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A word from editor

T
he airline indusTry in India has been in turmoil in the recent 
times with all carriers with the exception of IndiGo Airlines, suffering 
humongous losses. The industry has all along been languishing under the 
crushing burden of high taxes and perpetual affliction of inadequate infra-
structure. However, in the recent past, the situation has been aggravated by 
a number of factors to a point where running an airline is almost no longer 
tenable. The factors that seriously impinge on the well-being of the airline 

industry are the steep rise in the price of aviation turbine fuel (ATF), free fall in the value 
of the Indian rupee and a recession in demand owing to a slowdown both in the global 
and national economy. Desperate to continue breathing, the hapless Indian carriers had 
no option but to revise fares which they have done in the recent past and which in turn 
has only depressed demand further.

The trauma that the travelling public in India suffered on account of the inexplicable 
demise of Kingfisher Airlines appears to have been partially alleviated by the possibility 
of AirAsia India, a subsidiary of the Malaysian low-cost carrier, commencing operations 
in India once the mind-boggling regulatory provisions have been complied with. What is 
truly inspiring about AirAsia India is that along with the legendary Tony Fernandes, the 
joint venture low-cost carrier has Tata Sons on board with shareholding of 30 per cent. 

The Indian carriers are now pinning hopes on the recent change in policy in the regime 
of foreign direct investment (FDI) which seems to have come as a lifeline from the govern-
ment for the airlines who have accumulated huge losses and colossal debts. In this issue, 
Deepanjali Bhas looks at the keen and growing interest that foreign carriers both large and 
small, are displaying in the Indian market and exploring opportunities in the wake of policy 
change that now permits them up to 49 per cent FDI. One development that can have a 
profound effect on the industry is the proposal by  the Tata Sons to set up a full service car-
rier in partnership with Singapore Airlines (SIA). Tata Sons sailing in two boats at the same 
time is also likely to generate concerns amongst the Tata Group’s partners Tony Fernandes 
and Arun Bhatia about the threat Tata-SIA could pose to AirAsia India. Tata Sons will have 
to ensure that the two airlines under its umbrella in fact complement each other and not 
encroach on each other’s domain. All said and done AirAsia India and the Tata-SIA ventures 
are destined to accentuate the competitive environment in the industry and introduce new 
challenges for both the legacy and low-cost carriers already operating in the Indian skies. 

Another significant development on the aviation scene in the Asian region is the dem-
onstration of capability by the Chinese aerospace industry to indigenously produce a large 
narrow-body, single-aisle passenger aircraft of the Airbus A320 or Boeing 737 class, desig-
nated as the COMAC C919. The author considers this development as significant, partic-
ularly because the Asia-Pacific is where civil aviation is poised to grow at the highest pace.

All these apart from the regular features and other articles. Welcome aboard and 
happy landings!
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Earlier, Buffet had admitted it was 
one of his few indulgences. Subse-
quently, what elevated the business jet 
from a luxury toy to what is increas-
ingly seen as a vital corporate tool? In 
the US, hundreds of Fortune 500 com-
panies now flaunt their own aircraft, 
with companies arguing that this vital 
conveyance saves time and boosts pro-
ductivity. A recent CNN report quotedNewsBriefs
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(  AirLiNe NeWs

Dues of InDIan CarrIers
End August 2013, K.C. Venugopal, Minister 
of State in the Ministry of Civil Aviation, 
informed the Lok Sabha of the humongous 
sums of money the airlines owed to the Air-
ports Authority of India (AAI) as on March 
31, 2013. Air India, with a market share of 
19 per cent, leads the pack of debtors with 
a staggering figure of `1,539.75 crore, which 
is over 80 per cent of the total dues. Jet 
Airways owes `100.16 crore, which is 5.22 
per cent of the total dues, SpiceJet owes AAI 
`80.17 crore, which is 4.18 per cent of total 
dues and GoAir owes `8.71 crore consti-
tuting 0.45 per cent of total dues. With a 
market share of nearly 30 per cent, IndiGo, 
the market leader, owes a mere `2.89 crore 
to the AAI, which is 0.15 per cent of the 
total dues. Earlier in the year, Panabaaka 
Lakshmi, the Minister of State for Petroleum 
and Natural Gas, apprised the Lok Sabha 
of Air India’s dues to the state-owned oil 
companies which as on February 28, 2013, 
stood at `4,324 crore, more than three times 
the combined dues of all other airlines in 
the domestic segment.

restruCturIng of Jet aIrways 

Jet Airways acquired Air Sahara in 2007 re-
naming it as JetLite and later as JetKonnect, 
operating on a low-cost model on a separate 
operating permit. However, the Centre for 
Asia Pacific Aviation is of the view that the 
domestic business model of Jet Airways is 
not viable. Aggravated by a slowdown in 
the Indian economy, the airline is weighed 
down by mounting losses. Now with the aim 
of improving operational efficiency, Jet Air-
ways (India) Ltd is considering the option to 
merge its full service carrier with its no-frills 
brand JetKonnect under a single operating 
permit. Another option on the table is to do 
away with the no-frills Konnect brand alto-
gether and restructure the entire fleet as a 
full service carrier. It is understood that this 
concept is being driven by Etihad’s move to 

acquire 24 per cent equity in Jet Airways and 
the need for Jet to align with Etihad’s model 
and standard of service. There would be bet-
ter clarity in the situation once the deal with 
Etihad is final. 

all nIppon aIrways to Invest In 
MyanMar
As part of its strategy of expanding into 
new international markets, Japanese full 
service carrier All Nippon Airways (ANA) 
has announced its plan to acquire a 49 per 
cent stake in Myanmar-based Asian Wings 
Airways (AWA), a step that will translate 
into an investment of $25 million or 2.5 
billion yen. ANA will focus on improving 
operational and on-time performance of 
AWA and support its expansion into markets 
outside Myanmar. AWA is a profitable airline 
currently operating only domestic services. 
However, it plans to inaugurate international 
routes from October this year and intends to 
expand its aircraft fleet with a goal of operat-
ing ten A320 aircraft by 2018. The investment 
in AWA is in conformity with ANA’s corporate 
strategy which involves diversification into 
new airline-related businesses particularly 
in the Asian region. The acquisition of the 
stake in AWA represents the first investment 
in a Myanmar-based commercial carrier by 
a foreign airline. ANA intends to capture an 
increasing share of the fast-growing Asian 
airline market and this investment in AWA 
will support that strategic goal.

sIx new BoeIng 737 for Jet aIrways
Beginning October 2013, Jet Airways will 
induct six narrow body Boeing 737s. The 
airline is expected to receive 12 Boeing 
737s this year but half the number from 
the existing fleet will be out of operation 
due to end of lease term. The net addition 
to the fleet thus will be of six aircraft, four 
of which will be deployed on international 
routes. The airline reported a loss of `348 
crore in the first quarter of financial year 
2013-14 on account of higher operating 
costs and devaluation of the Indian rupee. 
Revenue too was lower as the airline 
pulled out of loss making domestic and 
international routes and had to ground six 
wide body airbus A330 aircraft. Capacity 
and passenger traffic too declined in this 
quarter compared to the previous year. 
The airline earns 57 per cent of revenue 
from international operations and expects 
international capacity to grow 10 to 12 per 
cent in this fiscal through its alliance with 
Etihad Airways and will use Abu Dhabi as a 
hub for its international flights.

srIlankan aIrlInes: expanDIng 
footprInt
SriLankan Airlines is looking at the possibil-
ity of expanding its Indian operations by 
adding 12 new weekly flights to tap into its 
burgeoning hub at Colombo’s Bandaranaike 
International Airport. Slated to join the one-
world alliance of airlines later this year, SriL-
ankan Airlines operates a fleet of 23 aircraft, 
largely of the Airbus family and currently 
serves 33 destinations across Europe, Asia, 
and the Middle East. The airline is emerging 
as an aggressive international player on the 
Indian subcontinent and today has the far-
thest reaching European and Asian network 
of any airline on the subcontinent. India is a 
key part of the carrier’s growth strategy and 
in conjunction with its low-cost subsidiary 
Mihin Lanka, both owned by the Sri Lankan 
Government, operates 92 flights per week 
from Sri Lanka to India, serving 10 destina-
tions and 11 routes. SriLankan is a much 
stronger airline today backed by a better 
national economy and a bigger pool of con-
nectivity to draw upon at Colombo.

launCh of aIr Costa IMMInent

A new regional airline Air Costa Aviation, 
the first in South India, is expected to com-
mence operations in the next two months 
as against its original plans to do so in 
July this year. The airline will operate the 
Embraer E-170 regional jets and will focus 
on the southern region linking Vijayawada, 
Hyderabad, Bengaluru and Chennai. Air 
Costa plans to operate as a twin-class, low-
cost carrier. Regional airlines are required 
to operate in the small towns within one of 
the designated regions—North, South, West, 
East and the Northeast region. But they are 
not allowed to connect to more than one 
major city, except those licensed to fly in 
the southern region. “Air Costa introduces 
its own version of comfort and class in its 
seat configuration with competitive fares 
to provide the air traveller what he truly 
desires,” said N.K. Babu, CEO of Air Costa. 
The Ministry of Civil Aviation had intro-
duced the scheduled operator permits for 
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EvEnts CalEndar 

regional airlines in August 2007 to increase 
air services to smaller cities. 

ventura aIrlInes In the DolDruMs
Ventura Airlines, a successful intra-state 
operator in Madhya Pradesh, had won the 
bid to invest over `150 crore to introduce 
its services in Gujarat under the banner of 
Ventura AirConnect a year ago, but is yet to 
get approval of the state government. Earlier 
on, Deccan Shuttles that had been launched 
in Gujarat as intra-state airline services in 
August 2012 by Captain G.R. Gopinath oper-
ating nine-seater flights between Bhavnagar 
and Surat as well as Ahmedabad and 
Kandla, was closed down in March 2013. As 
per sources in the state government, the ap-
proval is held up on account of some policy 
issues that are yet to be resolved. Saurabh 
Patel, Minister of State for Civil Aviation, 
Gujarat, however, clarified that a meeting 
with the company was planned to be held 
in the near future. Meanwhile, the agonising 
uncertainty for Ventura Airlines continues.

(  iNfrAsTrUCTUre

prIvatIsatIon of aIrports
After the airports at Delhi, Bengaluru, Mum-
bai and Hyderabad that are already being 

operated with participation by private op-
erators, the government is moving forward 
to privatise six more airports in the country 
based on the PPP model, beginning with 
airports at Chennai and Lucknow for which 
request for qualification (RFQ) has been 
issued. The other airports that would be 
taken up later for privatisation are Kolkata, 
Guwahati, Jaipur and Ahmedabad. RFQs for 
airports at Chennai and Lucknow are to be 
submitted by mid-October and the financial 
bids by mid-December as per a statement 
by the Ministry of Civil Aviation. The deci-
sion to invite private parties for operating 
these airports was taken after a meeting of 
the Inter-Ministerial Group.

seConD aIrport In ChhattIsgarh

A memorandum of understanding (MoU) 
for the development of an airport at Raigarh 
at a cost of `280 crore was signed between 
the state government of Chhattisgarh and 
the Airports Authority of India (AAI). The 
function was chaired by Dr Raman Singh, 
Chief Minister of Chhattisgarh, and at-
tended by senior functionaries of the state 
government and AAI. V.P. Agrawal, Chair-
man, AAI, and Subodh Kumar Singh, Secre-
tary Aviation, Government of Chhattisgarh, 
signed the MoU. Raigarh will be the second 
airport for domestic flights in the state. 
The state government has provided 220 
hectares of land to AAI for construction of 
the airport. The Chairman AAI thanked the 
Chief Minister for reducing tax on ATF from 
25 per cent to five per cent, thereby boosting 
domestic flight operations and passenger 
traffic. The Chief Minister declared that the 
tax on ATF would be further reduced to one 
per cent on commencement of interna-
tional flights from the Swami Vivekananda 
Airport, Raipur. The Chairman AAI stated 
that the airport would be developed in two 
phases. In the first phase, the airport will be 
developed for the operation of smaller air-
craft capable of operating on runway length 
of 1,870 metres. The second phase will make 
the airport capable of operation by A-321 
type of aircraft.

aIrport InfrastruCture In  
the northeast
As per the Ministry of Civil Aviation, the 
Airports Authority of India (AAI) oper-
ates 11 airports in six of the eight states in 
Northeast India. A new Greenfield airport 
would be commissioned in Sikkim by June 
next year. Also, another Greenfield airport 
has been sanctioned for Itanagar, the capital 
of Arunachal Pradesh, for which land 
acquisition is in progress. The Ministry of 
Civil Aviation has informed a parliamen-
tary panel that none of the airports in the 
Northeast is making profits and that AAI 
is incurring a loss of `110 crore a year. The 
Ministry also catalogued the problem of lack 
of facilities in the Northeast region including 
lack of night landing facilities. The parlia-
mentary panel stressed that there should 
not be any delay in augmenting the facilities 
of airports in the North-eastern states.

(  iNDUsTrY NeWs

atr forays Into russIa

ATR has received Russian certification 
to operate from unpaved runways in four 
remote locations in Russia. Unpaved 
runway surfaces include gravel, mud 
and grass strips. ATR aircraft are the 
only in-production above 50-seat foreign 
turboprops having received the certifica-
tion for unpaved runway operations from 
the Russian regulatory agency. Carmine 
Orsi, Senior Vice President Technical, ATR, 
said, “The ability to land and depart from 
unpaved runways adds increased operat-
ing flexibility to an already outstanding 
and robust ATR aircraft requiring minimal 
airframe modifications.” With its expanded 
performance and the ability to operate 
from unpaved surfaces, ATR proves its 
commitment and enthusiasm to further 
invest in Russia’s high potential market. 
ATR turboprops aim to improve communi-
cations with Russia’s most remote regions 
where harsh environmental conditions 



Power People Depend On.™

PurePower® engines are by far the greenest in aviation and that’s no accident of nature, but purely by design. 
Our Geared Turbofan™ engine is designed to be quieter and more efficient with fewer emissions. Not just old 
technology repackaged in a new skin, but a better engine at its core. Learn more about the PurePower PW1000G 
engine family at PurePowerEngines.com.

It’s easy to be green 
when it’s in your nature.

