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       A Word  from Editor

Driven by a resurgent economy, the 
airline industry in India is once again on a 
growth trajectory and with a capacity balance 
between demand and supply being in favour 

of the operators, airlines have been scrambling to rake in 
as much earnings as possible capitalising on the travelling 
season and raising fares to astronomical levels to cut the 
huge losses that have been piling up since their inception 
roughly five years ago. However, the mad scramble by the 
airlines to make a fast buck appears to have triggered a re-
action from the civil aviation authorities that have come 
down on the airlines with an iron hand demanding trans-
parency, fairness and logic with regard to fixation of air 
fares. The intent is clearly to restrain airlines from fleecing 
passengers. This indeed reflects a refreshing change in the 
approach of the civil aviation authorities as welfare of the 
travelling public has rarely been their priority in the past. 

Talking about the past, the year which has gone by has  
been a positive one for the aviation sector and some of the 
milestone events have been captured as 2010 snapshots. 
Barring the volcano ash disruption of air traffic, the airline 
industry has had something to cheer about. 

The revival in the industry has once again brought into 
focus the disposition of the low-cost airlines. A.K. Sachdev 
looks into the relevance and role of the low-cost model as 
also the oft-debated issue of the viability of  low-cost termi-
nals owned and operated by airlines especially at the ma-
jor airports. This concept is yet to find acceptance in India. 
 Joseph Noronha recounts the disaster that struck the Anglo-
French Concorde in the year 2000 that put paid to supersonic 
commercial air travel. The accident was apparently caused 
by a piece of metal left behind on the runway by a departing 

airliner. TecKnow explains how such an accident can now be 
effectively prevented by Tarsier which is designed specifically 
to locate potentially hazardous debris on runways elevating 
safety at airports to a new level.

Bengaluru International Airport (BIAL) commissioned 
two-and- a-half years ago has registered impressive growth 
clocking 23 per cent last year and has won several awards 
for performance and high standards. A veteran in airport 
management Marcel Hungerbuehler, who has been heading 
BIAL since February 2009, describes about his focus and pri-
orities to Vasuki Prasad and recounts the achievements and 
future plans for expansion of the airport. R. Chandrakanth 
reviews the Middle East Business Aviation 2010 held in 
Dubai early December. This is the premier business aviation 
show of Middle East and one of the top aviation shows in the 
world showcasing the latest and complete range of business 
jets available globally. Dr Mani Sishta unravels the mystery of 
the irksome phenomeon of jet lag that is experienced in long 
distance travel and what can be done to mitigate its effects. 

With this issue, SP’s AirBuz celebrates its third anniver-
sary. Wishing you all a wonderful and rewarding year and 
happy landings!

B.K. Pandey 

Editor



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

Utilisation of Terminal 3

Although, the new Terminal 3 
(T3) at the Delhi airport is the 
largest airport terminal in the 
country and the eighth largest in 
the world, its capacity utilisation 
is only 62 passengers per square 
metre which is significantly low-
er than that of T5 at Heathrow, 
London and Swarnabhumi at 
Bangkok that have space utilisa-
tion of 85 and 80 passengers per 
square metre, respectively. Space 
utilisation of T3 does not com-
pare favourably even with other 
major domestic airports such as 
CSIA at Mumbai with 93, BIAL 
at Bengaluru with 155 and RGIA 
at Hyderabad with 119 passen-
gers per square metre. The built- 
up area of T3 is 5,50,000 square 
metres against the planned 
figure of 4,70,000 square metres. 
The excess capacity has appar-
ently brought down the average 
capacity utilisation. DIAL is a 
joint venture company of the 
GMR Group, Airports Authority 
of India, Fraport of Germany and 
Malaysian Airport. As per DIAL, 
the agreement for T3 envisages 
aerobridges for 90 per cent of 
passengers. There are 78 aero-
bridges at T3, the highest within 
a single terminal anywhere in 
the world. 

: OPERATIONS

Delhi-Milan flight  
by Jet Airways

Leading Indian private carrier Jet 
Airways commenced operating 

direct flights on the New Delhi-
Milan route in the third week of 
December 2010 using the new 
Airbus 330-200 aircraft. This will 
be the only direct service between 
Italy and India and Milan will be 
the 24th destination in the Jet Air-
ways network. As per Jet Airways, 
the flight to Milan is only the 
first step in the airline’s plans to 
penetrate the European market. 
In pursuit of this objective, the 
airline expects to launch a service 
to Rome in the near future. The 
flight to Milan will operate from 
IGIA at New Delhi from where 
passengers arriving from Milan 
will be able to avail connectivity 
to more than 47 locations on the 
Jet Airways network, within India 
as well as international destina-
tions such as Kathmandu, Dhaka, 
Colombo, Singapore, Bangkok 
and Hong Kong. Centrally located 
in Europe, Milan will serve as 
a convenient hub for travellers 
from India. The location of Milan 
is also strategic especially since 
Italy has always been a leading 
commercial and industrial centre 
in Europe. Trade between Italy 
and India has been growing and 
is now estimated at being close to 
$8 billion (`36,000 crore) annually. 

Qantas resumes  
A380 services

Qantas resumed flights on 
Airbus A380 on November 27, 
2010, three weeks after a mid-
air explosion that had led to 
temporary grounding of its A380 
fleet. There were safety con-
cerns regarding the engines of 
the other Airbus A380s that the 
carrier was operating following 
the episode that took place on 
the Singapore-Sydney flight, and 
the aircraft made an emergency 
landing at Singapore’s Changi 
Airport. Qantas had started 
using the A380 aircraft in 2008, 
and officials have said that the 

incident of the explosion is a 
rare occurrence. An investiga-
tion is in progress to deter-
mine the precise cause of the 
explosion. Since the incident, 
Qantas has been checking all 
of the Airbus A380 to satisfy 
that all safety precautions are 
in place and that all the engines 
are working satisfactorily. It is 
understood that several weeks 
will be needed to fully fix the 
issue with the engines in the 
four Super Jumbos that are still 
grounded. Since the A380 is 
being used by other carriers as 
well, they have taken notice of 
the incident. Singapore Airlines 
has reportedly replaced engines 
on three of these aircraft and 
has announced that it is cur-
rently in full compliance with air 
safety directives.

Asian budget carriers
Several new players are emerg-
ing on the Asian scene with 
new low-cost subsidiaries 
and are adding new routes to 
exploit the potential of the low-
cost market in Asia. Malaysia 
Airlines has plans to expand its 
low cost subsidiary Firefly by 
inducting larger aircraft. Cur-
rently, equipped with seven air-
craft, Firefly plans to add three 
more to its fleet by 2011. Firefly 
has recently launched services 
to Kuching and Kota Kinabalu 
in Malaysia and will operate its 
first Boeing 737-800 aircraft on 
these newly announced routes 
from January 15, 2011. Cur-
rently, it runs services to 19 cit-
ies within Malaysia, Thailand, 
Indonesia and Singapore. Simi-
larly, by May 2011, Thai Airways 
has plans to launch Thai Tiger 
a subsidiary budgetary service. 
The initiative is timed to exploit 
the peak tourist season in the 
region. The new launches will 
undoubtedly face competition 
from the low cost Malaysian 
carrier AirAsia. However, 
AirAsia X seems to be looking 
beyond Asian boundaries and is 
already planning to launch ser-
vices to new destinations like 
Moscow, Budapest and Prague 
beginning 2012.

: TECHNOLOGY

Lufthansa to experiment 
with biofuel

In April 2011, Lufthansa will 
undertake a €6.6 million, 
six-month long government 
supported trial of biofuel on its 
scheduled commercial flights. 
Conducted in collaboration with 
the German national aviation 
research programme, the trials 
will be conducted on a Lufthan-
sa Airbus A321 operating on the 
Hamburg-Frankfurt-Hamburg 
route. Lufthansa will be the first 
airline in the world to operate 
flights using biofuel in a long-
term trial. It is understood that 
the airline will be using a 50-50 
mix of biofuel and aviation tur-
bine fuel. The focus of the study 
will be to assess the compat-
ibility of biofuel with operation 
of aircraft engines as well as to 
study the effect of prolonged 
use of biofuel on engine life and 
maintenance requirements. The 
project has been designed to 
research the long-term alterna-
tives to traditional kerosene to 
power commercial aircraft. It is 
estimated that approximately 
1,500 tonnes of carbon diox-
ide emissions would be saved 
during the six-month trial. The 
experiment will undoubtedly 
contribute significantly towards 
Lufthansa’s ongoing efforts at 
confronting the technological 
challenges to evolve a sustain-
able strategy for a safe, efficient, 
environment friendly and eco-
nomical commercial aviation.

In-Flight Wi-Fi services
Singapore Airlines has entered 
into a multimillion-dollar 
collaboration with in-flight 
connectivity provider OnAir to 
provide from 2011, full suite of 
on-board communication of-
ferings including Wi-Fi internet 
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access and mobile telephony 
services to customers on their 
flights. Jointly owned by Airbus 
and SITA, OnAir is the world’s 
leading provider of global IT and 
telecommunication solutions 
for the air transport industry. 
Mobile telephony services will 
enable customers to send and 
receive SMS text messages with 
their GSM-compatible mo-
bile phones, send and receive 
email messages easily on smart 
phones and BlackBerry devices. 
The facility will be progressively 
introduced on flights operated 
by the airline’s Airbus A380, 
Airbus A340-500 and Boeing 
777-300ER aircraft. Established 
in 1972, Singapore Airlines oper-
ates a fleet of more than 100 
modern aircraft and its network, 
including operations by Singa-
pore Airlines Cargo and SilkAir, 
currently covers a total of 98 
destinations in 39 countries.

TCAS II for Phenom 100

Embraer has certified a new 
traffic alert and collision avoid-
ance system (TCAS) and a 
traffic awareness and warning 
system (TAWS) for its entry 
level Phenom 100 executive jet 
that are now standard options 
for customers. TCAS II will be 
supplied by aviation com-
munications and surveillance 
systems (ACSS), and TAWS A 
by Garmin. TCAS is an airborne 
system that is independent of 
ground-based air traffic control. 
It was designed to increase 
cockpit awareness of approach-
ing aircraft, and to prevent 
mid-air collision. TCAS I was 
designed to issue traffic adviso-
ries to assist pilots in the visual 
acquisition of conflicting traffic. 
TCAS II is a more sophisticated 
system that provides all of the 
information of TCAS I, analy-
ses the projected flight path of 

approaching aircraft and issues 
resolution advisories to the pilot 
to resolve a conflict situation. 
TAWS displays terrain and 
obstructions relative to the alti-
tude of the airplane to prevent 
controlled flight into terrain. 
TAWS A is an enhancement to 
the TAWS B, which was origi-
nally available to Phenom 100 
customers. TAWS A includes all 
of the requirements of TAWS B 
plus three alerts—closure rate 
to terrain, flight into terrain 
when not in landing configura-
tion and downward deviation 
from ILS glide slope.

: INDUSTRY

Qatar Airways may  
cancel 787 orders
Following a recent setback 
to the Boeing 787 test flight 
programme which is already 
running behind schedule, Qatar 
Airways has indicated that if 
the Dreamliner development 
programme drags on indefi-
nitely, owing to their growth 
compulsions, the airline will 
not be in a position to wait and 
hence may have to consider 
cancellation of the multibillion-
dollar orders for 30 Boeing 787s 
and options for 30 more. The 
airline, however, continued to 
express confidence in Boeing 
company. The first Boeing 787 
is expected to be delivered to 
Japan’s All Nippon Airways 
early 2011, nearly three years 
after the timeframe originally 
committed. Along with 27 Boe-
ing 777s, Qatar Airways placed 
orders for the 787s in 2007 for 
a total of $13.5 billion (`60,750 
crore). The airline is growing 
rapidly, having added 18 new 
planes and 10 new destina-
tions to its network this year. 
The carrier has ordered five 
of Airbus A380 with the first 
expected to arrive in 2013. The 
airline is contemplating placing 
orders for more aircraft details 
of which have not yet been 
revealed. The airline also claims 
to be generating “hefty profit” 
but once again, precise details 
are not known.

