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InterGlobe Enterprises and CAE have 

joined hands in a 50:50 venture and 
set up one of the most modern training 
centres in the world in Greater Noida.
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A word from editor

T
he year gone by has not been particularly inspiring for the global 
civil aviation industry except perhaps in the case of the Chinese civil avia-
tion industry, which despite the global economic turmoil has maintained a 
modest but steady growth throughout 2013. The relatively flat performance 
in the rest of the world has largely been attributable to economic slowdown 
in the United States and Europe as also in other parts of the world includ-
ing in India. But going by the reports on the recent Dubai Airshow, where 

huge orders for airliners were placed on the leading global aerospace majors such as Boe-
ing, Airbus, Embraer and Bombardier, it appears that the gloomy days for the global civil 
aviation industry are over. While the Middle East appears to be leading the revival in the 
industry, the spillover effect will certainly benefit all segments of the industry in every 
part of the world. This issue carries a detailed analysis by R. Chandrakanth on the market 
outlook for the year ahead in respect of the global civil aviation industry.

The global civil aviation industry is set to receive a boost from the International Civil Avia-
tion Organisation (ICAO). December 7 has been officially notified by the United Nations in 
1994 as the International Civil Aviation Day to commemorate the establishment in 1944 of 
the ICAO. In 2013, while observing the International Civil Aviation Day, the theme adopted by 
the organisation was “Evolving to Meet the Challenges of the 21st Century Air Transport.” The 
adoption of this theme, which undoubtedly is most appropriately timed, will hopefully inspire 
the leading nations to chart the right course for the global civil aviation industry.

In the year ahead, we expect to see some significant developments on the Indian civil avia-
tion scene. While two major airlines of international repute, i.e. Singapore Airlines and AirAsia 
in partnership with the house of the Tatas, are set to make waves in the Indian airline industry, 
a less well known business house from Andhra Pradesh, the Vijayawada-based LEPL projects, 
despite the heavy odds, has ventured into the industry launching a new airline, Air Costa, to 
exploit opportunities in the regional aviation segment that is grossly underdeveloped. A report 
on Air Costa and interview of Captain K.N. Babu, the CEO of the airline, is included in this issue. 
Similarly, perceiving lucrative opportunities in the Indian civil aviation industry, InterGlobe 
Enterprises and CAE have joined hands to set up one of the most modern training centres 
in the world in Greater Noida, near the national capital. Included in this issue is a report and 
conversation with Rahul Bhatia of InterGlobe and Marc Parent, President and CEO of CAE. 

Vasuki Prasad has a detailed write-up on the Electric Green Taxiing System (EGTS) initia-
tive, an innovation that is a result of partnership between Honeywell and Safran that may 
prove to be boon for airlines. The EGTS will help reduce fuel consumed while waiting or 
manoeuvring on the ground, resulting in substantial reduction in operating costs. In the con-
text of escalating competition, this system will undoubtedly be attractive for carriers. All these 
and more apart from the regular features in this issue.

Wishing you a Very Happy and Prosperous New Year!
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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

Expansion plans of Goair

GoAir is planning to lease aircraft over the 
next three years to preserve its market share 
as two new domestic carriers appear on the 
horizon. GoAir currently operates 17 Airbus 
A320 aircraft and will add three more by July 
2014. It has no further deliveries scheduled 
till 2016, when Airbus rolls out its fuel-effi-
cient A320neo. GoAir has 72 of the A320neo 
on order but is also looking at options to 
increase capacity till it begins receiving the 
former. AirAsia India, which is slated to com-
mence operations by early 2014, has indicat-
ed it will import ten planes in its first year of 
operations. Tata-Singapore Airlines also plans 
to launch services next year, accentuating the 
competition for existing airlines. Next phase 
of capacity expansion planned by GoAir 
will be between metro to non-metro routes 
as well as exploring new domestic destina-
tions. GoAir has a market share of less than 
eight per cent, the smallest among domestic 
airlines. It does not yet qualify to fly interna-
tionally. However, the airline has improved its 
load factor in the past six months.

asia’s launch customEr for B777x
Cathay Pacific is the first Asian airline to 
place a $7-billion order for 21 Boeing 777-9X 
aircraft. The order is a part of its future long-
haul fleet strategy. John Slosar, Chief Execu-
tive at Cathay Pacific Airways, said that 
the 777-9X fits with their fleet expansion 
because of its improved payload range capa-
bility and reduced operating costs compared 
to the current 777s with the airline includ-
ing the 777-300ER. The $377-million 777-9X 
has a range of over 8,200 nautical miles and 
can carry up to 400 passengers. The aircraft 
is powered by GE9X engines. According to 
Boeing, the composite wings of the 777X, 
new engines and advanced technologies lead 
to a 20 per cent reduction in fuel burn over 
the current model. The Hong Kong-based 
carrier is also expecting the delivery of 12 
Boeing 777-300ERs beginning in 2014 and 

will add 50 of this aircraft type to its fleet 
by 2020. Deliveries of the 777-9X to Cathay 
Pacific are scheduled to begin in 2021.

airasia india GEttinG rEady to takE-off
Low-cost carrier (LCC) AirAsia India, which 
is expected to launch its domestic services 
in partnership with the Tatas in February 
2014, has obtained permission to import 
ten Airbus A320 aircraft in the first year 
of its operations, about seven per cent of 
the country’s total LCC capacity. This will 
make the carrier’s first-year fleet bigger 
than those of most others in the segment. 
IndiGo, the largest Indian LCC, can fly 
60,000 passengers a day. It plans to add 12 
aircraft next year, increasing capacity to 
73,000 seats a day. In comparison, AirAsia 
India would be able to fly 11,000 passengers 
a day by the end of the first year. 

A closer rival to AirAsia would be GoAir, 
which is expected to have a seat capacity of 
18,000 a day after induction of three aircraft 
in 2014. SpiceJet is likely to induct three 
planes next year. AirAsia India’s capacity 
after a year would thus be 25 per cent of 
SpiceJet’s. Kapil Kaul of the Centre for Asia 
Pacific Aviation (CAPA) said, “I expect AirA-
sia India to have more aggressive expansion. 
The full impact of its operations will be 
visible from 2015, but much of that depends 
on when it receives clearance from the Di-
rectorate General of Civil Aviation (DGCA) 
and when it launches operations.”

spicEJEt rEcords `559 crorE loss

SpiceJet has posted a loss of `559 crore in 
the second quarter of the current financial 
year, three-and-a-half times the loss in the 
same quarter of 2012-13. The record loss 
comes after a positive first quarter, when 
the airline posted a net profit of `50 crore. 
SpiceJet said that its performance was 
adversely affected by increase in mainte-
nance expenses by `78 crore and two per 
cent rise in the price of aviation turbine 
fuel as compared with the corresponding 
period last year. Depreciation of the rupee 
also impacted bottom lines due to loss of 

Rs 42 crore despite its hedging measures. 
SpiceJet said passenger yield also declined 
by seven per cent due to the weak pricing 
environment. Revenue growth was marginal 
at six per cent over Q2 of last year. Kapil 
Kaul of CAPA said, “SpiceJet has declared 
losses higher than our expectations. CAPA 
continues to be concerned about SpiceJet 
and except a very and strong committed 
promoter; the airline has lost its relevance. 
It needs a serious one-time capital infusion, 
which is increasingly difficult. Promoter 
funding is inevitable but funds must come 
in real soon. Then management needs to 
be further and significantly strengthened 
and that is critical. Near-term risks for the 
airline have increased significantly.”

BEnGaluru as huB for airasia
As per Bhaskar Bodapati, Senior Director 
of the Kempegowda International Airport, 
Bengaluru (KIAB), AirAsia is close to signing 
an agreement to use Bengaluru as its hub 
for India operations. This will be a coup 
for the company, especially after exit of the 
financially bankrupt Kingfisher Airlines. 
Historically, Bengaluru has been ignored by 
India’s domestic airlines for their inter-
national operations. These carriers chose 
instead to operate from Chennai, thus leav-
ing the field wide open for foreign carriers 
like Emirates, Lufthansa, Singapore Airlines 
and Air France from the HAL airport days 
and DragonAir, Qatar Airways, Etihad and 
others since 2008 when the new interna-
tional airport was commissioned. Air India 
operates just one flight to Dubai, via Goa 
and SpiceJet has just commenced a flight 
to Bangkok from the city. Jet Airways briefly 
operated a flight to Brussels which is its 
hub for flights on to the east coast of North 
America, but it was shut within months.

