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get moreconnectivity

The Q400 NextGen gives SpiceJet the lower operating costs and 
superior performance they need to expand their connectivity.

SpiceJet has proven that it is possible for an airline to grow their business in today’s economy. 
Their fleet of Bombardier Q400 NextGen aircraft has given SpiceJet, India’s most preferred low cost 

airline, the ability to add new destinations and more passengers. The Q400 NextGen aircraft is one 
of the most technologically advanced regional aircraft in the world. It has an enhanced cabin, 

low operating costs, low fuel burn and low emissions – providing an ideal balance of passenger 
comfort and operating economics, with a reduced environmental scorecard. 

Welcome to the Q economy.  www.q400.com

 Bombardier, NextGen and Q400 are Trademarks of Bombardier Inc. or its subsidiaries. ©2012 Bombardier Inc. All rights reserved.
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Cover:
Apart from passenger comfort in terms 

of bigger and comfortable seats, the 
most distinguished feature of the 

Boeing Dreamliner 787 is the cabin 
pressure control, which allows cabin 

pressure to be set at lower levels
Photograph: SP Guide Pubns
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A word from editor

O
ver the last seven months, the airline industry, the travelling public 
and the hapless employees have been watching with deep anxiety and some 
distress what appears to be a slow and painful demise of Kingfisher Airlines, 
the most glamorous and high-profile airline in the private sector in India that 
made a valiant attempt to set pioneering standards in the industry. The air-
line is seemingly afflicted with some mysterious terminal illness that even 
the well-informed and astute industry analysts are unable to accurately diag-

nose or explain convincingly. The most commonly offered explanation “mismanagement” is 
much too simplistic to be plausible. The episode would undoubtedly be earth shattering for 
the Indian airline industry and the trauma can only be compared with that experienced by the 
shipping industry on account of the sinking of the Titanic a hundred years ago.

The stakeholders of the civil aviation industry gathered in Delhi on September 21 for 
an International Conference on Civil Aviation organised by ASSOCHAM during which the 
problems impinging on the growth and well-being of the industry were discussed threadbare 
and catalogued. A report on the conference has been included as a part of this issue.  Ironi-
cally, with the exception of the Minister of Civil Aviation Ajit Singh, who was the chief guest 
at the conference, representatives of the government i.e. the bureaucracy from the Ministry 
of Civil Aviation, the Directorate General of Civil Aviation and the Airports Authority of India 
who are responsible for providing the solutions, were conspicuous by their absence. Even 
the airlines were inadequately represented. Approval by the government of the proposal for 
foreign direct investment by airlines abroad into Indian carriers did serve to raise the spirits 
of the industry as if it was a dream come true; but it will take some time for the real impact 
to be visible. Besides, there are some imponderables that could come in the way.

There are a number of issues of interest analysed in this edition. A.K. Sachdev has 
focused on how despite the overall growth in the aviation industry in India, regional 
aviation continues to lag behind and its potential remains largely unexploited. Glob-
ally Embraer is making waves with their regional jets, the Embraer 170/190 family that 
appears to be  becoming the first choice for regional carriers. P.P. Rajkumar, an experi-
enced helicopter pilot of the Indian Air Force, describes the pathetic state of aviation 
infrastructure in the North-east region based on his study of the area during an inves-
tigation conducted by him into a major accident at Tawang involving a civil helicopter. 
Writing from Bangalore, Vasuki Prasad examines the distortion in the aviation industry 
in respect of employment prospects for pilots that has arisen due to supply forging way 
ahead of demand caused essentially by a misperception of the sustainability of the boom 
in civil aviation that began eight years ago. 

Writing from Goa, Joseph Noronha explains how the global positioning system and 
other space-based technologies have brought about a qualitative change in the naviga-
tion and air traffic management in civil aviation and B.S. Pawar looks at the potential of 
the rotary wing platforms for use by law enforcement agencies. All these apart from the 
regular features. Welcome aboard and wish you all happy landings.
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Profi tabilityfi rst

  Reporting that the regional aircraft fl eet will double over the next 10 years, with more than two thirds of the market 
share in 30-90 seats, the ATR-600 series represents the most competitive and cost-effi cient product, thanks to: 

• 50% less fuel consumption and 50% less gas emissions than regional jets,  

• 35% less on buying, maintaining and handling costs than regional jets.

With more than 180 operators in over 90 countries worldwide, ATR aircraft offer operators, investors and fi nanciers 

stable lease rates, good value for money and strong residual values over time. 

Now, choose ATR’s experience and rely on the best high-fl ying investment.
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Earlier, Buffet had admitted it was 
one of his few indulgences. Subse-
quently, what elevated the business jet 
from a luxury toy to what is increas-
ingly seen as a vital corporate tool? In 
the US, hundreds of Fortune 500 com-
panies now flaunt their own aircraft, 
with companies arguing that this vital 
conveyance saves time and boosts pro-
ductivity. A recent CNN report quotedNewsBriefs
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(  Airline news

VIRGIN ATLANTIC KICKSTARTS MUMBAI 
TO LONDON AND USA ROUTE

Virgin Atlantic has stated that its product in-
vestment programme for India would reach 
more than £300 million as it starts its flights 
from London Heathrow to Mumbai offering 
fabulous connections to USA powerhouses 
of New York, Boston, Washington, Miami 
and Chicago. The two new A330 aircraft 
with its latest upper class product to both 
Mumbai and Delhi represents a record prod-
uct investment in the region for the airline. 
Mumbai launch also signifies the airline’s 
biggest connectivity offering and commit-
ment to India. The move will also create 140 
new jobs across India and the UK.

The restarting of the Mumbai route will 
double the capacity to India for Sir Richard 
Branson’s airline with daily services to both 
key markets and strong connectivity to the 
US along with the UK. One million people 
fly between Mumbai and the UK each year, 
with the market increasing by 10 per cent in 
the last two years alone. With India’s econo-
my remaining one of the fastest growing in 
the world, Virgin Atlantic expects passenger 
numbers to continue to rise.

The President of Virgin Atlantic, Sir 
Richard Branson, said, “We are delighted to 
be back in this amazing city. The impor-
tance of strengthening the connections 
between the economies of India, UK and 
USA cannot be emphasised enough – our 
new daily connecting service from Mumbai 
all the way to USA will be a winner for busi-
nesses across all three continents.”

The key market for the airline will be 
business travellers, passengers visiting 
friends and family and leisure travellers 
which represent 80 per cent of the 3,00,000 
plus passengers the British airline will ini-
tially carry each year to and from India.

With its Mumbai route launch, Virgin 
Atlantic is seeking to build on record de-
mand for travel between Delhi, London and 
New York. Last year, there was a 13 per cent 
increase in the airline’s passenger numbers 
between Delhi and London. The airline 

attributes much of the increase to more pas-
sengers connecting via London. The airline 
expects to develop this trend further with 
the introduction of a new service to New 
York. The latest addition to Virgin’s schedule 
mean passengers can connect seamlessly to 
New York along with the existing connec-
tion to Newark from Delhi also. This sixth 
daily service to New York will depart at 
night from Heathrow which will return early 
the next day from JFK airport.

DGCA SUSpENDS KINGfIShER’S 
SChEDULED OpERATOR’S pERMIT
The Director General Civil Aviation (DGCA) 
has suspended the scheduled operator’s 
permit of Kingfisher Airlines. The permit 
has been suspended with effect from Octo-
ber 20, 2012, till such time the Kingfisher 
Airlines submits a concrete and reliable 
revival plan ensuring safe, reliable, efficient 
and sustainable scheduled air transport 
services to the satisfaction of DGCA. The 
DGCA decided to suspend the airline’s 
permit after examining the airline’s reply 
received on October 19 to the show cause 
notice served by the DGCA on October 5, 
which was not found satisfactory. DGCA 
stated that the Kingfisher Airlines have not 
addressed any of the issues raised by the 
DGCA during the meeting held with the 
airline on October 2, and the points raised 
in the show cause notice. Kingfisher was 
asked to submit operational preparedness 
plan for resumption of flight operations, but 
the airline asked for more time to file a re-
ply to the show cause notice, not indicating 
any time frame for submitting the detailed 
response. Hence, the request was not ac-
ceded to by the DGCA.

AUCTION Of pEAK TIME LANDING SLOTS
As part of overdue aviation sector reforms, 
the Indian Ministry of Civil Aviation is 
exploring the possibility of auctioning peak 
time landing slots for overseas flights at 
the metro airports to begin with. This step 
could push up the cost of operations for 
cash-strapped airlines in India already bur-
dened with high fuel prices and exorbitant 
airport charges. If finally approved, this 
somewhat bizarre and thoughtless step 
could well be the last nail in the coffin of the 
Indian airline industry. Analysts, however, 
fear the policy of auctioning slots for airlines 
would further dent competitiveness of 
domestic airlines. Also, airport charges in 
India are already sky high. According to the 
International Air Transport Association, 
Delhi International Airport is the world’s 

costliest airport. Any further increase in air-
port charges would make Indian operations 
unattractive for airlines.

KERALA GOVERNMENT TO LAUNCh  
AIR KERALA
A spurt in airfares on the Gulf routes 
during festivals has prompted the Kerala 
Government to revive plans to launch its 
own airline. Last week, state Chief Minis-
ter Oommen Chandy announced that the 
government would launch Air Kerala to 
link the state with the Gulf and seek a rule 
waiver from the Civil Aviation Ministry. The 
rules require airlines to have a minimum of 
five years’ service in the domestic sector and 
a fleet of 20 planes to launch international 
flights. According to Chief Minister Chandy, 
the initial investment for the project will be 
about `200 crore. The Kerala Government 
and Cochin International Airport Ltd will 
hold 26 per cent stake and the rest will be 
held by private individuals and non-resident 
Keralites in the form of equity shares. 
However, according to aviation experts, the 
move will end up hurting Air India Express, 
which earns nearly 60 per cent of its revenue 
from Kerala. Air India Express currently 
operates 145 flights daily, down from about 
200 six months ago. The flights have been 
curtailed owing to various reasons, such 
as the DGCA’s new flight duty rules, crew 
shortage and recent diversion of two of its 
planes for Haj charters.

EMIRATES OffERS fIRST MOBILE phONE 
SERVICE ONBOARD A380 AIRCRAfT

Emirates is offering the world’s first inflight 
mobile phone service onboard an A380 air-
craft; setting yet another record for inflight 
communications. In partnership with Emir-
ates connectivity partner, OnAir, passengers 
aboard Emirates’ A380 aircraft will now 
be able to stay in touch via phone calls or 
through the mobile data link on their per-
sonal devices with their family, friends and 
colleagues while inflight. The service is in 
addition to the OnAir WiFi service already 
available on Emirates A380 aircraft.
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The OnAir system allows passengers to 
use their own mobile phones to make and 
receive phone calls and text messages from 
Emirates A380 aircraft inflight, just as they 
would on the ground, using EDGE/GPRS 
connections through their mobile service 
provider. Emirates first A380 equipped with 
the full suite of OnAir connectivity departed 
from Dubai international Airport to Munich 
International Airport on October 2 and the 
first recorded A380 inflight call was placed 
to China while the aircraft cruised at 11,500 
metres flying across the Gulf.

REpORT ON US AIRLINE INDUSTRy
According to the Aviation Industry Per-
formance Report by the Department of 
Transportation Inspector General Calvin 
Scovell, the US airline industry is still 
adjusting to a volatile 2008-11 period with 
mergers, new passenger fees and reduced 
flights. The report observes that while in the 
year 2000, 10 major airlines accounted for 90 
per cent of total domestic passenger traffic, 
in 2012, that has reduced to five and could 
drop to four if the US Airways and American 
Airlines merge. According to the report, 
airlines reduced the number of scheduled 
domestic flights by 14 per cent between 
2007 and 2012, which has led to increased 
passenger loads and higher fares on regional 
flights. High fuel prices and slow economic 
recovery have greatly influenced the newer 
business models being introduced by air-
lines. Fuel costs peaked at 40 per cent of 
airline operating costs in 2008, a 30 per cent 
increase from 2000, when it was just 10 per 
cent. “The trends suggest that the changes 
in the number of airlines controlling the 
industry, fare increase and capacity reduc-
tion that began in 2008, are signs of a greater 
shift in the industry that will remain for 
years to come,” the Inspector General said.

(  infrAstructure 

ExpANDED LIST Of INTERNATIONAL 
AIRpORTS 
In October 2012, the government approved 
the airports at Lucknow, Varanasi, Tiruchi-
rapalli, Mangalore and Coimbatore as 
international airports. All these airports are 
capable of handling medium-capacity long-
range airliners and are also equipped with 
facilities for night operations. The runway 
at Lucknow airport is suitable for operation 
of Airbus A300 type of aircraft in all-weather 
conditions but would have to be upgraded 

to handle B747 class of aircraft. The apron 
is suitable for parking 14 aircraft (2 B747, 
1 B-767-400, 11 AB-321 type of aircraft), in 
push back configuration.

The airport at Varanasi has a run-
way suitable for operation of A320 type 
of aircraft in all-weather conditions. The 
apron is suitable for parking five B767 and 
four AB-321 type of aircraft. The airport 
Tiruchirapalli is suitable for operation of 
A320/B-737-800 type of aircraft in all-weath-
er day and night conditions.

Bajpe Airport at Mangalore, equipped 
with instrument landing system, is suitable 
for Airbus 310 and B737-800 type of all-
weather day and night operations. Currently, 
international flights are also operating.

Coimbatore airport, equipped with 
navigational and visual aids including CAT-l 
instrument landing system, is currently han-
dling limited international operations. The 
airport is suitable for all-weather day and 
night operation of B-767-400 type of aircraft. 

(  industry

ORDER fOR 737 By GECAS

In the first week of October 2012, GE Capital 
Aviation Services (GECAS) revealed that the 
leasing and finance company has finalised 
an order with for up to 100 B737 aircraft. 
The $6 billion order was first announced 
as a commitment at the Farnborough Air 
Show. The order calls for 75, 737 MAX 8, 10 
Next-Generation 737-800 and includes an 
option for an additional 15 737-800. Time 
frame for delivery has not been announced 
by . “The 737 MAX will be a perfect comple-
ment to our broad portfolio of modern, fuel 
efficient aircraft that offer our airline cus-
tomers the lowest operating costs,” said Nor-
man CT Liu, President and CEO of GECAS.

DEMAND fORECAST By AIRBUS  
fOR NEw AIRLINERS
According to its global market forecast 
released early September this year, Airbus 
sees a need for over 28,000 new aircraft 
worth $4 trillion to keep up with the antici-

pated growth in air traffic over the next 20 
years. According to the report, passenger 
traffic will grow at an average annual rate 
of 4.7 per cent through 2031, with “emerg-
ing economic regions” accounting for more 
than half of all air traffic growth. Airbus 
sees China as the single biggest market 
for new aircraft deliveries, followed by the 
United States, UAE and India. The report by 
Airbus also predicts that about 10,350 air-
craft will be replaced by new efficient mod-
els by 2031. “Aside from growth in inter-
national traffic, by 2031 four of the world’s 
biggest traffic flows will all be domes-
tic—the US, China, Intra Western Europe 
and India—and these account for a third 
of world traffic,” says John Leahy, Airbus 
Chief Operating Officer, Customers. “In 20 
years from now, China’s domestic passenger 
traffic will overtake the US domestic traffic 
to become number one. Aviation is not just 
essential for international commerce, but 
also for domestic economies too.”

ChINA’S NEEDS MORE NEw pLANES
According to a report released early 
September, China will need 5,260 new com-

CASSIDIAN

Bernhard Gerwert has been appointed 
Chief Executive Officer (CEO) of 
Cassidian and Member of the EADS 
Executive Committee. 

SAfRAN
Bruno Bernard has been appointed 
President of Safran Engineering Services, 
replacing Bruno Bergoend, who in turn 
was appointed CEO of Technofan. Thi-
erry Lasbleis, who was CEO of Techno-
fan, has been named Special Advisor to 
Turbomeca’s corporate management.

ROCKwELL COLLINS
Rockwell Collins has appointed  Robert K. 
(Kelly) Ortberg as the company’s President.

IBAC
Peter Gatz, Chairman of the International 
Business Aviation Council (IBAC) has  ap-
pointed Kurt Edwards as the Council’s new 
Director General.

CATSA BOARD
The Canadian Air Transport Security 
Authority (CATSA) has appointed  Lloyd 
McCoomb as Chairperson and  Peter Wal-
lis as member of its Board of Directors. 

appointments
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mercial aircraft worth $670 billion by 2031. 
The new forecast is a five per cent increase 
over 20-year forecast for China released 
in 2011. The Chicago-based manufacturer 
said tourism in China will spur demand 
from Chinese carriers for single-aisle 
aircraft, with total deliveries of more than 
3,500 by 2031. “It’s impressive that over 75 
per cent of the demand in China will be 
for growth instead of replacement,” said 
Randy Tinseth, Vice President, Marketing. 
“Sustained strong economic growth, grow-
ing trade activities and increasing personal 
wealth are some of the driving forces. Trav-
ellers also care about increased connectiv-
ity, efficiency and lower prices.”