Client: Pratt & Whitney Commercial Engines
Ad Title: It’s easy to be green
Publication: SP’s Air Buz - July/August
Trim: 210 x 267 mm  •  Bleed: 220 x 277 mm 

29535-2_PP_Nature_SPsAirBuz.indd   1 7/16/13   8:24 AM



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 • 2013 Gwww.SpSaIrbUz.nEt6

and the country’s vast territory make road 
transportation impracticable.

prospeCts for InDIan avIatIon 
InDustry
The two leading global aerospace majors 
Boeing and Airbus— are optimistic about 
the growth in the demand for airliners in the 
country, the current economic slowdown 
notwithstanding. In their market forecasts 
last year, Airbus and Boeing had estimated 
demand for 1,232 and 1,450 planes from 
India, respectively through the next two 
decades. Boeing believes that its customers 
will continue with the expansion of their 
fleets. India is projected to have the highest 
passenger traffic growth in the world over 
the next 20 years at a rate that is twice the 
world average. The Centre for Asia Pacific 
Aviation (CAPA) has revised its ten-year 
forecast estimating passenger traffic at 375-
400 million by 2020-21. This is lower than 
the earlier estimate of 450 million by 2021. 
Analysts and industry experts, however, 
warn of lower-than-anticipated passenger 
growth, unless urgent steps are taken to 
revive the sector. CAPA expects the Indian 
economy to be back on the growth trajec-
tory by 2015-16.

hIstorIC MIlestone for aIrBus

In August this year, Airbus crossed a his-
toric milestone when it delivered the 8000th 
aircraft, an Airbus 320 to AirAsia Group, the 
largest low-cost airline in Asia, which is also 
the largest customer for the A320 family 
of airliners. Fabrice Brégier, President and 
CEO of Airbus, said, “It is particularly fitting 
that our 8,000th delivery goes to AirAsia, 
one of the world’s fastest growing airlines. 
In an increasingly challenging and diverse 
worldwide economic context, we are more 
than ever focused on delivering real value 
to our customers. We will achieve this by 
continuing to innovate, together with our 
customers, in all fields of the business to 
stay ahead of the game and offer the most 
efficient products and services.” Today, Air-
bus has products to cover a wide range of 

market demand in terms of seating capacity 
ranging from 100 to 500 passengers. Tony 
Fernandes, CEO, AirAsia, said, “The excel-
lent fuel efficiency and economics of Airbus 
aircraft are key contributors to AirAsia’s 
success. We are confident that these mod-
ern aircraft will enable us to continue our 
ambitious growth plans.”

BoMBarDIer CserIes for InDIa

Canadian aerospace major Bombardier 
expects its 100- to 160-seat CSeries to take 
off soon in the Indian skies and that the 
company is working with the government 
to find ways for financial institutions to 
become the lessors for airlines. This comes 
at a time when Indian carriers are looking 
at expanding operations to more Tier-II 
and Tier-III cities. According to reports, the 
company has pushed back the first flight 
of the CSeries three times and recently 
said it was ready to fly in weeks. “I am 
very excited that eventually we can bring 
in the CSeries into India. It can offer the 
latest technology with lower cost of opera-
tion, especially as the aviation industry 
is developing to cover Tier-II and Tier-III 
cities,” said Mike Arcamone, President, 
Commercial Aircraft, Bombardier. The 
company claims the CSeries has 12 per 
cent cost advantage compared with the 
new generation aircraft. Compared to old 
generation planes, the cost advantage is 
20 per cent. The company has not revealed 
any timeline to launch the new product in 
India, but said it would be launched soon 
“if the customer demands it”.

enCouragIng upturn In DoMestIC  
aIr traffIC
For the first time since March, both capacity 
and demand in the market saw a positive 
growth in July 2013. Domestic passenger 
traffic registered a healthy 7.25 per cent 
growth in July on a year-on-year basis as 
air fares dropped nearly 20 per cent. The 
Indian domestic carriers flew 4.86 million 
passengers in July 2013 as against 4.5 million 
passengers in July 2012. April-June quarter 

is good season for travel as it coincides with 
the holiday season; but July-September is 
a lean season. Domestic airlines are now 
offering incentives and discounts as traffic 

Cae
Vice President of Global Business De-
velopment and Sales for CAE, Raymond 
Duquette has been appointed as President 
and General Manager of CAE, USA. 

spaIrlIners gMBh
Sven-Uve Hueschler has assumed charge 
as new Managing and Financial Director of 
Spairliners GmbH. Spairliners is a joint ven-
ture between Air France Industries (50 per 
cent) and Lufthansa Technik (50 per cent).

euroCopter
Norbert Ducrot has been appointed the 
President and CEO of Eurocopter China in 
addition to continuing his responsibilities 
as the Eurocopter Senior Vice President- 
North Asia (China, Korea, Japan).

roCkwell CollIns
Rockwell Collins has announced the 
restructuring and rotation of leadership 
within its Commercial Systems organisa-
tion as follows:
•   Jeff Standerski, formerly Vice President 

and General Manager, Air Transport 
Systems, has been named Vice President 
and General Manager, Business and 
Regional Systems. 

•   Steve Timm, formerly Vice President and 
General Manager, Flight Information So-
lutions, has been named Vice President 
and General Manager, Air Transport 
Systems. 

•   Greg Irmen, formerly Vice President and 
General Manager, Business and Regional 
Systems, has been named Vice President 
and General Manager of a new portfolio 
which consolidates the former Flight 
Information Solutions portfolio with the 
Cabin and Electro Mechanical Systems 
portfolio, based in Tustin, California.
The company has announced election 

by its Board of Directors of company 
President Kelly Ortberg to the additional 
role of CEO. He has also been appointed 
to the company’s Board of Directors and 
to the Board’s Executive Committee.

gulfstreaM 
Gulfstream Aerospace Corporation has 
appointed aviation veteran Luiz Sandler as 
Regional Vice President of Sales for South 
America.

appointmEnts



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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slows down during July-September quarter 
to increase its market share and boost for-
ward bookings. IndiGo maintained its lead-
ership position with a market share of 29.7 
per cent. Jet Airways retained the number 
two spot with 25.3 per cent share. SpiceJet, 
which is facing a leadership crisis following 
resignation of CEO Neil Mills, saw its share 
drop to 17.5 per cent while Air India’s share 
remained at 19.7 per cent.

(  reGULATOrY

regulatory provIsIons for 
InternatIonal operatIons
The Ministry of Civil Aviation is contem-
plating a modification in the regulatory 
provision that requires Indian carriers 
to have a minimum fleet strength of 20 
aircraft to be eligible to commence interna-
tional operations. If it does come through, 
this change in the rules will benefit GoAir 
as it has a fleet of 16 aircraft and hence is 
not eligible under the existing rules even 
though it began domestic operations in 
2005 and has completed the minimum five 
years of operations in the domestic seg-
ment. Also to benefit will be AirAsia India 
which is yet to launch operations. “India 
is strategically located and we can operate 
flights from the southern part of the coun-
try within a four-hour circle to destinations 
in Africa and on the Gulf route such as 
Doha, Nairobi, Maldives, Karachi, Bangla-
desh and some cities in China. It is bizarre 
that the government has a regulation in 
place which allows only those airlines with 
five years of operating experience and a 
fleet of 20 aircraft to fly international. It 
does not make sense,” Tony Fernandes had 
said to the media in July this year. AirAsia 
has also evinced interest in developing 
India as a hub for international travel.

proposal for CIvIl avIatIon 
authorIty
In July this year, the Cabinet accorded 
in-principle approval to the proposal by 
the Ministry of Civil Aviation to set up 
an autonomous body, the Civil Aviation 
Authority (CAA), to replace the Directorate 
General of Civil Aviation (DGCA). The bill 
to establish the body is yet to be passed 
by the Parliament. Unlike DGCA, which 
functions under the aegis of the Ministry, 
the proposed authority will have admin-
istrative and financial autonomy to meet 
the functional requirements for an effec-

tive aviation safety and oversight system. 
Besides, it will also have the authority to 
exercise economic and environmental 
regulations and protect consumers’ inter-
ests. However, it is not quite clear whether 
the move will mean a curtailment of the 
Ministry’s authority or change in its role 
after the new structure comes up. CAA, like 
DGCA, will also deal with matters relating 
to financial stress on safety of air opera-
tions, as witnessed in the demise of King-
fisher Airlines last year. Besides, CAA will 
establish a separate fund, the Civil Aviation 
Authority of India Fund, which will be used 
for all expenses of the authority.

(   BUsiNess AND GeNerAL 
AViATiON

eMBraer phenoM 300 to enter 
servICe In ChIna

Embraer’s light business jet, the Phenom 
300, is set to enter service in China for the 
first time, thanks to an order from private jet 
operator Erdos General Aviation Company. 
Erdos is scheduled to receive its Phenom 
300 by the end of 2013, though Embraer has 
not announced a firm delivery date yet. “Our 
companies share the same vision of a prom-
ising future for China’s executive aviation 
market,” said Guan Dongyuan, President of 
Embraer in China, speaking about the Bra-
zilian manufacturer’s new partnership with 
Erdos. The order comes following certifica-
tion of the Phenom 300 by the Civil Aviation 
Administration of China last fall. 

setBaCk for BusIness avIatIon
The Ministry of Home Affairs (MHA) has 
stopped issuing temporary landing permits 
(TLPs) to air crew of foreign-registered busi-
ness jets, citing security concerns. This has 
severely affected the movement of general 
aviation aircraft into the country. Addition-
ally, the government has made it manda-
tory for the crew of non-revenue flights of 
foreign-registered aircraft to have employ-

ment visa to fly within the country after 
landing in India. According to official data, 
as many as 24,000 general aviation aircraft 
movements were registered every month 
in the country in the last financial year. 
Sources indicated nearly 60 per cent of these 
flights had been affected due to change 
in regulatory norms. Most of the business 
and general aviation aircraft originate from 
the US, Canada and Europe. Earlier, MHA, 
through the Bureau of Immigration, used 
to issue TLPs for up to 72 hours for aircrew 
of foreign-registered NSOPs. To fly within 
the country after landing, the NSOPs are 
required to secure permits for up to 15 
days from DGCA. For trips of up to 60 days, 
approvals have to be secured from the Min-
istry of Civil Aviation.

(  TrAiNiNG

Cae’s new sIMulator traInIng 
faCIlIty
On August 29, 2013, CAE commenced 
training at the CAE Simulation Training 
Centre in Delhi established to train up 
to 5,000 pilots and maintenance person-
nel annually. IndiGo’s parent company, 
Interglobe Enterprises, CAE and Airbus 
had “broken ground” in November 2011 for 
this venture. Located in Greater Noida in 
the National Capital Region and employing 
the latest technologies available with CAE, 
this facility is available for airlines in India 
and the neighbourhood. With six full-flight 
simulators, the focus of the new training 
centre will be to provide “wet” and “dry” 
type-rating, recurrent, conversion and 
jet indoctrination training for commer-
cial pilots. This simulator facility comes 
after similar training centres in India at 
HAL, Bengaluru, National Flying Training 
Institute, Gondia, and at IGRUA, at Rae 
Bareilly. The new centre takes CAE’s total 
to about 70 Airbus full-flight simulators in 
more than 20 locations worldwide. CAE 
operates the largest network of Airbus 
simulators. This new facility at Delhi has 
begun operations two months after Airbus 
and CAE concluded their training services 
cooperation, which was done to provide 
“more flexibility for both companies to 
serve their respective stakeholders direct-
ly”. Airbus assures that “There will be no 
impact on any existing airline customers 
currently training with Airbus or with CAE 
following the conclusion of the existing 
cooperation agreement.” sp
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Often large tracts of forests or fields have to be cleared to make way for runways, taxi 
tracks and associated facilities. A diligent cost-benefit analysis and environmental impact 

assessment should be a prerequisite for all new airports. Once the decision is taken to go 
ahead, measures to preserve the environment or compensate for its destruction, need to 

be built into the contract.

KEEP IT CLEAN!

by Joseph NoroNha

W
hen reams of statistics 
fail to convince, a single number 
sometimes helps drive home a point. 
In May, the Mauna Loa Observatory 
in Hawaii detected for the first time 
that the concentration of carbon di-
oxide (CO2) in the atmosphere had 

passed 400 parts per million (ppm). This is the figure the Inter-
governmental Panel on Climate Change (IPCC) believes could 
result in a global temperature rise by up to 2.4 degrees Celsius 
by the end of the century, enough to cause severe environmental 
and climatic changes.

Apart from a few die-hard sceptics, most experts believe that 
human-induced climate change is a reality and that the situation 
could easily spiral out of control unless determined measures 
are taken to control greenhouse gas (GHG) emissions. Before the 

industrial revolution and its addiction to fossil fuels unleashed a 
frenzy of carbon injection into the atmosphere, CO2 levels were 
just about 280 ppm. In 2008, James Hansen, one of the world’s 
foremost climate change scientists, wrote, “If humanity wishes to 
preserve a planet similar to that on which civilisation developed 
and to which life on Earth is adapted, paleo-climate evidence and 
ongoing climate change suggest that CO2 will need to be reduced 
from its current 385 ppm to at most 350 ppm.” Yet CO2 seems set 
to rise well above 400 ppm.

Where does aviation come in? Aircraft engines emit toxic gases 
and particulate matter that contribute to climate change and global 
dimming. They also produce noise. Apart from the direct effects 
of emissions, flying at altitudes near or in the stratosphere may 
increase the total climate change impact significantly, perhaps even 
double it. Overall, it is estimated that aviation is currently respon-
sible for about 3.5 per cent of the warming effect of GHG emissions.

e195-e2: Compared to the current 
E-195, the aircraft has three-seat rows 
and can accommodate up to 132 seats
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Primarily, there are three ways to limit aviation-related emis-
sions namely using fuel-efficient aircraft, reducing weight and 
improving operating techniques to burn less fuel. Each year, the 
aviation industry manages to improve fuel efficiency by about 
1.5-2 per cent. But aviation itself grows by up to five per cent thus 
overpowering these gains. By 2050, aviation’s share of the total 
emissions could increase to between 5 per cent and 15 per cent.

ramifications for regional aviation. Regional 
aviation is an important, convenient and often the only way of 
linking isolated communities with the rest of the world. It gener-
ally involves small aircraft ferrying passengers from outlying air-
ports to the nearest major hub where they board airliners that 
transport them over large distances, perhaps even across conti-
nents, to the desired destinations.