Revision of prices by Boeing
Boeing Company has an-
nounced a 5.2 per cent hike in 
prices of aircraft in two years on 
account of high cost of wages, 
goods and services. Prior to 
this hike, prices were revised 
upwards by 2.6 per cent in 2008 
and by 5.6 per cent a year earlier. 
There has been a dramatic 
turnaround in demand after the 
global recession that had nearly 
brought the aviation industry 
to its knees. Boeing and its rival 
Airbus are therefore boosting 
production levels to record 
highs in an attempt to reduce 
a seven-year backlog of orders. 
On the other hand, airlines are 
also expanding fleet size and 
replacing older model aircraft 
with more fuel-efficient ones. As 
All Nippon Airways has decided 
against inducting the short-haul 
Boeing 787-3 version of the 
Dreamliner, which to begin with 
was designed specifically for the 
Japanese market, Boeing had no 
option but to drop this particu-
lar variant altogether. Accord-
ing to prices listed on Boeing 
website, the average price for 
the smallest Boeing jet, the 
single-aisle 737, is now about 
$71.4 million (`321 crore), which 
is up from about $69.3 million 
(`312 crore). The 777’s list price 
is up at $258.2 million (`1,161 
crore) from $246 million (`1,107 
crore), while the two 787 models 
on offer now average $201.7 mil-
lion (`908 crore), up from $183.3 
million (`825 crore).

Boeing to increase 777 
production

Buoyed by a backlog of over 250 
orders, US airframe manufac-
turer Boeing has stated that its 
production rate for the Boeing 
777 programme will increase 
to 8.3 airplanes per month in 
the first quarter 2013. Earlier in 
March this year, the  company 
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had already announced a 
production increase from five 
to seven airplanes per month 
beginning in mid-2011. The 777 
has a large installed operator 
base, including 1,163 orders and 
907 deliveries. Boeing suppli-
ers are prepared to support the 
increase in rate.

Kansagra-Maran SpiceJet deal
Business associates of Bhupen-
dra Kansagra, the promoter of 
SpiceJet who agreed to sell 7.7 
per cent stake in the low-cost 
airline to Tamil Nadu media 
baron Kalanithi Maran have 
moved US courts to stall the 
transaction. The bloc of SpiceJet 

shares is held by Royal Holdings 
Services (RHSL), a US firm in 
which Kansagra owns 85 per 
cent, with the balance held by 
two other minority investors 
who have opposed the sale and 
are demanding a higher price. 
The stakeholders have alleged 
that they were not consulted 
before Kansagra struck the deal 
with Maran. While RHSL owns 
11.95 per cent in SpiceJet, only 
7.7 were put up for sale and 
the balance is pledged. While 
without the consent of the 
two minority shareholders,the 
Kasangra-Maran deal may run 
into legal and technical difficul-
ties, there would be no impedi-

ment to Maran gaining control 
of SpiceJet, as he has already 
bought 30 per cent equity in 
SpiceJet from Wilbur Ross who 
had earlier invested heavily in 
the budget carrier. Kansagra is 
of the view that the differences 
amongst the RHSL shareholders 
would be resolved soon.

: AIRLINE FINANCE

Air India seeks additional 
funding

Air India, which is to receive 
additional equity of `1,200 crore 
from the government, is seeking 
long-term loan of $11.5 billion 
(`51,750 crore) to refinance the 
purchase of 21 new single-aisle 
aircraft, spares and related equip-
ment. The 21 aircraft, comprising 
nine A319, eight A321 and four 
A320, have already joined the Air 
India fleet. The long-term loan is 
required to pay annual instalment 
of around `3,600 crore against its 
massive debt burden primarily 
on account of aircraft induction. 
Besides, the annual interest 
repayable will be in the region of 
`2,400 crore. As Air India’s total 
annual repayment liability stands 
at `6,000 crore, it may look for 
assistance from the government 
by way of another `2,000 crore in 
the next financial year. In 2007, 
the merged entity NACIL, now Air 
India, had ordered 111 aircraft, 43 
from Airbus and 68 from Boeing 
for a total value of around $11 
billion (`49,500 crore). The 21 
aircraft in question were earlier 
financed through rupee loans 
equivalent of $1.15 billion (`5,175 
crore) from a consortium of IDBI 
led Indian banks with govern-
ment guarantee.

Air India to seek 
compensation
Air India is in the process of 
finalising a demand for a $840 

million (`3,780 crore) compen-
sation package from Boeing 
for the inordinate delay in the 
delivery of Boeing 787 Dream-
liners. Air India had ordered a 
total of 111 aircraft from Airbus 
and Boeing valued at around 
$11 billion (`49,5º00 crore) to 
replace its ageing fleet and as 
also aircraft held on lease. The 
111 aircraft ordered included 27 
Boeing 787 Dreamliners, which 
the company has not been able 
to deliver as per the schedule 
defined in the contract. As per 
the original schedule, Boeing 
was to commence delivery of 
the Dreamliners from Septem-
ber 2008. However, it failed 
to meet the timeline due to a 
variety of reasons, technical 
and commercial. The delivery 
has now been rescheduled to 
commence in the second quar-
ter of 2011.

: BUSINESS  
AVIATION 

Executive Jets from Embraer

In the third quarter of 2010, 
Embraer of Brazil delivered a 
total of 24 executive jets. The list 
included16 Phenom 100, six Phe-
nom 300 and two Lineage 1000 
aircraft. The number delivered in 
the corresponding period the pre-
vious year was 27. Deliveries of 
Embraer executive jets in the first 
nine months of 2010 were a total 
of 83 aircraft. This included 67 
Phenom 100, 11 Phenom 300, two 
Legacy 600 and three Lineage 
1000. Although deliveries were 
lower in the third quarter of 2010, 
revenues were higher due to 
variation in the product mix. As 
per the company, 2010 continued 
to be a year of slow recovery.

Embraer delivered the first 
Phenom 100 entry level jet to 
India’s Invision Air Services Pri-
vate Limited, a  Mumbai-based 

Appointments
Gulfstream 

Gulfstream Aerospace Corporation has named  
Doreen Gonzalez as Senior Manager, G650 Procure-
ment. She reports to Bill Williams, Vice President, 
Materials.

The company has promoted L.D. Buerger to the 
position of Director, G650 Initial Phase Operations.

Gulfstream has promoted Christine Manka Wil-
liams as Senior Operations Manager, Refurbishment. Williams 
reports to Jamie Fields, Senior Manager, Maintenance, Repair 
and Overhaul (MRO).
Embraer
Cynthia Marcondes Ferreira Benedetto has been appointed the 
company’s new Chief Financial Officer. She takes up the responsibili-
ties of Luiz Carlos Aguiar, who will become the President and CEO 
of the recently created Embraer Defense and Security unit.
Kaman Corporation
Kaman Corporation has announced the appointment of Richard C. 
Forsberg as Vice President and Deputy General Counsel. He would 
report to Candace A. Clark, Senior Vice President, Chief Legal Officer 
and Secretary.
Solairus Aviation
Solairus Aviation has announced that Phil Chernin has joined the 
company’s Board of Directors.
Piper Aircraft
Piper Aircraft has promoted two experienced managers to higher 
positions within the company’s Customer Service organisation. 
While Vincent P. Zarrella has been named Director of Customer Ser-
vice, Jim Slaton has been appointed Senior Manager of Parts Sales.
Science Applications International Corporation
Science Applications International Corporation has announced the 
appointment of  Andrew Jazwick as Senior Vice President of Aviation 
Security to help deliver threat detection products and services to key 
customers in support of the company’s Security and Transportation 
Technology (STT) business unit (BU).
Avantair
Avantair has announced the appointment of well-known Private 
Aviation Executive John Colucci as Executive Vice President.



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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on-demand air charter com-
pany. The aircraft is the first of 
18 Phenom 100 that Invision 
Air ordered three years ago. The 
company has also ordered two 
Embraer Phenom 300 jets.

Embraer delivered a Lineage 
1000 to Falcon Aviation Services 
of Abu Dhabi during the MEBA 
show held in early December. 
Falcon Aviation Services had or-
dered two Lineage 1000 execu-
tive jets in 2007. The first Legacy 
650 executive jet was delivered 
to Amsair Aircraft Limited in 
November this year that has for 
the last four years operated a 
Legacy 600. The Legacy 650 will 
be operated by Titan Airways 
Executive from London Stanst-
ed. The first Legacy 650 to be 
delivered in the Middle East was 
to a private customer in Jordan 
early December. The aircraft will 
be managed on behalf of the cli-
ent by Jordan based Arab Wings 
who already operates a super 
mid-size Legacy 600.

ExecuJet in Qatar
ExecuJet Middle East has agreed 
with Al Faisal Holdings to form 
a partnership and create a new 
business aviation company 
called ExecuJet Qatar based in 
Doha. The new company will 
secure an Air Operating Certifi-
cate (AOC) and provide aircraft 
management and charter 
services to Qatari clients. Action 
to obtain the AOC is already 
under way and is expected to be 
granted in early 2011. ExecuJet 
Middle East has been in Dubai 
for over 11 years providing 
charter, aircraft management, 
maintenance, aircraft sales and 
fixed base operation (FBO) ser-
vices. With land at Dubai World 
Central already secured and the 
recent addition of a new hangar 
at the ExecuJet Dubai facility, 
the new company in Qatar is 
the perfect complement to the 
company’s growing network.

Bombardier’s NextGen 
Regional Jets 
On December 14, 2010, Bom-
bardier Aerospace showcased 
the first two CRJ1000 NextGen 

regional jets destined for launch 
customers, Air Nostrum of 
Spain and Brit Air of France. 
During a celebration at Bombar-
dier’s Mirabel, Québec facility, 
where the CRJ1000 NextGen 
aircraft are manufactured, the 
two airplanes sat side by side in 
the livery of the two long-time 
Bombardier customers. At the 
celebration, Air Nostrum’s con-
tingent was led by its General 
Manager Miguel Ángel Falcón, 
while Marc Lamidey, Chairman 
and Chief Executive Officer, Brit 
Air, led his airline’s team. Air 
Nostrum has been a Bombardier 
customer since 1998 and has 
ordered 19 Q-Series turboprops 
and 81 CRJ Series regional jets. 
Brit Air joined the Bombardier 
family in 1994 and has ordered 
49 CRJ Series jetliners. Brit Air 
was also the launch customer 
for the CRJ700 regional jet. The 
CRJ1000 NextGen aircraft is 
also the “greenest” member of 
the CRJ family of regional jets. 
Over a typical 500 nautical mile 
mission, the 100-seat CRJ1000 
NextGen aircraft will consume 
as little as 3.33 litres of fuel per 
100 kilometres per seat. It will 
produce 85 grams per kilometre 
per seat of CO2, setting a new 
standard for 100-seat class 
regional jets.

: MRO

ExecuJet Malaysia  
in joint venture
ExecuJet Malaysia has entered 
into a new joint venture with 
Dnest Aviation at Sultan Abdul 
Aziz Shah Airport, Subang. 
The joint venture will initially 
focus on business aircraft MRO 
services for the region and 
will service Bombardier and 
Gulfstream aircraft, with other 
aircraft types to be included in 
the near future. ExecuJet Malay-
sia has recently been appointed 
by Bombardier as an authorised 
service facility and currently has 
a Part 145 Maintenance Rating 
in Malaysia. The MRO business 
will operate from the Dnest 
facility at Subang Airport and 
will offer Mobile Repair party 

support throughout South East 
Asia. Nick Fourie has recently 
been appointed as General 
Manager, ExecuJet Malaysia. 
“A lot is changing for ExecuJet 
in Malaysia at the moment 
but we are really excited about 
the prospects of this new joint 
venture. Focusing on our MRO 
activity in the region is currently 
our priority and we are pleased 
to have Dnest’s support for this,” 
said Nick.