(  infrAstructure

upGradE of BanGalorE intErnational 
airport
The Bangalore International Airport Lim-
ited (BIAL), which has been refurbished at a 
cost of `1,500 crore and expanded substan-
tially with the addition of a new terminal 
designated as Terminal 1A, can now handle 
up to 20 million passengers a year. The 
Airport Economic Regulatory Authority is 
to review and possibly enhance the user 
development fee (UDF). BIAL, one of the 
few profitable Indian airport operators, had 
reported a profit of `104 crore on revenue of 
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`628 crore for the year ended March 2013. 
It had a debt of `2,200 crore on its books. 
Currently, the airport handles about 315 
aircraft movements everyday and 12 million 
passengers a year. The traffic is estimated to 
rise to 20 million by 2017. Since its launch 
in May 2008, the airport has catered to over 
50 million passengers, linking the city to 51 
destinations and created a passage for 33 
airlines. The airport has a new identity as it 
has been renamed as Kempegowda Interna-
tional Airport, Bengaluru, (KIAB) in honour 
of Kempegowda, a 16th century chieftain 
from the region, credited with planning the 
city of Bangalore. 

award for ExcEllEncE to aai
India Pride Awards are in vogue since 2009 
and has been an annual event. The award 
ceremony is conducted in the presence 
of leaders of various stakeholders from 

state and Central PSUs across the country 
involved in nation building. The Airports 
Authority of India (AAI) has won this year’s 
award in the category of “Public Sector Un-
dertakings, Central, in Infrastructure and De-
velopment”. The award has been conferred 
upon V.P. Agrawal, Chairman, AAI, keeping 
in view the recent projects undertaken by 
AAI which included development of airport 
infrastructure, CNS-ATM Infrastructure and 
other allied upgraded facilities developed by 
AAI and its efforts towards connectivity. The 
jury for this year’s awards operated under 
the Chairmanship of Jagdambika Pal, Mem-
ber of Parliament, Chairman Committee on 
Public Undertakings, Lok Sabha.

Gmr in philippinEs airport proJEct
GMR Infrastructure has won a bid along 
with Philippines-based Megawide Construc-
tion Corporation in 40:60 joint venture to 
expand Mactan-Cebu International Airport 
in central Philippines. Equity contribution 
by GMR to this project will be in the range 
of $40-$45 million. It is understood that the 
Megawide-GMR consortium won the bid by 
a slender margin over another consortium 
in which Singapore’s Changi Airport was a 
part. Sidharath Kapur, Chief Financial Officer, 
GMR Airports, said: “This is a 25-year conces-
sion agreement which involves an upfront 
payment of $375 million to the Government 
of Philippines. Post that, there is no revenue 
share with the government. In addition to 
this upfront payment, we have outlined $325 
million as construction cost to expand the 
capacity of the airport to 16 million pas-
sengers from the current five million over a 
four-year time frame.” The airports vertical 
contributes as much as 60 per cent of the 
overall revenue of close to `10,000 crore a 
year for GMR. Infrastructure has been the 
only profitable vertical for GMR, mainly driv-
en by implementing the increased charges at 
the Delhi International Airport.

privatE airport proJEct kErala
In November 2013, the Ministry of Environ-
ment and Forests cleared the controversial 
`2,000-crore Aranmula private airport proj-
ect in Kerala’s Pathanamthitta district. The 
project had been facing stiff resistance from 
environmentalists for several years on ac-
count of concerns over the possible impact 
the airport could have on the environment 
and heritage of the region that is home 
to the famous Aranmula Parthasarathy 
Temple. Gigi George, Managing Director of 
the KGS Group, a Chennai-based promoter 
of the airport, said that the clearance paved 

the way for the commencement of work 
on the project which hopefully should be 
completed by December 2015. Opposi-
tion parties however are planning protests 
against the decision of the Union Ministry of 
Civil Aviation. Senior Congress leader V.M. 
Sudheeran has termed the clearance by the 
Ministry as “unfortunate” and has said that 
apart from a faulty study commissioned by 
the promoter, there was no proper feasibility 
study that validated the need for the airport.

nEw tErminal BuildinG at Goa

A new integrated terminal building built 
by the Airports Authority of India (AAI) has 
been dedicated to the nation by Ajit Singh, 
Minister of Civil Aviation. An integrated 
terminal building capable of handling both 
domestic and international operations, the 
terminal building is equipped with state-of-
the-art facilities such as passenger boarding 
bridges, CUTE enabled check in counters, 
inline compatible baggage handling system, 
software based building management 
system, elevators and escalators. Built at a 
cost of `345 crore, the terminal building can 
handle 2,750 passengers during peak time. 
In view of the growth of passenger traffic at 
Goa airport, AAI has already given a go ahead 
for development of Western side finger of 
the terminal building at a cost of `40 crore to 
further enhance the handling capacity. The 
new integrated terminal building is expected 
to contribute immensely towards promo-
tion of tourism in the state in particular and 
economic development in general. 

nEw aviation traininG cEntrE in korEa
Boeing and Korean Air participated in a 
groundbreaking ceremony for the construc-
tion of Korea’s largest new aviation train-
ing facility to be located in Incheon’s Free 
Economic Zone. The new campus, which is 
slated to open in 2015, will allow Boeing to 
expand the scope of its training business in 
Korea and continue its long-standing train-
ing relationship with Korean Air. The facility 
once complete will house 12 full-flight simu-
lators for pilot training programmes sup-
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porting Korean Air’s flight training needs. 
Once the campus is ready, Boeing will 
relocate its existing training support staff 
and equipment to the new facility. “Boeing 
and Korean Air have a training relationship 
spanning almost 15 years. We look for-
ward to continuing our collaboration with 
Korean Air as we work together to develop 
advanced aviation training programmes 
from a new base in Incheon,” said Sherry 
Carbary, Vice President of Flight Services 
at Boeing. According to Boeing’s 2013 pilot 
and technician outlook, Northeast Asia will 
require 18,500 pilots and 25,500 new techni-
cians through 2032.

(  Business AviAtion

faa cErtification for lEarJEt 75
In November 2013, Learjet 75 business jet 
from Bombardier has received the Federal 
Aviation Administration (FAA) certifica-
tion. The Learjet 70 and 75 are upgraded 
replacements for the Learjet 40 and 45, first 
announced by Bombardier in May 2012. FAA 
certification allows for the first delivery to 
Learjet 75 launch customer Louis Beck, a 
businessman and pilot based in Boca Raton, 
Florida. “We are delighted to have received 
FAA certification for the first Learjet 75 
business jet,” said Ralph Acs, Vice President 
of Learjet at Bombardier. “This aircraft, 
along with its smaller sibling the Learjet 70 
business jet, clearly have a bright future in 
business aviation.” The Learjet 75 business 
jet has a maximum range of 2,000 nautical 
miles and features the vision flight deck with 
the Garmin G5000 digital avionics suite.

falcon 2000s BusinEss JEt in india

Dassault Aviation is preparing to deliver its 
new Falcon 2000S business jet into the Indi-
an market, following Indian certification on 
November 1, 2013. The aircraft has already 
been certified by FAA and EASA and the 
Canadian certification is expected shortly. 
Dassault has so far delivered 10 Falcon 2000S 

business jets and the first aircraft for India is 
set for delivery to a customer in Bengaluru in 
the near future. The Falcon 2000 models are 
Dassault’s best-selling aircraft in India, ac-
counting for the bulk of the 22 Falcons that 
have been delivered in the country.

BomBardiEr in china
Bombardier has a new agreement to estab-
lish an aircraft maintenance facility in Tian-
jin, China. The agreement was signed with 
the Tianjin Airport Economic Area and will 
create a joint venture between the two enti-
ties to begin contraction of a maintenance 
facility in 2016. Bombardier sees China as the 
“second most important” business jet market 
behind the United States. Bombardier esti-
mates that operators in the region will take 
delivery of more than 2,000 new aircraft over 
the next two decades. “China is an important 
market and we are excited and honoured to 
collaborate with the leaders of Tianjin,” said 
Eric Martel, President of Customer Services 
and Specialised and Amphibious Aircraft 
at Bombardier. In a statement, Bombardier 
has said the facility will support Bombardier 
business jets and commercial aircraft.

