesting airports in India
Before winding up its India visit, 
the eight-member FAA team 
identified the key areas of support 
with India. These include radar 
network, airworthiness and air-
port and ATC management. The 
team also visited ATC towers in 
Delhi, Mumbai and Jaipur to as-
sess the actual ground situation. 

The US is coming to the aid 
of passengers fed up with hover-
ing over choked Indian airports 
like Delhi and Mumbai. On May 
9, American aerospace major 
Boeing shared its expertise with 
authorities on more effective 
utilization of airspace by allow-
ing planes to safely fly closer at 
congested airports and enable 
faster touchdowns. 

India has decided to start 
switching over to the new 
system by early July and in first 
phase it will be done at the three 
most congested airports at 
Delhi, Mumbai and Ahmedabad. 
The actual reduction will take 
place once all stakeholders—pi-
lots, ATCs and airports—are 
trained for the system.

Eclipse Aviation expands 
global reach with India, 
Australia certifications
Eclipse Aviation, manufacturer 
of the world’s first very light jet 
(VLJ), said it has received certifi-
cation to register and operate the 
Eclipse 500 in India and Australia. 
The Director General of Civil 
Aviation (DGCA) in India granted 
the first foreign country Eclipse 
500 certification on April 07, 
2008 and the Civil Aviation Safety 
Agency (CASA) in Australia ap-
proved the Eclipse 500 on April 
22. These certifications expand 
Eclipse Aviation’s global reach. 

Horizontal aviation pact 
between EU and India likely
Visiting European Commission 
officials in India have expressed 
the hope that a proposed 
horizontal aviation agreement 
between India and the European 
Union will be signed in Septem-

ber at a EU-India summit to be 
held in Marseilles, France. A 
horizontal agreement results in 
reduced competition in a given 
sector and may include common 
pricing policies. The agreement 
would provide a legal cover for 
all existing bilateral agreements 
between India and the various EU 
member states. The EU already 
has similar horizontal agreements 
with China and the US. Currently, 
some 26 bilateral air services 
agreements exist between EU 
members and India.

Civil-military cooperation 
in use of airspace
A joint arrangement worked out 
by the ministries of civil aviation 
and defence, designed to free 
airspace under the control of 
defence forces for use by civil 
aircraft, will be tried out soon in 
Chennai. The arrangement will 
allow commercial aircraft to fly 
routes through restricted zones 
under the control of the military. 
A co-ordination centre will be set 
up in Chennai which will be in 
constant communication with 
IAF airfields at Tambaram, Sulur, 
Hakimpet and Yelahanka. Both 
sides are required to be flexible 
in accommodating each other’s 
requirements for use of airspace.

Duty time for helicopter pilots 
If meagre salaries discouraged 
pilots to fly helicopters, the new 
draft Civil Aviation Requirement 
(CAR) from the Director General 
of Civil Aviation (DGCA) may 
cause further disappointment 
amongst  some helicopter pilots. 
The draft CAR, if it comes into 
effect, will increase their yearly 
flight duty time limit (FDTL) to 
1500 hours from the current 1300 
hours. The helicopter pilots fear 
that if this draft CAR comes into 
effect, they will end up working 
16 to 18 hours a day from the 
current 12-14 hours. The daily 
FDTL will be increased from eight 
to nine hours and the monthly 
FDTL increased to 200 hours 
from 180 hours, bringing it on a 
par with FDTL for airline pilots. 
Working conditions for helicopter 
pilots will not be as comfort-

able as available to airline pilots. 
Helicopter pilots also have a lower 
level of organizational support as 
compared with airline pilots.

Scheduled helicopter service 
by JB Aviation
Coimbatore-based JB Aviation 
is planning to launch scheduled 
helicopter services in South India 
and has acquired land for a heli-
pad in Ooty. The company, which 
is awaiting approval from DGCA, 
is planning to start the service to 
Kodaikanal with one helicopter 
by September. DGCA is expected 
to conduct the second round of 
inspection by end of this month. 
The company will simultaneously 
launch the service to Madurai, 
for which land has been given by 
government of Tamil Nadu and 
in Puducherry where it will tie-up 
with the government and operate 
from the existing airport. 

: ENGINEERING/
MAINTENANCE
Maintenance agreements 
with Bombardier 
Skywest Airlines and Atlantic 
Southeast Airlines have entered 
into maintenance agreements 
with Bombardier Services, 
subsidiary of Bombardier 
Inc. Bombardier Services will 
perform C checks, other heavy 
maintenance and modifica-
tions on the entire range of CRJ 
regional jets operated by the two 
airlines. Skywest operated 222 
CRJs and Atlantic South East 
Airlines operates 110.

MRO facility at Clark by 
Singaporean company 
The state-owned Clark Interna-
tional Airport Corporation (CIAC) 
has entered into an agreement 
with the Singaporean Airlines En-
gineering Company (SIAEC) for 
the establishment of multi-million 
dollar world class MRO facilities 
at the Diosdado Macapagal Inter-
national Airport. CIAC President 
Victor Jose I. Luciano signed a 
memorandum of understanding 
with SIAEC President Willy Tan 
who earlier signed a partnership 
with Cebu Pacific Airways to set 

up a $100 million (Rs 238 crore) 
MRO facility that would cater to 
large commercial aircraft.

GE Aviation wins GEnx order 
from Dubai firm
Dubai-based aircraft leasing firm 
LCAL has placed an order with 
GE Aviation for GEnx engines 
valued at more than $350 million 
(Rs 1,488 crore) to power 13 Boe-
ing 787 Dreamliner aircraft. GE 
Aviation’s GEnx engine received 
airworthiness certification from 
the Federal Aviation Administra-
tion in April, with more than 1,100 
of the engines ordered so far. 
LCAL was formed exclusively 
to lease Boeing 787 Dreamliner 
aircraft.

 US certification for Indian 
aviation products 
India is stepping up efforts to 
break into the big league of global 
aviation. While it is keen to enter 
aircraft production with Airbus, 
talks are now on between US 
Federal Aviation Administration 
and Indian DGCA along with 
HAL to get American certifica-
tion for Indian aviation products 
under a Bilateral Aviation Safety 
Agreement (BASA). Once an 
Indian product gets a certifica-
tion under BASA, it can be sold 
globally. Under BASA, the two 
countries will agree to certify 
each other’s aeronautic/aviation 
products. US was initially reluc-
tant but agreed on the assurance 
that it would be able to impose 
non-tariff barriers. While India is 
keen to enter aircraft production, 
sources said the offset business 
arising out of purchases from Eu-
ropean Aeronautic Defence and 
Space Company (EADS) could 
be used for putting up assembly 
units for medium size civil trans-
port aircraft such as the ATR72.

: INFRASTRUCTURE

Cargo handling units for 
new airports
In the proposed air cargo policy, 
it has been made mandatory for 
private companies engaged in 
the development of airports to 
provide comprehensive cargo 
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handling infrastructure and facili-
ties at all new Greenfield airports. 
Airport developers would also 
have to suggest measures for re-
ducing dwell time at airports. The 
aim is to ensure cargo terminals 
at all airports, whether with AAI 
or privately managed, are ef-
ficiently run and air cargo services 
remain affordable.

DIAL to develop general 
aviation facilities
With the opening up of the air-
port infrastructure sector to FDI, 
the GMR-led Delhi International 
Airport Limited has invited EoI 
from global firms to fund, con-
struct and operate facilities for 
general aviation and non-sched-
uled operators at the IGI Airport 
at Delhi. This will be India’s 
first dedicated General Avia-
tion facility. The selected party 
would finance, design, develop, 
construct, operate, manage and 
maintain the dedicated General 

and Business Aviation facilities 
at airport, including terminal 
side facilities, airside facilities 
and maintenance services. 

New policy on allotment of 
parking slots
A new policy on allocating night 
parking slots to airlines is on the 
anvil. This may result in larger 
airlines getting more parking slots 
at major airports. The new policy 
may also see unused parking 
slots being taken back from older 
airlines. Older airlines, such as Jet 
Airways and Air India, have re-
served additional parking slots at 
major airports, which lie unused. 
If airlines fail to induct aircraft for 
a slot, the space would be allotted 
to other carriers. Newer airlines 
have to park their aircraft in other 
cities at night due to unavailabili-
ty of space at major airports. They 
then burn extra fuel to position 
the aircraft at airfields from where 
flights originate. 

Enhanced powers for DGCA
With government approval for the 
new policy on the development 
and management of private and 
Greenfield airports in the country, 
the Directorate General of Civil 
Aviation (DGCA) has been vested 
with enhanced powers. According 
to the new policy, the DGCA and 
the civil aviation ministry will be 
single-window agencies for clear-
ing all Greenfield airport projects, 
including commercial passenger 
airports, cargo airports, private 
airports, airstrips and helipads.
The proposals will go to the steer-
ing committee in the ministry 
only if they involve contentious 
issues like building a second 
international airport within 150 
km of an existing facility. Earlier, 
the power to clear airports was 
with the Cabinet. The DGCA has 
also been given power to regulate 
foreign registered aircraft operat-
ing in India. This would apply to 
foreign registered aircraft wet-

leased for particular operations 
by airline companies as well as 
private aircraft registered abroad.

Northeast affected by 
budgetary cuts
Drastic cuts imposed by the Plan-
ning Commission in the budget-
ary allocation for the civil aviation 
ministry may adversely affect 
several on-going civil aviation 
projects in the north-eastern re-
gion. The ambitious project to put 
Sikkim onto the country’s air map 
may be placed on hold. Against 
a proposed annual plan outlay of 
Rs 10,499.21 crore, the Planning 
Commission has approved al-
location of Rs 10, 031 crore for the 
financial year 2008-2009.

Shortage of air traffic 
controllers
The country has 1,500 Air Traffic 
Controllers (ATC) against a re-
quirement of 2,100. The Roy Paul 
Committee, which looked into 

In India, there are 20 Cessna Cita-
tion business jets flying around 
even as the Citation CJ2+ and the 
Citation XLS gain in popularity

Flashbulbs popped and gasps of 
admiration punctuated the air as 
a Cessna Citation CJ2+ Business 
Jet touched down at Hosur airfield 

in the south of Bangalore on May 3. On a tour to India to entice prospec-
tive customers, the aircraft had arrived from Singapore piloted by Mike 
Walton and John D. Lewis.

Present on the occasion were, among others, Director of Sales, Ci-
tation Marketing Division, Michael McGreevy and Singapore-based Di-
rector, International Finance, Asia Pacific, Cessna Finance Corporation 
Sameer Rehman. Owners of the Hosur airfield Taneja Aerospace and 
Aviation Ltd are the authorised sales representatives and service facility 
of Cessna Aircraft Company (CAC) in India.

The Cessna Citation CJ2+
A low cost light business jet, the Cessna Citation CJ2+ was built upon 
one of the most popular and successful Cessna models in this catego-
ry—the Citation CJ2. Cessna delivered the first Citation CJ2 in November 
2000 and its successor the CJ2+ in April 2006. The CJ2+ received US FAA 
certification on October 3, 2005, and European Aviation Safety Agency 
certification on July 10, 2006. 

Cessna Citation models in the light jet category are priced between 
$2.8 million (Rs 11.2 crore) and $9.5 million (Rs 38 crore). Those in the 
mid-size category range between $12 million (Rs 48 crore) and $22 mil-
lion (Rs 88 crore). The new Citation model Columbus in the super mid-
size jet category is under development and is estimated to be priced at 
approximately $28 million (Rs 112 crore). 

The Citation CJ2+ has a pressurised cabin that accommodates a 
crew of two and up to eight passengers. With a maximum height of 
1.45 m, the CJ2+ does not have a stand-up cabin. The aircraft is pow-
ered by two Williams FJ44-3A-24 engines with Full Authority Digital 
Engine Controls (FADEC), each generating 2,490 pounds of thrust. 
Compared to the CJ2, the aircraft has a higher payload capacity (plus 
300 pounds) and higher rate of climb attaining 45000 ft in 28 min-
utes, eight minutes earlier than its predecessor. At maximum take off 
weight under ISA conditions at sea level, the take off runway length 
is 3,360 ft and landing runway length is 2,980 ft.  The aircraft has a 
range of 2,987 km and a maximum cruise speed of 774 kmph. It has 
typical cruising altitudes between 33,000 ft and 45,000 ft above mean 
sea level. 

Flaunting a fully integrated Pro Line 21 Flight Deck, the aircraft’s 
primary flight, navigation, weather, engine and sensor data are con-
solidated into large easy-to-scan active matrix LCDs for information 
management intuitive, at-a-glance situational awareness. The aircraft 
is certified to the requirements of US 14 CFR Part 23 including day, 
night, VFR, IFR and flight-into-known icing conditions. It is also certi-
fied for single pilot operations. The aircraft is compliant with all RVSM 
certification requirements. However, specific approval is required for 
operation within RVSM airspace. Cessna offers a fee-based service to 
assist with this process.
Maiden Flight of CJ4, Cessna’s Largest Citation Jet: The Cessna Citation 
CJ4 prototype successfully achieved a two-hour 22-minute maiden 
flight on May 5, taking off from McConnell AFB in Wichita and 
landing at nearby Mid-Continent Airport. Two more flight-test 
CJ4s are being built, the first flight for which will take place later 
this year. Type certification of the eight-seat jet is slated for the 
second half of next year, with customer deliveries scheduled to be-
gin in early 2010. n

CESSNA SIGHTED DOWN SOUTH
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air traffic management in 2005, 
reported over 200 ATC vacancies 
at that time . Three years later, 
the gap has widened three times 
and it’s only set to get worse with 
the explosion in air traffic. This, 
in a profession where one wrong 
move, one momentary lapse can 
send numerous lives downward 
in a spiral of death. India could 

take a leaf from FAA’s book. 
Its site has a detailed 55-page 
document which gives a 10-year 
strategy for US ATCs, including 
staffing requirements, hiring 
plans, training and funding.

