


Treasure
House

visit: www.spsmilitaryyearbook.com



SP’S AIRBUZ • issue 4 • 2011 • 1

Cover:
Under a policy introduced by the Ministry of Civil Aviation in August 

2007, small aircraft such as the ATR 42 and ATR 72, Embraer E-170 
and E-175, Bombardier CRJ200 and CRJ700, Bombardier Q400 and 

Avro 146-RJ70 are beneficiaries of a slew of concessions. 
Photograph: Bombardier

AUGUST-SEPTEMBER, 2011

`100.00  
(INDIA-BASED BUYER ONLY)

WWW.SPSAIRBUZ.NET AIRBUZSP’s

INTERVIEW: JOHN 
KEFALIOTIS, VP, 
ITT CORPORATION
P 14

BUSINESS  
AVIATION: TOILING 
& MOILING
P 22

TRAVELLING 
IN THE LAP OF 
LUXURY
P 25

R
N

I 
N

U
M

B
E

R
: 

D
E

L
E

N
G

/2
0

0
8

/2
4

1
9

8

AN SP GUIDE PUBLICATION

AHEAD
GOOD DAYS

P 19

A N  E X C L U S I V E  M A G A Z I N E  O N  C I V I L  A V I A T I O N  F R O M  I N D I A

REDUCING AIR CONGESTION
AIR CONNECTIVITY FOR NORTHEAST

SHOW REPORT: PARIS AIR SHOW 2011

SP's AirBuz Cover 04-2011.indd   1 06/09/11   1:54 PMcover story 

 P19 good days ahead

A strong regional airline network would relieve much 
of the pressure from the large airports. However, 
regional aviation cannot prosper without a determined 
programme to build or renovate at least 200 airports in 
Tier-2 and Tier-3 cities all over the country.

regional aviation

 P16 connecting noRtheast

On the anvil are Central Government’s plans 
to purchase small aircraft (26-30 seats) to meet 
the specific requirements of the region. Private 
operators would also be welcomed to operate 
small or regional aircraft to and within NER.

technology 

 P11 Reducing aiR congestion

Without a complete 
transformation of ATM systems, 
the safety of increasingly crowded 
skies in many parts of the globe is 
likely to be in jeopardy.

P14 inteRview

P25  tRavelling in the laP  
of luxuRy

P28 dReamlineR lands

P29  show RePoRt:  
PaRis aiR show

dePaRtments

P2 a woRd fRom editoR

P5 newsBRiefs

P9 fiRst

P10 tecKnow

P32 finally 
BUsiness aviation

 P22 toiling & moiling

The aircraft industry is looking at a figure 
of 2,000 business aviation aircraft in India 
in the near future.

BUsiness aviation

 P26 the online BlacK Box

The system performs a battery of tasks from 
monitoring fuel status to storing the data 
that is accessed by interface unit of ACARS.

taBle of contents



• SP’S AIRBUZ • issue 4 • 2011 Gwww.spsairbuz.net2

a woRd from editor

T
he airline indusTry and in fact the civil aviation industry as a whole in 
India is bracing up to face the onslaught of recession that appears to be slowly but 
surely creeping upon the global economy. Ironically, this comes in the wake of the 
International Air Show at Paris held in June this year where the mood was rather 
different. Record-breaking orders for aircraft at the Air Show were witnessed sig-

nalling clearly recovery of the global aerospace and aviation industry. The Paris Air Show has 
been covered in this issue in great detail by way of a first-hand account by R. Chandrakanth of 
SP’s AirBuz visiting the momentous event that raised hopes all round. 

The nightmare of the mayhem of 2008 has hardly faded from memory when tragically 
another debilitating economic convulsion looms large on the horizon.  Despite the assurances 
from the financial managers of the nation about the resilience of the Indian economy on the 
basis of the argument that it is driven largely by domestic demand, the civil aviation industry 
is unlikely to be immune.  For the national carrier Air India whose finances are already in an 
abyss, the recession would be of little or no consequence as the situation is so bad that noth-
ing can possibly make it worse! While the government is still groping for solutions, the much 
touted restructuring plan for the airline seems to be destined for another round of procrastina-
tion. However, as a first step in an effort to redeem a situation that appears somewhat hope-
less, the Chairman and Managing Director Arvind Jadav has been relieved of his appointment 
and replaced by Rohit Nandan, a Joint Secretary in the Ministry of Civil Aviation. We wish him 
the very best in his efforts to turn the airline around. Undoubtedly, it will be a challenging task 
made more daunting by the economic turmoil ahead. 

In this issue, three different writers have highlighted the travails of business aviation in 
India as also of regional aviation in the Northeast region of the country.  Both these segments 
of civil aviation are critical to economic growth, but tragically are afflicted by paucity of in-
frastructure available in the country to support aviation. The pathetic state of infrastructure 
is attributable largely to lack of appreciation of the issues involved at the bureaucratic levels 
and the consequent perpetual neglect both at the level of the Central and state governments. 
On the technology driven aspects of civil aviation infrastructure, writing from Goa, Joseph 
Noronha takes a look at the development of next generation air traffic management systems 
and how these would serve not only to revolutionise air traffic control but enhance air safety 
so critical in the context of the ever increasing traffic density. Writing from Bengaluru, Mahesh 
Acharya provides an insight into aircraft communications addressing and reporting system, 
known as ACARS for short. This is an automated system that provides ground-to-air and air-
to-ground communication system linking an airliner with departments on the ground such as 
operations, maintenance, engineering, dispatch, catering and customer services.

Launched in early 2008, we at SP’s AirBuz have made relentless effort over the last three 
years to improve the quality of content and presentation of SP’s AirBuz. Our endeavour is to re-
main in sync with the dynamics of the civil aviation market as also to make the journal a pleas-
ing and fruitful experience for our readers. The current issue with a completely transformed 
layout is evidence of our effort at qualitative change.  

Welcome aboard and happy landings!
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connectivity

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

SpiceJet has proven that it is possible for an airline to grow their business in today’s economy. Their order of Bombardier

Q400 NextGen aircraft will give SpiceJet, India’s most preferred low cost airline, the ability to add new destinations and more

passengers. The Q400 NextGen aircraft is one of the most technologically advanced regional aircraft in the world. It has an
enhanced cabin, low operating costs, low fuel burn and low emissions – providing an ideal balance of passenger comfort

and operating economics, with a reduced environmental scorecard. Welcome to the Q economy. www.Q400.com

©2011. Bombardier, NextGen and Q400 are trademarks of Bombardier Inc. or its subsidiaries.
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REGIONAL AVIATION INFRASTRUCTURE

T
HESE ARE EXCITING TIMES for Indian com-
mercial aviation. According to the Centre for Asia 
Pacific Aviation (CAPA), annual passenger traffic at 
Indian airports tripled from 39 million to 123 mil-
lion in the past decade. But the best is yet to come. 
CAPA reckons that by 2020, passenger traffic in In-
dia will reach 450 million annually. Currently, the 

world’s ninth largest aviation market, India will then be the third 
largest, following the US and China.

   But are these surging numbers within the handling capac-
ity of India’s aviation infrastructure? Over the past few years, up-
gradation and modernisation of the metro airports was on high 
priority. The Airports Authority of India (AAI) also launched an 
ambitious project to modernise 35 non-metro airports, while 12 

Greenfield airports are in various stages of development. Some 
state governments are making efforts to build new airports al-
beit with mixed results due to impediments such as paucity of 
resources, land acquisition issues and vested interests. This is a 
pity, as passengers from smaller cities without air connectivity 
have to travel large distances by road/rail to board an aircraft. A 
strong regional airline network would relieve much of the pres-
sure from the large airports. However, regional aviation cannot 
prosper without a determined programme to build or renovate at 
least 200 airports in Tier-2 and Tier-3 cities all over the country.

THE STORY OF REGIONAL AVIATION. Small airliners de-
scribed as “regional jets” were first introduced in North America 
to connect small remotely located airfields to the nearest major 

A strong regional airline network would relieve much of the pressure from the large 
airports. However, regional aviation cannot prosper without a determined programme to 

build or renovate at least 200 airports in Tier-2 and Tier-3 cities all over the country.

GOOD DAYS 

AHEAD

WRITTEN BY JOSEPH NORONHA
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SHOW REPORT PAS 2011 SHOW REPORT PAS 2011

N
OTWITHSTANDING THE INCLEMENT 
WEATHER, the 49th International Paris 
Air Show at Le Bourget came up trumps and 
was indicative of recovery in the aerospace 
industry. The 49th show had 2,113 exhibitors 
from 45 countries with a record number of 
visitors—3,45,000 of which 1,45,000 were trade 

visitors. Summing up, the Commissaire General of the Interna-
tional Paris Air Show, Louis Le Portz said, “It was an outstanding 
showcase for new technologies and was a clear sign of recovery 
for the aerospace industry.”  

“With the public unveiling of the show’s special guest, the 
Solar Impulse solar aircraft, flying displays by the Eurocopter X3 
helicopter, the Airbus A380 and the Dassault Aviation Rafale, and 
the presence of Airbus Military’s A400M and the Boeing 747-800 
and 787, this year’s event was a showcase of the extraordinary ad-
vances in technology achieved by the aerospace industry.”

It rained aeroplanes and some of the emerging Asian tigers 
picked planes as if they were at a sale. 

Air Asia grabbed headlines by ordering 200 A320 neo for 18.2 
billion dollars and Airbus with record 730 orders at the Paris Air 
Show was laughing all the way to the bank. Le Bourget too, like 
other air shows, endorsed that increased business would come 
from the emerging markets, particularly Asia. The Chief Execu-
tive Officer of Air Asia, Tony Fernandes said, “Our first aircraft 
deal was at this same Paris Air Show in March 2005. In six years, 
we have ordered 375 planes and 35 for Air Asia X. It has been a 
remarkable growth in such a short period of time.” 

The record orders for Airbus—730 aircraft valued at $72.2 billion, 
most of it picked up by A320 neo (new engine options) that offers 
nearly 15 per cent fuel efficiency, reflected the requirements of the 
industry. The Brazilian aerospace behemoth Embraer, the world’s 
fourth largest commercial airplane manufacturer, also bagged 39 
orders for its E-Jet series of regional aircraft, worth $1.7 billion. 

Meanwhile, Boeing announced that it would continue its 
work on accelerating quieter, cleaner aviation technologies. 
Reducing fuel consumption, carbon emissions and commu-
nity noise would remain its strategy. Boeing Commercial Air-
planes President and CEO, Jim Albaugh said, “Airlines today 
worry about their environmental footprint, fuel efficiency and 
sustained profitability. Our family of ultra-efficient products 
directly support these customer needs.” 

The tone for the green refrain was set by the French President 
Nicolas Sarkozy who said, “Solar Impulse is a reminder that we must 
think of more energy efficient aircraft solutions right away. Shaping 
the future of aviation also means creating sustainable aircraft.” The 
Solar Impulse innovation demonstrated that clean technology can 
reduce our dependence on fossil fuels which are not just prohibitive 
in cost but also have adverse environmental impact. 

Boeing also went to town announcing that American Airlines 
would be its launch customer for the evolutionary ecoDemon-
strator programme. Boeing is finalising plans for installing the 
initial technology applications aboard the first airplane with spe-
cific technologies that will be flown in 2012. The programme is 
working towards reducing noise and emissions during all phases 
of flight including take-off, cruise and landing. 

One of the highlights of the show was the arrival of the Boe-
ing 747-8 Freighter after completing its first transatlantic flight 
with four General Electric GEnx-2B engines powered by a blend 
of 15 per cent camelina-based biofuel mixed with 85 per cent tra-
ditional kerosene Jet A fuel. 

Not just these two companies, several others showcased their 
‘green’ capabilities— ATR proudly announced that it is the first 
green-certified regional aircraft manufacturer for the lifecycle of 
its planes; Pratt & Whitney put on display its family of PurePower 
engines; Air France Industries-KLM Engineering & Maintenance 
explained how Ecoshine technique on an average used eight cu-
bic metre of water less per aircraft washed; CleanSky held round 
tables to further its ambitious aeronautical research programme 
ever launched in Europe—to develop breakthrough technologies 
to significantly increase the environmental performances of air-
planes and air transport, among others.

Some of the highlights of the show included the Boeing 787 
and Intercontinental 747-8 passenger and freighter models, mak-
ing their first appearances here. On the military side, AgustaWest-
land showcased its new AW149 twin helicopter. 

However, while weapon systems were on display, there was no 
new combat jet on display. It was for the in-service fighter jets—Das-
sault Aviation’s Rafale; Eurofighter Tyhpoon; and Lockheed Martin’s 
F-16 to add to the supersonic boom. Airbus Military’s A400M and 
the innovative Eurocopter X3 helicopter did grab eyeballs. 

Defence majors exhibited weapons and sub-systems and had 
taken substantial exhibition space—Finmeccanica, Lockheed 
Martin, Northrop Grumman, BAE Systems, Safran, Thales, etc. As 
per show statistics, 17 per cent of the trade visitors, the largest 
group, constituted airborne systems (including weapons). Rus-
sian airframer Irkut also launched the MC 21 aircraft with new 
avionics from Rockwell Collins.

INDIAN PERSPECTIVE. Unlike the Chinese presence, India 
seemed to be way behind with very few companies participating, 
HAL, Samtel, Ambica Steels, Quest Global among them. India is 
seen more of a market opportunity than a manufacturing hub, 
compared to the Chinese who had products and solutions to of-
fer. US company Raytheon had exclusive sessions for the Indian 
media on the products and solutions it was offering… the list was 
long and running in billions of dollars. 

From the Indian perspective, the two contenders for the In-
dian Air Force  acquisition programme of 126 medium multi-role 
combat aircraft (MMRCA)—Rafale and Eurofighter Typhoon un-
derscored their prowess to the various Indian delegations. The In-
dian Minister of State for Defence M.M. Pallam Raju was heading 
one. Some of the OEMs sought clarifications on the Indian pro-
curement procedures and the recently announced offset policy.

CONCEPT AIRCRAFT. In terms of concept aircraft, besides the X-3 
demonstrator, HperMach unveiled a hypersonic business jet that 
seats 10 passengers and is propelled by hybrid electric engines to fly 
as fast as Mach 4.The UK-based aerospace company is expected to 
revolutionise long distance air travel with its SonicStar supersonic 
business jet. The jet is expected to fly at 18,300 meters, high enough 
for passengers to see the curvature of the earth and can reduce flight 
time from New York to Paris to 140 minutes. It’s a 2021 project.

Another concept which caught the attention was the hyper-
sonic jet Zero Emission High Speed Transport (ZEHST) which is 
to be powered by rockets and turbojets to take passengers above 
the atmosphere to drastically cut flight time. EADS, the French 
aerospace group that developed it, claims the jet can take passen-
gers from Paris to Tokyo in 2.5 hours, more than eight hours less 
than the current flight times.