(  regulAtory AffAirs

GEnEral aviation rEGulations in 
china rElaxEd
Effective December 1, 2013, flight ap-
proval procedures have been simplified for 
operations by private aircraft in Chinese 
airspace, a reform that could lead to greater 
development of China’s general aviation 
industry. Under the new procedures, issued 
jointly by the Civil Aviation Administration 
of China (CAAC) and the military, general 
aviation aircraft operators flying outside 
the restricted airspace within the country, 
no longer need to submit flight plans to the 
military. Most of the airspace in China is 
controlled by the military, making it difficult 
for general aviation operators to conduct 
business in the region. However, general 
aviation operations under nine categories, 
including border areas, prohibited zones as 
aerial photography over sensitive areas, will 
continue to be restricted.

faa audit of dGca
The Federal Aviation Administration (FAA) 
carried out the second round of audit of the 
Directorate General of Civil Aviation (DGCA) 
to check whether action had been taken 
to correct the 33 deficiencies highlighted 

ministry of civil aviation, india
Ashok Lavasa, Special 
Secretary in the Ministry of 
Power, has been appointed 
as the new Civil Aviation 
Secretary. He will take over 
from K.N. Srivastava who will 

retire on December 31. Lavasa is a 1980 
batch Indian Administrative Service officer 
of the Haryana cadre. The Appointments 
Committee of the Cabinet approved the 
appointment.

A double-MA and a MBA, Lavasa, had 
earlier served in various capacities in the 
Power Ministry and the Home Ministry, 
besides being the Resident Commis-
sioner of Haryana in Delhi.

intErnational civil aviation 
orGanisation (icao)
India’s Director General of Civil Aviation 
Arun Mishra has been selected as Interna-
tional Civil Aviation Organisation’s (ICAO) 
new Regional Director for the Asia-Pacific 
region. Mishra, a 1986-batch West Bengal 
cadre IAS officer, will quit civil service to 
replace Pakistani diplomat Mokhtar Awan 
at the ICAO regional office in Bangkok.

GEnEral dynamics
General Dynamics has announced Robert 
E. Smith as the President of Jet Aviation.

safran
Didier Nicoud has been appointed Engi-
neering Vice President for Aircelle.

GulfstrEam
Gulfstream Aerospace Corporation has 
appointed Kevin Brink as Sales Director, 
North American Sales, Northwest and 
Scott Clarey Sales Director, North Ameri-
can Sales, Southwest. The company has 
also named Lor Izzard as Director, Sales 
Support and Technical Marketing.

dassault aviation 
Dassault Aviation has named Olivier 
Zuber as the new International Sales 
Manager for Africa.

BomBardiEr aErospacE
Bombardier Aerospace has announced 
the appointment of Raymond Jones as 
Senior Vice President, Sales, Marketing 
and Asset Management, Bombardier 
Commercial Aircraft.

BoEinG
Boeing has appointed Ted Colbert Chief 
Information Officer and Vice President of 
the company’s Information Technology 
Organisation.

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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during the first round of audit. On the basis 
of the report of its two-day compliance audit 
expected end January 2014, FAA would de-
cide whether to downgrade India’s aviation 
safety status or maintain it as Category-I. 
Corrective measures were taken on 26 issues. 
Of the remaining seven, the status was of 
work-in-progress and would take some more 
time. Among the pending issues are hiring 
of flight inspectors and specialised train-
ing of airworthiness officers on charter and 
business jets. In the earlier audit, FAA had 
expressed concern over the large number 
of vacancies in top technical posts at a time 
when air traffic in India was growing rapidly. 
It had also adversely commented on the 
conduct of regular training programmes for 
pilots, engineers and cabin crew, besides lack 
of manuals and documentation on major 
safety issues. The FAA had then noted some 
faults in implementation of safety norms by 
some airlines and non-scheduled operators.

us commErcial fliGhts ovEr East 
china sEa
The US has advised its commercial airlines 
to follow China’s demand to notify Beijing 
on any flight passing through its newly 
identified Air Defence Identification Zone 
in East China Sea and operate consistent 
with Notices to Airmen (NOTAMs) issued 
by China. However, as per the State Depart-
ment, this new directive in no way means 
that the US has accepted the legality of the 
new zone in East China Sea. The US holds 
that such a move by Beijing is provocative 
and increases tension in the region. “Free-
dom of over flight and other internationally 
lawful uses of sea and airspace are essential 
to prosperity, stability and security in the 
Pacific. We remain deeply concerned by 
China’s November 23 declaration of an East 
China Sea Air Identification Zone,” the State 
Department said in a written statement.

(  industry news

avionics manufacturErs hEadEd for 
china
Avionics manufacturers will gather in Shang-
hai in April for the 2014 Civil Avionics Inter-
national Forum (CAIF) to get critical insights 
about the market demand from every part of 
the avionics supply chain in China. Some of 
the biggest names from the global avionics 
industry will be in attendance, including Hon-
eywell, Rockwell Collins and Thales. The goal 
of CAIF 2014 is to bring avionics manufactur-

ers together with airframe manufacturers, 
including Airbus, Boeing and the Commercial 
Aircraft Corporation of China (COMAC) to 
tackle the new requirements and challenges 
on commercial avionics systems in China, ac-
cording to the CAIF 2014 team. The event will 
be hosted by the Galleon Consulting Com-
pany and AVIC Radio Electronics Institute.

comac in thE us
In November 2013, the Commercial Aircraft 
Corporation of China (COMAC) has opened 
its first overseas subsidiary, COMAC America 
Corporation in Newport Beach, California. 
Prior to establishing its presence in the US, 
China’s state-run airframe manufacturer has 
already established cooperation with global 
suppliers, including GE Aviation, UTC and 
Honeywell. Short-term goals for COMAC in 
the US include developing business in airwor-
thiness certification, supplier management 
and marketing. “Founding of the subsidiary 
corporation in North America is aimed to 
further COMAC’s relationship with local civil 
aviation authorities, aerospace companies 
and academic institutions, mainly in areas 
such as airworthiness certification,” COMAC 
said in a statement. COMAC is still awaiting 
certification of its ARJ-21 regional airliner 
from the Civil Aviation Administration of 
China (CAAC). The establishment of its US 
base should help the company obtain FAA 
certification of the aircraft in the near future. 

BoEinG dElivErs first upGradEd 747-8

Cathay Pacific Airways has received the first 
Boeing 747-8 featuring the aircraft’s new 
performance improvement package (PIP). A 
freighter version, the upgraded Boeing 787-8 
is equipped with performance-improved 
GEnx-2B jet engines, flight management 
computer (FMC) software upgrades and 
reactivation of the horizontal tank fuel 
system. “This is a significant milestone for the 
747 programme. These upgrades are part of 
our commitment to continually improve the 
747-8 for our customers,” said Eric Lindblad, 
Vice President and General Manager of the 
747 programme. Bruce Dickinson, Chief 

Project Engineer for the 747-8 programme 
said that the performance package improved 
the efficiency of the aircraft by 1.8 per cent. He 
further stated that 747-8 operators flying with 
the upgrades will use “roughly 30 less semi-
sized trucks of fuel per airplane per year”. Ac-
cording to the company, other improvements 
are scheduled to enter service in early 2014. 

(  technology

wind tunnEl tEst of BoEinG 777x

Boeing has commenced low-speed wind 
tunnel tests for its 777X aircraft. Testing is 
being performed on a five per cent scale 
model of the baseline 777X, measuring 
about 4.22 metres long with a wing span 
of 3.92 metres. Hundreds of sensors are 
embedded in the model to measure pressure 
to determine the in-flight loads as well as 
provide valuable diagnostics of the aerody-
namic performance of a given design. These 
tests will measure airplane performance 
with a variety of settings to simulate take-off 
and landing conditions. This is the first 
major milestone in airplane development, 
which validates performance models and 
generates a vast amount of data that Boe-
ing’s engineering teams will use to design 
the airplane as development progresses.

rEquirEd naviGation pErformancE 
for airasia
The Malaysia Department of Civil Avia-
tion Authority (DCA) has granted approval 
for AirAsia to commence flying Required 
Navigation Performance (RNP) flight paths in 
Malaysia. This was done following a collab-
orative nationwide flight path programme 
that began in 2012 between AirAsia, DCA and 
GE Aviation. The programme was designed to 
improve operational efficiency at 15 airports 
in Malaysia. GE Aviation’s Flight Efficiency 
Services has now delivered RNP flight pro-
cedures for seven airports: Penang, Kuching, 
Langkawi, Johor Bahru, Miri, Sibu and Kota 
Bharu, with the remaining eight to follow. sp
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First

e-volo’s volocopter vc200, the first green 
helicopter, has made its maiden flight from Karlsruhe on 
November 17. Safer, simpler and cleaner than normal he-
licopters, Volocopter is an environmentally friendly and 

emission-free private helicopter. Instead of one combustion en-
gine, eighteen electrically driven rotors propel it.