US aircraft maintenance risks
A US government report says 
a federal programme aimed at 
identifying the most critical 
aircraft maintenance risks 
routinely misses deadlines. The 
report says the Federal Aviation 
Administration inspection 
programme’s weaknesses are 
undermining its effectiveness 
and could lessen the agency’s 
ability to oversee the National 
Airspace System if not ad-
dressed. The report is based on 
a three-year investigation by the 
Inspector General from the De-
partment of Transportation. It 
says inspections are sometimes 
delayed for years or misdirected 
to less significant maintenance 
areas while more risky areas go 
uninspected.

: REGULATORY

Pilots’ work hours  
in Air India
In the second week of Decem-
ber 2010, Air India had issued a 
company advisory to its flight 
crew informing them that 
the DGCA had permitted the 
airline to make its pilots work 
for any number of hours during 
a flight diversion. However, on 
December 18, 2010, within three 
days of issue, Air India withdrew 
the advisory. There was no 
confirmation from the DGCA 
regarding the advisory in the 
first place except that it ordered 
its immediate withdrawal by Air 
India. The advisory issued by 
Air India stated—In the event 
of any diversion, the DGCA has 
granted dispensation for the 
crew to extend flight and duty 

time to the extent required in 
order to complete the flight; 
perform one additional landing 
in order to complete the flight; 
carry out a transit check, if 
required. This advisory serves 
as an official authority and 
the crew must not ask for any 
other written confirmation of 
dispensation.

In clarification, spokesman 
of Air India said, “In the last 
couple of months we had two 
diversions due to medical emer-
gencies and these diversions 
took place during odd hours. 
Since we have to approach 
the DGCA during odd hours 
to allow pilots to work extra 
hours, it was decided that in 
such instances the airline would 
extend the duty hour of the pilot 
to get him to complete the flight 
and then inform the DGCA post 
facto.” Not entirely a convincing 
explanation of the way the advi-
sory was worded or issued.

New rules for unruly 
passengers
The Directorate General of Civil 
Aviation (DGCA) has notified 
and incorporated two new rules 
into the Indian Aircraft Rules, 
1937, meant to control unruly, 
drunk and abusive passengers 
on board domestic flights and 
all international flights destined 
for India. This is a welcome 
modification to the Aircraft 
Rules, 1937, as the authorities 
have been provided teeth to 
handle unruly behaviour on 
the part of passengers when 
on board the aircraft. Prior to 
this change, unruly passengers 
were charged under the Indian 
Penal Code and were released 
on bail almost immediately. 
The airlines generally did not 
take the trouble to pursue such 
cases further. As a result, of-
fenders went scot free. During 
the year 2009, there was a spate 
of incidents involving unruly 
passengers running amok on 
both domestic and international 
flights to India. Cabin crew have 
finally been empowered to act 
to restrain unruly behaviour on 
board airliners. •
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First...First...

At IndIA’s seventh busIest AIrport, the Co-
chin International Airport, Airbus’ QuoVadis RNP sub-
sidiary and IndiGo have successfully demonstrated the 
first required navigation performance (RNP) using an 

Airbus A320 flight of any commercial airliner in India.
Specially developed by QuoVadis, the RNP procedure for this 

airport was validated using Airbus flight simulators. Following 
this successful flight by IndiGo, Jet Airways will soon demonstrate 
this procedure at the airport using a Boeing 737-800. Together, all 
operators with ‘RNP capable’ aircraft will benefit from RNP ap-
proaches at Cochin airport, once the new procedures have been 
officially published by the authorities.

According to QuoVadis, RNP approaches are a great way to 
achieve savings while improving safety. RNP navigation has the 
necessary flexibility to optimise and segregate trajectories from 

non-RNP traffic, terrain and obstacles.
The new procedure for India, which has been jointly financed 

by Airbus and the French Civil Aviation Authority (DGAC), has  
many benefits to both local authorities and airlines at Cochin In-
ternational Airport, which includes a fully managed approach on 
contained trajectories; a much shorter flight path saving 40 nm for 
operators on each approach, equating to approximately 1,000 lbs 
fuel saved per landing, whilst reducing noise emissions; easier air 
traffic management especially in areas with reduced or no radar 
coverage, etc. SP

—SP’s Airbuz News Desk

 Airbus’ QuoVadis and IndiGo demonstrate first RNP  
approach in India 

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

DesigneD specifically 
To locaTe poTen-
Tially hazardous debris 
on airport runways, Tarsier is 

bringing a new level of safety to airports 
across the globe. Tarsier is the world’s 
first runway hazard management sys-
tem with fully automatic detection ca-
pabilities of foreign object debris (FOD).

Tarsier’s networked high frequency; 
high resolution radars sweep the run-
way round-the-clock for potentially 
hazardous objects. On detection, the in-
tegrated day/night camera zooms in to 
identify the item, enabling appropriate 
action to be taken. Images can be pro-
duced in all light levels giving operators 
greater confidence and greater certain-
ty 24 hours a day.

Tarsier can detect the presence of 
birds and wildlife, aiding operators with 
their wildlife management and helping 
reduce the risk of bird strikes.

The Tarsier Toolbox allows users 
to store, view and analyse all of their 
FOD data. Through a flexible graphical 
interface, it includes tools to highlight 
trends and hotspots, and so help iden-
tify the sources of FOD. This informa-
tion allows operators to be proactive 
in their efforts to ensure that FOD 
does not get onto the runway in the 
first place. SP

 Tarsier is bringing a new level of 
safety to airports across the globe 

Benefits
•  Enhanced runway safety
• Wildlife control
•  Runway capacity gains
•  Increased passenger satisfaction
•  Reduced carbon dioxide emissions
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Myth or Reality

R
yANAIR, ThE lIoN AMoNgST low-CoST 
airlines across the world, recently caused a ripple 
in aviation circles by backing out of its slots in Co-
penhagen’s new terminal citing high expenses as 
the reason. The remarkable point there was that 
the terminal in question was CPH Go—the low 
cost terminal that Copenhagen Airport opened 

on October 31, 2010. The terminal introduced some new concepts 
designed to increase efficiency. Among its cost-saving measures 
is an entirely self-service check-in. The raison d’être of the new 
terminal is the need for cheaper and more efficient handling of 
passengers, aircraft and baggage for low fare (a term used here 
to include low cost, budget, value and economy airlines). The im-
plication there is that low fare airlines, which are expected to be 
more time and cost-efficient than full service ones, would carry 
out turnaround in less than 30 minutes and have the bulk of their 
passengers checking in online. In return, these airlines are offered 
terminal facilities at costs lower than those at regular terminals.

The new terminal at Copenhagen Airport was, however, given 
a cold shoulder by the world’s largest low-cost airline. After hav-
ing been allocated arrival and departure slots, Ryanair has sur-
rendered them stating that the terminal was too expensive. The 
rejection of a low-cost terminal by a low-cost airline because it 
finds the costs too high, is thought provoking for India. With its 
low fare air carriage exceeding the full fare carriage, India needs to 
carefully examine the feasibility of low-cost terminals in its ongo-
ing airport development programme. 

More than five years have passed since the resurgence in Indian 
aviation began. However, there has been no talk of or discussion 
initiated on the possibility of low-cost terminals in India. This, de-
spite the fact that one of the first airlines to be launched in this new 
phase was Air Deccan—a truly low-cost airline. With its one-rupee 
fare and the appeal to the ‘common man’ it offered to a large base of 
middle income group families unprecedented opportunities to fly. 

Captain Gopinath’s low-cost model did not mirror any preceding 
model with low cost pretensions. There were no endeavours to ob-
tain discounts from any airport on account of the low cost character 
of the airline, nor were any concessions sought from any government 
or private service providers or vendors. The low-cost label was a mar-
keting tool rather than the reflection of a philosophy. The low fares 
were supported, not by subsidies or concessions, but by often drastic 

 The big question is whether airlines in India are ready to own and 
operate a low cost airport. The present state of Indian aviation does not 

provide any such hope. 

By A.K. Sachdev,  
New Delhi

Outside view:  
The newly constructed 
low-cost terminal at 
Copenhagen Airport 
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steps internally to cut costs—often with collateral deficit in safety 
levels. As is the nature of things, Air Deccan—being the first low 
cost airline—set the template for all others in India. As airports were 
government-managed, differential treatment was neither consid-
ered possible nor asked for. As time went by, the low cost/fare model 
caught the imagination of more and more airlines which became 
operational in the years following the launch of Air Deccan in 2003. 

Another development that started almost at the same time 
was the attention given to the development of airports, existing 
and new. The PPP and the private models that were ushered in to 
develop the airports at the metros (Bengaluru, Kochi, New Delhi, 
Hyderabad and Mumbai) brought in a culture of such avaricious 
and wanton revenue-generation policies and devices by the air-
port operators that any chance of getting a differential treatment 
for low-cost airlines was strangled. Low-cost airlines have re-
signed themselves to using and paying for facilities identical to 
those being provided by airports to full service carriers. Thus the 

possibility of low-cost terminals in India has been a non-starter.
The institution of an Airports Economic Regulatory Authority 

(AERA) has so far not addressed this issue either. There is no men-
tion in the AERA Act about the possibility of any special consider-
ation to the status of low-cost airlines in India. In one AERA meet-
ing, when airlines, especially the low fare carriers protested against 
the new fees and charges being levied upon them, one of the Direc-
tors of a private airport chided them for their approach which was 
akin to paying dhaba food costs for five-star cuisine. The reference 
was to the improved ambience along with facilities such as com-
mon user terminal enabler (CUTE), in-line baggage screening and 
so on. Expectedly, one low-cost airline representative shot back with 
the statement that they were quite content with having and paying 
for dhaba food and had not asked for the five-star fares in the first 
place. His statement reflected the prevailing mood.

Bringing the focus back to low-cost terminals, and discounting 
the possibility of government or private agencies ever being inter-

ested in operating low-
cost terminals, could 
there be another alter-
native? Elsewhere in the 
world, low-cost airlines 
(and others too) have 
demonstrated keenness 
to operate their own 
airports—for the same 
reason that low-cost 
carriers need a different 
treatment than their full 
service counterparts. 
Jazeera Airways, the low 
cost carrier from Kuwait 
has already announced 
its plans of construct-
ing a dedicated terminal 
at Kuwait International 
Airport at a cost of  $50 

million (`225 crore), to help differentiate itself from the incumbent 
national legacy carrier Kuwait Airways and the premium brand 
Wataniya. The airport is expected to be ready by end-2012. Jazeera 
Airways states, “The custom-built dedicated terminal is our re-
sponse to protect the integrity of our service offerings and offer 
the passengers a dedicated ‘Jazeera Experience’ that is second to 
none and to maintain our on-time excellence.” 

Ryanair has evinced interest in Stansted, its main base and a 
London area airport. Analysts believe that, like Gatwick, which 
has been sold, Stansted may also be on the market for the right 
buyer by end of 2012. Ryanair has also shown keen interest in 
building and operating a second terminal at Dublin Airport, an-
other major base. For the time being, Ryanair is focusing its at-
tention on smaller terminals in Europe—one of them being Bre-
men, in Germany. Ryanair invested 10 million Euros (`62 crore) 
to convert a redundant facility at Bremen into its own ‘Terminal 
E’. Earlier it was reported to have offered a development loan to 
Frankfurt Hahn Airport, its most important German base.

The contract offered by Latvia’s Riga Airport to national airline 
AirBaltic to build and operate a Euro 92 million (`570 crore) termi-
nal for seven million passengers per annum by 2014 is unusual, but 
not unique. Indeed, a recent  report by the Centre for Asia Pacific 
Aviation highlights the worldwide, decade-old practice of airlines 
investing in airports at which they operate—in some instances as 

 Low cost 
carriers are 
doomed to pay 
atrociously high 
aeronautical 
and non-
aeronautical 
charges at our 
airports
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the only investor. airBaltic has en-
tered into a joint venture (JV) with 
Turkey’s TAV for the development, 
construction and operation of the 
new passenger terminal at Riga. Air 
New Zealand is talking of investing 
in Queenstown Airport, either as a 
part of a consortium or on its own.