By its very nature, regional aviation is more polluting than 
intercontinental aviation. Small regional jets don’t emit a great 
deal of greenhouse gas but since they carry fewer passengers, 
emissions per-seat-kilometre are high. Regional flights are gen-
erally over short distances and involve many more take-offs and 
landings besides more time on the ground with engines running. 
These add significantly to emissions. In a typical operating day, 
a regional jet with 50 seats might perform ten cycles of take-off 
and landing yet cover a total distance of just 2,500 km. During the 
same period, a jumbo jet with more than 400 passengers onboard 

may traverse over 12,000 km with just one take-off and landing. 
The big plane has far lower emissions per-seat-kilometre. How-
ever, its effect is somewhat increased because the impact of car-
bon emissions at high altitude is greater than at ground level. 

Regional jets are inherently 40-60 per cent less fuel-efficient 
than narrow-body planes such as the Boeing 737 and Airbus 320. 
This is more due to differences in operational patterns like the 
large number of take-offs and landings and lower cruising levels, 
rather than any technological inadequacy. As long as the price 
of oil was low, the inefficiency of regional jets was masked. But 
around the turn of the century, environmental issues came to the 
fore and the high emissions of regional jets became problematic.

Around the same time, the price of oil exceeded $35 a barrel. 
Manufacturers and operators began to realise that the only way 
to keep costs and emissions under control was to put in more 
seats, first 70, then 90 and then 100. While Embraer began pro-
ducing the E-Jet E-170 to E-195 variants with seating capacity 
ranging from 80 to 122, Bombardier came out with the 70-seat 
CRJ700, 86-seat CRJ900 and 100-seat CRJ1000. In fact, the 90-seat 
regional jet has emerged as the smallest economically viable unit 
of production. That is why the Russian Sukhoi SuperJet SSJ 100-
95, which entered service in April 2011, has a seating capacity of 
98. Bombardier’s forthcoming CSeries CS300 will feature up to 
145 seats, with a high-density variant of 160 seats. Rival Embraer’s 
proposed E195-E2 will carry up to 132 passengers normally, with 
a maximum high-density capacity of 144 seats.

Significant reductions in fuel burn and GHG emissions have 
already been achieved on long-haul wide-body airliners such as 
the Boeing 787 and the Airbus 380. Equally impressive gains are 
promised on forthcoming narrow-body planes like the Airbus 
320neo and Boeing 737MAX. However, such improvements are 
more difficult on smaller aircraft like regional jets. Weight sav-
ings are also harder to achieve since regional aircraft must be  

regional jets are inherently 
40-60 per cent less fuel-
efficient than narroW-body 
planes

 sukhoi superjet 100-95: The 90-seat 
regional jet has emerged as the smallest 

economically viable unit of production
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sufficiently sturdy to withstand the rugged conditions of outly-
ing airfields, higher risk of bird strikes and increased chances of 
impact with servicing vehicles on the ground.

One thing regional carriers can do is switch to turboprops. 
Jets are faster than turboprops and greatly reduce travel time. 
But for short flights, say less than 500 nautical miles, the differ-
ence in journey time is small while the fuel-efficient virtues of 
the sluggish turboprop come to the fore. The ATR 72 and Bom-
bardier Q400 NextGen, for instance, burn about two-thirds the 
fuel of a typical regional jet. They cruise at a much lower altitude, 
so they spend less time on the thirstiest stage of the journey, the 
climb to cruise. Their manufacturers claim that these aircraft 
produce about 50 per cent less CO2 emissions than equivalent 
modern regional jets and a fraction of that produced by older 
jets. Turboprops also operate at lower levels and so they do not 
create concerns over ozone layer or contrail production. As 
these aircraft need shorter runways than jets, it allows them to 
operate from small rural airports. And the noise and discomfort 
associated with turboprops in the popular imagination have 
been largely overcome. Advanced turboprop engines like the 
Pratt & Whitney PW127 and PW150 also seldom need major 
maintenance. Their health is assured with little more than oil 
and filter change plus scheduled inspections.

Refining operating techniques is a constant process and can 
greatly reduce emissions. Regional airlines have an advantage 
since they fly over less-frequented routes and away from con-
gested airports. They can follow best practices like continuous 
climb departures, optimal altitudes for reduced fuel burn, and 
continuous descent approaches at destination.

a tireless Quest for efficiency. Increased fuel 
efficiency, biofuels and route optimisation; all help to reduce the 
impact of aviation on the environment. But fuel efficiency cannot 
be improved beyond a point. Aviation technologists are already 
grappling with complex interdependencies between CO2, nitro-

gen oxide (NOx) emissions and noise. They are often forced to 
make trade-offs among them before taking critical design deci-
sions. The same goes for operational decisions.

In June this year, the International Air Transport Association 
(IATA) reaffirmed its target of carbon-neutral growth from 2020 
and a 50 per cent reduction in net emissions by 2050 from a 2005 
baseline. The carbon footprint of any flight depends on the air-
craft model, the distance flown, number of empty seats, and the 
weight of the baggage. Airlines realise that they cannot operate 
fuel-inefficient planes and remain viable. However, switching to 
low-emission aircraft is a costly and a time-consuming process. 
Fortunately, reducing fuel burn and emissions increases profit 
which incentivises the industry to pursue fuel-efficient options. 

Since regional airlines in India are yet to get off the ground, 
they are ideally placed to learn from the mistakes of others. In 
most parts of the world, regional carriers started out with small 
jets at a time when the cost of aviation fuel was low. But they were 
forced to switch to larger planes or turboprops to keep operat-
ing costs under control. India’s prospective regional carriers can 
select the most fuel-efficient aircraft, use airspace more efficiently 
and follow an ecologically sound strategy practically from launch.

The Indian Government is keenly interested in improving 
regional connectivity. About 90 destinations have been identified 
to be added to the aviation map of the country. Regional carriers 
may be subsidised to make such operations viable. The govern-
ment has also decided to set up 51 new low-cost airports in 11 
states. New regional airlines will thus be able to take aviation ser-
vices to areas comparatively free of pollution. Regional airports, 
however, strain the environment. Often large tracts of forests or 
fields have to be cleared to make way for runways, taxi tracks and 
associated facilities. A diligent cost-benefit analysis and environ-
mental impact assessment should be a prerequisite for all new 
airports. Once the decision is taken to go ahead, measures to pre-
serve the environment or compensate for its destruction, need to 
be built into the contract. SP

environment-friendly:  
The ATR 72 burns about two-thirds 

the fuel of a typical regional jet
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AircrAft EnginEs

With all the three leading global aircraft engine manufacturers, Rolls-Royce, General 
Electric and Pratt & Whitney, slugging it out for market share, the fight for slice of the 

large engines segment is poised for interesting times ahead

Powering Large 
airLiners

by ShriniwaS MiShra

A
viAtion history is witness to a mas-
sive leap in propulsive power from the Wright 
Flyer’s 12 horsepower in the year 1903 to GE90-
115B, the world’s largest and most powerful 
engine, delivering the equivalent of 1,45,000 
horsepower. GE90 engine was originally certified 
in 1995 at 84,700 lbs and debuted aboard Brit-

ish Airway’s 777. Since the introduction of Boeing’s longer-range 

777 early in the decade beginning in the year 2000, the GE90 has 
been the best-selling engine for that aircraft family. While General 
Electric’s CF6 engine has a thrust rating of 68,100 lbs, the GE90 se-
ries engines range lies between 76,400 lbs and 1,15,300 lbs thrust. 
With the increasing size of Boeing 777, the thrust too needed to 
be increased and which was successfully met by the GE90 series 
engines. The continued soaring demand resulted in subsequent 
development of larger engines like GE90-110B1 and GE90-115B 

outstanding value:  
Pratt & Whitney’s PW4000 powers  

the Boeing 747/767
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variants. These variants tested with 
thrust in excess of 1,25,000 lbs, being 
the most powerful derivatives of the 
GE90, are the sole engines for Boeing’s 
longer-range and newest models like 
777-200LR, 777-200F and 777-300ER. 
GE90-115B, being 216 inches long and 
135 inches wide, is the biggest engine 
in the world and is the most power-
ful and efficient wide-body engine in 
service today. This engine has another 
record to its credit wherein in the year 
1995 it powered the longest commer-
cial flight till date for 22 hours 42 min-
utes from Hong Kong to London, flying 
over the Pacific and Atlantic oceans.

LeAp into the next-Gener-
Ation. Orders for the best-selling 
aircraft engine combination of Boe-
ing 777 and GE90 has grown to an 
astounding 225 by the year 2014. The 
success story of GE90 revolves around 
several technological feats includ-
ing carbon fibre composite fan blades. This engine has achieved 
tremendous success with an extremely low in-flight shutdown 
(IFSD) rate of 0.001, i.e. one engine IFSD per one million engine 
flight hours. GE90-115B offers significantly reduced fuel con-
sumption with the hydrocarbon emission down to 40 per cent 
of the internationally permitted standards. Thus, the success of 
GE90 has resulted in the engine being the basis for the best-selling 
General Electric next-generation (GEnx) to power the Boeing 787 
and providing the core hot section for the Engine Alliance GP7200 
engine for the Airbus A380. This engine has also influenced new 
CFM International LEAP engine which is the best-selling engine 
for the Boeing 737 MAX, Airbus A320neo and COMAC C919 air-
craft. The GEnx is an advanced dual rotor, axial flow and high 
bypass engine in production for the Boeing 787 and 747-8 and is 
supposed to replace the CF6 engine. This engine has a number of 
weight saving features like fan blades made of composites with 
titanium leading edges, fan case of composite material and tita-
nium aluminide Stage 6 and 7 LP turbine blades.

vyinG for MArket shAre. While the GE90 series has 
been maintaining its dominance, Rolls-Royce too with its Trent 

series of engines has been in the market for aircraft like Boeing 
777/787 Dreamliners and Airbus A350/A380. Pratt & Whitney, 
being the world’s second largest aircraft engine manufacturer 
by sales ahead of Rolls-Royce and behind GE, has also been con-
testing wide-body aircraft market segment. Today, the company 
has over 13,000 engines powering airliners across the world and 
has logged over a billion flight hours. The company’s advanced, 
proven technologies including single-crystal super alloy mate-
rials, powdered metal disks and full-authority digital electronic 
control (FADEC), provide excellent operational and environmen-
tal performance and durability. The engine meets with noise and 
emissions regulations currently in force. 

Pratt & Whitney’s PW4000 powers the Boeing 747/767 while 
the Boeing 777-200 is powered by Pratt & Whitney 4077 (77,000 
lbs)/Rolls-Royce Trent 877 (76,000 lbs)/General Electric GE90-
77B (77,000 lbs), Boeing 777-200 ER has power plants like Pratt 
& Whitney 4090 (90,000 lbs)/Rolls-Royce Trent 895 (93,400 lbs)/
General Electric 90-94B (93,700 lbs). Boeing 777-300ER too is 
powered by all the three manufacturers with Pratt & Whitney 
4098 (98,000 lb), Rolls-Royce Trent 892 (90,000 lbs) and General 
Electric 90-94B (93,700 lbs) engines.

While GE and Pratt & Whitney continue to dominate the air-
craft engine market, both these companies with their 50:50 joint 
venture, The Engine Alliance, have come up with Alliance GP7200 
a twin spool axial flow turbofan that delivers 70,000 pounds of 
thrust to power the Airbus A380 aircraft. The GP7200 family is a 
by-product of two of the most successful wide-body engine pro-
grammes in aviation history, i.e. the GE90 and PW4000 families. 
Certified at 81,500 lbs thrust, the engine has proven technologies 
and incorporates lessons learned from more than 25 million flight 
hours of safe operation on both engines. The GP7200 entered  

the trent xwB hAs turned out 
to Be the success story AMonG 
ALL trent types for roLLs-royce 
with Around 1,500 enGines 
ALreAdy soLd

Powerhouse: rolls-royce 
trent XWB will power the 

Airbus A350
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service in 2008 with Emirates and the first GP7200-powered 
A-380 was delivered to Air France the following year. The GP7200 
has demonstrated very high reliability and has not had a single 
in-flight engine shutdown.

Success of the GE90 has not made GE engineers rest on their lau-
rels and they continued with their quest of making the engine bigger 
and more powerful. Fourteen years after the Boeing’s gift to General 
Electric to become the sole provider of engines for its longer range 
777 variant, history once again repeated with GE getting the shot 
at next-generation 777X. The manufacturer is developing GE9X to 
power Boeing’s next-generation 777X aircraft. Although this decision 
of Boeing in favour of GE9X, despite Rolls-Royce’s determined bid 
with all new 1,00,000 lbs thrust class engine, is at the cost of the com-
petition among the engine manufacturers. The outstanding success 
of GE90-115B powered versions doesn’t leave any room for argument 
about the objectivity and credibility of this decision by Boeing.

new products And pArtnerships. With the devel-
opment and testing of the GE9X, General Electric is going to main-
tain its dominance on the Boeing 777. GE is expected to run the first 
version of a new core for the GE9X during next year while freezing 
the design sometime around 2015 and engine entering testing in 

2016. With the Japanese financial com-
pany Mitsui & Co being the first strate-
gic partner to join GE9X engine devel-
opment programme, General Electric 
is going great guns in perpetuating its 
leadership. Rolls-Royce too is on the 
roll with Trent XWB-97 engine to be 
used on the A350-1000 aircraft. The 
Trent XWB has turned out to be the 
success story among all Trent types for 
Rolls-Royce with around 1,500 engines 
already sold. Since the starting of the 
Trent XWB programme in 2006, the 
engine has been successfully tested in 
different parts of the world in extreme 
climatic conditions. The engine is 
claimed to be the most fuel-efficient in 
the world and was used to power the 
Airbus A350 XWB aircraft that took to 
the skies for the first time on June 14 
this year. 

While the Trent XWB engines 
power the A350-800 and the A350-900, 
Trent XWB-97 mentioned earlier, is the 

higher thrust version for A350-1000. Trent XWB is to deliver excep-
tional life-cycle fuel efficiency and reduce environmental impact 
with its state-of-the-art design features which include contra-rota-
tion, low hub-tip ratio swept fan and advanced compressor aerody-
namics. Earlier series Rolls-Royce Trent engines too have been suc-
cessfully powering wide-bodied jets. The Trent 800 engines having 
thrust ranging from 75,000 to 95,000 lbs and with over 500 engines 
on 225 aircraft in service, is the market leader on the Boeing 777 
aircraft with over 41 per cent market share. With more than half 
the operators selecting the Trent 900 engine, it is also the engine of 
choice for the Airbus A380 aircraft.