: NEW VENTURES

China to make regional, 
jumbo jets
China has established a 
company called Commercial 
Aircraft Corporation of China 
to build regional commercial 
jets as also wide body airliners 
with the aim to reduce depen-
dence on Boeing and Airbus. 
The company is a consortium 
of the municipal government of 
Shanghai and two state aircraft 
manufacturers, AVIC I and 
AVIC II. The state-owned Assets 
Supervision and Administration 
Commission holds the single 
largest stake at 30 per cent. But 
there are serious doubts about 
China’s capability to build wide 
body airliners, given its limited 
experience in this field. 

Club One Air to launch low 
cost subsidiary
Club One Air will soon field 
its new Very Light Jets (VLJ)—
Eclipse and Cirrus—for low cost 
business aviation. The company 
has announced plans to launch 
its subsidiary in July to target cor-
porate customers in Tier-II cities. 
This activity will be independent 
of its pioneering fractional own-
ership programme.

Asiana Airlines orders 
two 777-200ER

South Korean Asiana Airlines 
has ordered two 777-200ER 
airliners at a cost of $438 mil-
lion (Rs 1,861 crore). The South 
Korean airline holds rights to 
substitute the larger 777-300ER 
which has a higher payload and 

range capability. Asiana current-
ly operates 40 Boeing airplanes 
including nine Boeing 777s.

New business jets from 
Embraer

Embraer is fulfilling its April 2005 
promise “to invest heavily in busi-
ness aviation” with the formal 
launch of two new midsize jets 
that fit between the Phenom 300 
and Legacy 600. Yet to be named, 
these two new aircraft are 
referred to as Mid Size Jet (MSJ) 
and Mid Light Jet (MLJ). The two 
aircraft share a common fuselage 
cross-section with six-foot 
stand-up headroom, are powered 
by two Honeywell HTF7500-
E turbofans, are fitted with 
Rockwell Collins Pro Line Fusion 
avionics and have Embraer’s first 
full closed-loop fly-by-wire flight 
control system. This commonal-
ity will help keep the cost of the 
programme to $750 million (Rs 
3,184 crore) during the next six 
years, according to the executive 
vice president for executive jets.

: AIRLINE FINANCE

Air India seeks funds from 
the government
Plans of The National Aviation 
Company of India (NACIL) to 
raise funds through an IPO has 
not materialised so far and is 
unlikely in the near future owing 
to market conditions. The civil 
aviation ministry is considering 
an alternative route for capital 
infusion of Rs 1,000 crore ($238 
million) to enable Air India to 
take on the growing competition 
and cope with high oil prices. The 
national carrier has been asked to 
submit a revised proposal to the 
finance ministry. During 2007-08, 
the combined loss of the two 
carriers is estimated to be around 
Rs 800 crore mainly on account 
of a sharp increase in the price of 
Aviation Turbine Fuel which is 40 

per cent of the airline’s operating 
cost. AI has placed orders for 111 
aircraft with Boeing and Airbus to 
be delivered by 2011. 

China Airlines and EVA 
Airways suffer losses
China Airlines and EVA Airways 
Corporation Taiwan’s two largest 
carriers, posted higher than esti-
mated losses in the first quarter 
primarily attributable to the surg-
ing prices of ATF. China Airlines 
suffered a loss of $98 million (Rs 
416.5 crore), and EVA Air’s loss 
was $76 million (Rs 323 crore). 

Embraer’s finances,  
backlog high
Brazilian aircraft manufacturer 
Embraer recorded first quarter 
sales of $1.34 billion (Rs 5,628 
crore), a nearly 61 per cent 
increase, and a profit of $85 mil-
lion (Rs 357 crore). Embraer’s 
firm order backlog at the end 
of March increased 8 per cent 
over the previous quarter, to a 
record $20.3 billion (Rs 85,260 
crore) owing primarily to robust 
sales of its business jets and 
E170/190 airliners.

Japan Airlines rakes in 
profits after three years
With restructuring which in-
cluded cost-cutting and stream-
lining of operations, Japan Airlines 
Corporation (JAL) reported first 
quarter earnings which were 
more than double its initial net 
profit forecast. JAL’s first quarter 
income totalled $153 million (Rs 
643 crore). This is the first time 
in three years that the airline has 
reported making profits.

Embraer’s finances, 
backlog  high
Brazilian aircraft manufacturer 
Embraer recorded first quarter 
sales of $1.34 billion (Rs 5,628 
crore), a nearly 61 per cent in-
crease, and a profit of $85 million 
(Rs 357 crore). Embraer’s March-
end firm order backlog increased 
8 per cent over the previous 
quarter, to a record $20.3 billion 
(Rs 85,260 crore) owing primarily  
to robust sales of its business jets 
and E170/190 airliners.

Event Calendar 

14th Annual Asia Pacific 
Airline Engineering & 
Maintenance Conference
June 18-19 
KL, Malaysia. Visit website 
www.aviationindustrygroup.
com; or contact Daisy Munro, 
+44 (0) 207 931 7072, email 
daisym@aviation-industry.com. 

Asia Pacific Airline 
Purchasing & Supply 
Chain Conference
June 18-19 
KL, Malaysia. Visit website 
www.aviationindustrygroup.
com; or contact Ruth Martin, 
+44 (0) 207 931 7072, email 
ruthm@aviation-industry.com. 

Eco-Aviation Conference
June 18-20 
Capital Hilton, Washington, DC. 
Contact Gabriel Balmes at +1 
301-650-2420, ext. 123; website: 
www.atwonline.com 

China General Aviation 
Forum 2008
June 23-25 
Shanghai, China. Contact 
Francis Chao @ Tel +925-
439-3799 ext 12; Email 
francischao@uniworldusa.com, 
info@chinachvilaviation.com; 
website: www.chinacivilaviation.
com/events

Farnborough International 
Airshow, UK
July 14-20 
Visit www.farnborough.com

Experiencing the A380
July 17-18 
Radisson Edwardian Hotel, 
Heathrow, London, UK. Contact: 
Emma Dean Tel +44 20 88 31 
7505; Fax +44 20 88 91 0123, email 
emma@airportconference.com



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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Emirates Airlines post profit

Dubai’s Emirates Airlines has 
posted a record 62.1 per cent 
increase in its annual profits to 
$1.37 billion (Rs 5,754 crore) in 
the financial year 2007-08 despite 
surging fuel costs. Total revenues 
of the Middle East’s largest carrier 
increased 32.3 per cent to $10.8 
billion (Rs 45,360 crore). Net 
profits jumped to $1.37 billion (Rs 
5,754 crore) compared to $844 
million (Rs 3,545 crore) in the 
previous financial year.

SIA defies high fuel 
prices, makes profit
Despite high fuel prices, Singa-
pore Airlines parent SIA Group 
reported a net profit of $1.5 
billion (Rs 6,300 crore) for fiscal 
year ended March 31, down 3.8 
per cent from previous year. 
Reduction in cargo traffic 0.5 per 
cent notwithstanding,  SIA Cargo 
recorded a profit, recovering 
from heavy losses the previous 
year. During the  year, the airline 
inducted three A380-800s and 
five 777-300ERs while retiring five 
747-400s. The fleet now has  98 
passenger aircraft and will receive 
the  fifth A380 in July.

Drop of 48 per cent in 
profit of Thai Airways
On account of rise in fuel costs 
by over 39 per cent which added 
$432 million (Rs 1,815 crore) 
to operating expenses and 
depreciation in the value of the 
US dollar that translated to $20 
million (Rs 84 crore), profits of 
Thai Airways in the first quarter 
of this year has dropped by 48 
per cent despite rise in revenue.

: TRAINING

CAA Pilot Training Academy 
launched at Dhana
CAA Academy launched its 
first Pilot Training Academy at 

Dhana, Madhya Pradesh. Estab-
lished with an investment of Rs 
300 million, this academy will 
train 130 candidates to Com-
mercial Pilot Licence level every 
year. Integrated training would 
be conducted on brand new 
aircraft by highly experienced 
faculty and would be completed 
in record time of one year. CAA 
is part of the Chimes Group, a 
Multi Venture organisation pro-
moted by Uday Punj. CAA fol-
lows a rigorous evaluation and 
selection process for student 
screening and induction. Strict 
adherence to quality and ethics 
ensures their commitment of 
delivering excellence within 
defined timelines. CAA offers 
DGCA approved integrated 
courses like Commercial Pilots 
License and Private Pilots Li-
cense as also customised short 
term programmes like Multi En-
gine Rating , Instrument rating 
and License Endorsement.

CAE of Canada to run flying 
training schools
CAE of Canada has concluded 
an agreement with the Govern-
ment of India to provide pilot 
training in the two national 
flying training academies, Indira 
Gandhi Rashtriya Udan Akademi 
(IGRUA) and the Rajiv Gandhi 
National Flying Training Institute 
(RGNFTI) at Gondia, beginning 
with 200 students at each of 
the institutes in the first year. 
According to Jeff Roberts, group 
president, innovation and civil 
training and services, CAE, the 
company expects the intake to 
go up to 1,000 students in the 
coming years. With both IGRUA 
and RGNFTI becoming mem-
bers of the CAE Global Academy, 
Roberts sees CAE’s activities in 
India growing.

CAE is a world leader in 
simulation and modelling tech-
nologies and integrated training 
solutions for the civil aviation 
industry and has been supply-
ing the Indian aviation industry 
with training solutions. The cost 
of a flying course can range be-
tween $60,000 (Rs 25 lakh) and 
$100,000 (Rs 42 lakh).  SP

Appointments
Management Change at Canadian Airports Council 
The Canadian Airports Council on May 5 announced that Winni-
peg Airports Authority President and CEO Barry Rempel has been 
elected Chairman of the association for the next two years. William 
A. Restall, President and CEO of Saskatoon Airport Authority, has 
been elected the association’s new vice chair.
China Aviation appoints new CEO
Jet fuel supplier China Aviation Oil (Singapore) announced the 
appointment of Meng Fanqiu as Chief Executive Officer on May 9. 
The 39-year-old Meng, who is from China, was previously a General 
Manager with parent China National Aviation Fuel Group.
Continental Airlines CFO to retire, Rowe steps up
Continental Airlines Chief Financial Officer Jeff Misner is retiring on 
August 31 and Zane Rowe, Senior Vice President for network strat-
egy, has been named to replace him. Rowe, 37, will succeed Misner 
as Executive Vice President and Chief Financial Officer. 
Estonian Air’s new Chief Executive
Estonian Air has named Andrus Aljas to lead the company as its 
new Chief Executive. He has been serving as interim head since 
former chief Borge Thornbech chose to step down last August.
Management change at PIA
Aijaz Haroon of Pakistan International Airlines (PIA) has become its 
new Managing Director. He takes over from Aslam Khan. 
FAA names Senior VP to oversee modernisation efforts 
Federal Aviation Administration (FAA) has announced the appoint-
ment of Vicki Cox as the Senior Vice President of NextGen and Op-
erations Planning.  Cox, who previously served as a Vice President 
in the FAA’s Air Traffic Organization, will lead the effort to transform 
the nation’s airspace system by using 21st century technologies to 
meet changing aviation demands, known as NextGen. 
Gulfstream announces changes to senior management team
Gulfstream Aerospace has announced changes to its senior manage-
ment team. Larry Flynn has been appointed senior Vice President, 
Marketing and Sales. When he assumes his new position on June 
30, Flynn will turn over his product support responsibilities to Mark 
Burns, a 25-year Gulfstream veteran who has been Vice President, 
Customer Support, Gulfstream Product Support. Sumi Fonseka has 
been appointed General Manager of the company’s Luton Service 
Center, located at the London-Luton Airport in England.
Michael Ruecker appointed new GM of Jet Aviation, Dubai
Jet Aviation has appointed Michael Ruecker as the new Senior Vice 
President and General Manager of the company’s maintenance and 
FBO operation in Dubai, United Arab Emirates effective June 1, 2008. 
New boss at ACJ
François Chazelle is the new Vice President in charge of Airbus’ 
Executive and Private Aviation division. 
Rosalynn Tay appointed MD of Tiger Airways Singapore 
Rosalynn Tay has been appointed Managing Director of Tiger Air-
ways Singapore. Tay joined Tiger Aviation in February 2006. 
Silver Air appoints Martin Andrews Director of Maintenance
Silver Air has announced the appointment of Martin Andrews to the 
role of Director of Maintenance. Andrews joins Silver Air from RAK 
Airways where he was Head of Quality & Safety. 
SriLankan Airlines Appoints CEO
SriLankan Airlines has appointed Manoj Gunawardena Chief Execu-
tive Officer. Gunawardena has been in the airline for over 25 years 
and has over 17 years of direct sales and commercial experience 
with the Airline.
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L
ET’S FACE IT. IN THE current environment, 
where climate change is swiftly rising to the 
number one spot on the international agenda, 
aviation is attracting some bad press. It is no 
use insisting that airliners today can fly three 
times as far with a given amount of fuel as they 
did 40 years ago. It is pointless claiming that 

engine fuel efficiency has improved 20 per cent in the past de-

cade and 5 per cent in the last two years alone, thus significantly 
reducing emissions. It is futile to declare that this process could 
well lead to a cut of another 50 per cent of greenhouse gas emis-
sions by 2050. The problem is that the layman sees and hears 
the huge aircraft engines. He intuitively feels that they must be 
emitting large amounts of noxious products and that something 
should be done about it soon! Now, other industries are also not 
likely to come out in support of aviation. It is estimated that to 

By Joseph Noronha 
Goa

Looming large on the horizon are mandatory emissions targets, taxes, 
carbon trading allowance and further regulations towards reducing 

greenhouse gas emissions. Whatever the ultimate solution, the industry 
needs to come to terms with the fact that environment issues affecting 
aviation are only going to become more prominent in the years to come.
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meet the UK’s EU mandated 60 per cent overall emissions cut 
target by 2050, every other industry in the UK would have to cut 
emissions by around 80 per cent in order to compensate for the 
rising emissions created by aviation.