The jet runs on biofuel made from seaweed. It is a 2050 proj-
ect. The mock-up was at Le Bourget. SP

Designed by EADS, the Zehst 
will be a reality by 2021

Airbus unveiled its concept 
cabin which will be 

operational by 2050

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

SP’S AIRBUZ • issue 4 • 2011 • 5

� iNfrAsTrUCTUre

GMR Goes places
In an effort to become a large global player in 
the airport sector, the Bengaluru-based GMR 
group is considering placing bids in collabora-
tion with a local partner for operating the two 
leading airports in Spain, Madrid Barajas and 
Barcelona’s El Prat. Together, both the airports 
handle around 70 million passengers a year 
against the capacity of 125 million. Madrid is 
the fourth busiest airport in Europe and the 
11th busiest in the world while Barcelona is 
the 10th busiest airport in Europe.

Globally, the GMR group has built and is 
operating the Istanbul airport and also build-
ing the airport in Male.  GMR is also looking 
at airports in Puerto Rico and Indonesia 
where it is  in talks with the  government 
to build  and operate  some of the  14 new 
airports planned.  “We are looking at a tie-up 
with Incheon Airport of South Korea to bid 
for the Puerto Rico airport (the Luis Munoz 
Marin International Airport),” said the GMR 
spokesperson. The airport handles about 8.56 
million passengers per annum and is on offer 
for up to a 50-year concession period. GMR 
has also been shortlisted for financial bids for 
the Zagreb airport in Croatia. The group is in 
discussions with the authorities in Kenya and 
Tanzania to set up new airports.  The former  
is planning to set up a new international 
airport at Taveta. The group had been look-
ing at opportunities in Cairo, but decided to 
withdraw after political turmoil in Egypt.

FiRst aniveRsaRy oF iGia teRMinal 3

Inaugurated on July 3, 2010, India’s largest 
and most modern passenger terminal and 
one of the largest  in the world ,  the T3 at the 
Indira Gandhi International Airport in Delhi, 
has completed one year of operations. As per 
the Delhi International Airport Ltd (DIAL), 
the anniversary celebrations would continue 
till August 8, 2011. Currently, T3 possesses 
the country’s largest retail area in an airport 
spread across 20,000 square metres and over 
the last one year has recorded remarkable 

success.  The integrated terminal, which 
handles both domestic and international 
traffic, was built in a record 37 months at the 
cost of nearly $3 billion. Currently, Air India, 
Kingfisher Airlines and Jet Airways operate 
domestic and international operations from 
T3. Air India had earlier announced its plans 
for making T3 its hub in India. All interna-
tional flights and airlines also use T3, which 
boasts of multi-layer parking facility that can 
accommodate over 4,300 cars. 

� AirliNe iNdUsTry

aviation tRaFFic GRows in india
As per the International Air Transport Asso-
ciation (IATA), in June 2011, India’s domestic 
aviation traffic  to grew at 14 per cent, the sec-
ond highest after Brazil which recorded 15.1 
per cent. China, the second largest domestic 
market with enormous potential, recorded 
only a five per cent growth, a notable drop  
from the 10.4 recorded in May 2011 and 14.6 
per cent in June 2010. 

Latin American carriers too experienced 
the highest growth levels with a 14.3 per cent 
increase over June 2010. Demand in Japanese 
domestic market continued to suffer from 
the effects of the tsunami and earthquake in 
March, recording a 24.6 per cent fall compared 
to the previous year. The United States, which 
represents over 50 per cent of domestic travel, 
posted 1.3 per cent growth in June. Earlier, 
IATA forecast an industry profit of $4 billion 
for 2011 which is a 78 per cent fall due to high 
oil prices from the $18 billion that the airlines 
made in 2010. The slowdown in international 
markets reflected a squeeze on consumer 
spending power by tighter economic policies.

� joiNT veNTUres

GippsaeRo and Rolls-Royce  
join hands 
GippsAERO, the aircraft and aerostructure 
manufacturing division of Mahindra Aero-
space and Rolls-Royce have entered into an 
agreement to partner on engine technology 
for a new aircraft. Specifically, the joint effort 
aims to integrate the M250 B-17F/2 Rolls-
Royce engine into the GA10 aircraft. The 
GA10, GippsAERO’s latest offering in general 
aviation, is currently being developed by 
GippsAERO at its Morwell, Australia plant. 
The project is currently in the prototype 
design phase with certification process to 

begin in March 2012 and entry into service 
scheduled for 2013. The parties will work 
together to obtain Type Certification for 
the GA10 aircraft. GippsAERO predicts that 
sales could reach up to 20 aircraft per year, 
in India, North America, Europe and Asia. 
The agreement, which was signed during 
EAA AirVenture Oshkosh, also provides 
Rolls-Royce with the opportunity to examine 
the potential of using the RR500 turboprop 
engine, currently in development, for future 
applications. GippsAERO, the Australian 
manufacturer of the GA8 Airvan, has manu-
factured in excess of 200 aircraft, which fly 
in 34 countries around the world, including 
USA, Australia, Europe, Africa and Asia. 

joint ventuRe euRocopteR &  
MahindRa GRoup
Eurocopter India, the Indian wing of the 
helicopter unit of European aerospace giant 
EADS and industrial enterprise Mahindra 
Group have signed a memorandum of under-
standing for a joint venture to manufacture 
helicopter spares. The aim is to manufacture 
sub-assemblies as also to carry out engineer-
ing work, customisation of civil helicopters 
and the joint development of specific market 
segments. The scope and structure of the 
partnership will be defined in the near future. 

Eurocopter which is also in the race for 
the contract to supply 197 helicopters to the 
Indian military was aiming to sell at least 25 
helicopters per year until 2015 valued at over 
$138 million. The company was hoping to cap-
ture 50 per cent of the market share in India. 

� AirliNe News

jet aiRways to MeRGe low-cost 
seRvices

Jet Airways is planning to merge its low-cost 
services, JetLite and Jet Konnect, into a 
single low-cost brand. JetLite, erstwhile Air 
Sahara, operates 110 flights daily as against 
170 by Jet Konnect which was launched 
by the airline two years ago. As per airline 



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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sources, the airline will eventually have a sin-
gle brand in full service and in the low-cost 
category. The low-cost service option has 
been successful as the carrier is able to use 
the same aircraft either in full service mode 
or as part of a low-cost service, depend-
ing upon the variations in demand in the 
market. However, as Jet Airways and JetLite 
have separate operating permits, transfer 
of planes from one to another brand would 
require regulatory approval. Creation of a 
single brand aims at the necessity of doing 
away with the hassles of obtaining regulatory 
approvals each time the plane is required to 
be transferred from one brand to another. 

 jet aiRways RepoRts loss

Jet Airways together with JetLite has report-
ed a loss of `128.5 crore in the first quarter 
of the current financial year as against a 
profit of `8.4 crore for the same period last 
year. The loss is attributable primarily to 
escalation fuel prices that rose by 39 per 
cent in the first quarter of this fiscal over the 
same period last year. Fuel accounted for 42 
per cent of the total operational cost. The 
other factor contributing to the loss was the 
stiff competition as other carriers offered 
prices below cost. The loss comes despite 
the rise in revenue of the airline by 14.7 per 
cent to `4,014.5 crore in the quarter on ac-
count of the 13 per cent growth in passenger 
traffic and healthy load factors. However, 
these failed to boost the bottom lines. “The 
company continues to explore options to 
raise finances to meet its various short- and 
long-term obligations. These measures 
would result in sustainable cash flows,” a 
statement from the airline said.

MaRan pledGes stake in spicejet  
to Raise Funds
Media baron Kalanidhi Maran who acquired 
SpiceJet stake from US billionaire Wilbur 
Ross and its erstwhile promoter Bhupendra 
Kansagra last year for a total consideration 
of `750 crore, has now pledged 134.8 million 
shares or 87.17 per cent of his total holding 
in the airline to raise funds. In April this year, 

he pledged 14.84 per cent stake in SpiceJet 
and has subsequently pledged more shares to 
raise funds for the airline. SpiceJet, which has 
a share more than 14 per cent in the domestic 
market for air travel, was planning to expand 
services to Tier=2 cities and launch regional 
operations. However, the airline has deferred 
plans owing to paucity of funds. The cash-
strapped airline is in the process of inducting 
15 Bombardier Q400, the latest regional jet.

Financial peRFoRMance oF aiRlines  
in 2009-10
In a written reply to the Lok Sabha during 
the monsoon session that began on August 1, 
2011, Minister of Civil Aviation Vayalar Ravi 
divulged the financial performance of the 
airline industry in India during the financial 
year 2009-10.  Flag carrier Air India reported 
losses of over `5,500 crore for fiscal 2009-
10. Interestingly, the only airlines to report 
profits for this fiscal are low-cost service 
providers from the private sector. Kingfisher 
Airlines and Jet Airways have reported losses 
of `1,239.30 crore and `467.60 crore respec-
tively for the same fiscal. Low-cost carrier 
IndiGo reported the largest profits of `484.70 
crore for the fiscal, followed by rivals SpiceJet 
with `67 crore and JetLite with `46.20 crore. 
GoAir, reported a loss of `65.50 crore for 
the same period. Various measures like 
equity infusion for Air India, persuading state 
governments to reduce sales tax on aviation 
turbine fuel have been taken to stem losses in 
the sector, the Minister said.

� AirliNe sAfeTy

indo-us aviation secuRity aGReeMent

India-US Bilateral Aviation Safety Agree-
ment [BASA] was signed on July 18, 2011, 
during the visit of Secretary of State Hillary 
Clinton to India for the second round of the 
US-India Strategic Dialogue. The agree-
ment signed between J. Randolph Babbitt, 
Administrator of the US Federal Aviation 

aiRcRaFt inteRioRs expo aMeRicas
12-14 September
Seattle Convention Center, Seattle,  
WA, United States
www.reedexpo.com/en/Events/1857/
Aircraft-Interiors-Expo-Americas

Business aiRcRaFt euRope 
incoRpoRatinG 5th annual liGht 
jets euRope
14-15 September
Biggin Hill, UK
www.miuevents.com/bae2011

jet-expo aiR show 2011
14-16 September
1 bld.3 Airport Vnukovo Moscow
www.2011.jetexpo.ru

china helicopteR exposition
15-18 September
Tianjin Airport Industrial Park, China
www.helicopter-china-expo.com/index.
php/en

close aiR suppoRt
21-22 September
Kingsway Hall, London, UK
www.closeairsupport.co.uk

aviation expo china 2011
21-24 September
China National Convention Center 
Beijing, China
www.beijingaviation.com/en/

aopa aviation suMMit
22-24 September 
Connecticut Convention Center  
Hartford, Connecticut, USA
www.aopa.org

us-china aviation suMMit
25-27 September
Walter E. Washington  
Convention Center, 
Washington DC, USA
http://events.aaae.org/sites/110904/index.cfm

MRo euRope 2011
27-29 September
IFEMA, Madrid, Spain
www.aviationweek.com/events/current/
meu/index.htm

56th annual atca conFeRence and 
exposition
2-5 October
Gaylord National Resort & Convention 
Center, National Harbor, Md., USA
www.atca.org

EvEnts CalEndar 



Earlier, Buffet had admitted it was 
one of his few indulgences. Subse-
quently, what elevated the business jet 
from a luxury toy to what is increas-
ingly seen as a vital corporate tool? In 
the US, hundreds of Fortune 500 com-
panies now flaunt their own aircraft, 
with companies arguing that this vital 
conveyance saves time and boosts pro-
ductivity. A recent CNN report quotedNewsBriefs
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Administration (FAA) and Nasim Zaidi, 
Secretary, Ministry of Civil Aviation, is 
expected to pave the way to a safer, more 
positive environment for travel, resulting 
in a win-win situation for both economies 
through greater bilateral trade in the sector. 
The US-India Business Council (USIBC) 
believes that it would help India upgrade 
its technology to world-class standards and 
harmonise its regulatory and monitoring 
systems with international best practices. 
As per the USIBC, BASA demonstrates that 
India has the capacity to develop FAA certifi-
able aircraft articles and appliances. The 
agreement will facilitate the development 
of reciprocal acceptance of certain aviation 
articles and promote the burgeoning civil 
aviation partnership emerging between India 
and the US. BASA will allow the FAA and the 
Indian Directorate General of Civil Aviation 
to certify aeronautical products and systems 
to be introduced in American and Indian 
markets respectively. The next stage for both 
governments is to sign the Implementation 
Procedures for Airworthiness (IPA) which will 
provide for airworthiness technical coop-
eration between FAA and its counterpart in 
India. The IPA provides guidelines related to 
specific activities such as approvals for design, 
repair data, production and export airworthi-
ness as well as post-design activities.

� TeChNology

BoeinG 737nG with new enGine

The first Boeing Next-Generation 737, an 
800 version, with new more fuel-efficient 
CFM56-7B engines was delivered to China 
Southern Airlines in the last week of July 
2011 as per the OEM. Boeing says the 
new engine configuration is an improved 
design that includes modifications to high 
and low pressure turbines, which makes 
the aircraft burn less fuel and requires less 
maintenance. The new engine is part of 
the 737 performance improvement plan 
through which Boeing intends to reduce 

fuel consumption by two per cent. Boe-
ing has improved fuel efficiency on the 
Next-Generation 737 by five per cent since 
the first airplane was delivered in 1998. The 
engine improvements are expected to boost 
overall fuel efficiency to seven per cent. The 
737NG encompasses the 600, 700, 800 and 
900 variants and is till date the most sig-
nificant upgrade of the airframe. The wing 
was modified, increasing its area by 25 per 
cent and span by 4.88 m which increased 
the total fuel capacity by 30 per cent. These 
improvements combine to increase the 737’s 
range by 900 nautical miles making trans-
continental service feasible.

india to ManuFactuRe ReGional jet 
India can have a prototype of an indigenously 
developed, 90-seat regional transport aircraft 
(RTA) ready in the next five years, a top 
scientist from the Council of Scientific and 
Industrial Research (CSIR) has said. The 
90-seat RTA will be developed as a Team 
India-initiative led by CSIR and the National 
Aerospace Laboratory (NAL) with some global 
participation. A committee headed by former 
ISRO chairman, G. Madhavan Nair, submit-
ted a feasibility study to CSIR recently in this 
regard. The Committee has recommended 
that the RTA should be a narrow body, turbo-
fan aircraft with a seating capacity of 70 to 90 
passengers stretchable to 100. The project cost 
is estimated at `7,700 crore—`4,500 for the 
design and development stage and `3,200 for 
the production unit. The Nair Committee has 
also suggested that the government pick up 
the entire tab for the design and development 
stage and has favoured a joint venture route 
for setting up the production facility. The panel 
has set a target of six to eight years for comple-
tion of the development and production stage 
of the project. The time frame of five years for 
the prototype to be ready is contingent on the 
project commencing in 2012.