In the year 2004, Boeing had to select both Rolls-Royce and 
General Electric for its 787 aircraft, owing to the customer prefer-
ence for competition as against acceptance of monopoly of a single 
engine manufacturer. For this, Rolls-Royce came up with the Trent 
1000 programme with partners like Kawasaki Heavy Industries, 
Mitsubishi Heavy Industries, Industria de Turbo Propulsors, Carl-
ton Forge Works, Hamilton Sundstrand and Goodrich Corporation. 
This partnership resulted in Rolls-Royce with Trent 1000 engine 
being selected as the engine supplier in October 2004. The Trent 
1000-TEN (thrust, efficiency and new technology), an enhanced 
version of Trent 1000, is technologically influenced from the latest 
Trent XWB engine. This engine with a capability to deliver 78,000 
lbs is to power all the members of the Boeing 787 series. Whereas, 
GE Aviation’s market share revolves around CF6 and GE90 engines, 
which power wide-bodied Boeing and Airbus aircraft; market share 
of Rolls-Royce’s is perpetuated by Trent series of engine powering 
Boeing 747, 757, 777 and the 787 Dreamliner. Thus, with all the 
three leading aircraft engine manufacturers in the world slugging 
it out for the market share, the fight for slice of the large engines 
segment is poised for interesting times ahead. sP

the Ge90 enGine hAs Achieved 
treMendous success with 
An extreMeLy Low in-fLiGht 
shutdown rAte

next-gen: LEAP family of engines is 
designed to power commercial aircraft 
requiring 20,000 to 33,000 pounds of thrust
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Necessity being the mother of invention, humanity is once again poised to take  
a giant leap in the field of aviation in respect of alternative sources of jet fuels  

in the form of sustainable biofuels

Greener & Cleaner

by ShriniwaS MiShra

D
ifficult circumstances invari-
ably result in ingenious solutions. Owing 
to unsustainable fuel prices and growing envi-
ronmental concerns, two landmark develop-
ments have been witnessed in the recent past in 
aviation history. While Pratt & Whitney has de-
veloped the less noisy GTF engine that achieves 

higher thrust with substantially lower fuel burn and reduced 
emission, the National Research Council of Canada (NRC) flew 
its Falcon 20 on October 29, 2012, at 30,000 feet with 100 per cent 
unblended biofuel.

Analysis of the data collected during the flight revealed that 
biofuel was cleaner and was as efficient as conventional fuel. 
There was significant reduction in emissions, aerosol by 50 per 
cent and black carbon up to 49 per cent. The success of this his-
toric flight is not only a significant milestone for the aviation 

industry but also a major step towards advancing sustainable 
sources of renewable energy.

an alternative for the aviation inDustry. The 
global aviation industry has grown rapidly over the last two 
decades. Today, it employs over 30 million people and contrib-
utes handsomely to the gross domestic product of the world. The 
global aviation fuel market is currently worth around $140 billion 
a year and growing. While the socio-economic benefits of the 
growth of the aviation industry have been enormous, the envi-
ronmental costs in the form of carbon emissions have also been 
heavy. While the high cost of aviation fuel is a subject of major 
concern for aircraft operators, the aviation industry’s share of 
greenhouse gas emissions currently at two per cent is estimated 
to rise to three per cent by 2050.

Biofuels as an alternative to fossil fuels would be attractive as 

Going green: KLM’s first-ever series of biofuel-
powered intercontinental flights will operate in 
partnership with Schiphol Group, Delta Air Lines and 
the Port Authority of New York and New Jersey
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these would reduce carbon footprint and would be the preferred 
option for the aviation industry if the aircraft operating costs are 
low. Thus there is incentive for all stakeholders in the aviation 
industry to develop low-cost biofuels as an alternative to fossil 
fuels for the aviation industry.

Virgin Atlantic demonstrated the effectiveness of biofuel and jet 
fuel blend on a London to Amsterdam test flight in February 2008. 
KLM used biofuel in a commercial flight from Amsterdam to Paris in 
June 2011 carrying 171 passengers. The resolve in developing biofuels 
as an alternative to aviation fuel has only strengthened. The success 
of these efforts and endorsement from engine manufacturers led to 
biofuels being approved for commercial use in July 2011. While active 
testing of the differently sourced biofuels as an alternative aviation 
fuel is still being undertaken, some countries have set ambitious tar-
gets for 2020. The ‘Farm to Fly’ programme in the US has a target of 
producing one billion gallons of aviation biofuel by 2018. Boeing too 
is betting heavily on a bright future for aviation biofuels.

The aviation industry’s need for biofuels has also been accentu-
ated by the fact that aviation is being increasingly included in car-
bon tax and carbon emission trading programmes. The European 
Union Emissions Trading System being the biggest such initiative, 
values biofuels as ‘zero emission source’. While the Internationd 
Civil Aviation Organisation (ICAO) has an ambitious target of car-
bon neutral growth (CNG) from 2020, a recent study by Professor 
David Lee of Manchester Metropolitan University, United King-
dom, stresses on the importance of market based mechanisms like 
emissions trading to achieve this goal.

ProDuction of biofuels. While first-generation biofu-
els are produced from renewable biological resources like plants 
and are used for various purposes including heating and cook-
ing, sources of second-generation biofuels are those that can be 
used in aviation and do not compete with food supplies. Etha-
nol, derived from plants rich in sugars, can be used as an addi-
tive or petroleum substitute. These types of fuels are known as 
first-generation biofuels but they do not meet the performance 
and safety standards needed for modern jet engines. Also, these 
are produced at the expense of consumption-driven food crops 
and contribute to deforestation and depletion of groundwater 
resources. However, bio-derived oils are sourced from plants such 
as jatropha, algae, camellia and halophytes, which do not com-
pete with human food crops and when processed into high qual-
ity aviation fuels, are called second-generation biofuels.

In order to develop sustainable second generation biofuels for 
the aviation industry, it has to be ensured that these crops are pro-
duced on a large scale and with negligible environmental impact. 
The crops should be fast growing plants and not adversely impact 
biodiversity. They should not be grown in productive arable land 
and must result in lower carbon footprint. Sustainably produced 
biofuels will provide enormous environmental benefits in terms 
of an estimated 80 per cent reduced CO2 emissions in compari-
son with fossil fuels. Also, the unpredictability of crude oil price 
and geopolitical situation affect not only the operating costs but 
also has a potential to create production uncertainty or supply 
disruptions. Since biofuels can be produced across the globe as 
against the limited areas of availability of fossil fuels, the sustain-
able biofuels would be able to cater to the demand and supply in 
diverse geographic locations. As second-generation biofuel crops 
can be grown even in deserts and saltwater, the economic and 
social benefits are likely to be enormous especially for developing 
countries which have large unviable and non-arable land parcels.

sustainability. While biofuels are crucial for the aviation 
industry and governments in terms of energy security and eco-
nomic/environmental goals, there are concerns about the long-
term sustainability as a result of land use change, biodiversity 
impacts, water consumption and food security. An important 
aspect in the sustainability of the biofuel industry is also the eco-
nomic constraint faced by the airlines, thus impacting their abil-
ity to invest and support the biofuel industry. However, despite 
these constraints, aviation biofuel market is likely to develop at a 
faster pace to emerge as an alternative energy source for the avia-
tion industry, mainly due to the inherent benefits and the sense of 
urgency. Nonetheless, despite the necessity as well as importance 
of biofuels for the aviation industry, viability of biofuel industry 
would depend upon sustainability of the technology, processes 
and methods including balancing of socio-economic consider-
ations. Sustainability issues would have to be addressed by ensur-
ing the use of non-food crop resources to produce aviation bio-
fuels, without depriving the common man of valuable food, land 
and water resources.

Due to climatic conditions and suitability of the feedstock, 
production and supplies, it is most likely that aircraft in the future 
would be powered by a combination of biofuels and jet fuel. The 
challenges to the successful production and usage of biofuels in 
the aviation industry are in the regime of economic viability, tech-
nical compatibility and sustainability. It would also be necessary 
to ensure that biofuels meet safety requirements, withstand a 
range of operational conditions and enable the aircraft to oper-
ate efficiently over its complete performance envelop. The biofuel 
industry would have to respond to the challenges successfully for 
the acceptance of biofuels as alternative aviation fuel by the air-
craft manufacturers as redesigning of engines to suit biofuels may 
not be a viable proposition.

Economic viability can be ensured with economies of scale 
and improved production technologies so as to be able to 
compete with the petroleum-based fuels. Biofuels can provide 
immense economic opportunities to many a developing country 
and marginal communities possessing large tracts of unproduc-
tive non-arable land. As per analysts, the viability of the biofuels 
can be ensured if one per cent of the world’s jet fuel is substi-
tuted by biofuel. Thus, with the current annual jet fuel consump-
tion of around 70 billion gallons, as little as 0.7 billion gallons 
of biofuels (which may also be used in the ratio of ten per cent 
biofuel with 90 per cent jet fuel) would make it an economically 
viable proposition. While about 85 per cent of biofuel production 
costs relate to the cost of feedstock, this cost is likely to reduce 
drastically with the production of large quantities of feedstock 
with improvement in processing and harvesting technology. As 
discussed earlier, if the ambitious industry and country biofuel 
targets are to be achieved, the sustainable feedstock must be 
produced on a large scale. If everything goes as per the plan, it 
is estimated that by 2020, the cost of biofuels would be closer to 
the cost of jet fuel. 

The history of mankind is witness to many milestones, which 
were unthinkable before. Necessity being the mother of invention, 
humanity is once again poised to take a giant leap in the field of 
aviation in respect of alternative sources of jet fuels in the form of 
sustainable biofuels. Governments as well as the aviation industry 
have an equal stake in ensuring a sustainable and economically 
viable biofuel industry for the common good of all stakeholders 
since fossil fuels are not only becoming scarce and expensive but 
also a major source of environmental degradation. SP
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AirAsia India will be able to capture a large segment of leisure travellers by serving as a 
seamless feeder airline for the already established airlines of the group. In doing so, it 

would be giving tough competition to the other Indian LCCs domestically.

PAIN OR GAIN?

by J.P. Joshi

A
fter formAl ApprovAl of the Foreign 
Investment Promotion Board (FIPB), AirAsia 
India applied for no objection certificate (NOC) 
with the Ministry of Civil Aviation on April 23, 
2013, for the launch of a low-cost airline in India 
as a joint venture amongst AirAsia, Tata Sons 
and Telestra Tradeplace in the ratio of 49:30:21. 

The Indian arm of Malaysia’s low-cost carrier (LCC) group, this 
newly-formed airline plans to launch operations initially with up 
to five aircraft based in Chennai to connect the smaller cities in the 

Southern region. It proposes to ramp up thereafter to 36 planes in 
five years, with 12 each at Chennai, Bengaluru and Kolkata. Tony 
Fernandes, CEO, AirAsia Group, is quoted saying, “India will be the 
final piece of the puzzle for the time being and there will be no fur-
ther joint ventures.” He believes that India is a “huge opportunity” 
and that he has “not jumped in quickly”. He believes that “AirAsia 
has done its homework and is entering the Indian domestic market 
with eyes wide open”. Fernandes believes that failures in the Indian 
market had been due to “high cost structure” and hence cost would 
be the main differentiator in the Indian venture.

rapid growth: AirAsia group has 
a total of 120 A320 aircraft which is 

planned to reach 150 by the end of 2013
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Cost is the Key. India is known for high operating costs 
in terms of taxes, airport levies, and landing and navigation 
charges. These are the major contributing factors for the mount-
ing losses the airlines are suffering. The annual financial results 
of Jet Airways, Kingfisher and SpiceJet in the period March 2008-
March 2012 generally indicate huge losses overall with the excep-
tion of SpiceJet that posted meagre profits in the financial year 
2009-10 and 2010-11. Reportedly, IndiGo Airlines, an unlisted 
company, is the only one that is believed to be consistently prof-
itable although in the financial year 2011-12, it is reported to 
have incurred a loss of `80 crore. Mounting losses led Kingfisher 
to curtail services and eventually cease operations in 2012. The 
demise of Kingfisher was good news for the remaining airlines 
which made a profit in the quarter ending December 2012, by 
commanding higher air fares owing to the sudden mismatch 
between demand and supply. 

AirAsia is entering India at a time when the airline industry 
is reportedly burdened with losses of around `19,000 crore. India 
is known to have a very challenging, high-cost environment to 
launch an airline and sustain operations. Many start-ups like East 
West, Modiluft, Damania, Air Sahara 
and even the financially powerful 
Kingfisher have failed. It is in this dif-
ficult environment that AirAsia India 
would have to replicate its proven 
business model in India. AirAsia 
has a ‘low-cost, no-frills’ model that 
assures low fares while being profit-
able for the company. The question 
is, “Will AirAsia be able to expand 
passenger base without disturbing 
the existing profitable demand and 
supply equation with its unique low-
fare model? What is it that AirAsia India would do that the other 
three Indian LCCs have not been able to do so far?

A Competitive mArKet. Fernandes conceded, “It has 
been difficult to develop a low-cost structure to compete effec-
tively in India,” but goes on to add, “We now have the recipe to 
achieve this.” He told CNBC business news channel that he was 
confident the airline’s “really low-cost product” would work in 
India. All this sounds clichéd but the real test will be as to how 
this attractive new product is going to be configured. The com-
pany’s vision and mission statement may hold some answers. 
AirAsia’s vision is, “To be the largest low-cost airline in Asia serv-
ing three billion people who are currently underserved with poor 
connectivity and high fares.” Flowing from this is the mission 
statement, “To attain the lowest cost so that everyone can fly with 
AirAsia.” Does this imply a fare war and additional pain for the 
other airlines or competition leading to efficiencies and expan-
sion in the passenger pool and consequent gains for the industry? 
What then is different about the entry of AirAsia?