Aviation is swiftly becoming the favourite whipping boy of 
the green brigade because it has always been a high profile in-
dustry. It cannot be denied that air travel is the fastest-growing 
source of greenhouse gases and its rapid expansion risks under-
mine progress in reducing emissions in other areas. For instance, 
after factoring in a 50 per cent improvement in aircraft efficien-
cy, a further doubling of aircraft emissions by 2050 is likely in 
the UK. A similar story can be told of most of the developed and 
emerging economies. The reason is clear. Since the emergence of 
low-budget airlines in the 1990s, the number of people choosing 
to take flights has seen a colossal increase. This is boom time for 
aircraft manufacturers with the order books full and long waiting 
lists for new aircraft. Boeing predicts that the global commercial 
fleet will more than double to 36,000 aircraft by 2025. Govern-
ments all over the world and politicians of every hue are getting 
into the green act with the EU taking the lead in pushing for 
a global cut in emissions. The Kyoto Protocol of 1997 commits 
EU members to cut their CO2 emissions by 8 per cent below the 
level of 1990, and this cut is to be achieved no later than 2012. 
Some governments have acknowledged the need to cut total 
emissions by 60 per cent by 2050. In fact, scientists believe that a 
90 per cent cut by 2050 may 
be necessary, but protest in 
the same breath that this is 
unachievable given the cur-
rent lack of political will for 
hard decisions.

How do aircraft contrib-
ute to climate change? Air-
craft emit Carbon Dioxide 
(CO2), the gas responsible 
for about 80 per cent of 
global warming. In addition aircraft also release water vapour at 
high altitude which may be even more harmful. The Internation-
al Panel on Climate Change indicates that at high altitudes the 
aerosols and condensation trails in the exhaust of jet engines 
have a range of additional effects like altering cloud properties. 
Besides nitrogen oxides (NOx) emissions affect the ozone layer 
in the stratosphere, contributing to global warming. As a result, 
aircraft emissions are said to have between two to four times the 
global warming potential of ground level CO2. Historically, annu-
al improvements in engine fuel efficiency have hovered around 1 
to 2 per cent. With passenger numbers increasing by over 5 per 
cent each year, there is a clear prospect that the rate at which 
improvements are made in the environmental performance of 
aircraft operations will continue to be exceeded by the rate of 
growth of air traffic, thus leading to a net increase in emissions. 

Reality is dawning on the aviation industry that the situation 
could become increasingly sticky. Truth is, at present, airlines 
in the developed world—the main source of pollution—get off 
lightly. In Europe, for instance, aviation turbine fuel is not taxed 
at all. In India, fuel supplied to domestic flights is taxed at rates 
varying from state to state. If aviation fuel were taxed at the same 
rate as petrol, airline fuel costs in Europe could quadruple. The 
aviation industry’s vision is to achieve carbon neutral growth 
and to eventually become carbon-free. This vision is supported 
by a four-pillar strategy: technological progress, infrastructure 

enhancements, operational improvements and suitable eco-
nomic devices. The potential for cleaning up is huge. One tonne 
of fuel burnt by a jet aeroplane produces 3.2 tonnes of carbon 
dioxide. It takes roughly 80 tonnes of fuel to fly an economical 
airliner from London to New York and back again. A one per 
cent saving can represent hundreds of tonnes of fuel a year for 
the average airline and a similar reduction in emissions. 

Airlines can reduce their emissions in several ways, mainly by 
investing in more efficient aircraft and engines and in optimis-
ing operations. The biggest improvements would naturally arise 
from the expensive option of accelerated fleet replacement by 
getting rid of the fuel guzzlers and switching to more eco-friend-
ly planes. This, obviously, is no simple matter. It is estimated that 
improvements in Air Traffic Management (ATM) could help to 
increase overall fuel efficiency by 6-12 per cent. Fuel is wasted 
when aircraft are held for long periods with engines running be-
fore take off, fly sub-optimal flight profiles such as longer routes 
or other than at the most advantageous altitude or are stacked 
in holding patterns at their destination prior to landing. Ideally, 
aircraft should come in to land via an extended fuel-saving con-
tinuous descent. Designing aircraft by incorporating maximum 
weight saving techniques, ‘renewability’ and ‘recyclability’ would 
all make for a smaller eco-footprint. The materials production 
processes should also be low on cost and energy consumption 
besides being non-polluting. New emerging materials include 

agriculture and biotechnol-
ogy based materials like fi-
bres and improved metals 
such as new light alloys like 
Al-Li.

Regulatory options in-
clude a tax on aviation fuel 
and shelving plans for new 
airports until airlines can 
make good on their bold 
technology targets but the 

industry abhors both possibilities. The main option being pro-
posed is for aviation to be included in the EU’s Emissions Trad-
ing Scheme. This is a “cap and trade” system launched in 2005 
that attempts to put a price on carbon dioxide emissions allow-
ing business sectors to trade among themselves in order not to 
exceed their own emissions quotas. Over the years, a progressive 
reduction in the supply of quotas would drive up their price. This 
would provide the incentive for polluters to either reduce their 
emissions by better technology or streamlining operations or 
buying the ‘right to pollute’ additionally which, in turn, creates 
a financial incentive to reduce emissions. For airlines, this is the 
preferred option.

What else can the industry do to save fuel? The biggest po-
tential reward lie in designing more fuel-efficient or green en-
gines. The open-rotor concept and the geared turbofan engine 
are just two of a number of new technologies aimed at airlines 
who want to make jets quieter, more environmentally friendly 
and cheaper to run. Bypass ratios need to be much higher. Low–
bypass turbofans are more compact, but high-bypass turbofans 
can produce much greater thrust, are more fuel efficient, and 
much quieter. Engine nacelles may even disappear and real time 
diagnostics will enable engine maintenance to be optimised for 
least fuel burn. 

General Electric (GE), the dominant player in the market with 
a projected total share of around 40 per cent by 2016, has de-

 Aviation is swiftly becoming 
the favourite whipping boy of 

the green brigade because it has 
always been a high profile industry
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signed the GEnx engine with green principles in mind. The GEnx 
has a composite fan and fan case, counter rotating turbines and 
advanced diagnostic systems. With a 23:1 compression ratio and 
a low emissions combustor design it is the main basis of the Boe-
ing 787 Dreamliner’s efficiency gains claimed as 15 per cent low-
er fuel consumption, 30 per cent fewer parts, 30 per cent higher 
time on wing, which is  a measure of how long an engine will 
remain on the wing of the aircraft, including during wing repairs 
done to restore it to operational condition, and emissions up to 
95 per cent below current regulatory limits. Another radical de-
sign being studied by GE would remove the cover around the jet 
engine completely so that the fan blades powered by the jet tur-
bine would look like many propeller blades. So-called ‘unducted-
fan’ or ‘open-rotor’ engines, in which the turbine drives a ring of 
open blades, were tested in the 1980s but were not considered 
commercially viable then. Advanced techniques and materials 
might solve some of the problems. Although such engines may 
be a little slower than conventional enclosed jets, they could 
provide a huge fuel saving, perhaps as much as 15 per cent. That 
would make them an excellent choice for the next generation of 
short-haul airliners, which are widely used by low-cost operators 
and make up a large propor-
tion of airline fleets. Most 
experts believe that a quan-
tum improvement in engine 
performance is essential to 
persuade manufacturers to 
produce the ‘next generation 
narrow-body’ single aisle 
jets. Though at present Boe-
ing and Airbus order books 
are too full with the 787 
Dreamliner and the A380 
respectively, sooner rather 
than later they will have to 
turn to smaller, sleeker air-
planes. It is conjectured that 
they would do so from 2012 
onwards. The General Elec-
tric/Snecma joint venture 
CFM is in the technology development phase for LEAP56, an ad-
vanced conventional turbofan. The LEAP56 approach is to use 
lighter materials and to optimise the aerodynamic performance 
of the compressor and turbine stages. The company will perhaps 
switch to open-rotor technology after 2015. 

Meanwhile, Pratt & Whitney, currently a much smaller play-
er than GE, claims that its new fuel-efficient geared turbofan 
engine could be ready in around four years. This engine, which 
P&W touts as being superior to the as-yet unproven open-rotor 
engine, works on the principle of using gears to allow the use of 
a slower-turning fan that reduces fuel burn and makes for peak 
fuel efficiency. Better efficiency means fewer engine stages thus 
reducing engine weight and operating cost. It promises to cut 
fuel consumption by 12 per cent, noise and emissions by 50 per 
cent and maintenance costs by 40 per cent as compared to cur-
rent commercial engines. The noise cut is significant because it 
would permit operations on some routes not permitted at pres-
ent due to noise restrictions. This in turn could mean a shorter 
trip with consequent reduction in fuel costs and emissions. The 
company is targeting a one per cent per year improvement in 
specific fuel consumption between 2013 and 2020. P&W’s new 

engine will be sized to fit a range of new aircraft types which en-
compasses the Mitsubishi Regional Jet and Bombardier C Series 
at the bottom end through the largest of the projected single-
aisle replacements from Airbus and Boeing. The MRJ is a 70 to 
90 seat regional jet which aims to be the first to adopt composite 
materials for its wings and vertical fins on a significant scale. 
Along with new engines and an advanced aerodynamic design, 
the aircraft is being planned to reduce fuel consumption sub-
stantially and to contribute greatly to enhanced competitive-
ness and lower operating costs. Bombardier intends to launch 
its C Series aircraft (110 to 130 seater) in 2008 for an entry into 
service in 2013. 

P&W believe that the projected advantage of the open-rotor 
engines over the geared turbofan would diminish significantly 
in the actual installation and the open-rotor fan diameter may 
be nearly twice as wide as ducted nacelles. The size of these en-
gines will add weight and require larger struts if mounted on 
the wings. The designers may be forced to mount the engines 
on the body of the fuselage adding even more structural weight. 
A wing-mounted open-rotor fan would also sharply increase 
noise, requiring additional insulation inside the airframe. P&W 

gleefully predicts that the test-
bed performance of the open-
rotor fan is likely be cut in half 
once the engine is installed on 
an aircraft due to the additional 
weight, drag and size of the en-
gine.

There are several interre-
lated factors driving the trend 
towards green engines. There 
is the business requirement of 
lower acquisition and operat-
ing costs in which the prices of 
raw materials and fuel are the 
main determinants. The cost 
of aviation fuel has more than 
doubled over the last couple 
of years. With oil currently at 
$120 (Rs 4,992) a barrel (any-

one remember that it was available for $16, or Rs 665, a barrel 
in 2000?) and the trend going higher and higher, there are ma-
jor commercial incentives to make engines more fuel efficient 
and thereby reduce operating costs. Then there is the looming 
threat of mandatory emissions targets, taxes, carbon trading 
allowance and further regulations towards reducing green-
house gas emissions. Whatever the ultimate solution, the in-
dustry needs to rapidly come to terms with the fact that envi-
ronmental issues affecting aviation are only going to become 
more prominent in the years to come and that aviation’s future 
expansion depends on its ability to reduce its environmental 
impact. 

Vast resources are needed and neither the government nor 
the industry nor the scientists can achieve this on their own. It 
is clear that there must be stronger incentives for air transport 
operators to reduce the impact on climate. The price paid by 
air travellers should better reflect the real costs to society. A 
joint effort is required to ensure that aviation will continue to 
grow unhindered, without the attached stigma of being a ‘dirty’ 
industry. A great deal obviously depends on breakthrough in 
engine technology.  SP

 The aviation industry’s vision 
is to achieve carbon neutral 

growth and to eventually 
become carbon-free. This vision 

is supported by a four-pillar 
strategy: technological progress, 

infrastructure enhancements, 
operational improvements and 

suitable economic devices.
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Raring to Soar

A
N UNPRECEDENTED ANNUAL GROWTH 
OF around 35 to 40 per cent in the number of 
air travelers in India in the last four years is com-
mon knowledge. What, however, is not so well 
known is that in recent times, air cargo traffic 
has also registered a modest but encouraging 
growth rate albeit much lower in comparison to 

passenger traffic. As per official figures, the total tonnage airlifted 
in 2006-2007 rose to 1.55 million tonnes from 1.4 million tonnes 
the previous year. The air cargo sector contributes a mere 2 per 
cent to the global air transportation industry. If estimates by 
civil aviation authorities are to be believed, the air cargo sector 
may register an average growth rate of 13 per cent for the next 
three years. Boeing’s assessment of the domestic air cargo market 
growth in India in the next few years is pegged at 9 per cent. 

Yet, fact is that air cargo scenario in India is in its infancy. The 
critical role and relevance of this segment of the civil aviation in-
dustry to the growth of the Indian economy is apparently yet to be 
widely understood and appreciated. As such, the enormous poten-
tial of this speedy and safe mode of transportation of cargo remains 
unexploited. Currently, the movement of air cargo is primarily to and 
from outside the country. However, by global standards, India’s ex-
ports are low. For example, air cargo handled at Hong Kong airport 
alone is two-and–a-half times that of the total air cargo handled at all 
Indian airports put together. India’s air cargo exports consist largely 
of pharmaceuticals, chemicals, gems, jewellery, machine parts, gar-
ments and perishables. The tonnage of domestic cargo is around 50 
per cent of that exported to international destinations.

In India, cargo is usually transported either by the reasonably 
efficient, convenient and low-cost surface transport or in the belly 

For India, there are clearly exciting opportunities ahead as 
this sector is practically starting from scratch. Like Dubai and 

Singapore, India has the attributes to emerge as a regional cargo hub.
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of  passenger aircraft. The latter facility is used primarily by courier 
services and freight forwarding agents. But this arrangement has 
limitations. Firstly, dispatch of cargo is tied down to timings and 
destinations dictated by airline schedules. Secondly, it is not pos-
sible to carry bulky loads in the belly owing to space constraints. 
Thirdly, the load cannot be containerised which makes the loading 
process more cumbersome and time-consuming. In a cargo-modi-
fied aircraft the load is carried in the cabin in pre-loaded containers 
which is easier to handle. 