(  Business AviAtion

BOMBARDIER SECURES ORDERS  
fOR EIGhT BUSINESS jETS

End September 2012, Bombardier Aero-
space announced that it had received orders 
for a total of eight Global business jets from 
an undisclosed customer. The firm orders 
consist of four Global 6000 aircraft and four 
Global 8000 aircraft. The customer has re-
quested to remain unidentified at this time. 
The transaction is valued at approximately 
$500 million based on the 2012 list price for 
typically equipped aircraft. “Bombardier’s 
Global aircraft portfolio is unique to our 
industry. Together, the Global aircraft offer 
range, cabin volume and Bombardier Vision 
flight deck commonality that is unmatched 
by any competitive product,” said Steve 
Ridolfi, President, Bombardier Business Air-
craft. “Sales momentum for the Global 8000 
aircraft is strong, and we are experiencing 
tremendous success with the entire Global 
jet line. This order reinforces, once again, 
the leadership of our products in terms of 
range, cabin volume and comfort, as well as 
state-of-the-art technology,” he added.

BUSINESS AVIATION COULD hELp 
EUROpEAN RECOVERy
Business aviation could play a vital role 
in the recovery of the European economy, 
according to a report by Oxford Econom-
ics. The study conducted on behalf of the 
European Business Aviation Association 
(EBAA), said that in 2011, 96 per cent of 
city-pairs served by business aviation had 
no scheduled connection. The other four 
per cent served more than a third of all 
business aviation traffic. The report uses 
case studies to highlight the importance 
of business aviation to local economies 
in Europe. The study also found each ad-
ditional passenger on a business aviation 
flight generates the same gross domestic 
product as nine business passengers on 
a scheduled flight. EBAA concludes from 
the report that more investment in the 
business aviation industry and expansion 
of destinations served by business aircraft 

operators, would help accelerate the Euro-
pean economic recovery. 

As per EBAA, the study establishes the 
key role of business aviation in facilitat-
ing Europe’s recovery and its importance 
should be recognised in policy formulation, 
with legislators developing regulations and 
mechanisms that bolster business aviation 
activity in order to further stimulate the 
growth of the region, rather than ignore it as 
it was evidenced with the European Com-
mission’s proposed recast on slot allocation, 
or penalise it as the Italian Government has 
done by introducing a double tax on owners 
and passengers, resulting in dismal traffic 
figures in the country.

BUSINESS AVIATION: ThE ONLy wAy TO GO
The latest results from the General Aviation 
Manufacturers Association (GAMA) show 
that the business aviation may be regaining 
altitude after what looked like an imminent 
dead stick landing. Deliveries of new busi-
ness jets and turbine-powered aircraft are 
up from last year while piston-powered air-
planes haven’t declined by much. According 
to GAMA, business jet deliveries increased 
13.1 per cent to 294 airplanes in the first 
half of 2012 compared to the same period 
last year. Turboprop airplane deliveries also 
improved by 10.4 per cent to 243 units from 
the 2011 shipment level of 220 units. The 
piston engine airplane segment was basi-
cally flat at 381 deliveries or a 1.6 per cent 
decline compared to the first six months of 
2011. The market is also seeing the sale of a 
surprising number of single-engine turbine-
powered airplanes. That is especially true 
in Europe as businesses resize aircraft fleets 
to focus on fuel efficiency because of the 
high cost of jet fuel due to the uncertain 
Euro-based economies. The Europeans con-
tinue to value business aircraft; some are 
just looking for ways to economise. Those 
who have experienced both the corporate 
jet lifestyle and the airlines always say the 
same thing about private travel: “It’s the 
only way to go.”

(  Mro

DASSAULT fALCON’S SERVICE CENTRE  
IN MOSCOw
Dassault Falcon and Avia Group are working 
together on an agreement to establish an 
Authorised Service Centre (ASC) at Mos-
cow’s Sheremetyevo Airport in 2013. The 
ASC would enable Dassault Falcon to sig-

NBAA ANNUAL MEETING & 
CONVENTION
30 October –  01 November, 2012
Orange County Convention Center, 
Orlando, Florida, USA
www.nbaa.org/events/amc/2012

DUBAI  hELIShOw 2012
06 – 08 November, 2012
Grand Stand, Meydan Hotel, Meydan 
Racecourse, Dubai, UAE
www.dubaihelishow.com

AIRShOw ChINA
13 – 18 November, 2012
Zhuhai Airport, Zhuhai, China
www.airshow.com.cn/en

AEROMART TOULOUSE
04 – 06 December, 2012
Centre de Congres Pierre Baudis, 
 Toulouse, France
www.bciaerospace.com/toulouse

CANADIAN AEROSpACE SUMMIT
05 – 06 December, 2012
Ottawa Convention Centre, Ottawa, 
Canada
www.aiac.ca/summit

AVIATION SECURITy SUMMIT
10 – 11 December, 2012
Hyatt Regency Crystal City, Arlington, 
Virginia, USA
http://events.aaae.org/sites/121202/
index.cfm

MIDDLE EAST BUSINESS AVIATION 
(MEBA)
11 – 13 December, 2012
Al Maktoum International Airport, 
Dubai, UAE
www.meba.aero

events Calendar 



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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nificantly expand its maintenance footprint 
in Moscow, a major hub for Russian-based 
and transient executive aircraft. It would 
also provide a solid presence at the city’s 
largest airport, which is projected to experi-
ence rapid growth in the coming years. 
Falcon jets in Moscow are currently serviced 
by Dassault Falcon’s Satellite Service Centre 
at Vnukovo Airport, which handles most of 
the city’s business jet traffic. This satellite 
service station has been in operation for 
seven years and will shortly move into a new 
facility at the Vnukovo-3 executive aviation 
terminal. Initially, the $4 million Sherem-
etyevo facility, would serve Falcon 7X and 
Falcon 900 EASy Series aircraft. It would be 
capable of line maintenance services up to 
A check, along with troubleshooting and 
AOG services. 

hAwKER BEEChCRAfT SERVICE CENTRE  
IN MExICO 
Hawker Beechcraft opened a new factory 
service centre at Aeropuerto Internacio-
nal del Norte in Monterrey, Mexico. The 
new centre will offer maintenance, repair 
and overhaul (MRO) services of airframes, 
power plants and avionics systems. The 
48,000-square-foot facility is the second 
MRO centre in Mexico for the Wichita-
based manufacturer. The other facility is lo-
cated in Toluca at Licenciado Adolfo Lopez 
Mateos International Airport.

DASSAULT fALCON AIRCRAfT SERVICES  
IN ChINA 

Early September this year, Dassault Falcon 
launched Dassault Falcon Aircraft Services–
China, a dedicated programme with Shang-
hai Hawker Pacific at Shanghai’s Hongqiao 
International Airport. “Falcon customers 
will experience a further increase in the 
level of Falcon maintenance experience in 
China,” said Kathy Liu, Director, Asia Region 
Customer Service. “Dassault will bring its 
in depth Falcon know-how and experience, 
rapidly expanding the capabilities of Shang-
hai Hawker Pacific as dozens of new Falcons 
enter the Chinese market.” The programme 

is staffed by a team of Dassault technicians 
with an average experience of 10 years on 
Falcon business jets and specifically trained 
for Falcon 2000EX EASy, Falcon 900EX as 
well as Falcon 7X models. The team brings 
extensive, hands-on Falcon maintenance 
experience to Shanghai Hawker Pacific’s 
world-class facilities for support of local and 
transient Falcon aircraft. They will also pro-
vide an opportunity to transfer significant 
knowledge and maintenance experience 
to Chinese maintenance engineers in this 
developing market.

(  regulAtory

fLIGhT DUTy TIME LIMITATIONS
Minister of Civil Aviation Ajit Singh has di-
rected Air India to immediately implement 
the guidelines of the Directorate General of 
Civil Aviation (DGCA) on flight duty time 
limitations (FDTL) which governs the flight 
duty hours of pilots and cabin crew. The 
direction came after a comparative analysis 
of the practice adopted by Air India. The 
analysis found that except for one out of six 
FDTL parameters, which is on ‘’rest period’’, 
all other parameters followed by Air India 
for its pilots and crew members are on the 
lower side. The FDTL basically deals with 
six parameters, including maximum daily 
flight duty period, maximum daily flight 
time, weekly/monthly/annual limitation 
of flying hours, rest period, staff on duty 
(SOD) travel or positioning or dead heading 
and number of landings. According to the 
analysis, pilots were found operating flights 
for 6.5 hours on domestic and seven hours 
on international sectors, against the DGCA 
guidelines of nine and 10 hours respectively. 
The decision is also in line with the Dhar-
madhikari Committee Report on Air India, 
which has strongly recommended that the 
pilots have to abide by their licensing condi-
tions and also aviation rules in the matter of 
actual flying hours and lay-off period, par-
ticularly with reference to mandatory FDTL 
and flying time limitation (FTL) regulations.

hIKE IN AIRpORT ChARGES AT DIAL
British Airways is reviewing its operations 
strategy in India after the 345 per cent hike 
in charges at the Indira Gandhi Interna-
tional Airport, Delhi. Christopher Fordyce, 
British Airways’ regional commercial 
manager (South Asia), said that the aviation 
industry was going through a difficult phase 
and with hike in airport charges which were 

already too high; it was revisiting its strat-
egy and assessing route profitability. He 
said there it had been presumed that other 
city airports which had new infrastructure 
development projects too might follow suit. 
Fordyce added, while airport development 
was important the price escalation also 
needed to be taken into account as pas-
sengers would be affected by it. Foreign car-
riers like Lufthansa, Singapore Airlines and 
Virgin Atlantic have meanwhile joined In-
dian carriers in opposing the hike in airport 
charges. Even International Air Transport 
Association (IATA) Director General Tony 
Tyler said India’s airports were becoming 
“increasingly expensive”.

(  trAining

hONEywELL OffERS UNIqUE  
TRAINING pROGRAMME
Early September 2012, 16 Honeywell en-
gineers in India graduated from a private 
pilot licence (PPL) programme sponsored 
by Honeywell Aerospace and Honeywell 
Technology Solutions (HTS), the first initia-
tive of its kind in India’s aerospace industry. 
Certified by the DGCA, the graduated 
engineers are better equipped to understand 
the challenges that pilots face and can de-
termine product requirements from a pilot’s 
perspective more easily. It also enables them 
to speak to aerospace customers in their 
own technical language, helping Honeywell 
to continue to deliver technologies that pro-
vide value to customers around the world.

EMBRAER-CAE phENOM TRAINING  
IN BRAzIL
Embraer-CAE Training Services (ECTS) 
launched Phenom aircraft pilot and mainte-
nance technician training at CAE’s training 
centre in Sao Paulo, Brazil. The Phenom 
training programme will feature a Phenom 
full-flight simulator (FFS), which Embraer 
said will be the first such flight simulator 
in South America. The Phenom FFS has 
been certified by the Brazilian National Civil 
Aviation Agency. “This latest addition to our 
Phenom platform training programme rein-
forces Embraer’s commitment to its growing 
fleet here in Latin America. It also confirms 
our continuous efforts to provide the best 
possible customer experience,” said Edson 
Carlos Mallaco, Vice President of Customer 
Support at Embraer. The new ECTS training 
programme will offer pilot certification for 
the Phenom 100 and 300 executive jets. Sp
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Airbus displAyed the multifunctionAl 
fuel cell (MFFC) system concept at the ILA Berlin Air 
Show this year. Through a partnership with the DLR 
German Aerospace Centre and Parker Aerospace, the 

joint evaluation is studying the MFFC’s use instead of today’s 
gas turbine-based auxiliary power units.

In the MFFC system concept, the fuel cell would—for the 
first time—act as an independent power source capable of sup-
plying electrical power throughout the aircraft, including the 
cabin. Positioning of the fuel cell is planned in the cargo hold, 
while the system’s liquid hydrogen tank, heat exchangers and 
fans are to be located in the tail cone section. 

Providing approximately 100 kW of power, the MFFC system 
offers the potential for significantly higher output than a fuel 
cell emergency power system flight tested on an A320 during 
a 2008 campaign involving Airbus, the DLR and Michelin. This 
earlier fuel cell was installed on a cargo pallet and produced 
some 25 kW of power. 

A fuel cell essentially uses a constant flow of chemicals to 
produce electricity, heat and gaseous by-products. The gaseous 
by-product is water, as the fuel is usually hydrogen and oxygen, 
and this makes fuel cells absolutely non-polluting.

According to Airbus, flight testing of the MFFC on an A320 
could occur in the middle of this decade. SP
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Will act as an independent power source capable of supplying electrical power  
throughout the aircraft, including the cabin
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Air TrAnsporT Airlines

T
he year 2005 seemed surreal for civil avi-
ation. Air Deccan's success inspired new airlines to 
sprout and grab market share in low-cost air travel. 
GoAir, SpiceJet, Paramount and Kingfisher Airlines 
commenced operations in 2005, the first two fo-
cused on the low-cost segment. Others to emerge 
were IndiGo, Air One, Jagson Airlines, Magic Air, 

Yamuna Air, Kerala Airways and Indus Airways. In 2005, IndiGo 
placed an order for 100 Airbus A320 aircraft, then the largest, 
startling the global airline industry. In the same year, Kingfisher 
ordered 20 ATR72-500 and 30 Airbus A320 and became the first 
Indian carrier to order the Airbus A380. Jet Airways purchased 20 
Boeing737-800 with an option for 10 more. Air India ordered 68 
Boeing aircraft in 2005 and Indian ordered 43 Airbus aircraft in 
2006. The airline industry was surely booming. Or so it seemed.

With ten pilots per aircraft required for scheduled operations, 
the impending shortage of pilots vis-à-vis planned inductions 
was evident. Flight schools mushroomed around the country to 
exploit the opportunity. However, owing to limited capacity , high 
cost and uncertain time-frame for the award of commercial pilot 
licence (CPL), Indian youth aspiring to be airline pilots, opted 
for training abroad at lower cost and within defined timeframe. 
Tragically, a vast majority of students suffered due to lack of guid-
ance, unscrupulous marketing by flight schools, rising costs, poor 
airline management and archaic policies, altogether made things 
difficult for CPL holders.

PiloTs Galore. When Jet Airways and Air Sahara were the 
only major private airlines, flying training entailed huge invest-
ment but offered little opportunity. The 40 pilots graduating 
every two years from the Indira Gandhi Rashtriya Uran Academy 
(IGRUA), were picked up by the national carriers. The emergence 
of new carriers had a profound impact on civil aviation training. 
Data from the Directorate General of Civil Aviation (DGCA) for 
the period 2004 to 2009 indicates a spike in the number of CPLs 
issued. Beginning with 283 in 2004, the number grew to 404 in 
2005, 947 in 2007 and 1,792 in 2009. In all, 4,830 CPLs and 1,105 
airline transport pilot licence (ATPL) were issued between 2005 
and 2009, a number sufficient to fly 593 airplanes.

The indusTry in Turmoil. Unfortunately, the airplanes 
never arrived as projected, some airlines never took off, some 
merged and few shut shop. Competition amongst the surviving 
airlines heightened depressing airfares that bled airlines. King-
fisher never reported profit. Merger was seen as the only way out 
for loss-making carriers. In 2007, Jet Airways acquired Air Sahara 
and Kingfisher took over Air Deccan. In May 2010, IndiGo came 
into the spotlight and Paramount Airways ceased operations 
while Kingfisher's plight worsened post-merger and today is in 
complete shambles.

In 2008, Jet Airways and Kingfisher were each reportedly los-
ing up to `10 crore daily. In October that year, the two airlines 
announced an alliance that was to foster a symbiotic relationship 

The declining prospects of employment in the airline industry are reflected in the 30 per 
cent drop in the issue of CPLs in 2010 to 1,282 and to 855 in 2011. How the recently 
approved foreign direct investment by foreign carriers will alleviate the plight of the Indian 

aviation industry is to be seen.

THE VOLATILE GLAMOUR

by Vasuki Prasad
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(left); A student preparing for takeoff 
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Air TrAnsporT Airlines

to control 50 per cent of the market share, a unified front against the 
low-cost carriers (LCC) in the turbulence, owing to fierce competi-
tion, rising oil prices, high taxes on jet fuel and the global meltdown. 
Immediately after the announcement, Jet Airways terminated the 
employment of 1,900 employees, including pilots and cabin crew. 
Although the termination was reversed immediately, the signs of 
trouble in the industry were evident. Immediately thereafter, pilots 
were confronted with 20 per cent cut in emoluments. Moves were 
made to reduce the number of expatriate pilots.