There are examples in the Asia-
Pacific region too. Bangkok Airways, the Thai regional airline that 
built and managed its own airports at Samui, Sukhothai and Trat in 
order to provide the enhanced infrastructure capacity that otherwise 
might not have been available. The President of Bangkok Airways has 
called on the government for a clear-cut policy statement regarding 
the management of the country’s 26 provincial airports, which are 
administered by the Transport Ministry’s Aviation Department. He 
intimated that Bangkok Airways is prepared to manage the airports, 
should a bidding process be conducted. The airline also presented 
plans to transform Samui Airport, one of the three it operates, into a 
second international hub after Bangkok’s Suvarnabhumi. Since 2006, 
Thai Airways has also been showing interest in managing domestic 
and foreign airports and has established an airport subsidiary—Thai 
Airport Management Company for that purpose. Domestically, the 
airline confirmed its interest in managing Don Muang in Bangkok, 
Thai provincial airports in Krabi and Surat Thani (Ko Samui) and 
Chumphon, all in the southern province, as well as small and medi-
um-sized airports in countries across Asia and the Middle East. 

Interestingly, in Russia, the East Line Group, which began its 
life as an airline operator (East Line Airlines), soon discovered in 
the tough operating environment of Russia that airport operation 
was preferable and took over the operations of Moscow Airport 

Domodedovo, which remains the largest and fastest growing air-
port in Russia. The above examples are cited to demonstrate the 
feasibility of airlines operating their own airports. The cases of 
Ryanair and Jazeera are specifically relevant. 

However, the big question is whether airlines in India are ready 
to own and operate a low-cost airport. The present state of Indian 
aviation does not provide any such hope. The National Aviation 
Company of India Limited (NACIL) does not need to as it is already 
generating revenue through Air India-SATS—its service provider 
at several airports, and the other airlines are not financially robust 
enough to think of investing in airports. So if a low-cost airport is not 
going to be established by a low cost airline, is there no hope beyond 
that option? Perhaps an airline could think of having a low-cost ter-
minal in an existing or under-development airport. More than one 
airline could join up in a JV to do so. However, it is difficult to imag-
ine that the neo-rich airport operators, bloating with revenues and 
restive with greed, would agree to a low-cost terminal and bear the 
consequent revenue loss without a struggle. Nor can any sympathy 
or help be expected from the government. This surmise is under-
lined by the apathetic attitude adopted by the government through-
out the haemorrhage that  airlines in India suffered through the re-
cessional phase and to some extent, continue to suffer even today.

 To conclude, it is unlikely that a low-cost terminal will ever be 
upright in India. Low-cost carriers are doomed to pay atrociously 
high aeronautical and non-aeronautical charges at our airports. 
All they can do is pray that their other demands, which include 
‘declared status’ for the rationalisation of aviation turbine fuel 
costs to international standards, are considered favourably by the 
government and some respite provided to them so that their low 
fares might become tenable and profitable. Only then would there 
be a possibility of low-cost terminals becoming a reality. SP

swanky & expensive:  
The Copenhagen Airport’s 
low-cost terminal has been 
rejected by low-cost airline 
Ryanair  
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T
hE STory of ThE low-cost  carrier (LCC) 
is characterised by inbuilt contradictions with 
phrases such as ‘premium economy’ and ‘econ-
omy business class’, being used lavishly. In the 
emerging business model, these may sometimes 
be difficult to reconcile with. A refrain at the re-
cently held LCC Conference in London was that 

LCCs continued to compete with legacy carriers as the differen-
tiation between the service levels provided by the two types of 
carriers and the customer expectations continued to become in-
creasingly blurred by current market dynamics.

The last decade or so has been significant for the aviation in-
dustry worldwide. The environment itself has been experiencing 
vibrant changes, market forces have pushed and pulled in several 

directions simultaneously, and historically significant events have 
occurred at frequent intervals of time. These include terrorist 
threat and attack, steep rise in the price of oil,  and fierce compe-
tition at domestic and international levels. Expectedly, the most 
significant events concerned the US; 9/11 delivered a debilitating 
blow to the US aviation industry, and the deep recession com-
mencing in 2008 further added to the distress in the industry. A 
few players in the US are yet to recover while the European avia-
tion industry did little better with some quick-thinking improvi-
sation and strategic shifts. Challenging times demand innovation 
and the aviation industry’s response to the challenges it faced 
was the modifications it made to low cost airlines to conjure up 
attractive business models based on minimum operating costs. 
EasyJet and Ryanair led this trend towards low-cost operations 

 The post-recession aviation scenario looks bright and promising. The 
question is whether the changing fortunes of the airline industry are 

going to impinge on the low-cost model? 

By A.K. Sachdev,  
New Delhi

Quo Vadis?
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and thrived. The post-recession aviation scenario looks bright and 
promising. The question is whether the changing fortunes of the 
airline industry are going to impinge on the low-cost model? 

However, all indications are that this is not the case. For 
example, Malaysia-based low-cost airline AirAsia, which com-
menced operations less than nine years ago with two aircraft and 
200 employees, crossed a significant milestone of having carried 
100 million passengers recently. It is now Asia’s largest LCC and is 
still growing. Group Executive Tony Fernandes expects the airline 
to reach the 200 million mark by 2013 which will make it Asia’s 
largest carrier, surpassing the full service ones too. Air Asia cur-
rently carries 30 million passengers every year. Full service air-
lines flying in the region are noticeably lower. While Cathay Pa-
cific carries 18.1 million, Thai Airways International carries 17.9 
million and Singapore Airlines 16.3 million. AirAsia’s exponential 
growth to a fleet of 96 aircraft flying to 22 countries is one facet 
of the low-cost model’s establishment as a worthy (and strong) 
competitor for legacy airlines. Interestingly, Tony Fernandes’ aspi-
rations about AirAsia’s future is, “to be the world’s best LCC, to be 
as good as the economy service of any 
full service airline.” 

Essentially, what the market has 
been witnessing is the creation and de-
velopment of a market by the low-cost 
model with emphasis on opening of 
new routes as well as inroads into the 
existing traditional routes dominated 
by legacy carriers. The trend is for the 
low-cost carrier to move up in terms of 
what they offer in comparison with full 
service carriers. Interestingly, in simulta-
neity with the low-cost offer becoming 
more attractive in terms of service, the 
legacy carriers are moving down in or-

der to compete on price while holding back on service. This trend 
has been referred to in aviation industry jargon as ‘unbundling the 
legacy airline offer’ by charging for elements of the package such 
as seat selection, baggage fees and queue jumping. Consequently, 
the gap between low cost airlines—sometimes being referred to as 
‘new model airlines’ and full service or legacy carriers is becoming 
negligible. The value of ancillary revenue, including duty free and 
travel retail sales, is diminishing, and the trend is towards higher 
average fares to maintain profitability. The Association of Europe-
an Airlines believes that in the last decade, Europe has become the 
most developed market for penetration by LCCs. The combined 
market share of EasyJet and Ryanair has increased during this pe-
riod from 20 million to 105 million passengers. This is primarily 
because following 9/11, legacy carriers were traumatised and the 
LCCs were able to move in on routes abandoned or neglected by 
the former. The fact that LCCs were able to exploit the market for 
excellent deals on new aircraft was to their advantage.

Meanwhile, the Indian aviation industry really came of age 
with the inception of Deccan Aviation and its low-cost model 

Air Deccan, which caught the fancy of 
a whole nation while setting the tem-
plate for the Indian air travel scene. Five 
years ago, low-budget or economy travel 
meant journeys over long distances by 
rail only. The surge in air travel in gen-
eral and LCCs in particular, changed all 
that. Indians are travelling like never be-
fore, and that too, by flight. This change 
is partly on account of the  resurgent 
economy and partly because of the 
emergence of a band of LCCs in India 
with IndiGo Airlines, Jet  Konnect, Spice-
Jet, JetLite, Kingfisher Red, Air India Ex-
press and GoAir; air travel is now within 

UnbUndling:  
Legacy carriers are moving 
down in order to compete 
on price while holding back 
on service
   

 A remarkable 
feature of the 
current Indian 
airline industry is 
that every airline 
is an LCC in part 
or as a whole
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the reach of even the lower middle class. 
Indian LCCs are rapidly gaining ground, 
and are soon expected to enjoy 70 per 
cent of the share of the domestic mar-
ket despite the challenges of high cost of 
aviation fuel and operating from private 
airports, as well as the non-availability 
of low-cost terminals. The figures look 
appealing and bear testimony to the fact 
that for most people, the benefits that 
accrue from travel by LCCs outweigh 
the compromise in quality of service and 
absence of frills. If you are not looking for expensive frills during 
the flight and your only intent is to reach your destination at af-
fordable cost, LCCs are the solution. The fact that LCCs do not 
offer complimentary food and beverages is easily forgiven by the 
traveller, who saves substantially on the air ticket. It must also 
be borne in mind that a large proportion of air travellers in India 
have actually graduated to air travel only when the LCC option 
was made available to them; air travel was unaffordable till then. 
Thus they have no full service experience to compare with.

A notable, but not essential feature of the LCC experience in 
India is the expansion of the air network to second and third tier 
cities. The LCC philosophy targets the upper class rail traveller 
and thus views non-metros as major catchment areas, while the 
metros get saturated with a mix of LCC and legacy seat capacity. 
This opportunity is well recognised by international LCCs as well 
in respect of India—witness FlyDubai’s choice of Lucknow, a Tier II 
city, for its maiden flight into India in June this year. The selection 
of Lucknow over metros surprised many but made for good busi-
ness strategy. AirAsia agrees it was good business thinking on their 
part to choose Trichy as their first Indian route and follow this up 
with eight other Tier II cities. Other foreign carriers have also re-
alised the wisdom of favouring the Tier II cities of Trichy, Coim-

batore, Kozhikode, Kochi, Lucknow, Nag-
pur, Jaipur and Ahmedabad for their LCC 
operations. With ongoing improvement in 
airports and infrastructure at Tier II cities 
and with their huge potential for spewing 
forth air passengers, some more cities can 
be expected to be targeted in the near fu-
ture, especially as these airports have no 
congestion and yet offer quick turnaround. 

The launch of Jet Konnect, a second 
LCC by Jet Airways, has appeared enig-
matic to many. Perhaps the reason was 

that Jet Airways could not have transferred its surplus capacity 
to JetLite without first resolving regulatory issues and residual 
problems with the owners of the erstwhile Sahara, which is now 
JetLite. Jet Konnect aimed to connect non-metros and was an 
instant success when offered to the air traveller; with 60 Jet Kon-
nect flights daily, Jet’s one-fourth capacity now comes from the 
low-cost business model. Kingfisher, when faced with imminent 
losses, had similarly tweaked its fleet to shift more aircraft to 
Kingfisher Red to tap the low cost market. A remarkable feature 
of the current Indian airline industry is that every airline is an 
LCC in part or as a whole. Along with an international LCC, Air 
India Express also had plans to launch a domestic LCC, but in a 
surprise move it recently shelved that plan. The move is all the 
more surprising because the International Air Transport Asso-
ciation (IATA) feels that with the growth of air traffic in the post-
recession period, future growth trends will be driven by LCCs as 
they continue to strengthen their load factors. In summary, the 
LCC model promises to be the predominant one for Indian air-
line industry. Future policy decisions on regulatory framework 
and infrastructural development should keep that in mind and 
ponder over the possibility of low-cost terminals to support, 
complement and nurture the LCC model. SP

Jet Konnect:  
The launch of a second 

LCC by Jet Airways has 
appeared enigmatic to many  

   

 The trend is 
towards higher 
average fares 
to maintain 
profitability
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SP’s AirBuz (SP’s): What has been your experience as the 
Chief Executive Officer of BIAL? How does your role as a 
former Senior Vice President of Swissport Zurich influ-
ence your decisions at BIAL?
Marcel Hungerbuehler (Hungerbuehler): It has been two-
and-a-half years since Bengaluru International Airport com-
menced operations on May 24, 2008. Achieving the dream of giv-
ing the city a world class airport, which has proved its operational 
efficiency, has not been an easy one. The airport constantly up-
grades itself, and I am happy with the operational performance 
which is carefully monitored and enhanced. This is made possible 
through the relentless commitment and enthusiasm of thou-
sands of people involved in making this project successful. The 
working of an airport is a highly complex function and takes years 
of understanding and hands-on experience. Being a part of the 
management at Swissport and Swissair in various capacities of 
operations, sales and marketing has given me a lot of insight and 
expertise in the field of airport management, especially opera-
tions. It has enabled me to bring into the running of the Bengaluru 
International Airport the systems, processes and efficiency with 
which the Zurich airport is run, an attribute that we have been 
most applauded for, from the early months of operations here. 