With multiple flights lasting several minutes reaching the 
nearly 22-metre-high ceiling of the Dm-Arena in Karlsruh, includ-
ing a number of smooth take-offs and landings, the Volocopter 
concept exceeded all expectations. Based on this model, it will 
be prepared for series production in the coming years. “There are 
already numerous requests for the Volocopter from around the 
world,” said Alexander Zosel, Managing Director of e-volo.

 “Rich and incredibly quiet sound, absolutely no noticeable vi-

brations in the flight, convincing structure with a great, new spring 
strut landing gear, and an extremely calm rotor plane,” said the e-
volo Managing Director. The developing team of e-volo knew from 
the onset that the Volocopter was very easy to fly. Due to elaborate 
simulations at the Stuttgart University, they already knew that it 
was much quieter than a helicopter.  However, the pleasant low, 
rich sound and the lower-than-expected noise level caused great 
cheering among the e-volo team during the first flights.

People were eager to know whether there would be disturb-
ing or even dangerous vibrations in the mechanic structure of the 
rotor plane. “Such vibrations are a large problem for normal he-
licopters,” stated e-volo Managing Director Stephan Wolf, adding 
that the vibrations together with the deafening noise have lead to 
much discomfort on passenger flights in helicopters. SP

World’s first green 
helicopter…

…Makes maiden flight
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Both commercial and business aviation have bounced back and expect much 
better performance in 2014

CAUTIOUSLY OPTIMISTIC

by R. ChandRakanth

W
ill 2014 bring cheer to the 
civil aviation industry? It is an emphat-
ic “Yes” based on the mega deals worth 
$200 billion concluded in the opening 
days of the Dubai Airshow signalling 
that the sector was once again taking 
off. Surely, there is an upswing in the 

civil aviation industry and notwithstanding some bad patches, 
the overall outlook is positive. The International Air Transport 
Association (IATA), the Airports Council International (ACI) and 
the International Civil Aviation Organisation (ICAO) have under-
standably all been cautiously optimistic as the industry is emerg-
ing from a major recession. Then all of a sudden we see shifting of 
gears, à la Dubai, with nearly 500 airplanes, predominantly Boeing 
and Airbus, ordered by different carriers to be delivered in the next 
few years. If this is not an indication of resurgence, nothing else is.

good Times AheAd. IATA’s assessment made before the 
Dubai Airshow had an undercurrent of caution. The Chief Execu-

tive Officer and Director General of IATA Tony Tyler had stated that 
IATA was revising the industry outlook to a profit expectation of 
$11.7 billion, downgrade by $1 billion announced earlier in the year. 
“That is because the industry situation is not improving as quickly 
as we had expected. But, I should stress that it is an improvement 
on the 2012 profit of $7.4 billion. We expect a further strengthening 
by the year end that will set the industry up for $16.4 billion profit in 
2014. This would make 2014 the second strongest year this century 
after the record-breaking $19.2 billion profit in 2010.”

Similarly, ICAO has indicated that global air passenger traf-
fic is expected to grow by 5.9 and 6.3 per cent in 2014 and 2015 
respectively. In 2012, it grew by 4.9 per cent reaching 5.4 trillion 
passenger kilometres performed (PKPs). This year, it is expected 
to be a point lower at 4.8 per cent.

ForecAsTs indicATe groWTh. Despite the regional 
turmoil and a pessimistic short-term economic outlook, airlines 
in the Middle East should continue to register the fastest traffic 
growth with a 10.2 per cent increase over 2012. This forecast is PH
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based on the strong performance of its largest air carriers in gain-
ing market share on international routes.

The airlines of Latin America/Caribbean, Asia/Pacific and 
Africa are expected to register 7.6, 5.5 and 5.2 per cent growth in 
2013, respectively. Passenger traffic in Europe and North Amer-
ica should increase by 4.4 and 2.3 per cent in 2013, respectively, 
leading to a slightly higher share of traffic for European carriers 
than for North American operators. The Asia/Pacific region will 
remain the largest market. Current expectations of a 4.0 (2014) 
and 4.5 (2015) per cent annual GDP at PPP growth rate for the 
world economy over 2014-15 should translate into global air traf-
fic growth of 5.9 and 6.3 per cent respectively.

PAssenger And cArgo TrAFFic. Optimism is on the 
passenger side of the business rather than in cargo. Tyler stated 
that “Passenger business is showing robust growth in demand – 

about five per cent. This is slightly below the 5.3 per cent growth in 
2012. In fact it is slightly disappointing that we are not maintain-
ing that in 2013. Emerging market growth in India, Brazil and to 
an extent China, has been slower than anticipated. This has been 
somewhat balanced by improvements in the US economy as well 
as a stabilisation in the Eurozone. Although load factors are high 
(around 80 per cent), we have seen little improvement in yields.”

TyIer continued, “In 2014, we expect the pace of growth to pick-
up to around 5.8 per cent. We do not, however, see any good news 
for passenger yields. In fact we expect a fall of about 0.5 per cent 
next year. The cargo business is a completely different story. The 
market is flat – with demand growth of just 0.9 per cent this year. As 
the supply side of the equation is driven to a large extent by devel-
opments in the passenger business, we expect cargo yields to fall by 
4.9 per cent this year. For 2014, we do see an uptick, largely resting 
on the indications of improving business confidence. The expecta-
tion is for demand growth of 3.7 per cent. But yields are expected 
to deteriorate by a further 2.1 per cent. To add some context to the 
cargo situation, cargo revenues peaked in 2011 at $67 billion. This 
year we expect revenues of only $59 billion. And that will increase 
to $60 billion in 2014. So basically revenues are back at 2007 levels.”

Fuel cosTs. Tyler also stated, “If we look at the cost side of 
the business, the biggest item is fuel. We expect it to be 31 per cent 
of costs this year and 30 per cent in 2014. Jet fuel should fall slightly 
to $122.9 in 2014. A decline is good news, but the price is still high. 
The average price for jet fuel in 2004 was $49.70 per barrel.”

norTh AmericA, euroPe bouncing bAck. IATA 
expects North American carriers to deliver a combined profit of $4.9 
billion this year—increasing to $6.3 billion in 2014. Consolidation 
and international joint ventures are driving efficiency gains. Con-
sumers are benefitting from expanded networks as well as signifi-
cant investments in product improvement. The stabilisation in the 
Eurozone and strength in long-haul markets should see profits rise 
to $1.7 billion this year and further to $3.1 billion in 2014. It is moving 
in the right direction, but that is far from being healthy, said Tyler.

AsiA-PAciFic. It is the only region where IATA expects profits 
to decline in 2013 compared to 2012. In 2012 Asia-Pacific carriers 
made $4.0 billion. That will decline to $3.1 billion this year and 
partially recover to $3.6 billion in 2014. IATA notices a strength-
ening of the Japanese industry as a result of restructuring and 
domestic market strength in China. Asia-Pacific carriers are the 
biggest players in air cargo. Consequently, they are suffering the 
most from the stagnation in cargo markets. And the weakness in 
India is also a drag on the region’s prospects.

groWTh in middle eAsT. The Middle East – particu-
larly the Gulf – is on an improvement trend. IATA expects a $1.6 
billion collective profit in 2013 to increase to $2.1 billion in 2014. 
Demand, driven by long-haul connections through the region’s 
hubs, continues to expand at a double digit pace.

In Latin America, the $600 million 2013 profit is expected to 
grow to $1.1 billion next year. Long-haul markets to North America 
are doing well. Connections to both Asia and Africa show promise. 
But growth has been affected adversely by economic weakness in 
Brazil. Africa is facing stiff competition in long-haul markets and 
is unable to efficiently develop intra-Africa markets. The region’s 
carriers are hovering around break-even with a $100 million loss in 
2013 expected to improve to a $100 million profit in 2014.