Salaries of pilots of Air India, Kingfisher and Jet Airways were 
delayed on more than one occasion. The dawn of 2012 brought 
sad news to trainee First Officers in Jet whose monthly salary 
was reduced from `1.3 lakh to `50,000. With airlines defaulting 
on payment of salaries, the mandatory six-month notice period 
for quitting was no longer applicable. Consequently, there was an 
exodus of pilots from Kingfisher, mostly to IndiGo and SpiceJet.

With IndiGo and SpiceJet being the only two airlines expand-
ing their fleets, the experienced ATPL holders were more than 
welcome. As of April this year, IndiGo received eight aircraft 
in 2012, 14 in 2011, 10 in 2010, and an average of seven aircraft 
per year in the preceding years bringing the fleet to 56. SpiceJet 
received three aircraft in 2012, seven Q400 and seven Boeing 737s 
in 2011 totalling to 41 aircraft. In sharp contrast, the 97-aircraft-
strong Jet Airways added only seven aircraft in 2011, reflecting 
relatively slower growth. An Airbus A330 was the last aircraft 
Kingfisher airlines inducted in August 2008.

suPPly ouTsTriPPinG demand. As of mid-April 2012, 
there were around 3,580 ATPL holders under 65 years of age. Not 
all ATPL holders are Commanders, but assuming that they would 
soon upgrade, there would be 3,580 sets of crew available as against 
around 400 aircraft for scheduled operations requiring 2,000 sets of 
crew. The 750-odd non-scheduled operators usually employing four 
pilots per aircraft, would need around 3,000 pilots. The total require-
ment of pilots therefore would be around 7,000. India today has 
around 7,000 CPL holders. Thus there is no employment for 3,500 
CPL holders. On the other hand, dearth of commanders no longer 
seems to be of any concern. Supply has far outstripped demand.

To cut the training costs, airlines invited applications only 
from type-rated pilots, primarily Senior First Officers. The CPL 
holders were left with no choice but to self-sponsor their training, 
either through CAE for the IndiGo type-rating programme cost-
ing around `15 lakh or through other centres for the 737 rating, 
costing around `9 lakh and hoping to be considered by SpiceJet. 

But soon even the demand for experienced pilots waned. 
ATR72 Senior First Officers, who were previously taken on the 737 
fleet at SpiceJet, were offered the Q400. One such offer to a pilot 
was recently withdrawn, citing “all requirements, including those 
for future expansions, having been met”. The market first shut for 
CPL holders, then for self-sponsored type-rated pilots and now 
for experienced ATPL holders from the turboprop fleet.

At IndiGo, the flight crew strength increased rapidly with exo-
dus from Kingfisher, lending the airline the nickname, Kingfisher 
Blue. This has impacted trainee First Officers, who are now being 
released online almost a year after their type-rating. This period 
may significantly increase with the coming batches of pilots from 
the IndiGo Cadet Pilot Programme. Senior First Officers, who 
would have been released as Commanders in a year, now will have 
to wait for at least two to three years. Induction at Jet Airways is 
proceeding at a snail's pace and that too only for type-rated pilots. 
Trainee First Officers inducted earlier took more than a year to be 

released online, as training was also on hold for five months. Air 
India's commitment to begin training for the last batch of pilots 
recruited from IGRUA, is yet to materialise.

The declining prospects of employment in the airline industry 
are reflected in the 30 per cent drop in the issue of CPLs in 2010 
to 1,282 and to 855 in 2011. With 191 CPLs having been issued till 
mid-April 2012, the total expected for this year is only about 600.

The scenario Today. With IndiGo receiving two aircraft 
every month on an average, annual demand for additional pilots 
will be 240. IndiGo's Cadet Pilot Programme will provide annu-
ally 200 Trainee First Officers over five years. Other CPL hold-
ers are therefore unlikely to be accommodated. The only other 
airline continuing to induct aircraft, SpiceJet, creates an average 
monthly demand for five pilots for the 737 fleet. With 31 Boeing 
737s to be delivered over the next three years, SpiceJet will need 
310 additional pilots.

Newly licensed carriers Volk Airlines and Air Costa do not seem 
ready to commence operations. The two premier flying institutes 
IGRUA and NFTI are training nearly 200 pilots every year. With 
the output expected to rise to 300, employment prospects will only 
worsen. In case the yet unfulfilled combined orders of 176 aircraft 
for all Indian carriers materialise, the industry will absorb another 
1,760 of the 3,500 unemployed today. This will still leave over 1,700 
unemployed. However, with the passage of time, the number of 
unemployed licence holders will grow as more take to flying or 
transit from military to civil aviation. The situation may worsen 
further in the event of Kingfisher winding up. With the uncertainty 
surrounding the Maran family, SpiceJet’s future too appears shaky. 
Many CPL holders have been awaiting employment for over three 
years. A few lucky ones are employed in flying schools as instructors.

FuTure ProsPecTs. ATR has removed Kingfisher's 
38-aircraft order from its backlog, describing their once valued 
customer as “unreliable”. The big players, Jet Airways, Air India 
and Kingfisher, have all not paid their pilots in recent months. 
Despite the volatility in the industry, Flying Schools continue to 
lure youth aspiring to be airline pilots. Today, despite the huge 
investment, the prospects of employment of freshers are low. CPL 
training costs have risen making the profession less accessible. 
NFTI charges `8 lakh more for CPL training, and an additional 
`5 lakh for the Airbus type-rating, taking the IndiGo cadet pilot 
programme fees from `45 lakh to `58 lakh. Other schools such as 
Chimes Aviation Academy offer CPL for `33 lakh, but unsuspect-
ing students fall into the trap of 200 hours of single engine, hav-
ing to shell out an additional amount for the mandatory 15 hours 
of multi-engine experience. And even after employment, neither 
their future nor salary is guaranteed.

With supply outstripping demand and training costs escalat-
ing, flying as a profession does not appear as lucrative as before. 
The situation in the industry is unlikely to change for the bet-
ter in the foreseeable future. How the recently approved foreign 
direct investment by foreign carriers will alleviate the plight of the 
Indian airline industry is to be seen. sP

newly licensed carriers Volk 
airlines and air cosTa do noT seem 
ready To commence oPeraTions
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Infrastructure ATM

N
avigatioN is serious busiNess as 
any pilot will testify. Since the earliest days of 
commercial aviation, the aim has been to reach 
destination safely, efficiently and on schedule, 
all these calling for teamwork between pilots 
and air traffic management (ATM). Navigation 
instruments and tracking devices have become 

more precise and reliable over the years making the task simpler. 
For almost two decades, satellite navigation has been a game 
changer, providing unprecedented levels of accuracy, irrespective 
of the weather and consequently making ATM that much easier.

A satellite navigation system uses satellites to provide auton-
omous geo-spatial positioning around the globe. Small electronic 
receivers as also other devices fitted on aircraft help determine 
their location (latitude, longitude and altitude) to within a few 
metres, using time signals transmitted from satellites. If the sys-

tem has global coverage, it is called global navigation satellite sys-
tem (GNSS). A cherished principle of international GNSS is that 
services will be freely available to all users without user charges.

Wouldn’t the ATM staff breathe easier if all aircraft were 
precisely where expected at any given point in time? While the 
current satellite navigation systems help to determine position 
to the nearest five or ten metres, augmented instruments can 
reduce this margin of error to a few centimetres. If that isn’t 
accuracy, what is?

give Me gPs. Satellite navigation was kick-started by the US 
NAVSTAR global positioning system (GPS) in 1994. Soon there-
after the Russian global navigation satellite system (GLONASS) 
emerged while Europe, China, India and Japan are currently in 
various stages of forming their satellite navigation constella-
tions. Why are countries investing astronomical sums in building 

by Joseph NoroNha

GPS is one of America’s foremost technological gifts to the world. GPS tracking systems 
can give continuous position reports through a satellite and/or cellular network. In India, 

the first satellite of the GPS-aided GAGAN system is already in orbit.

THE GPS WAY
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Infrastructure ATM

their own systems, despite having free and unrestricted access 
to GPS? Perhaps because, apart from navigation and ATM, other 
vital facets of a nation’s infrastructure such as telecommunica-
tions, transportation, utilities, financial networks etc are critically 
dependent on GPS to determine position, navigate accurately or 
keep the time correct to a billionth of a second. It is not a comfort-
ing thought that all this may someday be subject to the whims 
and fancies of a foreign power even though that nation may be 
friendly today. However, a large number of exclusively national 
systems would greatly limit the potential user benefits. Therefore, 
such systems are designed to be interoperable while retaining 
exclusive national capabilities.

GPS, maintained by the US, is where it all began. GPS is one 
of America’s foremost technological gifts to the world. It is freely 
accessible to anyone with a GPS receiver and provides location 
and time information anywhere on or near the earth where 
there is unobstructed line of sight to four or more satellites in 
orbit. Next on the cards is a total system redesign designated 
as GPS-III. While still “backwards compatible” with existing 
user equipment, GPS-III will have up to 36 satellites orbiting at 
20,200 km to provide more powerful signals. It will also have a 
new operational ground control segment and revamped secu-
rity architecture. A cross-linked command and control design 
will allow the entire constellation to be updated from a single 
ground station. Lockheed Martin has been awarded the initial 
development and production contract. The first launch of a 
GPS-IIIA satellite is expected in 2015 and all 32 advanced sat-
ellites are expected to be in place by 2022. They will triple the 
quantum of signals available for commercial use, dramatically 
enhance accuracy and have atomic clocks that keep time to a 
fraction of a billionth of a second.

gLoNass aNd the rest. What about the others? 
GLONASS is owned by the Russian Government. It comple-
ments the US-owned GPS and is currently the only alternative 
navigational system with global coverage and comparable pre-
cision. Although it has been through hard times, the full con-
stellation was restored on December 4, 2011, enabling total 
global coverage. A group of 31 GLONASS satellites is currently 
in orbit, with 24 in operation and four in reserve. The GLONASS 
design has undergone several upgrades, the latest version being 
GLONASS-K. This has a life span of 10 years, compared to the 
seven-year life span of the earlier GLONASS-M. Its signals will 
be more powerful and accurate.

Not to be left behind, the European Space Agency (ESA) is 
in the process of fielding Galileo, a satellite navigation system 
intended primarily for civilian use. Operationalisation of the 
30-satellite system is expected by 2019. By offering dual frequen-
cies, Galileo will deliver real-time positioning accuracy down to 
metre level which is unique for a publicly available system. It will 
guarantee availability and will inform users within seconds of fail-
ure of any satellite. This makes it eminently suitable for applica-
tions where safety is critical such as on approach for aircraft land-
ing. Galileo will be interoperable with GPS and GLONASS and a 
single receiver will be able to determine the position using signals 
from satellites of any of these systems in any combination.

China has also taken giant strides towards developing a 
GNSS. Its COMPASS system with 10 satellites in orbit became 
operational over China in December 2011. COMPASS will ulti-
mately consist of 35 satellites, including five geostationary earth 
orbit (GEO) satellites and 30 medium earth orbit satellites. There 

are plans to offer services to customers in the Asia-Pacific region 
later this year and globally by 2020.

Meanwhile, India awaits the Indian regional navigational satellite 
system (IRNSS) which will consist of seven satellites built, launched 
and controlled indigenously. IRNSS should provide an accuracy of 
better than 7.6 metres not only throughout India but approximately 
1,500 km around it. The first satellite of this GEO constellation is 
expected to be launched early in 2013, while the full constellation 
may be ready in 2014. Like Galileo, the two-frequency INRSS is 
expected to be more accurate than a single-frequency system.

Then there are satellite-based augmentation systems. These 
generally consist of a widespread network of high-accuracy mon-
itor receivers with very precisely surveyed latitude and longitude 
positions. The monitors continuously receive raw data from the 
constellations’ satellites and the difference between the calcu-
lated position and the true surveyed position is the error at that 
time and location. These errors are continuously uploaded to 
dedicated satellites and retransmitted to all aircraft as automatic 
receiver corrections. In India, the first two satellites of the GPS-
aided geo augmented navigation (GAGAN) system are already in 
orbit and certification is expected by June 2013. It will enhance 
the integrity and accuracy of GPS signals to three metres so as to 
meet precision approach and landing requirements. GPS, how-
ever, remains the gold standard and other satellite navigation 
systems will probably find it hard to match the GPS capabilities.

advaNced atM. GNSS will form the core of further innova-
tion in ATM including the US NextGen and the Single European 
Sky. NextGen refers to the ongoing comprehensive transforma-
tion of the US national airspace system intended to cope with the 
expected increase in traffic. At its basic level, NextGen is an evo-
lution from a ground-based ATC surveillance system to a satel-
lite-based ATM one. NextGen’s heart is a GPS tracking technique 
called automatic dependent surveillance-broadcast which pin-
points an aircraft’s position using GPS signals and allows the air-
craft to constantly broadcast its precise location and other flight 
data such as altitude and velocity to nearby aircraft and air traffic 
control. A cockpit display provides a comprehensive picture of all 
surrounding aircraft and the flying environment which is crucial 
to rational decision-making. This is a dramatic shift from the cur-
rent reliance on eyesight and radio calls.

Similar technology can also dramatically speed up emergency 
response. Currently, unless an aircraft is in an ATM zone, it is not 
being tracked and may have strayed far from its predicted posi-
tion. If the aircraft goes missing, someone would have to alert the 
search and rescue team, who might spend many days searching 
for the aircraft. However, GPS tracking systems can give continu-
ous position reports through a satellite and/or cellular network.

Relevant information may be extracted from a web-based map-
ping interface where current and historical information can be 
conveniently viewed. Since the last location of the aircraft, its alti-
tude, the direction in which it was heading and at what speed. SP

sateLLite NavigatioN was kick-
started by the uNited states 
Navstar gPs iN 1994
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Upbeat as always about the Indian market, Keskar described India as the “big gorilla” and 
the “shining star” while releasing the Boeing 2012 India Market Outlook on September 4. 
He said that India’s commercial aviation fleet is likely to grow by 4.5 times in size in the 

next 20 years.

HigH Potential

B
y the end of 2013, Boeing will manufac-
ture 10 787 Dreamliners every month, i.e. 120 
airplanes a year, declared Dr Dinesh Keskar, 
President Boeing India. He informed that three 
787 Dreamliners are ready for delivery to Air In-
dia; required clearances have been taken from the 
Federal Aviation Administration (FAA) and the 

Directorate General of Civil Aviation (DGCA); and 64 pilots of Air 
India have already been trained on the aircraft. Later on Septem-
ber 8, Air India’s first Dreamliner arrived in India.

Buoyant as always about the Indian market, Keskar described 
India as the “big gorilla” and the “shining star” while releasing the 
Boeing 2012 India Market Outlook on September 4. “India has 
huge potential. We say that every year and it’s not different this 
time. By 2021 India’s economy will be the fifth largest in the world, 
and by 2031 the fourth largest, and so we are bullish.”

He said that India’s commercial aviation fleet is 
likely to grow by 4.5 times in size in the next 20 years.  
“India’s airlines have experienced rapid traffic and capacity 
growth since 2001. Despite the challenges, India will continue to 
have one of the strongest, vibrant aviation markets in the world.”

Stating that India is projected to have the highest passenger 
traffic growth in the world, Keskar forecasts that India’s airlines 
will take deliveries of 1,450 airplanes valued at about $175 bil-
lion (`9,62,500 crore) in the next two decades. And globally, with 
increasing orders from India, China and other emerging markets; 
the company projects a $4.5 trillion (`2,47,50,000 crore) market 
for 34,000 airplanes over the next 20 years. “South Asia will expe-
rience highest traffic growth in the world at 8.4 per cent.”

Boeing predicts that over 60 million passengers will fly 
within India this year. In 2012-13, India will take delivery of 
1,201 single-aisle aircraft valued at $114 billion (`6,27,000 

by Sucheta DaS mohapatra

finally in India: 
Civil Aviation Minister Ajit singh and 
former Minister shahnawaz Hussain 
along with Air india and Boeing officials 
soon after the first 787 Dreamliner 
landed in new Delhi on september 8
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crore), 234 twin-aisle at $61 billion (`3,35,500 crore) and 15 
regional jets valued at $0.5 billion (`2,750 crore). “Airlines 
in India are improving their financial performances due 
to improved yields and improved capacity management, 
although the slowing GDP growth, high fuel prices and a week 
rupee would affect growth in near term.” He said that high fuel 
prices and exchange rates have affected the aviation market 
and the overall traffic growth has become negative, but it has 
only “dampened and not decreased”. Domestic services have 
increased dramatically over the last two decades and liber-

alisation has had a huge impact on airlines in India and their 
fleet. “Single-aisle airplanes such as the Next-Generation 737 
and the 737 MAX are in big demand from airlines in India.”