� regUlATory issUes

new Rules to iMpact low-cost caRRieRs 
In the recent past, the Directorate General 
of Civil Aviation (DGCA) has introduced 
new civil aviation requirement (CAR) on 
cabin crew training which specifies qualifi-
cation and experience requirements of cabin 
crew. Maturity and experience are impor-
tant factors while deciding on qualifications 
of a cabin crew as these factors are critical 
when dealing with on-board safety incidents 
and to manage the lives of passengers. 

Under the new CAR, a cabin crew in-
charge should have minimum four years 
of flying experience, including one year 
experience of an aircraft type. Low-cost 
Indian airlines that are in an expansion phase 
may find it difficult to fulfil new regulatory 
requirements determining experience levels 
of senior cabin crew. The new CAR is likely 
to impact operations of low-cost carriers 
as such experience is in short supply in the 
industry. The regulator has permitted airlines 
till September this year to meet with the new 
stipulations. Currently, a year’s experience is 
enough for an individual to be in-charge of 
cabin crew. Though the DGCA provided time 
to airlines to implement new regulations, 
airlines are now suggesting that the regula-
tor either defer implementation or amend 
the rule. Low-cost carriers are particularly 
worried as full-service providers are generally 
well-staffed with the crew having at least four 
years’ of experience.

hawkeR BeechcRaFt 
Hawker Beechcraft Corporation (HBC) 
has appointed Neil Kunycky as Beechcraft 
Sales Director for the North Eastern United 
States. He will also cover eastern Canada 
for the Baron and Bonanza products.

GulFstReaM 
Gulfstream Aerospace Corporation has 
named ex- Marine Corps Mike Quaid as 
Operations Manager for the Western US 
Field Service Region. 

Gulfstream Aerospace Corporation has 
named Franz Gilbert as Director, Human 
Resources Technologies.

eMBRaeR 
Paulo Penido Pinto Marques has assumed 
charge as Chief Financial Officer and Ex-
ecutive Vice President (Finance), Embraer.

jet aviation 
Jet Aviation has appointed Stephan Krenz 
as the Senior Vice President and General 
Manager of Jet Aviation Basel.

honeywell 
Honeywell has appointed Mike Lang as 
the company’s Vice President and Chief 
Information Officer.

viRGin aMeRica 
Peter D. Hunt has assumed charge as the 
award-winning domestic airline Virgin 
America’s new Senior Vice President and 
Chief Financial Officer.

appointmEnts
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from a luxury toy to what is increas-
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easa ceRtiFication FoR atR 72-600

Regional transport turboprop aircraft manu-
facturer ATR has announced that its 74-seat 
ATR 72-600, the newest member of its aircraft 
family, has obtained certification by the Euro-
pean Aviation Safety Agency (EASA). Certifica-
tion covers new equipment on the aircraft and 
successfully concludes ground and flight tests 
conducted on the ATR 72-600 prototypes. 
Flight testing on the aircraft began in the 
summer of 2009. New systems and equipment 
installed on the aircraft include a new glass 
cockpit with five LCD screens, new communi-
cation, navigation, monitoring, flight manage-
ment, automatic pilot and alert management 
systems and a new aircraft maintenance and 
protection  computer system.

FeweR expat pilots in india
The number of foreign pilots serving with 
Indian carriers has shrunk by half over the last 
two years. While there were 686 foreign pilots 
serving with  airlines in India in 2009, their 
numbers as of March 2011 had dwindled to 
356. The number of foreign pilots employed 
with the air charter  companies had also 
shrunk from 406 in 2009 to  145 for 2011.  The 
DGCA’s decision to have common medical 
tests for Indian and foreign pilots may be a 
reason for the decline in numbers. Last De-
cember, DGCA made Class I medicals by the  
Indian Air Force doctors at medical centres 
across the country mandatory for foreign 
pilots. India’s medical tests are more stringent, 
with a higher failure rate among pilots. The 
fear of failure in medical test has also served as 
a deterrent for foreign pilots seeking employ-
ment in India. Indian carriers can recruit 
foreign pilots only as Commanders but this  
reduces promotion prospects of Indian first of-
ficers affecting the recruitment of unemployed 
commercial pilot licence holders. 

� geNerAl AviATioN

GeneRal aviation huBs in haRyana
The government has plans to ramp up 
aviation infrastructure by setting up two 

integrated helicopter hubs and three general 
aviation hubs through the public-private 
partnership route. The two integrated heli-
copter hubs planned at Pinjore and Narnaul 
will provide aircraft maintenance, repair and 
overhaul (MRO) and fixed base operations 
(FBO), specifically catering to helicopters. 
The proposed general aviation hubs at His-
sar, Bhiwani and Karnal, will provide MRO 
and FBO facilities specifically catering to 
light and medium fixed wing aircraft and he-
licopters. The state government has invited 
through an open tender interested parties 
both domestic and international to set up 
the proposed facilities. The concessional 
agreement would be valid for 25 years.

GulFstReaM ResuMes G650  
FliGht testinG 

After a temporary suspension in the wake 
of an accident in April this year, Gulfstream 
Aerospace Corporation, a wholly-owned 
subsidiary of General Dynamics, has resumed 
the G650 flight test programme with the four 
remaining flight-test aircraft. The first flight 
since the accident took place on May 28, 2011. 
The company continues to aim for certifica-
tion in 2011, with service entry in 2012, as 
was originally planned at the aircraft’s public 
launch in 2008. Till date, the G650 flight test 
programme has accomplished 470 flights 
accumulating 1,560 hours towards the esti-
mated 2,200 hours required for certification.

uk-Based aiR chaRteR plans  
india FoRay 
With demand for charter services growing in 
India across various sectors, foreign players 
are keen to get a share of the market. UK-
based Air Charter Service is one such entity 
planning to enter India. The company, which 
operates in the US, Europe, South Africa and 
parts of Asia, arranges over 5,000 charters per 
year with a turnover of more than $300 mil-
lion. General aviation in the country has wit-
nessed a huge growth in the past four years as 
evidenced in aircraft movements at Mumbai 
airport which has experienced a 61.8 per cent 
increase in general aviation movements in 

this period. Delhi airport has seen a growth of 
31.33 per cent. A report by the Centre for Asia 
Pacific Aviation predicts sale of new aircraft 
i.e. business jets, helicopters, turboprops and 
piston engines to go up to $12 billion.  

� TrAiNiNg

indiGo, cae pilot tRaininG contRact

India’s low-cost airline, IndiGo will train pilot 
cadets at the CAE Global Academy, Gondia 
and type-rating training centres through 
a five-year programme with CAE. The 
17-month cadet pilot training programme will 
enable aspiring pilots to receive their com-
mercial pilot licence (CPL) as well as Airbus 
320-type rating. The programme is focused on 
training cadets in two phases. While the first 
phase would involve providing the required 
training to obtain a CPL with multi-engine in-
strument rating and multi-engine experience, 
the second phase would be the type-rating 
training for qualifying on the A320 as a co-
pilot. CAE will screen eligible candidates for 
ability, aptitude and psychological profile. This 
will be followed by a group discussion and an 
interview with IndiGo. 

caMpus placeMent at iGRua
In continuation of the long-standing 
relationship between Air India and Indira 
Gandhi Rashtriya Uran Akademi (IGRUA), 
in a campus placement, 62 commercial 
pilot licence holders received appointment 
letters from Air India in July 2011. The last 
such exercise was witnessed three years 
ago. Year 2011 happens to be the Silver 
Jubilee Year of IGRUA as well as the 100th 
year of civil aviation in India. Selection of a 
sizeable number of freshly trained pilots is 
good news for IGRUANs as well as for Air 
India especially in the context of fake pilot 
licence scam as pilots trained at IGRUA 
qualitatively are clearly above reproach. 
This arrangement continues and is a win-
win situation for both. •
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It has been desIgned by American aerospace engi-
neer Burt Rutan and built by his company Scaled Composites. 
The flying car prototype is a hybrid gasoline-electric roadable 
aircraft developed by Scaled Composites as part of an internal 

research and development programme. 
The Model 367 BiPod has a wingspan of 31 feet 10 inches. Tuck 

the removable wings between the pods and the car measures 7 feet 
11 inches, so it fits into a one-car garage. The Model 367 BiPod is 
flown from the right pod and driven from the left. 

The Model 367 or BiPod was Rutan’s final design before his 
retirement in April. During the initial conceptual design studies, 
the company found that many of their propulsion system charac-
teristics were “well aligned with the drive train needs of a road-
able vehicle” and expanded the research programme to include a 
“flying car” airframe. 

The final design is expected to feature a pair of 450cc four 
stroke engines, one in each pod. Similar to the Chevrolet Volt (and 

a hybrid electric airplane from Siemens/EADS), the engines will 
power a pair of generators that power the electric motors. Four 
15 kilowatt (20 horsepower) motors will spin the props (not yet 
installed) in the air, while two 15 kilowatt motors will turn the 
wheels on the road.

Lithiium-ion batteries in the nose of each pod will provide 
power during takeoff and an emergency backup for landing. With 
a cruising speed of 160 kmph, the company says that the BiPod 
367 would have a range of 1,200 km. It can do 320 kmph if you’re 
in a hurry, but that cuts the range to 850 km.

This roadable aircraft, which carries 80 litres of fuel, is expect-
ed to have a driving range of 1,310 km. It has a claimed electric-
only range of 56 km.

While the propellers are yet to be fitted, the vehicle has al-
ready made several hops along the company’s main runway in 
Mojave, California, propelled by the rear wheels. The first flight is 
likely to take place on March 30, 2012. SP

This roadable aircraft is expected to carry 80 litres of fuel and  
have a driving range of 1,310 kilometres

Hybrid Flying Car
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Flight tests to simulate and study the flight 
characteristics of large ‘flying wing’ configurations to pre-
pare for future aircraft designs is being done by the Ger-
man Aerospace Center Deutsches Zentrum für Luft-und 

Raumfahrt (DLR). These have been tested and evaluated using 
DLR’s advanced technologies testing aircraft system (ATTAS) re-
search aircraft. 

The flying wing model used in the DLR tests is based on a de-
sign developed as part of the EU New Aircraft Concepts Research 
(NACRE) project. It is a wide-body aircraft designed for long-haul 
flights and able to accommodate up to 750 passengers. With a 
length of 65 metres, a height of 19 metres and a span of nearly 
100 metres, the maximum take-off weight of the simulated flying 
wing is roughly 700 tonnes. Its four engines provide a maximum 
total thrust of 1,425 kilo newtons.

ATTAS is capable of simulating not only standard airplanes, 
but aircraft with an entirely different aerodynamic design as well. 
The flying wing configuration is a very promising concept for fu-

ture airplanes. Flying wings are aircraft resembling fish such as 
rays or skate. 

During the test flights, the scientists explored the flight char-
acteristics by examining individual manoeuvres, such as deliber-
ately varying the aircraft attitude. Using a simulated instrument 
landing system, the pilots tested landing approaches on a virtual 
runway. Each manoeuvre was followed by an evaluation of the fly-
ing wing’s handling characteristics, which showed that the flying 
wing aircraft is difficult to control due to its unusual shape. The 
introduction of an additional control system developed at DLR 
brought about the desired results. 

ATTAS in service for 25 years now, has been a flying ‘chameleon’ 
and with its special capabilities is paving the road for the aircraft of 
tomorrow. In addition to conventional mechanical flight controls, 
ATTAS is also equipped with an electrical flight control system. This 
allows the researchers to intervene in the flight control system using 
special hardware and software and give ATTAS the flight character-
istics and performance of an entirely different aircraft. SP

The flying wing model used in the DLR tests is based on a design  
developed as part of the EU NACRE project

Flying Chameleon
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Technology NextGeN AtM

A
re the skies heAding for gridlock? 
They might well be, according to some air traffic 
management (ATM) experts, and justifiably so. 
Based on the equipment and procedures that 
were put in place after World War II, air traffic 
systems across the globe depend heavily on ra-
dar surveillance and voice communication be-

tween controllers and pilots, which works well when traffic den-
sity is low. Despite the improvements and upgrades, the system is 
easily saturated in high density traffic. In many parts of the world, 
ATM resources are already overstretched, nearing breaking point. 
Modern airliners are faster and navigate more accurately. Yet the 
average time between most city pairs in the US exceed what they 
were half a century ago.

Boeing’s latest analysis predicts doubling of the world com-
mercial fleet over the next two decades with demand estimated 
at 33,500 aircraft. Add the numbers of general aviation aircraft, 
unmanned air vehicles (UAVs) and spacecraft—all projected to 
increase. Clearly, the practice of coping with increasing air traffic 
by simply applying “more of the same” is reaching the end of its 
tether. Even in the US, regulated by the highly-efficient Federal 
Aviation Administration (FAA), cases of fatigued or snoozing con-
trollers have recently come to light.

Positive ProcedurAl chAnge. Air traffic control 
(ATC) is of two types—positive and procedural. Positive control 
involves tracking aircraft by radar with the controller monitoring 
and passing precise navigation instructions or position updates 
to the pilot. Procedural control is employed outside the radar-
controlled airspace such as over the ocean. The pilots report po-
sition at pre-designated points using high frequency (HF) radio. 
Despite super-accurate global positioning system (GPS) satellite 
navigation and practically uninterrupted wireless communica-
tions, control over the sea remains a challenge. Once a plane 
leaves the pick-up range of the last land-based radar on its route, 
its position cannot be pinpointed. That is another reason why 
aviation authorities, especially in the US and Europe are keen to 
implement a radical restructuring of ATM through the next gen-
eration air transportation system (NextGen) and the Single Euro-
pean Sky ATM Research (SESAR) project.