Despite being in its nascent stage, the airport has already re-
ceived many accolades and has been the proud recipient of many 
awards and certifications. In January 2010, the Bengaluru Inter-
national Airport received a platinum certification from IATA for 
becoming the first airport in India to be 100 per cent bar coded 
boarding passes (BCBP) compliant. This is a testimony of BIAL’s 
continued support to the best practices in the industry. In early 
2010, BIAL also received the ISO 14001:2004 certification, an of-
ficial recognition of the airport management’s constant efforts to-
wards a greener airport and city. In May 2010, BIAL received ISO 
27001 certification for information security management system 
standards. Additionally, very recently BIAL was acknowledged 
with the prestigious CNBC AWAAZ Travel Awards 2010 under 
the category of ‘Best Managed Airport’ in the country. In October, 
the airport brought home yet another award by achieving distin-
guished honours for excellence in IT adoption in the travel and 
logistics category by India’s most prestigious awards for IT deploy-
ment, the NASSCOM and CNBC-TV18 IT User Awards 2010. In a 
short time span, the Bengaluru International Airport has already 
become the pride and identity of Bengaluru. It has overcome many 
challenges, earned numerous accolades and has remained focused 
on its objectives. As a team, we have adhered to our goal of provid-

 After a stint of little over a year as the 
Chief Executive Officer (CEO) of Bengaluru 

International Airport Limited (BIAL), Marcel 
Hungerbuehler has assumed charge as its 

President. Marcel, in candid conversation 
with Vasuki Prasad (SP’s AirBuz), spoke 
about his overall responsibility in not only 
managing operations in BIAL but also the 

commercial and engineering aspects. 

Our prime focus has  
always been to enhance 
passenger experience in 

every possible way
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ing high service standards and are pleased that recent passenger 
opinion of our performance and service is very positive.

SP’s: What is your vision for BIAL? How do you plan to 
make BIAL the “Gateway to South India”? Do you visualise 
Bengaluru becoming a transit hub like Singapore’s Changi 
and KL International Airport? 
Hungerbuehler: The vision of the Bengaluru International Air-
port—to become the gateway to South India, is clear. We believe 
that BIAL will enable the economic prosperity of this region by 
facilitating the region’s connectivity to the world. While we have 
been working towards this goal since the beginning, the focus of 
the airport has constantly been on operational excellence. Apart 
from the trunk routes connecting the metro cities, there is tremen-
dous scope for growth with respect to regional connectivity. Beng-
aluru has the best network, connecting airports in South India and 
this only keeps growing with the addition of new regional airports 
by the domestic airlines. Connectivity to Central and Northeast In-
dia is certainly an area which has potential for growth. Also, with 
domestic airlines getting permissions to fly internationally, SAARC 
countries are prospective regions for growth.

SP’s: What is the response of the BIAL fire crew to emer-
gencies? Is there any data based on trial runs which sup-
ports the quick response of the fire team in case of aircraft 
accidents, both inside and outside the perimeter? Are 
there sufficient crash gates to cater to accidents of aircraft 
on approach, outside the perimeter?
Hungerbuehler: The Bengaluru International Airport is 
equipped with CAT-9 level of fire protection as per International 
Civil Aviation Organisation (ICAO) standards. The airport rescue 
and fire fighting (ARFF) setup at the airport has been designed in 
such a way so as to meet the operational objectives of the rescue 
and fire fighting (RFF) services to achieve the response time of 

two minutes to each end of the runway and not exceeding three 
minutes to any other location of the movement area in optimum 
visibility. The ARFF building and facilities have been designed 
to meet the requirements of international standards. The air-
port has four state-of-the-art airfield firefighting vehicles. These 
crash fire vehicles termed as ‘Panthers’ have been imported from 
Austria and are most technologically advanced in its class. They 
have special off-road capabilities and can attain speed of up to 80 
kmph in less than 30 seconds. The ARFF team is dedicated and 
highly trained to maintain very high standards of professionalism 
and efficiency in its mission of service to human life. BIAL fire-
fighters have been trained in ICAO-approved training centres. 
Additionally, BIAL conducts mock tabletop as well as full-scale 
emergency exercises on a regular basis to familiarise the involved 
parties and constantly update the emergency, safety and security 
procedures at the airport. For instance, BIAL, with the support of 
the Government of Karnataka, Central Industrial Security Force 
(CISF), airlines and airport authorities and all other stakehold-
ers, conducts full-scale mock exercises to test and to enhance the 
emergency response mechanisms of the airport as well as the lo-
cal administration.

SP’s: Is the Bengaluru International Airport ready to 
handle the Airbus A380? 
Hungerbuehler: The current 45-metre-wide runway at the Ben-
galuru International Airport is built as per Code E for the Boeing 
747. Technically, it is capable of handling an A380, but not on a 
frequent basis. By the time traffic flow at Bengaluru grows to sub-
stantial numbers, making regular landings of an A380 viable, the 
second runway which will be designed to handle Code F (A380) 
aircraft will be functional. 

SP’s: Although airlines such as GoAir, Indigo, SpiceJet, and 
JetLite account for 42.2 per cent of the market, there is no 

Well Managed:  
Bengaluru Airport is known as the 

best managed airport in India  
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low-cost terminal at BIAL. 
Given the distinct advantages 
in terms of lower operating 
cost, why isn’t there a low-cost 
terminal at BIAL? 
Hungerbuehler: Our prime fo-
cus has always been to enhance 
passenger experience at the airport in every possible way. We be-
lieve that all passengers in the domestic sector have a similar service 
need while travelling. We as an airport have been constantly inno-
vating and upgrading our services and processes. The common-use 
model implemented by BIAL is highly cost-effective for both airlines 
and concessionaries as it saves them the effort of managing the un-
derlying infrastructure. The airport is a full-fledged service provider, 
maximising the efficiency of shared resources, thereby reducing the 
costs for passengers as well. In our case, the compact integrated 
terminal for domestic and international traffic allows best possible 
use of the facilities and is at present the most cost-effective solution. 
Additionally, our streamlined processes ensure faster turnaround 
making the operations as well as travel through the Bengaluru In-
ternational Airport more economical for passengers. 

SP’s: Since May 2008, the time when BIAL airport was com-
missioned, domestic traffic continued to fall till March 
2009. What is your perception about the growth of traffic 
in the future?
Hungerbuehler: A common trend observed at most airports 
across the world as well as in India early last year was that the 
passenger traffic had indeed dropped owing to the recessionary 
environment. However, today we are proud to state that the total 
annual traffic at Bengaluru as of now is at 11 million passengers. 
The annual international traffic growth is at 13.6 per cent while an-
nual domestic traffic growth is at 24 per cent. Additionally, cargo 
also showed an upswing in comparison to September last year, the 
monthly cargo volume increased by 29 per cent. Annual cargo ton-
nage is growing at an encouraging 30.9 per cent crossing 2,00,000 
tonnes in the past one year. The figures are a clear indication of the 
market recovery from the recession effects which prevailed earlier 
and we expect this positive growth to continue. 

SP’s: What are the expansion plans for BIAL? 
Hungerbuehler: The new Bengaluru International Airport is en-
visioned to meet the growing aviation needs of the city through 
the development of a passenger friendly, well-operated and finan-
cially sound airport. The Master Plan ensures that the size and 
capacity of the airport’s facilities is in line with passenger traffic 
forecast and projected cargo growth. With 4,000 acres of land al-
located, there exists a scope for expansion of this airport. What 
one sees today at the airport site is just one part of the Master 
Plan. With the current infrastructure, we are confident of hand-
ing the traffic for the next two to three years. Till the final Master 
Plan is realised, this airport will be a work-in-progress project for 
the next 10 to 15 years with gradual but continuous expansion 
phases, the way it was initially envisioned and planned. 

In the short term, by the year 2015, the air traffic at Bengaluru 
International Airport is estimated to increase from the current 
11 million passengers annually to approximately 17 million. In 
keeping with this rapidly growing passenger traffic to and from 
Bengaluru, the Terminal 1 (T1) expansion of the Bengaluru In-
ternational Airport will have enhanced capacity and operational 
performance. The expansion is scheduled to be completed in 18 

months from the commencement of its construction and will en-
hance the terminal space from 72,000 to 1,34,000 square metres.

SP’s: By when is the proposed parallel runway expected to 
be operational?
Hungerbuehler: Planning for the second runway is still under 
way and the approximate expected date for commencement of 
operations will be around 2015. SP

Passenger CoMfort:  
The Bengaluru airport is a  

full-fledged service provider 
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J
et lag is a popular term 
used to describe the effects on 
the human body experienced 
due to disruptions to the cir-
cadian rhythms while crossing 
time zones rapidly in a com-
mercial airliner flying east to 

west or west to east and the compulsion to adapt to the changed 
situation. For millennia and without realisation, we humans have 
lived our lives in 24-hour cycles governed by the rising and setting 
sun. In the 24-hour cycle so involved, our body “gets ready” for the 
day ahead at dawn, and at around dusk, it begins to unwind or 
“switch-off ” for the night. 

Move over now to the 33 Chilean miners who were trapped 
deep underground for 69 days. The rigid enforcement by psycholo-
gists above ground, of a 24-hour work-rest cycle was instrumental 
in preserving the sanity of the hapless souls, when it threatened to 
go out of control. Astronauts while in orbit around the earth once 
in 90 minutes have their work-rest activities regulated by ground 
control and in accordance with the 24-hour earth clock. In the past, 

experiments with humans in deep under-
ground caves have revealed that the “dawn-
dusk” cycles increases to about 27 hours 
instead of 24. This “switching on and off ” 
involves activities at the mental, physical 
and biochemical levels. From the drowsi-
ness at waking up to a fully alert brain, from 

the comfortable sluggishness of a well rested body to a spritely one 
ready for a sprint; from wanting a good breakfast, to settling for a 
light supper, from the “morning constitutional” to the post-dinner 
stroll before sleep, are all manifestations of the internal body clock.  

Jet lag continues to interest scientists as the need to match the 
human body’s internal clock with the global one has good busi-
ness offshoots. The internal clock of a human being is triggered 
and driven by a hormone called melatonin, which is secreted by 
the pineal gland, located deep inside the brain. Sunlight from the 
external world is the main trigger for the pineal gland, like it has 
been since the evolution of man. Your internal “dawn-dusk” cycle 
at home base can seriously conflict with that of your destination 
cycle. If the two cycles are out of phase by 12 or more flight-hours, 

 It continues to interest scientists as the need to match the human 
body’s internal clock with the global one has good business offshoots. 

However, a high level of physical fitness, good general health, a cheerful 
disposition and sound travel plans can ease problems associated with it. 

By Dr Mani Sishta,  
Hyderabad 
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the result would be jet lag. The man-
ifestations  of jet lag could be visible 
for several days, and recovery rates 
of one day per eastward time zone 
or one day per 1.5 westward time 
zone are fair yardsticks. 