The company which currently leads India’s wide body long-
haul international fleet with the 777s and 747s; deems that with 
the Boeing 787 Dreamliner joining the fleets of Air India and Jet 
Airways, the leadership will advance further. “We believe that 
passengers will continue to prefer more flight choices, lower 
fares, and direct access to a wider range of destinations and 
the air carriers in India will continue to offer more flights using 
more efficient airplanes, rather than using significantly larger 
airplanes,” said Keskar.

“Air India can deploy the Dreamliners on many routes includ-
ing the Middle East, Europe, Asia and Australia at a significantly 
lower operating cost. ”

On being asked by Jayant Baranwal, Editor-in-Chief, SP’s Air-
Buz, whether Boeing is worried about the Air India orders keep-
ing the financial state of the airlines in the mind, he said that 
concerns are there, but the Dreamliner is the right airplane for 
Air India and will be a key for change. Besides Air India, Jet Air-
ways too has placed order for 10 787 Dreamliners. “There are not 
many orders from private airlines for the 787s yet, but Jet Airways 

Inside dreamliner: Enhanced passenger comfort with  
state-of-the-art technology and elegant interiors

'In 2012-13, IndIa wIll take 
delIvery of 1,201 sIngle-aIsle 
aIrcraft valued at $114 BIllIon, 
234 twIn-aIsle at $61 BIllIon and 
15 regIonal jets valued at  
$0.5 BIllIon' 
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has already ordered 10 airplanes.” To the query as to how many 
787s will roll out in the next five years, Keskar said that he can 

only say that by the end of next year, the company will manufac-
ture 10 Dreamliners a month.

He said that there are 824 orders from 58 countries for the 
787s and 19 aircraft have already entered service with four air-
lines. Since October 2011, the 787 has flown more than 6,000 
flights and has carried 1.5 million passengers across the world. 
“We have received unprecedented customer response.” According 
to the company, use of composite materials makes the 787s resis-
tant to corrosion and less scheduled maintenance; the next-gen-
eration engines lower fuel consumption and emissions; advanced 
aerodynamics gives it Mach 0.85 cruise speed and increases fuel 
efficiency; and innovative system lowers life-cycle costs and 
makes it easier to maintain and update.”

Boeing which has aircraft orders from Air India, Spice Jet and 
Jet Airways, stated that there has been no issues with regard to pay-
ment. “There will be 100 deliveries in the next ten years in India,” 
said Keskar. Informing about the maintenance repair and overhaul 
(MRO) facility in Nagpur, he said that it is coming out well and 
will be completed by the end of this year. “The office structure is 
complete. We are committed to spend $100 million (`550 crore).”

Keskar said that no engine modification is required in Boeing 
air planes to fly on biofuel and many of the aircraft have flown 
on it too, but he raised doubts about the practicability of use of 
biofuels as it is four-five times costlier than air turbine fuel.  SP

Air India’s first Boeing 787 Dreamliner touched down at the 
Indira Gandhi International Airport in New Delhi on Septem-
ber 8. Launching the aircraft, Minister of Civil Aviation Ajit 

Singh informed that the B787 will commence flying to Europe and 
Australia from the winters of 2012 and it is expected that the aircraft 
will be a game changer for Air India

Along with a water canon salute, a religious ceremony was also con-
ducted to welcome the aircraft wherein Air India Chairman and Man-
aging Director Rohit Nandan and many senior Civil Aviation Ministry 
and Air India officials were present.

The Dreamliner took 15 hours to fly from Boeing's Charleston fac-
tory in South Carolina, US, to Delhi. The aircraft was delivered to Air 
India on September 6 in yet another ceremony at South Carolina. Air 
India which has placed orders for 27 Dreamliners is the fifth airline 
globally to take delivery of a 787 Dreamliner.  The 787, as per the Min-
istry of Civil Aviation, consumes fuel to the extent of 15 per cent less as 
compared to aircraft in the same class and 30 per cent less compared 
with Boeing 777. Apart from passenger comfort in terms of comfort-
able and bigger seats, in flight entertainment, mood lightings, lavato-
ries, large windows, the most distinguished feature of this aircraft is the 
cabin pressure control, which allows cabin pressure to be set at lower 
levels i.e. equivalent to 6,000 feet for B787 in lieu of 8,000 feet. Further, 
it is equipped with a gaseous air purification system. The aircraft emits 
less carbon, thereby causing less environmental pollution.

The Dreamliner is powered by GEnx-1B engine, which offers up to 
15 per cent improved fuel efficiency. “GE Aviation is excited to have its 
GEnx-1B engine begin flying with Air India,” said Chuck Nugent, General 
Manager of the GEnx Program at GE Aviation. “The GEnx engine is per-
forming exceptionally well since it entered service in October, and we 
look forward to continuing this success with Air India.” John Flannery, 
President & CEO, GE India, said, “We congratulate Air India on this his-

toric moment. GE’s GEnx engine will enable quicker travel time, support 
cost and fuel efficiencies as well as create a cleaner environment, all of 
which are important priorities for India. It is our constant endeavour to 
deliver solutions to our customers that bring business benefits to them 
and help change lives in a positive manner.”

On October 6, 2012, Air India took delivery of its third Dreamliner 
at it’s new facility in South Carolina. This particular aircraft was also 
the first one to be produced at the new facility outside Commercial Air-
plane’s main facility in Washington and marks another milestone in its 
efforts to broaden its production base beyond Washington where all of 
its other jets have been built. SP

Dream-liner Comes true 
India celebrates delivery of Air India’s first three 787 Dreamliners
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Boeing Dreamliner 787 specifications

Boeing 787-8 Boeing 787-9

Seating Capacity 210 to 250 passengers 250 to 290 passengers

Range 7,650 to 8,200 nautical 
miles (14,200 to 15,200 km)

8,000 to 8,500 nautical 
miles (14,800 to 15,750 km)

Configuration Twin aisle Twin aisle

Cross Section 226 inches (574 cm) 226 inches (574 cm)

Wing Span 197 feet (60 metres) 197 feet (60 metres)

Length 186 feet (57 metres) 206 feet (63 metres)

Height 56 feet (17 metres) 56 feet (17 metres)

Cruise Speed Mach 0.85 Mach 0.85

Total Cargo 
Volume

4,400 cubic feet (125 
cubic metres)

5,400 cubic feet (153 
cubic metres)

Maximum 
Takeoff Weight

5,02,500 lbs  
(2,27,930 kg)

5,53,000 lbs (2,50,836 kg)

Programme 
Milestones

First flight  
December 2009

First delivery: Early 2014

first delivery: (From left) Jack Jones, Vice president and General 
Manager of Boeing south Carolina, Air india Captain A.s. soman, Dinesh 

Keskar, and M.L. Franklin, Air india technical team leader, cutting the 
ceremonial ribbon
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The 

First Pick
A leading proponent of new technologies, always 
foraying into areas where it perceived a competitive 
advantage, Embraer today has become one of 
the companies driving the aircraft industry. 
Its range of E-Jets series regional airliners 
address the needs of customers spread 
across six continents.
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E
mPrEsa BrasilEira dE aEronáutica 
S.A. (Brazilian Aeronautics Company), or Embraer 
for short, was established in 1969 as a state-owned 
venture and was subsequently privatised in 1994. 
With its headquarters at São José dos Campos, Bra-
zil, and subsidiaries in China, France, Portugal, Sin-
gapore and the United States, today Embraer not 

only dominates the aerospace sector in Brazil but is also the third 
largest manufacturer of commercial aircraft in the world. The 
company has maintained a strong focus on the market for region-
al jets that has high growth potential and which constitutes 40 
per cent of the commercial aircraft segment in the United States 
and Europe. Regional aviation is a sector that is often misunder-
stood and frequently overlooked amid the publicity generated by 
large size airliners.

A leading proponent of new technologies, always foraying 
into areas where it perceived a competitive advantage, Embraer 
today has become one of the companies driving the aircraft 
industry. Its range of E-Jets series regional airliners address 
the needs of customers spread across six continents and with 
these world-class products that are the market leader world-
wide in their segment, the company has earned its place on the 
global scene. Renowned for its innovative and popular models 

ranging from the ERJ 145 to the Embraer 170/190 families that 
offer a low-cost option through a high degree of commonality 
amongst the different models, Embraer has grown into a posi-
tion from where it can only grow further and continue to domi-
nate the global regional aviation scene. The company should 
serve as a model for any nation aspiring to develop a domestic 
aerospace industry to support civil aviation. The Indian aero-
space industry certainly has plenty of lessons to learn from the 
Embraer experience. 

EmBraEr in rEgional aviation. While airlines in 
the more developed markets of North America and Europe recog-
nised the capacity gap between 50-seat regional jets and 150-seat 
single-aisle narrow bodies long back, airlines in most other parts 
of the world are only now beginning to understand the potential 
of 70- to 120-seat jets in their networks. E-Jets now operate in 
ways no traditional regional jet ever could—on short legs or long 
five-hour legs and in single or multi-class configuration. In fact, 
there is very little that E-Jets have not accomplished yet in the 70- 
to 120-seat category. The interest in E-Jets is truly going global. 
In 2005, over 90 per cent of the order backlog with Embraer was 
from carriers in the US and Europe but by the end of last year, 
over 40 per cent of the backlog was from airlines outside these 

dynamic regional jet:
EmbraEr 170 in flight
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two regions. Today, E-Jets from Embraer have emerged as the best 
solution for the regional aviation market. 

Regional aviation jets originate flights from smaller cities and 
airports that feed passengers to main flights in larger airports 
that serve as hubs, thus providing connectivity between second-
ary and tertiary markets. Embraer today has a family of aircraft 
specifically designed for markets that are best served with 70- to 
120-seat jets. In the commercial jet segment, Embraer has a 92 
per cent share of all delivered aircraft in Asia till date. Competi-
tors have received orders for their airplanes in the same category 
and of the same capacity; but none have been delivered to Asian 
carriers as yet. Embraer’s E-Jets are proven in their ability and 
have reached a respectable level of maturity.

Embraer’s E-Jets are a new class of equipment that spans all 
business models ranging from low-cost or low-fare, traditional 
mainline to regional point-to-point service. The diversity of its 
application across a range of business models is one attribute 
of the E-Jet platform that makes it so attractive to airlines and 
lessors alike, as optimal fleet performance has become crucial to 
profitability. While 40 per cent of E-Jets are deployed on regional 
routes with regional carriers, 38 per cent are configured to main-
line standards with premium cabins and in-flight entertainment 
systems. The remaining 22 per cent of the world fleet is flying 

SpecificaTionS of eMBRaeR 170
WeiGhTS aR Version
Maximum takeoff weight 85,098 lb
Maximum landing weight 73,414 lb
Maximum zero-fuel weight 68,123 lb
Basic operation weight 46,429 lb
Maximum payload 21,693 lb
Maximum fuel* 20,580 lb
*Fuel density: 0.803 kg/l (6.70lb/gallon)

peRfoRMance (aR Version)
Maximum Operating Speed M 0.82 M 0.82
Time to Climb to FL 350,  
TOW for 500 nm

16 min 16 min

Takeoff Field Length, ISA, SL MTOW 5,394 ft 1,644 m
Takeoff Field Length, ISA SL  
TOW to 500 nm

3,763 ft 1,147 m

Landing Field Length, ISA, SL MLW 4,180 ft 1,274 m
Range 70 PAX @ 220 lb  (100 kg), LRC 2,100 nm 3,892 km
eXTeRnaL DiMenSionS
Wingspan 85 ft 4 in 26.00 m
Length overall 98 ft 1 in 29.90 m
Height overall 32 ft 4 in 9.85 m
Horizontal stabilizer span 32 ft 10 in 10.00 m
Fuselage width 9 ft 11 in 3.01 m
Fuselage height 11 ft 0 in 3.35 m
inTeRnaL DiMenSionS
Cabin length (excluding cockpit) 63 ft 9 in 19.43 m
Cabin width (at armrest) 9 ft 0 in 2.74 m
Cabin height 6 ft 7 in 2.00 m
Aisle width 19.75 in 0.50 m
Seat width 18.25 in 0.46 m

32 ft 4 in
(9.85 m)

32 ft 10 in
(10.00 m)

98 ft 1 in
(29.90 m)

85 ft 4 in
(26.00 m)

3-D VieW of The aiRcRafT

Source: Embraer

top of the line:
insidE EmbraEr 170
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34 ft 8 in
(10.57 m)

39 ft 8 in
(12.08 m)

118 ft 11 in
(36.24 m)

94 ft 3 in
(28.72 m)

SpecificaTionS of eMBRaeR 190
WeiGhTS aR Version

Maximum takeoff weight 114,199 lb

Maximum landing weight 97,003 lb

Maximum zero fuel weight 90,169 lb

Basic operation weight 61,333 lb

Maximum payload 28,836 lb

Maximum fuel* 28,596 lb
*Fuel density: 0.803 kg/l (6.70lb/gallon)

peRfoRMance (aR Version)

Maximum Operating Speed M 0.82 M 0.82

Time to Climb to FL 350,  
TOW for 500 nm

16 min 16 min

Takeoff Field Length, ISA, SL MTOW 6,745 ft 2,056 m

Takeoff Field Length, ISA SL  
TOW to 500 nm

4,157 ft 1,267 m

Landing Field Length, ISA, SL MLW 4,341 ft 1,323 m

Range 98 PAX @ 220 lb (100 kg), LRC 2,400 nm 4,448 km

eXTeRnaL DiMenSionS

Wingspan 94 ft 3 in 28.72 m

Length overall 118 ft 11 in 36.24 m

Height overall 34 ft 8 in 10.57 m

Horizontal stabilizer span 39 ft 8 in 12.08 m

Fuselage width 9 ft 11 in 3.01 m

Fuselage height 11 ft 0 in 3.35 m

inTeRnaL DiMenSionS

Cabin length (excluding cockpit) 84 ft 6 in 25.76 m

Cabin width (at armrest) 9 ft 0 in 2.74 m

Cabin height 6 ft 7 in 2.00 m

Aisle width 19.75 in 0.50 m

Seat width 18.25 in 0.46 m

3-D VieW of The aiRcRafT

Note: Please refer to page 22-24 to have an insight into the aircraft Source: Embraer

with low-cost carriers who have discovered that one aircraft size 
no longer fits all.

Embraer’s regional jets have indeed been well received as 
would be evident from the numbers that speak for themselves. 
In just eight years, the company has accumulated orders for 1,100 
E-Jets and will deliver the 900th aircraft later this year, a real suc-
cess story for the Brazilian aerospace major. Some 61 airlines in 
41 countries have chosen Embraer E-Jets for regional aviation 
including some well-known carriers in the world such as Brit-
ish Airways, Lufthansa, United, Japan Airlines, Air France/KLM 
and Air Canada. The huge international and varied clientele that 
Embraer has reflects the quality of its airplanes. It also goes to 
show that the regional jets produced by Embraer have established 
themselves as essential tools for the development of aviation, 
worldwide. E-Jets deliver a superior passenger experience with a 
level of cabin comfort and personal space that is as good as or 
even better than many larger narrow-body jets.  The 70- to 120-
seat E-Jets have a strategic function in airline companies, help-
ing them to maintain their competitive edge. Embraer has more 
than 40 years of experience in commercial aviation and has an 
established network of customer support and authorised service 
centres all over the world.

addrEssing EnvironmEntal concErns. In 
conformity with the demands of the times, Embraer has been 
sustaining efforts to address the ever growing concerns in the 
world community about the adverse impact of aviation on the 
environment, leading to climate change. The company has 
recently announced that it is working on a series of enhance-
ments that will see reductions in fuel burn and operating cost 
on their E-Jets and consequently cut emission of greenhouse 
gases. In respect of overall fleet age, the E-Jets family is relatively 
young, the average age of the world fleet being just four years, 
yet Embraer is continually investing in technology to ensure that 
their E-Jet platform is in a position to meet the demands and 
challenges of not only the market but also those of the environ-
ment. It is already developing plans for a new generation of E-Jets 
that will adopt additional technologies that will keep the plat-
form competitive well into the next decade.