THE INDIAN SCENARIO
Movement of bulk cargo by air to and from smaller airports within 
the country on a continuous time base is insignificant. Even those 
who would otherwise like to move bulk cargo by air have few readily 
available options. At present, the only agency dedicated to air cargo 
operations that comes easily to mind is Blue Dart. Registered as Blue 
Dart Aviation Ltd, this cargo airline is based in Chennai. In existence 
since 1994, the airline operates scheduled cargo flights including do-
mestic and regional charters. It is self-reliant in respect of mainte-
nance capability and operates to Delhi, Mumbai Kolkata, Hyderabad, 
Bangalore and Ahmedabad. Blue Dart, now a subsidiary of the couri-
er service DHL, owns and operates a fleet of four B 737-200 and three 
Boeing 757. A large part of its capacity is dedicated to movement of 
in-house generated cargo traffic. Blue Dart Aviation has plans to re-
place its Boeing 737 aircraft with the Boeing 757. This step will en-
hance airlift capability without enhancing the size of the fleet, thus 
obviating the problem of acquiring additional parking space which is 
at a premium. The company is also considering  foray into the inter-
national sector to improve utilisation rate and profitability. Currently, 
Blue Dart aircraft operate only at night. 

In 2007, the erstwhile Indian launched its co-branded 24x7 air-
freight services which included cargo and courier services. For this 
joint venture with the Hyder-
abad-based logistics compa-
ny, Gati, Indian has leased its 
ageing fleet of five Boeing 737-
200 freighters for five years. 
Of these, one Boeing 737 has 
been dedicated to the Indian 
Postal Department essential-
ly for serving the north-east-
ern region. Apart from mail, 
the aircraft also carries other 
urgently needed goods in the 
residual space available. This 
initiative is reported to be a 
tremendous success and there is likely to be sizeable increase in the 
demand for capacity from the postal department.  

Air India has a significantly enlarged dedicated international car-
go service established post merger. In its brief existence, it has made 
an aggressive entry into the positive growth rate regime, moved up to 
the top slot in the domestic market and is now up to the  fourth posi-
tion in the world. It is in the process of modifying six A310-300 and 
two Boeing 747-300 Combi aircraft retired from passenger service. 
The plan is to enlarge the cargo fleet progressively as more aircraft 
are removed from passenger service. Induction of these aircraft will 
significantly enhance Air India’s international cargo airlift capability. 

Kingfisher Airlines and Jet Airways are planning to set up  dedi-
cated cargo airlines in collaboration with foreign partners. Apart 
from them, a number of new players are emerging on the scene. One 
relatively small operator dedicated to regular domestic cargo ser-

vices is the Chennai-based Crescent Air Cargo. Established six years 
ago, the airline has only one Fokker 50 that has a seven-tonne pay-
load capacity and is struggling to establish a foothold in the nascent 
domestic air cargo market. With its lone aircraft, Crescent Air Cargo 
has in the last few months been able to build up operations to five 
flights per week, linking Chennai to destinations within the country. 
The company has plans to induct two additional cargo-door modi-
fied Fokker 50 aircraft by the year end. There is also a possibility that 
the company may consider ATR 42 aircraft which has a slightly lower 
payload capability. This would facilitate matters in respect of mainte-
nance support as such types of aircraft are already operating in large 
numbers in the country.  

There are other players such as Quikjet, Deccan Cargo, Avicore 
Aviation, Aryan Cargo Express Private Ltd and Flyington Freighters 
who are likely to join the fray. These are in different stages of prepa-
ration. Quikjet, promoted by Aviation Consultancy Services Private 
Ltd, was expected to begin operations by April 2008. However, it has 
now revised the date of launch to the end of 2008. Initially, the airline 
will operate on domestic routes with two or three Boeing 737-300 
aircraft linking the metros and other larger cities. In due course, the 
airline hopes to enter the international arena with Boeing 757 air-
craft confining itself to South East Asia and the Middle East. It is un-
derstood that the Tata Group has a stake in the company and that 
there is ongoing dialogue for a strategic partnership with Lufthansa 
for international operations.

Following the merger of Air Deccan with Kingfisher, Captain 
Gopinath, who pioneered the low cost concept, is now seeking to 
exploit the potential in the air cargo market. He plans to invest $200 
million (Rs 845 crore) to establish himself as an ‘integrated service 
provider’. The cargo airline, christened Deccan Cargo, is scheduled to 
begin operations by end 2008 and will initially operate three Airbus 
310 and two ATR 42. However, there is likely to  be some delay as 

security clearance from the 
Ministry of Home Affairs, a 
pre-requisite for NOC from 
the Directorate General Civil 
Aviation (DGCA), is yet to be 
obtained.

Avicore Aviation and 
Aryan Cargo Express Private 
Ltd are two other compa-
nies waiting in the wings to 
launch  new cargo airlines in 
2008 with Boeing 737 aircraft. 
Currently, foreign dedicated 
cargo operator behemoths, 

like FedEx, are eyeing this space avidly and are keen to enter into col-
laboration with an Indian partner. 

INFRASTRUCTURE
As expected, the rapidly growing air cargo sector would encounter 
difficulties in areas such as lack of infrastructure and shortage of 
qualified and experienced human resource. At the beginning of this 
year, the government decided to raise the FDI limit from 49 per cent 
to 74 per cent in the air cargo sector. While this decision comes as a 
shot in the arm for the sector, warning bells are also being sounded. A 
study by IATA indicates that if the growth of infrastructure does not 
match the growth in demand for air cargo traffic, in a few years time, 
capacity shortfall may begin to hurt the industry severely. There is 
therefore no scope for procrastination on the infrastructure front. 

As a part of the overall infrastructure upgrade plans to cope with 

 In the air transport regime, 
carriage of cargo is less attractive 
than passengers despite the fact 

that it is less strenuous on airlines 
and a more lucrative business
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growing international trade, Nagpur is being developed as a nation-
al cargo hub at a cost of Rs 260 crore ($65 million). It will, however, 
take a few years to be completed. Upgrade of 35 non-metro airports 
across the country is underway and is expected to be completed by 
2010. All metro airports are also undergoing major upgrade and ex-
pansion which are likely to be completed by the middle of the next 
decade. A number of greenfield airports are on the cards, especially 
in the Northeast. The two new greenfield airports at Hyderabad and 
Bangalore should improve matters as soon as teething troubles are 
taken care of. A major policy change in the offing is to hand over the 
management of cargo terminals at non-metro airports to the private 
sector, a responsibility at present lies with the Airport Authority of In-
dia (AAI). This practice has already been introduced at Delhi, Mum-
bai and Kochi. Other policy changes under consideration are speedy 
clearance of greenfield cargo airports and permission for new cargo 
airports within a 150 km radius of an existing airport. The govern-
ment is also considering setting up of a ‘Cargo Village’ in the vicinity 
of airports. This concept, adopted by several countries, aims to “pro-
vide convenient locale for business and leisure, including modern 
facilities, warehousing, infrastructure and adequate support services 
for safe, speedy and efficient handling of cargo”.

PITFALLS
In this game of air cargo, choice of aircraft is most crucial. A cheap 
and low cost aircraft might actually work out more expensive and fi-
nancially unviable. Also an expensive and sophisticated aircraft need 
not automatically be better and cheaper to operate. The experience 
of Hyderabad based publishing house-owned First Flight Courier 
with an ATP class of aircraft is ample proof. The ATP aircraft with low 
payload capacity proved highly uneconomical for long haul domestic 
operations and have been grounded. The company has shut down 
for the time being but has  plans to restart operations with two Boe-
ing 737 aircraft, but the time 
frame is uncertain.  

Dispatch of non-perish-
able cargo by air is compulso-
rily delayed at the airport of 
origin on account of security 
imperatives related to scru-
tiny, scanning and the man-
datory ‘cooling period’ of con-
signments. Delay imposes cost 
penalty. Also, consignments of 
perishables are highly sensitive 
to delay and warrant expedi-
tious clearance. On the other 
hand, the government’s recent decision to impose a penalty on car-
go which is not cleared within three days after arrival, has added a 
new dimension to the swathe of existing problems. In the absence 
of accountability on the part of the airport management and lack of 
efficient Electronic Data Interchange system, cargo clearing agents 
regard this new rule to be grossly unfair and an indirect way of en-
hancing revenue for airports. Presumably a noble intent, given the 
procedural complexities and poor infrastructure at airports, it ap-
pears unlikely that cargo can be cleared as expeditiously as the gov-
ernment desires unless there is an overall qualitative change.

Very recently, SIA Cargo announced its intention to withdraw 
service to Kolkata, where the company suffered heavy losses as 
cargo was held up there on account of an AAI strike and the 
company was asked to pay heavy demurrage, a demand that was 
withdrawn subsequently. This type of public sector culture is un-

likely to help matters in the future.
Despite the hype, all does not seem too well in the international 

cargo sector. It is reported that Air France-KLM Cargo is contemplat-
ing withdrawal from India as its cargo service is bleeding in the face 
of stiff competition on some routes with aircraft flying out to interna-
tional destinations with unfilled cargo space in the belly. 

A COMPARISON
In the air transport regime, carriage of cargo is less attractive than 
passengers despite the fact that it is less strenuous on airlines and 
a more lucrative business. As compared with passenger traffic, the 
payload capability of an aircraft is more optimally utilised when 
modified for a cargo role. Passenger seats, galleys, oxygen system, air 
conditioning ducts, in-flight entertainment systems and toilets en-
closures are dispensed with, thereby making more useable volume 
of space available for cargo. There is no requirement of cabin crew or 
catering arrangements onboard. 

The infrastructure required on the ground for handling of cargo 
against that for passenger movement is somewhat different. While 
the type of infrastructure for cargo may not be significantly less ex-
pensive, it is definitely less complicated or demanding. For example, 
in the event of delay or cancellation of flight, cargo does not require 
the same level of attention as passengers do.

Further, initial capital outlay on acquisition of aircraft for cargo is 
much lower as airliners that have outlived their utility as passenger 
carriers are modified for the cargo role. A passenger aircraft must be 
less than 15 years of age for import into the country. However, for 
cargo operation this is stretched to 20 years, and even 25 years, after 
inspection and due clearance by the DGCA. All these factors contrib-
ute to lowering the per km cost of movement of cargo.

Overall, investment levels in the establishment of an air cargo 
service are significantly lower than a passenger carrier 

THE FUTURE
As per the Association of 
Asia Pacific Airlines, data 
for 2007 indicates a slow-
down in growth in the air 
cargo sector in the Asia-Pa-
cific region but prospects 
for the future remain prom-
ising as most carriers in the 
region are in the process of 
expansion. Global decline 
in the financial markets re-
mains a matter of concern, 

but the industry is reasonably confident that this is only transient.
For India, there are clearly exciting opportunities ahead as this 

sector is practically starting from scratch. Like Dubai and Singapore, 
India has the attributes to emerge as a regional cargo hub. The gov-
ernment appears to be responsive to the demands of the sector and 
is taking bold steps in respect of infrastructure and policy regimes to 
provide the necessary impetus to this sector.

However, with a large number of domestic and international 
players emerging on the scene, there is bound to be a huge capac-
ity expansion in a short span of time leading to increased com-
petition. In the years to come, we may see a situation wherein, as 
in the case of passenger carriers, the customer will be king in the 
cargo sector too. Qualitative change in the service offered must 
therefore be high on the agenda of all stake holders in the air car-
go sector if the industry is to flourish.  SP

 Qualitative change in the 
service offered must be high 

on the agenda of all stake holders 
in the air cargo sector 

if the industry is to flourish
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P
ARDON THE EXPRESSION, BUT THERE’S 
no denying that Indians are taking to flying like 
ducks to water. In recent years, the number of 
passengers has grown by over 30 per cent and it 
is safe to predict that this rate will be maintained 
or even exceeded over the next few years. A wide 
choice of airlines and attractive offers to “fly at 

Re 1”, where taxes are consigned to the fine print, are persuading 
more and more people to take to the skies. 

And how is the business aviation segment faring? Ironi-
cally, the surge in passenger flights is driving business avia-

tion as well!  Many passengers are put off by the congestion 
experienced at airport lounges and the cascading delays espe-
cially in winter. It is a sad fact that air travel is not the luxury 
experience it was even a decade or two ago. While cut-rate 
passengers and the middle-class have no choice but to grin 
and bear it, sheer inconvenience is forcing many busy execu-
tives to grasp more convenient alternatives. Deregulation of 
business aviation, easy availability of ‘splurge money’ in the 
rapidly-growing Indian economy and more liberal regulations 
governing foreign investment are persuading many businesses 
to take the plunge and acquire their own private taxis in the 
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Despite the excellent outlook for Indian business aviation, it faces 
daunting challenges, including woeful infrastructure that’s showing signs 
of cracking under the current requirements, leave alone projected growth. 

The problems are likely to get worse before they get better.

By Joseph Noronha 
Goa

On A Roll,Uphill
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sky. The global ambitions of Indian companies are also driving 
demand like never before.

There were less than 40 private aircraft in India in 2005. Today 
the figure has crossed 200. The Directorate General of Civil Avia-
tion reportedly has another 200 applications pending for private 
aircraft registration. More and more manufacturers see India as 
one of the strongest markets for business aircraft in the Asia-Pa-
cific region. India is potentially bigger than China as it already 
has twice the number of billionaires. This segment is projected to 
grow at around 30-40 per cent annually. 

Business aviation clients are of various types. There are execu-
tives who prefer to fly privately on business considering the time 
saved, the increased productivity and the comfort well worth the 
extra cost. There are High-Net-Worth-Individuals who opt for pri-
vate air travel rather than risk the hold-ups and hassles that have 
become endemic to scheduled airlines. Then there are groups 
such as athletic teams, entertainers with their supporting entou-
rage, event management groups and politicians on a campaign 
trail. Business aviation is no longer a luxury but a necessity.  

With greater transparency and unfettered competition, prices 
generally come down. Though they may never equal what sched-
uled services can offer there is a clear trend towards more effi-
cient business aviation and reduction of costs. In addition, over 
the past decade or so, flexible ways to charter or own aircraft have 
made this option affordable to 
more companies and individu-
als than ever before. Some of 
these methods are slowly ar-
riving in India as operators 
woo customers to sign on the 
dotted line. They include block 
charters, jet cards, fractional 
ownership and negotiation of 
discounts on whole-aircraft 
charters for payment made up-
front rather than on credit.