SymptomS of Jet Lag 
Symptoms of jet lag can vary de-
pending on the extent of time 
zone alteration and the presence 
or absence of predisposing factors, 
which may include the following:

• Headache
• Fatigue, irregular sleep pat-

terns and insomnia
• Disorientation, grogginess 

and irritability
• Mild depression
• Constipation or diarrhea
• Changes to the “morning con-

stitutional” pattern
• Other symptoms such as nau-

sea, ear ache and swollen feet
A high level of physical fitness, 

good general health, a cheerful dis-
position and sound travel plans can 
ease problems associated with jet 
lag. The following can compound 
the signs and symptoms of jet lag 
and prolong the duration of recovery: 

• Excessive consumption of alcohol
• Dehydration, especially due to illness
• Inadequate physical activity on-board the aircraft
• Poor quality of sleep 
• Higher age group
• Pre-existing diseases that cause fatigue or sleep disorders
Fatigue is essentially the main symptom, which in turn, could 

be due to a very busy schedule or impaired sleep at destination.

What iS meLatonin?
Melatonin is a hormone produced naturally in the pineal gland and 
is important in regulating sleep. A hormone is a body chemical that 
is secreted at one location and travels via the blood stream to act 
at another location. The pineal gland, where the “clock” of our body 
resides, is a pea-sized chilly shaped secretor of the hormone. 

Melatonin may also play a role in maintaining the circadian 
rhythm, the body’s natural time clock. Secretions begin with the 
onset of dusk/darkness and terminate with exposure to light at 
dawn. So, it essentially signals bedtime. Secretion of melatonin 
decreases with age and this change is sometimes associated with 
sleep disorders, particularly in the elderly. Melatonin is known to 
regulate our sleep patterns. This hormone is treated as a “dark-
ness” cue by the brain and it affects the level of alertness. 

The use of melatonin supplements became popular in the mid-
1990s as a way of treating insomnia. While the US NIH recommends 
melatonin, taken clinically at doses of 1-3 milligrams (mg) “several” 
hours before bedtime for “several days” before travel, the Mayo Clinic 
disagree and even states that there is no particular dosage, and that 
over-dosage (at up to five mg) being essentially ineffective. Advice by 
Readers’ Digest appears as the most practical. It recommends taking 

melatonin when you get on the plane 
to help you sleep and then again after 
arrival when it is local time for bed, to 
help reset your body clock.

iS meLatonin Safe?
Based on available studies and clini-
cal use, melatonin supplement is 
generally regarded as safe in recom-
mended doses for short-term use. 
Available trials report that overall 
adverse effects are not significantly 
more common with melatonin than 
placebo. As per a report in the News-
week dated November 6, 1995, in the 
most extensive clinical trial till date, 
a high dose of 75 mg of melatonin 
per day was given to 1,400 women in 
the Netherlands for up to four years 
with no ill effects. The reason why so 
many Dutch women would take such 
a dosage for so long is not clear. 

So you StiLL Want to try it?
If you are a non-vegetarian by 
choice, go for the bovine grade ex-
tract of the pineal gland. I would 
hesitate for fear of provoking an im-
mune system response. If you are a 
vegetarian, then go for the synthetic 

version which promises no side effects “whatsoever”. The pre-
melatonin era recommendation was to live life akin to your desti-
nation times, eating early and sleeping early at home two to three 
days before undertaking the flight. For an urgent business visit, 
where you have to be at your brightest and best to act decisively 
on the future of your million-dollar investment, with a sharp cli-
ent, seek further medical advice for taking melatonin.

non-medicinaL approach
During the flight, drink copious amounts of water, avoid caffeine 
and alcohol. Try and get some walk-time up and down the aisle 
every two to three hours. This is most appropriate if arrival at 
your destination is in the evening. However, if you are to arrive 
in the morning, get as much sleep as you can. Another option is 
to arrive at the destination two to three days prior to formal com-
mitments to overcome jet lag. If on a holiday, roughing it out may 
be a good idea. Your hosts should be considerate to your eccen-
tricities if attributable to jet lag. If the sun is still high on arrival, 
soak it in for a while so as to tell your pineal gland about it. Rather 
than going straight to the hotel bed, head for the beach.

What iS neW?
The November 10, 2010 edition of the Journal of Biological Chemis-
try carries a report on the study at the Scripps Research Institute, 
Florida about the discovery of a mechanism that regulates the cir-
cadian rhythm of the human body. This study may in due course 
help unravel the yet not fully understood aspects of the human 
body’s natural 24-hour physiological cycle and the phenomena of 
jet lag. Until then, air travelle  would do well to remember the 
adage—‘Early to bed and early to rise makes a man (or woman) 
healthy, wealthy and wise’. SP

melatonin, also known 
chemically as n-acetyl-
5-methoxytryptamine,is 
a naturally occur-

ring compound found in animals, plants, and 
microbes. in animals, circulating levels of the 
hormone melatonin vary in a daily cycle, thereby 
allowing the entrainment of the circadian rhythms 
of several biological functions.

in humans, melatonin is produced by the 
pineal gland, a gland about the size of a pea, 
located in the center of the brain but outside 
the blood-brain barrier.

What is Melatonin?
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SP’s AirBuz (SP’s): Setting up Lufthansa Technik Services 
India (LTSI) in the midst of recession in 2008, how has the 
subsidiary negotiated the times and is it on course?
Tim Butzmann (Butzmann): LTSI has some long-term agree-
ments in place which has ensured a comparatively steady flow 
of revenue even during recession. For those parts of the business 
that were actually affected by recession, LTSI reacted very swiftly 
by downsizing wherever necessary. LTSI also managed to develop 
a new line of business by providing warehousing and logistics ser-
vices to Indian carriers and thus ensuring utilisation of capacities 
that could not be reduced in the course of the mentioned down-
sizing of activities.

Hence, LTSI’s financial position remains sound though 
 certain business plans had to be postponed. LTSI has main-
tained its position in the market and is all set to participate in 
development, which is now driven by the recovery of the avia-
tion industry in India.

SP’s: Could you explain how the regional component pool 
and component service for Airbus aircraft functions?
Butzmann: There is a stock of aircraft material stored in Benga-
luru. Indian carriers can access this pool of material, achieving 
economies of scale by sharing of stock. Airlines pay a fee per flight 
hour for the right to access this stock. This fee is more predictable 
and the total cost for the airline is substantially lower than that for 
a stock owned by the airline itself and used exclusively.

Additionally, the cost for the pool access is directly related to 
the actual utilisation and hence the revenue generated by the air-
line’s aircraft.

Lufthansa Technik AG/Germany had invented the model 
years ago and is servicing about 2,000 aircraft globally. Extending 
the model to India as one of the fastest growing areas of the world 
combines economies of scale with logistic advantages generated 
by local presence.

SP’s: What kind of maintenance, repair and overhaul 
(MRO) operations is Lufthansa Technik Services India, 
into? Is it restricted to providing materials management 
and spares for its customers?
Butzmann: At present, there is no MRO work performed by LTSI 
in Bangalore. The company focuses on provision of spare parts 
and the related logistics and customer services as well as required 
financing for this.

SP’s: What is your interpretation of the MRO market in 
India and how does Lufthansa Technik position itself? Will 
LTSI’s reach go beyond India and South East Asia? What 
about the Middle East?
Butzmann: MRO in India is still substantially affected by regu-
latory and fiscal environment. Hence, the development of MRO 
workshops and aircraft hangars still lags behind other regions. 
There is a certain risk that MRO activities in other countries in 

 Despite the global downturn in 2008 Lufthansa Technik Services set 
up its Indian unit in Bengaluru. In an interview with SP’s AirBuz, Tim 

Butzmann, Chief Executive Officer, LTS India states that the company’s 
financial position remains sound although some business plans had  

to be postponed. 

With the market 
recovering, 
Lufthansa 

Technik Services 
India sees 

strong growth
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the vicinity will set their claims before the industry has gained 
sufficient strength in India itself. Hence, LTSI focuses on areas 
for which local presence is the crucial success factor. At the 
same time, LTSI is investigating possibilities to serve as a hub 
for supply of other countries in South and South East Asia. In 
the Middle East, Lufthansa Technik Group is developing sepa-
rate activities.

SP’s: What has been the growth of LTS India? What kind of 
capacity utilisation exists?
Butzmann: LTSI has witnessed reasonably steady business dur-
ing recession. Capacity utilisation has been reasonable if not 
quite up to the initial expectations. With the market recovering, 
LTSI sees a strong growth story, both by way of new customers 
and new business models that are implemented.

SP’s: What new service offerings is LTSI looking in India 
and South East Asia?
Butzmann: LTSI aims at an increasing integration with custom-
ers spare parts supply chain. Warehousing and logistics solutions 
are to be extended and increased partnering with airline custom-
ers in the area of material management is considered worthwhile 
for making use of synergies. Also line maintenance support, engi-
neering and component reliability services will fit seamlessly into 
the current offering.

SP’s: Has the setting up of a unit in India brought down the 

percentage cost 
of MRO op-
erations and are 
the clients here 
seeing those 
benefits?
Butzmann: The 
unit in India sub-
stantially reduces 
airline customer’s 

requirement for keeping own spare part inventory. This has an 
immediate impact on the customer’s balance sheet and cost of 
financing which typically forms one of the biggest parts in op-
erating an airline.

SP’s: Could you give examples of the benefits clients have 
had with regard to quick turnaround time in MRO, from 
the pre-LTSI days?
Butzmann: In the pre-LTSI days, the material was typically 
supplied from Germany. Now, there is one or at most two 
flights from Germany to major destinations within India and 
the transportation time is nine hours. Any given destination 
within India can be reached within a maximum duration of 2 
hours 30 minutes from Bengaluru and typically there are five 
or more connections a day. This obviously enables significant 
advantages for flexible and quick supply of our airline custom-
er’s needs. SP

 ‘Our 
streamlined 
processes ensure 
faster turnaround’
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End

O
N July 25, 2000, AIR France concorde 
Flight 4590 met with a fiery end, a couple of 
minutes after take-off from Paris. In a dra-
matic sequence of events, reminiscent of 
the proverbial rhyme ‘for want of a nail’, the 
swiftest chariot in the skies was reduced to 
a blazing wreck ostensibly due to a foreign 

object on the runway. Only this time it was not ‘for want of…’ 
but because of a lethal piece of metal just three centimetres 
wide and 43 centimetres long, lying unnoticed in the path of 
the take-off roll of the airliner. all 100 passengers and nine 
crew onboard the flight plus four on the ground, perished. The 
accident, aérospatiale-Bac concorde’s only major mishap, 

marked the beginning of the end of the world’s only successful 
supersonic airliner.

Flight 4590, with captain christian Marty in command, com-
menced its take-off roll from runway 26 (r) of Paris’s charles 
de Gaulle International airport at 16:42:31 (local time), bound 
for John F. Kennedy International airport, new York city. at 
16:42:55, the co-pilot called 100 knots, then V1 speed (150 knots) 
after nine seconds. a few seconds later, the front right tyre of the 
left landing gear apparently sustained damage. a large chunk of 
tyre probably broke off and struck the underside of the aircraft’s 
wing structure near fuel tank no 5, just above the left main land-
ing gear, severing some electrical cables. a pressure shockwave 
developed that eventually ruptured the fuel tank at its weak-

The 
ConCorde:  

The swiftest chariot  
in the skies   

   

By Joseph Noronha,  
Goa

 Till date, the cost of supersonic air travel remains formidable and 
there are no prospects of an early resumption of commercial  

supersonic flights 
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est point. Fuel gushed out over the top of the wing at a rate of 
some 130 gallons per second. electrical arcing of the damaged 
115 V circuit (which provided power to the brake system cooling 
fans) ignited the volatile fuel-air mixture. a huge fire, fed by the 
torrent of leaking fuel, broke out at the trailing edge of the left 
wing. around the same time engines no 1 and 2 suffered loss of 
thrust—severe for engine no 2, slight for engine no 1. The air 
Traffic controller in the tower advised the crew that their air-
craft was trailing fire. Since they had crossed V1, the crew con-
tinued with the take-off. at around 16:43:22, the engine fire alarm 
sounded and shortly thereafter the flight engineer announced 
that he had shut down engine no 2. Then the captain called for 
emergency procedure for engine fire. a few seconds later, the fire 
handle of engine no 2 was operated  and the fire alarm stopped. 
The co-pilot drew the captain’s attention to the airspeed, which 
was just 200 knots. 

at 16:43:30, the captain called for landing gear retraction. 
The controller on the ground again reported the presence of 
large flames behind the aircraft. The engine fire alarm sounded 
a second time for around 12 seconds. at 16:43:56, the co-pilot 
commented that the landing gear had not retracted and made 
several callouts in relation to the low airspeed. The engine fire 
alarm sounded a third time at about 16:43:58 and stayed on until 
the end of the flight. In all, the aircraft flew for around a minute 
at a speed of approximately 200 knots and at a radio altitude of 
about 200 feet, but was unable to gain any more height or speed. 
The fire caused severe damage to the left wing and it began to 
disintegrate. engine no 1 surged a couple of times, then failed. 
Due to the asymmetric thrust, the aircraft rolled to the left by 
100 degrees. The crew reduced  power on engines no 3 and 4 
(on the right) in a vain attempt to level the wings of the aircraft. 
However, with the falling airspeed, they lost control and the air-
craft entered into a steep violent descent rolling to the left and 
plummeted into the Hotelissimo Hotel as it burst into flames.

