
www.spsairbuz.net June-July, 2011

An SP Guide PublicAtion

SP’s

A n  E x c l u s i v e  M a g a z i n e  o n  C i v i l  Av i a t i o n  f r o m  I n d i a

green 
engines
  INTERVIEW:  

PRATT & WHITNEY

 SLEEP ATTACK

 GENERAL AVIATIoN

  SHoW REPoRT:  
EBACE 2011

R
N

I N
U

M
B

E
R

: D
E

LE
N

G
/2

00
8/

24
19

8
`1

00
.0

0 
(IN

D
IA

-B
A

S
E

D
 B

U
Y

E
R

 O
N

LY
)



w w w . s p g u i d e p u b l i c a t i o n s . c o m

47 
Years of Excellence Personified

6 
Aesthetically Noteworthy Publications

2.2 
Million Thought-Provoking Releases

    

25
Million Expert Reports Voicing Industry Concerns 

…. aspiring beyond excellence.

Advt A4.indd second option.indd   1 4/30/2010   1:12:15 PMInside back Cover_Home ad black.indd   1 17/02/11   11:40 AM



Client: Pratt & Whitney Commercial Engines
Ad Title: PurePower - Compromise
Publication: SP’s Air Buzz
Trim: 210 mm x 267 mm  •  Bleed: 220 mm x 277 mm  •  Live: 180 mm x 226 mm

It’s in our power.™

Fifty percent quieter on-wing. A 75 percent smaller noise footprint on the ground. The Pratt & Whitney 
PurePower® Geared Turbofan™ engine can easily surpass the most stringent noise regulations. And 
because it also cuts NOx emissions and reduces CO2 emissions by 3,000 tons per aircraft per year, you 
can practically hear airlines, airframers and the rest of the planet roar in uncompromising approval. 
Learn more at PurePowerEngines.com.

Compromise_SPs Air Buzz.indd   1 5/9/11   4:05 PM



• SP’S             • Issue 3 • 2011 Gwww.spsairbuz.net2

 First8 Fly Cheaper

 TecKnow10 Highway in the Sky

 Technology
14 Aero Engines
 Flying Power

 Safety16 Airlines
 Systematically Safe

23 Airlines
 Preoccupation Spells Peril

 Business19 General Aviation
 Maladies Galore

25 Airlines
 The People’s Champion

 Airlines21 Aircrew
 Sleep Attack

 Conference28 Report
 Centenary Voyage

 Show Report
30 Ebace
 All Business

 Finally 32  Fatal Flight

Regular Departments
4 A Word from Editor

5 NewsBriefs

Cover:
Airlines have been investing 

heavily in fuel-efficient 
technologies, encouraging 

development of alternative fuels
Photograph: Pratt & Whitney

Table of Contents 

SP’s

A n  E x c l u s i v e  M a g a z i n e  o n  C i v i l  Av i a t i o n  f r o m  I n d i a

An SP Guide  PublicAtion

Next Issue: Regional Aviation: Turbofan vrs Turboprop

11Technology
Aero Engines
Green to the Core

the AirbuS neo feAtureS the 
Pw1000G PurePower hiGh-

byPASS GeAred turbofAn 
enGine

PuBliSHER ANd EdiToR-iN-CHiEF 

Jayant Baranwal

EdiToR

Air Marshal (Retd) B.K. Pandey

ASSiSTANT GRouP EdiToR

R. Chandrakanth

SENioR CoPy-EdiToR & CoRRESPoNdENT

Sucheta das Mohapatra

CoNTRiBuToRS

dr Mani Sishta, B.N. Gokhale, 

R. Srinivasan, Group Captain A.K. Sachdev,  

Arun lohiya, Group Captain Joseph Noronha,  

Captain Ajit Agtey, S.R. Swarup, Vasuki Prasad, 

J.T. Nayaham, Mahesh Acharya  

Air Commodore (Retd) K.B. Menon

Europe Alan Peaford, Phil Nasskau

CHAiRMAN & MANAGiNG diRECToR 

Jayant Baranwal

AdMiN & CooRdiNATioN 

Bharti Sharma, Survi Massey

owned, published and printed by Jayant Baranwal, 

printed at Kala Jyothi Process Pvt ltd and Published at 

A-133, Arjun Nagar (opposite defence Colony), New 

delhi 110 003, india. All rights reserved. No part of this 

publication may be reproduced, stored in a retrieval 

system, or transmitted in any form or by any means, 

photocopying, recording, electronic, or otherwise without 

prior written permission of the Publishers.

SENioR ART diRECToR: Anoop Kamath

GRAPHiC dESiGNER: Vimlesh Kumar yadav,  
Sonu Singh Bisht

PHoTo EdiToR: Amit Bhardwaj

SAlES & MARKETiNG
director Sales & Marketing: Neetu dhulia
Head Vertical Sales: Rajeev Chugh

SP’S WEBSiTES
Senior Web developer: Shailendra Prakash Ashish
Web developer: ugrashen Vishwakarma

© SP Guide Publications, 2011

ANNuAl SuBSCRiPTioN
Inland: Rs 600 • Foreign: US$180
Email: subscribe@spguidepublications.com

lETTER To EdiToR
editor@spsairbuz.net

FoR AdVERTiSiNG dETAilS CoNTACT:
guidepub@vsnl.com
neetu@spguidepublications.com
rajeev.chugh@spguidepublications.com

SP GuidE PuBliCATioNS PVT lTd
A-133 Arjun Nagar (opposite defence Colony), 
New delhi 110 003, india.

Tel: +91 (11) 24644693, 24644763, 24620130
Fax: +91 (11) 24647093
Email: guidepub@vsnl.com

BENGAluRu, iNdiA
534, Jal Vayu Vihar, Kammanhalli Main Road 
Bengaluru 560043, india.
Tel: +91 (80) 23682534

www.spguidepublications.com 

www.spsairbuz.net May-June, 2011

An SP Guide PublicAtion

`1
00

.0
0 

(I
N

D
IA

-B
A

S
E

D
 B

U
Y

E
R

 O
N

LY
)

SP’s

A n  E x c l u s i v e  M a g a z i n e  o n  C i v i l  Av i a t i o n  f r o m  I n d i a

green 
engines
  INTERVIEW:  

PRATT & WHITNEY

 SLEEP ATTACK

 GENERAL AVIATIoN

  SHoW REPoRT:  
EBACE 2011

R
N

I N
U

M
B

E
R

: D
E

L
E

N
G

/2
00

8/
24

19
8

SP's Airbuz 03-11 Cover final.indd   1 15/06/11   3:13 PM



In
Fo
cu
s AIRLINES

Issue 8 • 2009  SP’S AVIATION  3 

.net

www.spsairbuz.net

SP’s

A n  E x c l u s i v e  M a g a z i n e  o n  C i v i l  Av i a t i o n  f r o m  I n d i a

S I T E  H igh l i gh ts
SP’s Special

Aviation’s contribution to anthropogenic global 
warming is small but increasing. Small efforts 
here and there add up to major emissions 
reduction. Everything counts. What is needed is 
a concerted effort by the entire aviation industry. 

Green to  
the Core

  Community Image of the Month

Dr. Vivek Lall
Vice President, Boeing 
Integrated Defense 
Systems 
‘C-17 a very good fit for 
India’s strategic needs’

Report, Photographs and Videos

Find us on Facebook

Join us on Linkedin

Follow us on Twitter

Will b
iof

uel
s m

ake
 a 

dif
fer

enc
e t

o  

av
iat

ion
 bu

sin
ess

? 

• Y
es 

    
• N

o  
   •

 Don’
t K

now

Jo
in
 th

e 
po

ll 
& co

m
m

en
t

Photographs: 
Aero India  2011

> Read Online
> Download eBook

www.spsairbuz.net

May-June, 2011

An SP Guide PublicAtion

`1
00

.0
0 

(IN
D

IA
-B

A
SE

D
 B

U
Y

ER
 O

N
LY

)

SP’s

A n  E x c l u s i v e  M a g a z i n e  o n  C i v i l  Av i a t i o n  f r o m  I n d i agreen engines  INTERVIEW:  

PRATT & WHITNEY

 SLEEP ATTACK

 GENERAL AVIATIoN

  SHoW REPoRT:  

EBACE 2011

R
N

I N
U

M
B

ER
: D

EL
EN

G
/2

00
8/

24
19

8

SP's Airbuz 03-11 Cover final.indd   1

15/06/11   3:13 PM

Home Current Issue News Advertising Publications About Us Download

www.spsairbuz.net May-June, 2011

An SP Guide PublicAtion

`1
00

.0
0 

(I
N

D
IA

-B
A

S
E

D
 B

U
Y

E
R

 O
N

LY
)

SP’s

A n  E x c l u s i v e  M a g a z i n e  o n  C i v i l  Av i a t i o n  f r o m  I n d i a

green 
engines
  INTERVIEW:  

PRATT & WHITNEY

 SLEEP ATTACK

 GENERAL AVIATIoN

  SHoW REPoRT:  
EBACE 2011

R
N

I N
U

M
B

E
R

: D
E

L
E

N
G

/2
00

8/
24

19
8

SP's Airbuz 03-11 Cover final.indd   1 15/06/11   3:13 PM



• SP’S             • Issue 3 • 2011 Gwww.spsairbuz.net4

       A Word  from Editor

To mark the centenary year of civil 
aviation in India, the Ministry of Civil Aviation 
(MoCA) and the Associated Chambers of Com-
merce and Industry of India (ASSOCHAM) joint-

ly organised a conference at New Delhi in early May. The 
poor returns that plague the Indian civil aviation industry 
were amply evident. R. Chandrakanth vividly captures the 
turbulent undercurrents in the industry today. Writing 
from Delhi, A.K. Sachdev delves on the plight of general 
aviation which with nearly twice the number of aircraft as 
compared to the airline, is an important segment of the In-
dian civil aviation industry. However, general aviation has 
remained a largely neglected segment and while they are 
an important stakeholder in the civil aviation industry, they 
continue to be the most traumatised as well. The problems 
experienced by general aviation in India are acute but 
many of the maladies that afflict it are curable provided the 
government takes notice. The tragic crash of the air ambu-
lance on May 25 this year has finally compelled the MoCA 
to turn its attention to the malaise that afflicts this sector.

Joseph Noronha writing from Goa focuses on how de-
pleting reserves of fossil fuels and rising environmental con-
cerns particularly global warming are driving the evolution 
of aero engine technology. The leading engine manufactur-
ers are striving hard to find ways to drastically reduce noise 
pollution as also make engines more efficient to cut fuel 
consumption which in turn will lead to lower levels of emis-
sion. This issue has a special focus on air safety. Writing from 
Hyderabad, Dr Mani Sishta, a specialist in aviation medicine, 
highlights the problem of fatigue amongst airline pilots who 
occasionally suffer what is called “sleep attack” in flight and 

inadvertently doze off in the cockpit “with embarrassing or 
even possibly fatal consequences”. The author is of the view 
that this phenomenon should not be dismissed merely as a 
failure on the part of the aircrew but as an opportunity to 
find solutions to this hazardous aspect of human limitation. 

On the subject of air safety, Joseph Noronha also deals 
with safety management system, a concept newly intro-
duced in the civil aviation industry envisaging a proactive 
approach to air safety. This new concept calls for a methodi-
cal approach that covers all aspects of safety over the entire 
range of operations and includes everyone from the head of 
the organisation down to the last worker. 

Further on the subject of air safety, Joseph Noronha 
analyses the episode with the ill-fated United Airlines 
Flight 173 from Denver, Colorado bound for Portland, Or-
egon, USA, with 181 passengers onboard that met with 
disaster on account of preoccupation of the crew with 
a relatively minor problem. Thus “preoccupation” in the 
cockpit could be as hazardous as a “sleep attack.”

These and more in this issue for your reading.  
Welcome aboard!

B.K. Pandey 

Editor



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

SpiceJet’s international 
operations

SpiceJet has announced its 
plans to expand international 
operations to South Asian and 
West Asian countries from 
September 2011 by when the 
additional Boeing aircraft would 
join the fleet. Having launched 
its first international flight to 
Kathmandu in October last 
year, the airline now operates to 
Colombo as well. It already has 
permission to operate flights to 
Dhaka and the Maldives.  

Regional aviation hub  
at Guwahati
The Civil Aviation Ministry 
has cleared the setting up of 
a regional aviation hub at the 
Lokpriya Gopinath Bordoloi In-
ternational Airport at Guwahati. 
Plans to set up the hub were 
finalised at a meeting between 
the Union Minister for Develop-
ment of the Northeast region 
B.K. Handique and Civil Avia-
tion Minister Vayalar Ravi.

: INDUSTRY

Airbus to boost A320 production

With a huge order backlog of 
over 2,300 A320 family aircraft 
to deliver, European commercial 
aircraft manufacturer Airbus 
has announced its plans to 
enhance rate of production of 
its A320 family to 42 aircraft 
per month beginning in the 

fourth quarter of 2012. Airbus 
currently produces 36 of these 
aircraft a month, a rate which 
is scheduled to increase to 38 
in August 2011 and to 40 in the 
first quarter of 2012.

Forecast by Bombardier 
This year Bombardier has 
revised downwards its 2010 
forecast of demand for busi-
ness jets over the next two 
decades by 2,000 to 24,000 
valued at $626 billion. Boosted 
by better economic indicators 
and thrust towards newer and 
green technologies, demand 
for commercial airliners in the 
same period has been revised 
upwards from 12,800 to 13,100 
valued at $693 billion in the 20 
to 149 seat category. Bombar-
dier expects the demand for 
aircraft in the 100 to 149 seat 
category over the next 20 years 
to be around 7,000 units valued 
at $423.7 billion. Aircraft with 
60 to 99 seats will represent the 
next largest segment with de-
mand estimated at 5,800 units 
valued at $208.6 billion and 
the 20 to 59 seat segment will 
account for 300 new deliveries 
valued at $6.5 billion. 

Bell Helicopter and Cessna’s 
new facility
Bell Helicopter and Cessna 
Aircraft Company, both Textron 
Inc. companies had a ground 
breaking ceremony of a new 
facility in Singapore dedi-
cated to service and support for 
customers in the Asia-Pacific 
region. The facility is expected 
to be complete in the second 
quarter of 2012 and when fully 
operational, it will employ ap-
proximately 90 technicians and 
office workers.

Mitsubishi regional jet 
assembly
Assembly work on the Mitsubi-
shi Regional Jet (MRJ) officially 
began with a ceremonial rivet 
driving ceremony at the Mit-
subishi Heavy Industries (MHI) 
Tobishima plant. According to 
Mitsubishi, commencement of 
assembly work indicates that 

the project remains on schedule 
for first flight in 2012, certifica-
tion at the end of 2013, and 
entry into service in 2014. 

Production of Boeing 777  
at record highs

Boeing is back to producing 
seven B777 airliners a month, 
a schedule it terminated in 
May 2010. The return of the 
enhanced production rate for 
B777 was celebrated on May 
16 this year with the roll-out of 
a freighter destined for FedEx. 
This was the first B777 from 
the new production schedule. 
“This rate increase reflects the 
strong demand for the 777,” said 
Programme Vice President and 
General Manager Larry Loftis. 
Boeing’s Everett, B777 facility 
previously reached record pro-
duction highs of seven aircraft 
per month from July 1997 to 
February 1998, August to Octo-
ber 1999 and November 2006 to 
May 2010. 