The vision of both rests on “managed” as opposed to “con-
trolled” airspace. In future, aircraft operators, air navigation ser-
vice providers and airports will need to work in consonance to ex-
ecute optimised, gate-to-gate operations. Enhanced automation 
and decision-making tools will promote ATM techniques that 
increase airspace capacity and result in more efficient operations 
while reducing fuel burn and emissions. GPS and other satellites 

by Joseph NoroNha

Reducing  
Air Congestion

Without a complete transformation of ATM systems,  
the safety of increasingly crowded skies in many  

parts of the globe is likely to be in jeopardy
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Technology NextGeN AtM

will constitute the backbone of the proposed systems. Aircraft 
will use onboard equipment to transmit their position and main-
tain stipulated separation. In effect, each airborne platform will 
have a safety zone around it which must not be breached by an-
other aircraft. Human interaction will be replaced by the unerring 
predictability of computer-controlled digital communications.

over to nextgen. A billion US air passengers are expect-
ed to crowd the nation’s skies by 2021. Not even the most optimis-
tic experts believe that existing ATC systems will be able to cope. 
NextGen is an umbrella term for the ongoing, wide-ranging trans-
formation of the US national airspace system planned to cope 
with the humungous increase in air traffic. NextGen will address 
three key areas—surveillance, navigation and communications. 
At its most basic level, NextGen represents an evolution from a 
ground-based ATC surveillance system to satellite-based ATM. 
It is also a transformation from the present voice communica-
tions to digital communications; from disconnected information 
systems to intimate networking. Pilots and air traffic managers 
will receive precise information transmitted via secure data com-
munications. The prime responsibility for aircraft separation and 
control will shift from ground to cockpit, and the aircraft itself 
will become proactive in determining its position relative to oth-
er aircraft. This will enable pilots to navigate along direct flight 
paths rather than follow the existing airways.

Travel will be more predictable because there will be fewer delays 
and greater flexibility to cope with weather. There will be a single, 
authoritative system in which weather forecasts are embedded into 
decisions and operations can continue safely even in low visibility. 
NextGen will also make flying quieter, cleaner and more fuel-efficient. 
NextGen will have safety payoffs as well. It will help aviation authori-
ties to be more proactive about preventing accidents with advanced 
safety management techniques to better predict risks and identify 
and resolve hazards. Other NextGen cockpit technology will allow 
pilots and ATM officers an alternative to radio communication via 
a sophisticated “text message” system. This should greatly improve 
communication efficiency by texting routine information.

The NextGen project will be completed by 2025 at an estimat-
ed $22 billion (`99,000 crore). However, delays and additional costs 
threaten to add hundreds of millions of dollars to the project. Be-
sides, it is creating a difficult business case for airlines, especially 
with respect to retrofits. On one hand, NextGen’s benefits depend 
on users investing in avionics, ground equipment and training. 
They will need to exploit the new infrastructure. On the other hand, 
the willingness of the stakeholders to make major investments de-
pends critically on the business and a clear demonstration that the 
benefits will indeed be genuine. Besides, as the FAA states, “One of 
the most difficult challenges is inserting all the NextGen advances, 
from the simplest to the most complex, into an aviation system 
that must continue to function 24 hours a day, 365 days a year. We 
cannot shut down the system while we upgrade it.”

Awesome PotentiAl. At the heart of the NextGen sys-
tem is a new GPS tracking technology called automatic depen-
dent surveillance-broadcast (ADS-B). ADS-B essentially pin-
points an aircraft’s location using GPS and allows the aircraft to 
constantly broadcast its precise location, altitude and velocity. A 
display in the cockpit enables pilots to have complete “situational 
awareness” crucial to rational decision-making. This is a signifi-
cant improvement on the current reliance on the pilot’s eyesight 
and voice communication with the ATC.

It is expected that by 2013, ADS-B coverage will stretch 
across the entire US. By January 1, 2020, all aircraft operating 
within specified airspace will have to install avionics capable of 
broadcasting precise position information and subscribe to per-
formance standards for positional integrity and other associated 
criteria for ADS-B avionics. ADS-B equipped aircraft will broad-
cast position and flight parameters to ground stations which, in 
turn, will relay the information to ATC and other aircraft. But if 
they wish to receive such information, other nearby aircraft will 
need more sophisticated ADS-B in equipment, which the FAA 
has not yet made mandatory. In the acronym ADS-B, each letter 
tells its own tale:

l	 A-Automatic: It is always on and requires no operator 
intervention.

l	 D-Dependent: It depends on an accurate global naviga-
tion satellite system (GNSS) signal or a flight management 
system (FMS) for positional data.

l	 S-Surveillance: It provides “radar-like” surveillance ser-
vices to determine the position of an aircraft.

l	 B-Broadcast: It continuously broadcasts aircraft posi-
tion and other data to any properly equipped aircraft and 
ground station.

A number of spin-offs are expected from NextGen and ADS-B 
that will impact practically every facet of flight operations. Unlike 
in the case of radar, surveillance accuracy will be independent 
of aircraft distance from the interrogation equipment. Required 
navigation performance (RNP) certified navigation equipment 
and altimetry will permit a pilot to fly the desired altitude, speed 
and direction with negligible inaccuracies. A pilot using the ADS-
B system can execute a gradual descent to land, rather than re-
ducing altitude in steps. Known as optimised profile descent 
(OPD), this is a significant fuel saver. 

Since ADS-B position reports are updated every second , the 
technology will also be the basis for decreasing aircraft separa-
tion. Narrower, constant-width “containment corridors” will suf-
fice for arrival and departure procedures. Precision approach 
procedures will also be possible without traditional instrument 
landing system. Reduced in-trail and parallel track separations 
will become the norm. In March, a procedure called reduced lon-
gitudinal separation minima was implemented over the Atlantic 
Ocean. This allows ADS-B equipped aircraft to fly tracks across 
the ocean with a separation of a mere five minutes versus the tra-
ditional 10 minutes for non-radar controlled airspace. 

sesAr surges AheAd. With around 33,000 flights a day, 
European airspace is amongst the busiest in the world. Current 
predictions are for doubling of air traffic levels by 2030. The exist-
ing ATM system will definitely not cope with such numbers.

 Besides, ATC is currently fragmented along national boundar-
ies, which makes control even more complex. As for the European 
Union (EU), there are 27 large and small states each with their 
own set of regulations. The European Aviation Safety Agency has 

the nextgen Project will 
be comPleted by 2025 At An 
estimAted $22 billion  
(`99,000 crore)
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jurisdiction over 31 countries. The EU Single European Sky (SES) 
process was launched to overcome this control fragmentation by 
restructuring airspace and air navigation services at a continental 
level. It will give Europe a high-performance ATM infrastructure 
which will enable safe and environment friendly development 
of air transport. On the technical side, SESAR is developing ad-
vanced technologies and procedures, similar to NextGen. ADS-B 
Out, the continuous broadcast of aircraft data to the ground, will 
be mandatory for new aircraft by January 2015 and for retrofit 
application by December 2017. In this respect, Europe is several 
years ahead of the US.

The real SES surge is scheduled to start in 2013 with the tar-
get date for completion of the development phase being 2016. If 
efforts fructify, European airspace capacity will be dramatically 
expanded, safety may be increased by ten times and there could 
be a 10 per cent reduction in emissions through more efficient 
routeings. Airspace management will move away from the cur-
rent domination by national borders to the use of Functional 
Airspace Blocks (FAB) the boundaries of which will maximise 
operational efficiency. Ideally, there should be a single seamless 
European airspace, controlled from just two or three “super” ATM 
centres. However, though much effort has gone into delineating 
nine FABs, when it comes to the crunch, national service provid-
ers and governments do not seem eager to give up their national 
airspace. Eurocontrol, which covers 39 nations, is nominally in-
charge of ATM. Yet the member states have recently agreed only 
to give it the overall responsibility for network management of the 
SES system. Each nation still controls its own airspace.

A globAl solution. Across the globe, numerous efforts 
are being made to improve ATM. In India, the first satellite to 
operate the GPS-aided geo-augmented navigation (GAGAN) 
system was recently positioned in orbit. The certification stage 
of this satellite-based augmentation system (SBAS), expected to 
be completed by June 2013, will enhance integrity and accuracy 
of GPS signals to three metres so as to meet precision approach 
requirements. Using eight reference stations located in Delhi, Gu-
wahati, Kolkata, Ahmedabad, Thiruvananthapuram, Bengaluru, 
Jammu and Port Blair and a master control centre at Bengaluru, 
it will provide seamless navigation and ATM services over the en-
tire Indian airspace and the Indian Ocean area, stretching from 
South East Asia to East Africa. However, GAGAN is still a couple 
of notches below NextGen and SESAR functionality.

Similarly, ATM agencies in the Middle East recognise that air 
traffic growth is rapidly outpacing the ability of infrastructure 
providers to increase capacity. The Civil Air Navigation Services 
Organisation (CANSO) has revealed that a study will be undertak-
en to optimise the structure of the region’s fragmented airspace 
to avoid future constraints. China, another fast-growing aviation 
market, is also introducing major ATM enhancements.

This begs the question—will all the different systems be mu-
tually compatible or will the pilots encounter a variety of ATM 
systems as they roam the globe? Several disparate pieces that 

must come together for Europe’s SESAR, the US NextGen and 
other future systems to work—aircraft equipage, rules, protocols 
and regulatory coordination amongst different countries, which 
is likely to prove the most difficult. There are already reports that 
due to varying schedules of introduction, NextGen may not be 
fully compatible with SESAR.

A time of hoPe. Without a complete transformation of ATM 
systems, the safety of increasingly crowded skies in many parts of 
the globe is likely to be in jeopardy. However, while complex proj-
ects like NextGen and SESAR will probably perform superlatively 
once properly implemented, such a massive human endeavour 
has rarely, if ever, turned out as planned. The cutting-edge technol-
ogy often results in unexpected consequences. For instance, Next-
Gen, ADS-B and SESAR are heavily GPS dependent, so what would 
happen if the GPS system itself were to be rendered dysfunctional? 
To what extent would such highly-centralised electronic systems 
be vulnerable to disruption by solar storms or an electromagnetic 
pulse? Then there is the lurking possibility of equipment failure. 
There is still no certainty that the satellite-based features will have 
the necessary reliability and redundancy. Will current radar-based 
systems continue in perpetuity as a backup? Many other daunting 
technological challenges probably still lie ahead.

There are also questions about the security of future ATM 
systems. With heavy reliance on telecommunications and Inter-
net-like technology, information security will need high priority. 
Flight tracking websites will know the tail numbers of every air-
craft in the sky and will broadcast such information continuously. 
ADS-B-equipped aircraft will be able to receive and display in the 
cockpit the position of other such aircraft in the area. This might 
well turn out to be a terrorist’s dream.

The unprecedented accuracy of today’s GPS and RNP-certified 
navigation equipment and altimetry may also create problems of 
its own. Earlier, a collision between reciprocal aircraft at the same 
altitude would be averted simply by the error tolerance of their 
navigation systems. But given that ADS-B will provide extremely 
high navigational accuracy, two aircraft erroneously allocated the 
same altitude on reciprocal track, will almost certainly collide.

It is the socio-economic angle that is likely to cause the most 
heartburn. NextGen investment figures are mind-boggling. The 
estimate to complete the ADS-B network of 794 ground stations 
plus support equipment and to accomplish full fleet equipage 
was previously put at around $40 billion (`1,80,000 crore) by 2025. 
Some, however, predict that the total bill could well soar to a stag-
gering $160 billion (`7,20,000 crore). ATM is a high-tech business 
with high-paying jobs, supporting other skilled jobs, such as en-
gineering and maintenance. A fully-automated system such as 
NextGen is likely to result in massive layoffs. In an era of shrinking 
budgets and high unemployment, expected to persist for several 
years, will costly automation find political acceptability?

For the advocates of NextGen and SESAR, however, when all 
the proposed ATM enhancements are implemented it will be like 
a dream come true. Yes, there will be much expense, job losses 
and teething troubles. But the huge cost the current system en-
tails by its underperformance also needs to be factored in. If the 
aircraft can minimise delays on ground, make departures and 
approaches shorter and fly more direct routes at the optimum 
altitude and airspeed, always and every time, they will bring stu-
pendous savings of fuel, emissions and money. If the immense 
technological and funding challenges of futuristic ATM can be 
overcome, the result will transform the skies. SP

eurocontrol, which covers  
39 nAtions, is nominAlly  
in-chArge of Atm in euroPe
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IntervIew NextGeN AtM

The Federal Aviation Administration  
has selected ITT to build America’s 

NextGen ADS-B surveillance system. 
In an interview with B.K. Pandey, 

Editor, SP’s AirBuz, John Kefaliotis, 
Vice President, Next Generation 

Transportation Systems, ITT Corporation 
threw light on the ADS-B’s utilities.

‘ADS-B is an aid to  
air traffic controllers and  

not a replacement’
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IntervIew NextGeN AtM

SP’s AirBuz (SP’s): Given the fact that the automatic depen-
dant surveillance-broadcast (ADS-B) system would pro-
vide very high navigational accuracy, are any safeguards 
built into the system against collision owing to erroneous 
allocation of the same track and altitude to two aeroplanes 
flying reciprocal course?
John Kefaliotis (Kefaliotis): ADS-B is not a navigation system; 
it is a surveillance system. ADS-B “In” does allow pilots to have 
unprecedented situational awareness, and airborne applications 
are under development that will allow aircraft to assume some air 
traffic control separation responsibility.

SP’s: ADS-B and in fact the NextGen ATM system are 
highly automated and heavily equipment based. What 
if the global positioning system (GPS) were to be com-
promised or knocked out? Does it imply that the current 
radar-based system would need to continue in perpetu-
ity as a backup?
Kefaliotis: ADS-B is not a GPS-based surveillance system. It is 
a performance-based system that can use any navigation system 
capable of providing navigation performance consistent with 
rule making. Currently, GPS is the only navigation source that 
can provide the performance. As other satellite navigation sys-
tems come online, satellite-based backup for GPS will become 
available. The Federal Aviation Administration (FAA)’s current 
backup plan is to maintain approximately 50 per cent of the ex-
isting radar systems in the inventory as a backup for ADS-B. This 
strategy will likely evolve to consider multilateration and other 
potential sources of navigation. 

SP’s: ADS-B equipped aircraft will be able to receive and 
display in the cockpit the position of all other ADS-B 
equipped aircraft in the area. Would this not make it easier 
for terrorists to execute their nefarious plans?
Kefaliotis: The US Government agencies have examined this 
threat. I cannot speak about the formal results of this examina-

tion other than to say that the examination has not resulted in 
programme alteration. 

SP’s: To what extent would a highly centralised electronic 
system such as ADS-B be vulnerable to disruption by solar 
storms or electromagnetic pulses?
Kefaliotis: ADS-B is not a highly-centralised system. It is com-
posed of geographically dispersed radio stations receiving aircraft 
broadcasts of position. With regard to solar flares, it is notable 
that in 2011 a solar flare was experienced that sparked the biggest 
eruption ever seen on the sun. The US-deployed ADS-B system 
continued to operate per specification during this event. 