The final accident report by France’s official investigation 
agency, the Bureau enquêtes-accidents (Bea) was published on 
December 14, 2004. It observed that four minutes before Flight 
4590 commenced its take-off run, a McDonnell Douglas Dc-10 
airliner belonging to the USa-based continental airlines had 
lost a titanium strip, part of a thrust reverser, during its take-off 
run. This small strip of metal lying on the runway probably punc-
tured the concorde tyre, which subsequently disintegrated. a 4.5 
kg piece of rubber from the tyre hit the fuel tank and set off the 
chain of events that culminated in the disaster.

Bea observed  that the concorde was airworthy and the 
crew were qualified. The report said that the landing gear which 
failed to retract when selected, had not revealed any serious 
problem in the past. Its failure was presumably caused by dam-
age from tyre fragments. What if the crew had decided to abort 
take-off, contrary to laid down procedure? The report opined 
that there would have been a high-speed runway excursion 
and collapse of the landing gear which would have ended in an 
equally devastating crash.

Since a burst tyre probably led to the loss of the aircraft, the 
Bea went into the entire history of concorde tyre failures. In all, 
investigators documented 57 cases of tyre bursts/deflations. as-
tonishingly, concorde had one recorded instance of tyre defla-
tion/destruction per 3,000 flights over the five years immediately 
preceding the accident. In comparison, for the subsonic airbus 
a340, the rate is of the order of just one per every 1,00,000 flights. 
In one experiment, actual pieces of tyre were fired at a dummy 

concorde fuel tank. a piece weigh-
ing some 4.5 kg travelling at a speed 
of 140 m/s succeeded in rupturing 
the tank. and a concorde tyre burst 
at take-off speed could easily hurl a 
similar-sized chunk at this speed at 
the lower wing surface. concorde 
seems to have had a string of narrow escapes before its luck fi-
nally ran out.

according to some aviation experts, the Bea seemed rather 
eager to pin the blame on the Dc-10’s titanium strip (a compo-
nent that, incidentally, had not been approved by the US Fed-
eral aviation administration) thus absolving air France and 
aérospatiale-Bac of responsibility. This was not the first foreign 
object on a runway nor will it be the last. But is it acceptable for 
an airliner to be so vulnerable to damage?

concorde’s basic design may also have contributed to its vul-
nerability. To save on weight, it was designed to take-off without 

Closer view:  
An Air France  

Concorde taking off
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flaps or slats. This required a significantly higher speed during 
the take-off roll, which imposed a much greater centrifugal load 
on the tyres. The higher speed also increased the potential risk 
of tyre explosion during take-off. If a tyre were to explode, the re-
sulting fragments would possess greater kinetic energy since the 
kinetic energy of an object is directly proportional to the square 
of its speed. This would increase the risk of serious damage to 
the aircraft. a thicker skin on the bottom surface of the wings 
would have protected from such damage, but it would also have 
added considerable weight, nullifying most of the advantage of 
dispensing with flaps and slats. 

Flight 4590 was carrying more fuel than necessary for the 
taxi phase as a hedge to provide extra fuel for the flight itself. 
This undesirable practice resulted in the aircraft being overload-
ed by about a tonne. However, according to unofficial estimates, 
the plane may have been overloaded by as much as six tonnes 
above the specified maximum take-off weight for the prevailing 
conditions. This would have resulted in an excessively aft centre 

of gravity beyond 
the laid down op-
erating limit of 54 
per cent, rendering 
longitudinal con-
trol more difficult. 
according to the 
official report, the 
excess fuel did not 
seem to bother the 
captain, apart from 
his remark that 
they were going to 
take-off at the air-
craft’s structural 
limits. The report 
added, “equally, 
the controller’s 
announcement of 
a tailwind of eight 

knots did not lead to the slightest comment from the crew.” 
It would undoubtedly have been safer besides being the right 
thing to do, to taxi to the reciprocal runway in order to take-off 
into wind. 

apart from rather casually accepting the overweight state of 
their aircraft and failing to reposition for a take-off into wind, 
the crew made other significant mistakes. When the engine fire 
alarm came on the first time, there was a crucial delay of 12 sec-
onds before the fire procedure was initiated. “It is important to 
note that the concorde flight manual requires an immediate re-
action by the crew in the case of a red alarm,” the Bea report 
stated, noting that “dealing with an engine fire is consistent 
with this general instruction.” It may be conjectured that had 
the crew reacted immediately as required, the fire might have 
been brought under control earlier, and the damage to the left 
wing would presumably have been less severe. In another viola-
tion of set procedures, when the plane was just 25 feet above the 
ground, the flight engineer shut down the ailing engine no 2. The 
engine itself was not on fire and as the tank emptied and the fire 
burnt itself out, it might have recovered. The fixed drill for shut-
ting down an engine required the crew to wait until the flight 
was stable at 400 feet, and to do so only after being commanded 
by the captain. However, the official report found that while the 
two left engines had problems and engine no 2 was shut down, 
the damage to the plane’s structure was ultimately so severe that 
the crash would have been inevitable, even with all engines oper-
ating normally. The manufacturer had not laid down emergency 
actions for the simultaneous failure of two engines on take-off, as 
such failure was considered highly unlikely.

Following the mishap of Flight 4590, the concorde was modi-
fied to include more secure electrical controls, Kevlar-lined fuel 
tanks, and specially developed burst-resistant tyres. The last 
measure was long overdue in light of concorde’s history of being 
prone to tyre deflation. However, just before scheduled services 
resumed, the September 11, 2001 terror attacks took place. There 
was a steep fall in passenger numbers, and concorde flights 
became increasingly uneconomical. air France permanently 
stopped concorde operations in May 2003, while British airways 
ended its flights in October 2003. Till date, the cost of supersonic 
air travel remains formidable and there are no prospects of an 
early resumption of commercial supersonic flights. SP

 The accident, 
Aérospatiale-BAC 
Concorde’s only 
major mishap, 
marked the 
beginning of the 
end of the world’s 
only successful 
supersonic 
airliner
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2010  
Snapshots

 The year has ended on a positive note. 
Airlines are looking up. There is reason to 
cheer and the outlook for 2011 is bright. 

Here are some snapshots of the  
year gone-by. 
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BomBardier’s 1,000th dash 
8/Q-series turBoprop and 400th 
GloBal Business Jet:  
Bombardier Aerospace on November 12 
celebrated the 1,000th Dash 8/Q-Series 
aircraft  — Q400 NextGen airliner, delivered 
to Pinnacle Airlines — and the 400th Global 
business jet in a commemorative ceremony at the 
company’s Toronto facility where the aircraft are 
manufactured. The historic event was attended 
by aviation stalwarts, representatives of the 
municipal, provincial and federal governments, 
customers, suppliers, media, company leaders, 
retirees and the almost 4,000-strong workforce at 
the Toronto site. When the Dash 8-100 aircraft 
was launched in 1980 and entered revenue 
service in 1984, it was the first of what would 
become new-generation turboprop aircraft. 
   

2010 / roUnd-UP



Issue 6 • 2010 • SP’S             • 27

2010 / roUnd-UP

eurocopter’s X3 
hyBrid helicopter:  
Eurocopter’s X3 high-speed hybrid 
helicopter demonstrator, which 
performed its maiden flight on 
September 6, 2010, reached on 
November 29 the programme’s 
Step 1 speed objective: attaining a 
true airspeed of 180 kts (333 km/
hr) in level flight at a reduced level 
of engine power. This performance 
was obtained at the DGA Flight 
Test base in Istres, France.  
The X3 utilises a Eurocopter 
Dauphin helicopter airframe.  It 
is equipped with two turboshaft 
engines that power a five-blade 
main rotor system, along with two 
propellers installed on short-span 
fixed wings.  
   

world’s larGest airline:  
United Airlines and Continental Airlines 
agreed to combine in a $3 billion stock swap 
to create the world’s biggest airline. The 
merger which was formalized on October 
1, 2010 is expected to deliver $1.0 billion to 
$1.2 billion in net annual synergies by 2013.    
   

terminal 3 up in record time:  
Indira Gandhi International Airport 
Terminal 3 is the world’s eighth largest 
passenger terminal. It occupies 5.4 million 
sq ft, with a capacity to handle 34 million 
passengers annually.  It was inaugurated by 
the Prime Minister, Manmohan Singh.
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icelandic ash 
disrupts air traffic:  
The eruption of the volcano in 
Iceland whose name is nearly 
impossible to pronounce and spell – 
Eyjafjallajokull – in April this year 
is said to have caused the biggest 
disruption in air traffic since  
World War II. The unbelievable 
thick blankets of ash cloud affected 
most European runways, resulting 
in disruption of airline schedules 
for many days.
   

carGo screeninG on 
passenGer aircraft:  
The Transportation Security 
Administration (TSA) of United 
States on August 2, 2010 announced 
that the airline industry had met a 
key requirement of the 9/11 Act by 
screening 100 per cent of air cargo on 
domestic passenger aircraft.
TSA worked closely with the cargo 
and aviation industries to fulfill this 
important Congressional mandate by 
the August 1, 2010 deadline. 
   

airBus delivers 6,000th Jetliner:  
The 6,000th jetliner produced by Airbus in its 40-year history is an A380, 
which was received by Emirates during a ceremony at the Hamburg, Germany 
delivery centre on January 18, 2010. In May 1974, Airbus delivered its very 
first aircraft: an A300B2, to first operator Air France. Reflecting its rapid 
growth with an expanded aircraft family and additional offerings, the 3,000th 
Airbus aircraft was delivered in 2002, and only three years later – in September 
2005 – the 4,000th. The company needed only two more years to reach the 
5,000-delivery milestone, which took place in December 2007.
   

Jet airways-first indian airline 
to add over one lakh fans on 

faceBook:  
Jet Airways has become the first Indian, and among the 

top five carriers in Asia, to add over one lakh fans on 
Facebook, arguably the largest and most influential social 
networking website in the world. The airline launched its 
Facebook community, at www.facebook.com/jetairways 

on January 19, 2010, with the primary objective of 
engaging with its guests and listening to them apart from 
providing guests with real-time news updates about flight 

schedules, new guest programmes, route additions, services 
and special offers, to name a few.

   

dreamliner makes  
international deBut:  
The Boeing 787 Dreamliner made 
its international debut landing at the 
Farnborough Airport at 9:09 a.m. (local time) 
in support of the Farnborough International 
Airshow 2010. This is the first international 
trip made by a Boeing 787 Dreamliner. The 
airplane came non-stop flight to Farnborough, 
U.K., from Seattle. The 787 Dreamliner 
is built by an international team and will 
provide airlines around the globe with a new 
level of efficiency in operations, with a 20 per 
cent reduction in fuel use when compared to 
similar-sized airplanes. 
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T
he fourTh Middle easT Business Aviation (MEBA) show proved 
that the region’s business aviation industry is still going strong, as it saw 
three eventful days of discussions, agreements of cooperation and signing 
of deals, as well as commitments on infrastructure investment in the region. 
Held at the Dubai Airport Expo from December 7 to 9, 2010, the show re-
corded 6,200 visitors from 77 countries, a 13 per cent increase over the previ-
ous show in 2008.