For customers who fore-
see a requirement of 100 
hours or less of flying per 
year, block-charter arrange-
ments usually are the most 
attractive. Above that, frac-
tional ownership becomes 
the option of choice. Fractional ownership is similar to the 
familiar timesharing plans that many tourist resorts offer. An 
aircraft needs to operate at least 800 hours per year in order 
to make a profit. With some luck, a five-year fractional owner-
ship deal on a business jet for as little as 50 hours’ usage per 
year would probably be economically viable. That represents a 
one-sixteenth share, the smallest share one can buy on a busi-
ness plane. Fractional shares on helicopters can be just one-
thirty-second of the aircraft’s time, since helicopters generally 
fly much shorter distances and do not operate as many hours. 
India has a potential 2,000 fractional owners, according to 
some estimates. Bombardier has a convenient jet card system 
in its charter operation business, Skyjet, which permits clients 
to use a business jet for as little as 25 hours and also offers ‘on-
demand charter’ for clients who have only small or irregular 
requirements. Online booking and assured availability make 
it a much sought-after service in America and Europe. It will 
soon be offered across the world.

Pre-owned aircraft are another option and are hot favourites in 
this country. With at least 300 planes and helicopters expected to 
be bought in the next five years there is a significantly large market 
for second-hand aircraft. A pre-owned aircraft costs around half 
the price of a new aircraft but can be chartered at almost the same 
price. Thus the break-even point comes much sooner.

There are those who prefer their own aircraft. The Ambani 
brothers, Lakshmi Mittal, Vijay Mallya and Ratan Tata among 
others already own one or more jets. The prestige that goes with 
a private jet obviously far outweighs a Mercedes or even a yacht. 
The M&A spree that so many Indian corporations are indulging 
in on a global scale often requires transporting negotiating teams 
to a distant country at short notice in which case a company jet 
becomes essential.

Any takers for a supersonic business jet? Aerion Corporation 
is offering the Aerion SBJ to customers for delivery in 2014. Cost-
ing $80 million (Rs 335 crore), it will permit a super-comfortable 
business trip from Mumbai to Singapore and return, all in a day. 
Reportedly, five Indian customers have already been hooked.

Here are some of the current business proposals in the pipeline.
• Deccan Charters, which will soon be divested from Dec-

can Aviation, hopes to establish itself as a leading pro-
vider of corporate aviation in the country. The compa-
ny’s roots are in helicopter charters and it plans to build 

on this by adding at least 15 
business jets and an unspeci-
fied number of helicopters in 
the next five years. It believes 
that helicopters are emerging 
as a viable way for executives 
to travel.
• NetJets plans to introduce 
a fractional ownership and 
charter operation in India 
perhaps by forming a joint 
venture with an Indian op-
erator. At least 20 Indians 
already use NetJets’ services 
in Europe and should readily 
take to the desi offer. 
• Club One Air has been in 
the charter business for some 
years but now plans to ac-

quire a dedicated fleet of 11 Eclipse 500 very light jets 
and target the vast middle class using a ‘seat-on-demand’ 
model.

• BJets, a Singapore based company, is scheduled to launch 
Asia’s first dedicated fractional ownership business by the 
end of 2008 with a 40 strong fleet comprising 20 Cessna 
Citation CJ2+ light jets and 20 mid-size Hawker 850XPs 
and 900XPs. Based primarily in Mumbai and Singapore, 
this would be the biggest fleet of private jets in Asia.

The picture, however, is not all rosy! Despite the excellent out-
look for Indian business aviation, it faces daunting challenges, in-
cluding woeful infrastructure creaking even to keep up with cur-
rent requirements, leave alone projected growth. These problems 
are likely to get worse before they get better. Current estimates 
suggest that around Rs 100,000 crore ($23.8 billion) needs to be 
spent over the next five to seven years on improvement of civil 
airports and air traffic services.

• Lack of space at airports is becoming a major hurdle as 

 India will require 6,000 
pilots besides aviation 

engineers and other skilled 
personnel to meet its 

combined aviation needs 
over the next decade. The 
existing training facilities 

can meet only a small 
fraction of the requirement.
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commercial aviation expands. India has around 135 opera-
tional airports. However, in addition, there are another 300 
or so rarely used or abandoned airstrips that could well be 
revived and developed into business aviation hubs. 

• There is also an acute shortage of maintenance facilities 
for business aviation. In fact, operators face constraints 
at every step. For example, there are no general aviation 
terminals, poor facilities for ground handling, lack of 
hangar space and park-
ing and no dedicated 
heliports. 

• India will require 6,000 
pilots besides aviation 
engineers and other 
skilled personnel to 
meet its combined avia-
tion needs over the next 
decade. The existing 
training facilities can 
meet only a small frac-
tion of the requirement.  

• Proliferation of light air-
craft into Indian skies 
would severely test the 
abilities of air traffic con-
trol services. Automation 
is the need of the hour. 

• There are no separate guidelines for general aviation in 
India which entails a difficult regulatory environment 
for business aircraft. This is partly due to a lack of un-

derstanding of the needs of corporate travel. Having paid 
extra to save time via charter flights, executives are back 
to square one by having to go through the same time-
consuming formalities as general passengers. The same 
goes for aircraft movement procedures, some of which 
were made more than half a century ago. For instance, it 
takes about a week for foreign-registered aircraft coming 
into India to get clearance. 

• Growth depends a great 
deal on the price of aviation 
fuel.

Despite the problems, busi-
ness aviation is expected to 
keep growing at a tidy clip for 
years. While corporate trans-
port will become a key issue 
for large business groups in an 
international growing market, 
the day is not far when the up-
per middle class will at least 
consider the option of charter-
ing aircraft, perhaps even a VLJ, 
and charter services will surely 
expand from the metros to Tier 
II and Tier III towns. The future 
is bright if the government re-

alises the link between business aviation and the country’s eco-
nomic boom. But aviation experts have also sounded a warning 
that if the growth and expansion turn out to be unbridled there 
could be turbulent skies ahead.  SP

 The day is not far when 
India’s upper middle class 
will at least consider the 

option of chartering aircraft, 
perhaps even a VLJ, and 

charter services will surely 
expand from the metros to 
Tier II and Tier III towns

BUSINESS AVIATION: There are 
executives who prefer to fly privately and 
consider the extra cost worth the game
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T
HE GAY ABANDON WITH WHICH crude oil 
prices have scampered up the slope of a scary price 
curve has in the past few months triggered heated 
debates in the aviation circles over three inter-
linked issues. The first one is whether the rising 
aviation fuel prices ought to be passed on to the 
passenger or be absorbed by the airlines through 

an exercise of ever-diminishing margins. In India, the Minister of 
Civil Aviation has accentuated  the debate by averring that air travel 
is no longer a luxury  but a necessity. An analogous extension of his 
argument is that the Ministries of Petroleum and Finance ought 
to act decisively on rising fuel prices so that the aviation industry 
does not repeat the disaster of the early 1990s when a number of 
newly established private airlines fell like nine pins. The second one 
is about biofuels augmenting or replacing fossil fuels, even in the 
aviation industry and the third, related debate is about the trade-off 
between production of biofuels and food. 

That the rise in the cost of aviation fuel is worrisome is recog-
nised by the government, the airlines and passengers. On an av-
erage, airfares have been hiked every six weeks or so in the last 
year. Airline losses in India are mounting and the big boom in the 
industry is threatening to slow down. The situation may reach 
a point of no return unless some action is taken soon. However, 
from the political point of view, doing something about it is dif-

ficult. Petrol and diesel prices are election-sensitive issues for the 
government, which has its eye on the next polls. Therefore it is 
convenient to pass on the lion’s share of the responsibility of any 
increase in crude prices to the aviation sector. While the prices of 
petrol, diesel, kerosene and cooking gas have been reasonably sta-
ble, the price of aviation fuel has been constantly rising. The most 
optimistic prognosis for crude oil price per barrel is $50 (Rs 2,133) 
by end 2008, which seems to be wishful thinking or misplaced op-
timism as a majority of analysts and researchers do not see prices 
falling in the near future. Indeed, Goldman Sachs forecasts a $200 
(Rs 8,530) per barrel within two years. While spikes in oil prices 
have occurred in the past, this sustained and high rate of price 
rise has intensified the search for alternatives and biofuels, being 
the next best thing to fossil fuels, are not a close second.

It is easy to get misled by the above remarks into thinking that the 
biofuel initiatives that have been put into place in the past and are be-
ing accelerated now are driven by the need to find a cheaper alterna-
tive to aviation fuel. Indeed that was perhaps never a consideration 
at all and has only now started exercising aviation fuel producers and 
policy makers. The evolution of biofuels has been spawned basically 
by the need for greener fuels and sustained by policies allied to en-
ergy, transportation, agricultural, trade and environmental issues.

Essentially, biofuel is fuel derived from biomass or organic mate-
rial such as sugarcane or corn, which contains stored energy from 

By A.K. Sachdev 
Bangalore
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Biofuel, essentially, is fuel derived from biomass or organic material, 
such as sugarcane or corn, which stores energy from the sun in the form 
of chemical energy. This stored chemical energy is then converted into 

biofuels that play a key role in the reduction of greenhouse gases.

Powered by Green 
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the sun in the form of chemical energy. This stored chemical energy 
is then converted into liquid fuels called biofuels which are mixed 
with conventional fossil fuels and can produce significant environ-
mental benefits by reducing CO2 emissions. The reduction of green-
house gases pollution is the main advantage of utilizing biomass 
energy. The term modern biomass is increasingly being used to de-
scribe the traditional biomass use through efficient and clean com-
bustion technologies and sustained supply of biomass resources, 
environmentally sound and competitive fuels, heat and electricity 
using modern conversion technologies. 

Bio-ethanol and bio-diesel are modern biofuels used in transpor-
tation. Bio-ethanol is derived from alcoholic fermentation of sucrose 
or simple sugars, which are produced from biomass by a process of 
hydrolysis. It is a petrol additive/substitute. It is possible that in the 
future, wood, straw and even household waste may be economically 
converted to bio-ethanol. One country that has really got on to the 
biofuel bandwagon very smartly is Brazil, which is the world’s largest 
producer of ethanol. There are two kinds of fuel available in Brazil 
for cars—one has a mix of petrol and ethanol in 75:25 ratio while the 
other is 100 per cent ethanol. Almost three-fifths of the cars being 
sold there are 100 per cent ethanol fuelled.

Without succumbing to an exhaustive primer on biofuels, suf-
fice it to say that the current generation of biofuels is derived from 
food crops and requires intensive land, water, energy and chemical 
resource inputs. While the environmental literature including green 
aviation write-ups is focused 
mostly on net carbon offset 
and net energy gain, the im-
pact on human health, soil 
quality, bio-diversity and wa-
ter depletion are largely lost 
sight of. One of the spin-offs 
of the food versus fuel de-
bate is to expand the thought 
processes on environmental 
issues to include all these pe-
ripheral but important issues. From a macro point of view, the extent 
of the impact of biofuels on the global fuel scene is rather dismal as of 
now but perhaps not for long! 

Since 2000, the biofuel production around the world has regis-
tered an annual growth rate of around 20 per cent. At the end of 2007, 
the combined production of bio-ethanol and bio-diesel all over the 
globe was about 16 billion gallons—the equivalent of over one mil-
lion barrels per day. The overall proportion that biofuels represent in 
the transportation liquid fuel market worldwide is only two percent 
in energy terms. Thus, petroleum’s monopoly is going to continue for 
a long time by any calculation or projection. That is not to say that 
the biofuel boom is insignificant. For several years, government sup-
port in the US, Europe, Brazil and elsewhere has bolstered research 
and thought processes on biofuel use. 

The US has mandated biofuel production as a policy to reduce 
global warming emissions. Along with the national security, oil de-
pendence and other perceived benefits, these agriculture-based al-
ternative fuels are projected as having lower global warming emis-
sions than the petroleum-derived gasoline or diesel fuel they replace. 
President Bush signed the 2007 Energy Bill, requiring the mixing of 9 
billion gallons of such fuels into the gasoline supply in 2008. The man-
date is mostly met by corn-based ethanol and hence the infamous 
debate on food or fuel. Europe has also set similar targets for biofuels, 
mostly bio-diesel made from palm oil, rapeseed, or soybean.

Verbal attacks on the biofuel industries have intensified in the 

recent past, especially so with rising food prices all across the world. 
Wheat, corn and soybean prices are currently at peak levels. A part 
of the reason is poor harvests and the rise of energy needs attendant 
upon industrial and economic growth. However, the demand for 
grain and vegetable oil from the biofuel sector has also contributed 
to the rise in food prices. The notable feature of the food versus fuel 
debate is not the short term ‘either-or’ aspect such as available land 
can be used either for food or fuel purposes. On the other hand, 
the larger issue is the overall impact of biofuels on greenhouse gas 
emissions as against conventional petroleum-based fuels. Modern 
and highly intricate analytical tools are being used now to carry 
out life cycle analyses to summate all the fossil fuel inputs required 
to fertilize, harvest, convert a crop into biofuel and transport it to 
wherever required, thus coming up with comparative cost-benefit 
analyses using gas emissions as the currency for cost. 

Ethanol derived from corn starch, over 40 per cent of world bio-
fuel production, continues to be the centre of attraction for stud-
ies on comparative gas emissions in relation to those from petrol. 
There are reports suggesting that emissions over the life cycle of 
corn-based bio-ethanol are very close to those of gasoline owing 
to the many fossil fuel inputs throughout the corn growing and 
ethanol conversion process. Thus as the bio-fuel resource base is 
limited by the amount of land that must remain under cultivation 
for food, animal feed and fibre production, the trend may shift to 
second generation biofuel crops such as bio-ethanol from cellulosic 

feedstock that do not com-
pete with food. Since cellu-
lose is present in every plant 
there is an abundance of low 
cost feedstock material avail-
able. There is no difference 
between corn and cellulosic 
ethanol in terms of use since 
both are ethyl alcohol. 