SP’s: In a globalised world, would it be wise to focus exclu-
sively on the US air traffic management system? There are 
reports that the US NextGen ADS-B may not be fully com-
patible with the European SESAR. As the aircraft would 
encounter different air traffic management (ATM) systems 
across the globe, would it not make it more difficult for the 
pilots as also compromise air safety?
Kefaliotis: NextGen and the Single European Sky ATM Research 
(SESAR) are harmonising ADS-B standards. It is my understand-
ing that SESAR will adopt DO260B, as has the FAA, with the pos-
sible requirement for aircraft broadcast of some additional pa-
rameters. This is not an incompatibility issue.

SP’s: The NextGen rollout requires high levels of investment 
to be successful. A fully-automated system such as ADS-B is 
likely to result in massive layoffs of air traffic control (ATC) 
personnel. In an era of shrinking budgets and high unem-
ployment that is likely to persist for several years, would 
ADS-B find easy political acceptability?
Kefaliotis: ADS-B is an advanced ATC surveillance system with 
airborne applications that promise increased airspace capacity and 
efficiency. It is an aid to air traffic controllers and not a replacement. 
Implementation of ADS-B will not impact controller employment. SP

 ITT Information System 
 ADS-B Operations Center
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On the anvil are Central Government’s plans to purchase small aircraft  
(26-30 seats) to meet the specific requirements of the region.  

Private operators would also be welcomed to operate small  
or regional aircraft to and within the Northeast region.

H
ome to some of the most picturesque 
locations of the country, the North-eastern 
Region (NER) of India comprises eight states; 
Arunachal Pradesh, Assam, Manipur, Megha-
laya, Mizoram, Nagaland, Sikkim and Tripura. 
However, the very reason for the region’s splen-
dour, its mountainous terrain, has also been an 

impediment to its development. Indeed, in recognition of this, 
a North Eastern Council (NEC) was set up in 1971 by an Act 
of Parliament as the nodal agency to speed up the economic 
and social development of the region. In 2008, the Northeast-
ern Region Vision 2020 document was released by Prime Min-
ister Manmohan Singh. To translate the vision document into 
a reality, a high level inter-ministerial group was constituted to 
provide guidelines and supervise the strategies and progress for 
inter-sectoral mobilisation in the region. However, the pace of 
development remains slow with aviation being the sector with 
the slowest growth rate.

Operational Inadequacies and Hazards. Aviators operating 
in the Northeast region adhere to the philosophy that one can 
take chances with either the hills or the weather, but it is suicidal 
to take chances with the weather and the hills at the same time. 

The NER presents immense potential for this deadly combina-
tion which on April 30 this year, claimed the lives of Arunachal 
Pradesh Chief Minister Dorje Khandu and four others in a he-
licopter crash at Luguthang while flying between Tawang and 
Itanagar. Expected knee-jerk reactions included a decision to 
“map helicopter routes” (whatever that means) and suspending 
operations in the region by Pawan Hans. Most states later re-
stored services by Pawan Hans with twin-engine helicopters only. 
Meghalaya floated a fresh tender for helicopter services. The ac-
cident served to bring to the fore the logistical challenges in the 
Northeast region. The terrain is largely rugged and inaccessible 
due to sharp contours and thick forests with the Brahmaputra 
and several other fast-flowing rivers making travel by land route 
arduous and time consuming. Road and rail networks are under-
developed and serve only the lower reaches of extensive moun-
tain tracts. 

Movement of personnel and material by air though a neces-
sity is beset by difficulties. Given the lack of navigational facilities 
and persistent bad weather, flying in the different valleys that ap-
pear identical, requires intimate knowledge of the terrain on the 
part of the air crew to obviate the possibility of flight into terrain. 
Besides, as most of the states have international borders, there is 

by A.K. SAchdev

ConneCting
NOrtheast

A view of Dibrugarh 
Airport in Assam
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the added risk of inadvertently crossing over into alien air space. 
Difficulties for aviators are further compounded by the fact that 
the aircraft is usually being operated at the fringes of its critical 
limitations with reduced safety margins.

There are other problems too. Pilots flying between Kolkata 
and airports in the Northeast region often gripe about inadequate 
radar cover and the lack of communication between the air traffic 
controller (ATC) at Kolkata and Dhaka. This is a serious problem 
as flights transit through Bangladesh airspace. The pilots attri-
bute the problems to the archaic air traffic surveillance systems 
which do not cater to the increase in volume of traffic over the 
past few years. A flight departing from Kolkata enters Bangladesh 
after flying barely 30 nautical miles within Kolkata flight informa-
tion region. The aircraft then covers around 100 nautical miles 
before entering the NER, where it covers another 25 to 150 nau-
tical miles depending on the destination. The poor interaction 
between ATCs at Kolkata and Dhaka has a potential for com-
munication gaps with attendant implications. Pilots try to keep 
the ATC informed about their flight details but there have been 
several instances of a near-miss. 

With the only radar available at Guwahati, radar cover avail-
able to civil aircraft is inadequate. Clamour for enhanced radar 
cover in the region has fallen on deaf ears so far. The mountain-
ous terrain is also inclined to inhibit radio communication. Pilots 
are compelled to resort to indirect or circuitous routes to com-
municate with the area control at Guwahati. In short, flying into, 
out of and within the NER can be stressful.

Air ConneCtivity. Without doubt,  air connectivity of the 
Northeast region with the rest of the country leaves much to be 
desired. Although the ‘chicken’s neck’ area lies in West Bengal, 
Assam is the real gateway to the NER. Guwahati is connected by 
commercial air routes to New Delhi, Kolkata, Mumbai, Chennai 
and Bagdogra and through these airports to all major cities in 
India. Within the region, there is air connectivity with the state 
capitals but the frequency of scheduled flights remains low as 
airlines are reluctant to enhance the frequency of services. Their 
reluctance is attributable to a decision by the Ministry of Civil 
Aviation (MoCA) that operations to any airport in the NER once 

commenced cannot be withdrawn without the express permis-
sion of MoCA. As such permission is not easily granted, airlines 
remain wary of commencing operations to the Northeast region 
as it may be difficult to cease operations if they prove to be loss-
making. Nevertheless, in response to a decade-old demand for 
developing Guwahati as a regional aviation hub, Air India plans 
to shift a major portion of its operational and maintenance ac-
tivities from Kolkata to Guwahati with the intent of enhancing 
connectivity to remote parts of NER. While helping Air India 
increase its market share, this endeavour will also bring on to 
the air map some areas of the region that are not connected to 
any of the metros as of now. Guwahati will thus get better linked 
to the whole of NER. Induction of some additional CRJ-700 jets 
and turboprop ATRs is expected to help fructify this plan. These 
two, essentially regional aircraft, have lower operating cost be-
cause of the concessional landing/parking charges and lower 
tax on aviation fuel.

non-sCHeduled operAtors. Coming to non-sched-
uled operations, again the region has had less than its proportion-
ate share of charter operators. Despite an attractively low sales 
tax on aviation fuel, the lowest in the country and state govern-
ment subsidies on offer, only a couple of charter operators have 
ventured into the Northeast region. Northeast Shuttles, a Tripura-
based venture, is one such success story. Having launched opera-
tions in 2009 with a nine-seat Cessna Caravan, it has since added 
two 18-seat Dornier 228 to its modest lineup and is scouting 
around for a bigger aircraft. It offers passenger and cargo char-
ters in addition to emergency medical services (EMS) in the NER. 
However, despite the huge demand for intra-region connectivity, 
charter services have been sparse.

Spurring the Growth of Regional Aviation. So is there some-
thing to cheer about as far as aviation in the Northeast region 
is concerned? Fortunately, yes. The Union Minister for Develop-
ment of the Northeast Region (DoNER) B.K. Handique has re-
cently taken the initiative of producing a new policy document 
on civil aviation entitled “Multi-Utility Aviation in the Northeast 
Region—An Alternative Innovative Model For Hastening Devel-
opment”. It highlights the fact that the “chicken neck” that con-

Induction of Bombardier CRJ-700 jets 
(left) and Turboprop ATRs will link 

Guwahati to the whole of NER
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nects the NER with the rest of India territorially in effect only 
connects two states, Assam and Sikkim. It emphasises that this 
narrow strip of land is choked not just by a high-density popula-
tion but by roads, railway lines, cables, oil pipelines and power  
lines. It goes on to iterate that the “inclusiveness of the NER with 
the rest of India is physically possible only through air services.” 
The document’s objective is to improve safety standards, increase 
frequency and connectivity and thus reduce the physical isolation 
of the region. Hoping to integrate the Northeastern perspective 
into the national civil aviation policy, the Minister took up the is-
sue with the Minister of Civil Aviation, Vayalar Ravi, wherein the 
latter is reported to have agreed in principle to develop Guwahati, 
Agartala, Imphal and Dibrugarh airports as regional hubs. 

The grand strategy is to have four hubs and then develop 
routes to all the regional airports to serve as spokes. Of the 23 pos-
sible airports in the region, 11 are operational while the remaining 
needs to be brought up to operational standard. The operational 
airports are at Agartala, Aizawl, Dibrugarh, Dimapur, Guwahati, 
Imphal, Jorhat, Lilabari, Shillong, Silchar and Tezpur. The airport 
at Lengpui, Aizawl is owned by the state government. The 12 non-
operational airports are at Along, Daparizo, Kailashahar, Kamal-
pur, Khowai, Pasighat, Rupsi, Tezu, Tura, Turial, Ziro and Shella. 
The AAI is also developing three Greenfield airports in the North-
east region located at Pakyong (Sikkim), Itanagar (Arunachal 
Pradesh) and Cheitu (Nagaland).The development of Pakyong 
Airport in Sikkim is under way and is expected to be completed 
by January 2012 at an estimated cost of $64.5 million (`290 crore). 

Cheitu Airport in Nagaland and Itanagar Airport in Arunachal 
Pradesh are at the approval stage. Two Greenfield airports have 
now been proposed at Tawang and Kokrajhar. The government 
is also planning the city-side development of 24 non-metro air-
ports in collaboration with private players. Once the “spokes” are 
activated, the DoNER Ministry plans to connect 59 of the 86 dis-
tricts not serviced by the hub-and-spoke model described earlier 
through permanent helipads. Once these laudable objectives are 
accomplished, aviation would have helped the Northeast region 
overcome the existing impediments to communication.

In July this year, the Planning Commission met representa-
tives of the Northeastern states in Guwahati to prepare the Ap-
proach Paper for the 12th Five Year Plan. On the anvil are plans 
for the government to purchase small aircraft (26-30 seats) so as 
to meet the specific requirements of the region i.e. to provide in-
ter-connectivity amongst the Northeast states. However, Vayalar 
Ravi has reportedly stated that the Central Government would 
welcome private operators to operate small or regional aircraft 
to and within the Northeast region. On account of paucity of re-
sources, the government would find it difficult to procure small 
aircraft immediately. He has also expressed the Centre’s interest 
in operating flights to Dhaka and other neighbouring countries 
from Guwahati after discussions with these countries as opera-
tion of international flights was a bilateral issue.

Matching action with plan, the government, vide a Ministry 
of Finance Notification D.O.F.No.334/03/2010-TRU, dated July 
1, 2010, declared vide Section 3.2 that “Exemption from service 
tax has also been provided on journeys to and from North-east-
ern states i.e. Arunachal Pradesh, Assam, Manipur, Meghalaya, 
Mizoram, Nagaland, Sikkim and Tripura from the service tax (refer 
Notification 27/2010-Service Tax, dated June 22, 2010). Consider-
ing that Bagdogra airport, though located in West Bengal being the 
gateway airport for Sikkim, has also been accorded this benefit.”

Given the stunted growth of civil aviation in the Northeast, it 
remains to be seen whether the DoNER Ministry’s dream docu-
ment and the Central Government’s benevolent approach to-
wards aviation, are destined to usher in better connectivity and 
consequently enhanced prosperity to the region. sp

18-seat Dornier and nine-seat 
Cessna Caravan (right) are 
already operational in NER

AviAtors Here AdHere to tHe 
pHilosopHy tHAt one CAn tAke 
CHAnCes witH eitHer tHe Hills or 
tHe weAtHer, but it is suiCidAl to 
tAke CHAnCes witH tHe weAtHer 
And tHe Hills At tHe sAme time
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T
hese are exciTing Times for Indian com-
mercial aviation. According to the Centre for Asia 
Pacific Aviation (CAPA), annual passenger traffic at 
Indian airports tripled from 39 million to 123 mil-
lion in the past decade. But the best is yet to come. 
CAPA reckons that by 2020, passenger traffic in In-
dia will reach 450 million annually. Currently, the 

world’s ninth largest aviation market, India will then be the third 
largest, following the US and China.

But are these surging numbers within the handling capacity of 
India’s aviation infrastructure? Over the past few years, upgrada-
tion and modernisation of the metro airports was on high priority. 
The Airports Authority of India (AAI) also launched an ambitious 
project to modernise 35 non-metro airports, while 12 Greenfield 

airports are in various stages of development. Some state govern-
ments are making efforts to build new airports albeit with mixed 
results due to impediments such as paucity of resources, land ac-
quisition issues and vested interests. This is a pity, as passengers 
from smaller cities without air connectivity have to travel large 
distances by road/rail to board an aircraft. A strong regional air-
line network would relieve much of the pressure from the large 
airports. However, regional aviation cannot prosper without a de-
termined programme to build or renovate at least 200 airports in 
Tier-2 and Tier-3 cities all over the country.

The sTory of regional aviaTion. Small airliners de-
scribed as “regional jets” were first introduced in North America 
to connect small remotely located airfields to the nearest major 

A strong regional airline network would relieve much of the pressure from the large 
airports. However, regional aviation cannot prosper without a determined programme to 

build or renovate at least 200 airports in Tier-2 and Tier-3 cities all over the country.

Good days 

AHeAd
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airport constituting a “hub-and-spoke” arrangement. Operat-
ing on a modest scale, the “regional airlines” as they came to be 
known, pioneered the concept of low-cost travel long before the 
expression ‘low-cost carrier’ (LCC) was coined. At the hub, pas-
sengers arriving from outlying airports would be switched to large 
airliners belonging to the mainline carriers and transported over 
great distances to other hubs. Regional airlines currently carry 
one in four domestic passengers and account for more than half 
of all US departures. However, with oil prices on the rise yet again, 
small regional jets such as the Embraer E-Jets and the Bombar-
dier Canadair Regional Jets (CRJ) are at some disadvantage since 
their per-seat fuel consumption and hence the operating cost, 
works out higher than for single-aisle airliners such as Boeing 
B737 and Airbus A320. Hence the trend towards larger (150-seat) 
regional jets.