There are other initiatives on the environment front as well. 
Embraer has also partnered with GE and Amyris to test the viabil-
ity of biofuel having conducted a test flight in July this year using 
fuel derived from fermented sugarcane. The AMJ700 biofuel can 
reduce greenhouse gas emissions by up to 82 per cent compared 
to current fossil-derived fuel. 
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comPEtition ahEad. While the journey so far for 
Embraer has been illustrious, offering passengers the unique and 
pleasant experience of flying on Embraer regional jets, the com-
pany cannot rest on its laurels. A number of companies are look-
ing to break into the global regional aircraft market and are devel-
oping new aircraft that compete for sales in the top segment of 
the market. These include the Chinese firm Comac with its ARJ21 
regional jet, the Japanese company Mitsubishi with the Mitsubishi 
Regional Jet and the Russian firm Sukhoi Civil Aircraft fielding the 
Superjet 100. All these developments are taking place against the 
backdrop of a changing regional airline industry. After the slump 
in the period 2008-09, a recovery has been under way; but as per 
the recent economic indicators, the global economy could easily 
slow down or relapse into recession. The top end of the regional 
aircraft market is also witnessing an influx of new models. Bom-
bardier is developing the CSeries, a new family of 100- to 145-seat 
aircraft that will bridge the gap between the regional jets and the 
large airliners. The CSeries will compete against large regional 
jets from Embraer and others as also against narrow-body airlin-
ers such as the Airbus A319 and the Boeing 737-700. According 
to Forecast International’s senior aerospace analysts, Raymond 
Jaworowski, “The challenge from the CSeries has become a prime 

consideration for Airbus and Boeing as they make development 
decisions regarding their narrow-body families.” Embraer, on the 
other hand, is well positioned in the 70- to 120-seat market with 
its E-Jet series of regional jets and has been exploring options for 
the development of strategy in the future. Among the options 
being considered by the Brazilian aerospace major is a re-engin-
ing of the E-Jets family. Also on the table is the possibility of devel-
oping in the future, a larger, all-new aircraft family. As and when 
that happens, the larger, all-new aircraft family would compete in 
the market above 120 seats, taking on Bombardier’s CSeries.

Enduring commitmEnt. Even after the aircraft are 
handed over to the customer, Embraer continues to take great 
pride in their performance and remains involved throughout its 
life cycle. Whether it is maintenance, repair, training or opera-
tional support, the services and support groups of Embraer Com-
mercial Aviation are there to ensure that the aircraft always per-
form the best. This leads to warm relationships with customers’ 
worldwide and direct participation in their success. This is some-
thing of immense comfort for the customer and an attribute that 
the company is extremely proud of. The future for Embraer E-Jets 
is undoubtedly bright sP

comfortable and spacious:
EmbraEr 190 on thE tarmac
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EmbraEr 190
Structure and general
1  Upward hingeing radome – mixed composite
2  Radar mounting/forward pressure bulkhead (bird 

impact proof) – machined and built-up aluminium 
alloy

3  Electronics bay ( forward) rear-sliding access door
4  Windshield wipers (electric) – two off
5 Instrument panel glareshield
6 Standby magnetic compass
7 Direct vision window release handle
8 Centre console
9  Pilot’s fully adjustable seat with armrests and 

headrest
10  Rearward sliding direct vision window – acrylic
11 Nose landing gear bay
12  Flight observer’s seat – stows behind pilot’s seat
13  Observer’s panel – behind co-pilot’s seat
14 Cockpit door
15  Plug type ( forward) service door/type I emergency 

exit – 1.37 x 0.61m clearance
16 Cockpit/cabin wall
17  Forward galley G1 – modular
18  Forward lavatory – vacuum type
19  Skin splice doubler
20  Forward flight attendant’s folding seats – two (one 

optional) located in forward cabin and two (one 
optional) located in aft cabin

21  Airstair with integral hand rails (cptional) – power 
assisted operation

22  Airstair actuation mechanism – electrical
23  Plug type ( forward) passenger door/type I 

emergency exit – 1.82 x 0.75m clearance
24 Forward stowage compartment
25 Forward galley G2 – modular
26 Passenger door doubler

27  Airstair – shown in folded and stowed location
28  Forward fuselage to centre fuselage I section 

interface
29  Cabin overhead bins (typically 0.21m3) – 24 off
30  Single class adjustable cabin seat (98-seat layout 

shown, with a maximum capacity of 108 seats 
possible) – overwing escape rows have increased 

pitch to aid egress
31  Forward cargo compartment (pressurised) with 

smoke detectors, fire extinguishers and “animal-
live” option – 11.9m3

32  Centre fuselage I to centre fuselage IIA section 
interface

33  Centre fuselage IIA “plug” section – 2.4m
34  Forward fuselage/wing fairing – composite
35 Cabin dado panel
36  Nacelle strake
37  Fan cowl door – panel open for access
38  Thrust reverser – panel open for access

39  Pylon/wing fairing panel
40  Wing leading edge spar – 

machined aluminium alloy
41  Fuel tank end rib – machined 

aluminium alloy
42  Winglet – aluminium alloy 

structure and skins
43  Outboard flap section – 

starboard flaps shown  
in retracted position

44  Wing skin lower panels – 
machined aluminium alloy  
with integral stringers and  
fuel cell access panel openings

45  Centre fuselage IIA to  
centre fuselage II interface

46  Cabin side-wall panels
47  “Z” section extruded stringers – 

aluminium alloy
48  Fuselage skin – machined and 

chemmilled aluminium alloy

49  Cabin floor panels – composite
50  Cabin floor beams – aluminium alloy
51  Stub–wing/forward circumferential  

frame interface
52 Outboard seat mounting rail 
53  Plug type overwing emergency exit  

(type III) – 508 x 914mm
54  Overwing emergency exit internal skin doubler 
55  Stub-wing to centre fuselage II interface
56  Stub-wing section incorporating fuel system collector 

and surge tanks – mixed aluminium  
alloy structure

57 Cabin window (53 off ) – 325 x 357mm
58  Forward circumferential frame – machined 

aluminium alloy
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Giuseppe Picarella and 
Tim Brown São José dos 

Campos Brazil 2004

Instrument panel, HUD, electrical panel,  
centre console and side panel detail

Reproduced with permission from flight international
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59 Jacking point – wing
60 Engine pylon upper link fittings
61 Spar mounted link attachment points
62  Engine pylon box beam – mixed aluminium and 

steel construction
63 Engine mounting yoke
64 Pylon-mounted yoke interface
65 Pylon nose fairing
66  Nacelle inlet – mixed aluminium and composite
67 Thrust link – single
68 Aft mounting box
69  Wing box mounted pylon thrust link attachment 

fitting
70  Spoiler main hinge/actuator fitting – one per spoiler
71 Spoiler outer hinges – two per spoiler
72  Wing trailing edge spar – machined  

aluminium alloy

73 Wing trailing edge shroud
74  Engine pylon rear fairing – mixed  

aluminium alloy and titanium
75  Wing skin upper panels – machined aluminium 

alloy with integral stringers
76 Inboard flap/fuselage fairing – fixed
77  Main landing gear spar – machined aluminium alloy
78  Wing trailing edge spar/stub-wing interface
79 Wing/stub-wing shear-tie
80  Centre circumferential frame – machined aluminium
81  Stub-wing (aft) assembly incorporating main  

landing gear bay and fuselage keel beam – mixed 
aluminium alloy structure with carbonfibre top skin

82  Cabin insulation – thermal and acoustic blanket
83  Centre fuselage II to centre fuselage IIB section 

interface
84  Rear cargo compartment (pressurised) with smoke 

detectors and fire extinguishers – 9.9m3

85  Aft circumferential frame – machined aluminium
86  Aft stub-wing/centre electronics bay interface
87  Main landing gear spar/stub-wing attachment point
88  Rear fuselage/wing fairing – composite

89 “Double bubble” flat section
90 Typical fuselage frame
91  Centre fuselage IIB “plug” section – 3.7m
92  Centre fuselage IIB to centre fuselage III 

interface
93 Cabin ceiling panel
94  Plug type (rear) service door/type I emergency 

exit – 1.38 x 0.63m clearance
95 Rear galley G3 – modular unit

96  Rear flight attendant’s direct vision  
hatch – shown open

97  Plug type (rear) passenger door/type I emergency 
exit – 1.8 x 0.64m clearance

98  Rear flight attendant’s folding seats – two off
99 Door safety window – all doors

100 Door external lock/release handle
101  Emergency escape slides (door mounted) – all doors
102  Potable water tank and pump – 110 litres
103 Cabin door stops and guides
104  Waste tank and pump (vacuum type) – 95 litres
105 Rear lavatory – vacuum type
106  Aft pressure bulkhead – built up aluminium alloy
107  Centre fuselage III to rear fuselage interface

29

30

49

50

31

3.35m

90

Cabin
height

2m

Cabin width
2.74m

Fuselage
cross-section

3.01m

Cabin cross-section detail
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108  Fin leading edge fillet – mixed 
composite

109  Single-piece swept back three spar 
cantilevered tailplane (12.08m) with 
integral (trimming) hinge fittings – 
machined aluminium alloy stringers 
and spars with chem-milled skins

110  Fin leading edge (removable) – 
mixed composite

111 Fin tip – composite
112  Single-piece swept back three 

spar cantilevered fin – machined 
aluminium alloy stringers and spars 
with chem-milled skins

113  Auxiliary power unit (APU) fairing 
and exhaust muffler

114  APU rear fire wall – stainless steel
115  APU mounting bulkhead/forward 

fire wall – titanium
116  Tailplane trimming (upper) 

actuator/fin mounting frame – 
machined aluminium

117 Fin mounting frames – three off
118 Tailplane tip – composite
119  Removable tailplane leading edge – 

mixed composite
120  Tailplane/fuselage “sliding plate” 

aerodynamic interface – composite
121  Flat-sided fuselage frames - provide 

constant surface for “sliding plate”
122  Tailplane mounted actuator fitting
123 Rear fuselage access door
124 Rear fuselage maintenance floor
125  Fuselage keel beam – below stub-

wing assembly
126  Upward opening forward cargo 

compartment door (lower stbd side) 
– 1.10 x 0.9m

127  Upward opening rear cargo 
compartment door (lower stbd side) 
– 990 x 870/780mm

128 Wing fence – bleed air anti-iced
129 Cockpit escape rope stowage
130  Head-up display (HUD)/cockpit 

ceiling panel
131 HUD shield
132 Centre fuselage II section – 6m

Air coNditioNiNg ANd ANti-iciNg
A1  Forward electronics bay cooling 

ducting
A2  Cockpit ( forward) conditioned air 

ducting
A3  Cockpit (upper) conditioned air 

ducting
A4  Cockpit side/window demist 

conditioned air ducting
A5 Cockpit conditioned air ducting
A6 Cabin conditioned air risers
A7  Environmental control system (ECS) 

high-pressure ground connector – 
located in starboard fairing

A8  ECS low-pressure ground connector 
– located in starboard fairing

A9 ECS heat exchanger – two off
A10 ECS packs – two off
A11 ECS mixer unit
A12 Gasper riser
A13 ECS pack exhaust – both sides 
A14  Recirculation fans/HEPA filters – 

two off
A15 Bleed air pre-cooler
A16  Nacelle intake “RohrSwirl” system – 

anti-icing
A17 ECS bleed air valve
A18 Slat anti-icing telescopic tube
A19 Slat anti-icing piccolo tube

A20  APU/engine bleed air interconnector
A21 Cabin air recirculation vents
A22  Centre electronics bay cooling fans
A23 Rear electronics bay fans
A24 Pressure/emergency relief valve
A25 APU bleed air duct

FlyiNg coNtrolS
C1  Pilot’s adjustable rudder pedals 

and brakes with partial nose wheel 
steering

C2 Nose wheel steering handle
C3 Control column with stick shaker
C4  Aileron control cable quadrant – 

both sides
C5  Dual system leading edge slat 

(number 1) – electro mechanical
C6 Leading edge slat (number 2)
C7 Leading edge slat (number 3)
C8 Leading edge slat (number 4)
C9  Slate track can – protrudes into 

wing fuel tank
C10  Trailing edge flap/aileron rib box – 

fixed
C11  Flap track (articulated) composite 

fairing – three per wing
C12  Flap track structure – three per wing
C13  Flap mechanism and track ( fixed) 

fairing – composite
C14  Engine pylon (articulated) 

fairing – mixed composite/metal 
construction

C15 Slat drive torque tube
C16 Slat track
C17 Slat harness guide
C18 Slat actuator and guide rollers
C19  Hinge-mounted composite aileron – 

hydro-mechanically actuated
C20 Aileron hinges – four per aileron
C21 Aileron actuator
C22  Outboard section single slotted 

“Fowler” type composite flap 
(electro-mechanically actuated) 
– port flaps shown in extended 
position

C23  Multifunction (MF) composite 
spoilers – three per wing

C24  MF spoiler actuator (three off ) – 
electro-hydrualically actuated

C25  Flap drive torque tube angle gear 
box

C26 Flap mechanism
C27  Inboard section double slotted 

(partial span for engine exhaust 
avoidance) “Fowler” type composite 
flap – electro-machanically actuated

C28 Flap track
C29  Ground spoilers (composite) – two 

per wing
C30 Auxiliary “Fowler” flap track
C31  Tailplane trimming (vertical) 

actuator – dual electro-mechanical
C32  Hinge-mounted composite rudder – 

electro-hydraulically actuated
C33  Hinge-mounted composite elevator 

– electro-hydraulically actuated
C34 Rudder hinges

AvioNicS ANd electricAl
E1 Lightning discharge strips
E2  Honeywell Primus 660 colour 

weather radar – optional 880 
turbulence radar

E3 Glideslope antenna – both sides
E4 Ram air turbine – stbd side
E5 MLS antennas – two off
E6  Electrically heated glass windshield

E7 Ice detectors – both sides
E8 Forward electronics/battery bay
E9 “Smart” probes – four off
E10 TAT probe
E11 DME 1 antenna
E12 Overhead panel
E13 Forward landing/taxi lights
E14 Ground power receptacle
E15 TCAS antenna
E16 Transponder antennas – two off
E17 Airstair lights – one per step
E18 Marker beacon
E19 DME 2 antenna
E20 VHF COM 2 antenna
E21 TCAS directional antenna
E22 Transponder antennas – two off
E23 VHF COM 1 antenna
E24 Wing inspection light
E25 Landing/taxi lights
E26 GPS antennas – two off
E27 Forward navigation light
E28  Anti-collision forward strobe light
E29  Emergency (evacuation) lighting 

system (ELS) – light 3
E30 ELS – light 2
E31 ELS – light 1
E32 Static discharge wicks
E33  Rear anti-collision strobe/navigation 

lights
E34 Centre electronics bay
E35 LSS antenna
E36 ADF antennas – two off
E37 VHF COM 3 antenna
E38 Satcom antenna
E39  Radio altimeter 1 antennas – two off
E40  Radio altimeter 2 antennas – two off
E41 MLS antennas – two off
E42  Radio altimeter 3 antennas – two off
E43 Emergency torch
E44 ELT antenna
E45 Rear electronics bay
E46 HF antenna
E47 VOR/LOC antennas
E48 VOR/LOC antenna
E49 Logo light – both sides
E50 Anti-collision beacon
E51  HUD projector – Rockwell Collins 

Flight Dynamics
E52 Fold-away HUD combiner

Fuel SyStem
Total fuel capacity 16,000 litres
F1  Single point pressure refuelling/

defuelling (SPR) connector
F2 Wing fuel cells – two off
F3  Fuel collector tank – centre (rear) 

stub-wing
F4 Fuel vent tanks – two off
F5 Gravity filler ports – two off
F6 NACA vent scoop
F7 Fuel cell access panels
F8 SPR distribution lines
F9 Fuel vent line
F10 Fuel probe
F11 Wing fuel tank relief valve
F12 Engine feed line

Power PlANt ANd APu
P1  Full authority digital engine control 

(FADEC) unit
P2  General Electric CF34-10E (134.6cm 

diameter) – rated at 18,500Ib 
(81.4kN)

P3  Engine forward mount – both sides

P4 Engine rear mount – both sides
P5 Engine fan containment zone
P6  “Cascade” type thrust reverser 

translating cowl – closed position
P7  Thrust reverser actuators –  

four off 
P8  Thrust reverser – deployed position
P9  Side mounted accessory gear 

box with electrical generator and 
hydraulic pump

P10 Engine “chevron” exhaust nozzle
P11 Exhaust centre body
P12  Starboard side-mounted APU oil-

cooling inlet – shown on port side 
for clarity

P13  Hamilton Sundstrand APS2300 APU 
– rated at 40kVA

P14  APU air inlet – acoustically treated
P15 APU exhaust
P16  Engine fire extinguisher bottles – 

two off
P17 APU fire extinguisher bottle

uNdercArriAge ANd hydrAulicS
U1  Forward retracting hydraulically 

actuated and electronically steered 
(± 76°) oleo pneumatic nose landing 
gear (NLG) – tyres 24 x 7.7

U2  Steering actuators – hydraulically 
actuated rack and pinion

U3 Drag strut and down lock
U4 Retraction actuator
U5  NLG forward doors (closed while on 

the ground) – composite
U6 NLG rear doors – composite
U7  Inboard retracting hydraulically 

actuated oleo pneumatic twin-
wheel main landing gear (MLG) 
with multi disk (carbon-steel) dual 
channel brake-by-wire system – 
tyres 14 x 15-19

U8  MLG doors (three-part outboard 
assembly) – composite

U9 Side brace and down lock
U10 MLG retraction actuator
U11 MLG up-lock
U12 MLG tyre bays – open
U13  Hydraulic system 1 (port fairing) 

and system 2 (stbd fairing)
U14 Hydraulic system 3
U15  Rudder electro-hydraulic actuators 

– two off
U16  Elevator electro-hydraulic actuators 

– two per elevator

iNStrumeNt PANel
A Emergency oxygen masks
B Foot rests
C Primary flight display
D Lighting panel
E  Multifunction control display units 

– MCDU
F Guidance panel
G  Integrated standby instrument 

system – ISIS
H Landing gear lever
I Engine start panel
J Throttle quadrant
K Audio panel
L Parking brake lever
M Trim panel
N Flying controls panel
O Flap/slat lever
P Cursor control device
Q EICAS panel
R Multifunction display
S Printer
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R
egional aviation in india has been a 
nebulous model ever since it was conceptualised 
and its functionality rendered theoretically pos-
sible. The government’s dual track policies, the 
‘stick’ of route dispersal guidelines and the ‘car-
rot’ of concessional aeronautical charges have not 
had the desired effect of substantially increasing 

the frequency of flights to Tier-II and Tier-III airports across the 
country. Indeed, the travesty lies in the figures. Despite impressive 
growth in civil aviation, regional aviation has not attracted entre-
preneurs in proportion to its potential. Only one regional airline, 
Air Mantra, is operating today albeit anaerobically. Air Mantra is 
using just two Beechcraft 1900 D with a capacity of 17 seats each. 
Compare this with the two most popular single-aisle aircraft in In-
dian skies, the Airbus 320 and the Boeing 737, having about 180 

seats. The real import of the picture is stark as even those 17 seats 
are not being filled up. Is there a strategic vision in the Civil Avia-
tion Ministry for regional aviation? Or is regional aviation doomed 
to hobble on into the future with Tier-II and Tier-III connectivity 
remaining a pipedream?

aiRpoRt infRastRuctuRe. A simple, self-evident itera-
tion is necessary to focus on airport infrastructure which is capital-
intensive and requires high lead time. Both these factors imply that 
a great deal of perspective planning is required to meet the infra-
structural demands of projected air traffic volumes. The growth 
pattern in aircraft numbers since 2003 has not been matched by 
corresponding enhancement in airport capacity. Undoubtedly, 
there has been progress on this front but it has largely been con-
fined to the large airports with public-private participation (PPP) 

by A.K. SAchdev

Despite impressive growth in civil aviation, regional aviation has not attracted 
entrepreneurs in proportion to its potential. Only one regional airline, Air Mantra,  

is operating today albeit anaerobically.