As far as the aviation in-
dustry is concerned, biofuels 

need to cross the major barrier of meeting quality standards. While 
biofuels can be used instead of traditional petroleum fuels, they do 
not deliver the same performance. Bio-ethanol has lower energy con-
tent as compared to petrol which results in loss of fuel economy. As 
far as aviation fuel, especially jet fuel, is concerned, biofuels do not 
show any promise of fulfilling that need in the near future. Alternative 
fuels from natural gas may become a reality before biofuels appear at-
tractive to the aviation industry. In 2006, the USAF, the Pentagon’s 
largest consumer of fuel, for the first time flew a B-52 on a 50-50 blend 
of the military’s conventional JP-8 fuel and Syntroleum synthetic fuel 
produced from natural gas using a Gas-To-Liquid (GTL) process. 
Civil aviation may also benefit from this technology and use GTL fuel 
in jet powered aircraft. 

Coming back to bio-fuels and aviation, a pleasant thought 
to partially neutralise the lack of good news about a near-future 
bio-solution to the upwards trajectory of the NYMEX is that the 
aviation industry does not use only jet fuel. There are support ve-
hicles that guzzle fuel albeit not at the same frightening rate as 
a jet engine in flight. Thus biofuels represent solutions that help 
combat the high fossil oil prices and thereby, provide some relief 
to the industry. Meanwhile the industry can continue to dream of 
a biofuel that will replace fossil fuel for a jet engine at a cost lower 
than the latter as well as lead to lower greenhouse gas emissions. 
When that happens, airlines would smile again but environmen-
talists would have cause for the heartiest last laugh.  SP

 As far as the aviation industry 
is concerned, biofuels need to 

cross the major barrier of 
meeting quality standards
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E
UROPE’S BUSINESS AVIATION SHOWCASE, 
THE European Business Aviation Convention & 
Exhibition (EBACE) is the second biggest business 
aviation event in the world after the National Busi-
ness Aviation Association. Several major manufac-
turers, however, insist it is the most important—a 
claim substantiated by this year’s show in Geneva 

that was voted a huge success. Bolstered by a record number of visi-
tors and representation 
by top OEMs across the 
world, the event wit-
nessed a flurry of orders 
and tales of major new 
investments in the sec-
tor. Little wonder that 
both operators and 
manufacturers left Ge-
neva beaming.

California’s on-de-
mand operator XOJet 
announced $2.4 billion (Rs 10,247.5 crore) of fresh investment 
and has unveiled ambitious plans to launch operations from Abu 
Dhabi later this year. “No one has ever raised this kind of capi-
tal in this industry,” says Chief Executive Paul Touw. “Of course, 
no one ever had a model like ours.” In September, the first of 80 
Challenger 300s joins the fleet, and soon the company will select 

a long-range aircraft—the third and final model for the fleet.
Swiss-based VistaJet stunned visitors with the announcement 

that it is to buy Bombardier’s international charter operator Skyjet. 
The deal includes Skyjet’s bases in Farnborough, Dubai and Hong 
Kong, and makes VistaJet the second-largest private jet company 
outside North America, behind NetJets. Both parties have agreed not 
to disclose the sum VistaJet has paid for Skyjet International, and the 
deal depends on a final contract being signed by the end of June at 

the latest, says VistaJet’s 
Group CEO Bing Chen.

Another company 
with aggressive expan-
sion plans was ExecuJet. 
Expanding its worldwide 
presence, at EBACE the 
Swiss-based company 
announced the setting 
up of new national head-
quarters in Russia, India 
and China, and has con-

tinued its expansion into Europe with the opening of a UK base in 
March. The new Russian office, in Moscow, already has two sales 
representatives whose primary focus will be for Grob’s spN light jet 
and Aerion’s SBJ. The company’s expansion into Asia is testament to 
the growing demand for business aviation in the Asia-Pacific region. 
The Indian office, in Mumbai, will initially focus on the SimplyFly 

Bombardier’s latest market study forecasts growth in non-US markets 
could drive business jet deliveries to 1,320 annually between 2008 and 2017, 

compared with the industry average of 620 from 1998 to 2007
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Mercury
Rising

 Swiss-based VistaJet stunned 
visitors with the announcement 
that it is to buy Bombardier’s 

international charter operator Skyjet
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ownership model, as well as sales of all its representative brands: 
the Bombardier range of business jets and Grob’s spN light jet. “We 
clearly recognise the growing requirements from business jet owners 
in India for professional business jet services,” says ExecuJet Group 
Managing Director Gerrit Basson, who intends to develop the office 
to establish a local aircraft management division, a charter office 
and a full maintenance facility from where it can best support the 
huge numbers of jets that are coming into the Indian market.

Bombardier took the opportunity to announce its market fore-
cast. Fuelled by a strong order intake and a record backlog, the Ca-
nadian company is optimistic about increasing delivery numbers 
through the next decade. Growth in non-US markets is expected 

to drive the business jet deliveries to 1,320 annually between 2008 
and 2017, compared with the industry average of 620 in the period 
from 1998 to 2007, according to the Canadian company’s latest 
forecast. The forecast—estimating value of more than $300 billion 
(Rs 12,80,244 crore) over the 10 years—does not include aircraft it 
has categorised as Very Light Jets, such as the Beechcraft Premier 
I, the Cessna Citation Mustang, CJ1+, CJ2+, Eclipse and Embraer 
Phenom 100. Bombardier Vice-President Strategy and Business 
Development Mairead Lavery says deliveries should rise steadily 
from nearly 1,000 this year to almost 1,500 in 2017, although or-
ders are expected to drop from just under 1,800 last year to fewer 
than 1,000 next year before beginning to climb again.

Last year’s surge in orders came as a surprise, Lavery says, en-
couraging Bombardier to boost its delivery forecast dramatically 
from the 2007 forecast of 995 a year in the period from 2007 to 
2016. These expectations, she says, stand despite a possible US 
economic downturn. Key factors underpinning Bombardier’s 
optimism include the fact that about 20 major new aircraft pro-
grammes are set to bear fruit in the next decade, and markets 
outside North America have grown to represent more than half of 
world business jet deliveries and 67 per cent of orders in 2007.

Golf maestro Adam Scott, meanwhile, is the new face of Gulf-
stream in Asia Pacific and he came to EBACE to seal the agree-
ment. The Australian star, who is consistently ranked in the world 
top 10 and has six PGA Tour titles to his name, will promote the 
Gulfstream brand across the region. SP 

BIG BUDGET BUYS

EBACE STAYED TRUE TO ITS TRADITION OF ORDERS GA-
LORE EVEN AS SOME FAIRLY SIGNIFICANT DEALS AND 
MILESTONES WERE SIGNED IN GENEVA

Airbus secured its largest ever widebody VIP order for the sale of 
six A350 XWB Prestiges to MAZ Aviation of Saudi Arabia. The 
deal at list prices was valued at some $1.5 billion (Rs 6,391.5 
crore) and the first delivery is scheduled for sometime in 2015.

Bombardier secured a massive order worth some $1.3 billion (Rs 
5,539 crore) from Swiss-headquartered, but Malaysian-financed, Vista-
Jet. The deal covers 35 firm aircraft and a further 25 options. Firm orders 
are for 11 Challenger 605s, 13 Learjet 60 XRs and 11 Learjet 85s.

Europe’s largest business jet operator NetJets Europe signed for 20 
more of Dassault’s Falcon 2000LXs worth approximately $720 million 
(Rs 3,068 crore), adding to NetJets’ previous order for 10 of the type.

Embraer also tasted success with sales totalling $105 million (Rs 447 
crore) covering firm orders of four Phenom 100s, a single Phenom 300 and 
two Legacy 600s. Hawker Beechcraft was not left out in the cold and had 
taken 40 firm orders and a further 30 positions on its newly unveiled Pre-
mier II. Additionally, the company inked a deal with Indian-based start-up 
fractional and block charter operator BJETS for 10 Hawker 4000s as well as 
options for a further five worth in excess of $330 million (Rs 1,406 crore).

Cessna, meanwhile, received an order from Austrian charter giant 
Jet Alliance for 24 more aircraft, taking its Citation orders this year to 50: 
four Mustangs, seven CJ2+s, 11 CJ3s, three CJ4s, 10 XLS+, seven Sover-
eigns, four Citation Xs and four of the OEMs latest large-cabin Citation 
Columbus variant. Additionally, an order from Russian air taxi operator 
Dexter for 20 Mustangs was also clinched at the show. Cessna’s entry lev-
el jet should be certificated in Russia in early 2010. Cessna also penned 
a deal with Lufthansa Private Jet worth more than $50 million (Rs 213 
crore) for seven Citations, two CJ1+, two CJ3 and two XLS+.  Delivery of 
the Citations will be by spring next year. n

—Phil Nasskau, Geneva

AMBITIONS UNVEILED

THIS YEAR’S EBACE SPELT BONANZA FOR BUSINESS 
AVIATION, BOTH LARGE AND SMALL

Eclipse has been struggling to secure the European Aviation Safety 
Agency’s (EASA) certification for the last two years and there is still 
no date in sight for European certification of the very light jet, ac-
cording to Eclipse Aviation executives at the European Business 

Aviation Convention & Exhibition 2008 (EBACE). Eclipse also denied any 
anticipated EASA demands on equipment or performance would entail 
changes to the aircraft that were not already within the company’s plans.

Boeing announced that it had started work on the first BBJ 3, the VIP 
variant of the 737-900ER. At its Washington facility, the staff is currently 
building wing parts which will be fixed to the fuselage prior to the aircraft 
joining the 737 moving assembly line. Boeing has orders for eight and the 
first is set to enter service in 2009.

Business aviation stalwart Gulfstream, meanwhile, revealed more 
about the G650. The new jet, when it enters service sometime in 2012, will 
take on the mantle of the fastest civil jet from Cessna’s Citation X. The G650 
will have a maximum cruise speed of Mach 0.925, as well as offer 28 per 
cent more cabin volume and 30 per cent more floor area than Gulfstream’s 
current flagship, the G550. 

French airframer Dassault formally announced its Falcon 900LX, the 
upgraded versions of the 900EX EASy. It will be built on the same platform 
as its predecessor, but features winglets and an extended range to 4,800 nm. 
Certification of the twin-jet is expected in the first half of 2010 and deliveries 
will start in mid-2010.

Plugging the gaps in its family, Embraer added to its Legacy with the 
launch of MSJ and MLJ programmes. The mid-light is the Legacy 450, while 
the large mid-size becomes the Legacy 500. The two jets come with a ‘spe-
cial offer’: an introductory price for the aircraft. The Legacy 450 is priced at 
$15.25 million (Rs 65 crore) and the 500 will cost $18.4 million (Rs 78 crore).

Competitor Bombardier further clarified Learjet 85 performance fig-
ures. The programme has now entered the “Joint Definition Phase” which 
is where the design will start to become frozen. Vice President for the pro-
gramme David Coleal said, “The 85 is 42 per cent bigger than the 60 XR and 
fits in nicely between the 60 XR and the Challenger 300.”

Hawker Beechcraft unwrapped the Premier II, an upgraded version of 
the Premier IA. The more capable variant of the Premier family offers greater 
range, speed and altitude. 

Italian manufacturer Piaggio used EBACE to unveil its new interior up-
grade package for the Avanti II.  The new interior comes under the marque 
of Avanti II.it. Vice President Commercial Giuliano Felten said at EBACE: “.it 
stands for ‘Italian technology’ and that is exactly what we have brought on 
the P.180 with this new option.”

French airframer EADS Socata showed off the new Model 2008 TBM850 
turboprop. The single-engined aircraft features an all-glass cockpit based on 
the Garmin G1000 for reduced pilot workload and ease of maintenance. n

—Phil Nasskau, Geneva
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A
N ACCIDENT MAY BE ATTRIBUTABLE to ‘Pilot 
Error’ but what needs to be examined is the circum-
stances that led to the pilot making a mistake.

In December 1978, an airliner with 189 passen-
gers and nine crew on a scheduled flight between 
Denver and Portland, developed a landing gear 
problem but crashed before attempting a landing. 

The inquiry concluded that the flight crew had not monitored the 
fuel state. The aircraft crashed due to fuel starvation.  

In July 1991, a chartered flight with 247 passengers and 14 
crew bound for Sokoto (Nigeria) crashed after take off at Jeddah. 
The inquiry found that the maintenance team that cleared the 

aircraft had not adequately charged the main wheel tyres. The 
Ground Manager, who had been in charge of the charter flight, 
would not accept any delay in departure. The cockpit crew re-
alised there was some problem during the take off run but de-
spite the co-pilots’ caution, the captain continued with the take 
off. The under-inflated tyres finally burst due to overheating. On 
retraction of the landing gear, the overheated tyres damaged the 
hydraulic lines leading to hydraulic failure and loss of control. The 
aircraft crashed when the pilot attempted a landing.

In November 1996, a scheduled passenger flight with 289 pas-
sengers and 23 crew from Delhi took off and was climbing to the 
assigned flight level. At the same time, a chartered flight with 27 
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Communication
Holds The Key

Crew Resource Management is defined as a tool to use all  
available resources effectively to conduct safe and efficient  
flight operations. Pilot error is obviated when all personnel  

perform to achieve common objectives of safety and efficiency.

By R. Srinivasan 
Coimbatore
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passengers and 10 crew was in-bound to Delhi, descending to the 
cleared level. Rather suddenly, both the aircraft disappeared from  
the radar screen. The two aircraft  had collided in mid-air and 
crashed. There were no survivors. The inquiry concluded that the 
probable cause was  non-adherence to ATC instructions by the 
descending aircraft.

In the Denver-Portland incident, the National Transport Safety 
Board (NTSB) investigation revealed that when the landing gear was 
lowered, a loud thump was heard. This unusual sound was accom-
panied by abnormal vibrations and yaw of the aircraft to one side. 
The right main landing gear retract cylinder assembly had failed due 
to corrosion and that allowed the right gear to fall free. As per indica-
tions in the cockpit,  the right main gear appeared to be  down and 
locked. However, the rapid and abnormal free fall of the right main 
gear damaged the microswitch and the consequent short circuit ac-
tivated the ‘Gear Down & Locked’ indication in the cockpit. Unusual 
indicators, such as the loud noise, vibration and yaw, led the captain 
to suspect a problem with the landing gear. He opted to abort the 
landing and climb to a safe height assigned by the ATC so that they 
could diagnose the problem and prepare the passengers for a pos-
sible  emergency landing. While the decision to abort the landing 
to investigate the cause of the 
unusual behaviour of the air-
craft was correct, the accident 
occurred because the flight 
crew became so engrossed 
with the procedure and activi-
ties to  diagnose the problem 
that they failed to realise that 
the aircraft had run out of fuel. 
The aircraft had a problem 
with the right main landing 
gear but ultimately crashed 
due to fuel starvation.