: INFRASTRUCTURE

Bangalore International 
Airport Limited

Having completed three years 
of operations, BIAL handles 330 
aircraft and 33,000 passenger 
movements per day. Growing 
at an annual rate of 18 per cent, 
a rate higher than the national 
average of 16 per cent, the BIAL 
is one of the fastest growing 
airports in the country. Dictated 
by the rapid pace of growth of 
passenger traffic, work on the 

expansion of passenger terminal 
will begin in June 2011. The plan 
is to double the existing terminal 
area of 70,000 square metres 
enhancing its annual passenger 
handling capacity to over 17 
million. While a comprehensive 
review of the master plan was 
concurrently under way, BIAL 
has the scope to further expand 
the capacity to 20 million to 
meet the traffic demand for the 
next few years. 

Master plan for  
Navi Mumbai airport 
Plans to construct a second 
international airport at Mumbai 
received a major boost with a 
steering committee comprising 
Civil Aviation Ministry and state 
government officials clearing 
the draft master plan. This 
removes the last hurdle for the 
project which will now move on 
a fast track. 

New airport at Jamshedpur
Global steel major and domestic 
giant Tata Steel has applied to 
the Ministry of Civil Aviation to 
set up a Greenfield airport at its 
headquarters in Jamshedpur. 
Although a company-owned 
airport, the facility would also 
be available for public use. The 
existing airport that was devel-
oped in 1940 has a small runway 
and is fit for operations only by 
small aircraft. Planning for the 
project having begun in 2007, 
the company has already ob-
tained clearance from the state 
government. Larsen and Toubro 
have carried out the technical 
feasibility study.

Gwadar International 
Airport, Pakistan
As law and order in the Balo-
chistan province continues 
to deteriorate, civil construc-
tion work at the New Gwadar 
International Airport (NGIA) 
has come to a halt leading to 
concerns in Pakistan that the 
Civil Aviation Authority (CAA) 
may not be able to execute the 
huge project in time. The project, 
originally scheduled for comple-
tion by 2011, is lagging behind. 
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one of his few indulgences. Subse-
quently, what elevated the business jet 
from a luxury toy to what is increas-
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: BUSINESS  
AVIATION

China orders Embraer Jets
Two Chinese airlines have 
ordered a total of 30 Embraer 
E190, plus five options, in the 

course of Brazilian President’s 
state visit to China. The deal 
worth $1.25 billion has been 
struck by China Southern Air-
lines and Hebei Airlines Com-
pany. Recent entrants into the 
aviation business, Shijiazhuang-
based Hebei Airlines, launched 
in June 2010, committed to 
10 E190, plus options for an 
additional five units. Deliveries 
will commence in September 
2012. Embraer also confirmed 
that China Southern ordered a 
second batch of 10 E190s as a 
follow-on order to an agree-
ment concluded earlier this 
year. In addition, both airlines 
signed a letter of intent for a 
third group of 10 E190, which if 
confirmed, will bring the total 
order to 30 aircraft, valued at 
$1.25 billion at list prices. De-
liveries for China Southern will 
commence in the second half of 
this year. 

Airbus rebrands corporate jets

Airbus has rebranded its busi-
ness jet models and also un-
veiled a new logo for its Airbus 
Corporate Jets (ACJ) Division. 
As part of the rebranding exer-
cise, each corporate jet model 
will now be preceded by ACJ. 
The A318 Elite, for instance, will 
now become the ACJ318 and 
so on for the ACJ319 and 320 
models, all the way up to the 
largest of all its business jets, 
the superjumbo ACJ380. The 
jets also will sport a new Airbus 
Corporate Jets logo.

: AIRLINE NEWS

Alitalia-Embraer 20 jet deal
Brazil’s Embraer, the world’s 
biggest maker of regional 
aircraft, has announced a deal 
for 20 jets with Italian airline, 
Alitalia, worth approximately 

$500 million. The carrier will 
commence taking delivery of 
these jets in the third quar-
ter of 2011. The deal is part 
of the carrier’s restructur-
ing and fleet renewal pro-
gramme. The deal includes 
15 Embraer 175 jets and five 
Embraer 190 jets which will 
be configured in a single-class 
layout. “The choice of the 
Embraer E-Jets has been the 
result of a thorough analysis 
which involved not only the 
main professional groups of 
Alitalia, but using an innova-
tive method, also a sample of 
frequent flyer customers,” said 
Rocco Sabelli, CEO, Alitalia. 
Embraer won in a competition 
with Bombardier and the new 
Russian Sukhoi SSJ Super Jet. 
Alitalia dropped the Russian 
Sukhoi, saying it could wait 
no longer for its delayed new 
Superjet100 and would opt for 
planes from Embraer instead.

Jet Airways to induct 24 aircraft

Jet Airways along with its 
fully-owned subsidiary JetLite 
has 117 aircraft in its fleet and 
commands a market share 
of 25.4 per cent. The carrier 
now plans to add 24 aircraft 
over the next 18 months with 
a mix of 18 short-haul Boeing 
737-800 and six Airbus 330 
long-haul aircraft. While the 
Boeing 737-800 aircraft are 
indicted primarily for domes-
tic operations and short-haul 
international operations, the 
Airbus 330 is used for long-haul 
international operations. Jet 
has received clearances to fly 
to Rome and Amsterdam in 
addition to the 24 international 
cities it already serves and is 
waiting to commence direct 
services to the US. 

Lufthansa orders new aircraft
As a part of Lufthansa’s ongoing 
fleet modernisation and expan-
sion plans, the German carrier 
has placed orders for five Boeing 
B777 freighters and 30 A320neo 
passenger airliners for a total of 
$4 billion. The Airbus order is 
worth $2.7 billion at list prices 
while the Boeing order would 
amount to about $1.3 billion. The 
carrier will receive five new Boe-
ing 777 freighters from 2013 on-
wards. Delivery of Airbus aircraft 
is scheduled to begin in 2016. 
Besides greater fuel efficiency, 
all the models on order will help 
lower operating costs as well as 
noise levels and emissions. 

Airbus bags order from ILFC 

Boeing has come under increas-
ing pressure to clarify its plans 
for the future with respect to a 
medium-range aircraft as Euro-
pean rival Airbus stole a big lead 
with a $9 billion, 100-plane order 
from International Lease Finance 
Corp (ILFC), the leasing arm of 
the US insurance group AIG. 
Even as Airbus bagged the huge 
order for the A320neo, a fuel-
efficient A320 derivative, Boeing 
is still wondering if it should opt 
for a more fuel-efficient B737NG 
or design a new, lighter, twin-
aisle model altogether. 

New planes for Middle  
East carriers

Boeing estimates that Middle 
East airlines which include 

Events Calendar 
AeroExpo UK
17–19 June
Sywell Aerodrome, Sywell, 
Northampton, NN6 0BN, UK
www.expo.aero/uk

Paris Air Show 2011
20–26 June 
Le Bourget Exhibition Centre, 
Le Bourget, Paris, France
www.paris-air-show.com/en

AAAE General Aviation 
Issues & Security 
Conference
26–28 June
Spirit of St. Louis Airport, St. 
Louis, Missouri, USA
www.aaae.org

Canadian Business 
Aviation Association 
Annual Convention
6–7 July
The Westin Calgary Hotel, 
Calgary, Canada
www.cbaa.ca

Expo Aero Brazil
14–17 July
São José Dos Campos 
 International Airport, São José 
Dos Campos, Brazil
www.expoaerobrasil.com.br

Eaa Airventure
25–31 July
Wittman Regional Airport, 
Oshkosh,WI, USA
www.airventure.org 

Latin American Business 
Aviation Conference & 
Exhibition
11–13 August
Congonhas Airport, São  
Paulo, Brazil
www.abag.org.br

Business Aviation in Latin 
America Summit
August 12
Congonhas Airport, São  
Paulo, Brazil
www.aeropodium.comz
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Emirates, Etihad Airways, 
Flydubai and Qatar Airways 
will need to purchase an ad-
ditional 2,340 aircraft worth 
$390 billion by 2029 in order to 
keep up with the rapidly rising 
demand due to traffic grow-
ing at an average of 7.1 per 
cent per year over the next 20 
years. “There is every indica-
tion that the Middle East will 
lead the world in traffic growth 
in the foreseeable future,” said 
Randy Tinseth, Vice President, 
Marketing, Boeing Commercial 
Airplanes. Currently, there are 
around 423 Boeing aircraft in 
service with Middle East car-
riers and another 345 aircraft 
are on order. While the size 
of the global fleet is expected 
to double by 2029, the Middle 
East carriers are projected to 
expand their fleets by more 
than 150 per cent in the  
same period. 

: AIR CARGO

Cargo handling capacity at IGIA
New Delhi’s Indira Gandhi Inter-
national Airport’s (IGIA) cargo 
handling capacity will experi-
ence a major jump by the end 
of next year thanks to a total 
overhaul of its existing infra-
structure. Facilities are set to be 
completely modernised through 
the addition of automated sys-
tems, efficient equipment and 
systematic storage. According 
to Celebi Holding, a Turkish 
company with monopoly rights 
of cargo handling at the IGIA, 
tonnage has increased by 27 
per cent ever since it took over 
cargo management in 2009. The 
first phase of redevelopment has 
been commissioned with cargo 
being screened, new equipment 
brought in, the racking system 
being changed and bar coding 
introduced. Although efficiency 

has increased threefold since 
modernisation, many services 
still cannot be made available  
as the terminal is in quite a  
poor state. 

Air China, Cathay Pacific 
Cargo JV
Air China (CA) and Cathay 
Pacific Airways (CX) have 
announced a formal launch of 
their joint venture cargo op-
erations called Air China Cargo 
(ACC). The JV consolidates the 
airfreight divisions of the two 
carriers. With 29.99 per cent, Air 
China is a major stakeholder 
in Cathay Pacific. The JV was 
cleared by the Chinese Govern-
ment last year.  While CA will 
own a majority 51 per cent stake 
in the consolidated cargo carri-
er, CX will hold 25 per cent and 
will also fund an offshore trust 
and will hold 24 per cent. Air 
China Cargo’s fleet will be based 
at Shanghai and will operate 12 
Boeing 747-400 freighters. 

: AIR SAFETY

Aviation facilities in 
Northeast
The Directorate General of Civil 
Aviation (DGCA) will conduct a 
detailed inspection of all “criti-
cal” aviation facilities such as 
airports, airfields and helipads 
in the Northeast region in a bid 
to ensure safety in air travel and 
also to expand aerial connectiv-
ity. This decision was con-
veyed to B.K. Handique, Union 
Minister for Development of the 
Northeast Region. The inspec-
tion will be carried out with a 
view to resuming helicopter 
services suspended after the 
fatal crash that killed Arunachal 
Chief Minister Dorjee Khandu 
recently. The crash came hard 
on the heels of another helicop-
ter crash at Tawang that killed 
17 people last month. The of-
ficials said that for the Develop-
ment of the Northeast Region 
(DoNER), the Ministry will soon 
approach Alliance Air, a subsid-
iary of Air India, to operate daily 
flights to Lilabari, an airport 
in Assam’s Dibrugarh which is 

around 70 km from Itanagar, the 
capital of Arunachal Pradesh. 
The Ministry of Civil Aviation is 
also preparing a detailed study 
for complimentary routes of 
fixed-wing aircraft and helicop-
ter operations.

: MAINTENANCE, 
REPAIR & OVERHAUL

GMR Group to set up  
Engine MRO
The GMR Group is in talks with 
aircraft engine manufacturers 
to set up engine maintenance, 
repair and overhaul (MRO) 
facilities. MAS GMR Aerospace 
Engineering Company Pvt 
Ltd now wants aircraft engine 
manufacturers to set up their 
shops here, making Hyderabad 
an integrated hub for aerospace 
industry. The Group is in talks 
with various aircraft engine 
manufacturers such as Pratt & 
Whitney, CFM International, 
GE and Rolls-Royce to set up 
an engine MRO that can also 
supply spare engines to aircraft 
when they are grounded for 
repairs. If the talks are success-
ful, the SEZ could see at least 
`500 crore in investments from 
engine makers. MAS GMR is set 
to inaugurate an airframe MRO 
unit in July this year at the GMR 
Hyderabad Aviation SEZ near 
the airport.

Air India’s MRO business
As part of its restructuring plans, 
Air India is preparing to spin 
off its maintenance, repair and 
overhaul (MRO) division as a 
separate entity in the current 
financial year. Air India’s MRO fa-
cility has the capability to service 
300 aircraft annually. It is under-
stood that the Civil Aviation Min-
istry is now engaged in preparing 
a Cabinet note seeking approval 
to convert the MRO division into 
a separate company. Converting 
the MRO into a profit-making 
venture is a critical component 
of the airline’s turnaround plans, 
chalked out by the carrier in 
2009. The carrier expects to post 
revenue of `3,000 crore annually 
from the MRO entity. •

Appointments
CAE
CAE has appointed Stéphane Lefebvre as Vice President, Finance 
and Chief Financial Officer.
Rolls-Royce
Rolls-Royce has appointed Lewis Booth as a Non-Executive Director. 

RUAG Business Aviation
Michael Sattler, currently Senior Vice President of Maintenance at 
Jet Aviation in Basel, has been named as Vice President of RUAG 
Business Aviation with effect from July 1.

Embraer
Embraer has appointed Jackson Schneider as the new Vice Presi-
dent of Institutional Relations with effect from July 1.

Jet Aviation
Jet Aviation has announced the appointment of Hardy Bütschi with 
immediate effect as Vice President  and General Manager of the 
company’s Saudi Arabian FBO and line maintenance operations in 
Jeddah and Riyadh.

Embraer
As part of the changes in the composition of its Embraer ‘s Execu-
tive Board effective May 2011,  Luís Carlos Affonso has taken over 
responsibility of New Programmes, Mauro Kern has taken over re-
sponsibility for the Engineering and Technology area, Emílio Matsuo 
moves to the recently created position of Chief Engineer and Hélio 
Bambini will head Industrial Operations.

Hawker Beechcraft
Hawker Beechcraft Corporation has announced the appointment 
of Neil Howard and Absolute Aviation as an exclusive Beechcraft 
distributor for Sub-Saharan Africa.
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First...

Dassault has unveileD its latest business jet, 
the Falcon 2000S, which will be a low-cost derivative of 
the Falcon 2000. The 3,350 nm range 2000S is priced at 
$6 million or so and the 4,000 nm range 2000LX carries 

a $32.1 million price tag. It will carry improved engines with Pratt 
& Whitney Canada’s PW308C providing a new Talon II combustor 
that cuts nitrous oxide emissions by 20 per cent. Its emissions are 
now 40 per cent below CAEP6 standards.

The new twin-jet has been conceptualised keeping tough 
economic times in mind and may compete with smaller mid-
size offerings with its price tag of ‘under $25 million’. The 2000S 
retains the Falcon 2000LX’s cabin size but its take-off and land-
ing performance is much improved because of wing modifica-
tions. Making its first flight on February 17 this year, certification 
for the 2000S is planned for the end of 2012. The first delivery is 
scheduled for early 2013.