AsiA-PAciFic cArriers Are The 
biggesT PlAyers in Air cArgo.

Tall order: Dubai-based emirates airline has 
placed an additional order for 50 a380 aircraft
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ProFiTs AnTiciPATed. Tyler said, “I must remind every-
one that even with the overall improvement expected in 2014, the 
buffer between profit and loss is very small. If we divide a $16.4 
billion profit among 3.3 billion travellers, you will see that airlines 
will make about $5 per passenger. New taxes and more onerous 
regulation can quickly erode that. So things are improving, but we 
are not yet at sustainable levels of profitability.”

“Overall, the story is largely positive. Profitability continues 
on an improving trajectory. But we have run into a few speed 
bumps. Cargo growth has not materialised. Emerging markets 
have slowed. And the oil price spike has had a dampening effect. 
We do see a more optimistic end to the year. 2014 is shaping up to 
see profit more than double compared to 2012,” he added.

Airlines are expected to see a significant boost in 2014 with 
profits of $16.4 billion in revenues totalling $743 billion. Rising 
business and consumer confidence levels should indicate an 
uptick in the global business cycle (2.7 per cent GDP growth is 
expected) which has a direct impact on airline profitability.

ProFiTAbiliTy in All regions. IATA expects slightly 
more robust passenger growth (5.8 per cent) and a significant 
improvement in cargo growth to 3.7 per cent. Yields, however, for 
both passenger and cargo markets are expected to continue to fall 
by 0.5 per cent and 2.1 per cent respectively.

All regions will see improved profitability, but divergence in 
performance will remain.

	 2014 is expected to be particularly strong for North Ameri-
can carriers ($6.3 billion net profit, the industry’s stron-
gest) as the economy improves. Capacity discipline is 
expected to see yields improve, bucking the global trend.

	 European carriers are also expected to see a near doubling 
of profits to $3.1 billion (although even this will only gener-
ate an EBIT margin of 1.9 per cent with only African carri-
ers being lower).

	 Asia-Pacific is expected to see a modest improvement in 
profitability to $3.6 billion, largely on the back of improved 
cargo performance, the growing Chinese domestic market 
and the benefits of restructuring in Japan.

	 Middle East carriers are expected to post a $2.1 billion 
profit (their highest ever).

	 Carriers in Latin America are expected to see profits rise 
to $1.1 billion.

	 African airlines are also expected to return a combined 
profit of $100 million.

Even with the significant improvements expected for 2014, an 
industry profit of $16.4 billion implies a return on invested capital 
of just 5.2 per cent. That remains significantly below the indus-
try’s weighted average cost of capital which is hovering between 
seven and eight per cent.

modesT JumP For business AviATion. In its 22nd 
Annual Business Aviation Outlook, Honeywell forecasts 9,250 new 
business jet deliveries worth over $250 billion in the period 2013 
to 2022. The outlook reflects an approximate three to four per 
cent increase in projected delivery value over the 2012 forecast. 
Despite slightly lower unit deliveries, the expected value comes 
from price increase and change in expected business jet delivery 
mix, which reflects preference for larger business jet models.

“2014 industry deliveries are anticipated to be up modestly, 
reflecting recovery in supply-side constraints and some gains 
linked to the projected pace of global economic recovery,” said 
Rob Wilson, President, Honeywell Business and General Aviation.

Honeywell found that the operators plan to make new jet 
purchases equivalent to about 28 per cent of their fleets over the 
next five years either as a replacement or additions. This level of 
interest has been largely stable for the past four survey cycles and 
compares favourably with results of 25 per cent or less that was 
the norm until 2006. Of those new business jet purchases, 19 per 
cent are intended to occur by 2014, with larger shares of more 
than 22 per cent each year scheduled for 2015 and 2016.

Higher purchase expectations continue to focus on larger 
cabin aircraft classes ranging from super-midsize through the 
ultra-long range and business liner, implying these types of aircraft 
will command the bulk of the value billed from now until 2023. 

Avinode Business Intelligence forecasts a positive year for the 
business aviation markets in Europe and the US in 2014. The com-
pany projects a 0.7 per cent increase in business jet flights in the 
US next year, with positive numbers across most of the regions. In 
Europe, despite several years of negative growth, Avinode predicts 
that the market will remain flat in 2014 with a marginal 0.1 per cent 
growth. In conclusion, both commercial and business aviation have 
bounced back and expect much better performance in 2014. Emerg-
ing markets of India, China, Brazil and a few African and Latin Amer-
ican countries, will be the key drivers of growth. The industry has 
shown resilience and optimism, hence the positive outlook. SP
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Regional aviation is slowly but surely spreading to smaller cities. And if regional 
airlines can establish new routes to remote regions, it is a sure way to attract 

tourism, investment and jobs.

Slow but Steady

by Joseph NoroNha

O
ver the past decade or so, aviation in 
India has made rapid strides, largely due to the 
aggressive expansion of the country’s clutch of 
private carriers. However, it has also become 
decidedly metro-centric, because that is where 
passengers are abundant. About 70 per cent of 
domestic passenger traffic passes through the six 

metro airports and some, such as Mumbai, are fast approaching 
their handling limits. The Ministry of Civil Aviation (MoCA) recog-
nised this as an unhealthy trend some years ago. It saw the urgent 
need to extend flight services to remote and isolated regional des-
tinations and at the same time to decongest the metro airports. 

The MoCA’s regional aviation policy was issued in August 2007 
and offered some incentives to encourage small carriers to link Tier-
II and Tier-III cities to the nearest metro. The Ministry probably had 
the hub-and-spoke model of aviation in mind and felt that small 
regional carriers might naturally assume the role of feeders to the 
major airlines. However, the half-hearted concessions, linked to the 
capacity and weight of aircraft, were gleefully grabbed by the major 
carriers. Regional airlines had no chance of competing against them, 
as it was proved in the case of the ill-fated MDLR Airlines and Air 

Mantra. Air Costa, the Vijayawada-based enterprise that launched 
operations in mid-October, is only the third designated regional air-
line to enter the market. Hopefully, it will not be the last.

Feeding Frenzy. Is the feeder airline role likely to work in 
India? In many countries, regional carriers operate from low-cost 
regional airports in a hub-and-spoke system, sharing a symbiotic 
relationship with a mainline carrier. Inherently expensive regional 
operations are made viable through code-share deals whereby the 
major carrier assures its regional partner a fixed profit on the com-
pletion of each flight. Thanks to this financial backing, the ‘regionals’ 
can offer competitive fares and strive to feed the voracious network 
as many passengers as possible, without losing sleep over empty 
seats. The model worked well for decades but is now under consid-
erable strain because many major carriers are financially stretched 
and are becoming ever stingier with their regional partners.

In India, if regional aviation depended on regional carriers, it 
would be practically non-existent. Regional connectivity is based 
not on commercial logic (which points firmly towards the met-
ros) but on coercion. The government compels the major carriers 
to service many more out-of-the-way destinations than they wish 

atr 72-600:  
Widely used for regional transportation
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to by means of the Route Dispersal Guidelines (RDG). According 
to the RDG, all scheduled operators are required to deploy speci-
fied percentages of their trunk-route capacity onto routes that 
link remote and smaller cities and towns. Many of these routes, 
however, are commercial lemons, and carriers find it extremely 
difficult to cover costs. In the absence of the RDG, most of them 
would be abandoned. 

plane truths. Under the MoCA’s regional aviation policy, 
a dedicated regional carrier can begin with just one aircraft but 
should operate with three aircraft within two years and five air-
craft at the end of five years. The logic is compelling because if 
the minimum number of aircraft were too high, very few entre-
preneurs might be attracted. However, economies of scale work 
only at about 15 aircraft. Will a time ever come when a regional 
airline has so many planes? Even Air Costa which plans to have 
ten Embraer regional jets by the end of 2014 and a total fleet size 
of 25 by 2018, has no intention of remaining confined to its own 
region but plans to obtain a pan-India licence soon. And charter 
airline Air One that has sought permission to start a new airline 
would rather be a regular scheduled carrier. That sums up the dis-
mal state of regional airlines in India.