As compared with the Indian LCCs, AirAsia India is part of 
a larger group that has deep pockets, an important prerequisite 
to sustain airlines for the long haul. Also, the group already has 
a large international network in place covering 99 destinations 
in 19 countries. With domestic operations in five of these desti-
nation countries, it gives AirAsia India a distinct advantage over 
Indian LCCs. In addition, as on date, the AirAsia group has a total 
of 120 A320 aircraft which is planned to reach 150 by the end of 
2013. Compare this with IndiGo’s 62, SpiceJet’s 48 and GoAir’s 13 

as on December 7, 2012. AirAsia group has a further order of 360 
A320s/A320neo aircraft that are due to be delivered by 2026. This 
excludes leased aircraft. Large orders help lower the cost of acqui-
sition, a distinct advantage over smaller rivals.

Specifically relevant to AirAsia India operations is the fact 
that the group is already operating services to five destinations 
in India and is connecting these cities to 23 destinations in 17 
countries in the East, including Malaysia, Thailand, China and 
Australia. This gives AirAsia India an advantage over Indian 
LCCs by technically circumventing the Indian Government’s 
restriction of “20 aircraft and the requirement of five years’ 
domestic experience” before a carrier can fly to international 
destinations. In comparison, the three Indian LCCs primarily 
operate domestically and have recently started limited interna-
tional operations. IndiGo operates to five international destina-
tions, SpiceJet to eight and GoAir is yet to commence interna-
tional operations. The policy on international operations has 
rendered the Indian aviation environment even more challeng-
ing for a new airline that is required to battle the routine impedi-
ments unique to India. 

rAil vs Air trAvel. India is a large country with a well-
developed rail network that provides excellent connectivity 
across the nation. As against this, the country, as per the Direc-
torate General of Civil Aviation (DGCA), has only 67 licensed 
civil aerodromes. Even including a few more military and pri-
vate airports, it still does not match the reach of the railways. 
Infrastructural constraints therefore restrict access to air travel 
for bulk of the population. Also, Indians by nature are very ‘value 
conscious’ and time is not yet considered a valuable resource 
with the vast majority. In addition, railways are considered a 
common man’s mode of travel and are also the largest public 
sector employer. These facts lead the government to directly 
and indirectly subsidise rail travel, reflected in the remarkably 
low fares. Air travel is still considered elitist by the government 
and is thus heavily taxed leading to high air fares. The large dif-
ference in ticket pricing between the railways and the airlines 
is one of the factors that inhibits rail passengers from switch-
ing over to air travel. Air travel would grow much faster if the 
air fares for normal routes could be priced somewhere between 
the cost of two-tier and three-tier AC and first AC train tickets. 
This can happen only if government policies do not differenti-
ate between the railways and the airlines and consider both as 
means of transportation with fares regulated by free market 
dynamics. Having a Ministry of Transportation, rather than 
separate ministries for Railways, Shipping and Aviation can go 
a long way in the evolution of a common transport policy. Air 
Deccan had attempted somewhat unrealistically, to adopt a fare 
structure low enough to lure two-tier and three-tier AC rail pas-

“AirAsiA hAs done its homeworK 
And is entering the indiAn 
domestiC mArKet with eyes wide 
open”

—tony fernAndes,  
Ceo, AirAsiA group
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sengers to its fold. While the carrier was successful in this effort 
and increased its market share, it bled heavily in the process. 
This strategy is thus not desirable for the long-term health of 
the industry. There is, however, a silver lining.

Air travel is the preferred mode of travel when either natural 
or manmade barriers inhibit travel by surface modes of trans-
portation. Travelling across mountains, large water bodies or 
across international borders are good examples where air travel 
automatically becomes the preferred mode of travel. In such 
instances, airlines can charge realistic fares which again would 
be influenced by market dynamics. It is known that the cost of 
holiday packages in the tourist-friendly ASEAN region is only 
slightly higher than domestic packages. It is also common knowl-
edge that consumer goods are available at much lower prices in 
these countries. These two factors open up a host of possibili-
ties for AirAsia India. The restrictive policies of the Indian Gov-
ernment, poor infrastructure at domestic tourist destinations 
and fascination for travel abroad, will work to the advantage of 

this new airline as AirAsia’s focus is the leisure traveller. AirAsia 
India’s entry into the Indian airspace will lead to a large increase 
in connectivity between India and East Asia. AirAsia India will 
be able to capture a large segment of leisure travellers by serving 
as a seamless feeder airline for the already established airlines of 
the group. In doing so, it would be giving tough competition to 
the other Indian LCCs domestically.

the new ArChiteCture. As per media reports, the 
strategy of the airline focused on ultra low costs is likely to change 
the status quo in respect of items such as free transportation and 
free meals for the flight crew. This will not be appreciated by the 
already serving flight crew in the industry, but may eventually 
become the norm. At this point in time, A320 qualified and expe-
rienced crew of grounded Kingfisher airlines are available to meet 
the initial requirements of AirAsia India. Extensive cost-cutting, 
enhanced revenue from ancillary services, high aircraft utilisation 
of 15 hours per day, high productivity, congenial working environ-
ment and access to the latest technology are some of the group 
mantras that are sure to find place in the architecture of AirAsia 
India. The focus of all this would be even lower costs and much 
higher levels of productivity than that of the Indian carriers. Will 
it help bring down costs and reduce air fares and spur growth of 
the market? Or will it be a case of too much competition with 
limited pool of passengers leading to more pain for the sector? 
Only time will tell. SP

AirAsiA indiA is AlreAdy 
ConneCting five destinAtions in 
indiA to 23 destinAtions in 17 
Countries

race ahead: Domestic LCCs will 
face stiff competition from AirAsia
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The linking of domestic companies into global supply chains has a demonstrated impact 
on Indian companies as well. This is clearly visible in those domestic carriers that have 

foreign airliners as shareholders.

by Deepanjali bhas

L
ike a royaL princess, the Indian aviation in-
dustry sits pretty as foreign airlines vie for her hand in 
alliance. In a bid to boost international air travel, the 
government liberalised grant of traffic rights to Indian 
carriers two months ago. The policy decision to allow 49 
per cent foreign direct investment (FDI) in aviation was 
hailed by the Union Civil Aviation Minister Ajit Singh as 

“the single most important policy decision” which will transform the 
country’s civil aviation scenario. Indeed it has. And how!

inroads by Foreign carriers. Though European 
carriers continue to show interest in buying a stake in India’s air-
lines, the action now is between airlines from West Asia which 
are competing with South East Asian carriers for a chunk of this 
meaty pie. Clearly, Indian aviation has never had it so good. Con-
sider this—most domestic carriers are in the red. Indian carriers 

lost an estimated `10,000 crore in 2011-12 over a loss of `19,000 
crore in the last three years. Domestic airlines debt burden will 
soon touch $20 billion. And yet, it is the tremendous growth 
potential of the Indian aviation sector, as it moves to becoming 
the third-largest aviation market in the world by 2020, that has 
generated a buzz of activity. Traffic at Indian airports is estimated 
to touch 450 million by then. In 2013, international passenger 
traffic in and out of India was 43 million, up by 5.5 per cent over 
the previous year. Projections for New Delhi alone are 90 million 
passengers per annum. 

There seems to be a buzz around news of airline alliances. The 
lead was taken by a South East Asian tiger when Malaysia-based 
AirAsia Berhad, Asia’s largest low-cost carrier (LCC) announced a 
tie-up with the Tata group and a local investor. There is great expec-
tation that this venture will develop new markets between India 
and South East Asia. Industry experts feel that new start-up airlines 

AlliAnces with 
foreign compAnies
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such as AirAsia India could turn out to be the preferred route for 
foreign airlines to gain entry into India. AirAsia’s high profile entry 
is expected to boost India’s aviation sector and above all, help break 
current Indian airlines’ pricing, commercial and marketing strategy. 
Anyone who has flown AirAsia is aware of its key differentiators in 
pricing and connectivity. But AirAsia India’s expected start in Octo-
ber 2013 is likely to get delayed on account of the public interest 
litigation (PIL) by the former Member of Parliament Subramanian 
Swamy. Security clearance for the new Chairman S. Ramadorai 
came through just recently. Reports indicate AirAsia will probably 
roll out in early 2014 instead of December as it takes three months 
to secure an operating permit under the new rules.

After AirAsia India came the whopper mega aviation deal 
announced in April 2013, the largest foreign direct investment 
(FDI) ever in the Indian aviation sector. The Jet Airways-Etihad 
alliance saw Etihad Airways, UAE’s national airline, moving for-
ward to pick up 24 per cent in Jet Airways for `2,058 crore. After 
some controversy, the big-ticket deal has now got the Foreign 
Investment Promotion Board nod. Aviation experts believe Eti-
had may well emerge as a big player following the deal with Jet 
though Etihad is not among the top ten international carriers 
operating to India.

According to the Minister of Civil Aviation, the new traffic 
rights have opened up several fresh international sectors and 
increased the traffic entitlements of Indian carriers by approxi-
mately 60 per cent. 

In India, Emirates has 185 flights a week from ten cities, Qatar 
Airways has 95 flights per week from 12 cities and Etihad Airways 
has 63 flights a week to nine cities, a figure which is likely to increase 
soon. Further to the India-Abu Dhabi bilateral agreement, UAE 
carriers now have entitlement to operate 1,20,000 weekly seats to 
India. Reports in the media from the industry sources indicate that 
Emirates and Qatar have sought around 50,000 seats each weekly, 
while 20,000 seats have been sought by Air Arabia. Other West 
Asian carriers have requested allocation of 20,000-30,000 seats.

an Underserved Market. International air traf-
fic from India has been growing at nine per cent and as things 
stand, international flights to the country fall short of demand. 
Sensing the growing demand for air travel, several airlines have 
expressed interest in expanding operations here. Among these 
is Turkish Airlines, which flies to 100 countries and has the larg-
est global network. Turkish Airlines believes it has not pene-
trated the Indian market well enough. According to recent news 
reports, it wants to add Bengaluru, Kolkata, Ahmedabad, Hyder-
abad and Amritsar to its list of destinations. From its current 14 
flights per week from Delhi and Mumbai, Turkish Airlines aims 
at 70 flights per week. Despite the onslaught of airlines from the 
Middle East, according to company officials, the vast network 
of Turkish Airlines is a clear advantage. The main factor here is 
easy access to Europe - Indians on the airline can fly easily into 
Europe with flying time to most European cities from Istanbul 

being a little over three hours. If Turkish Airlines can increase 
the number of flights in India while keeping costs low, it could 
well be a game changer.

More Asian tigers are roaring too. With the news that the 
Singapore-based low-cost Asian carrier Tigerair is seeking a com-
mercial tie-up with budget carriers in India, there is likely to be 
more action on this front. Tigerair, which has a tie-up with Scoot, 
the low-cost arm of Singapore Airlines, is believed to be in talks 
with SpiceJet and IndiGo; but it appears that as of now, there are 
no plans for an equity stake in Indian carriers. Tigerair aims to 
boost its network in India through the tie-up while at the same 
time carrying more Indian travellers to Asian destinations.

India is the seventh largest international market from Malay-
sia but it is relatively underserved, partly because of the pull-out 
of AirAsia X, which dropped Delhi and Mumbai in early 2012 as 
part of network restructuring. Lion Air Group’s Malaysian affili-
ate Malindo Air was launched in March 2013, before which it 
was able to secure from Malaysian authorities most of the traf-
fic rights to India that were previously held by AirAsia X. This 
accounted for about 8,200 weekly return seats in the market. It 
has been reported in the media that Malindo Air has been prepar-
ing for several months to launch India services but is still waiting 
for final approval from Indian authorities. The airline is hopeful 
of starting its India operations in the next few months. It initially 
plans to connect Kuala Lumpur with Delhi, Mumbai, Kochi and 
Tiruchirapalli, all high passenger traffic segments.

etihad May weLL eMerge as a big 
pLayer FoLLowing the deaL with 
Jet airways

Etihad Airways president and CEo James Hogan 
and Jet Airways Chairman naresh Goyal
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Air India too seems to have pulled up its socks. It is the only 
Indian carrier with the Boeing 787 Dreamliner in its fleet. The air-
line aims to emerge from the red and is optimistic about the per-
formance of the Dreamliner on previously loss-making routes to 
Frankfurt and Paris that have now been showing high profit mar-
gins. While Air India’s plans to operate on Tokyo and Seoul routes 
fell through, it has big plans for the Dreamliner on the Australian 
sector. Latest unconfirmed news reports indicate that Qatar Air-
ways is considering a minority stake in Wadia Group promoted 
LCC GoAir, valuing the airline at $550 million.

exciting tiMes ahead bUt…. While most believe 
the entry of AirAsia will change the landscape of competition in 
India, it is clear that the journey is not going to be quite so smooth 
for the airline. India faces infrastructure shortages whereas in its 
existing region of operations, AirAsia enjoys significant infra-
structure advantage, including separate low-cost terminals. Sec-
ondary Indian airports might get new energy with the entry of 
AirAsia but again, the airline may not garner sufficiently high lev-
els of passenger traffic from these cities.

There are some white elephants too such as Kingfisher Air-
lines, which had once reset the narrative of domestic private 
airlines in India but is now not seen as a potentially attractive 
investment. Any further dilution in IndiGo, India’s most profit-
able carrier, is also unlikely as 48 per cent of the airline is already 
owned by a US company. Interestingly, observers believe that a 

suggestion by a committee set up by the government in 2011 of a 
stake sale by Air India, appears quite possible. Investments from 
a few more foreign airlines are expected in the next few years and 
as such, one can look forward to exciting times ahead.

But some experts remind us of policy flip-flops that have been 
seen in the aviation industry before. In the 1990s, private carri-
ers were allowed on domestic routes, with up to 40 per cent FDI, 
including by foreign airlines. Riding piggyback on this, Jet Airways 
saw rapid growth with Kuwait Airways and Gulf Air each picking 
up 20 per cent stake in it. But in 1996, it was announced by the 
government that FDI by foreign airlines would no longer be per-
mitted in domestic carriers following which Jet had to buy back 
its foreign investors’ shares.

For now, things are looking up in the aviation sector. Industry 
has hailed the decision by the government to raise the FDI limit to 
49 per cent as this is the shortest route to induction of new technol-
ogies and the best management practices. In addition, the linking of 
domestic companies into global supply chains has a demonstrated 
impact on Indian companies as well. This is clearly visible in those 
domestic carriers that have foreign airliners as shareholders.