A PiPedreAm  
or reAlity?

Air Mantra has two Beechcraft 1900 D 
aircraft with a capacity of 17 seats each
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models leading the way. The improvement of Delhi and Mumbai 
airports and the development of new airports at Bangalore and 
Hyderabad have been the showcase examples in this context. 
However, smaller airports have not benefitted to the same extent. 
Of the 454 airports/airstrips in the country, the Airports Authority 
of India (AAI) owns and manages 92 airports and 28 civil enclaves 
at defence airfields. Air traffic services in the entire Indian airspace 
and adjoining oceanic areas are also provided by AAI. While the 
total number of airports in actual use by scheduled traffic is 61, 
more than half of the total traffic is concentrated at Delhi and 
Mumbai. So is there a need to expand the network and include 
possibly the entire geographic extent of the country into a bustling 
air map encompassing each and every airport?

There appears to be no ambiguity about the answer to that 
question. A majority of foreign tourists visiting India come in 
through the 17 international airports. However, once a tourist has 
landed in India, his options for air travel to domestic destinations 
are somewhat limited as only 61 of the 454 are functional. Domes-
tic demand for travel to all corners of the country is rising suf-
ficiently to indicate the need for many more airports to be made 
functional. The costs involved would be huge but the debate here 
is not about bringing up all the airports overnight. Instead, the 
emphasis is on accepting the need and having a long-term strat-
egy for their development. Plans formulated by the government 
are invariably subjected to frequent mid-course corrections lead-
ing to avoidable delays.

Even those airports that are operational leave a lot to be 
desired. Some of these have limited watch hours, extension of 
which involves expenditure and prior notice, usually 24 hours or 
more. Declared watch hours by themselves do not mean much. At 
Bhubaneswar, for example, the watch hours start at 0645 hours but 
the earliest possible take-off possible is around 0730 hours. Han-
dling at most of the small airports is monopolistic/oligopolistic 
with the designated handlers charging exorbitant rates for their 
services. While scheduled operators make their own arrangements 
at stations they regularly operate from, non-scheduled operations 
pay heavily for their visits to these stations. At Ranchi, an aircraft 
weighing below 5,700 kg would nominally pay `15,000 to a handler 
for just a refuelling halt, even if the crew and passengers stayed with 
the aircraft for the duration of the halt. Facilities at small airports 
are a mixed bag and some of them are still not very hospitable to 
the visiting aircraft and crew. The answer, of course, lies in the gov-
ernment’s vision for airport infrastructure development.

Some of the most popular tourist locales of the country lie in 
regions least served by air connectivity. The beautiful Northeast, 
exquisite Himachal Pradesh, charming Uttarakhand and pictur-
esque Jammu and Kashmir have inadequate airports. It is reason-
able to presume that when more airports are created in these areas 
or existing ones operationalised, an increase in the tourist footfalls 
there could be expected. Mysore did get the required attention and 
was operationalised. However, it got strangulated due to low pas-

senger traffic. Gujarat has nine airports and an affluent hinterland 
offering a customer base that can well afford air travel. Yet there 
has been no regional airline there. In July last year, Captain G.R. 
Gopinath tried to launch a flight service using his Deccan Char-
ters NSOP as the circumlocutory mode for launching a scheduled 
service. His efforts were thwarted then by an alert Directorate 
General of Civil Aviation (DGCA). However, having now been able 
to overcome the impediments, he has launched Deccan Shuttles, 
a service connecting nine cities with plans to deploy five single 
engine Cessna Caravans. Currently, Deccan Shuttles operates daily 
flights between Ahmedabad and Surat, Ahmedabad and Kandla as 
also between Surat and Bhavnagar. There are plans to add flights 
to Jamnagar and Bhuj very soon. However, the number of passen-
gers is restricted to nine as DGCA does not permit a single-engine 
aircraft to carry more than this number even though the aircraft 
is certified to carry 12 passengers. As Deccan Shuttles does not 
operate as a scheduled airline, it cannot publish flight timings or 
schedule. However, it has circumvented that problem by commu-
nicating with customers through its website.

the new playeRs. There are many wary entrepreneurs 
such as Volk Airlines waiting in the wings, testing the waters with 
exploratory website visibility or waiting for FDI overtures from 
foreign airlines, now that the Cabinet has cleared the proposal on 
September 14. The closest to starting up appears to be Air Pegasus 
which is launched by Decor Aviation whose owner Shyson Thomas 
began his career in the airport ground handling business. He is now 
poised to become South India’s first regional airline being launched 
in October. Air Pegasus plans to eventually connect 13 airports 
in the south. Bangalore-based aviation infrastructure and allied 
air services company, Regional Airport-Holdings International 
Limited (RAHI), plans to begin a non-scheduled operation and a 
regional service operation early next year. RAHI is planning to get 
five air taxi turboprops, a 12-seat Grand Caravan and a 39-seat ATR-
42. Non-resident Indians in the Gulf are about to resurrect plans to 
launch a carrier called Air Kerala that will connect the state and the 
Middle East. However, Air Kerala’s plans to fly international with-
out meeting the requirements of having 20 aircraft and five years 
domestic experience is unlikely to succeed. Some others such as 
Karina Airlines, Volk Air, Air Freedom and Akash Ganga Airlines are 
waiting too. However, the record of applicants for regional airlines 
who were granted no objection certificates (NOC) in the past has 
not been very good. MDLR was the only one that got off the ground 
only to run aground after about two years of financial haemor-
rhage. Air Mantra, which has just been launched, is not said to be 
faring very well in respect of load factor.

outlook foR the futuRe. So is there a silver lining 
somewhere? The best thing that has happened is the clearance 
of foreign direct investment (FDI) of up to 49 per cent by foreign 
airlines into Indian carriers which will include regional airlines 
as well. With FDI coming in, there could be an impetus to the 
“regional” content of Indian civil aviation. This is so because the 
regional players are less risk-hungry and have shallower pockets 
as compared with those eyeing plans for national airlines and sali-
vating for foreign FDI. Meanwhile, the SpiceJet foray into regional 
aviation using smaller turboprop aircraft has queered the pitch 
further for regional aspirants. What may eventually lead to a spurt 
in regional aviation would be gradual changes in the policies of 
the government as also its attitude towards civil aviation in gen-
eral and regional aviation in particular. SP

options foR aiR tRavel to 
domestic destinations aRe 
somewhat limited as only 61 of 
the 454 aiRpoRts aRe functional
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by Aldo MucciArdi
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regional 
turboprops

Trends in regional aviaTion today are clearly 
underlining the new predominance of newest genera-
tion turboprop aircraft over increasingly costly and inef-
ficient regional jets, both in expanding economies and 

in replacement markets. Given the increase in fuel prices, with a 
particular impact on the Indian economy, turboprop aircraft have 
proven in the last years to be the optimal solution for short-haul 
commercial market today. This revival, steered by aircraft like the 
ATR 42/72 aircraft family, comes as a shocker to many who had 
not anticipated the escalating price of kerosene.

The facts show: turboprops account for more than 80 per cent 
of total 50-to-90-seat regional aircraft sales, 70 per cent of which 
are the ATRs, the latest generation turboprops. These aircraft rep-
resent two-thirds of total regional aircraft backlog in those seat-
categories. What more, ATR are clearly recognised, as exempli-
fied by the Indian market, the new leader among regional aircraft. 
The newest ATRs showcase key advantages when compared to 
other regional turboprops or regional jets: the most advanced avi-
onics suite, lower fuel consumption and maintenance costs, bet-
ter capability of operating on shorter routes and redesigned new 
cabin interiors. 

In addition, it is noteworthy that the increasing interest 
in new ATR turboprops comes from leasing companies, such 
as the US-based GECAS or Air Lease, 
or the European Nordic Aviation Capi-
tal. Lessors represent some 20 per cent 
of total sales (and the current backlog) 
of ATR, thus highlighting the aircraft’s 
strong values and the business poten-
tial they provide to leasing firms. All in 
all, ATR has today 180 operators all over 
the world that lessors may consider as 
potential customers.

The new 50-seat ATR 42-600 and 70-seat 
ATR 72-600 are the most recent EASA-certi-
fied regional aircraft of their category, and 

feature highest fuel efficiency, over 99.7 per cent dispatch reliabil-
ity. The 600 series incorporates the new Pratt & Whitney PW127M 
as standard engine (with Ratier-Figeac 568F six-bladed propeller) 
which provide five per cent additional pull at take-off with a specific 
“boost function” when needed, but also a full digital fight deck featur-
ing five wide electronic flight instrument system (EFIS) multifunc-
tion screens fed by a multi-purpose computer (MPC) which further 
enhances fight safety and operational capabilities. 

More visible to the passenger, the 600 series also offers the styl-
ish Armonia cabin, the widest and most spacious in its segment, spe-
cifically developed for ATR by the Italian designer Giugiaro. It features 
elegant thinner seats with more legroom, larger overhead bins and 
new LED lightening. It is worth noting that the Armonia cabin has 
obtained Chicago’s “Good Design Award” early this year, as recogni-
tion for its design, ergonomics, innovation and comfort. With all these 
improvements, ATR aircraft have been gaining headway in markets 
around the world thus transforming the perception of turboprops.

It is with good reason that the Air Finance Journal has 
recently awarded ATR with excellent performance notes in the 
regional aircraft category (Investors' and Operators' Poll in the 
September 2012 issue). ATR is leading in all grades: best resid-
ual value, best value for money, best operational success, and 
last but not the least, best remarketing potential.

The ATR 72-600 launch customer was 
Royal Air Maroc Express which received 
the first aircraft in August 2011, followed, 
among others, were Azul and TRIP in Bra-
zil, Air Nostrum in Spain and Virgin Aus-
tralia. ATR 42-600s are due to enter into 
service before the end of 2012. 

As airlines and other operators benefit 
from the aircraft’s advanced capabilities, 
the ATR turboprop lives on, becoming the 
synonym of regional transport. sp

—The writer is the  
ATR Secretary General state-of-the-art cockpit in the turboprops by ATr
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HELICOPTERS Law EnforcEmEnt

L
aw enforcement broadLy refers to 
a system wherein government organisations such as 
the police and allied agencies promote observance 
to laws of the land. However, present-day law en-
forcement is varied and intricate. It needs more than 
routine policing to deter unlawful activity. Aerial law 
enforcement (ALE) is a force multiplier and plays a 

dominant role in augmenting the strength of the law agencies. 
Due to its inherent characteristics and ability to perform a wide 
range of missions, the helicopter is ideally suited for this role. 
Advancements in helicopter technology and the availability of 
state-of-the-art onboard crime detection equipment have further 
enhanced the ability of modern police forces to fight crime and 
ensure public safety. A US study on the use of helicopters for pub-
lic safety states, “Once the community becomes aware that a he-
licopter programme exists, there is a tendency to associate every 
helicopter they see with the police. Thus, even civilian or military 
helicopters passing over the city become a crime prevention tool.”

The New York City Police Department Aviation Bureau 
became the first law enforce-
ment agency in the world 
to operate a helicopter in 
1948. Public acceptance of 
law enforcement helicopter 
operations grew from then on 
as technology developments 
made them safer and more 
efficient. Today, the US has 
over 3,000 helicopters oper-
ated by more than 400 law 
enforcement agencies cov-
ering 46 states. In India, the 
concept of aerial law enforce-
ment by the police and allied 
agencies is still in a nascent 
stage and has not yet taken a 
cognizable shape. However, 
a beginning has been made 
with the Parliamentary Stand-
ing Committee on transport, 
tourism and culture in its lat-
est report recommending the 
expansion of existing helicop-
ter roles to disaster manage-

ment as also to law and order, thus accepting the need at the 
highest level of the government. The use of civil registered heli-
copters in anti-Naxalite operations in the Red Corridor though 
riddled with many problems, is a positive step in this direction.

roLe/mission requirements. Helicopters give an 
edge to the law enforcement agencies by supporting them in vari-
ous roles thus enhancing their operational credibility and flexibil-
ity. Some of the roles being performed worldwide by ALE helicop-
ters are surveillance and aerial domination, support for ground 
forces, pursuit, aerial command post, search and rescue, hostage 
rescue, border patrolling, marine police roles, traffic monitor-
ing, operations in support of the police like raids/reinforcement 
of troops, movement of prisoners, VIP movement, control of riot 
and civil disturbance, anti-narcotics missions, monitoring of 
arms trafficking and movement of quick reaction teams/bomb 
disposal squads or dog squads.

However, law enforcement agencies the world over are today 
looking at new mission requirements due to the threat from ter-

rorism—both domestic and 
international—with special 
emphasis on internal/home-
land security issues. Police 
helicopters have primarily 
functioned as air support and 
observation platforms. Now, 
with greater internal secu-
rity concerns, protocols are 
changing and agencies are 
evaluating their operational 
capabilities and looking to 
expand the helicopter mis-
sion role. Counter-terrorism 
and special operations are 
assuming greater significance 
with associated demands to 
employ special operations 
personnel, tactics and equip-
ment. A tremendous cross-
pollination of information is 
occurring between military 
and police forces, leading to 
better counter-terrorism mis-
sion possibilities. In the post-

by B.S. Pawar

Today, the US has over 3,000 helicopters operated by more than 400 law enforcement 
agencies covering 46 states. In India, the concept of aerial law enforcement by the police 
and allied agencies is still in a nascent stage and has not yet taken a cognizable shape.

Maintaining  
Law & Order
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HELICOPTERS Law EnforcEmEnt

26/11 scenario, there is a need to enhance awareness of rotary 
wing aircraft capability to transport counter-terrorism forces 
along with the required degree of mobility and flexibility to pre-
empt or respond swiftly to security threats. The use of helicopters 
in combating terrorism requires new thought processes, employ-
ment of new tools and cooperation amongst all agencies involved 
in such tasks.

mission equipment. The helicopter is a versatile 
machine and when used to support law enforcement agencies, 
it could prove to be a big game changer. It is highly mobile, light, 
reliable and flexible, capable of carrying out multi-mission roles. 
An ALE helicopter should be capable of night operations and pos-
sess the requisite payload capability to include weaponry on need 
and role basis. Modern-day helicopters have remarkable opera-
tional readiness and response time, which are the key attributes 
required of ALE helicopters. A high performance helicopter cou-
pled with role-based equipment makes a perfect fit to carry out 
various tasks. A law enforcement helicopter should have some 
of the listed mission equipment such as forward looking infra-
red (FLIR) cameras, multi-sensor imaging devices, rescue hoist, 
loud hailer system, rappelling or fast rope system, auto tracker, 
GPS devices, data links and gun mounts for lethal and non-lethal 
weapons. A typical police aviation wing should consist of helicop-
ters ranging from very light to heavy lift thus providing the capa-
bility of a wide range of roles.