Regional aviation is in the doldrums partly because many 
small cities and towns do not have facilities suitable for narrow-
body jets such as the Airbus A320 and Boeing 737 that form the 
bulk of the country’s commercial fleet. Their airports have short 
runways of length about 1,400 metres; hence only 40- to 70-seat 
turboprops can use them. Not many smaller Indian airports are 
likely to generate even that kind of steady traffic, at least to begin 
with. Air Mantra using small 19-seat Beechcraft 1900D turboprop 
aircraft recorded passenger load factors (PLF) around 20-25 per 
cent and flight cancellation rates nearing 50 per cent between 
destinations such as Amritsar, Chandigarh and Jammu! Unsur-
prisingly, it had to suspend operations. Yet across the globe, the 

high price of aviation fuel means that only aircraft with at least 
90 seats can keep seat-mile costs under control and remain com-
mercially viable. While 50-seat regional jets were acceptable 
when the international price of crude oil was about $10 per bar-
rel, they are seen as prohibitively expensive now that crude oil 
hovers around $100 a barrel.

Who can blame India’s major airlines for their fondness for 
the A320 and Boeing 737? These jets, with a capacity of 180+ 
seats, are very economical to operate. And forthcoming models 
such as the A320neo and the Boeing 737MAX will have even lower 
operating costs. Air India, Jet Airways and SpiceJet do have a few 
smaller ATR-72 turboprop planes, which are suitable for remote 
airports but IndiGo and GoAir have all-jet fleets. A suitable indig-
enous regional turboprop, designed for Indian conditions, with 
low acquisition and operating costs, would be of immense help in 
boosting regional connectivity.

pOlitics Or ecOnOmics? In an industry that depends on 
wafer-thin margins, a regional airline can succeed only if it oper-
ates on a low-cost basis. But can operating expenses be trimmed 
when input costs are so high? With VAT on aviation fuel ranging 
between four and 30 per cent, fuel constitutes almost 40-50 per 
cent of an airline’s total costs. And there just aren’t any low-cost 
airports in India. Airport privatisation which the government has 
been pursuing with considerable enthusiasm has served to trig-
ger steep increases in airport charges, while the Airports Author-

in india, iF regiOnal aviatiOn 
depended On regiOnal carriers, 
it wOuld be practically nOn-
existent

advanced range: The new E190s can 
carry full load of passengers up to 2,400nm
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ity of India (AAI) with only a handful of profitable airports can 
hardly be expected to sacrifice any more revenue.

That is why the possibility of small regional carriers acting 
as feeders and linking remote destinations to the nearest metro 
seems doubtful. Operating costs would be too high; profits elu-
sive. Passengers would be reluctant to pay high fares for short-
haul flights when multiple options for surface travel are already 
available. These surface modes are neither too inconvenient nor 
too uncomfortable and could bring considerable financial sav-
ings. Many airports are situated in way-out places, so the time and 
expense of reaching there also needs to be factored in, whereas 
railway stations and bus stands are usually centrally located. 
Besides the ever-increasing security checks associated with air 
travel mean more wasted time, quite unlike surface modes where 
passengers can hop on practically till the time of departure. All 
in all, short-haul regional flights do not present a pretty picture.

Therefore, the identification of suitable sites for regional air-
ports is crucial. In some cases, where air connectivity is not com-
mercially viable because the potential routes are too short, the 
government might better focus on improving roads and creating 
high-speed rail links. Sadly, all too often, building a new airport is 
a political decision, unrelated to economic logic. Spain’s collec-
tion of white-elephant small airports serves as a warning of what 
happens when local politicians decide where to build airports. 

Fast-tracking prOgress. If regional carriers cannot 
be feeders, what role can they play? Air Costa is perhaps on the 
right track. Using Embraer E170 and E190 regional jets, it plans to 
focus on unconventional city-pairs, connecting Tier-2 and Tier-3 
cities point-to-point. If the routes are judiciously chosen it might 
work better than linking with the nearest metro. The airline may 
escape short-haul woes where even the lowest fares seem high 
in comparison with surface travel. Its operations may also avoid 
overlapping those of the major carriers. 

Few would dispute that Indian aviation including regional 
aviation, has a bright future. That several hard-nosed global air-
lines are keen to enter the market proves the point. If the short-
term outlook seems rather challenging, it is only because of 
skewed government policies based on the archaic premise that 
aviation is for the rich, that have made India one of the world’s 
costliest places to operate an airline. If the punishing tax regime 
were rationalised, the scene would improve dramatically. In 
September, the government granted new bilateral international 
traffic rights to domestic carriers to fly to foreign destinations 
from eight regional airports. This too may be a good way to 
decongest the metros and should be extended to more airports. 
It may succeed in encouraging regional carriers to operate from 
these airports as well.

Reduced input costs, improved infrastructure and generous 
subsidies—all of these are necessary to help regional aviation 
play a meaningful role in the aviation sector. Many state gov-
ernments are moving towards reducing excessive taxes on fuel. 
And the middle class is increasingly turning to flying, thanks to 
discounted offers, higher purchasing power and sheer aspira-
tion. Regional aviation is slowly but surely spreading to smaller 
cities. And if regional airlines can establish new routes to remote 
regions, it is a sure way to attract tourism, investment and jobs. 
Therein lies hope of getting tardy governments to speed up long-
overdue reform and give regional aviation a boost. SP

reduced input cOsts, imprOved 
inFrastructure and generOus 
subsidies are necessary tO 
help regiOnal aviatiOn play a 
meaningFul rOle

drawbacks: Most of the regional airports do not 
have facilities suitable for narrow-body jets such as 
the Airbus A320 and Boeing 737 that form the bulk 
of the country’s commercial fleet
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With growing demand for regional aircraft, Embraer’s firm order backlog totalled $17.8 
billion, reflecting an increase of 4.1 per cent from the last reported quarter.

EMBRAER – EXPANDING 
THE EMPIRE

by R. ChandRakanth

F
rom the First delivery of Embraer-Jet 
(E-Jet) to LOT Polish airlines in 2004, Embraer Com-
mercial Jets has had significant global footprint. In 
October 2013, when India’s new low cost carrier Air 
Costa started operations with E-Jets, Embraer’s tally 
of aircraft deliveries globally had surpassed the mag-
ic figure of 1,000 jets with 61 customers in 43 coun-

tries. Indeed, an impressive story from the Brazilian aerospace 
major. In the Asia-Pacific region, Embraer commercial jets are 
making fast inroads as several operators are seeing the benefits of 
the Brazilian jets, none of which have the middle seat.

China leads with 
three operators – Tian-
jin Airlines, China 
Southern and Hebei Air-
lines – making the best 
of the E-Jets. Japan ( J-Air 
and Fuji Dream Air) and 
Australia (Virgin Austra-
lia and Airnorth) have 
two operators each and 
there is a growing inter-
est in the region, con-
sidering Embraer has 
been talking about the 
‘right-size’ to capture 
untapped markets.

Power oF 
70-120 seat seg-
ment. Embraer has 
been banking upon a few 
entrepreneurial carriers 
who have recognized the 
power of the 70 to 120 
seat aircraft capacity segment. These airlines with their fleets of 
E-Jets have brought affordable, quality air service to secondary 
markets not just in Brazil but in other countries where the air-
craft flies. Carriers in Africa, China and Central Asia are all discov-
ering the enormous potential of the 70-120 seat aircraft to build 
network connectivity with lower-risk increments of seat capacity.

In its market outlook 2012-2031, Embraer has indicated that 
the centre of gravity for aviation will move eastward, most nota-
bly to Asia and, to some extent, southward to Latin America. 
The main drivers that will impact the global air travel industry 

include – strong pace of economic growth in emerging markets; 
economic growth driven by middleweight cities and surge of an 
urban middle class. Embraer has forecast that world air trans-
port demand will increase roughly 2.7 times by 2031, reaching 13 
trillion Revenue Per Kilometre (RPK). By 2031, Asia-Pacific and 
China will be the largest market in the world, accounting for 34 
per cent of world’s RPKs. Europe and North America will follow at 
21 per cent RPKs each.

world demand. With such growth potential, Embraer 
has forecast that there would be world demand for 6,795 new 

jets in the 30 to 120 seat 
capacity segment over the 
next 20 years, represent-
ing a total market value of 
$315 billion.

The 90 to 120 seat seg-
ment will be the largest 
market with 3,765 new 
deliveries in the next 20 
years, representing 55 per 
cent of the segment, fol-
lowed by the 61 to 90 seat 
segment with 2,625 new 
deliveries or 39 per cent 
and the 30 to 60 seat seg-
ment with 405 new deliv-
eries or six per cent.