Experts strike a note of caution that the huge debts the Indian 
carriers are under, the overall unstable business environment and 
the industry’s structural instability might make for a not-so-rosy 
picture. But the tremendous growth potential of international air 
passenger traffic to and from India might well propel the industry 
towards healthy growth. sP

Future plan: Qatar Airways is considering a 
minority stake in Wadia Group promoted LCC GoAir
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The need of the hour is to develop infrastructure, review policies and regulations at faster 
pace to meet the requirements of the developing general aviation, and to adapt and 

practise the highly successful business models available globally

IS ANYBODY LISTENING?

by Kuldeep yadav

G
eneral aviation provides Great 
benefits to its users and the economy signifi-
cantly by increasing efficiency and productivity 
of businesses through minimised travel time. It 
provides transportation for medical emergen-
cies as well as services for public health, safety 
and disaster management. General aviation has 

also contributed substantially to providing transportation links 
to the offshore oil exploration sites, isolated communities and re-
mote areas that are not served by commercial airlines.

Current sCenario in india. In India, general avia-
tion has registered significant growth in recent years. As per the 
Planning Commission report for the formulation of the Twelfth 
Five Year Plan (2012-17) for the civil aviation sector, non-sched-
uled operators have grown in number from 36 in the year 2000 to 
over 200 in 2011. As per the Directorate General of Civil Aviation 
(DGCA), the general aviation fleet comprises nearly 800 small 
aircraft and 300 helicopters. Around 20 per cent of this fleet is 
over 25 years of age and may not be operational for long. As per 
industry sources, revenue from the general aviation industry is 

dassault Falcon 7X: Private 
jets are now much in demand
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expected to record an impressive growth rate of 15 per cent rising 
to over `1,100 crore by the end of the Twelfth Five Year Plan.

Business aviation is an integral part of general aviation. With a 
booming economy and flourishing private industry, private jets are 
now much in demand to transport industry heads. In order to save 
time on travel of their executives, companies are moving towards 
acquiring their own jets. From 55 in 2007, the fleet size of private 
and business jets has grown to around 160 in 2013. Today, of the 
total general aviation flight hours in India, the contribution of busi-
ness aviation is the highest. In spite of having the largest number 
of business jets in Asia a few years ago, India today has the second 
largest fleet after China which has around 250 business jets.

In India, the demand for business jets is on the rise. Also the 
there is an increase in the huge demand for helicopters for pub-
lic services and tourism. Pawan Hans Limited (PHL), a leading 
helicopter company, has about 50 helicopters currently and is 
planning to increase the fleet to 500 in the next few years. Today, 
privately-owned aircraft are no longer viewed as a luxury but 
as an important tool for enhancing productivity and efficiency. 
Tourism has proved to be a catalyst for the demand growth in the 
helicopter market and the Ministry of Civil Aviation is planning 
to make the ‘Dial-a-Chopper’ service a reality by 2020. These are 
positive signs for the general aviation industry that is expected to 
grow at 10 per cent annually.

Growth drivers. Corporate travel, tourism, mining and 
offshore operations, air ambulance and homeland security are 
the key growth drivers for general aviation. Productivity, custom-
ised travel plans and concerns about safety, security and flight 
delays render business aviation a preferred option to commer-
cial air travel. The maximum utilisation of general aviation is in 
corporate charters followed by offshore helicopter operations. 
However, the benefits of general aviation aircraft with their acces-
sibility to remote areas or those not covered by scheduled airlines 
along with their easy access to small airstrips and helipads are 
making them popular among corporate travellers.

A Bombardier study reveals that the use of a business jet saves 
around 20 per cent of management time compared to the use of 

scheduled airline services. It is evident that personal and corporate 
security will remain areas of concern for companies. Large business 
entities prefer business jets to obviate the risk of corporate espio-
nage and security threats as these jets offer security and privacy 
to corporate travellers. Owning a private jet has become a status 
symbol as well. This factor i.e. ‘peer pressure’ could be considered a 
demand driver since many big market players are acquiring jets for 
their personal, recreational and business use. In India, the number 
of personal and business jets is expected to touch 2,000 soon.

dial-a-Chopper. The market for helicopter operations in 
India appears to be equally promising. To realise its aspirations 
of ‘Dial-a-Chopper’ services, the government has planned the 
construction of helipads every 100 km on the national highways. 
Helicopter emergency medical services (HEMS) and other emerg-
ing areas of operations by rotorcraft such as in tourism, filmmak-
ing, aerial photography and marriages could be the potential 
areas for helicopter service providers in India besides the election 
campaigns. As helicopters can be used in more than 30 different 
kinds of operations and in the near future, helicopters will be tak-
ing the lead in the general aviation sector in congested regions 
where airports are too busy to handle business jets. Recently, a 
company has made a deal for seven helicopters from Eurocop-
ter to commence HEMS in India. According to PHL, 100 helicop-
ters are immediately required for medical emergency services, 
another 100 for law and order services and 80 for disaster man-
agement. Keeping in view the repeatedly occurring natural disas-
ter in Uttrakhand, the government there has planned to invest in 
development of 40 helipads/heliports to provide support in case 
of emergency. Mahindra Aerospace is planning to manufacture 

today, oF the total General 
aviation FliGht hours in india, 
the Contribution oF business 
aviation is the hiGhest

Medevac: 100 helicopters 
are immediately required for 
medical emergency services

Growing fleet: Pawan Hans is 
planning to increase the fleet to 
500 in the next few years

PH
OT

OG
RA

PH
s:

 E
ur

oc
op

te
r, 

An
oo

p 
Ka

m
at

h



• SP’S AIRBUZ • ISSUE 4 • 2013 Gwww.SpSaIrbUz.nEt24

GENERAL AVIATION Overview

small general aviation aircraft in India and is in the process of set-
ting up the plant in Bengaluru with an investment of $14.4 billion 
(`86,400 crore). Industry sources indicate that 300 business jets, 
300 small aircraft and 250 helicopters will be added to the current 
general aviation fleet in India during the Twelfth Five Year Plan 
period with an investment of more than `20,000 crore.

Seaplane operations in India are almost negligible. The large 
coastline of about 7,000 km and large water bodies inside the 
country can be utilised for operations hence minimising the oper-
ational cost with minimum infrastructure required. The Govern-
ment of Kerala has begun taking initiatives for seaplane opera-
tions on a large scale for travel and tourism. With the increasing 
scope of general aviation in India, there are plenty of opportuni-
ties for other industry players too.

a CoMpleX business. Major factors such as lack of infra-
structure, high tax structure, lack of dedicated policy framework 
and shortage of trained manpower compound the problem for 
general aviation growth in India. At present the most pressing 
requirements are the development of supporting infrastructure 
i.e. airport/airstrips and heliports as also regulatory framework 
and development of maintenance, repair and overhaul (MRO) 
industry dedicated to general aviation.

The lack of proper infrastructure and highly controlled access 
to airspace and landing permits can decelerate the growth of busi-
ness aviation in India. There is a need to increase the number of fixed 
base operators (FBOs) and facilities for private jets. Airports tend to 
prevent private jets from landing at peak times, and without FBOs, 

business jet passengers are processed through the same terminal 
facilities as all other passengers resulting in overcrowding at airports 
and it is also a time consuming exercise for the most time sensitive 
air travellers. The government needs to allow secondary airports in 
cities for general aviation. The Begumpet airport at Hyderabad and 
Safdarjang airport in Delhi are ideal examples. But the policy frame-
work does not allow it. By 2020, the cities of Delhi, Mumbai, Pune, 
Hyderabad, Bengaluru and Goa will all need alternative airports to 
handle general aviation traffic. In the United States, there are about 
5,000 airports available exclusively for general aviation. In India, there 
are only 454 airports in all, of which only about 150 are in operation 
with limited access to general aviation.

No country in the world except India levies customs duties on 
purchase of aircraft for private use. The high customs duty of 18.5 
per cent on corporate jets bought for private use deters potential 
buyers. It is just 2.5 per cent for non-scheduled operators and nil 
for scheduled operators and aircraft imported for government use. 

The DGCA does not allow the pilots to cross over from one 
Indian-registered aircraft to another. It is easier to replace the pilot 
if the aircraft is registered abroad. Clearance for heavy mainte-
nance and pilot training also prove to be impediments. All of these 
factors seem to bolster the general belief among India’s private and 
corporate owners that resale values of foreign-owned aircraft will 
hold up better than those for aircraft registered at home.

In order to get a flight plan approved, the application needs to 
be made seven days in advance whereas in developed countries 
it is 24 hours or less. Facilities for online application, approval of 
flight plan and payment are restricted in India. Online flight plan 
facility is available at select airports only but an online payment 
option is currently not available.

The industry’s growth continues to be stunted by inadequate 
infrastructure and regulatory barriers as well as by lack of a policy 
framework that applies to it. Many orgnisations in general avia-
tion are trying to change the government’s attitude but the general 
aviation and business aviation sector rarely receive only a passing 
mention in the civil aviation policies. In India, the general aviation 
sector has, so far, been the most neglected sector in the civil avia-
tion industry due to increasing government focus towards com-
mercial aviation. There are no separate guidelines for business 
aviation and no concept of FBOs or separate general aviation ter-
minals. In recent times we could notice many supporting moves 
by DGCA. The entry barrier is removed for foreign Bizav crews by 
the efforts of DGCA. Also special attention is given to helicopter 
operations under the recently published CAR Ops 3 (draft). Also 
the aircraft acquisition process is now simplified by MoCA. We 
hope more such supporting moves will keep rolling out.

Good returns on investMent. To derive the full 
benefits of general aviation, India should introduce a streamlined 
permit system to reduce formalities for landing and over flight 
approvals, reduce processing time for customs and immigration 
procedures and introduce a business-friendly financial and regu-
latory environment for procurement and operation of business 
aircraft. This will eliminate the complexities involved in business 
aviation. The need of the hour is to develop infrastructure, review 
policies and regulations at a faster pace to meet the requirements 
of the developing general aviation, and to adapt and practise the 
highly successful business models available globally. If regula-
tory authorities listen to the promising sound of general aviation 
business then they must look into the organisational structure to 
oversee the interests of general aviation operators. SP

as per industry sourCes, 
revenue FroM the General 
aviation industry is eXpeCted to 
reCord an iMpressive Growth 
rate oF 15 per Cent risinG to 
over `1,100 Crore by the end oF 
the twelFth Five year plan

up-and-coming: Mahindra Aerospace is in 
the process of setting up a plant in Bengaluru 
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Colin Mahoney, Senior Vice President (International and Service 
Solutions), Rockwell Collins, had an in-depth conversation 
with Jayant Baranwal, Editor-in-Chief of SP’s AirBuz, on the 
company’s plans in India and Asia-Pacific. Excerpts:

‘OuR fOCuS IS On  
StAtE-Of-thE-ARt ASSEt 
mAnAgEmEnt PROgRAmmE’

SP’s AirBuz (SP’s): Could you give a brief overview of Rock-
well Collins?
Colin Mahoney (Mahoney): There are a number of things we 
do in aviation electronics, such as commercial entertainment 
systems in transport planes, in business airplanes, in flight enter-
tainment, electro-mechanical systems, pilot control systems on 
a Boeing 787 and more. Our portfolio includes core aviation elec-
tronics, displays, autopilots, flight management systems, commu-
nication navigation surveillance and mission computers. 

SP’s: Could you outline the range of Rockwell Collins tech-
nologies and services in commercial markets?
Mahoney: Aviation, navigation and communication— we are a 
leading player in all the three domains. We have been aviating 
with flight displays, autopilots and flight management solutions. 
In commercial, you will see displays have trended from steam 
gauges to CRTs to LCDs to big LCDs and now touch-screen LCDs. 
We are very big in the display systems business, auto flight, flight 
control, computing in a fly-by-wire environment, flight manage-
ment. And in communications, we have all kinds of communica-
tions such as satellite communications, high frequency, VHF. In 
navigation and in surveillance, weather radar is the baseline on 
many aircraft in commercial environments.

We are big in air transport and in business aviation. We take 
our capabilities to both the domains. Add to that the head up 
guidance systems, pilot control systems, fly-by-wire technologies, 
etc. All the core information management on airplanes like Boe-
ing 787, A350 and infrastructure comes from us. 

In India, we are entrenched in the commercial aviation mar-
ket, providing a wide array of avionics, communications, elec-
tronics and services to commercial and business aircraft OEMs 
and airlines.

SP’s: Could you tell us about the design centre in Hyder-
abad? What is the agenda and is it an extension of your 
research and development?
Mahoney: The design centre is the operating arm of engineer-
ing business. Our vision for Rockwell Collins’ India Design Centre 
(IDC) is to support local and international governments, aero-
space OEMs, and contractors with engineering design services 
and systems that can help customers achieve a shorter time to 
market, at a lower programme or project life-cycle cost, with the 
highest quality innovative solutions.

SP’s: Rockwell Collins service and support network spans 
to many countries. What has been the expansion strategy 
and which are the target markets for your company?
Mahoney: We are present in 27 countries and have service cen-
tres in 13 countries. Our focus is on state-of-the-art asset man-
agement programme. Let’s take the example of Air India which 
has entrusted us to manage all their avionics assets on the Boeing 
787. They have decided not to own any but we guarantee avail-
ability. They leave everything to us — logistics, management, 
maintenance repair and overhaul (MRO). 

In business aviation, which is growing in India though there 
are infrastructure challenges, we have appointed partners and 
trained them. We have a tie-up with Airworks for our service infra-
structure. Global asset management pool is important for us. We 
move spare parts to make them readily available to the custom-
ers. We take about 82 hours to repair something across the board 
and spare parts availability allows us to be efficient with our global 
asset pool. It is an important tool to drive customer affinity. 

We have a multifaceted expansion strategy for our Service 
Solutions business. Today, we have close to 8,000 aircraft under 
performance based agreements. More than 1,000 parts/repairs/
exchanges shipped every day and we have over 3,000 satisfied cus-
tomers. We plan to grow our Service Solutions business by offering 
customers—in mature and new growth markets—these flexible, 
performance based programmes, such as FlexForce for military 
customers, dispatch for next-generation commercial aircraft, and 
corporate aircraft service programmes for business aircraft. 

SP’s: Apart from Air India, who else have you partnered 
with or have strategic alliances?
Mahoney: We have wonderful relationship with Jet Airways, IndiGo, 
SpiceJet. We are proud of the relationships with these companies.