India’s Ministry of Civil Aviation has long wished to get re-
gional airlines up-and-running. To this end, a policy introduced 
in August 2007 had the fine intention of  making regional airlines 
a reality. Under the new policy, small aircraft such as the ATR 42 
and ATR 72, Embraer E-170 and E-175, Bombardier CRJ200 and 
CRJ700, Bombardier Q400 and Avro 146-RJ70 are beneficiaries of 
a slew of concessions. Aircraft of capacity less than 80 seats are 
exempted from landing and parking charges at airports, and pay 
route navigation facility charges (RNFC) at reduced rates. Tax on 
aviation turbine fuel (ATF) for airliners of take-off weight up to 
40,000 kg has been reduced to four per cent as against the 28 to 
30 per cent for larger carriers. With ATF constituting 45 per cent 
of an airline’s operating cost, this is a major advantage for regional 
carriers. However, for a variety of reasons, not a single regional 
airline is in operation today. There are reports that four to five 
regional airlines may get off the ground shortly but their plans are 
yet to fructify. At present, the regional aviation space is occupied 
solely by the national carriers. 

fleeT fundamenTals. Where do India’s six airlines stand 
when it comes to regional operations? A major constraint is that 
there are only 36 airports in the country that can take jet aircraft 
like the 189-seat Boeing B737-800 or the 180-seat Airbus A320. 
Last year, a study by Embraer found that around 30 per cent of 
the flights from smaller cities depart with loads appropriate for a 
70-seat plane and 47 per cent of the flights depart with loads ap-
propriate for 90-110-seat planes. Airlines with regional aspirations, 
therefore, need to have smaller aircraft like the 50-seat ATR 42, the 
78-seat ATR 72 and the 78-seat  Bombardier CRJ700  that open up 
a whole range of opportunities not afforded by the larger jets.

l	 The lone state-owned carrier Air India has a huge fleet of 
133 planes, mainly a mix of Airbus and Boeing variants but 
does not have a true regional aircraft. However, its whol-
ly-owned subsidiary Alliance Air (Air India Regional) has 
seven ATR 42-320 and four Bombardier CRJ700 aircraft, all 
dry leased, available for regional flights.

l	 Jet Airways has a fleet of 97 aircraft, mainly Airbus and 
Boeing variants. It also has 20 ATR 72-500 aircraft for 

regional operations. Its low-cost arm JetLite operates 18 
Boeing 737s. 

l	 Kingfisher Airlines has a fleet of 66 aircraft, primarily the 
Airbus variants, 25 ATR 72-500 and two ATR 42-500, us-
able in regional aviation.

l	 IndiGo, the largest of the LCCs, operates a fleet of 42 Air-
bus A320 aircraft only.

l	 SpiceJet currently has 30 Boeing 737 variants only.
l	 GoAir, the smallest airline, has just ten Airbus A320 aircraft.
Thus, barely 58 aircraft operating in India’s skies have the 

necessary attributes for regional aviation. Sensing an opportu-
nity, SpiceJet has ordered 15 (plus 15 options) Bombardier Q400 
NextGen turboprop airliners which can operate up to 97 airports 
across the country. GoAir believes that the Indian market has sig-
nificant potential for regional aircraft and is considering adding 
smaller planes to tap this demand. Jet Airways is developing Hy-
derabad as a “mini-hub” with the introduction of 15 new flights 
connecting smaller cities. Kingfisher Airlines has also launched 
some new flights connecting Tier-2 cities to metro destinations. 
Convinced of the need to add off-the-beaten-track destinations, 
Air India plans to induct over 40 ATRs and Bombardier CRJs to 
shore up the flagging operations of its subsidiary, Alliance Air. 
However, its severe financial woes have compelled shelving of 
plans for now.

regional airliners. Planes don’t come cheap. Aircraft 
bought today need to be in service for perhaps the next three de-
cades. It is fairly certain that costs, especially of fuel, will continue 
to rise. Since October 2010, ATF prices have increased by around 
45 per cent. A prime consideration for regional operations, there-
fore, should be to have fuel-efficient aircraft. Other important 

aT presenT, The regional 
aviaTion space is occupied solely 
by The naTional carriers

a poTenTially huge markeT also 
exisTs for larger regional jeTs 
wiTh a capaciTy of up To 120 
seaTs

ATR 72-500 powered by twin PW127F 
turboprop engines are most commonly 
seen in Indian skies
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requirements for regional aircraft include high power-to-weight 
ratio, low emissions and low noise levels.

Turboprops are seen as being slower, less comfortable and 
noisier than jet aircraft. However, engine technology has pro-
gressed enough to make turboprops operate at near-jet speeds, at 
considerably lower fuel burn and with less pollution. Compared 
to jets, turboprops typically burn just two-thirds of the fuel need-
ed to fly one passenger. And turboprop engine manufacturers are 
aiming to offer double-digit improvements in fuel burn. Hence 
the future is likely to see even better performance and comfort.

Perhaps that is why Alenia Aeronautica/EADS ATR aircraft 
are the most commonly seen regional aircraft in India’s skies. The 
50-seat ATR 42-500 is a short-haul regional airliner. Fitted with 
twin Pratt and Whitney PW127E turboprop engines, the aircraft 
claims to offer a combination of high overall performance and 
comfort unmatched in its class while maintaining competitive 
cost-efficiency. The 78-seat ATR 72-500, in service since 1989, is 
powered by twin PW127F turboprop engines and provides out-
standing short-field performance for an aircraft of its size, even 
in “hot and high” conditions. Several improvements in the field of 
noise and vibration reduction have also been incorporated. ATR 
72-500 operating costs are claimed to be up to 40 per cent lower 
than similar sized regional jets. The aircraft has high efficiency 
and reliability, the key to regional operations.

Bombardier Aerospace has both jets and turboprops on of-
fer to the regional aviation market. The Bombardier CRJ700 first 
entered commercial service in 2001. It is a stretched derivative of 
the CRJ200, offering a seating capacity ranging from 66 to 78. The 
jet is equipped with two General Electric CF34-8C1 engines. Its 
maximum speed is Mach 0.85 (556 mph) at a maximum altitude 
of 12,500 metres. Depending upon the payload, the CRJ700 can 

travel up to 3,620 km. Optimised for short-haul operations, the 
80-seat Bombardier Q400 NextGen aircraft is a fast, quiet, and 
fuel-efficient turboprop. It provides the perfect balance of pas-
senger comfort and operating economics with a reduced envi-
ronmental footprint. Powered by twin PW100 engines, it features 
short take-off and landing performance, improved cruise and 
lower operational costs.

A potentially huge market also exists for larger regional jets 
with a capacity of up to 120 seats. The Embraer E-Jets are a se-
ries of narrow-body, twin-engine, medium-range, jet airliners pro-
duced by Embraer of Brazil. Entering production in 2002, the 
series has been a striking success. The smaller E-170 (70-80 pas-
sengers) and E-175 (78-88 passengers) make up the base model 
aircraft. The E-190 (94-114 passengers) and E-195 (106-122 pas-
sengers) are stretched versions, with more powerful engines and 
larger wings, horizontal stabilisers and landing gear structures. 
Bombardier’s next-generation CSeries CS100/300 promises to set 
a new benchmark for fuel-efficient regional jets. The Russian Suk-
hoi Superjet100 has just entered service. The Japanese Mitsubishi 
Regional Jet (MRJ) and Chinese ARJ21 regional jets are scheduled 
to roll out next year.

What about India? There is hope that regional aviation will get 
a major fillip once the country’s own regional transport aircraft 
(RTA) materialises. Other developing economies like Brazil have 
done extremely well, so why not India? Assuming that the project 
commences in 2012, the indigenously-developed RTA could fly in 
the next five years. It will be developed as a team-India initiative 
led by the Council for Scientific and Industrial Research (CSIR)-
National Aerospace Laboratory. It is expected to be a narrow-body 
turbofan aircraft with a seating capacity of 70 to 90, stretchable to 
80 to 100 passengers. It will cater to regional routes between 600 
and 800 km. It is projected to have 25 per cent lower acquisition 
and operating costs than today’s aircraft; 30 per cent lower fuel 
burn; and 50 per cent lower maintenance costs, just what the doc-
tor ordered for regional operators. With good short-field perfor-
mance, it will be especially useful at airports with short runways. 
The delivery of the first batch of five aircraft is expected within 
seven years of its launch. Let us raise a toast to that! sP

barely 58 aircrafT operaTing in 
india’s skies have The necessary 
aTTribuTes for regional aviaTion

Embraer’s E-190 has more 
powerful engine, larger wings 
and horizontal stabilisers

The Russian Sukhoi Superjet 100 
has just entered the service
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The business aviation sector is going through a quiet revolution. Growing annually  
at an impressive rate of 10 per cent, the aircraft industry is looking at a figure  

of 2,000 business aviation aircraft in India in the near future.

Toiling & Moiling

H
aving witnessed tHe arrival of 
the low-cost model of air travel on the Indian 
aviation scene and its progressive entrench-
ment, the first decade of the 21st century could 
be regarded as the renaissance of civil aviation 
in India. Customers thronged to it with unfet-
tered enthusiasm even as the Czars of the air-

line industry like Naresh Goyal and Vijay Mallya continued to be 
skeptical and refused to accept the reality of this new phenom-
enon. The Indian market has matured over the years and realistic 
pricing has come to stay. The Indian consumer has seen through 
the gimmick of ‘one-rupee ticket’ and is today willing to pay for 
quality service. Airlines like IndiGo and SpiceJet have established 
new benchmarks in customer satisfaction, passenger comfort 
and punctuality. Both Jet Airways and Kingfisher dedicate a size-

able portion of their capacity to the low-cost model. Even though 
a new era has clearly been ushered in, lack of infrastructure and 
apathetic government policies continue to play spoilsport.

Business aviation. However, apart from the excite-
ment in the airline industry, the business aviation sector is going 
through a quiet revolution, in fact virtually an explosive growth, 
unnoticed by the public and the media. And as usual, infrastruc-
ture, government support and the regulatory framework are yet 
to play catch up. As in other sectors, even here it is growth which 
is driving the creation of infrastructure and not vice versa. Born 
in the early 1930s without much fanfare, business aviation, the 
unsung hero of the civil aviation industry, has grown to a modest 
680-aircraft fleet today. Growing annually at an impressive rate 
of 10 per cent, the aircraft industry is looking at a figure of 2,000 

by S.R. SwaRup
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business aviation aircraft in India in the near future. But this has 
not appeared to be sufficient inspiration for the government to 
unshackle business aviation and provide it the stimulus for un-
impeded growth.

ProBlem areas. The nightmare for an individual who 
dreams of owning an aircraft for non-scheduled operations be-
gins with the import procedure. Navigating through the complex 
labyrinth of import laws, taxation and multiple clearances could 
easily deter the strong willed and the brave-hearted. It is a tribute 
to the amazing perseverance of the Indian entrepreneur that the 
business aviation fleet has grown to its current size and contin-
ues to aim for the skies. As there is no significant manufactur-
ing facility for business aviation aircraft in India, there is a strong 
case for facilitating procurement of aircraft for corporate aviation 
and by individuals through customer-friendly regulations, unhin-
dered single-window clearance and pragmatic tax regime.

Aircraft are generally viewed as symbols of capitalism, pro-
cured at the cost of the common man and the reason for some of 
the economic ills facing the country. With the economy sustain-
ing a growth rate of eight to nine per cent, India is well beyond 
the take-off stage and is capable of asserting itself on the world 
stage on issues ranging from the World Trade Organisation 
(WTO) to Nuclear Non-Proliferation Treaty (NPT). Protection-
ism and excessive regulations are indicators of poor economic 
confidence and pessimism. Corporate aircraft are a symbol of 
economic growth and ought not to be seen as signs of unbridled 
opulence. They are a clear indicator of the direction in which the 
economy is headed. With the size of the business aviation fleet 
being linked to the fortunes of industrial houses and in turn to 
their employment potential, any curtailment of their growth 
due to adverse regulations will be counter-productive in the 
long run. It is time to revamp the policies to stimulate growth in 
the business aviation sector and help spur the procurement of 
corporate aircraft.

However, procurement of aircraft is only the preamble to 
the woes of a business aviation operator. The operating environ-
ment is not for the weak-hearted. Mike Jan Tindell, a 61-year- 
old veteran pilot who has close to 40 years of experience flying 
corporate aircraft all over the world, perceives the flying envi-
ronment in India to be hostile right from the time of entry to the 
airport till 100 nautical miles out at 41,000 feet. His travails with 
Indian aviation begin again, the moment he calls Mumbai ap-
proach to end only when he is back on terra firma. Incidentally, 
Tindell has the distinction of flying the first G550 and has been 
flying one since then.

On an average, Mumbai alone has 38 business aircraft tak-
ing off every day. In the year 2010-11, Mumbai airport handled 
a total of 13,290 flights, a significant jump from 8,245 in 2006. 
Such figures certainly call for better infrastructure. It is only re-
cently that Mumbai has set up a business aviation terminal of its 
own though its management, yet the services are a far cry from 
international standards. Today, Mumbai is the only airport in 
the world where the Captain is required to drive to the ATC to 
file a flight plan manually. Normally, this exercise takes an hour, 
but in the heavy traffic of Mumbai, it could well take up to two 
hours. Also, here the Captain is required to go for a communica-
tion briefing. This is not only unheard of in this time and age 
but also borders on the ridiculous. Refuelling shockingly calls 
for a wait of anywhere from eight to 12 hours, a minimum of four 
hours in emergency. 

Paucity of infrastructure. Operating hours for 
business aviation aircraft are highly restricted as there are more 
hours in a 24-hour cycle when they are not permitted to oper-
ate. Curfew hours for business aviation aircraft are imposed be-
tween 0800 to 1000 hours, 1730 to 1930 hours and 2115 to 2315 
hours. And all this in the financial capital of India! With con-
gested aprons and unmarked bays, parking woes are endless. No 

wonder there have been three ground incidents in the last few 
months. Catering facilities at the airport too are a far cry from 
international standards. The airport caters reasonably well to 
airlines but business aviation operations require two to three 
outfits capable of delivering multi-cuisine meals catering to 
the international palate. This may sound outrageous. But then, 
every corporate aircraft landing in India could signal a multi-
million dollar foreign direct investment (FDI). The government 

growtH in tHe Business aviation 
sector is a good Barometer of 
tHe country’s Progress

Chhatrapati Shivaji 
International Airport  
handles 13,290 flights
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would be failing in its duty if it does not facilitate foreign in-
vestment which in turn would spur growth and generate em-
ployment. Certainly, it would not be preposterous to expect the 
potential investors flying halfway across the world for business 
to make with a Spartan diet.