John Rosanvallon, President and CEO of Dassault Falcon said, 
“We optimised the platform with a long list of standard options, 
cutting-edge technology and industry leading features with the 
Falcon 2000S. Our proudest accomplishment, though, was de-
signing an aircraft that burns 10 per cent less fuel than an aircraft 

20 per cent smaller while offering a very competitive price.”
Although costlier than other super-midsize business jets such 

as the Challenger 300, Gulfstream 250 and Hawker 4000, Dassault 
claims that its lower fuel consumption will reduce the direct op-
erating costs.

Dassault also claims that the 2000S has the greenest footprint 
in the super-midsize category. According to the company, thrust 
on the 2000S is provided by two efficient and highly-reliable 
Pratt & Whitney 308C engines proven on the Falcon 2000EX/
LX which will provide 7,000 lbs max thrust each at ISA+15˚C. 
However, the newest generation of this engine is even more en-
vironment friendly due to a new Talon II combustor. It produces 
20 per cent fewer NOx emissions than the previous generation, 
without any penalty in power. It will also be 40 per cent greener 
than required by the CAEP/6 regulations being planned for fu-
ture implementation. SP

 Low-cost Dassault Falcon 2000S unveiled 

E-mail your comments to:
letters@spsairbuz.net
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To see 
where a new 
engine will 
take you, 

look at where it 
came from.

History alone makes the LEAP-X engine the right choice for the A320neo. No other engine manufacturer equals the record of CFM* in developing and 
seamlessly introducing technology and innovation. Or matches its legendary reliability. The LEAP-X engine is the next generation. Offering 15% 

lower fuel consumption and 15% lower CO2 emissions than the engines it will replace. See history repeat itself. Visit www.cfm56.com/xpower

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

LEAP-X

SP.AVI_TOANDFROM_267x210.indd   1 12/05/2011   17:59
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TecKnow...

A Two-blAded, compound AuTogyro, the 
personal air vehicle (PAV) being developed by Carter 
Aviation Technologies will demonstrate slowed rotor 
technology. For take-off and landing it’s an autogyro, for 

cruise its fixed-wing.
The Carter PAV began flight-testing in October 2010 with the 

goal of testing and refining the flight control systems for the air-
craft. Taxi tests were followed by short hops down the runway 
and after each test refinements were made to the aircraft con-
trols. During each flight sensors on the aircraft, downloaded more 
than 60 channels of information on the aircraft’s performance to 
the control room computer. Four cameras also recorded the visu-
al performance of the aircraft including the pilots and controls in 
the cockpit. Almost all flight controls on the PAV are automated 
and controlled by an on-board computer. During testing the com-
puter software was refined several times to improve flight control 
and increase aircraft performance.

Carter Aerospace announced in January 2011 that they have 

completed the first phase of flight-testing of their new PAV. The 
PAV only logged a few hours of flight time during Phase I, but 
completed multiple take-offs and landings, including eight jump 
take-offs. Much more extensive flight-testing will take place dur-
ing Phase II when Carter will add the 45-foot wing section to the 
aircraft. With the wings added, Carter will begin expanding the 
flight envelope by transitioning the lift from the PAV’s rotor to the 
wing. With lift on the wings, Carter can decrease the rotor rpm 
and increase flight speed. This is the basis for Carter’s patented, 
slowed rotor/compound (SR/C) technology.

The PAV flight-testing has been divided into two phases so 
that it would be easier to validate the control functions of the air-
craft. A major advantage of the technology is its vertical take-off 
and landing (VTOL) capability. SP

 The Carter PAV is an autogyro for take-off and landing  
and a fixed-wing for a cruise 

HigHway in the sky

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

T
HE iNExOrabLE risE iN oil prices and en-
vironmental concerns are the two issues giving 
sleepless nights to aero engine manufacturers. 
With the political turmoil in West Asia showing 
no signs of abating, fossil fuels are only getting 
pricier by the day. Fuel accounts for 35 to 50 per 
cent of airline’s operating costs and many carri-

ers that were just beginning to emerge from the recent downturn 
are starting to hike ticket prices—a measure that could yet again 

drive travellers away. In spite of the hope that oil prices may at 
least stabilise if not fall, pressures from the environmentalists are 
only bound to intensify, and with good reason too. The rapid in-
crease in airline flights worldwide means that the carbon foot-
print of aviation is expanding. A Boeing B737 or Airbus  A320 in an 
hour of flight burns about 3,000 litres of fuel emitting 6.5 tonnes 
of CO2. Overall, commercial aviation is responsible for 12 per cent 
of the CO2 currently generated by the transport sector. Environ-
mentalists insist that either the aviation-linked greenhouse gas 

 Aviation’s contribution to anthropogenic global warming is small but 
increasing. Small efforts here and there add up to major emissions 

reduction. everything counts. What is needed is a concerted effort by 
the entire aviation industry. 

By Joseph Noronha,  
Goa

Close Up:  
Pratt & Whitney 1000G 

PurePower engine
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(GHG) emissions be aggressively reduced or curbs be imposed 
on aviation to avert catastrophic climate change. There is also 
a flurry of regulations concerning emissions from governments 
worldwide plus aircraft noise restrictions by the International 
Civil Aviation Organisation (ICAO) and local authorities. That is 
why manufacturers are spending huge sums of money to design 
more fuel-efficient and quiet ‘green’ engines. And their focus is on 
every component of the engine, right to the core.

Airbus promises up to 15 per cent fuel-burn improvement 
with its eagerly awaited neo (new engine option), due for service 
entry in October 2015. The neo features the Pratt & Whitney 
(P&W) PW1000G PurePower high-bypass geared turbofan (GTF) 
engine as the lead development engine and CFM International’s 
Leap-X as an alternative. Not to be outdone, Bombardier’s futuris-
tic CSeries aircraft ( first flight target 2012), powered by the P&W 
PW1500G, will deliver 20 per cent less fuel consumption vis-à-vis 
current airliners. Variants of the same engine have also been se-
lected for the Japanese Mitsubishi MRJ (service entry 2014) and 
the Russian Irkut MC-21 (service entry 2016). Good enough prog-
ress? Not really. 

A LEAP-X ForwArd
Airlines have been investing heavily in fuel-efficient technolo-
gies, encouraging the development of alternative fuels and op-
timising operations helping the industry save billions of dollars 
and charting a sustainable, low-emissions future. But for those 
banking on alternative fuels, the truth is that compared to other 
industries, there are limited options before the aviation sector to 
replace fossil fuel. Large-scale biofuel commercialisation is still 
decades away. Although there is hope that by 2030, 30 per cent 
of aviation’s fuel requirements may be met by biofuels, it may not 
reduce GHG emissions significantly. Airlines have no alternative 
but to reduce fuel consumption. Thus, reduction in fuel burn and 
noise are the primary challenges for engine manufacturers. From 
their perspective, fuel economy can be achieved by reducing 
three things—specific fuel consumption (SFC), engine weight 
and engine drag. Engine noise is curbed by decreasing jet veloc-
ity, reducing fan tip speed and smoothening turbine operation. 
Meeting these sometimes conflicting demands requires a quan-
tum leap in technology and many trade-offs. CFM Internation-
al’s engineers are evaluating sophisticated composite materials, 

next-generation 3D aerodynamics and low-emissions combus-
tion techniques. They expect that compared to the present gen-
eration CFM56 engine, the Leap-X turbofan engine (certification 
likely 2016) will produce 60 per cent less Nitrous Oxide (NOx), 
16 per cent less CO2 and will fly quieter. The Leap-X’s launch air-
craft will be the Chinese Comac C919 narrow-body ( first flight 
expected by 2014).

But there is a limit to extracting efficiency from conventional 
engine architecture. Only radical redesign can provide the para-
digm shift the industry desperately needs. The two major engine 
concepts being investigated to improve fuel efficiency are the 
GTF and the open rotor (prop-fan or un-ducted fan) model.

GTF’s GrEEn PromisE
Fans work more efficiently at low speeds while turbines favour 
high speeds. As both components are mounted on the same shaft, 
turbofan engines have to compromise between the two. P&W 
solves the problem with a gearbox that lets the fan and turbine 
spin independently. The fan is much larger and spins at one-third 
the speed of the turbine, creating a quieter, more powerful engine. 
Company sources claim that it burns less fuel, emits 20 per cent 
less CO2, and costs 30 per cent less to maintain. P&W believes it 
can obtain a “step change” in both fuel efficiency and noise re-
duction with this configuration and claims that the GTF is the 
only technical solution that can simultaneously improve both pa-
rameters. The GTF is expected to be less susceptible to foreign 
object damage because the fan runs at lower speed than in other 
engines. It will also have 40 per cent fewer blades because of the 
reduction in the number of low-pressure compressors and low-
pressure turbine stages. 

The German manufacturer MTU Aero Engines is also mak-
ing progress on a GTF design, with its clean air engine (CLAIRE) 
technology, under the banner of the European Commission’s 
clean sky joint technology initiative. By means of a new low-pres-
sure turbine, designers hope to reduce its length and weight while 
improving efficiency. The initial aim is a 15 per cent reduction in 
fuel burn. The second step will be 
to combine a two-stage counter-
rotating fan with the geared con-
cept, targeting a 20 per cent fuel 
burn reduction by 2025. The third 

Green enGines:  
PW1000G Engine  

& CFM 56 
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step will be the implementation of an intercooled recuperative 
aero-engine concept in which the exhaust nozzle heat is tapped 
to increase the temperature of the air entering the compressor.

oPEn To imProvEmEnT
Another way to dramatically increase the fuel efficiency of a high-
bypass jet engine is to transform the fan into an open rotor using 
two rings of stubby counter-rotating blades that look like ungain-
ly propellers. Rolls-Royce and General Electric are investigating 
this approach. Counter-rotation helps in eliminating the swirl 
that would otherwise reduce engine efficiency. Some designs use 
blades made from composite materials that spin at the back of 
the engine. When the open rotor engine enters service around 
2025, it may be a true game-changer and possibly provide a 20-25 
per cent reduction in fuel burn over present turbofans and even 
be 10-15 per cent more fuel efficient than other advanced turbo-
fans that may materialise by then. However, considerable noise 
is produced when the wake of the front rotor passes through the 
rear rotor and a method needs to be found to drastically reduce it. 
Safety concerns also arise over potential bird hits and what may 
happen if a blade detaches or shatters in flight. An open-rotor 
powered aircraft would probably be most efficient flying at about 
0.76 Mach compared to around 0.845 Mach for typical jetliners. 
Major design challenges include lowering noise to acceptable lev-
els and developing a highly reliable pitch-change mechanism for 
the huge blades. 

The sustainable and green engine (SAGE) ITD under the Eu-
ropean Clean Sky programme also proposes to test-fly a full-scale 
open-rotor demonstrator in the years ahead. However, it will 
probably be the middle of the next decade or later before an open-
rotor powered airliner enters service.

A FuEL-EFFiciEnT FuTurE
Most green engine research is targeted towards narrow-body 
aircraft since these constitute the vast majority of commercial 
planes. However, some experts believe that a viable clean-sheet, 
narrow-bodied airliner will not emerge before 2025 due to the 
time needed for the necessary advances in engine technology. Till 
now, engine manufacturers could concentrate on producing the 
most fuel-efficient engines possible while airframe manufactur-
ers could choose from a variety of engines to mount on their air-
liners. But the GTF and open rotor designs are so different from 
each other that they will need radically different airframes. Air-
frame and engine of future green airliners will probably have to be 
designed together for maximum fuel efficiency. 

Indeed, the ubiquitous tube-and-wing airliner configura-
tion is reaching its limit of efficiency. Therefore, a few years ago, 
the US National Aeronautics and Space Administration (NASA) 
commissioned design studies under the environmentally re-
sponsible aircraft (ERA) programme. NASA recently unveiled 
three concepts for a next-generation wide-body airliner that 
might enter service around 2025 and deliver dramatic reduc-
tions in fuel and noise emissions. The concepts include both 
two-engine and three-engine versions of the Boeing blended 
wing-body, a Northrop Grumman concept that resembles the 
Scaled Composites WhiteKnight mother-ship and a Lockheed 
Martin design that features a box wing and twin tail-mounted 
engines. Each of the designs promises to meet highly ambitious 
environmental targets such as reducing fuel burn by 40 per cent, 
NOx emissions by 75 per cent and noise by 42dB. Four industry 
and academic teams were recently awarded NASA contracts to 

continue research on technologies 
that could enable aircraft entering 
service between 2030 and 2035 to 
further reduce fuel consumption, 
emissions and noise. If such efforts 
bear fruit, we may someday be flying in different looking airlin-
ers that would be quieter and more efficient. 

Anthropogenic global warming is now widely taken for 
granted. Aviation’s contribution to the phenomenon is small but 
increasing. Experts believe that without major improvements, 
the growth of air travel may be significantly impeded by envi-
ronmental and cost concerns. Besides this, fuel costs money, so 
there is a strong incentive to burn less of it. Greening air travel 
is a mix of many issues and they need to be addressed concur-
rently. Technology enables greener engines providing balance 
between aviation growth and emissions reduction. Alternative 
fuels are also important as are changes in air traffic manage-
ment procedures in the air and on the ground. Small efforts 
here and there add up to major emissions reduction. Everything 
counts. What is needed is a concerted effort by the entire avia-
tion industry. SP

enGine power:  
Rolls-Royce Trent 1000
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 Pratt & Whitney has already produced more than 73,000 engines, 
of which 47,000 engines are in service on over 25,000 aircraft in 198 
countries. Its large commercial engines power more than 30 per cent 
of the world’s passenger fleet. In an interview with SP’s AirBuz, Pratt 

& Whitney team outlines the company’s presence in India. 

By R. Chandrakanth

TECHNOLOGY / AERO ENGINES

SP’s AirBuz (SP’s): The IndiGo order for 300 Pratt & 
 Whitney PurePower PW1100G engines is a record-breaking 
order for P&W? What is the value of the deal?
Pratt & Whitney (P&W): Pratt & Whitney is very pleased that 
IndiGo selected the PurePower PW1100G engine for its order of 
150 A320neo aircraft. The order, which represents 300 Pratt & 
Whitney PurePower PW1100G engines, is the largest commercial 
order for the company in nearly 50 years. Financial terms of the 
deal have not been released. 

The first PurePower PW1100G engines will be delivered to 
customers by late 2015. Airbus recently announced that the 
Pratt & Whitney engine is the lead engine to enter service on the 
A320neo family in October 2015.

SP’s: Which other aircraft manufacturers and airlines 
have opted for PW1100G engines across the globe?
P&W: We’ve won four applications for PurePower engines: the 
Mitsubishi Regional Jet (13K lbs to 17K lbs), the Bombardier 
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Cseries (19K lbs to 24K lbs), the Airbus A320neo and our single-
aisle engine for the Irkut MC-21 (24K lbs to 33K lbs).

Pratt & Whitney now has more than 1,200 PW1000G engines 
on order, including options. International Lease Finance Corpo-
ration (ILFC), IndiGo and Lufthansa recently selected the Pratt 
& Whitney PurePower PW1100G engines for A320neo family air-
craft orders. PurePower customers for the Bombardier CSeries 
include Lufthansa, Lease Corporation International (LCI), and 
Republic Airways. ANA and Trans States Holdings are PurePower 
customers for the Mitsubishi Regional Jet (MRJ).