A stunning array of aircraft ranging from the very light jets (VLJs) to corporate jetlin-
ers from top manufacturers such as Airbus, Boeing, Bombardier, Cessna, Embraer and Gulf-
stream were on static display at the world’s third largest business aviation show, which host-

 A stunning array of aircraft ranging from very light jets to corporate 
jetliners from top manufacturers such as Airbus, Boeing, Bombardier, 

Cessna, Embraer and Gulfstream were on static display at the  
world’s third largest business aviation show—Middle East  
Business Aviation (MEBA) 2010, which hosted a total of  

338 exhibitors from 33 countries 

All’s Well

R. Chandrakanth 
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ed a total of 338 exhibitors from 33 countries, including business 
aircraft manufacturers, service providers and suppliers to the in-
dustry, in addition to 15 fixed base operations (FBOs).

It was business as usual for top player Bombardier Aerospace 
which announced the opening of its new regional support office at 
Dubai International Airport to boost sales and service levels for its 
fast growing customer base in the Middle East and Africa regions. 
ExecuJet announced its plans to open an aircraft management and 
charter operation in Qatar, followed by a fixed-base operation.

Airbus, which delivered a record 16 Airbus Corporate Jetlin-
ers (ACJs) this year—about half of which were to the Middle East, 
announced that Rizon Jet had ordered an ACJ on behalf of a new 
customer whose name was not revealed. The Abu Dhabi-based 
AJA showcased the A318 Elite Plus aircraft, the newest corporate 
jet from Airbus.

One of the prominently visible players was Al Bateen Execu-
tive Airport, the only business aviation-dedicated facility in the 
Middle East region, which unveiled its new master plan model of 
the airport, conveying the vision of its operator Abu Dhabi Air-
ports Company (ADAC).

DWC to open business aviation faCility in 2011
Dubai World Central (DWC) is partnering with Al Futtaim Com-
pany and Germany’s DC Aviation to establish a facility at the 
mega-hub that will offer services including business jet charter, 
aircraft maintenance and aircraft management.

An agreement for the construction of the FBO facility at Dubai 
World Central—Al Maktoum International Airport was signed on 
the sidelines of MEBA by Sheikh Ahmed bin Saeed Al Maktoum, 
President of Dubai Civil Aviation Authority and Chairman of Dubai 
Airports, and Omar Abdulla Al Futtaim, Vice Chairman, Al Futtaim 
Group. The facility is expected to launch operation in the third 
quarter of 2011, and will host and service various aircraft includ-
ing the Airbus A319 Corporate Jet and Bombardier Global Express.

“Agreements such as the sign-
ing of the first FBO for the new Al 
Maktoum International indicate the 
level of influence and importance 
MEBA has now achieved, and in 
recognition of its status, in just five 
years, as the third largest business 
aviation show in the world,” said 
Alison Weller, Managing Director of 
F&E Aerospace.

bombarDier ClinChes orDers  
Worth $285 million
The leading manufacturer of bizjets closed purchase agreements 
worth $285 million (`1,283 crore) at list price during the show. 
This included a firm order by Comlux Aviation for two Bombar-
dier Global 7000 business aircraft worth $130 million (`585 crore) 
at list price.

“We were honoured to have Comlux endorse the Global 7000 
and Global 8000 aircraft at the recent launch, and it is fitting that 
now, here at MEBA, they are ratifying their order for two Global 
7000 jets,” said Bob Horner, Senior Vice President, Sales, Bombar-
dier Business Aircraft.

Bombardier also received a firm order for five mid-size Lear-
jet 85s and two large-cabin Challenger 605 jets, worth a total of 
$155 million (`698 crore) at list price, from multiple companies 
of the same group, for principal operation in Germany by Mu-
nich-based Jet Air Flug.

embraer strengthens operations in me
Embraer delivered its ultra large Lineage 1000 to Abu Dhabi-based 
Falcon Aviation Services (FAS), the first of two corporate jets the 

Static diSplay:
Business jets looking for 
the Middle East pie at 
MEBA 2010.
   

deal Signed:  
Bob Horner, Senior 
Vice President, Sales, 
Bombardier Business 
Aircraft (Left) and Richard 
Gaona, President, Comlux 
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charter company ordered in 2007 at 
the Dubai Airshow. The aircraft, which 
has been certified for up to 19 passen-
gers, has five distinct cabin zones and 
is configured with a full-size luggage 
compartment of 323 cubic feet.

Embraer also announced the 
appointment of ExecuJet Aviation 
Group (EAG) in Dubai as the new Em-
braer Authorised Service Centre (EASC) for the Legacy 600 and 
Legacy 650 executive jets, as part of the expansion of its customer 
support in the region. ExecuJet will provide scheduled and un-
scheduled maintenance services at Dubai International Airport.

Nick Weber, Maintenance Director, ExecuJet Middle East, 
said, “ExecuJet welcomes the opportunity to extend its support 
to the Embraer Legacy 600/ 650 aircraft, which will be served out 
of our newly acquired 5,000 square meter hangar, situated next to 
our existing facility at Dubai International Airport.”

fokker airCraft serviCes joins mebaa
Fokker Aircraft Services (FAS) has become one of the new-
est members of the Middle East Business Aviation Association  
(MEBAA). The Netherlands-based FAS announced it completed 
and delivered a VIP Airbus A318 to a customer based in the Mid-
dle East and that it is currently in the final stages of the comple-
tion of an African customer’s A320.

“Fokker Aircraft Services is proud to be a member of MEBAA. 
It is a strong organisation for all who take part in the business 
aircraft industry and in such an important region. We are pleased 
to already count some important companies in this part of the 
world as customers,” said Eric Cuppen, Fokker Aircraft Services 
Director Aircraft Completions and Conversions.

maZ anD al salam airCraft sign Deal
MAZ Group signed an agreement of cooperation with Al Salam 
Aircraft Company. MAZ Group Chairman Mohammed Al Zeer 
stressed that Al Salam had a very strong aviation industry ca-
pability, including its design, engineering and marketing ca-
pability, and that the two were joining hands to bring in more 
business to the companies which in turn would reflect strongly 
on the Saudi aviation market. Al Zeer stated that the future of 
business aviation was bright; the market was growing as the 
economies of the Middle East are very strong and the need for 
business to travel is high.

meba Closes on positive note
Most of the exhibitors expressed confidence in the fast growing 
business aviation market, particularly in the Middle East region 
which they felt was not affected in the same manner as other 
businesses worldwide. Saudi Arabia and the United Arab Emir-
ates are leading the pack. And Dubai as the venue of the event 
was much appreciated.

Alison Weller said, “The feedback I have received from 
exhibitors at MEBA was that the show was all about quality, 
which is typical of this region, quality over quantity.”

“We are very pleased with the number of aircraft orders and 
the service agreements made during the three days of the show, 
although not all the orders were announced. The nature of the 
private aviation business is exactly that, private, and evermore 
so in this economic climate when people don’t want to be seen 
to be making considerable purchases, albeit to enhance their 
business effectiveness, which is the primary role of business 
aircraft,” she added.

The very fact that MEBA will once again return to Dubai in 
2014 despite great interest displayed across the region to host it 
in other venues, clearly indicates that Dubai continues to be a 
unique and best-suited venue for this show. SP

FBO pact:  
Sheikh Ahmed bin Saeed 

Al Maktoum (right) 
shakes hands with Omar 

Abdulla Al Futtaim 
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L
aunched in august 2003 by Captain G.R. 
Gopinath, it was Air Deccan with its low-cost business 
model, that seriously threatened the stranglehold of 
the state-owned airlines as also the full service carriers 
in the private sector Jet Airways and Air Sahara had 
on the fare structure. Any kind of regulatory control or 

oversight on the fares charged by airlines was unknown to the travel-
lers. It really did not matter as air travel was the exclusive privilege 
of the elite and the affluent—for them the price of an air ticket was 
of little consequence. Air fare structure, therefore, was not an issue 
of public interest. For a large segment of the middle class, air travel 
was an unaffordable luxury to be undertaken only in an emergency 
or under special circumstances. Air Deccan changed all that as its 
arrival on the scene was followed by a sizeable migration from rail to 
air travel by sections of the middle class lured by rock bottom, unre-
alistic and unbelievable air fares that gave even the surface transport 
systems in India a run for their money.  

Driven by the boom in the airline industry that began in 2004, 
a number of airlines mushroomed in India with the total num-
ber going up to 11. Some of the new players to emerge on the 
scene inspired by Air Deccan experience were SpiceJet, GoAir and  
IndiGo, all founded on the low-cost concept. In the emerging 
competitive environment with supply outstripping demand, the 
full service carriers could no longer afford to be complacent. Des-
perate to prevent erosion of their market share they were com-
pelled to keep the fares low. While the travelling public benefitted 
immensely, airlines began to incur losses but continued to oper-
ate with the hope of breaking even in three to four years time. 
Financially, the state-owned airlines were worse off, their plight 
further aggravated by the malaise associated with most public 
sector enterprises. Privately operated full service carriers such as 
Kingfisher Airlines, Jet Airways and Air Sahara too suffered the 
onslaught of unbridled competition but managed to continue op-
erations with the support of their sponsors or their own sources 
of funding. However, one airline closed down and consequent to 
mergers, the total number of airlines reduced to seven.

But the struggling airline industry in India received a devas-
tating blow by the global economic meltdown of 2008. The steep 

decline in the demand for air travel was catastrophic for the air-
lines that now faced an unprecedented crisis that threatened 
their very survival. In the face of falling demand, as air fares plum-
meted, the travelling public rejoiced, but airlines sank further into 
the red. While Air India received a hefty bailout package from the 
government, despite fervent pleas, the private carriers in distress 
received no relief whatsoever from the government. 

Now that the fortunes of the airline industry are once again on 
the upswing, there seems to be a desperate effort on the part of all 
carriers to exploit the temporary demand surge of the holiday sea-
son to begin with and partially mitigate cumulative losses and im-
prove their financial health. Not entirely unjustified from the point 
of view of the most heavily taxed industry and one that is left to its 
own devices to cope with the perpetual buffeting by market forces. 
However, given the rather volcanic rise in air fares, the government 
finds it obligatory in public interest to crack the whip demanding 
fairness, transparency and logic in the fixation of air fares and has 
even imposed regulatory scrutiny. The private carriers are somewhat 
distraught at the steps taken by the government which they perceive 
as unwarranted and unduly intrusive especially as it has done little 
in the past to help private carriers in distress. Besides, even though 
as per existing regulations, airlines are obliged to display tariff in a 
conspicuous manner to show the total amount payable by a passen-
ger and a complete break-up of the total amount, indicating the fare, 
tax, fees or any other charge, if any, separately, the government  never 
insisted on compliance in the past. Airlines are aware that the state 
cannot legally define the limits of air fares charged by them and are 
agonised by the fact that its approach continues to be conditioned by 
the colonial mindset of “government control”. Private carriers are of 
the view that in a deregulated free market economy, the costs ought 
to be controlled by enhanced competition, the right balance between 
demand and supply and free interplay of market forces.

Conflicting perspectives and interests of the government and 
the airline industry notwithstanding, the issues concerning trans-
parency and fairness in determining air fares, regulatory provi-
sions and the role of the government have all finally come into 
the public domain. SP

—By B.K. Pandey, Bengaluru
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In March 2010, the Australian town of Lajamanu experienced a freak 
downpour of spangled perch. An event almost as rare as a CFM* shop 
visit. CFM reliability is legendary. 70% of all CFM56-5B and 
CFM56-7B engines in the world are yet to make their first shop visit. 
Over the life of the engine a CFM56 will undergo just three shop 
visits. In fact, it can be up to 10 years before it is removed for servicing. 
For a long range forecast on airline profitability, visit www.cfm56.
com/reliability-metrics. You’ll see how bright the outlook could be.

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