For the scale of operations and traffic that Mumbai would at-
tract, it needs at least three business aviation terminals and a cor-
responding number of handlers. This will generate competition 
and ensure efficiency as operators will have a choice. And those 
who are inclined to attribute the malaise to space constraints 

need to look at Singapore or any airport in Europe or South East 
Asia. Even the smallest and the most isolated airport whether in 
Bangkok, Queenstown or Luton offer a choice of handlers with el-
egant and efficient world-class facilities? This helps reduce stress 
levels for operators and passengers alike. The spin-off is employ-

ment opportunities and revenue. No wonder Tindell is shocked 
with what he has to encounter in India. While the observations 
are about Mumbai, Delhi is no different except that the Captain 
is spared the ignominy of driving to the control tower to file the 
flight plan. This facility is now available at the airport terminal. 
However, business aviation pilots are disappointed  at the non-
availability of a pilots’ lounge at the prestigious airport in the capi-
tal of India. Such facilities are available even in the remotest of 
airports the world over.

regulatory framework. While infrastructure may 
catch up sooner or later, the bureaucracy still has a long way to 
go. At present there is no difference in the regulatory environ-
ment for scheduled and non-scheduled operators. The stringent 
regulations can be adhered to by scheduled operators because of 
their large establishment and expertise but non-scheduled op-
erators (NSOP) just do not have the wherewithal to comply with 
these. Most of these own just one or two aircraft on the inventory 
and cannot financially afford a full-fledged management outfit. 
Recently, a cabin attendant of an NSOP aircraft was refused a se-
curity pass because the operator did not have a security manual 
as required by the Bureau of Civil Aviation Security (BCAS). It is 
ridiculous to expect every business aviation operator to write his 
own security manual. It makes more sense to have one common 
manual issued by BCAS for compliance by all.

The strength of a scheduled operator lies in his rigid adher-
ence to standard operating procedures. This ensures a safe flying 
environment, a responsibility the regulator has towards the fare 
paying passenger. But the strength of the NSOP lies in flexibility. 
To effectively utilise its capacity, business aviation aircraft need to 
function in a less stringent atmosphere. This has been recognised 
as such and implemented all over the world. But in the Indian 
aviation scenario, the bureaucracy in control  has not been appre-
ciative of this aspect. There is also virtual absence of talent in the 
field of aviation management. There is no institution  imparting 
structured training in aviation management. The few currently 
running the show are all ‘self-taught’. Most have military aviation 
background and have developed their own management culture. 
Industry ‘best practices’ are neither collated nor shared. Hence, 
business aviation operations continue to be shackled and fail to 
operate to their fullest potential.

tHe way forward. The strength of business aviation 
operations lies in the unlikeliest of all places—the cockpit. 
While in the rest of the world, business aviation is a training 
ground for prospective airline pilots, in India it is the other way 
round. The business aviation sector draws its pilots from mili-
tary aviation and thrives on rich experience. Business aviation 
is therefore not a training ground for amateurs. As a result, busi-
ness aviation operations end up on a stronger wicket compared 
to scheduled airlines. The evidence lies in the safety records of 
the two. Around the world, the accident rate of business avia-
tion operations is higher than that of scheduled operators while 
in India it is lower.

Growth in the business aviation sector is a good barometer 
of the country’s progress. For a mature economy like India, the 
way forward is to facilitate and nurture the growth of business 
aviation all the way. And as history has demonstrated time and 
again, the ‘Never Say Die’ attitude of the Indian entrepreneur and 
the aviator shall continue to propel business aviation in India to 
greater heights! sP

Procurement of aircraft is only 
tHe PreamBle to tHe woes of a 
Business aviation oPerator

There is no difference in the regulatory 
environment for scheduled and  
non-scheduled operators
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Be it for Business or leisure, few can afford to 
waste precious time for travel in today’s world. For high-
flying corporate executives as well as government per-
sonnel, these aviation solutions make it possible to travel 

and work at the same time, while minimising travel time.
In the Indian market too, the demand for corporate travel solu-

tions cannot be discounted. In recent years, close to 31 per cent of 
the helicopters sold in India have been delivered to customers in the 
VIP segment and the market continues to grow at a steady rate of 
12 per cent every year. In fact, more than 50 helicopters have been 
delivered in this segment over the last five years alone. Owing to this 
steady growth, India is also becoming an attractive market for lead-
ing helicopter manufacturers to showcase their product range.

Keeping in mind that VIP and corporate helicopters are ex-
pected to behave virtually as a ‘flying office’ or a space to have 
some rest between two meetings, peace and quiet becomes very 
important for the comfort of passengers. Noise outside the cab-
in is also important when helicopters are flying in urban areas. 
Armed with the quietest helicopters in the world for each class, 
Eurocopter offers the widest range of products in this segment, 
comprising 12 different model types in the light single-engine, 
light/medium twin-engine and heavy twin-engine categories. 

In responding to the high-end market’s evolving demands, Eu-
rocopter has introduced ‘designer helicopters’ specially produced 
in collaboration with top luxury designer brands, these three major 
initiatives launched in eight years are the Eurocopter’s “Stylence” 
family, the EC145 “Mercedes-Benz Style,” and the EC135 by Hermès.

style and silence. The Stylence family of helicopters, 
where aesthetics, ergonomics and advanced technology were 
merged, provides the ultimate flying experience. Stylence, a com-
bination of style and silence, incorporates extra-thick interior in-
sulation and special flooring to further lower the noise and vibra-
tion levels, in-flight office and telecommunications equipment, 
and luxurious interior with high quality leather upholstery, mak-
ing the ride truly relaxing and enjoyable. The Stylence package is 
offered on five different models currently—EC120, EC130, AS350 
B2/B3, AS355 NP as well as EC145.

the ultra-elegance of ec145 Mercedes-Benz 
style. This one-of-its-kind helicopter is a result of the first co-
operation in helicopter history between a h/c manufacturer and 
a luxury car brand lending the engineering abilities of Eurocopter 
and design elegance of Mercedes to create this new concept. This 
helicopter boasts of not just luxury and never-before-seen interi-
ors from the house of Mercedes-Benz but also the power, strength 
and reliability of Eurocopter. Conceived as a styling project led by 
the Mercedes-Benz Advanced Design Studio in Como, Italy, the 
elegant interior of the EC145 Mercedes-Benz Style is inspired by 
the automaker’s range of high-end vehicles. It features deluxe ma-
terials, elegant woods, easily transformable interior and ambient 
cabin lighting, along with multi-function boxes.

the fashionaBle ec135 herMÉs version. When 
Eurocopter presented the first l’Helicoptere par Hermés to Fal-
con Aviation Services in Abu Dhabi, it caught the eye of every 
corporate traveller across the world. The twin-engine EC135 is 
a unique collaboration between Eurocopter engineers and Her-
més designers and craftsmen to elevate style and “provide an 
uncompromisingly user-centric experience.” The Hermés signa-
ture is evident in the exterior and interior. The cabin has been 
designed for quietness and comfort, with unique features includ-
ing a sliding glass partition separating it from the cockpit (to al-
low more light) and seats upholstered in calf leather. In addition 
to these luxury elements, this helicopter displays all trademark 
features of Eurocopter VIP-configured helicopters like spacious 
cabin, the large side-sliding doors for passengers’ easy access, 
the substantial luggage storage space, as well as state-of-the-art 
technology that delivers outstanding performance in terms of 
range, speed, reliability and safety.

While delivering value to its customers has always been the 
focus for Eurocopter, it has also very successfully redefined luxury 
for its customers as well. These helicopters have already managed 
to capture the imagination of the high-flyers in India—high-end 
executives and private operations—who truly appreciate the art 
of flying in style and have shown keen interest in owning these 
dream machines. SP

Industry OEM
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 The twin-engine EC135 Hermés is a unique 
collaboration between Eurocopter engineers and 
Hermés designers to elevate style and provide an 

uncompromisingly user-centric experience
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The system performs a battery of tasks from monitoring in real time  
engine parameters, fuel status or any abnormal flight conditions to  

storing the data that is accessed by interface unit of ACARS

A
ircrAft communicAtions Addres-
sing And reporting system (ACARS) is a 
ground-to-air and air-to-ground communica-
tion system that links an airliner with operations, 
maintenance, engineering, dispatch, catering and 
customer service of an airline. The system helps 
reduce  general workload as well as enhances 

safety and efficiency. Non-voice digital data transmission technol-
ogy, christened as ACARS, to link commercial aircraft with opera-
tors was first developed and experimented successfully in the 1980s 
by Aeronautical Radio Inc (ARNIC). Through this, routine messages 
such as weather reports can be automatically transmitted thereby 
reducing crew workload.

Today, messages are exchanged routinely using ACARS via 
very high frequency (VHF) and high frequency (HF) bands or 
SATCOM links with data link service providers (DSP) such as 
SITA and ARNIC which commission terrestrial communication 
networks with airlines or the air traffic control (ATC). DSPs up-
link and downlink ACARS messages to and from aircraft to the 
concerned department of the airlines. ACARS messages are auto-

matically transmitted from aircraft on ground or in flight in short 
bursts that last less than a second. There are about 200 charac-
ters per message and approximately 100 standard ACARS mes-
sage formats. However, some operators prefer to use their own 
formats. Radio messages are automatically generated in com-
plex sequence supported by avionics and onboard computers 
of a modern day aircraft equipped with ACARS. Contents of the 
messages have details such as event, time, aircraft systems per-
formance data and other vital information such as door closing 
time, departure origin, cruise, landing at destination—all trans-
mitted automatically to the concerned departments of the air-
line. For example, if information reflects a disparity in exhaust gas 
temperatures of the engines, the maintenance crew is alerted and 
advised where to look for the problem before the aircraft lands.

Modern-day ACARS are more sophisticated with far greater 
capability than those of the 1980s. Earlier, messages were limited 
to expected time of departure and arrival or delays, some rudi-
mentary performance data and weather. Today’s ACARS per-
form more complex tasks—capture performance and activities 
data of the aircraft, from engine parameters to a hijack situation. 

by Mahesh acharya

The Online BlACk Box
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Thanks to  advancement of ACARS that allows data from sensors 
of different aircraft systems to be collated and processed. These 
systems perform a battery of tasks from monitoring in real time 
engine parameters, fuel status or any abnormal flight conditions 
to storing the data that is accessed by interface unit of ACARS. 
The data generated provides vital information to maintenance, 
dispatch and other personnel in different areas such as engine 
performance parameters, aircraft systems status, aircraft position 
and weather.

AcArs messAges. Alpha-numeric messages (see Dia-
gram) transmitted by ACARS are highly structured containing 
address field, message label, downlink block identifier, message 
sequence number, carrier and flight number. Thus, messages are 
combination of two, three, four or five letters depending upon the 
nature of the message. Messages are decoded to make sense out 
of these alpha-numeric characters. There are no internationally 
accepted standards for message formats and each operator may 
choose its own formats. For example, a message transmitted by 
an aircraft on ground taxing for take-off, would appear as a string 
of alpha-numeric characters described on the computer screen of 
the dispatcher.

Likewise, over 100 different message formats—some short 
and some long, are routinely transmitted from aircraft.

Architecture. Introduced by ARINC in yesteryears, 
ACARS is composed of two main units, the ACARS management 
unit (AMU) and a control display unit (CDU). The AMU computer 
is designed to send and receive digital messages using the indus-
try standard transmission protocols over VHF and HF band. On 
the ground, the ACARS is supported by a network of radio trans-
ceivers, managed by and connected to a central computer that 
receives or transmits the data link messages. These messages are 
then accessed by respective departments of the airlines on the 
network. When transmitted by an aircraft, the remote ground 
stations (RGS) receives the messages that are sent to a DSP’s 
main computer system. Messages can be accessed by airline op-
erators from DSP.

For an aircraft to receive data transmission from ground net-
works over VHF and HF, an interface between ACARS MU and 
flight management system was introduced in the 1990s. Thus be-
gan two-way communication between aircraft and operator. This 
enabled the flight crew to get real-time data on prevailing weath-
er and other information from operations. ACARS transmission 

can also be intercepted through a single side band  equipped 
shortwave radio for transmissions in HF band over a dozen fre-
quencies between 2,000-2,100 Khz. Decoding the transmissions 
into meaningful messages is possible by connecting the output 
of radio to the sound card of a computer with ACARS decoding 
software freely available from the Internet.

ApplicAtion. Performance data of engines and aircraft op-
erations are available for the ground crew as part of maintenance 
data. However, this option is impossible without an interface be-
tween ACARS MU and flight data acquisition and management 
system (FDAMS) that monitors all the parameters of an engine 
such as fuel flow, oil pressure, oil temperature, engine vibrations, 
RPM and so forth. Traditionally, FDAMS data was collected by 
engineers physically from  the aircraft. This practice continues 
for aircraft where ACARS MU and FDAMS are not interfaced. 
ACARS MUs are also interfaced directly with a control display 
unit (CDU) in the cockpit giving the flexibility to flight crew to 
receive messages or place a request for latest weather reports or 
other ground support. These messages are usually displayed on 
the screen or printed out.

dAtA link messAge. ACARS messages fall into three 
main categories, ATC, aeronautical operational control (AOC) 
and airline administrative control (AAC). ATC messages are used 
to communicate between the aircraft and ATC. AOC and AAC 
messages are used to communicate between the aircraft and its 
base. In this category, usually the messages include data about 
fuel consumption, engine performance, aircraft position or any 
abnormal functions. Before the crash of Air France Flight 447 over 
the Atlantic in 2009, a series of four-minute long automatic ra-
dio messages were received from the aircraft through the ACARS. 
Analysis of these messages revealed that between 02:10 UTC and 
02:14 UTC, five failure reports and 19 warnings had been trans-
mitted when equipment failure data was captured by the system 
that tests and reports cockpit warnings.

AcArs in indiA. The Airports Authority of India (AAI) float-
ed a tender last year to provide delivery of departure clearance 
(DCL), automated terminal information system (ATIS), a contin-
uous broadcast of recorded essential information and meteoro-
logical information for aircraft in-flight through the ACARS data 
link through its dedicated central servers called the ATS data link 
servers. Initially, it would be supported by DSP until AAI estab-
lishes its own transmission control protocol and Internet proto-
col. This will ensure improvement in ATC—pilot communication. 
Two companies, ARNIC and SITA, have been providing technical 
support to airlines around the world for handling ACARS mes-
sages through third party service providers such as DSP.