SP’s: In India, how many aircraft are powered by P&W 
engines and what is the market like?
P&W: Pratt & Whitney has been partnering with the Indian aero-
space community for over six decades. More than 300 aircraft are 
flying in India with Pratt & Whitney and International Aero En-
gines. We recognise the importance of this growing market and 
the number of potential partners to help stimulate that growth.

India will need more than 1,000 commercial aircraft over 
the next 20 years according to Airbus and Boeing and India’s 
growth in the industry is driven by low-cost carriers like In-
diGo, SpiceJet and GoAir. The Indian market is dynamic with 
many changes taking place. It is an exciting time to be a part of 
this important market. Our largest customers for Pratt & Whit-
ney and IAE engines are Air India, Kingfisher and IndiGo, with 
close to 300 large commercial engines in service in India.

SP’s: Some of the engineering work for the GTF engine is 
being done in India with Infotech? Could you give some 
details of the same?
P&W: Pratt & Whitney established a long-term business rela-
tionship with the engineering and information technology firm 
Infotech Enterprises Ltd in Hyderabad in 2000. Infotech and our 
other partners in India are helping us develop innovative, new, 
environmentally-friendly products. Pratt & Whitney has 16 aero-
space suppliers in the country. The idea is to develop an aero-
space ecosystem by developing aerospace capabilities in India.

SP’s: Could you tell us about your meeting with major In-
dian companies to form joint ventures for manufacturing 
engine parts in India? 
P&W: Pratt & Whitney is in the advanced stages of forming sev-
eral joint ventures with major local businesses. The joint ventures 
will support the manufacturing of engine components in India.

SP’s: Besides Air India, who are the other clients of the 
P&W engine wash facility in Mumbai? Could you indicate 
the benefits of the facility?
P&W: Air India currently uses Pratt & Whitney’s patented, en-
vironmentally-friendly EcoPower engine wash at its Mumbai In-
ternational Airport-based service centre. As an EcoPower engine 
wash franchisee, Air India offers the service to other carriers in 
the region and is able to perform washes on nearly all commercial 
engines in service today.

There is an increasing demand for services like EcoPower en-
gine wash with environmental and bottom line benefits. As one of 
the fastest growing aviation markets in the world, the demand is 
expected to significantly increase in India. Air India has the ability 
to grow its wash capacity to meet the market’s increasing demands.

Till date, Air India has performed more than 205 EcoPower 
engine washes saving more than 8,80,000 gallons of fuel worth 

$3.1 million (`13.95 crore) while reducing its CO2 emissions by 
approximately 8,700 tonnes. Air India expects to save $9  million 
(`40.5 crore) in fuel costs (2.6 million gallons of fuel) and reduce 
its CO2 emissions by 25,000 tonnes annually with EcoPower en-
gine wash.

Here are some of the benefits of the EcoPower engine wash:
 Clean: Pure atomised water provides a more thorough  airfoil 

cleaning than conventional methods; closed loop system cap-
tures effluent as it exits the engine making it environmentally 
safe

 Green: Reduces engine CO2 emissions; uses no detergent
 Smart: Reduces fuel consumption by as much 1.2 per cent 

saving customers money; increases exhaust gas temperature 
(EGT) margin by as much as 15 degrees Celsius for longer rev-
enue service time

 Fast: Simply park, wash, fly; washes take 60-90 minutes and 
are done while the aircraft is parked at the gate

 Versatile: Can be performed on all engine models (P&W, GE, 
IAE, CFM and RR, commercial, military, small and large)

SP’s: The GTF is expected to generate substantial cost-sav-
ings ($1.5 million [`6.75 crore] per aircraft per year), what 
else does it offer?
P&W: Pratt & Whitney’s technology investment in the Pure-
Power geared turbofan (GTF) engine produces the only proven 
new engine architecture for now and well into the future. It’s real 
and currently undergoing extensive ground testing with first test 
flights scheduled for mid-year.

The PurePower PW1000G engine takes a comprehensive ap-
proach to engine development. Unlike our competitors, who are 
focusing primarily on the thermal efficiencies derived from im-
provements to an engine’s core, Pratt & Whitney is upgrading the 
propulsive and thermal efficiencies of the engine. To do this, the 
PurePower engine uses an advanced gear system allowing the en-
gine’s fan to operate at a different speed than the low-pressure 
compressor and turbine. The combination of the gear system and 
an all-new advanced core delivers double-digit improvements in 
fuel efficiency and environmental emissions as well as a 50 per 
cent reduction in noise.

SP’s: Analysts have also pointed out that PW6000 engine 
is burning about six per cent more fuel than original esti-
mates on A318. Is that still an issue and will there be any 
deviation from the 15 per cent less fuel burn estimate?
P&W: The PW6000 engine specific range trends are on track or 
slightly better than the Airbus A318 ‘Orange Book’ performance 
handbook. The PW6000 engine is also demonstrating excellent 
revenue service performance retention characteristics.

SP’s: What about the use of alternative jet fuel usage on 
your engines? What are the developments in this area?
P&W: Pratt & Whitney is a leader in the research, certification and 
demonstration of alternative fuels. We have been working with 
many customers and airframe manufacturers as well as with gov-
ernment agencies, to provide alternative fuel options that improve 
fuel supply and reduce emissions. We led a cross industry team 
of engine manufacturers that updated the current fuel specifica-
tion guide. This new global industry standard outlines the steps 
required to safely and economically evaluate and certify any alter-
native fuel for use in aviation. We expect all of our commercial, 
business and military engines to be certified for biofuel use. SP
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I
F globAl AvIATIon wErE to be handed a report 
card on safety it might read, “Good, but could be better.” 
As a matter of fact, flying has never been safer than it is 
today. Last year, the global accident rate was just 0.61 
per million flights—among the lowest on record. On the 
downside, however, the rate appears to have reached 
a plateau during the past decade or so. Accidents con-

tinue to occur with depressing regularity. Just try explaining to 
the survivors of a major accident or their near and dear ones that 
the global accident rate is at an all-time historic low. And as the 
aviation industry expands, the number of flights worldwide is ris-
ing, the total number of accidents is projected to increase cor-
respondingly. In the near future, there might even be a major ac-
cident every week. While this may not be high in purely statistical 

terms, the media coverage of flaming wreckage and tear-streaked 
faces does tend to scare potential air travellers. The fact remains 
that flying is still viewed as risky by the layman.

Safety fixeS
The early days of aviation until the 1970s witnessed many ac-
cidents that resulted in great loss of life. This can be called the 
‘technical era’ when safety concerns were dominated by techni-
cal factors. Over the years, scores of measures were introduced 
to enhance safety in flying. Both in the air and on the ground ma-
jor technological advances included more robust engines, anti-
collision devices, reliable system health indicators, precise radar 
control and accurate navigational aids, which brought a welcome 
decline in air accidents. 

By Joseph Noronha,  
Goa

SAFE
 Safety management system is the most promising system of 

averting aviation accidents available today. However, it is neither an 
alternative to compliance nor a substitute for effective supervision. 

And it is only as good as its implementation. 

Safety firSt:  
Flying is still viewed  

as a risk by many
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The early 1970s marked the beginning of the ‘human era’, and 
the safety spotlight switched on to the human factor. Improved 
training and supervision helped reduce the lapses in perfor-
mance. Meticulous data collection and dissemination of details of 
air accidents also helped alert other operators to hazards before 
they could progress to fresh accidents. However, safety efforts 
generally tended to focus on the individual, with scant reference 
to the organisational framework in which persons carried out 
their missions. 

In the early 1990s, it began to be recognised that individuals 
do not operate in a vacuum but within defined operational con-

texts. This was the start of the ‘organ-
isational era’ when safety began to be 
viewed from a systemic perspective 
and to encompass organisational, hu-
man and technical factors. 

Technological fixes can hardly 
be relied upon to prevent organisational and human error acci-
dents. Then what might be done? A clue, perhaps, can be found 
in the widely differing accident rates of North American carriers 
as compared with other parts of the world. Last year, probably 
for the first time since air travel began, the world’s major airlines 
based in the developed countries did not suffer a single fatality. 
“In the entire first World, fatal crashes are on the brink of extinc-
tion,” says Arnold Barnett, a specialist in accident statistics. At the 
same time, however, Africa’s hull loss rate was 7.41, more than 12 
times the global average. 

The difference between airlines that still suffer from the high 
accident rates prevailing in the 1980s and those that achieve im-
pressively low rates (some even zero) may lie in a major cultural 
difference in their approach to safety. The ‘safe’ carriers have suc-
cessfully graduated from reactive to proactive safety manage-
ment moving away from using safety regulations to police staff 
and enforce their good behaviour towards a realisation that regu-
lations only set a minimum legal standard, and that much more 
can and should be done. Such organisations employ a methodical 
approach that covers all aspects of safety over the entire range of 

operations and includes everyone from the head of the organisa-
tion down to the last worker. That, in a nutshell, is what safety 
management system (SMS) is.

Simply SmS
SMS has much in common with modern quality assurance but 
lays even greater emphasis on proactive hazard identification. Al-
though the system did not originate in aviation circles, it has been 
wholeheartedly embraced by key global aviation organisations 
such as the International Civil Aviation Organisation (ICAO) and 
the International Business Aviation Council (IBAC). The ICAO has 
issued the Doc 9859, Safety Management Manual (SMM), Second 
Edition, 2009, available for free download from its website. This 
manual is a comprehensive guide to all-things SMS and is an in-
valuable resource for all types of aviation operators everywhere. 

Any experienced manager will recognise the aspects of SMS 
common with management theory; for instance, the need for goal 
setting, planning, and performance measurement. SMS also em-
braces parts of the organisation that may not be directly involved 
in day-to-day operations, but still have the potential to indirectly 
affect safety. SMS advocates a businesslike approach to safety—
a clear, systematic and comprehensive approach to identifying 
hazards and controlling risks while continually ensuring that 
these controls remain effective. It is democracy in action because 
it aims to achieve a situation wherein each member of the team 
contributes to and is responsible for safety. It also actively encour-
ages prompt and fearless reporting of safety concerns. 

SMS recognises that human errors are not solely the result of 
a single person’s incompetence or negligence even though that 
person may ultimately be held legally responsible. Errors that 
cause accidents can result from a wide variety of factors, not al-
ways within the control of an individual, from the physical operat-
ing environment to interaction with others, within or outside the 
organisation. For instance, if a flight supervisor warns a pilot, “Get 
airborne by 10 a.m. or else,” is the pilot solely responsible for the 
resulting fast taxiing accident? 

SMS accepts that errors are a normal part of any activ-
ity where humans and technology interact, and even competent 
personnel are not immune to mistakes. Anyone who has worked 
in a traditional aviation organisation may recall that accident in-
vestigations would generally focus on cause factors and mistakes 
committed, a key feature being to attach blame and punish ‘of-
fenders’. Any accident often opened a can of worms, heads would 
roll and some changes would be made based on ‘lessons learnt’. 
However, it would soon be back to business as usual. SMS, on the 
other hand, is not preoccupied with the past or with apportion-
ing blame, but with identifying and correcting in advance, the 
circumstances that can give rise to errors and omissions. It pro-
actively looks at present risks and tries to forestall future prob-
lems. Throughout the process, the integrity of individual people 
remains important. SMS, perhaps most crucially, works only if it 
is woven into the fabric of an organisation, becoming part of its 
culture, rather than a mere add-on to be paid lip service to. 

pillarS of SmS 
So how does SMS work? According to the ICAO, safety is defined 
as “the state in which the possibility of harm to persons or of 
property damage is reduced to, and maintained at or below an 
acceptable level through a continuing process of hazard identifi-
cation and safety risk management.” Four pillars of any SMS pro-
gramme therefore flow from the ICAO definition.

Human errorS:  
SMS accepts that 

mistakes are a normal 
part of any activity 
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 policy, which lays down the structure of the SMS. 
 Safety risk management, which is a formal system of haz-

ard identification, analysis and risk management. This is es-
sential in controlling risk at acceptable levels.

 Safety assurance: SMS must ensure that measures intro-
duced to control risk are continuously practised. The control 
measures may also need to be modified to adjust to changes 
in the environment.

 Safety promotion: SMS will succeed only if the organisation 
promotes safety as a core value and inculcates practices that 
consistently support a positive safety culture.

riSk management
Flying will always be subject to risk and so the key to achieving 
safety lies in analysing and managing risk. Analysing risk involves 
the consideration of both the likelihood and the severity of any 
adverse consequences. The first step, therefore, is to identify the 
hazards and the associated safety risks inherent in the prevailing 
operating environment. A checklist may prove useful while con-
ducting a risk analysis. The second step is to develop the opera-
tor’s safety risk profile. This is a documented summary of the safe-
ty risks that are generally experienced by the operator, a map that 
charts the ‘contours’ of highest risk. Risks that occur frequently 
and with more severe consequences obviously merit greater atten-
tion than risks that are rarely experienced and/or have manage-
able consequences. So the safety risk profile is the basis on which 
the remainder of the SMS programme should be developed. The 
third step, mitigation of hazards and risks, is an important part of 
risk analysis. For this, it is important to concentrate on the events 
that have been identified as having the highest risk. For instance, 
if frequent hazards relating to a particular type of aircraft at a spe-
cific airport have been identified, it may even become necessary to 
cease operations with that type of aircraft at that location. 

Lastly, once the likelihood and severity have been analysed, 
the mitigation that was introduced needs to be constantly re-
viewed to ensure that it is appropriate. It is important that a dis-
proportionately high amount of resources need not be expended 
to address hazards with a low likelihood of leading to an accident, 
at the expense of those more likely to trigger one. It is also essen-
tial that risk analysis and mitigation be documented so that the 
results of the SMS activities can be tracked and evaluated and the 
safety-risk profile can be kept current. This also helps in bringing 
newcomers up-to-speed as quickly as possible and enables inde-
pendent auditors to evaluate the SMS programme.

The crux of a successful SMS programme is to have a system 
that ultimately becomes seamless with the daily routine. A full-
time SMS Coordinator may need to be appointed to oversee the 
programme and chair safety committee meetings. For smaller op-
erators, however, a lone person may need just a couple of hours 
every week to ensure SMS compliance by all. The most powerful 
safety tool is the ‘culture’ of the organisation. Culture can be defined 
as the basic values of the organisation, how people do things, es-
pecially when nobody is watching. Having an organisational safety 
culture implies that everyone from the Chief Executive through 
the entire corporation is committed to continuous safety improve-
ment, always alert to potential hazards and associated risks and 
then developing and implementing appropriate countermeasures. 
The staff should feel encouraged to report all deviations from com-
pany policies and procedures, not just those that have may have 
unpleasant consequences like accidents. An honesty programme, 
however, is bound to fail unless it is based on a written non-puni-

tive policy. Such a culture will not only avoid disincentives, such as 
‘shooting the messenger’ or penalising individuals who make hon-
est errors, but will also provide the staff with positive confirmation 
that their reports are taken seriously and subjected to an appropri-
ate risk analysis. The idea is to achieve a ‘fair’ or ‘just’ environment 
that distinguishes between genuine errors and wilful acts. 

making BuSineSS SenSe of SmS
The ICAO has recommended that all aviation authorities imple-
ment SMS regulatory structures. It is only a question of time before 
the SMS culture spreads globally. SMS is applicable to all types of 
operators and that includes business and general aviation. A com-
mitted safety focus is especially encouraged by the IBAC, an um-
brella organisation representing 13 business aviation organisations, 
including the Business Aviation Association for India (BAAI). The 
International Standard for Business Aircraft Operations (IS-BAO) 
was developed by the IBAC in 2002. And SMS is at the heart of the 
IS-BAO. The IS-BAO’s SMS model combines elements of a tradi-
tional flight safety programme with quality management princi-
ples. It has evolved over many years of applying industry best prac-
tices and professionalism. It makes concerted flight safety efforts 
practical for any flight department. And it is flexible enough to be 
used effectively by a single person operating a small private plane 
or by a large flight department with scores of big jets. The IS-BAO 
programme is now internationally recognised as fully compliant 
with ICAO Annex 6, Part II for International General Aviation—
Aeroplanes. So business and general aviation operators need not 
look beyond it. The IS-BAO is currently a voluntary standard and 
keeping track of its implementation can be done by the organisa-
tion itself. However, it makes eminent sense to get an independent 
opinion on the programme from someone outside the organisation 
at least once a year. This can be conveniently accomplished by a 
Confirmation of Conformity audit by a third-party.