HeLicopters for aLe. In India, armed forces helicop-
ters have been employed extensively since the early 1960s in 
counter-insurgency roles and disaster management. However, 
26/11 was the first instance of helicopters being put to use in 
counter-terrorism operations in an urban environment. In 
recent times, civil registered helicopters have been employed in 
anti-Naxalite operations in a number of states affected by the 
red menace. The helicopters being employed belong to compa-
nies holding non-scheduled operators’ permits such as Pawan 
Hans and Global Vectra. Even helicopters belonging to the Bor-
der Security Force are being flown with operational and mainte-
nance services provided by Pawan Hans. However, these are ad 
hoc measures and need to be streamlined along with the appro-
priate regulatory provisions.

With the police being a state agency, states would have to play 
a key role in establishing ALE agencies/police aviation wings. It 
needs to be first implemented in the metros such as Mumbai, 
Delhi, Bangalore and Chennai, and thereafter, gradually expand 
to other areas. However, the states on their own may be reluctant 
to implement this programme due to the high costs involved. As 
such, the Centre will have to play a major role in terms of pro-
viding monetary, logistical and operational support to the states 
for establishing police aviation wings. The modernisation of 
police force scheme launched by the Centre in 2000-01 does aim 
to strengthen the state police forces. However, the ambit of the 
scheme needs to be increased to include the creation of air wings. 
The states and union territories could also look at engaging heli-
copters on long-term lease as an interim measure to strengthen 
their police departments.

training of piLots. ALE helicopter pilots need to be 
highly motivated, skilful and experienced as they have to per-
form tasks 24x7 under hostile and nerve racking conditions. Cit-
ies such as Mumbai and Delhi which have numerous high rise 

buildings pose additional challenges to the pilots. In India, a pool 
of highly trained pilots and technicians who retire early from 
defence services each year are available for employment. They 
could be recruited by the states to fly the police helicopters. Their 
experience of flying in military conditions would be highly suit-
able for the police role too. Simultaneously, young pilots holding 
civil flying licence could also be recruited.

reguLatory compLiance. This is the most critical and 
important issue and would need a very deliberate effort on the 
part of the Directorate General of Civil Aviation (DGCA), keeping 
in mind the safety and security aspects of ALE operations. Police 
helicopters would need to fly under operator’s licence issued by 
the DGCA and follow the guidelines laid down by the regulator 
for flight safety. Such norms are followed by the police helicop-
ters globally and meet the in-country aviation regulations. How-
ever, since these helicopters have to undertake police/specialised 
tasks, they would need to be covered by additional guidelines 
without impacting their operational capability. The Civil Aviation 
Authority in the UK and the US have a set of guidelines for such 
operations which could be a starting point for DGCA. The role of 
the local air traffic controllers in safe and successful conduct of 
ALE operations cannot be over emphasised. Some areas requiring 
special attention by the regulator in this regard are:

l	 Filing of flight plans and preparation of manifest at short 
notice.

l	 Provision for modifications such as fitment of special-
ised equipment like forward looking infrared (FLIR), gun 
mounts, winch and public address systems on police heli-
copters.

l	 Evacuation of casualties from operational areas. 
l	 Guidelines for carriage of prisoners/dog squads/weap-

ons/under slung loads.
l	 Requirements for night operations in urban and non-

urban areas.

cost-benefit anaLysis. Usage of helicopters in ALE 
operations enables government agencies to respond quickly and 
decisively in challenging situations. Some critics might say that 
flying and maintaining a police helicopter could cause a dent in 
the public funds. While helicopter operations are costly, many 
factors influence the decision on whether or not to create an ALE 
unit. There is no definite cost-benefit analysis for police helicopter 
operations. Every agency must, therefore, perform its own analy-
sis based on factors such as the agency’s mission requirements, 
the type of helicopter operated, the total number of hours flown 
and the expected benefit of operations. While the cost of acqui-
sition of a helicopter, role equipment, training and insurance, as 
also other direct and indirect operating costs can be worked out 
easily, it is difficult to carry out a cost-benefit analysis when the 
issue is related to saving of lives. SP

usage of HeLicopters in aLe 
operations enabLes government 
agencies to respond quickLy 
and decisiveLy in cHaLLenging 
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helicopters AeriAl Filming

History was made on October 30, 2011, as In-
dia hosted its very first Formula One World Champion-
ship. Tens of thousands of locals and tourists flocked to 
the newly constructed Buddh International Circuit in 

Greater Noida, outskirts of Delhi, to catch the excitement of the 
world’s most famous car race; while many more millions watched 
the action unfold on TV around the world.

On October 28, 2012, top teams from all over the world will 
burn the rubbers and ‘’wroom’’ to mark the “2012 Grand Prix Open”. 

This year Eurocopter AS350 B3 of Pinnacle air was flying 
above the circuit covering the race with aerial shots that mes-
merized and captivated the TV audience. As demonstrated at 
this widely televised world sporting event, aerial filming certainly 
helped to enhance the overall viewing experience.

Large-scale sporting events such as the New York and Paris 
Marathons and Tour de France have been using helicopters for 
aerial filming for many years now. Both the Indian Grand Prix 
(2011 and 2012) and the 2010 Commonwealth Games saw the 
deployment of helicopters—viewers were treated to an amazing 
bird’s-eye view of the action, as it happened. 

Aerial filming has become a “staple” in Hollywood movie-mak-
ing, and it is evident that Bollywood directors have also taken a lik-
ing to the use of helicopters for those spectacular aerial shots that 
give movies the extra dimension. And for the newsmaker or docu-
mentary director, helicopters have become an almost indispensable 
tool for the sensational breaking news or breathtaking aerial views.

In this day and age where the public expects “live” coverage 
and breaking news at their fingertips and films with high stan-
dard of cinematography, what the helicopter does in produc-
ing such results, has been treated as a “given”. Aerial filming can 
indeed become a “given”, as the advanced technology of helicop-
ters and state-of-the-art equipment available today have made 
aerial filming not only safe and cost-efficient, but are also capable 
of producing high-quality and stable images.

The benefits of aerial filming have been most evident in the 
widespread use of helicopters for electronic news gathering (ENG) 
services. High-tech heliborne ENG services have become an 
essential source for today’s leading news agencies and reporting 
departments the world over for source video, live news coverage, 

broadcast quality documentation and breaking news situations.
For example, when a natural disaster strikes, viewers have seen 

how fast the international news channels and agencies have been 
able to produce breaking news not only through local correspon-
dents’ reports, but also through aerial views of the location to sup-
plement the viewers’ understanding and awareness of the situation.

News agencies in developed markets like the US, Europe and the 
Far East have been using aerial footage from helicopters for a long 
time. The use of helicopters for daily news coverage has provided 
these news agencies the crucial edge in today’s growing and com-
petitive news gathering market. Even developing helicopter mar-
kets such as Brazil have seen an increase in the use of helicopters for 
such purposes, where aerial shots are great complements to video 
coverage on ground. 

One of the most popular ENG helicopters in use today, is the 
Eurocopter AS350 from the “Ecureuil” family. This rotary-wing 
aircraft can be fitted with fully high definition, vibration free, gyro-
mounted cameras to get crystal clear images without any distur-
bance, and has a competition-beating 3.5 hours of flight endurance 
while fully equipped. Besides offering its passengers a very comfort-
able ride, the cabin is also highly flexible to be altered for different 
needs as the situation demands, providing a convenient work envi-
ronment for on-air live situations.

When the camera is not fixed on the skids or airframe, the 
large sliding doors can be opened in flight for the photographer or 
videographer. These flying machines from Eurocopter are armed 
with the latest STARFLEX technology, which ensures low vibration 
level, thus resulting in a shake-free shoot for the cameraman. The 
large flat-floor open-space cabin in the Ecureuil helps in enhanced 
visibility and clutter-free shooting experience for the crew. 

Ecureuil helicopters are also known for the lowest operat-
ing and maintenance costs involved in operating it. The Ecureuil 
choppers also have the added ability to operate and make film 
shoots possible at extremely high altitudes and extreme tempera-
tures. Be it hot, humid or even cold environments, the Ecureuil is 
able to still operate safely and reliably.

India’s vast territory and landscape certainly makes the use 
of helicopters for ENG services a necessity. With the recent suc-
cesses illustrated, aerial filming should be a “given” in no time. SP
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helicopters Infrastructure

O
n April 30, 2011, an Ecureuil AS350 
B3 helicopter carrying the Chief Minister of 
Arunachal Pradesh, Dorjee Khandu, went miss-
ing near Tawang. For the next four days, the 
weather took a turn for the worse, severely ham-
pering rescue efforts launched on an unprec-
edented scale. Nearly 3,000 personnel from the 

Army, Indo-Tibetan Border Police and other police organisations 
scoured the area on foot for the wreckage of the missing helicop-
ter. The Indian Space Research Organisation (ISRO) too joined in 
with its satellites to pick up reflections from the crashed aircraft. 
The Indian Air Force (IAF) flew specially equipped Su-30MKI 
combat aircraft to detect infrared emissions from the wreckage. 
In addition, six IAF helicopters were deployed to visually locate 
the ill-fated helicopter. Unfortunately, the massive search and res-
cue operations yielded no results. Four days later, it was the Yak 
herders who found the remains of the crashed helicopter.

Meanwhile, student leaders of Arunachal Pradesh remarked 
that India had not been serious enough in the search for their 
Chief Minister and that had their state been in China, he would 
have been found sooner. They expressed regret that they were not 
a part of China. Fifty years after a war with China over the same 
territory, such remarks from the youth of the state of Arunachal 
Pradesh reflect the extent of alienation of the people of this bor-
der state and ought to be a cause for serious concern.

StAte Of infrAStructure. A journey through Arunachal 
would reveal the poor state of its transportation infrastructure. It 
takes two days to travel by low capacity, poorly maintained roads 
from Tezpur to district headquarters Tawang, a distance of just 
300 km. Otherwise too, overall, the connectivity by road within 
the state is totally inadequate. While there is not a single airport 
in Arunachal Pradesh at present, there are around 120 helipads, 
none of which is licensed. The Union Government allocates funds 
to the state for hiring of helicopters. The ill-fated helicopter car-
rying the Chief Minister was one such machine hired from Pawan 
Hans Helicopter Ltd (PHHL). Despite the fact that helicopters have 
been operating all over Arunachal Pradesh for several years, most 
helipads lack even the basic safety facilities. A fortnight prior to the 
accident in question, Tawang helipad was the location of perhaps 
the most serious helicopter accident in the history of Indian civil 
aviation. In this accident involving a Mi-172 helicopter operated by 
PHHL, 19 of the 23 persons onboard perished in the inferno that 
followed the crash. Most of the fatalities occurred due to the fact 
that the heliport did not have even the basic firefighting equipment 
and even a single person trained in rescue.

licenSing Of HelipOrtS/HelipAdS. Inquiry into the 
crash of the Mi-172 also discovered that there was no record avail-
able with the civil aviation authorities of the number of helipads in 
India. An unauthenticated estimate would place it at more than 

by P.P. RajkumaR

A journey through Arunachal Pradesh would reveal the poor state of its transportation 
infrastructure. Likewise, despite the fact that helicopters have been operating all over 

Arunachal Pradesh for several years, most helipads lack even the basic safety facilities.
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1,500 of which many have been constructed by state governments 
as also a few by some private agencies. Interestingly, amongst all 
the helipads in the country, only nine are licensed and all of these 
are owned by private companies such as Reliance and ITC. The 
Civil Aviation Requirement (CAR) dealing with licensing of heli-
port/helipad is CAR, Section 4, Aerodrome Standards, Air Traffic 
Services, Series B, Part III, dated August 28, 2006. This runs into 
over 80 pages and details the basic requirements of a heliport. It 
is the responsibility of the agency owning the helipad/heliport to 
apply for licence. On receipt of application, the Directorate Gen-
eral of Civil Aviation (DGCA) carries out an inspection of the 
infrastructure. Many of the agencies owning heliports/helipads 
are unaware of the requirements of licensing. In some cases, they 
do not apply for licence deliberately as they are aware that their 
facility does not comply with the requirements.

public-privAte pArtnerSHip. It may not be finan-
cially possible for Arunachal Pradesh as well as most of the North-
eastern states to comply with the stipulations of the CAR in a 
short time. One possible option to speed up matters is to adopt 
the public-private partnership model for construction of heli-
ports not only in the North-
east region but all over the 
country. Such partnerships 
already exist in the con-
struction or modernisa-
tion of airports. This con-
cept certainly needs to be 
extended to heliports and 
helipads as well. We should 
also examine the possibility 
of adopting the public-pub-
lic partnership model where 
more than one ministry is 
involved in the creation of 
infrastructure. Again, pre-
cedence exists in respect of 
airports. Some defence air-
ports such as those at Agra, 
Pune, Chandigarh, Goa and 
Port Blair and PSU airports 
like Bangalore (HAL) cater to commercial civil aviation. In a simi-
lar manner, the Defence Ministry and the state governments of 
the North-east region could form partnerships to improve or cre-
ate infrastructure for civil aviation.

MOdificAtiOn Of ruleS. The paucity of helipads in the 
North-east region is not going to be solved fully only through the 
public-private partnership route as there are other issues to con-
tend with. The terrain in the North-east region is largely hilly. The 
International Civil Aviation Organisation (ICAO) and the CAR 
specify defined areas for safe landing in the event of an engine 
failure on take-off or on approach for a landing. Such speci-
fied areas are difficult to find and nominate in hilly terrain. The 
ICAO had anticipated such contingencies and had authorised 
local variations under the powers of the national civil aviation 
authority. However, for the authorisation of local variations, the 
national civil aviation authority is required to apply to the ICAO 
for a waiver or what is called “differences”. The US, a leader in civil 
aviation, has filed for a large number of such waivers. The Indian 
DGCA is somewhat tardy or diffident in this regard. Unless such 

differences are applied for and heliports suitably licensed, most 
of the helicopter operators would be violating the regulations in 
force. It is incorrect to promulgate rules and regulations that are 
not implementable by the operator.

inAdequAte regulAtOry OverSigHt. Another 
problem facing Indian civil aviation in general is manpower with 
DGCA. In order to ensure air safety and flying discipline, the DGCA 
should be in a position to monitor implementation of rules and 
regulations. In order to do so, it should have adequate workforce. 
What it now has is only 25 per cent of its authorised strength. No 
agency can work effectively at such low levels of manning. Since 
aerodrome/heliport licensing inspectors are required to be spe-
cialists in their field, they need to be trained over a period before 
they acquire the desired level of proficiency and are effective. It will 
certainly take time to train inspectors but Indian civil aviation can 
no longer wait. One option is to induct specialists from the defence 
forces on short-term deputation till the DGCA has its own trained 
manpower in the numbers required. This is important because 
even commercial fixed wing operations are taking place from unli-
censed airports. Last year, there were concerted efforts at licensing 

of civil airports but the tar-
gets are yet to be achieved. 
If the heliport licensing 
requirements were added 
to this backlog, it would be 
decades before the goals are 
fully achieved. Until then, 
helicopter operators would 
be forced to violate Indian 
Aircraft Rules that state that 
commercial operations are 
not to be undertaken from 
unlicensed aerodromes/
heliports.

need Of tHe HOur.  
Some states in the North-
east region have terminated 
their contract with PHHL 
for unsatisfactory perfor-

mance. PHHL is the largest helicopter operator in Asia. The next 
in ranking in India is Global Vectra whose licence was temporarily 
suspended due to security reasons but was subsequently restored. 
The other operators are small and cannot take on the complete 
requirements of helicopter operations in the North-east region. 
There is therefore a need to review the situation with PHHL and 
others to restart helicopter operations in the North-east region. 
If required, adequate safeguards by way of punitive measures for 
unsatisfactory performance could form part of the contract. Heli-
copter mobility can provide the much needed relief from poor 
transportation infrastructure to the people of the region.

As per a statement by the Minister of Civil Aviation Ajit Singh 
on July 17, 2012, the government is in the process of providing 
air connectivity to the remote areas of the country including the 
North-east region. The Ministry is also in the process of enhanc-
ing helicopter operations and the construction of heliports at var-
ious places to improve connectivity to smaller places, including 
places of religious and tourist importance. New Delhi obviously 
cannot afford to let the people of Arunachal Pradesh feel that they 
would have been better off with Beijing. sP
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ConferenCe report ASSOCHAM

T
he AssociATed chAmbers of Com-
merce and Industry of India (ASSOCHAM) hosted 
its Fifth International Conference on Civil Avia-
tion on September 21, 2012, at Hotel ITC Maurya, 
New Delhi. Ajit Singh, the Union Minister for Civil 
Aviation, was the chief guest at the conference. SP 
Guide Publications was the official media partner.