ACARS server has been installed for Air India at Mumbai 
airport. Its fleet of B777-200LR/300ER airliners is equipped with 
ACARS with radio frequency 131.725 Mhz earmarked for data 
communication. As per the service provider, SITA, the ACARS 
server is versatile and flexible. It provides  standard interface to 
connect to any ground application (including SITA’s FleetWatch, 
SITA Flight Planning services, SITA Runway, AIRMAN, SAGE, 
Airbus eLogBook, EFBs, to mobile phones (SMS), pagers and 
fax. Amongst the private carriers, so far there are three that are 
equipped with ACARS. Although the service comes at a price, it 
helps to enhance air safety considerably—a factor that in the ulti-
mate analysis is of critical importance. SP

Af332. Qh 1213Af332iJo0304

Call Sign

QH means departure/Out 

Flight number

Origin Airport code IJO

Out time from Apron

Message sequence 1213 in minute 
and second past the hour
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air transport Boeing 787

The Boeing 787 Dreamliner made its India 
debut landing at the Terminal 3 of the Indira Gandhi In-
ternational Airport in New Delhi on July 13. “Indian air 
carriers have recognised the tremendous value the Boe-

ing 787 offers to airlines,” said Dinesh Keskar, President, Boeing 
India. Air India is one of the early customers and has ordered 27 
787s. Jet Airways has also ordered 10 Dreamliners. The 787 offers 
the potential to enhance the revenues of customers due to its pas-
senger appeal and reduction in maintenance costs and fuel burn. 
“We look forward to the airplane’s introduction into the fleets of 
our valued customers in India,” Keskar added. 

Air India, which placed the order in 2005, will get its first air-
craft in October this year, followed by two in November and one 
more in December.

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. The 787 also 
brings a new level of passenger comfort to travellers includ-
ing bigger windows and more personal space as well as an en-
vironment designed to help them arrive at their destinations 
feeling refreshed. SP

Dreamliner lanDs

Boeing India President  
Dinesh Keskar gives a thumbs 

up during the 787’s India debut
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Air Asia grabbed headlines by ordering 200 
A320neo for $18.2 billion (`81,900 crore) and  

Airbus, with a record 730 orders at the Paris 
Air Show, was laughing all the way to the bank. 
Le Bourget too, like other air shows, endorsed 
that increased business would come from the 

emerging markets, particularly Asia.

Windfall
at pariS

Show report PAriS Air Show

by R. ChandRakanth, PARIS
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Show report PAriS Air Show

N
otwithstaNdiNg the iNclemeNt 
weather, the 49th International Paris 
Air Show at Le Bourget came up trumps and 
was indicative of recovery in the aerospace 
industry. The 49th show had 2,113 exhibitors 
from 45 countries with a record number of 
visitors—3,45,000 of which 1,45,000 were trade 

visitors. Summing up, the Commissaire General of the Interna-
tional Paris Air Show, Louis Le Portz said, “It was an outstanding 
showcase for new technologies and was a clear sign of recovery 
for the aerospace industry.”  

“With the public unveiling of the show’s special guest, the 
Solar Impulse solar aircraft, flying displays by the Eurocopter X3 
helicopter, the Airbus A380 and the Dassault Aviation Rafale, and 
the presence of Airbus Military’s A400M and the Boeing 747-800 
and 787, this year’s event was a showcase of the extraordinary ad-
vances in technology achieved by the aerospace industry.”

It rained aeroplanes and some of the emerging Asian tigers 
picked planes as if they were at a sale. 

Air Asia grabbed headlines by ordering 200 A320neo for $18.2 
billion (`81,900 crore) and Airbus with record 730 orders at the 
Paris Air Show was laughing all the way to the bank. Le Bourget 
too, like other air shows, endorsed that increased business would 
come from the emerging markets, particularly Asia. The Chief Ex-
ecutive Officer of Air Asia, Tony Fernandes, said, “Our first aircraft 
deal was at this same Paris Air Show in March 2005. In six years, 
we have ordered 375 planes and 35 for Air Asia X. It has been a 
remarkable growth in such a short period of time.”

The record orders for Airbus—730 aircraft valued at $72.2 bil-
lion (`3,24,900 crore), most of it picked up by A320neo (new engine 
options) that offers nearly 15 per cent fuel efficiency, reflected the 
requirements of the industry. The Brazilian aerospace behemoth 
Embraer, the world’s fourth largest commercial airplane manufac-
turer, also bagged 39 orders for its E-Jet series of regional aircraft, 
worth $1.7 billion (`7,650 crore).

Meanwhile, Boeing announced that it would continue its work 
on accelerating quieter, cleaner aviation technologies. Reducing fuel 
consumption, carbon emissions and community noise would re-
main its strategy. Boeing Commercial Airplanes President and CEO 
Jim Albaugh said, “Airlines today worry about their environmental 
footprint, fuel efficiency and sustained profitability. Our family of 
ultra-efficient products directly support these customer needs.” 

The tone for the green refrain was set by the French President 
Nicolas Sarkozy who said, “Solar Impulse is a reminder that we 
must think of more energy efficient aircraft solutions right away. 
Shaping the future of aviation also means creating sustainable air-
craft.” The Solar Impulse innovation demonstrated that clean tech-
nology can reduce our dependence on fossil fuels which are not just 
prohibitive in cost but also have adverse environmental impact. 

Boeing also went to town announcing that American Airlines 
would be its launch customer for the evolutionary ecoDemon-
strator programme. Boeing is finalising plans for installing the 
initial technology applications aboard the first airplane with spe-
cific technologies that will be flown in 2012. The programme is 
working towards reducing noise and emissions during all phases 
of flight including take-off, cruise and landing. 

One of the highlights of the show was the arrival of the Boe-
ing 747-8 Freighter after completing its first transatlantic flight 
with four General Electric GEnx-2B engines powered by a blend 
of 15 per cent camelina-based biofuel mixed with 85 per cent tra-
ditional kerosene Jet A fuel. 

Boeing 747 at the show

From Left, Airbus COO-Customers 
John Leahy, Airbus President and 

CEO Tom Enders, and IndiGo’s 
President Aditya Ghosh, IndiGo 

firmed an order fot 180 A320s, 
including 150 A320neos 

Air Asia signed $18.2 billion deal 
for purchase of 200 A320neo
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Show report PAriS Air Show

Not just these two companies, several others showcased their 
‘green’ capabilities— ATR proudly announced that it is the first 
green-certified regional aircraft manufacturer for the lifecycle of 
its planes; Pratt & Whitney put on display its family of PurePower 
engines; Air France Industries-KLM Engineering & Maintenance 
explained how Ecoshine technique on an average used eight cu-
bic metre of water less per aircraft washed; CleanSky held round 
tables to further its ambitious aeronautical research programme 
ever launched in Europe—to develop breakthrough technologies 
to significantly increase the environmental performances of air-
planes and air transport, among others.

Some of the highlights of the show included the Boeing 787 
and Intercontinental 747-8 passenger and freighter models, mak-
ing their first appearances here. On the military side, AgustaWest-
land showcased its new AW149 twin helicopter. 

However, while weapon systems were on display, there was no 
new combat jet on display. It was for the in-service fighter jets—Das-
sault Aviation’s Rafale; Eurofighter Typhoon; and Lockheed Martin’s 
F-16 to add to the supersonic boom. Airbus Military’s A400M and 
the innovative Eurocopter X3 helicopter did grab eyeballs. 

Defence majors exhibited weapons and sub-systems and had 
taken substantial exhibition space—Finmeccanica, Lockheed 
Martin, Northrop Grumman, BAE Systems, Safran, Thales, etc. As 
per show statistics, 17 per cent of the trade visitors, the largest 
group, constituted airborne systems (including weapons). Rus-
sian airframer Irkut also launched the MC 21 aircraft with new 
avionics from Rockwell Collins.

iNdiaN perspective. Unlike the Chinese presence, India 
seemed to be way behind with very few companies participating, 
HAL, Samtel, Ambica Steels, Quest Global among them. India is 
seen more of a market opportunity than a manufacturing hub, 
compared to the Chinese who had products and solutions to of-
fer. US company Raytheon had exclusive sessions for the Indian 
media on the products and solutions it was offering… the list was 
long and running in billions of dollars. 

From the Indian perspective, the two contenders for the In-
dian Air Force acquisition programme of 126 medium multi-role 
combat aircraft (MMRCA)—Rafale and Eurofighter Typhoon un-
derscored their prowess to the various Indian delegations. The In-
dian Minister of State for Defence M.M. Pallam Raju was heading 
one. Some of the OEMs sought clarifications on the Indian pro-
curement procedures and the recently announced offset policy.

ConCept airCraft. In terms of concept aircraft, besides the X-3 
demonstrator, HperMach unveiled a hypersonic business jet that 
seats 10 passengers and is propelled by hybrid electric engines to fly 
as fast as Mach 4. The UK-based aerospace company is expected to 
revolutionise long distance air travel with its SonicStar supersonic 
business jet. The jet is expected to fly at 18,300 metres, high enough 
for passengers to see the curvature of the earth and can reduce flight 
time from New York to Paris to 140 minutes. It’s a 2021 project.

Another concept which caught the attention was the hyper-
sonic jet Zero Emission High Speed Transport (ZEHST) which is 
to be powered by rockets and turbojets to take passengers above 
the atmosphere to drastically cut flight time. EADS, the French 
aerospace group that developed it, claims the jet can take passen-
gers from Paris to Tokyo in 2.5 hours, more than eight hours less 
than the current flight times.

The jet runs on biofuel made from seaweed. It is a 2050 proj-
ect. The mock-up was at Le Bourget. SP

Designed by EADS, the Zehst 
will be a reality by 2021

Airbus unveiled its concept 
cabin which will be 

operational by 2050

Bombardier’s CSeries  
pavillion at Paris Air Show
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EstablishEd in 2005, air India Express (AIE), 
the low-cost arm of Air India operating on international 
routes primarily to the Middle East, came into limelight 
in a somewhat jarring fashion on May 22, 2010, when its 

Flight 812 from Dubai while landing at Mangalore airport in the 
wee hours of the morning, overshot the runway and crashed into 
the valley beyond. Of the 166 on board, 158 perished in the crash. 
The disaster was attributed to catastrophic bungling between a 
sleep-inertia ridden commander, Captain Glusica, an expatriate 
pilot of Serbian origin with over 10,000 hours of flying and a dif-
fident First Officer H.S. Ahluwalia, a former employee of Jet Air-
ways who had over 3,600 hours of flying experience. Ahluwalia 
was slated for command in the near future.

Beginning with a fleet of 25 Boeing 737-800 aircraft in 2005, 
the airline is down to 21, of which the 17 that are airworthy, oper-
ate 195 flights per week. Financially, the airline’s performance had 
peaked in 2009 but has been 
in decline since then in tan-
dem with its parent Air India, 
a malaise attributable largely 
to mismanagement at the cor-
porate level. The appointment 
of Captain Pawan Arora as 
Chief Executive Officer (CEO) 
last year had generated an 
ugly controversy on account 
of which under direction from 
the Ministry of Civil Aviation 
he had to be eased out. In his 
place, S. Chandrakumar of Air 
India was appointed as the 
Chief Operating Officer (COO) 
of AIE in the end of February 
this year. Another anomaly 
that has been corrected is the relocation of its headquarters from 
Mumbai to Kochi. This was a long felt need as bulk of the flights 
operate from the three airports the Cochin International Airport 
at Nedumbassery Kochi, Thiruvananthapuram and Kozhikode in 
Kerala as also Mangalore airport in neighbouring Karnataka. Op-
erations from the southern region provide 90 per cent of the mar-
ket share. The airline expects to receive 40 new aircraft in the next 
three years. Although there are plans to introduce operations in the 
domestic sector, the airline will continue to focus primarily on in-
ternational routes. With a business model that appears superior to 
that of Air India, AIE hopes to break even by 2013. Currently, under 
the new COO, the carrier is undergoing a restructuring plan which 
is a part of the overall turnaround plan for Air India.

But the plans for expansion could encounter a serious im-
pediment by way of shortage of experienced commanders. The 
airline had inducted a large number of expatriate pilots from Eu-

rope and Mexico to fly as commanders but most have quit. Under 
the new terms of contract wherein their salary is subject to tax in 
India, expatriate pilots no longer find employment with airlines 
in India worthwhile. Besides, expatriate pilots are now required 
to face medical board in India, a practice that was not in vogue 
earlier. The Indian system of medical examination for pilots is 
known to be stringent and many expatriate pilots who are ad-
vanced in age fear being found medically unfit leading to removal 
from flying duties and consequently losing their job. These two 
factors appear to have proved to be powerful deterrents for ex-
patriate pilots seeking positions with airlines in India and their 
numbers have dropped sharply in recent times and continue to 
diminish as more and more expatriate pilots fail to renew their 
contract. The Directorate General of Civil Aviation has also been 
pressurising the airlines to phase out expatriate pilots the cut off 
date for which has now been shifted to 2013. Shortage of expe-

rienced pilots to be recruited 
as commanders looms large 
on the horizon and is bound 
to adversely impact the air-
line’s plans for expansion.

Although there is no 
dearth of unemployed young 
commercial pilot licence 
holders in India; with only 
200 to 300 hours of flying 
to their credit, they are un-
suitable for appointment as 
commanders. The process of 
training first officers to the 
level of commanders is slow 
and on account of vested 
interests, it has even been 
made slower in the past. 

Many of the expatriate commanders designated as instructors 
would not like to be replaced by the very first officers whom they 
train as commanders. Besides, agencies responsible for employ-
ment of expatriate pilots who benefit by way of hefty commis-
sion each time one is contracted would do everything behind the 
scenes to perpetuate the system.

To cope with the anticipated shortage of commanders, AIE 
is turning to the Indian Air Force (IAF) to source 25 experienced 
pilots per year who have the potential to be trained as command-
ers in a short span of time. It is now up to the IAF to cooperate 
and provide the airline competent and experienced professionals 
in the right age group to help the carrier sustain its growth trajec-
tory. A win-win situation for both!

Finally, for the airline and the IAF, the winds of change are 
blowing in the right direction. SP

—air Marshal (rEtd) b.K. PandEy

A Win-Win SituAtion
AIE is turning to the IAF to source 25 experienced pilots per year who have the 

potential to be trained as commanders in a short span of time. For the airline and 
the IAF, the winds of change are blowing in the right direction.

PH
OT

OG
RA

PH
: S

P 
Gu

id
e 

Pu
bn

s



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

47 
Years of Excellence Personified

6 
Aesthetically Noteworthy Publications

2.2 
Million Thought-Provoking Releases

    

25
Million Expert Reports Voicing Industry Concerns 

…. aspiring beyond excellence.

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



LEAP. A truly 
game-changing 

engine from  
the people who  
first changed  

the game.

CFM* is acknowledged as a master of developing and seamlessly introducing high bypass technology and technical innovation. Our reputation for 
reliability is legendary. Reliability that makes the new LEAP engine the logical choice for the A320neo. Delivering 15% lower fuel consumption and 

producing 15% lower CO2 emissions than the engines it will replace. Witness game, set, and match, CFM. Visit www.cfm56.com/leap

*CFM, LEAP and the CFM logo are all trademarks of CFM International, a 50/50 joint company of Snecma (Safran Group) and GE.
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