Bengaluru-based Commercial and Business Aviation Services 
(CBAS), which is an ISO 9001:2008 certified company, is spear-
heading a programme to enable flight departments and aircraft 
operators to get their SMS programmes up and running. Last 
year, the IBAC accredited two CBAS staff members as qualified 
to conduct audits according to the IS-BAO, the first such experts 
to be made available to the Indian market. CBAS also facilitates 
meeting the compliance requirements of the DGCA Civil Aviation 
Requirements (CAR) on the Establishment of a Safety Manage-
ment System (CAR Section 1 – General, Series ‘C’, Part I, dated 
July 20, 2010). The availability of IS-BAO auditors here in India is 
bound to prove to be a great boon for flight operators all over the 
country to implement their SMS programmes. 

SMS is the most promising system of averting aviation accidents 
available today. However, it is neither an alternative to compliance 
nor a substitute for effective supervision. And it is only as good as its 
implementation. Though introducing SMS cannot be accomplished 
overnight (three years is the recommended time frame), it need not 
be difficult. The best way may be to start small and continuously 
improve. Once progress is visible, it will be clear to everyone in the 
organisation that safe flying brings tangible benefits. This is bound 
to encourage continuous enlargement and improvement of the pro-
gramme and will also act as an advertisement for SMS itself. 

Flight safety is no accident. Nor can luck favour forever. An 
evaluation of the functioning of any safe flying organisation will 
probably show that much determination, foresight and hard work 
have gone into achieving its excellent record. In a word, it is SMS 
in one form or another. SP
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A
S glowINg StAtIStIcS IN support of a 
buoyant aviation industry is becoming com-
mon, analysts are convinced that aviation is an 
upwardly mobile industry. All trends and sta-
tistics are positive and despite the disturbing 
trends in the international price of crude, avia-
tion remains an attractive industry. India cur-

rently has 1,146 registered civil aircraft. Of these, 425 are with the 
scheduled carriers and the remaining 721 serve general aviation. 
With the industry’s growth rate expected to be sustained in the 
coming years, there are another 200 odd aircraft that are expected 
to be inducted over the next two to three years.

However, Indian civil aircraft operators, be they airlines or 
general aviation, have remained a largely dissatisfied group during 
the last decade of growth. Aircraft operators maintain that while 
they are the prime stakeholders in the civil aviation industry, they 
continue to be the most traumatised as well. The problems ex-
perienced particularly by general aviation in India are acute and 
rendered more so in its perception that many of the maladies that 
afflict it are curable provided the government takes notice.

One area of immediate and pressing concern is the regulatory 
framework within which general aviation is required to function. 
There is dearth of cogent and comprehensive policies covering all 
aspects of safety and airworthiness in respect of general aviation. 

As scheduled operators dominate the civil aviation industry and 
are more visible to the regulator, the media and the public, regula-
tory provisions are primarily tailored to meet their  requirements. 
In practice, the regulatory framework for general aviation is derived 
from one originally drafted for scheduled operations. Quite under-
standably it fails to address the needs of general aviation in totality.

As an illustration, while it is reasonable to dictate that every 
airline appoints a full time Head of Security, imposing similar re-
quirement on every non-scheduled operator is unreasonable. Un-
fortunately, non-scheduled operators are not excluded from this 
requirement. Training requirements for general aviation are also not 
defined as clearly as they are for scheduled operators. As a result, 
every general aviation operator has its own interpretation of how its 
pilots need to be trained to keep their licences current. It is rare to 
have two operators owning the same type of aircraft to agree on the 
minimum “prescribed” training needs for their pilots. The situation 
is stretched from the uncertain to the ridiculous by the fact that this 
diversity of interpretation is prevalent even amongst the auditors 
or inspectors of the Directorate General of Civil Aviation (DGCA). 
While every auditor insists that the crew should have carried out 
aviation security training, the agency responsible for the conduct of 
such training has not been explicitly stated.

Written requests to the Bureau of Civil Aviation Security for 
training of crew rarely elicit any response. Regulations related to crit-

Maladies Galore
By A.K. Sachdev,   
New Delhi
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ical areas related to operations are also inadequate. Take the case 
of prescribed aerodrome operating minima (AOM). Any one even 
peripherally involved with aviation would agree that AOMs are a 
critical statistic relating to operations when visibility conditions are 
marginal. The DGCA’s Operations Circular 6/1999 prescribes min-
ima for aircraft in accordance with their categories that are based 
on their landing speeds. Operations Circular 4/2000 stipulates that 
the minima prescribed in Operations Circular 6/1999 are not to be 
followed by general aviation aircraft. Instead they are to follow the 
minima prescribed in Appendix A to Operations Circular 4/2000. 
Surprisingly, Appendix A to AIC 4/2000 has only minima related to 
Category A aircraft listed. So what are Category B and C aircraft for? 
Are they to follow the Category A minima prescribed in Appendix 
A to Operations Circular 4/2000? Or are they to ignore Operations 
Circular 4/2000 and adhere to Operations Circular 6/1999? This 
anomaly has existed  for over a decade. Meanwhile, almost every 
operator continues to use the minima as given in the Operations 
Circular 6/1999 in contravention to the letter of Operations Circular 
4/2000, which is a later circular and thus ought to supersede Opera-
tions Circular 6/1999. Queries to the DGCA 
have brought forth no response as yet.

As if the lack of attention to policies 
and regulations related to general avia-
tion were not enough, the sector suffers 
from lack of suitable infrastructure which 
is indeed a real cause for distress. Almost 
75 per cent of general aviation aircraft 
are based at or operate largely from the 
metros mainly due to the nature of their 
tasks. Parking and manoeuvring space at 
the metros is at a premium and more of-
ten than not, general aviation operators’ 
end up groveling for scarce parking slots 
especially if their itinerary involves a night 
halt at any of the metros. While Delhi and 
Mumbai have dedicated general aviation 
lounges, the other airports are yet to es-
tablish any such facility. The existence of a 
general aviation lounge is a mixed blessing in as much as all gen-
eral aviation operators are now being compelled to use the lounge 
and related services even if they are capable of having their own. 
The lounges have been outsourced by the airport operators in 
pursuit of increased revenues to the highest bidders who pass on 
the cost to the users. Ultimately, the burden is borne by the gen-
eral aviation operator and his passengers. A remarkable feature of 
this monopolistic outsourcing of general aviation lounges is that 
it militates against the spirit of Para 3 of Chapter II of the Com-
petition Act, 2002. However, the spirit referred to appears to be 
largely invisible in not just the lounges but also in the widespread 
outsourcing of ground handling by aircraft operators at not just 
the metros but at all stations as well. The services provided by 
these ground handlers come at exorbitant prices and while air-
lines have clambered up to the Supreme Court in their quest for 
a just and fair dispensation, general aviation operators are at the 
mercy of the designated ground handlers whose ‘take it or leave 
it’ attitude is a cause of serious concern.

The comparatively smaller general aviation aircraft especially 
the slower turboprop variety often fly to small airports. However, 
data about such airfields and navigation facilities are not easily 
available. The Airports Authority of India (AAI) and the DGCA 
are yet to make available to the operators an authentic directory 

of these airports. Very often general aviation operators are left to 
themselves to acquire the required information from that airstrip 
or obtain it from some other operator who may have operated 
there in the recent past. Needless to say, some of the smaller air-
ports lack the basic infrastructure such as meteorological and 
navigational facilities. Operations to military-owned airports are 
rendered more difficult on account of the need for coordination 
with defence authorities, especially if a foreign national is on-
board or a night halt is involved.

General aviation continues to be afflicted by maintenance 
problems as well. The available hangar space is woefully inad-
equate for the number of aircraft already flying. The situation will 
only worsen with more aircraft being inducted. As a result, there is 
no certainty of the availability of hangar space and as such some 
maintenance activities are carried out in the open, a practice that 
is unhealthy in the long run. The number of MROs is small and 
inadequate for the foreseeable growth in the volume of general 
aviation activity. The shortfall of hangar space and MROs is further 
compounded by the lack of uninterrupted power supply and other 

basic facilities, even at the Indira Gandhi 
International Airport in Delhi.

General aviation is inherently more 
risky due to the nature of flying (small 
airstrips, imperfect runway surfaces, inad-
equate navigational facilities) and is ren-
dered more so by the fact that a majority of 
the flights carry a VIP/VVIP or a commer-
cially important person (CIP) onboard. 
Frequently, safety considerations are rel-
egated to the background and the over-
riding consideration becomes delivering 
the passenger to his destination. This has 
contributed to a number of accidents in 
the past. The DGCA does not have enough 
staff to closely monitor the operations of 
130-odd general aviation operators.

The regulatory processes related to 
general aviation also need to be critically 

appraised. The process of aircraft import is a back-breaking one. 
The cost of meeting regulatory requirements is unbearable in 
some cases. All in all, a comprehensive review is the need of the 
hour, if general aviation is to prosper and make its contribution to 
the national economy. 

As far as the operators are concerned, their voices remain 
largely unheard due to the cacophony their disorganised state 
represents. Till recently, two organisations were purported to rep-
resent the interests of general aviation—Business Aviation Associa-
tion of India (BAAI) and Indraprastha Aircraft Aviation Association 
(IAAA). The BAAI was formed in 2004 with the aim to take up is-
sues concerning business aviation community. In 2010, the IAAA 
was formed with similar objectives. In a significant development, 
the two have merged into a third association, the Business Aircraft 
Operators’ Association (BAOA). All the erstwhile members of BAAI 
and IAAA are being automatically registered in the new entity. The 
new and united face is expected to induce some more of the gener-
al aviation operators to join its ranks. With a larger representation, 
the BAOA could be expected to make an impact at the appropriate 
policy making levels to redress some of the worrisome concerns. 
The result could well be better organised and much improved regu-
lation of general aviation with enhanced safety levels and a reduc-
tion in the alarming trend of accidents in the recent past. SP
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S
LEEpINg whILE oN duty or ‘sleeping on the 
job’ is often considered as a gross misconduct. It is 
not an unusual phenomenon but for a man in a fly-
ing machine it can be dangerous. Air India Express 
Flight IC 812 Boeing 737-800 crashed while landing 
at Mangalore city’s ‘table-top’ runway in the wee 
hours of the morning of May 22, 2010. Investigations 

revealed that the pilot had ‘dozed off ’ during the flight for a long 
time. The consequent phenomena of ‘sleep inertia’ probably led 
him to make a poor and ill-timed judgement while landing the 
aircraft resulting in the tragic air crash. 

The enquiry report submitted by the Ministry of Civil Aviation 
claimed that Captain Glusica onboard the ill-fated Air India Express 
IC-812 had slept for over 90 minutes during the flight while an analy-
sis of the cockpit voice recorder (CVR) revealed that one of the pi-
lots had been asleep in the cockpit for 110 minutes. Apart from the 
fact that the CVR had picked up no conversation from the pilots, 
the sound of  snoring and deep breathing could be heard in the re-
cording. According to the American National Transportation Safety 
Board, it is the first instance of snoring ever to be recorded on a CVR. 

Science has always been behind the all-evolving flight duty 
time limitations (FDTL). The phenomena known as acute or 
chronic fatigue, the science behind circadian rhythms of the hu-
man body, the blessings of sleep and its restorative properties 
have long been studied but advances in knowledge have rapidly 
overtaken the archaic regulatory approaches to incorporate the 
newer findings. Regulatory requirements will go to any length to 
guard against the possibility of a heart attack or loss of conscious-
ness in the cockpit but when it comes to a ‘sleep attack’, regula-
tors appear to be oblivious of the need to issue diktats

A sleep attack is a compelling need to doze off. It is a no-brain-
er that pilots often doze off in the cockpit with embarrassing or 
even fatal consequences. Unlike the seemingly intangible effects 
of high cholesterol on the functioning of the heart and coronary 
artery disease, the effects of a good or bad sleep is commonly ex-
perienced and understood by all of us. The role of a good night’s 
sleep as a restorative cannot, therefore, be over emphasised.

Sleep ReSeaRch
Some well-accepted findings based on sleep research include:

By Dr Mani Sishta,  
HyderabadSleep AttAck

 Napping on the job is not an unusual phenomenon, but for a man in a 
flying machine it can be dangerous. It is better to accept the problem of 

fatigue arising from sleepiness and resolve it rather than ignore it. 
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 Aircrew need between six to eight hours of good quality sleep 
every night. The quality of sleep is very important.

 The human body is programmed to feel sleepy twice in 24 
hours—between midnight and 7 a.m., and in the mid afternoon, 
between 1-4 p.m. A sumptuous lunch may add to the drowsiness.

 Bad dreams that cause high levels of terror or distress are usu-
ally the result of stress or anxiety states, preceding sleep.

 Self-evaluation of sleepiness correlates closely with sleep la-
tency. Simply put, you know you need to recover that missing 
sleep (the ‘sleep debt’). It can prove harmful to deny it, so it is 
not advisable to ignore untimely sleepiness.

 Sleep debt can be ‘bought back’ or redeemed, by one or two 
good long sleep periods, preferably in a congenial relaxing 
atmosphere. Piling up your ‘sleep debt’ can lead to chronic 
fatigue with serious ramifications. A common phenomenon 
faced by pilots is that upon awakening from a nap, one could 
suffer from sleep inertia—a short-term continuation of the 
nap with eyes wide open.

 Blurred vision, mental irritability, fatigue, errors of cognition, 
inability to concentrate, errors of judgement and jerky physi-
cal movements are some common symptoms of sleep deficit.

 Lack of sleep or poor quality of sleep can lead to appetite 
problems resulting in over eating and weight gain. 

 Sleep disorders are linked to heart disease, stroke and hy-
pertension; staying awake at least three nights a week for a 
month or longer or facing difficulties in falling asleep could 
lead one to be labeled an insomniac (long sleep latency).
Needless to say, commercial pilots need to follow highly disci-

plined routines. They are expected to be at the peak of their alert-
ness scales throughout the flight period, both by day and night.

aleRtneSS ManageMent StRategieS
We need to strategise on how best to keep the pilots as alert as 
possible. Firstly, we need to acknowledge that the desire to cat-
nap while in the cockpit is somehow a failure of FDTLs as well as 
the crew scheduling programmess—the FRMS. From an opera-
tor’s point of view, the formal recognition of the urge to catnap 
amongst their pilots makes for poor copy. Yet incidents of aircrew 
‘sleeping on the job’ have occurred commonly enough. Acknowl-
edging this should not be seen as a failure on the part of the air-
crew but an opportunity to find lasting, across-the-board solu-
tions to this hazardous aspect of human limitation. One needs to 
work with empathy to promote safety in the cockpit.