SP’s: Could you give us indication of strategic alliances 
with airlines in the region, and are they growing?
Mahoney: It’s a new day with the Boeing 787 and A380 fleet. When a 
company buys a new airplane without any fittings, the airliners have 
to think of infrastructure and MRO or whether they need to out-
source that. At least half of them partner strategically and Rockwell 
Collin takes on that responsibility. Air India is an example of that and 
there are examples in China, LOT Poland and others globally, who do 
it for good cost-effective reasons. With the exchange rate challenges 
and fuel burn, it makes sense to have these in place here. SP
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China’s state-owned COMAC is on its way to produce a third best to A320 and Boeing 737. 
The take-off of the first C919 will be a wake up call for the Indian aerospace industry.

China’s Dream mission

by A.K. SAchdev

M
ost projections envision 
that amongst all regions in the world, 
the Asia-Pacific is where civil aviation is 
poised to grow at the highest pace over 
the next decade or two. During the last 
decade, the Asia-Pacific region has seen 
the rise of as many as 44 low-cost carriers. 

A Flightglobal Fleet Forecast predicts that by 2032, there would 
be a demand for 5,000 Airbus A320 and 4,300 Boeing 737 airlin-
ers in the Asia-Pacific region and China. When coalesced, these 
titbits conjure up ideal marketplace 
conditions for 150- to 180-seat 
narrow-body airliners, should some 
aircraft manufacturer be looking for 
an opportunity to exploit. The Com-
mercial Aircraft Corporation of China 
(COMAC) is doing just that. State-owned, 
Shanghai-based COMAC, was formed in 2008 and func-
tions as the principal aircraft manufacturer implementing large 
civil passenger aircraft programmes. It is engaged in the develop-
ment and production of civil aircraft and related businesses such 
as marketing, servicing, leasing and operations. The COMAC web-
site claims that it adheres to the principle of “development with 
Chinese characteristics”, a typically oblique reference to China’s 
claims of self-reliant technological progress.

Scepticism about the ‘indigenous’ content of China’s civil 
commercial aircraft development programme notwithstanding, 
the fact remains that COMAC appears set to produce, albeit with 
some difficulty, a civil airliner in the A320/Boeing737 class. In a 
lighter vein, it is being said that the ‘A’ of Airbus and the ‘B’ of Boe-
ing are to be followed by the ‘C’ of COMAC in the narrow-body 
regime with the introduction of the COMAC919 (C919).

the c919 prograMMe. Designed to break the A320/Boe-
ing 737 duopoly in the single-aisle segment, the C919 is expected to 
have two cabin options, a 168-seat all-economy version and a 156-
seat business and economy class version. Some reports allude to a 
180-seat, all-economy, high density version, but COMAC has never 
made such a projection. Chinese sources refer to the C919 as a “trunk 
liner” and COMAC itself terms it as “a short-medium-range commer-
cial trunk liner.” The basic version is designed to have a range of 4,075 
km, while a later, extended range version is claimed to have a range 
of 5,555 km. According to COMAC, the life of the C919 is designed 
to be 90,000 flying hours or 30 years. COMAC claims that fuel con-
sumption and direct operating cost per-seat-per-km would be lower 
than those of “similar existing airplanes” (read A320 and Boeing 737). 
There are plans to produce a basic version, an extended version, a 
shortened version, a cargo version, a corporate version and a special 
version possibly for military/police roles.

Delays. Although the 
programme is being exe-
cuted aggressively, to some 
industry watchers, the dead-
lines are over-optimistic given 
the bureaucratic, top-heavy 
decision-making structure that 
Chinese organisations have a pre-
dilection for. The programme was 

launched in 2008 and the initial expectation was for the 
aircraft to enter service by 2016. In March last year, Xinhua 
announced that the maiden flight of the C919 was expected 
in 2014 and quoted Wu Guanghui, the Chief Designer and Vice 
General Manager of COMAC, as saying that the airframe design was 
complete and ground tests were planned to commence in 2013.

On account of delays during 2012, COMAC asked project 
designers to work 12 hours a day and six days a week to meet 
the deadline for the maiden flight. Despite the efforts, the proj-
ect has been delayed and it now appears that the earliest it will 
go into service would be in 2018. The 10-year period from 2008 
to service entry in 2018, appears to be long but not inordinately 
so when compared with the eight years it took for the Boeing 
787 programme to mature. It is also noteworthy that while Boe-
ing had the experience of at least seven major programmes ear-
lier, for COMAC the C919 is just its second programme after the 
90-seat ARJ-21 regional jet programme which is to enter service 
in mid-2014. 

Industry wisdom would have counselled that a start-up like 
COMAC first produce a smaller turboprop (50 to 70 seats), follow it 
up with an ARJ-21 type of design and then undertake a 150- to 180-
seat narrow-body aircraft. However, COMAC embarked on the C919 
project much before the smaller ARJ-21 entered service. The C919 
programme has been delayed twice already and another delay can-

accorDing to coMac, the life 
of the c919 is DesigneD to be 
90,000 flying hours or 30 years
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not be ruled out. The current prediction for maiden flight is end-2015 
and service entry in 2018.

power plant. The power plant selected for the aircraft is the 
CFM Leap-1C which, like the Leap-X proposed for the A320neo, is 
attributed with 15 per cent fuel saving over CFM engines of com-
parable thrust. The Leap-1C is due to be certified in June 2015 and 
enter service in 2016. However, it is possible that Civil Aviation 
Administration of China (CAAC) may permit C919 flight testing 
with Leap-1C even before the engine is certified. CFM is expected 
to deliver a complete Leap-1C integrated propulsion system for 
the C919 programme in partnership with Nexcelle, a 50-50 joint 
venture between Middle River Aircraft System, a US-based thrust 
reverser expert company, and Aircelle, a Safran Group nacelle 
producer. CFM will provide the engine while Nexcelle will be in 
charge of the nacelle and the thrust reverser. There was speculation 

about a Leap-1C assembly line being set up in China. While CFM 
International is in dialogue with the Aviation Industry Corporation 
of China, the former has some reservations about intellectual prop-
erty rights.

airfraMe. One of the ambitious targets of the C919 pro-
gramme is to provide a 10 per cent reduction in operating costs in 
comparison to A320 and Boeing 737. Obviously, that target relates 
to these two types as they existed when this target was set in 2008. 
Since then, Airbus and Boeing have both improved their products 
by way of the A320neo and Boeing 737 MAX narrow-body air-
craft. The improvement claimed is 10-15 per cent reduction in fuel 
consumption through better airframe design and more efficient 
engines. As the C919 is the first COMAC design of this size, the gen-
eral feeling is that a ten per cent improvement over the A320/Boe-
ing 737 is an over-ambitious target and that even a match would be 
a notable achievement. One of the reasons for this assessment is 
the significant midstream change of material for the wing section.

In January this year, COMAC had announced that the centre-
wing box section would be constructed of composite carbon mate-
rial, but in April, a change was made to conventional aluminium 
which is the material being used for the rest of the wing. The rea-
sons apparently are related to certification by the CAAC and the 
fact that composite materials would be far more expensive. Also, 
use of composites would have delayed the programme further due 
to the additional tests involved for certification. The tail and the 

movable structures, however, are expected to be made largely of 
composite materials.

Bombardier Inc. was reported last year as declaring that it 
had plans to help COMAC get overseas approval for the C919 as it 
had two decades of experience in obtaining approvals for regional 
and business aircraft globally. In March 2012, the two companies 
jointly stated that the C919 and Bombardier CSeries aircraft 
would share a common cockpit design. They are also committed 
to cooperation in other related areas.

Market prospects. According to COMAC, it had 380 com-
mitments from 15 clients for the C919 at the end of China Interna-
tional Aviation & Aerospace Exhibition in Zhuhai in 2012, with most 
clients being airlines and lessors in China. GE’s aircraft leasing arm, 
GE Capital Aviation Service, has signed on for 20 (10 in 2010 and 10 
in 2012) while other prospective customers include Air China Lim-

ited, China Southern Airlines Company, Hebei Aviation 
Group, Joy Air, China Eastern Airlines Corporation 

and leasing units of state-controlled lenders 
such as Bank of China Limited, Industrial 
& Commercial Bank of China Limited 
and Bank of Communications.

Entry into service during 2018 looks 
possible but tenuous. Considerable 
delays on COMAC’s other product, the 
ARJ-21, are the cause for such caution in 
predicting the launch date for the C919. 

Even if it does see service in 2018, it will lag 
behind its target competitors as the expected 

date of entry of the A320neo is 2015 and that of 
the Boeing 737 MAX is 2017. Many aviation watchers are 

sceptical about the C919’s eventual operational capabilities, 
the extreme view being that it will never get off the ground. 

The substantiation of assertions made about the final product 
is an interrogation mark in terms of the fuel efficiency claimed and 
the performance projected.

Subsequent years will have their own story to relate about life-
cycle costs in comparison to Western narrow-body aircraft. It may 
be pertinent to mention here that the turboprop MA-60, built by 
Chinese Government-owned Xi’an Aircraft Industrial Corporation, 
has had an abysmal record. The New Zealand Government in fact 
issued an advisory to its citizens that if they flew in the Real Tonga 
Airlines MA-60 while in Tonga, they did so at their own risk as it 
was not certified by acceptable regulators such as the European 
Aviation Safety Agency, the US Federal Aviation Administration or 
even the Civil Aviation Safety Authority in Australia. The MA-60 
was a free gift to Real Tonga from the Chinese Government.

a wake up call. The foregoing has a lesson for the  
Hindustan Aeronautics Limited (HAL), the doyen of the Indian civil 
aviation manufacturing sector. In the regime of passenger aircraft, 
HAL is yet to demonstrate a successful product. The 14-seat Saras 
designed by the National Aeronautical Laboratory was to be pro-
duced by HAL at Kanpur. However, the programme suffered a seri-
ous setback when the second prototype crashed in 2009. The third 
prototype PT-N is expected to take off by end 2013. There are some 
plans of building a 90-seat passenger aircraft, supposedly a regional 
jet. In contrast, COMAC began in 2008 and is well on its way to pro-
duce, if not a challenge, then at least a third best, to the A320 and the 
Boeing 737. Maybe the take-off of the first C919 will be a wake up call 
for the Indian aerospace industry in the civil sector. sP
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AircrAft Medevac

Pilatus PC-12 used for air ambulance 
services by Medanta-The Medicity is  

reaching the remotest corner of the country

Flying 
doctors,  
saving 
lives

T
he PilaTus PC-12, one of the most popular 
turbine-powered aircraft in the market, is now be-
ing used by Medanta-The Medicity, a leading mul-
tispecialty hospital at the National Capital Region, 
for its air ambulance services launched in June this 
year. The Pilatus PC-12 is a perfect air ambulance 
aircraft, bringing the finest care to the farthest cor-

ners so that anyone who lives, works or travels in remote and ru-
ral areas can enjoy the best of health care.

Medanta-The Medicity launched its dedicated air ambulance 
service and is now the first hospital in India to have a hospital-
based air ambulance at its disposal. The project is the result of 
work by Dr Naresh Trehan, Chairman and Director of the hos-
pital, who wanted to introduce a fully-equipped flying intensive 
care unit to India in order to overcome the combined challenges 
of distance, time and specialised patient care. A team of medical 
practitioners, women’s health doctors, registered nurses, allied 
health professionals, pilots and administrators, who aim at pro-
viding high class medical evacuation from the remotest of areas 
to metro hospitals would be available onboard. The specialised 
team of 40 doctors from different specialties would be ready to 
provide onboard medical support. The air ambulance is equipped 
with state-of-the-art life-saving equipment back up and spe-
cialised medical teams of Medanta–The Medicity. Three Pilatus 
PC-12 NG aircraft have been customised to function as ICU units 
onboard to give real-time critical care to patients while they are 
being evacuated to a hospital after a medical emergency, such as 
a heart attack or multiple bullet wounds.

Demand for first-class ambulance aircraft continues to grow 
exponentially. The PC-12 has successfully proved its credentials 
in this field to clients around the world. Operators are impressed 
by the aircraft’s flexibility and high availability. The PC-12 is an 
ideal ambulance aircraft, not least for its low operating costs and 
unique ability to operate in and out of unmade runways. Precision 
Swiss engineering and construction are what make the PC-12 

such a popular aircraft. The ability to operate from different types 
of unprepared airstrips and in the harshest environments have 
proven the prowess of PC-12 in penetrating remote areas other-
wise only accessible by helicopters but with the speed, range and 
economy of a fixed-wing aircraft. The “Royal Flying Doctor Ser-
vice of Australia” (RFDS), and ORNGE of Canada have long been 
enthusiastic users of specially configured PC-12s for medical mis-
sions. The RFDS, one of the largest and most comprehensive aero 
medical organisations in the world which provides emergency 
and primary healthcare services for those living in rural, remote 
and regional areas of Australia, currently operates a fleet of over 
30 PC-12s.

Proven all-rounder. With over 1,200 aircraft sold 
so far, the versatile PC-12 NG performs many roles worldwide, 
including executive transport, commuter, medical evacuation 
(medevac), police and border surveillance, cargo transport, mili-
tary liaison, and regional airliner government special mission 
applications. The PC-12 fleet has amassed over four million flight 
hours of operating experience, including thousands of hours in 
some of the world’s harshest environments. For 11 consecutive 
years, PC-12 operators have ranked Pilatus customer support as 
the best in the industry in an annual survey conducted by Profes-
sional Pilot magazine.

The Pilatus PC-12 is all about performance, versatility and 
economy. It represents a great combination of capacity, amenity, 
speed, range and performance – made all the more compelling by 
the modest acquisition and operating costs.

Fast and easy loading and unloading: The PC-12 has a massive 
(53” x 52”) cargo door and 2,850 lbs (1,292 kg) payload capacity, 
allowing the PC-12 to be loaded easily with medical stretchers. 
The generous pressurised cabin–over 8 m3–offers sufficient space 
and comfort for up to three patients plus medical systems. The 
large cargo door ensures easy loading and unloading, and the 
cabin can be reconfigured in line with the mission profile. SPPH
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versatile & economical: the Pc-12 has 
successfully proved its credentials around the world
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The centre is supporting the company’s engine systems business, one of the three 
major aero-engine structures providers to the global aerospace market. In the future its 
activity will extend to provide engineering support for projects across the GKN Aerospace 
enterprise, including its market-leading aerostructures and transparencies operations.