As a result of this acci-
dent, the concerned airline 
started a Cockpit Resource 
Management (CRM) pro-
gramme in the company. 
Initially, the programme was   
regarded by some pilots as a 
‘waste of time’, especially the ‘seasoned’ ones in the  airline. “How 
can armchair managers lecture a pilot who has tonnes of flying 
experience with ‘proven’ leadership and airmanship qualities?” 
was the general refrain. 

But the CRM programme was successful and other airlines fol-
lowed suit. This programme was conducted for the cockpit  crew 
which included  pilots, flight engineers and navigators. It consisted 
of a management approach to human factors like leadership and in-
ter-personal behaviour apart from simulated training also referred 
to as Line Orientated Flying Training (LOFT). In 1986, a workshop 
conducted by NASA perused reports drawn up by many airlines that 
had started the CRM programme. A working group concluded that 
CRM must become an integral part of  flight operations training and 
not be conducted in isolation as  was being done at that time. The 
‘C’ in CRM was changed to stand for ‘Crew’ instead of ‘Cockpit’. 

CRM focuses on cognitive aspects on human factors such as 
team dynamics, decision making, communication, situational 
awareness, leadership, stress and others factors. Also, the term 
‘crew’ represents not only the flight crew but also the complete 
range of persons who are responsible for a safe and efficient flight 

whether in the aircraft or on the ground such as dispatchers, load 
and trim staff, air traffic controllers and others. 

In the case of the Jeddah crash, it all began when the main-
tenance engineer discovered that one of the main wheels tyres 
was not  inflated to the required pressure. He pointed this out to 
his superiors and suggested that the tyre be properly charged or 
changed. However, due to paucity of time, the manager in-charge 
of the charter operations insisted the flight take off without delay. 
The pilots were not informed about the under-inflated tyres. Dur-
ing the take off roll, the pilots suspected a problem but carried on 
leading to tragic consequences. This episode reflects lack of fac-
tors key to CRM, namely, team dynamics, decision making ability 
and situational awareness. There was no lateral communication 
between the maintenance team and the project manager, alerting 
them to the possibility of a disaster. The pilots did not know that 
the aircraft was unserviceable. The project manager was ignorant 
about the consequences of under-inflated tyres. It was a recipe for 
disaster even before the aircraft taxied out! 

Jeddah is an example of decisions not made. In hindsight, if 
the engineer had rectified the problem of under-inflated tyres or 
the manager-in-charge of operations had taken a decision to delay 

the flight or the captain had 
aborted the take off during 
the roll, the accident could 
have been avoided. 

Crew Resource Manage-
ment is defined as a tool to 
use all available resources ef-
fectively to conduct safe and 
efficient flight operations. Pi-
lot error is obviated when all 
personnel perform to achieve 
common objectives of safety 
and efficiency. There has to 
be effective communication 
not only within the depart-
ments but amongst the dif-
ferent departments.

Communication is the 
backbone of good CRM prac-
tices. But effective communi-

cation is more difficult than most people realize. A study by NASA 
has revealed that 70 per cent of civil aviation accidents are attribut-
able to improper or inadequate exchange  of information between 
air traffic controllers and aircraft or  between crew members. Some-
times it may involve the receiver perceiving the communication in 
a totally different sense from what is conveyed due to differences in 
language, cultural backgrounds and linguistic barriers—factors that 
may have contributed to the mid-air collision near Delhi in 1996. 
The disastrous collision of two Boeing-747 aircraft on the runway in 
the Canary Islands was also attributed to miscommunication. 

Arthur Hailey and John Castle’s fictional work Runway Zero 
Eight, also called Flight Into Danger, penned in the 1950s captures 
the essence of good communications and team work. During a 
flight, both the pilots were incapacitated and a passenger with 
some flying experience, assisted by a steward, was talked down 
by the ATC to a safe landing. The concept of CRM was not in exis-
tence at that time but the cooperation between different depart-
ments and airlines, during a critical situation as described in this 
work of fiction, is remarkable. Would it be possible to replicate 
this in civil aviation today?  SP

 Communication is the 
backbone of good CRM practices. 

CRM focuses on cognitive 
aspects on human factors such as 
team dynamics, decision making, 

communication, situational 
awareness, leadership, stress 

and others factors.
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Critical CARE

R
ECENTLY AN AIRBUS 310 CHARTERED 
from Jordanian Airlines had a technical problem 
with its pressurisation system in flight at high al-
titude. The aircraft with 210 passengers onboard 
was flying at approximately 33,000 ft when it 
experienced sudden loss of cabin pressure. Full 
details of technical failure are not known but the 

pilot had descended rapidly at approximately 7,500 ft per minute 
and had made an emergency landing at Muscat International Air-
port. On landing, one passenger collapsed even as 73 were diag-
nosed with varying degrees of baro-otalgia, otitic barotrauma and 
sinus barotrauma. Few had bleeding ears and noses.

Initially, the passengers were provided medical treatment at 
the airport emergency clinic; subsequently, they were treated as 
OPD cases at the local military hospital and declared unfit to 
fly for three days. The one who had collapsed was hospitalised 
for three days and treated symptomatically till full recovery. All 
those affected were flown to their destinations after four days 
by another aircraft.

ASPECTS OF THE EPISODE
Aero-medical: While all 210 passengers were exposed to the 
same environmental conditions, how is it that only 73 were af-
fected by the rapid descent following loss of cabin pressure? 
Pressure changes can affect human beings quite dramatically as 
the episode above illustrates. The human body has a number of 
cavities that are filled with air. Of special significance are those 
located within the skull since the bony cage prevents any scope 
of distention. Reduction in atmospheric pressure will cause the 
air in the bony cavities to expand. This causes severe pain and 
discomfort in the sinuses during rapid descent in the event of 
pressurisation failure.

Also, delicate balance between the air pressure on both sides 
of the eardrum is maintained through a narrow tube called the 
Eustachian Tube that runs between the inner side of the eardrum 
and the throat. For some reason if the Eustachian Tube is blocked 
as in case of the individual suffering from a cold or a viral infec-
tion, a large pressure differential will develop between the exter-
nal and internal parts of the eardrum during rapid descent. This 
will lead to severe discomfort and possibly even perforation of 
the eardrum. This is called ‘Otitis Barotrauma’. Air trapped in the 

dental cavities or Barodontalgia can also cause a lot of pain. Gas 
in the stomach and intestines may also expand thus causing flat-
ulence and discomfort. The reason why only a few had the nasty 
experience was possibly because the affected group was unaware 
of how to equilibrate changing pressures relative to the ear drum. 
In layman’s terms, how to “clear the ear”. This by itself is perhaps 
the subject of another topic.
Medical facilities at aerodromes: What are the support ser-
vices required at an airfield to cater for such large scale casualty 
handling for in-flight emergencies? Ground support systems at 
an airfield must surely cater for such incidents. It is imperative 
that medical personnel trained in emergency care be available 
round-the-clock at the airport medical facility for immediate re-
sponse followed by quick transfer of patients to designated refer-
ral hospitals. There has to be a clearly formulated emergency plan 
which also covers crash and rescue.

INDIAN AIRPORTS
Are airports in India equipped to tackle aviation related emergen-
cies? There are international guidelines for tackling communicable 
diseases. Remember the havoc caused by the SARS pandemic just 
five years ago? But then, for routine aviation related afflictions and 
ailments, there are only a few regulatory provisions on airport ser-
vices. A thorough review of the importance of good quality and 
prompt medical care facilities at the existing as well as the green-
field airports planned to be commissioned in the future is needed. 

Very recently an elderly passenger fell while getting off the bus 
on reaching the terminal and suffered a hip fracture. It was report-
ed that he lay for several hours at the terminal medical facility in 
agony without treatment. Finally, he was taken to a private hospital 
by friends. This incident took place at a major airport which had 
obviously not been geared for the emergency even for a single pas-
senger. The chaos and confusion in the wake of a major disaster 
would be unimaginable. We are in the process of upgrading our 
airfields, restoring unused ones and setting up greenfield airports. 
From the present 128 airports manned by the Airports Authority 
of India, there is talk of the figure touching 600. There has been an 
explosive growth in passenger traffic and prognostications are that 
this will be sustained in the foreseeable future. Amid the hype of 
growth and development in the aviation industry, the critical as-
pect of passenger care must not be ignored.  SP

Critical CARE
Are airports in India equipped to 

tackle aviation related emergencies? 

INFRASTRUCTURE / AIRPORTS

By Dr U.S. Mohalanobish  
Bangalore
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RUSSIA’S LARGEST WARPLANE MAKER IS poised 
to launch the country’s regional passenger jet produc-
tion targeted at the markets in the West. Barely a few 
days after successful taxiing and run tests, the Suk-

hoi Superjet 100 (SSJ100) accomplished its first test flight at its 
manufacturing base at Komsomolsk-on-Amur, setting the stage 
for the 78 to 98 passenger mid-liner to create a big bang in the 
regional jet market. With a price tag of $28 million (Rs 118 crore), 
the Sukhoi Superjet is expected to breathe a fresh lease of life into 
the $8 billion (Rs 33,600 crore) per annum regional jet market. 

The SSJ100’s competitive price and its other advantages 
could well give rivals Embraer and Bombardier cause to worry. 
Low cost, locally sourced materials ensure the Superjet is around 
20 per cent cheaper to build than the competitors’ aircraft. The 
Russians also believe that new fuel-efficient engines will lead to 
operating costs that are 10 to 15 per cent lower than either Bom-
bardier or Embraer models. “The excellent technical and flight 
characteristics make the Sukhoi Superjet 100 a unique project for 
the Russian industry. Every minute of the first flight was both an 
exciting expectation and an impressive experience,” asserted Vic-
tor Subbotin, President of Sukhoi Civil Aircraft.  SP

COMPARABLE AIRCRAFT
Embraer E-Jets Bombardier CRJ700/900/1000 Bombardier CSeries

ACAC ARJ21 Antonov An-148 Mitsubishi MRJ

TECHNICAL SPECIFICATIONS
SuperJet 100 (75 Seats) Superjet 100 (95 Seats)

Basic LR Basic LR

Aircraft length ( ft/m) 86.38/26.33 97.86/29.828

Max. takeoff weight 
(lb/kg)

85,585/
38,820

93,210/
42,280

93,740/
42,520

1,01,150/
45,880

Max. payload (lb/kg) 20,130/9,130 26,995/12,245

Passenger capacity in 
one class configura-
tion (seat pitch 32”)

78 98

Range ( full passenger 
payload) (nm/km)

1,570/2,900 2,460/4,550 1,590/2,950 2,390/4,420

SSJ100
First Flight

GREEN LASER TECHNOLOGY THAT  
SWEEPS airport runways to scare away birds could 
help civil aviation authorities combat a large threat to 
aircraft safety during take off and landing. At Airport 

Expo Dubai from June 2 to 4, French company Lord Ingenierie 
will showcase the latest generation green laser technology which 
is already used by more than 40 airports around the world.

As the aviation industry expands and the volume of air traf-
fic continues to increase, so does the serious threat posed by 
bird strikes, but the sophisticated laser technology could help 

many airports throughout the Middle East tackle the menace.
According to the International Civil Aviation Organisation, 

90 per cent of bird strikes occur at or near airports during take-
off or landing and the US Federal Aviation Administration has 
reported 61 per cent of bird strikes occur at a height below 30 m. 
Nearly 65 per cent of bird strikes occur at dawn or dusk, when 
birds are on runways in search of food. Bird and wildlife strikes to 
aircraft costs the US civil aviation industry more than $600 mil-
lion (Rs 2,589 crore) annually, while 220 people have been killed 
worldwide as a result of bird strikes in the last 20 years.

The automatic laser system, TOM500, and handheld laser 
torch, LEM50, were developed by ornithologists from the French 
Civil Aviation Authority and the technology has proven to be 
highly effective at clearing birds from runways and airports. The 
TOM500 laser scans airport runways and surrounding areas at 
regular intervals, on pre-programmed paths close to the ground, 

frightening birds away by the stick-like effect of the laser.

BLOW FROM THE GREEN STICK
“This technology is very effective because it uses a green, collimated 
laser beam,” said Franck Monin, Director of Sales and Marketing at 
Lord Ingenierie. “Ornithologist surveys have demonstrated that birds 
are very visual animals and are primarily sensitive to the colour green.  
Birds perceive and actually see a (virtual) green stick coming towards 
them.  The only alternative to avoid a stick blow is to fly away.”  SP
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OPERATIONS / GENERAL AVIATION

F
OR MANY DECADES, PILOTING PERSONAL 
aircraft has been out of the reach of the common 
man. There are many reasons for this. Private air-
planes are expensive to own, maintain and operate. 
Besides, learning to fly them was a tedious and ex-
tremely expensive procedure. However, recent ex-
citing developments in the US herald new hope.

In the US, the Federal Aviation Administration (FAA), which 
regulates the largest body of aircraft, pilots and airspace in the world, 
introduced dramatic new regulations in 2005. The Sport Pilot/Light 
Sport Aircraft (SP/LSA) Rules aim to ease the burden for light air-
craft manufacturing and make flight training easier. This ruling has 
resulted in lowering the cost of aircraft ownership and flight training, 
creating a new paradigm for entry-level enthusiasts into aviation.

Everyone accepts that in spite of the tremendous increase in 
air travel, the safety of flight operations has remained paramount. 
Notwithstanding the technological advances over many decades to 
foster flight safety, government agencies around the world continued 
to apply the same level of strict technical standards to small airplanes 
as they had to jumbo jets. The FAA, over a period of time, has recog-
nised that there has been overregulation in certain areas of aviation 
particularly related to smaller aircraft and private pilots. In essence, 
these rules have stymied the growth of general aviation for decades.