Commonly enough, the stigma attached to a ‘catnapper’ origi-
nates with the assumption that he/she leads a vagrant, indisci-
plined life. Resorting to ‘sleeping on the job’ at company expense 
is seen as a ‘negative’ attribute. Such a view is prevalent world-
wide. Change the term to ‘power napping’ and the perception al-
ters dramatically.

Long flying hours can be strenuous for air crew and they are sub-
ject to the usual vagaries and stressors of life-on-the-job. Therefore, 
it is better to accept the problem of fatigue arising from sleepiness 
and resolve it rather than ignore it. Consider this—if a member of 
the cockpit crew were to take a break to answer the call of nature, 
one of the cabin crew will be positioned in lieu in the cockpit, till he/
she returns. Obviously this ‘break’ will take place during the cruise 
part of the flight. What is the ‘permissible’ time for such a visit to the 
restroom? Is the imposition of such a time frame really possible? To 
the layman, a ‘restroom break’ could be anything between five and 
fifteen minutes—an ideal time span for a catnap. Would it be more 
acceptable to the operator if pilots were to catnap in the toilet?

On the gROund
Alertness management ought to include both ground and cockpit 
components. It is rare to come by an airline pilot who is happy 
with the rostering department. The ‘roster master’ has a thankless 
job. Numerous duty time-limit situations arise, often leaving the 
passengers furious that their flight is being rescheduled because 
the crew have or are likely to exceed FDTLs and so, are off to rest.

Wherever required or requested, the operator should:
 Provide a comfortable sleep lounge at the airport itself. If such 

space is expensive, consider a suitably staffed and modified 
bus in the parking lot.

 Encourage pilots to maintain ‘sleep journals’ that are reviewed 
periodically by the base medical or HR staff. Pilots are not wont 
to volunteer any job-threatening information so the issue has 
to be handled with care. Pilots need to be trained to recognise 
and accept sleep deprivation as well as be taught how to take 
naps. If necessary, spouses of pilots may be involved.

 The physical fitness of airline pilots must be closely moni-
tored by the base medical staff.

 Aircrew must undergo an initial definition of their sleep pat-
tern at the annual medical exams. There must be a greater 
coordination between the Medical Board centres and the 
airline medical departments. Some might say that this could 
lead to more personalised data collection. But if the black box 
provides an accurate insight on all happenings inside an air-
craft why not provide a system to place equal emphasis on the 
pilot—a crucial factor in the aircraft’s performance?

 Basic research on sleep patterns amongst Indian commercial 
pilots could be initiated and funded by the appropriate author-
ities such as the Directorate General of Civil Aviation (DGCA).

in the aiR
 Without the fear of facing punitive action, aircrew detected 

to have or confessing to catnap urges in flight, must be sup-
ported by other members of the flight crew and take the nap 
at an appropriate time for a period not exceeding 15 minutes.

 An important issue is whether the pilot should be allowed to 
take a nap in the comfort of the cockpit, with a cabin crew in 
witness. Trained co-pilots and cabin crew can work together 
to obviate the effects of micro-sleep, sleep inertia, comment 
on sleep onset latency and collect data on these.

 Use of medication apart from caffeine to maintain alertness 
should be actively considered if the problem is unrelenting. 
Air forces world over are researching this option while flying 
10 to 16 hours or more at a stretch.

tipS & WaRningS
 If one is able to wake up without an alarm clock and feel re-

freshed and rested, it is a sign of getting enough sleep.
 Relax before going to bed. Drink a cup of herbal tea, take a hot 

bath, do light exercise or read a book.
 Cut down on or eliminate caffeine. Caffeine is present in cof-

fee, tea, many soft drinks and chocolate. Too much caffeine 
can affect sleep adversely. People who need coffee to ‘wake up’ 
in the morning tend to be groggier than those who do not.

 Avoid or reduce alcohol intake if it is affecting your sleep qual-
ity. Alcohol has been known to affect sleep patterns. 

 Undergo a comprehensive health check-up. Despite getting a 
good night’s sleep, if one feels tired or lacks energy, there may 
be other hidden health problems. Get this investigated. The 
presence of one’s spouse during check-ups may be useful. SP
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C
rEw rESourCE mAnAgEmEnT (Crm) 
training is routine in aviation circles, but it was not 
always so. What probably triggered formal CRM 
training in the airline industry was an accident in 
1978 involving a McDonnell Douglas DC-8-61. A rel-
atively minor problem experienced while lowering 
the undercarriage to land, was allowed to drift for an 

hour or more, till the aircraft ran out of fuel and the crew out of luck.
On December 28, 1978, United Airlines Flight 173 took off 

from Denver, Colorado-bound for Portland, Oregon, USA, with 
181 passengers onboard. The crew were Captain Malburn Mc 
Broom, First officer Rodrick Beebe, Flight engineer Forrest Men-
denhall and five cabin attendants. McBroom was a highly expe-
rienced pilot with nearly 28,000 flight hours, about 5,500 of them 
captaining the DC-8. The airliner had 46,700 lbs of fuel onboard 
when it departed the gate at Denver. This 
figure included the Federal Aviation Regu-
lation requirement for fuel to destination 
plus fuel for 45 minutes of flight and the 
company contingency fuel sufficient for 
another 20 minutes of flight. 

The expected arrival time at Portland 
was 1713 hours. The weather was good 
as Flight 173 descended for approach and 
landing at the destination. The aircraft was 
cleared by Air Traffic Controllers for a visu-
al approach to Runway 28. The First officer, 
who was at the controls, requested that the 
wing flaps be extended to 15 degrees. Once 
it was done, he asked for the landing gear 
to be lowered. When the Captain operated 
the landing gear handle, there was a thump 
followed by a shudder which ran the length 

of the aircraft. Only the nose wheel green 
light came, while the main gear position 
lights indicated neither ‘down and locked’ 
nor ‘in transit’.

Time SlipS
While the crew methodically discussed 
and accomplished the various emergency 
and precautionary actions required in 
such a situation, Portland Approach vec-
tored the aircraft into a holding pattern 
south and east of the airport. The cockpit 
crew consulted the ‘Irregular Procedures’ 
section of the DC-8 Flight Manual, which 
stipulated check of the visual indicators 

Preoccupation Spells 

Peril
By Joseph Noronha,  

Goa

 The captain’s inattention was attributable to preoccupation  
with the landing gear malfunction and preparations  

for a possible landing emergency 

 The Board 
recommended 
that 
assertiveness 
training should 
be part of the 
curricula for all 
airline cockpit 
and cabin crew
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atop both wings. These extend above the wing surface if the 
landing gear is down and locked. The Flight Manual specifies, 
“If the visual indicators indicate the gear is down, then a land-
ing can be made at the captain’s discretion.” The flight engineer’s 
visual inspection of both main landing gear showed that they ap-
peared to be down and locked, although there is an element of 
doubt in his observation. 

At 1738, Flight 173 radioed its maintenance facility for assis-
tance, reporting that they would orbit at the assigned altitude for 
another 15 to 20 minutes before attempting to land at about 1805. 
The maintenance facility ascertained that the crew had done every-
thing possible to remedy the situation. It was 1745. The captain then 
had a discussion with the senior flight attendant concerning the im-
minent emergency landing and how it would be communicated to 
the passengers. The first officer, still at the controls, asked the flight 
engineer what the remaining fuel was, to which he replied 5,000 lbs. 
The captain then asked him to recalculate the weight for landing, 
saying he expected to land in approximately 15 minutes. Later, the 
cockpit voice recorder (CVR) revealed that the flight engineer said, 
“Not enough! 15 minutes is going to really run 
us low on fuel here.” Unfortunately, he did not 
stress the point at that time.

At 1757, after the crew completed final 
checks in preparation for landing, the cap-
tain sent the flight engineer to the cabin to 
check on the passengers. When he returned, 
he told the captain that they were down to 
3,000 lbs of fuel. At 1806, the senior flight at-
tendant entered the cockpit and reported 
that they were ready in the passenger cabin. 
At this time, the aircraft was about 17 nm 
south of the airport. The captain then said, 
“Okay. We’re going to go in now. We should 
be landing in about five minutes.”

Almost immediately, the first officer 
exclaimed to the flight engineer, “I think 
you’ve lost number four engine… better 
get some cross-feeds open there or something.” One engine had 
flamed out. The captain asked, “Why?” The first officer replied, 
“Fuel.” The flight engineer managed to get the engine restarted 
by opening the cross-feeds. But he soon reported that the fuel 
gauge was now showing 1,000 lbs, with no fuel in the number two 
tank. At 1813, the airliner lost number one and two engines. The 
crew gave a May Day call. At about 1815, the aircraft, now with 
all four engines gone, came down six miles short of the runway 
in a wooded suburb. Although it was dark by now, the crew con-
trolled the plane till the end. At least 10 passengers, including 
the flight engineer and the senior flight attendant, were killed. 
All those who died had been seated on the right side of the cabin, 
which suffered extensive damage during the crash-landing.

inveSTigaTionS
Upon investigation of the accident by the US National Transpor-
tation Safety Board, it was found that when the landing gear was 
selected down, corrosion from a thread allowed the gear to fall 
free, immediately swinging into down position, which caused 
the unusual vibration. The sudden fall also damaged the micro 
switches, resulting in the failure of ‘gear down’ indication in the 
cockpit. The Board accepted that the abnormal gear extension 
indication was a cause for concern amongst the crew.

Fuel management was obviously central to the accident. The 

Board ascertained that Flight 173 consumed fuel normally en 
route to Portland. At the start of the emergency, the aircraft had 
about 13,334 lbs of fuel onboard. Throughout the hour or so be-
fore it came in to land, Flight 173 remained at 5,000 ft with land-
ing gear down and flaps set at 15 degrees. Under these conditions, 
fuel would have been consumed at the rate of about 13,209 lbs per 
hour or 220 lbs per minute. From the time the captain informed 
Portland Approach of the problem until contact with the main-
tenance facility, about 28 minutes had elapsed. A further 28 min-
utes passed before the first engine experienced fuel starvation, 
and another nine minutes till the plane crashed.

The process of flight planning provides for adequate fuel for 
a missed approach procedure if necessary. Such planning also al-
lows for possible fuel indication inaccuracies and necessitates es-
tablishing a deadline for initiating the approach. It implies constant 
monitoring of time/fuel as well as the aircraft’s position relative to 
the active runway. However, conversation amongst the crew in the 
cockpit indicated insufficient attention and a lack of awareness on 
the part of the captain about the fuel state even after a prolonged 

delay. Although the other two crew members 
commented on the aircraft’s fuel state, they 
did not express direct concern regarding the 
possibility of total fuel exhaustion before land-
ing. The flight engineer was seemingly aware 
of the dangerously low fuel state but did not 
prevail upon the captain of the gravity of the 
situation. Even as the first engine flamed out, 
the captain’s question reflected that he was 
apparently oblivious of the critical situation. 
His continued efforts to tackle the landing 
gear problem and interaction with the flight 
attendants regarding the emergency landing, 
possibly distracted him from ensuring that the 
aircraft remained close to the airport while he 
was handling the emergency.

According to the Board, the probable 
cause of the accident was the failure of the 

captain to monitor the fuel remainder and to properly respond to 
the low fuel state and the crew member’s fuel advisories. This result-
ed in fuel exhaustion to all engines. The captain’s inattention was 
attributable to preoccupation with the landing gear malfunction 
and preparations for a possible landing emergency. Contributing to 
the accident was the failure of the other two flight crew members 
either to fully comprehend the criticality of the fuel state or to suc-
cessfully communicate their concerns to the captain. Crew inputs 
on the flight deck are important because they provide redundancy.

The Board recommended that assertiveness training should 
be part of the curricula for all airline cockpit and cabin crew, in-
cluding the need for individual initiative and effective expressions 
of concern.

United Airlines learned its lessons and instituted the indus-
try’s first CRM programme for pilots in 1980. The programme 
paid off when one of its DC-10s suffered a catastrophic engine 
failure over Iowa, USA on July 19, 1989. The aircraft’s hydraulic 
systems quit, rendering it virtually uncontrollable. However, the 
crew worked as a team to control the airliner by varying power 
on the remaining engines and managed to bring it down to a 
crash landing. Although more than 100 people died, 185 survived 
a situation which no pilot in the world would anticipate or can 
train for. Similar CRM programmes are now being utilised by the 
airlines globally. SP

 Crew 
inputs on the 
flight deck 
are important 
because 
they provide 
redundancy
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T
he 21sT cen-
Tury is increas-
ingly being called 
the Asian century 
primarily due to the 
widespread belief 
that if certain favour-

able demographic and economic trends persist, this century will 
be dominated by Asian politics, Asian culture and almost any-
thing Asian. So AirAsia has been aptly christened. Last October, 
the airline carried its 100-millionth passenger within nine years of 
commencement of operations. On the occasion, Tony Fernandes, 
the colourful and capable Chief Executive Officer of the AirAsia 

Group, and Forbes Asia’s Businessman of the 
Year 2010, stated that the carrier expects to 
handle its 200-millionth passenger within 
the next three years because of its “connec-
tivity, more destinations, and of course at-
tractive fares.” Now that is a rate of growth 
that any airline boss would be willing to die 

for, yet it seems to have been a cakewalk for AirAsia. 
It wasn’t always so. AirAsia was set up as a Malaysian state-

owned carrier in 1993 and commenced operations in 1996. Five 
years later, it was a sick airline with two creaky Boeing 737-200 
aircraft, four destinations, 250 employees and an assumed debt of 
$11 million (`49.5 crore). On December 2, 2001, it was purchased 

The PeoPle’s
Champion

By Joseph Noronha,  
Goa

 The carrier is confident that the cheap-ticket bait to book early 
and book online has worked spectacularly across the Asian markets 
of southeast Asia and will work just as well in price-sensitive India, 

China and other countries near and far 
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by Tune Air, owned by Tony Fernandes, for the token sum of RM1 
(`14 today). It was soon relaunched as a low-cost carrier (LCC). 
Practically overnight, it had to transform itself from a sleepy and 
bureaucratic government concern into a highly competitive and 
innovative enterprise. It introduced scores of new routes, radiat-
ing from its main base at Kuala Lumpur International Airport and 
undercutting former monopoly operator Malaysia Airlines with 
rock-bottom promotional fares. Claimed to have been operation-
ally profitable from day one, AirAsia now has unmatched connec-
tivity in the ASEAN region with “sky bridges” (routes) that link the 
capitals and communities of Southeast Asia to each other and be-
yond. Together with AirAsia X, set up in 2007, the airline links three 
continents —Asia, Australia and Europe. With around 8,000 em-
ployees, the AirAsia Group has 102 aircraft on strength plus 122 on 
order and operates approximately 150 routes to 68 destinations. 
Today, it is among the world’s fastest growing LCCs—a remarkable 
transformation for what was once a carrier on life-support. 