GKN AerospAce opeNs 
eNGiNeeriNG ceNtre

G
KN AerospAce opeNed its advanced 
engineering centre in Bengaluru on September 
25. The centre’s highly skilled engineering team, 
which extends the company’s one thousand-
strong global engineering strength, is already 
contributing in providing design engineering 
expertise to the company’s international aero-

engine activities. Seventy highly qualified design and develop-
ment engineers have been transferred from Volvo’s Bengaluru 
facility to the new centre located on the old Airport Road, at the 
heart of Bengaluru’s aerospace and automotive activities.

Today, the centre is supporting the company’s engine systems 
business, one of the three major aero-engine structures providers 
to the global aerospace market.

David Orth, newly appointed General Manager at the  
Bengaluru engineering centre, said, “GKN Aerospace is known 
for the strength of its engineering expertise and through this 
new centre, the company is adding India’s and specifically Ben-
galuru’s impressive engineering skills base to that expertise. We 
look forward to playing our part in creating effective design and 

engineering solutions that will help GKN Aerospace extend the 
performance of future aircraft and aero-engines.”

GKN Aerospace Vice President Engineering Andrew Clarke 
said, “Over the next 18 months a local recruitment campaign will 
increase the workforce in Bengaluru to over 100 individuals.” GKN 
Aerospace will not be parachuting foreign engineers, he added. 
The company officials said Volvo Aerospace was acquired by 
GKN in 2012 and incorporated into company’s aerospace busi-
ness, GKN Aerospace. The aerospace engineering team within 
the Volvo’s Bengaluru office is now moving to form the core of 
GKN Aerospace’s new Bengaluru engineering centre.

Clarke said, “In the future the centre will extend to provide 
engineering support for projects across the GKN Aerospace enter-
prise, including its market leading aero-structures and transpar-
encies operations.” Stating that the company is also considering 
aerospace sector related manufacturing unit in Bengaluru, he 
said: “We are currently in early negotiation with a number of our 
Indian partners.” SP
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Seminar RepoRt

At the Sixth ASSOCHAM International Conference on Civil Aviation and Tourism held in New 
Delhi on August 30, K.N. Srivastava, Secretary, Ministry of Civil Aviation disclosed that the 

government will set up 50 new low-cost airports this year and 50 next year

IndIa to develop 50 
new low-cost aIrports

by Sucheta DaS Mohapatra

W
ith the aim to boost the civil 
aviation sector in India and increase 
air connectivity to Tier-II and Tier-III 
cities, the government has decided to 
set up 50 new low-cost airports this 
year and 50 next year. This was dis-
closed by K.N. Srivastava, Secretary, 

the Ministry of Civil Aviation (MoCA) at the Sixth Associated 
Chambers of Commerce and Industry of India (ASSOCHAM) 
International Conference on Civil Aviation and Tourism held in 
New Delhi on August 30.

He further added that the 50 low-cost airports will come 

up in cities of Andhra Pradesh, Jharkhand, Bihar, Punjab, Uttar 
Pradesh, Arunachal Pradesh, Assam, Madhya Pradesh, Rajast-
han and Maharashtra. The MoCA has called for a meeting of the 
Ministers and Secretaries of these states to finalise the policy on 
regional connectivity. 

The conference “Civil Aviation and Tourism: A Force Multi-
plier for India’s Trade and Economy” saw the industry and experts 
come together to deliberate on the current and future scenario of 
civil aviation and tourism in India and discussed measures to be 
taken to overcome the slowdown in the sector. K. Narayan Rao, 
Chairman, ASSOCHAM Civil Aviation Committee, said that the 
setting up of the Civil Aviation Authority and the new policies on 

Chandresh Kumari Katoch, minister of Culture, 
T.K.a. nair, advisor to the Prime minister, and 

other dignitaries releasing the Yes Bank report
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civil aviation will help in the continuous journey of growth.
The Yes Bank knowledge report on civil aviation and tourism, 

titled “Civil Aviation: Flying into Next Growth Orbit” was released 
on the occasion. The report stresses the need for increased regional 
connectivity to boost the domestic civil aviation industry.

Delivering her inaugural address, Chandresh Kumari Katoch, 
Minister for Culture, said that tourism, civil aviation, trade and 
commerce are interrelated. “Cultures serve as the foundation 
on which the building of tourism can be built. But without good 
communication and connectivity, we will not be able to reach 
global audiences. Once we have the inflow of international tour-
ists, there will automatically be an increase in trade and com-
merce.” In his keynote address, T.K.A. Nair, Advisor to the Prime 
Minister of India, also emphasised the need of all the three sec-
tors to work together.

Best performance awards were given away to Ligare Voyages 
the most versatile company in aviation; SafeExpress the best air 
cargo logistics; Boeing the best global aviation company; IndiGo 
the best domestic airline; British Airways the best international 
airline and Frankfinn the best aviation training institute.

In his address, the guest of honour K.N. Srivastava stated that 
Navi Mumbai, Pune, Goa and Patna airports were facing capac-
ity constraints. Although, Chennai airport did not suffer from 
capacity constraints today, but in the next six-seven years, it 
could face similar problems. The government is therefore con-
sidering locating the second airport for Chennai in Sriperumbu-
dur. “In order to stimulate air connectivity, airlines are expected 
to add around 370 aircraft worth $27.5 billion to their fleet by the 
year 2017,” said Srivastava.

“It is estimated that by 2020, commercial fleet size would 
reach 1,000 aircraft from the 400 today. To spur the growth of 
international air travel, the government has taken significant 
steps to liberalise and grant traffic rights to Indian carriers to fly 
to several new destinations across the globe. There are 71 foreign 
passenger airlines operating in India at 25 airports with 1,655 
flights per week. In addition, in the year 2012, there were 703 tour-
ist charted flights that carried 1,30,000 passengers.”

Srivastava informed that the government was planning to 
invest more than $120 billion in the development of airport infra-
structure including low-cost airports across the country. “The 
government has adopted measures for providing affordable air-
connectivity to remote and interior areas of the country namely 
the Northeastern region as well as Tier-II and Tier-III cities of 
India.”

The first session presided by S. Machendranathan, Special 
Secretary and Financial Adviser, MoCA, deliberated on the “Regu-
latory Challenges including Taxes and Duties”. H.S. Khola, former 
Director General of Civil Aviation (DGCA), spoke on the limita-
tions of the organisation and the need for change and improve-
ment keeping in view the transformation the industry has under-

gone in the last decade. He said that the Directorate has to be 
aligned with the industry and frequent improvements should be 
made depending on the requirements.

Amber Dubey, Partner and Head, Aerospace and Defence, 
KPMG, India, delved into the need to attract more foreign tour-
ists keeping in view the state the Indian economy is in. In order 
to improve domestic airlines service, he emphasised the need 
for states to reduce taxes and build more Greenfield airports, an 
option that would be less expensive than upgrading Brownfield 
airports. S. Chockalingam, Chief Financial Officer, Shell MRPL 
Aviation Fuels and Services Limited expressed dissatisfaction at 
the current tax regime which is not uniform. J.K. Mittal, Co-Chair-
man, J.K. Mittal and Co said that there is the need for account-
ability, uniform taxes and early resolution of pending cases. In his 
concluding remarks, Machendranathan said that the regulatory 
mechanism in India is quite robust and that steps are being taken 
for the growth of the Indian civil aviation industry.

Session II on “Need for Regional and Remote Connectivity”, 
was chaired by Arvind Jadhav, Additional Chief Secretary, Tour-
ism Department, Government of Karnataka. Avik Bhattacharya, 
Director, Business Development, Boeing India, said that the mar-
ket has to go beyond the metros. He suggested that the Indian 
Air Force and Indian Navy bases be used for civil aviation also, 
non-scheduled operators permit (NSOP) holders’ flight schedules 
be published, route dispersal guidelines lay emphasis on remote 
connectivity, state government give tax incentives, airport charges 
be reduced and incentives be given to passengers. Luigi Celmi, 
President, ATR India, said that there is the need to increase move-
ment from Tier-II and Tier-III cities to Tier-IV cities. “India is a 
vibrant market but we do not have the luxury of time. The global 
scenario will force us to hurry up.” Maghim Tamilarasan, Direc-
tor, Rolls-Royce India Private Limited, said that India has great 
prospects with growth in the number of people flying or aspiring 
to fly. Jadhav spoke at length about the civil aviation growth story 
in Karnataka and regional and remote connectivity.

The third session was on “Air Cargo Industry Scenario,” which 
was presided by Captain Kapil Chaudhary, Secretary, Airports 
Economic Regulatory Authority. Deepak Dadlani, Advisor, Air 
Cargo Agents Association of India, spoke about the constraints 
and roadblocks for the air cargo industry. He said that there is 
the need for cost-efficient cargo terminals and India has good 
scope to be a hub. Pradeep Panicker, Chief Commercial Offi-
cer, Delhi International Airport Private Ltd presented the cargo 
operators point of view. Sandeep M. Bhatnagar, Joint Secretary 
(Customs), Central Board of Excise and Customs, also spoke on 
the occasion. Sp
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The civil aviaTion indusTry in India today is 
over hundred years old. Its origin can be traced to Febru-
ary 18, 1911, when Henri Piquet undertook the first com-
mercial civil aviation flight from Allahabad and Naini on 

a Humber biplane covering a distance of just 9.5 km. Apart from 
being a major achievement for civil aviation, this event was also 
ground-breaking for the airmail service in India as it was the first 
time that mail was delivered by aircraft.

Since its advent in India, the civil aviation industry has clocked 
a number of high points in its long journey. Some of these include 
the launch in December 1912 of the first international flight by 
Indian State Air Services; commencement of regular airmail ser-
vice between Karachi and Madras in 1915 by Tata Sons Ltd; com-
mencement of construction of civil 
airports in 1924 beginning with Dum 
Dum, Bamrauli and Bombay; estab-
lishment in April 1927 of a separate 
Department of Civil Aviation under 
the Central Government; appoint-
ment in 1931 of Lt Colonel Shelmer-
dine as the first Director General of 
Civil Aviation to oversee civil aviation 
regulatory issues; promulgation of 
the Indian Aircraft Act in 1934; estab-
lishment in 1940 of the first Indian 
aerospace venture, the Hindustan 
Aeronautics Limited by Walchand 
Hirachand in collaboration with the 
then Mysore Government; establish-
ment in 1946 of the national carrier 
Air India; passage of the Air Corpo-
rations Act in March 1953; entry of 
Air India into the jet age in 1960 with 
the induction of Boeing 707 airliner; 
formation of the International Air-
ports Authority of India (IAAI) in 1972; inauguration of the Indira 
Gandhi Rashtriya Uran Akademy (IGRUA) on November 7, 1985; 
de-regulation of the Indian civil aviation sector in 1991 facilitat-
ing the emergence of private carriers on the civil aviation scene; 
establishment of the Airports Authority of India (AAI) in 1995 
and the passage of the Airports Economic Regulatory Authority 
(AERA) Bill in 2009.

After its tumultuous but impressive journey over the last ten 
decades, the civil aviation industry in India is now the ninth larg-
est in the world with 125 operational airports, around 800 aircraft, 
five major scheduled airlines, a large number of non-scheduled 
operators, privately owned aircraft operators and several regional 
carriers in the pipeline. Despite the current slowdown, annual 
passenger traffic at Indian airports is expected to resume a 

healthy growth trajectory and is expected to reach 421 million by 
2020. If pronouncements by the Minister of Civil Aviation are to 
be regarded as credible, the government is doing everything to 
ensure that the Indian aviation industry climbs to the third slot 
in the world by the year 2020. As per the forecast by Boeing, India 
will induct 1,000 new airliners by then.

However, in the rapid and impressive march of the Indian civil 
aviation industry to ascend to lofty heights, what has been lack-
ing all along is focus on institutionalised professional education to 
serve the needs of the Indian aviation industry. Ironically, while the 
government has been planning to set up capacity-building institu-
tions in Africa in a variety of disciplines including in civil aviation, 
for some reason for over nine decades it has failed to address the 

issue of development of skilled, mana-
gerial and operational hands required 
by the Indian civil aviation sector. 
Thus so far, the industry has had to 
depend on human resource churned 
out largely by privately run agencies, 
some with doubtful credentials and 
the not-so-well-managed govern-
ment-owned institutions for man-
power trained in the different disci-
plines of the Indian aviation industry. 
The responsibility of monitoring 
of quality and standardisation has 
always been entrusted to the Direc-
torate General of Civil Aviation that 
has been perpetually understaffed 
and really not in a position to deliver. 

It was only in 2006 that a com-
mittee headed by M.K. Kaw, former 
Secretary, Ministry of Civil Aviation, 
for the first time recommended the 
establishment of a National Aviation 

University in India with the aim of providing properly trained 
and well qualified professional for the Indian aviation industry. 
The Twelfth Five Year Plan document also had carried a similar 
recommendation. Thereafter, based on a detailed project report 
submitted by the Ministry of Civil Aviation, the Planning Com-
mission granted in-principle approval for the project. Early Sep-
tember this year, the political chaos prevailing in the country 
notwithstanding, the Rajiv Gandhi National Aviation University 
Bill was introduced and passed by both Houses of the Parliament.

After over 100 years of its existence, the Indian civil avia-
tion industry will finally have a credible umbrella organisation 
to ensure availability of high quality human resource across the 
entire spectrum of disciplines. SP

—B.K. Pandey

IndIa’s FIrst
With the setting up of the Rajiv Gandhi National Aviation University, the Indian civil 

aviation industry will finally have a credible umbrella organisation to ensure availability 
of high quality human resource across the entire spectrum of disciplines
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b. Circulated in Asia-Pacific including India backed by BPA endorsement. 
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950+ E-JETS. 65 AIRLINES. 47 COUNTRIES.

EmbraerCommercialAviation.com

The newly enhanced E175. It’s the result of our commitment to continuous improvement 

of our E-Jets family. This ongoing optimization of an already successful platform is our way 

of ensuring best-in-class performance gets even better. Lower fuel burn, longer service 

intervals, lower noise levels, upgraded avionics, and an even more refined cabin combine  

to keep us well ahead of any competitor — which means the E175 history of success is a 

story to be continued. 

Continuous  
improvement.  
Continued.
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