The inAugurAl session. Welcoming the chief guest 
and the delegates at the conference, Rajkumar Dhoot, MP and 
President, ASSOCHAM, said that the Indian civil aviation indus-
try is passing through challenging times. He complimented the 
Ministry of Civil Aviation for the recently announced policy of 
foreign direct investment (FDI) by airlines abroad into Indian car-
riers and described the step as “courageous, timely and meaning-
ful”. On the issue of pricing of aviation turbine fuel (ATF), he said 
that foreign airlines are inclined to avoid refuelling in India due 
to high prices. He felt that the government should create an envi-
ronment that is competitive and attractive to private investment, 

thereby facilitating public-private partnership. Also, the regula-
tory environment should nurture the growth of the industry. He 
hoped that the conference would provide a platform for all stake-
holders to deliberate on the factors that have been impeding the 
growth of the Indian civil aviation industry.

K. Narayana Rao, Chairman, ASSOCHAM Civil Aviation Commit-
tee, said that the civil aviation industry, which contributed to GDP 
growth, is still in its nascent stages. This implies immense opportu-
nities for growth both in the passenger and cargo segments. India 
also has tremendous potential to be an aviation hub and that there 
are lucrative opportunities in other aviation industry related activi-
ties such as maintenance repair and overhaul (MRO), general avia-
tion, aerospace industry and training. The problems that need to be 
addressed urgently are reduction in cost of ATF, grant of infrastruc-
ture status to the civil aviation industry, lowering of taxes, enhance-
ment of efficiency standards to meet the international benchmarks 
and facilitation of international traffic through Indian airports.

The Director at KPMG (India), Amber Dubey carried out an inci-
sive analysis of the factors that have been impinging on the Indian 

by B.K. Pandey

During the Fifth International Conference on Civil Aviation, problems plaguing the  
Indian civil aviation industry were discussed threadbare and actions required  

on the part of the government were clearly enunciated
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civil aviation industry. He said the industry and the government 
need to tackle policy and regulatory challenges. The year has also 
seen challenges of high fuel cost, high airport charges and declining 
traffic. The sector needs more initiatives in areas of taxation, regula-
tory clarity, infrastructure development and capacity building.

Sanjay Varkey, Chief Executive Officer, Shell MRPL Aviation, 
said that there was steady demand growth in the industry and its 
sustenance called for combined effort by all stakeholders. Mas-
sive investments to develop airports are in the offing and in order 
to have the right infrastructure for fuel; airport operators need 
to be involved in the formulation of the master plan right from 
scratch. There will be considerable stress on environmental con-
cerns in the future, a factor that needs to be built into the plan-
ning process. K.S. Kohli, Chairman, Frankfinn Group, highlighted 
the huge demand for skilled manpower in the Indian aviation 
industry and also catalogued the deficiencies plaguing the sector 
in this area. Frankfinn Group has plans for setting up 100 new 
training centres by the end of 2013. He called for the removal of 
service tax on vocational training. Joost Van Der Heijden, Head 
of Airline Marketing, Africa, India, South East Asia and Japan Air-
bus Central Entity, said that India is a strategic market for Airbus 
which has bagged 70 per cent of all airliners ordered since 2005. 
With only two per cent of the population in India taking to the air, 
the penetration was low and in his perception, the potential for 
growth was enormous. To meet the growing demand, Airbus has 
introduced airliners with much higher fuel efficiency and lower 
operating cost such as the Airbus 320neo equipped with “shark-
lets” and the revolutionary Airbus 350XWB soon to hit the market. 

AwArds. On the occasion, awards were presented by the 
Minister of Civil Aviation to various organisations. These included 
Religare for being the Most Versatile Company in aviation, Safe 
Express as the Best Air Cargo Company, Airbus, the Best Global 
Aviation Company, IndiGo, the Best National Airline, Emirates, 
the Best International Airline and Frankfinn, the Best Training 
Institute for cabin crew.

Address by The chief guesT. In his inaugural address, 
the Minister of Civil Aviation said that the mood in the industry 
had been upbeat following the policy change in respect of FDI. 

Describing the industry as capital-intensive, he said that aviation 
was no longer an exclusive privilege of the elite and focused on a 
number of important issues that concerned the development of 
the Indian civil aviation sector. Currently, India lagged far behind 
the developed countries including China. Policy initiatives includ-
ing modernisation of airport infrastructure and participation 
by the private sector during the last seven years had placed the 
Indian civil aviation sector on a high growth trajectory. He con-
ceded that ATF was a problem area and said that the government 
was working towards granting ATF the status of ‘declared goods’ 
as it would then attract a uniform four per cent duty.

The Minister stated that to manage the phenomenal growth 
of air traffic consistent with safety, the government is planning 
to establish a Civil Aviation Authority in place of the Directorate 
General of Civil Aviation. Amongst the other initiatives were the 
development of low-cost airports to keep the tariff minimal at 
smaller airports which in turn would help render air travel afford-
able, restructuring of the Airports Authority of India into ANS and 
Civil Wing to make it more effective, efficient and professional, 
creation of a separate Civil Aviation Security Force, professionally 
trained and meant exclusively for the civil aviation sector.

One of the areas high on his priority list is to provide affordable 
air connectivity to remote areas of the country, the North-east-
ern region in particular as also to Tier-II and Tier-III cities. The 
Minister expressed concern that despite the high growth rate in 
passenger traffic over the last eight years, financial health of the 
Indian carriers was in a doubtful state posing a major challenge. 
He said that nearly half the debt was aircraft related and the rest 
were on account of working capital loans as also dues to airport 
operators and oil companies. He admitted that the operating costs 
were inordinately high, adversely impacting the financial situation 
in the airlines. He pegged the cumulative losses suffered by the air-
lines in the financial year 2011-12 as exceeding `10,000 crore.

The Minister stressed the need to develop India as an interna-
tional hub for passenger traffic. He said that action in this regard 
has already been initiated, which included revisiting the policy 
regarding bilateral air service agreements as also rationalisation 
of traffic entitlements on international routes for Indian carriers. 
He outlined the major steps taken in this regard in the last nine 
months, which apart from FDI, included permitting Indian carriers 

(Left) the Minister presents the award to Airbus Joost Van Der Heijdan and  
(right) IndiGo's Aditya Ghosh receives the award from the Civil Aviation Minister.
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to import ATF, allocation of traffic rights to private carriers to fly on 
international routes and creation of a separate Air Accident Bureau 
for investigation into accidents and suggestion of remedial mea-
sures. He also touched upon the steps taken for the turnaround of 
Air India including equity infusion. He added that the `30,000 crore 
financial support planned for Air India would be spread over the 
next nine years and would be contingent on their achieving the laid 
down performance milestones. The Minister concluded that India 
needed to devote considerable effort and investments in the field 
of development of airport infrastructure which would include con-
struction of Greenfield airports, expansion and modernisation of 
existing airports and improvement in road and metro rail connec-
tivity. The government had plans to invest `75,000 crore over the 
next five years on projects related to development of airports, espe-
cially the small ones, through the public-private partnership route.

Sizeable investments are required to improve air space man-
agement through better technology as also to set up comprehen-
sive maintenance repair and overhaul (MRO) facilities. Currently, 
both the global aerospace majors, Boeing and Airbus, are in the 
process of setting up MRO facilities in India. He called upon the 
industry to come forward with innovative and implementable 
ideas for the development of civil aviation sector in India. He admit-
ted that there was an urgent need to bring about a radical change 
in the business climate and to this end, the Ministry of Civil Avia-
tion along with the Ministries of Home, Finance, Tourism, External 
Affairs, Commerce and Industry, Environment, Petroleum, Oil and 
Natural Gas, all had a major and vital role to play.

The second session. The session to follow was chaired 
by Kapil Kaul, CEO, Centre for Asia Pacific Aviation (CAPA). On 
the panel were Dr Manoj Singh, Advisor (Transport), Planning 
Commission, Government of India, Vipin Vohra, Vice-Convenor, 
Air Freight Council FFFAI & CMD, Continental Carriers Private 
Limited and Tushar Pandey, President, Strategic Initiatives, Gov-
ernment and Advisory, Yes Bank. The panel deliberated on the 
subject of “India as an Aviation Hub—Time for Collaboration”. 
Leading aviation hubs such as Dubai and Singapore treat aviation 
as a national priority and have a robust industrial, trade, mari-
time and tourism ecosystem that supports and benefits from the 
aviation sector. Close collaboration through a consultative frame-
work involving all the Ministries of the Central Government, is 
the need of the hour. It emerged from the panel discussion that 
while the airport infrastructure in respect of the metros was 
improving and Delhi airport had the attributes to be an aviation 
hub, regional connectivity was far from satisfactory and as such 
the airline industry was not in a position to leverage the potential. 
The major infirmity with the planning process was the absence 
of a long-term plan. Besides, the regulatory framework was not 
aligned with the needs of the industry. It was brought out that 
infrastructure for the air cargo sector was totally inadequate.

The lAsT session. The last session of the day moderated 
by Air Marshal (Retd) B.K. Pandey, Editor, SP’s AirBuz, was devoted 
to “Looking Beyond the Obvious–Aerospace, MRO, General Avia-
tion, Cargo and Training”. For India to be an aviation hub, it needs 
a world class aerospace, MRO, general aviation and air cargo sec-
tors. In his presentation, Vivek Gour, MD, Air Works, expounded the 
potential of India to be an MRO hub and listed the challenges, which 
include inadequate infrastructure, irrational tax structure and cus-
toms duty as also the absence of a clear government policy to posi-
tion India as a regional MRO hub. He stated that regulations needed 

to be aligned with the requirements of the industry and procedures 
streamlined in order to enhance operational efficiencies. According 
to Chuck Pulakhandam, Embraer’s Regional Sales Director, South 
Asia, the essential prerequisites for India to be an aviation hub are 
MRO capabilities, adequate infrastructure, international outreach 
and domestic network. India is well placed and is moving in the 
right direction. New MROs are being established through global 
partnerships, Greenfield airports are in the pipeline, accessibility to 
airports is improving and international traffic increasing.

The CEO of Cargo Service Centre India Private Limited, R.G. 
Panicker, outlined the state of the air cargo segment of civil avia-
tion in India. In 2011, Indian airports handled a total of 2.64 mil-
lion tonnes of cargo. Domestic air cargo has over the last five 
years grown at a CAGR of 20 per cent and international air cargo 
at a CAGR of nine per cent over the last 10 years. Today, airports 
in India are focused on passenger traffic and as such develop-
ment of air cargo infrastructure has been neglected. Enthusiasm 
to develop advanced air cargo terminals and handling facilities is 
subdued on account of the huge investments required, absence 

of tax concessions and uncertainty of returns. Air Marshal (Retd) 
V.K. Verma, Director, Indira Gandhi Rashtriya Uran Akademi, 
made a presentation on civil aviation training in India.

The finAl word. During the conference, problems plaguing 
the Indian civil aviation industry were discussed threadbare and 
actions required on the part of the government were clearly enun-
ciated. The Minister of Civil Aviation put forward a comprehensive 
analysis of the situation that reflected deep insight and the clear 
resolve to move ahead. While teamwork amongst the stakehold-
ers at the field level is inescapable, what is critical is the teamwork 
amongst the eight Ministries of the government, concerned with 
civil aviation as also coordination with the state governments. At 
the conference, ironically, apart from the Minister himself, there 
was no other functionary representing the Ministry of Civil Avia-
tion, the DGCA and the Airports Authority of India, the agencies 
responsible for providing the guiding light to the industry. SP

Sp's editor-in-Chief and CMD Jayant Baranwal presenting copies of  
Sp's AirBuz to Civil Aviation Minister Ajit Singh
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Civil aviation and the national economy are 
interrelated and growth in these two areas mutually 
drives each other generating huge employment opportu-
nities. The boom in India’s airline industry began in 2004 

when the low-cost carrier (LCC) concept was ushered in. Since 
then, passenger traffic has maintained a high growth rate clock-
ing 18 to 20 per cent per annum. Today, India is the ninth largest 
civil aviation market in the world and ranks fourth in domestic 
passenger traffic. As per the Airports Authority of India (AAI), 
passenger handling capacity at India’s airports has risen from 72 
million in 2006 to 143 million in 2011 and is expected to exceed 
450 million by 2020. This will make India one of the four largest 
aviation markets in the world.

 Since the early 1990s, the time that the aviation sector was 
liberalised as a part of economic 
reforms, the size of the fleet of 
airliners with the Indian carriers 
has more than quadrupled. The 
Boeing India Market Outlook 
2012 released in September this 
year, estimates that “By 2021, the 
Indian economy will be the fifth 
largest in the world and by 2031, 
the fourth largest. India’s com-
mercial aviation fleet is likely to 
grow by four and a half times in 
size in the next 20 years and that 
Indian carriers will take deliv-
eries of 1,450 airplanes in the 
next two decades.” Such is the 
potential for growth of the air-
line industry in India. But the big 
impediment in the growth of the 
industry has been and continues 
to be the problem of easy availability of funds.

 When it began seven years ago, the boom in the airline 
industry held great promise for the investors who were respon-
sible for the mushrooming of private carriers on the Indian avi-
ation scene. But today, somewhat tragically, most of the Indian 
carriers appear to be wobbling in financial quagmire. High and 
continuously rising fuel prices, inordinately high taxes and 
unreasonable airport charges have pushed up operating costs 
and fierce competition amongst the airlines, have shrunk or 
even wiped out profit margins. Consequently, airlines are suf-
fering losses on a daily basis. One estimate is that Indian car-
riers on an average are losing around `2,500 crore per year and 
are burdened with a combined debt of about `48,000 crore.

As per the Centre for Asia Pacific Aviation (CAPA) India, 
the way things are going, estimates are that India’s airlines 

could report a combined loss of `7,700 crore for the current 
financial year. Much of this would be on account of the disas-
trous financial performance of Air India and Kingfisher Air-
lines. With the exception of IndiGo, all other private carriers 
are accumulating losses though not as high as the national 
carrier or the “King of Good Times”! Earlier this year, in an 
attempt to alleviate the problem, the government approved a 
proposal from the airlines that they be permitted to import 
aviation turbine fuel for their use. The aim of the exercise was 
to avoid import levies payable to the government. On the face 
of it the proposal seemed attractive, but in practical terms its 
viability is yet to be established.

To survive and maintain normalcy in operations as also to sus-
tain a respectable rate of growth, Indian carriers need continuous 

funding as they do not generate 
surpluses. It is estimated that all 
the private carriers put together 
would need funding to the tune 
of `15,000 crore over the coming 
year. Unfortunately, the finan-
cial institutions in the country, 
for obvious reasons, have lost 
confidence in the viability of the 
industry and are not prepared 
to enhance exposure and other 
non-airline investors are not 
forthcoming. Even the promoters 
of airlines quite understandably 
seem to be reluctant to increase 
the levels of investment in their 
own ventures. Turning an airline 
around will require substantial 
recapitalisation and a potential 
investor would be more comfort-

able investing huge sums if one of the strategic partners is a for-
eign carrier of repute. The most expedient option, therefore, is to 
open up the industry to investment by foreign airlines that can 
also bring in management expertise and viable business models 
to pull the Indian airline industry out of the morass.

So far, Indian regulations governing foreign direct investment 
(FDI) permitted only those foreign investors not connected with 
the airline industry abroad, to directly or indirectly, hold up to 49 
per cent equity in Indian carriers. However, after years of dither-
ing, the government has relented and approved the long-standing 
proposal to permit foreign airlines to hold up to 49 per cent equity 
in Indian carriers.

A new window of opportunity, albeit a small one, is finally 
available to an airline industry struggling for survival. SP

—B.K. Pandey

Ray of Hope
A new window of opportunity, albeit a small one, is finally available to an  
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850+ E-JEts. 60 AirlinEs. 41 CountriEs.

Discover the full range of E-Jet capabilities at EmbraerCommercialAviation.com

In a word, “flexibility” is what makes E-Jets so right for today.

The flexibility to exploit changing market conditions. Like filling 

schedule gaps without excess seat capacity. Or efficiently tackling 

long thin routes. Or capturing new markets by going where 

airlines with bigger jets can’t. All without sacrificing economics, 

range, or passenger comfort. In fact, E-Jets deliver an in-flight 

experience surpassing that of many narrow-body aircraft. So it’s 

no surprise that they are enhancing the fleet mix of virtually all 

the world’s most prestigious airlines. Every day. Rain or shine.

E-Jets shine 
in times  

like these.

Azul Linhas Aéreas of Brazil deploys E-Jets for new 
markets serving cities with less-congested airports.
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