EvEryonE Can fly EvErywhErE
AirAsia has a dream of bringing flying to the masses, and its catchy 
slogan “Now Everyone Can Fly,” says it all. In 2010, the World Airline 
Survey of the well-known London-based aviation consultants Sky-
trax polled almost 18 million travellers globally to select the world’s 
top airlines. AirAsia was chosen as the “best low-cost airline world-
wide” for the second consecutive year. As Tony Fernandes said, “It 
reaffirms once again that we are the people’s champion.”

According to the Centre for Asia Pacific Aviation (CAPA), not-
withstanding the global economic downturn, AirAsia has been ex-
panding and conducting major discounting promotions as part of 
its determination to increase traffic, market share and profits. The 
airline recorded double-digit capacity growth across its network 
over the past two-three years. While this strategy depressed ticket 
prices and weakened yields in 2009, there was a marked recovery 
in 2010, supported by a gushing revenue stream of ancillaries, 
which enabled the carrier to record strong profits. Despite a 33 per 
cent increase in fuel costs, revenues during the fourth quarter of 
2010 also increased by 33 per cent, and ancillary revenues more 
than doubled to 18 per cent of the total. Therefore, Centre for Asia 
Pacific Aviation (CAPA) believes that for airports, suppliers and 
competitor airlines, AirAsia is the airline to watch in 2011.

So far, AirAsia has avoided the temptation to expand too far 
too fast, and has pragmatically concentrated on the Association 
of South East Asian Nations (ASEAN) region. Apart from its main 
Malaysia-based enterprise AirAsia Berhad, it has adroitly set up 
cross-border joint venture ( JV) airlines as a way to tiptoe around 
touchy transnational issues. The operations of its JV airlines Indo-
nesia AirAsia and Thai AirAsia turned profitable in 2010. AirAsia 
can now look elsewhere to project its growth, first with its Philip-
pines affiliate, AirAsia Incorporated (scheduled to commence op-
erations in the second half of the year) and then into pan-ASEAN 
markets. And the attractions of India and the North Asian trian-
gle—Japan, South Korea and China—for new JV operations will 
only grow, as each of these markets embraces the LCC way of life.

The other member of the group is AirAsia X, its low-cost long-
haul affiliate, also based at Kuala Lumpur International Airport. 
To begin with, experts questioned the viability of AirAsia X’s 
model. They felt that the use of bigger aircraft with more baggage 
handling would jeopardise the quick turnaround time that make 
LCCs so effective. In addition, the discomforts that customers pa-
tiently endure to save costs on short flights become more irksome 
on longer journeys. So budget carriers on extended flights are 

constrained to offer more food, entertainment and space, all at 
additional cost. However, within two years of its launch, AirAsia 
X began to enter a rapid expansion phase and is now out to prove 
its sceptics wrong. In November, the airline’s inaugural flight to 
Seoul touched down at the Incheon International Airport, notch-
ing up its 12th international destination. That the Airbus A330 
operated with all 12 premium seats and 365 economy seats taken, 
reflects the carrier’s aggressive marketing skills.

asia’s Branson
AirAsia lives and breathes innovation. Its key strategies include 
“safety first”, high aircraft utilisation, low fare with no frills, stream-
lined operations, a lean distribution system and an efficient point-
to-point network. Its point-to-point model clearly distinguishes it 
from the traditional “hub-and-spokes” arrangement. These policies 
help keep operations efficient at rock-bottom costs. A number of 
airlines call themselves low-cost, but their track record belies such 
claims. On the other hand, CAPA certifies AirAsia to be in the envi-
able position of having the lowest unit costs in the business, with 
cost per available seat kilometre (ASK) amounting to $0.0386. The 
airline has a break-even passenger load factor of just 52 per cent. 
Around 30 per cent of its seats are sold at very low fares, so how does 
the carrier manage its yields? “We don’t think about yields, we think 
about revenues. A full plane with low yield is better than a half-emp-
ty plane with high yield. I think that when a plane takes off and one 
seat is empty, it is revenue lost forever,” Fernandes says. AirAsia con-
sistently achieves an aircraft turnaround time of 25 minutes. It has 
a crew productivity level that is triple that of rival Malaysia Airlines, 
and attains an average aircraft utilisation rate of 13 hours a day.

As AirAsia grew, it replaced its old Boeings with more fuel-
efficient Airbus aircraft. Operating a single-aircraft fleet means 
significant savings in training and maintenance costs. It is among 
the largest customers of the Airbus A320 and its average fleet 
age is just 3.4 years. It runs its own academy to train pilots, thus 
avoiding the trap of poaching pilots from other airlines and driv-
ing up salaries to exorbitant levels in the bargain.

“The Richard Branson of Asia” is a tag that goes nicely with 46 
year old Tony Fernandes. Branson, the legendary President of Vir-
gin Atlantic Airways, is set to immortalise himself by dressing as a 
stewardess (shaved legs included) on an AirAsia charity flight from 
London to Kuala Lumpur; and Tony Fernandes will be present on 
the expedition. Fernandes, more prosaically, started out as a mu-
sic executive before he acquired AirAsia and began the process of 
transforming it into one of the world’s most cost-effective carri-
ers. He modernised booking and boarding procedures, optimised 
efficiency and slashed costs. He soon realised that the common 

AirAsia has 
embarked on a 
carpet-bombing 
strategy in 
India 
—Kapil Kaul,    
    CAPA
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people would come flocking to the turn-
stiles only if ticket prices were drastically 
reduced. So he proceeded to do just that. 
Even when the SARS epidemic severely hit 
air travel, he boldly dropped prices, and 
passenger numbers soon bounced back. 

AirAsia operates many routes that other 
airlines don’t seem interested in. The service 
is frugal, and staff kept to the bare minimum. 
The carrier makes full use of Asia’s inher-
ent advantages such as low-priced labour. It 
employs just 68 people per aircraft, which is 
amongst the lowest in the world. The airline 
received a huge boost in March 2006, with the 
inauguration of a new low-cost, custom-built 
terminal at Kuala Lumpur. Built largely to ac-
commodate AirAsia’s exponential growth, the hub is economical to 
a fault. Though it lacks expensive aerobridges, it still allows speedy 
baggage handling and quick turnaround. Such advantages are cru-
cial to LCCs which need to keep planes airborne practically continu-
ously in order to return a profit. In another recent move to speed up 
ground operations, AirAsia limits the number of its check-in counters 
at airports. Passengers can avail of a self check-in system, while bag 
drop-off counters are available for those who have check-in baggage.

New Skies, AirAsia’s state-of-the-art booking system, permits 
almost a million flight bookings a day. In August last year, the car-
rier broke a world sales record by selling more than 5,00,000 seats 
in 24 hours during its “mind blowing fare” campaign. In another in-
novation, the buzz over some of its major sales campaigns is created 
largely through social media channels—it offers its guests real-time 
updates and new promotions via Facebook and Twitter. Customers 
can book seats with their smart phones as well. AirAsia is aggressive 
on branding and is even visible in Formula One motor racing by part-
nering Team Lotus. No wonder it enjoys significantly better brand 
recall as compared to most other carriers in the low-cost market. 

indian ConnECtion
Tony Fernandes has strong Indian roots, he studied the Indian 
market for close to two years before moving in determinedly. 
AirAsia’s maiden Indian route was between Kuala Lumpur and 
Tiruchirappalli, a popular pilgrimage destination, and it met with 
instant success. Amazingly, it took a foreign airline to discover the 
huge potential of such underserved Indian airports and routes. 
Tiruchirappalli was soon followed by Kolkata, Kochi and Thiru-
vananthapuram, with the carrier recording an average 80 per 
cent load factor on all four routes. AirAsia and AirAsia X current-
ly fly to seven destinations across the country. In December, Thai  
AirAsia commenced direct flights from Bangkok to Kolkata and 
New Delhi; Mumbai is next on its radar and it is confident of achiev-
ing over 80 per cent load factor on Indian routes. Tony Fernandes 
says, “It would be fantastic to have AirAsia become the biggest for-
eign airline in India” (see interview in AirBuz Issue 4/2010). However, 
high airport charges and spiralling fuel costs at some of the coun-
try’s airports are a major bugbear and could yet sour his dream.

But it will not be easy for Indian LCCs that have ambitions to 
fly abroad. “AirAsia has embarked on a carpet-bombing strategy 
in India. Its costs are far lower than any of the Indian LCCs. Even 
full-service carriers need to watch out,” said CAPA’s Kapil Kaul last 
year. International LCC operations can indeed be a difficult prop-
osition. AirAsia X aircraft can fly up to 18 hours daily; no Indian 
carrier operates for more than 12 hours.

an airasian dECadE,  
an airasian CEntury
Are there any blurs among the many 
bright spots of the AirAsia story? There 
are. The airline claims to have a “no ad-
min fee” policy and to be the first in the 
world to abolish fuel surcharge, saying it 
can tackle fuel price hikes with innova-
tive marketing and strengthened ancil-
lary business. But the inexorable rise in oil 
prices this year could well force it to rein-
troduce fuel surcharge sooner rather than 
later. Besides, it levies a number of fees for 
services that are free on other airlines. In 
this respect, its approach is similar to that 
of Ryanair, the Dublin-based LCC. Only 

seven kilogrammes of hand baggage is free; extra charges start at 
`450 for up to 15 kg. Choosing a seat also comes for an extra fee. 
However, passengers enjoy up to 50 per cent discount on select 
seats, supersize baggage and meals if paid online while booking. 

What might send AirAsia off track? Like other airlines, it dreads 
rising fuel prices. Some years ago, it had reportedly hedged most of 
its fuel requirements. But in 2009, it forked out a hefty sum to exit 
uneconomical hedging contracts. The carrier has again hedged 
around 21 per cent of its fuel needs for the first half of this year. Debt 
is another concern. A few years ago there were worries that the air-
line was expanding too fast for its own good and incurring too much 
debt in the process. Some experts felt that the company’s financial 
disclosures lacked clarity and that it owed substantial sums to the 
Malaysian Government. However, now that the airline business is 
booming again, it appears that the carrier’s financial position is emi-
nently sound. The AirAsia Group’s combined earnings before inter-
est, taxes, depreciation, amortisation and rent (EBITDAR) margin 
has improved to 49.3 per cent, and Tony Fernandes believes AirAsia 
is now in the best position financially that it has ever been, provid-
ing the foundation for further expansion and growth in 2011.

The potential for airline growth in the Asia-Pacific is enor-
mous. The region has 62 per cent of the world’s population and yet 
accounts for just 28 per cent of global passenger traffic. But across 
Asia, more carriers than ever, including full-service carriers, are 
beginning to chant the low-cost mantra. They aim to capture mar-
ket share by aggressively slashing fares. A price war seems almost 
inevitable and may soon lead to a bloodbath. Since most airlines 
have wafer-thin operating margins of less than four per cent, no 
airline can sell seats below breakeven for too long, without going 
belly-up. Is this a source of worry for AirAsia? 

If it is, the carrier isn’t letting on. It says that it intends to con-
tinue with its mission to democratise air travel and take flying to 
as many people as possible. When AirAsia launched operations 
in 2001, only six per cent of Malaysians had ever boarded a flight. 
Thanks to AirAsia, the figure has soared to over 65 per cent. The 
carrier is confident that the cheap-ticket bait to book early and 
book online has worked spectacularly across the price-sensitive 
Southeast Asian markets will work just as well in India, China and 
other countries near and far. As Tony Fernandes says, “I think this 
is where we have succeeded, by enabling people to fly home for a 
weekend. I would like to enable people further to fly home for din-
ner. I think what matters is the paradigm shift in the way people 
now perceive air travel.” AirAsia seems set, in the not-too-distant 
future, to become Asia’s largest in terms of passenger numbers; to 
dominate not just the regional skies but way beyond. SP

 The airline 
achieved 
double-digit 
capacity 
growth across 
its network 
over the past 
two years
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T
he exponenTial growTh of the Indi-
an civil aviation sector needs investments worth 
over $30 billion (`1,35,000 crore) in the next 15 
years and the Ministry of Civil Aviation (MoCA) 
has worked out a roadmap to facilitate this, an-
nounced the Secretary of Civil Aviation, Dr Na-
sim Zaidi.

Inaugurating the “Centenary Conference of Indian Civil Avia-
tion,” organised by the Associated Chambers of Commerce and 
Industry (ASSOCHAM) and the Ministry of Civil Aviation, Dr Zai-
di outlined three key initiatives taken up by the Ministry during 
the year— creation of a national registry of airports; formation of 
a civil aviation authority; independent investigation board among 
other developmental initiatives.

The passenger growth has been phenomenal at 23 per cent 
in 2010-11, up from 19 per cent the previous period. Only two 
per cent and 0.5 per cent Indians fly domestic and international, 
respectively. Though we are way behind, there is huge potential. 
The growth of the sector is critically dependent on infrastructure, 
safety, liberalisation, human resources and environment.

The Director General of Association of Asia Pacific Airlines 
(AAPA), Andrew Herdman, said while the Asia-Pacific region was 

doing well commercially in the 
aviation sector, on the regula-
tory front, the dominance of the 
US and Europe continued. Avia-
tion as a business faces signifi-
cant regulatory constraints and 
there was need to revisit the issues for global standardisation.

The outlook for the sector was quite dampening as crude oil 
prices were over $120 (`5,400) a barrel. Oil price volatility impacts 
the aviation sector, more so in India due to the high taxation regime.

AIRLINE PERSPECTIVE 
The conference deliberated on three issues—“Airports: Con-
straints and Growth Drivers”; “Airlines Industry: Challenges and 
Opportunities”; and “Training and Capacity Building”, with a host 
of experts giving their perspectives.

The refrain of the top airline executives was on the perception 
of those in the bureaucracy and also the people at large that the 
airline business was a highly profitable one. Top airline honchos—
Saroj K. Datta, Executive Director of Jet Airways; Aditya Ghosh, 
President, IndiGo; Sanjay Aggarwal, CEO of Kingfisher Airlines; 
Kaushik Khona, CEO, GoAir; Tom Wright, General Manager (In-

Dignitaries Present:  
Kingfisher Airlines CEO Sanjay 

Agarwal being awarded by Dr 
Nasim Zaidi; Air Marshal (Retd) 

B.K. Pandey speaking at the 
conference (Above)

    

Centenary 
Voyage

 Indian civil aviation needs $30 billion (`1,35,000 crore)
investment, said Civil aviation Secretary Dr nasim Zaidi at the 
“Centenary Conference of Indian Civil aviation,” organised by 

aSSOCHaM and MoCa 

By R. Chandrakanth
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dia), Cathay Pacific Airways and Captain Pankaj Chopra, Vice 
President (Flight Safety), Religare Voyages, were on the same page 
on “how everyone associated with the aviation industry makes 
money, except the airlines”. The profit-margins are wafer-thin.

UNDER-SERVICED MARKET
India being a highly under-serviced market, they were optimis-
tic about the opportunities, but the challenges were many—in-
frastructural issues; high taxation; undue regulation; human re-
source requirements, etc.

The joke that Emirates is India’s national carrier is a matter of 
concern, but which Indian airline has the balance sheet to com-
pete with them, questioned Sanjay Aggarwal. “Weaker balance 
sheets are a result of punitive tax structure; higher fuel prices; exor-
bitant airport charges,” he said and hoped that there would be a ra-
tional cost structure. Further endorsing this, Aditya Ghosh sought 
‘unshackling’ of the regulatory industry and an active programme 
for Indian airlines to take a bigger share of the global market.