Asia-Pacific’s eco-
nomic outlook is above 
average with an annual 
GDP growth rate of 3.4 
per cent forecast for the 
next 20 years. Japan and 
India will be at the fore-

front, followed by economies of Australia, Indonesia, Malaysia, 
the Philippines, South Korea, Thailand, Taiwan and Vietnam. 
Growing trade links between countries within the region will not 
only promote local economic prosperity but also drive the need 
for improved air transportation links.

lCCs to Boost air ConneCtivity. Low Cost Carriers 
in Asia-Pacific will continue to be one of the primary engines of 
market liberalisation and growth in the region. Such growth will 
be largely pursued in trunk markets with increased competition. 

Embraer expects to deliver 90 to 95 commercial jets globally  
by the end of this year
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As markets become more liberalised and trunk markets mature, 
airlines will require 61 to 120 seat aircraft to optimally serve these 
markets. The Asia Pacific market consists mostly of secondary 
markets with low and medium demand densities (20 to 300 pas-
sengers Per Day Each Way – PDEW). Over half of the flights below 
3,500 km in Asia Pacific take off with fewer than 120 passengers 
onboard, whereas 67 per cent of the single-aisle aircraft flying 
today have over 120 seats. The majority of secondary markets 
have medium-haul distance profiles that are better suited for up 
to 120 seat jets than turboprops.

Embraer states that 35 per cent of secondary markets in 
Asia Pacific are not served non-stop, and more than half of all 
markets served do not allow for same day (return) travel. Since 
bilateral restrictions limit service improvement to secondary 
markets and higher density trunk markets are still growing at 
attractive rates, airlines in Asia Pacific are not optimised to 
serve low and medium-density routes. Secondary markets will 
experience faster growth rates than trunk markets. Therefore, 
some of these secondary markets will grow to be dense enough 
to sustain optimised service by narrow body equipment. Never-
theless, at forecasted growth rates, the majority of Asia Pacific 
markets will still be in the medium-density range (between 50 
and 300 PDEW).

Embraer forecasts a need for 505 new aircraft in the Asia 
Pacific region during the next 20 years, 64 per cent of these units 
to support growth and 36 per cent to replace older generation air-
craft. The 30 to 120-seat jet fleet will increase from 185 units in 
2011 to 505 by 2031.

China ConneCting hinterland. China is a key mar-
ket and the aerospace majors are positioning themselves to cap-
ture this market. Presently, the Chinese government is hoping to 
stimulate traffic to less developed regions in the central and west-
ern regions thus opening up the aviation sector further. Jets with 
fewer than 120 seats account for only nine per cent of the Chinese 
single-aisle fleet, which is insufficient for regional operations. In 
comparison, in the US the percentage is about 30.

Opportunities abound as three quarters of Chinese domes-
tic market consists mostly of low and medium density demand 
between 20 and 300 PDEW which are best served by aircraft lower 
than 120 seats. Embraer forecasts a need for 1,005 new aircraft 
in China during the next 20 years. Considering these trends, 
Embraer is positioning itself well globally to address the growing 
demand. It is quite a competition for aerospace majors in each of 
the seat segments – 30 to 60 seat capacity; 61 to 90 and 91 to 120.

The Embraer family of jets has been strategically placed in the 
30 to 120 seat segments and the marketing has been aggressive. 
The accumulated net orders for Embraer as of September 2013 
for Asia-Pacific plus China region were 203 and the accumulated 
net deliveries were 193. In terms of deliveries the nearest competi-
tor was Bombardier with a figure of 63 while the accumulated net 
orders were 185 of the nearest competitor – Comac. By the end 
of this year, Embraer expects to deliver 90 to 95 commercial jets 
globally for which the company has been aggressive in its market-
ing. The company expects to achieve total net revenues between 
$5.9 billion and $6.4 billion with commercial aviation contribu-
tion being as high as 52 per cent, followed by executive aviation 
at 25 per cent; defence and security at 21 per cent and other busi-
ness at two per cent. The total 2013 Investment is expected to 
be $580 million, of which research will represent $100 million, 
product development $300 million and CAPEX $180 million. 

With growing demand for regional aircraft, Embraer’s firm order 
backlog totalled $17.8 billion, reflecting an increase of 4.1 per cent 
from the last reported quarter. This marked a four-year high in 
the company’s backlog history. In terms of aircraft breakdown, 
Embraer’s order backlog comprises 140 E-175; 100 E-175-E2; 78 
E-190; 25 E-195-E2; 22 E-195 and 6 E-170 jets.

Not for nothing, is Embraer the world’s third largest commer-
cial aircraft manufacturer after Boeing and Airbus. SP

30-60 seat capacity 61-90 seat capacity 91-120 seat capacity

ERJ-135, 140, 145 Embraer 170, 175 Embraer 190, 195

CRJ–100, 200, 440 CRJ 701, 705, 900 A318

328Jet Antonov An-148 B737-600

Yak-40 Tu-134 CRJ 1000

BAe-146-100, -200 Superjet 100

Avro RJ70 and RJ85 B717, 727-100,  
737-100, 200, 500

Fokker F28, F70 Fokker F100

DC-9, 10, 20 BAe 146-300

ARJ-21 Avro RJ100

MRJ 90 DC 9-30, 40, MD 87

Yak-42, BAC 111

CS100

the Players in the three  
segments

Manufacturer Net 
Orders

Airbus 0

Antonov 2

Bombardier 56

Comac/AVIC 185

EMbraEr 203

Mitsubishi 15

Sukhoi 15

Total 476

Deliveries

Boeing 6

Bombardier 63

EMbraEr 193

Sukhoi 4

Total 266

marKet share  
Last UpdatE: sEptEmbEr 30, 2013
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2%

24%

1.5%

72.5%

Jet production in seat segment: 30-60; 61-90; 91-120, Region: Asia 
Pacific+China 
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A
t A time when the airline industry in In-
dia is not in a happy state, a business group from 
Andhra Pradesh unknown in the airline industry 
has dared to enter the fray. On October 14 this 
year, Vijayawada-based Lingamaneni Estates 
Private Limited (LEPL), which is into real estate 
and other businesses, launched Air Costa, with 

its first flight between Hyderabad and Vijayawada. This move is 
set to boost regional aviation, which on the Indian aviation scene, 
for some reason or the other, has been floundering. The airline, 
which initially planned to commence operations with a fleet of 
Bombardier Q400 aircraft, subsequently plumped for the Brazil-
ian Embraer E170 jets that dominate the global regional aviation 
scene. Air Costa presently has in its fleet two Embraer E170 air-
craft, a third on lease and is buying one E190 soon to take its initial 
route connectivity up from four to eight. It may be mentioned here 
that Embraer has bounced back in India after the closure of Para-
mount Airways that operated E-Jets.

With plans to tap the hinterland market by connecting Tier-II 
and Tier-III cities in India, Air Costa has announced an ambitious 
investment plan of $150 million by 2015. The group first received 
a no objection certificate from the Ministry of Civil Aviation in 
February 2012, and in June 2013, at the Paris Air Show, Le Bour-
get, it announced its intention to go in for Embraer jets. Having 

received its Air Operators’ Permit (AOP) from the Directorate 
General of Civil Aviation (DGCA) in September 2013, Air Costa 
commenced operations in October with plans to set up a mainte-
nance, repair and overhaul (MRO) facility at Gannavaram Airport 
near Vijayawada by 2015. Presently, its maintenance centre is at 
the Chennai International Airport.

The airline has leased two E170 jets from ECC and the third is 
due from GECAS soon. The plan is to have five E170s and E190s 
by the end of 2013, ten by 2014 and a total of 25 aircraft by 2018. 
Presently, Air Costa has operations from Ahmedabad, Bengaluru, 
Chennai, Hyderabad, Jaipur and Vijayawada. Chennai is planned 
to be the operations hub of the airline. In the near future, there are 
plans to connect Visakhapatnam, Goa, Madurai, Thiruvanantha-
puram and Mysore.

“We are adopting an operational strategy wherein we would 
be focusing mostly on under-served and lesser competitive 
routes,” Air Costa Chairman Lingamaneni Ramesh stated ahead 
of the launch. Air Costa will have unconventional city-pairs con-
necting Tier-II and Tier-III cities, looking at routes not served by 
established carriers. It plans on having pan-India operations by 
2015, with 14 routes and connect 25 destinations in three years 
from then. Air Costa will follow a flexi-fare system with the lowest 
fare being `3,000. The aircraft is configured to seat 67 passengers 
in economy and economy plus class.