For instance, a private pilot flying a two-passenger single-engine 
propeller airplane at 100 mph was subjected to similar levels of test-
ing and proficiency as a captain of a 300-passenger commercial air-
liner flying at 700 mph. The manufacturer of a 600 kg airplane was 
subjected to regulations as highly restrictive as those applied to the 
manufacturer of Boeing or Airbus. The rules escalated the costs of the 
smaller aircraft so much that they seemed to be out of reach, making 
it difficult and unaffordable for anyone who wanted to learn to fly.

The FAA and the Experimental Aircraft Association organised a 
consensus body of pilots, mechanics, regulators, public, industry and 
others to create a sensible approach to manufacturing and piloting 
light aircraft and brought about radical changes to the existing rules.

CRITERIA FOR SPORT PILOT
• One must be at least 17 years of age (16 for gliders & balloons).
• One must be able to read, write and understand English.
• All applicants must take a 40-question multiple choice tests 

and score 70 per cent or higher.
• One must have a valid driver’s licence or an FAA medical. 

(Note: A traditional flight physical is not required to exercise the 
privileges of a SP.)

• One must complete 20 hours of flight time of which 15 hours 
have to be with an instructor and five hours of solo time. 
This exact time frame varies depending on aircraft type and 
individual capability.

   (Note: The sport pilot may only fly an LSA. But the LSA can be 
equipped for flight by private, commercial or instrument pilots in 
other conditions.)

LIGHT SPORT AIRCRAFT
The FAA has defined the LSA as “a simple-to-operate and easy-to-
fly aircraft that has continued to meet the following performance 
definitions since initial certification”:

• Maximum gross weight of 1,320 lbs or 600 kg
• Maximum stall speed of 51 mph or 45 knots
• Two places maximum—that of a pilot and a passenger
• Fixed landing gear
• Fixed or ground adjustable propeller
• Day VFR flight only
   (Note: LSA are not limited to these conditions. Pilots with appropri-

ate training may fly night and IFR or above 10,000 ft as the LSA 
can be equipped for such flight.)

• Fly in Class E and G airspace only (Class B, C and D airspace 
with appropriate training)

• Cross country flying anywhere in the US
The definition of a LSA also includes powered parachutes, weight-

shift control aircraft, balloon airplanes, gliders and gyroplanes. (For 
detailed information on LSA, visit www.sportpilot.org.)  SP

By Dr Ram Pattisapu, Texas, USA

The SP/LSA ruling will 
drastically reduce the 

cost of developing general 
aviation in nations lagging 
behind in the sector. Some 
consider its impact to be 

as significant as that of the 
advent of the jet engine.

Redefining The Rules
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J
ET AIRWAYS WAS INCORPORATED AS an “air taxi” 
operator on April 1, 1992 in Mumbai and started com-
mercial airline operations in May next year with a fleet 
of four Boeing 737-300 aircraft. It became a scheduled 
airline on January 4, 1995 and commenced international 
operations with flights to Sri Lanka in March 2004.
Owned by Naresh Goyal’s Tailwinds, the airline has around 

10,000 employees on its rolls. According to the latest figures, Jet Air-
ways’ current share of India’s domestic aviation market has increased 
to over 40 per cent from less than 27 per cent recorded early last year. 
Today, Jet Airways operates over 380 flights daily to over 59 domestic 
destinations and boasts of being the first private airline from India 
to fly to international destinations. The airline operates daily inter-

national flights to Colombo, Kathmandu, Singapore, Kuala Lumpur 
and London (Heathrow). In the latter part of last year, Jet Airways 
started to fly to Toronto and to New York JFK via Brussels. The airline 
is also considering commencing flights to North America from Ban-
galore, Hyderabad, Ahmedabad, Amritsar and Kolkata apart from 
Mumbai, Delhi and Chennai.

The airline’s Gulf services include flights to Bahrain and 
Oman  (Muscat, Doha and Kuwait). Dubai and Riyadh services 
are likely to commence in July 08 even as Jet Airways plans to set 
up a hub at Shanghai Pudong International Airport to serve trans-
pacific routes to San Francisco, Vancouver and Los Angeles. Sub-
sequently, it also plans to fly to Beijing, Guangzhou and Macau. 
Only recently, Jet Airways became the first private Indian carrier 

The airline is already the biggest player in the domestic market—having 
successfully weathered the turbulence in domestic aviation—and is 

now preparing to conquer foreign skies

JET AIRWAYS

Fact File
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to fly to Hong Kong. The service to Hong Kong was launched from 
Mumbai. The airline also plans to add its Kuala Lumpur service 
from Mumbai shortly.

Today, Jet Airways is believed to enjoy a relatively low cost base by 
international standards. While lower wages of its personnel compared 
to those in the West could to some extent be a contributory factor, it’s 
Jet Airways’ ability to “sweat its assets” that has helped the airline lower 
costs. Without compromising on quality, the airline has successfully 
managed to extract the maximum utilisation out of its aircraft fleet by 
minimising turnaround time between flights—similar to the leading 
European/North American low-cost, “no frills” carriers. This has partly 
helped it to offset the high cost of  airport infrastructure and Aviation 
Turbine Fuel cost in India. 

FORMATION OF JET LITE
Jet Airways and Air Sahara were the only private airlines to sur-
vive the  downturn in the Indian civil aviation industry in the  
1990s. On April 12, 2007, Jet Airways agreed to buy out Air Sa-
hara for $340 million (Rs 1,450 crore). Air Sahara was thereafter 
renamed JetLite, and has been marketed as a cross between low-
cost carrier and full service airline. The new entity is controlled 
by Jet Airways and operates scheduled services connecting 
metropolitan centres in India. While the primary focus of the 
airline is domestic operations, it has kept its options open of fly-
ing abroad. With low-cost airlines from the Gulf and South-East 
Asia operating to India, JetLite is looking to fly on additional in-
ternational routes shortly —to West Asia and Pakistan. At pres-
ent, JetLite flies to Kathmandu, Colombo and Bangkok. JetLite 
has also received regulatory approvals to fly to Pakistan, but it 
is difficult to say when exactly operations would commence on 
this route. JetLite also provides helicopter charter services for 
ferrying passengers and for aerial photography. Its helicopter 
fleet comprises three Ecureuils and one Dauphin.  SP

Compiled by Sanjay Kumar

AT A GLANCE

Jet Airways currently operates a fleet of 83 aircraft, which includes 10 
Boeing 777-300 ER aircraft, 8 Airbus A330-200 aircraft, 54 classic and 
next generation Boeing 737-400/700/800/900 aircraft and 9 modern 

ATR 72-500 turboprop aircraft. With an average fleet age of 4.20 years, 
the airline has one of the youngest aircraft fleet in the world. Jet Air-
ways operates over 380 flights daily.

Flights to 59 destinations span the length and breadth of India and 
beyond, including New York (both JFK and Newark) Toronto, Brussels, 
London (Heathrow), Hong Kong, Singapore, Kuala Lumpur, Colombo, 
Bangkok, Kathmandu, Dhaka, Kuwait, Bahrain, Muscat and Doha. The 
airline plans to extend its international operations to other cities in 
North America, Europe, Africa and Asia in phases with the introduc-
tion of additional wide-body aircraft into its fleet.  

JET AIRWAYS FLEET
Aircraft Total Passengers

(First Class/Club 
Première/Economy)

Routes Notes

ATR 72-500 10  
(12 on order)

62 (0/0/62) Short haul
Domestic services

Airbus A330-200 9  
(7 on order)

226 (0/30/196) Long and medium 
haul routes

Boeing 737-400 4 126 (20/106) Short and medium 
haul routes

Boeing 737-700 13 112 (16/96) Short and medium 
haul routes

Boeing 737-800 35
(19 on order)

144 (24/120)
160 (28/132)

Short and medium 
haul routes

Boeing 737-900 2 160 (28/132) Short and medium 
haul routes

Boeing 777-300ER 10  
(5 on order)

312 (8/30/274) Long haul routes For delivery between 
2007 and 2009

Boeing 787-8 0  
(10 on order)

For delivery in 2011

Total number of 
aircraft

83  
(53 on order)

JETLITE FLEET
Aircraft Total Routes Notes

Boeing 737-300 2 Short haul
Domestic services

For delivery 
between 2008 and 
2010

Boeing 737-400 3 Domestic services

Boeing 737-700 5 Short and medium 
haul routes

Boeing 737-800 7
(10 on order)

Short and medium 
haul routes

To be delivered 
from 2009

CRJ200 7 Short haul routes

Boeing 
777-200ER

3 on order Long haul routes Proposed delivery 
from Singapore 
Airlines for Long 
haul service to 
London

Boeing 787-8 3 on order Long-haul routes Proposed for Paris, 
Washington D.C., 
Hong Kong, and 
Seattle

Total number 
of aircraft

24 
(16 on order)

LORD OF THE SKY:
A Jet Airways plane takes to the air. 
The airline operates over 380 flights 
daily to over 59 domestic destinations.
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C
ONTRARY TO POPULAR CONCEPTION, RE-
QUIREMENT for a new civil airport for Bangalore 
was perceived in the 1970s not because of growing 
civil traffic—low at the time—but because the use 
of  HAL airport for civil flights would have only 
been an interim solution. The HAL airport, owned 
by a defence public sector unit, was established for 

developmental flights of prototypes and production aircraft for the 
army, navy, air force and civil flying establishments. The Indian Air 
Force’s (IAF) Aircraft Systems and Testing Establishment, which is 
collocated, conducts intensive flying activities for systems develop-
ment and testing as also training of test pilots and engineers. 

Other agencies, such as National Aerospace Laboratories and 
Centre for Airborne Studies, also use the HAL airport for R&D 
in aeronautics. Several projects with these establishments are 
currently underway, such as the development of Saras and the 
AWACS. Given the sensitive and potentially hazardous nature of 
testing and experimental flying, mixing with high density civil air 
traffic is neither prudent nor conducive to air safety. The man-
agement of HAL is conscious that this arrangement is unhealthy 
and cannot be sustained indefinitely, but regards the substantial 
revenue from HAL Airport Services as conducive to the financial 
health of the company.

It was in the early 1980s that concrete steps were taken for an in-
ternational airport for Bangalore. Expansion of the HAL airport was 
not an option and the IAF airbase at Yelahanka was not available.  
The obvious answer was an entirely new location with sufficient 
land for phased modular growth. Thus it was that the concept of a 
Greenfield airport at Devanhalli came into being. From conceptuali-
sation, it took nearly two decades for the contract to be awarded to 
a consortium consisting of Siemens, L&T and Zurich Airport. Under 
the Public Private Partnership (PPP) scheme, BIAL was registered 
as a company with the Karnataka State Investment and Industrial 
Development Corporation and the Airports Authority of India (AAI) 
as promoters to construct a world class international airport with 
the capacity to handle five million passengers annually. As per the 
agreement, no other commercial airport would be permitted within 
150 km of Devanhalli and no commercial flight operations would 
be permitted at HAL airport. Both these conditions appeared rea-
sonable, logical and lay within the framework of existing norms. No 
opinions to the contrary were voiced at that time. 

While passenger traffic through HAL airport continued to grow, 

the Greenfield airport project suffered further delay for one reason 
or another, accentuating despair and despondency among the trav-
elling public. Hopes were partially revived when construction finally 
began in 2005, four years after the contract was signed. Inaugura-
tion was scheduled for March 30. 

By the time construction began, passenger traffic at the HAL 
airport grew from under two million in 2001 to cross the five million 
mark. As this was the planned capacity for Devanhalli, the Ministry 
of Civil Aviation intervened, insisting upon significant changes in 
design to cope with the revised projections in the growth of passen-
ger traffic.  This mid-course correction could have delayed the proj-
ect further worsening the situation at the HAL airport, which was 
unbearably overstretched by this time and had become a nightmare 
for the air traveller. Worst hit were the IT and Biotech industries, the 
elitist mainstream of society in Bangalore, who are in the forefront 
to champion public interest and set the benchmarks for a quality 
life. This segment of society was the most vocal about the woes of 
the HAL airport and their debilitating impact on the fortunes of the 
industry. Despite the changes in design, BIAL did not seek revision 
in the proposed date of inauguration. This was a matter of relief for 
the public. But as BIAL raced to meet the March 30 deadline, there 
arose a demand to keep the HAL airport operational for civil flights. 
Surprisingly, leading support of the demand are those who com-
plained the most about the HAL airport and sought a new world 
class facility if Bangalore was to retain its status as a high-tech city 
on the global scene. The fresh demand appeared somewhat unten-
able for two reasons. Firstly, the specialised role of the HAL airport 
ought not to be diluted for commercial objectives and secondly, fail-
ure to honour legal commitments in a PPP project could severely 
erode the credibility of both the state and central governments. The 
focus of public interest ought to shift to providing means of speedy 
and convenient transportation to Devanhalli from different parts 
of the city. The inauguration of the Bangalore International Airport 
was postponed by the Ministry of Civil Aviation to some date after 
May 10. The ostensible reason was that the AAI did not have the 
necessary equipment and manpower in place for Air Traffic Man-
agement. But given the intensity of demand for keeping the HAL 
airport open, the UPA government was perhaps not prepared to 
alienate the urban vote bank in view of the state elections in Kar-
nataka. With the Karnataka elections, the last of the impediments, 
out of the way, the Greenfield airport at Devanhalli has been finally 
thrown open to commercial operations on May 24.  SP

Bangalore can raise a

TOAST
With the Karnataka elections, the last of the impediments, outof the 

way, the Greenfield airport at Devanhalli has at last been thrown open to 
commercial operations on May 24

By Air Marshal (Retd) B.K. Pandey
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CFM™.
One Of the wOrld’s 
strOngest currencies.

Amongst shrewd investors no other engine has greater currency 
than CFM. In Airfinance Journal’s 2007 Investors’ Poll, CFM is 
number one in Residual Value, in Remarketing Potential, in Value 
for Money and in Investor Appeal. And there’s more. Leading 
independent appraisers are unanimous in giving CFM the highest 
residual values within the narrow body sector. In a fluctuating  
world see how exchanging dollars or rupees for CFM engines is a 
valuable investment that holds its value. Visit www.cfm56.com now.
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