Kaushik Khona said an auto rickshaw driver charged `6.50 per 
km, while it was ̀ 4 per km for airlines and yet it was perceived that 
airlines overcharged customers. There was need to revisit foreign 
direct investment (FDI) so as to allow access to funds. Taxation, 
he lamented, had crippled the industry and it was a ‘crime to make 
profits’. “If by mistake an airline made profit, then it has to pay 
minimum alternate tax (MAT),” he jocularly remarked.

With regard to the general aviation sector, Captain Pankaj 
Chopra said that in the metros the airspace was getting congest-
ed and called for development of satellite airports. Also there was 
need to set up a joint regulatory committee for non-scheduled 
and general aviation operators.

 Embraer’s Regional Sales Director, Chuck Pulakhandam fore-
cast that secondary markets would overtake primary markets 
by 2012, requiring the ‘right size’ aircraft. Giving a perspective on 
seat configuration and business prospects, Chuck Pulakhandam 
pointed out that in the 250-seat category, there were mixed op-
erators accounting for 27 per cent business; between 50 and 250 
(mostly aircraft with 70 to 120-seat configurations) the percent-
age was 51; and between 20- and 50-seat, the percentage was 22 
per cent. The 70-120-seat aircraft market, he added, was growing, 
and that Embraer was perfectly positioned to offer airlines the 
‘right’ aircraft for the ‘right’ destination.

SUNRISE INDUSTRY 
Saroj Datta said 100 years of civil aviation meant a continuous 
journey and that the industry in the last two decades has been 
witnessing enormous growth. “It is a sunrise industry and it will 
take time for all airlines to become profitable. It is the only indus-
try which does not work on economic principles.”

On the competitive edge on turboprop and regional jets, 
Chuck Pulakhandam said that as the road network in India was 
improving (Bengaluru to Mysore about 150 km, could be covered 
by road in two hours), viability of short haul flights would get af-
fected. Travelling to the airport, early check-in, etc would make 
road travel faster and inexpensive.

In the session on “Airports: Constraints and Growth Drivers”, 
the panelists included Vidya Basarkod, CEO, Reliance Airport De-
velopers; I.P. Rao, CEO, Delhi International Airport Limited, GMR; 
Suresh Goyal, Managing Director, Macquarie SBI Capital Infra-
structure; Bhaskar Bodapati, Director (Finance), GVK-BIAL; San-
jay Varkey, CEO, Shell MRPL Aviation Fuels and Ansgar Sickert of 
Fraport India. In the light of the growth potential, the consensus 

was that there was need for a stable regulatory environment and 
initiatives to drive growth. 

STRUCTURED TRAINING ESSENTIAL 
The session on “Training and Capacity Building,” which was 
chaired by Air Marshal (Retd) V.K. Verma, Director, Indira Gandhi 
Rashtriya Udan Academy, included Air Marshal (Retd) B.K. Pan-
dey, Editor of SP’s AirBuz; and Ajay Bhatnagar, Inspector General, 
Central Industrial Security Force. The salient point was immedi-
ate standardisation of the training procedures.

Air Marshal Verma underscored the importance of training, 
throwing light on the work done at the Academy. Agreeing that 
there was a vast pool of talent within the defence forces that could 
be utilised for training in civil aviation, he said synergies need to be 
built. The demand for trained personnel in the region was extremely 
high and that the Academy had doubled its capacity from last year.

In his presentation on ”Civil Aviation Training in India”, Air 
Marshal Pandey highlighted on the aspects of capacity building 
and quality assurance. With the surge in demand for pilots and 
other aviation professionals, training institutions mushroomed 
without adhering to quality, impacting adversely the industry. He 
suggested remedial measures that included limiting the number 
of training institutions to five; structured training programmes; 
synergy with the IAF among other things. One of the most serious 
impediments, he remarked, has been resistance to change.

AWARDS
On the occasion, H.S. Khola, former Director General of Civil Avia-
tion (DGCA), presented the best in-flight service and safety award 
to Kingfisher Airlines; best overall performance to IndiGo; best In-
dian global carrier to Jet Airways; best managed airport to Indira 
Gandhi International Airport; best training institute to Frankfinn; 
and the best cargo airline award to Deccan 360. SP
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t
he buSineSS avia-
tion maRket is bur-
geoning and this was visible 
at the eleventh edition of the 
European Business Aviation 
Convention and Exhibition 
(EBACE) 2011. “A record 

number of visitors, including 12,751 attendees from 108 countries, an 
increase from last year’s 11,186, and a record 511 exhibitors, exceed-
ing the previous high mark of 445 companies were present, making it 
the second-highest total ever,” claim the organisers.

An annual business aviation event, EBACE 2011, jointly hosted 
by the European Business Aviation Association (EBAA), the lead-
ing association for business aviation in Europe and the National 
Business Aviation Association (NBAA), the leading voice for the 
business aviation industry in the United States, was a three-day 
event organised from May 17 to 19 at the superb Geneva Palexpo 
and Geneva International Airport.

The event celebrated 11 years of partnership between EBAA 
and NBAA in hosting the event. It also showcased the ample op-
portunity in business aviation and related business; creating job 
openings and economic opportunity around the world. Besides 
exhibits including incredible static display of aircraft, learning 
sessions and maintenance and operations sessions were also or-
ganised during the event.

ON DISPLAY
Rockwell Collins featured its latest innovations for advanced op-

erations with its largest presence at 
EBACE 2011. One key feature of the 
show for Rockwell Collins was the in-
troduction of Ascend European Union 
(EU) regional trip support (RTS)—a 
suite of flight support, maintenance 
operation and cabin services for Euro-

pean flight departments.
Cessna Aircraft Company displayed its latest version of the 

Citation X at the show before beginning a European demonstra-
tion tour. The Citation X on display featured the newly certified 
Honeywell Primus Elite avionics suite, new cabin management 
system and winglets. Cessna’s new Citation X is due to make its 
first flight later this year ahead of certification in the first half of 
2013, with delivery following in the second half of 2013.

Airbus showcased its two largest corporate jets, an Airbus 
ACJ and an A320 Prestige, both of which were exhibited for the 
first time. The Airbus ACJ is operated by K5-Aviation GmbH and 
features a cabin completed by Fokker Services that features seat-
ing around tables, a lounge area, a private office/bedroom with 
ensuite bathroom and shower. The new Airbus A320 is managed 
by Comlux and is available for VVIP charter.

The first aircraft outfitted by Comlux America, an Airbus ACJ320 
that features an outstandingly quiet cabin, was displayed at the 
EBACE show in Geneva, allowing potential customers to see its un-
matched comfort, space and freedom of movement at firsthand.

Bombardier’s six of the high-performance Learjet, Challeng-
er and Global business jets were on static display at the show, 

All Business

By Our Special  
Correspondent

 A record number of visitors, including 12,751 attendees  from 108 
countries, an increase from last year’s 11,186, and a record 511 exhibitors, 

exceeding the previous high mark of 445 companies were present at the 
European Business Aviation Convention and Exhibition (EBACE) 2011 

making it the second-highest total ever 
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highlighting Bombardier’s com-
prehensive aircraft range—the 
widest product offering of all 
business jet manufacturers. The 
aircraft showcased were Lear-
jet 45 XR aircraft, Learjet 60 XR 
aircraft, Challenger 300 aircraft, 
Challenger 605 aircraft, Chal-
lenger 850 aircraft, and the Glob-
al 6000 aircraft.

WHAT’S NEW?
Eurocopter’s EC145 Mercedes-
Benz Style helicopter, which 
features an easily transform-
able interior and is tailored for 
high-end corporate, executive 
and private operations, made its 
world debut at EBACE 2011. The 
first rotary-wing aircraft was 
displayed prior to its delivery to 
a European customer.

Dassault Falcon launched 
the Falcon 2000S, bringing a 
large cabin aircraft to the super 
mid-sized business jet market. It 
is offering category-leading pay-
load, range, performance and 
efficiency. The 3,350 nm Falcon 
2000S will feature inboard slats, 
high-Mach blended winglets, a 
new generation PW308C engine 
that produces fewer emissions, 
an entirely new BMW Group 
DesignworksUSA interior and 
redesigned cockpit aesthetics 
along with the next-generation 
EASy II flight deck. The Falcon 
2000S is expected to be certified 
by the end of 2012 with deliver-
ies beginning in early 2013.

ANNOUNCEMENTS
At the EBACE, Embraer and 
Portugal’s Ricon Group an-
nounced a contract for the ac-
quisition of one Phenom 300 ex-
ecutive jet for its newly created 
subsidiary Everjets. Everjets 
plans to start operations with 
the aircraft in December 2011 
in Southern Europe. The Phenom 300 will be 
available for charter, offering Everjets discern-
ing passengers a striking new product for their 
travel needs.

Embraer and Comlux The Aviation Group 
announced a contract for the acquisition of 
three large Legacy 650 executive jets for the Fly 
Comlux Division, in Kazakhstan.

Rockwell Collins, the first to deliver high-definition (HD) cabin 
management systems to business aircraft, is now introducing a digital 

HD upgrade to aircraft equipped 
with its ACMS and CMS-1 cabin 
management systems.

CONFERENCES & SYMPO-
SIUMS
Several conferences and seminars 
were organised which covered a 
variety of international and local 
aviation issues. Panels of industry 
experts discussed steps taken by 
the business aviation communi-
ties to meet their environmental 
stewardship goals, on various 
policy issues affecting business 
aviation. Additional sessions cov-
ered operational safety, and the 
latest upgrades to the aircraft 
and technology.

AWARDS
Former Biggin Hill Airport Di-
rector Peter Lonergan and Com-
lux Aviation Group President 
Richard Ganoa were presented 
the 2011 European Business Avi-
ation Awards. The awards were 
presented during the opening 
day. This year’s award recipients 
have both championed business 
aviation for decades.

During his tenure as Biggin 
Hill Airport Director since 1994, 
award winner Peter Lonergan 
turned the facility, which was 
once scheduled for closure, into a 
thriving general aviation airport. 
He now plans to represent EBAA 
and its members as the business 
aviation representative at the Eu-
ropean Aviation Safety Agency’s 
Rulemaking Group on Require-
ments for Aerodrome Operations.

Award recipient Richard 
Gaona has been with Airbus for 
more than 25 years and the Air-
bus Corporate Jets. During the 
eight years when he was lead-
ing the programme, more than 
120 of the aircraft were sold. As 
President of the Comlux Avia-

tion Group, he has expanded the company’s 
service offerings, opened new facilities across 
the globe and more than tripled the number of 
aircraft the company owns and operates. He 
was also a founding member of the Middle East 
Business Aviation Association.

EBACE 2012
The 12th edition of EBACE will be held again at the Geneva Palex-
po from May 14 to 16, 2012. SP
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O
n the night OF May 25, 2011, a nine-seat 
Pilatus PC-12 business aircraft of Swiss origin 
crashed into a house in a densely populated 
residential area of Faridabad, about 60 km from 
the Indira Gandhi International Airport (IGIA), 
New Delhi. The aircraft, modified as an air am-
bulance, was owned by Delhi-based Air Charter 

Services India Private Limited and had been hired by Apollo Hos-
pital in Delhi to fly in a very seriously ill patient, Rahul Raj, from 
Patna.   The 20-year-old patient was in a coma and was on a life 
support system. Aboard the craft, two pilots and five passengers 
including the patient, a relative, two doctors and a nurse died in 
the crash. Three women inmates of the house were also killed in 
the crash.

While the investigating agency sifts through the wreckage 
and the related mass of evidence in search for clues to the cause 
of the tragic accident, prima facie it appears that the aircraft flew 
into a thunderstorm, stalled and spun into the ground. It could 
have suffered damage to control surfaces while being tossed 
about violently inside the thunderstorm. The accident appears to 
be somewhat similar to the crash of Air France flight AF 447 over 
the Atlantic some time ago.  

As is usually the case, the tragic event at Faridabad too has 
in its wake, generated a debate on a number of aspects related to 
the Indian civil aviation industry and has helped turn the spot-
light on perhaps its most neglected sector—general aviation. The 
single engine Pilatus PC-12 bearing registration number VT ACF 
was manufactured in 2005 and hence was not an ageing machine. 
However, there are some other aspects of this episode that could 
be relevant to general aviation in India. Following the economic 
liberalisation and deregulation of the sector, the Indian civil avia-
tion industry has grown rapidly over the last seven years. This be-
ing a recent experience, the industry is yet to stabilise. Further, the 
focus of attention of the government has so far been the airline 
industry and not general aviation. Given the high demand and 
lucrative prospects, the airline industry draws the best of human 
resources leaving general aviation little to choose from. Suffice it 
to say that the competence and experience levels in general avia-
tion both in respect of aircrew and maintenance personnel are not 
comparable to those in the airline industry. Maintenance, repair 
and overhaul (MRO) facilities for general aviation are woefully in-

adequate. All these factors could seriously undermine air safety in 
general aviation and could well have been contributory factors in 
the instant case. 

The episode in question also suggests poor understanding of 
weather phenomena and the related hazards during the pre-mon-
soon season during which thunderstorms develop and especially in 
the late evening hours. As such, the medical evacuation (medevac) 
mission ought not to have been planned for late evening. Besides, 
an average pilot would not consider it prudent to go anywhere near 
a thunderstorm, provided he is informed by the approach radar at 
Delhi airport about the presence of the violent weather phenomenon 
astride the route. Alternatively, the pilot can ascertain the position of 
the thunderstorm ahead of him from the airborne radar fitted on the 
aircraft, provided that it was functional. In this case, it appears that 
the pilot remained blissfully unaware of the presence of the impend-
ing danger casting serious doubts about the competence of the pilot, 
the quality of maintenance and the approach of the air traffic man-
agement (ATM) system at IGIA towards a general aviation aircraft. 
Hopefully, the investigating agency will delve into these aspects.

Despite the fact that general aviation contributes significantly 
to economic growth, it continues to be a neglected sector. Although 
substantially different in character, general aviation is clubbed with 
the airline industry in the regulatory framework creating practical 
difficulties both for the general aviation operators as well as the in-
spectors of the regulatory agencies. There is still no  move towards 
dedicated terminals for general aviation. Hence its patrons are com-
pelled to suffer the hassles airline passengers are routinely subjected 
to, eroding the advantage especially for business aviation which con-
stitutes the bulk of general aviation. While airlines are exempt from 
payment of customs duty on the import of aircraft, import of private 
aircraft invites a hefty 26 per cent duty apart from the infinitely com-
plex and often frustrating procedures involved for import.

While speaking to the media on the day following the tragedy, 
Nasim Zaidi, Secretary, Ministry of Civil Aviation, announced that 
the Ministry has constituted a working group to review the ex-
isting safety regulatory framework for general aviation and non-
scheduled operator permit (NSOP) holders as well as air ambu-
lance operations. Finally, it had to be the fatal crash at Faridabad 
on May 25 that has compelled the government to turn its atten-
tion to the plight of general aviation. SP

—By B.K. Pandey, Bengaluru
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related to the Indian civil aviation 
industry and has helped turn the 

spotlight on perhaps its most 
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