Founded in 1983 by first-generation entrepreneur L.P. Bhaskar Rao, the privately-held 
Lingamaneni group, has tasted success in real estate and construction business. It remains 

to be seen how the group’s fledgling airline is going to navigate through turbulent skies.

by R. ChandRakanth

AIR COSTA   
A kICkSTART!
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Currently, the low-cost airline has about 300 employees 
including foreign pilots and engineers. According to Deepak 
David, financial adviser to LEPL, air travel is expected to grow 
steadily in India with a compound annual growth rate of 20 per 
cent. This is expected to see the air traffic cross 70 million by 2014. 
Rapid urbanisation has led to the burst in traffic between metros 
and non-metros, he said, adding there was scarcity for regional 
and charter operations in South India. “There is a huge market 

potential in such point-to-point and feeder routes, which offer 59 
per cent of potential revenue per kilo metre (RPKM). These are 
the non-trunk routes that Air Costa will tap into.”

John Slattery, Chief Commercial Officer (CCO), Embraer 
Commercial Aviation, said, “We are delighted that Air Costa has 
chosen the E-Jets for their operations. The aircraft are sure to pro-
mote greater regional connectivity in India.Embraer has always 
maintained that the regional aviation market in India has tremen-
dous potential. Our E-Jets are the right sized aircraft for service 
between secondary and tertiary markets which are underserved 
and are, in fact, growing faster than metro markets.”

“Air Costa has chosen E-Jets for their efficiency and reliability. 
Our plan is to link underserved markets in India with more direct 
flights,” said Captain Babu, CEO of Air Costa. “The E170 and E190 
jets are ideal in size and range. We can add frequencies and routes 
without adding too much capacity, thus serving places with seasonal 
demand, as well as key secondary and tertiary business centres.”

“Regional services have a lot of potential in India especially as 
the economy of South Indian cities is booming. We are committed 
to further growth in the Indian market with additions to our fleet 
and launching new routes over the medium term,” said Ramesh 
Lingamaneni, “We are very pleased with the support that Embraer 
has provided to date for the launch of our Air Costa and we look 
forward to a long successful and mutually rewarding relationship.”

Founded in 1983 by first-generation entrepreneur L.P. Bhaskar 
Rao, the privately-held Lingamaneni group, has tasted success in 
real estate and construction business. The group has completed 
many real estate projects in Vijayawada and is currently building 
a satellite township project in an area of 32 million square feet 
with an investment of about `6,500 crore, according to media 
reports. The group’s website says it also has a presence in other 
sectors such as renewable energy, health care, education and hos-
pitality. It remains to be seen how the group’s fledgling airline is 
going to navigate through turbulent skies. SP

AIR COSTA OpeRATIOnS
Chennai-Ahmedabad Daily

Chennai-Hyderabad Daily

Chennai-Jaipur Daily

Chennai-Jaipur (via Hyderabad) Daily

Ahmedabad-Chennai Daily

Bengaluru-Jaipur Daily

Bengaluru-Vijayawada Daily

Hyderabad-Chennai Daily

Hyderabad-Jaipur Daily

Jaipur-Bengaluru Daily

Jaipur-Chennai Daily

Jaipur-Chennai (via Hyderabad) Daily

Jaipur-Hyderabad Daily

Jaipur-Vijayawada Daily

Vijayawada-Bengaluru Daily

Vijayawada-Jaipur Daily

Flying High: Air Costa presently has in 
its fleet two Embraer E170 aircraft, a 
third on lease and is buying one E190
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At a time when commercial airlines in India are struggling, we see a couple of new 
ones getting into the airline business with different revenue models. Will it work? Only 
time will tell. However, from an unknown quarter in aviation, Vijayawada, we see the 
birth of yet another low-cost carrier – Air Costa. The Chief Executive Officer of Air 
Costa, Captain K.N. Babu in an interview with R. Chandrakanth, spells out the plans 
of the airline, without divulging details of the investments made by the promoters, LEPL 
Projects (formerly Lingamaneni Estates Private Ltd.).

EMBRAER — THE GAME 
CHANGER IN INDIA

SP’s AirBuz (SP’s): Presently, the airline 
business in India is one of the sectors 
where investor confidence is low. Despite 
that, you have ventured to start Air Costa. 
What gives you hope?
Captain K.N. Babu (Babu): The following are 
the market drivers that we considered along 
with our strength (LEPLs) to enter into aviation:

l	 Air travel is expected to grow steadily; air 
traffic set to cross 70 million by 2014.

l	 Rapid urbanisation in Tier-II and III cities.
l	 Favourable government policy for invest-

ment by foreign carriers up to 49 per cent.
l	 Development of Tier-II and III cities air-

port infrastructure.
l	 Government initiative to reduce fuel 

costs.
l	 Government approval for ancillary rev-

enue – potential for a sizeable revenue in 
the next two years.

l	 Exemption of sales tax on direct import 
of aviation turbine fuel (ATF).

l	 Landing waivers for aircraft such as E170 
that have fewer than 80-seat capacity.

SP’s: One of the major hindrances for 
growth of regional aviation in India is lack 
of airport infrastructure and high costs at 
certain airports. How do you see yourself in 
such a scenario?
Babu: The Government has recently taken many 
steps to develop aviation infrastructure in the 
country. There is a big move to privatise many 
major airports being operated by the Airports 
Authority of India (AAI). The Government has 
also announced plans to develop many Tier-II 
and III airports and since we plan to operate in 
this sector, we hope to benefit by this move.

SP’s: Air Costa is betting big on Embraer’s 
E-Jets. Is it all about ‘right-sizing’ of seat 

configuration? Will the seat configuration 
economics work for a low-cost airline? If yes, 
how?
Babu: We plan to operate on the regional routes 
that are not suitable for the bigger jets. These 
routes are presently being catered to by smaller 
turboprop aircraft which are not comfortable 
and take longer to travel. Our jets will be a huge 
game changer on these thin routes.

SP’s: Air Costa has announced connections 
to and from Vijayawada, Jaipur, Bengaluru, 
Hyderabad, Chennai and Ahmedabad? Are 
all connections operational and what has 
been the response?
Babu: Yes, we are operational and we are seeing 
good loads on all these routes. We are planning 
to expand through additional frequency and 
also adding newer routes.

SP’s: You have announced that you will go 
for a pan-India licence. Will this be biting 
off more than you can chew?
Babu: Our strategy to operate pan-India would 
give us better flexibility in route planning and 
also profits through route rationalisation. The 
aviation market is poised to grow steadily and 
we would like to tap into this growth.

SP’s: Can you outline the aircraft delivery 
schedule? Also can you indicate what kind 
of fuel-efficiency these E-Jets have prom-
ised?
Babu: Our aircraft are fuel-efficient for the sec-
tors that we plan to operate. We plan to expand 
to 25 aircraft in the next five to six years’ time.

SP’s: What is your target for market share 
and where do you expect it to come from?
Babu: We plan to target the growing Tier-II and 
III cities. SP

“The aviaTioN 
maRKeT is 
poised To 

gRow sTeadily 
aNd we 

would liKe To 
Tap iNTo This 

gRowTh.”
—CapTaiN K.N. 
BaBu, Ceo, aiR 

CosTa
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I
nterGlobe enterprIses and Cae recently in-
augurated their ultra-modern pilot training facility in Great-
er Noida, National Capital Region (NCR). Christened as CAE 
Simulation Training Private Limited (CSTPL), this centre 
which is a 50:50 joint venture between InterGlobe Enter-
prises and CAE, will be India’s largest pilot training facility. 
An investment of over $ 25 million has already been made in 

setting up the facility and equipment. CAE and InterGlobe have 
also announced a long-term pilot training services agreement 
with GoAir, a low-fare domestic carrier. Starting in December 
2013, GoAir’s A320 pilots will train at the facility.

Speaking at the opening ceremony of the centre, Rahul Bha-
tia, Managing Director, InterGlobe Enterprises, said, “CAE are 
global leaders in civil aviation technology and we are proud to be 
associated with them. This training centre is a landmark in India’s 

aviation training facility. It is the largest such facility in India and 
is also a preferred Airbus training centre that can be used by all 
the airlines not just in India but also those in neighbouring coun-
tries to train their pilots. Also, individual pilots can obtain flying 
licences over here. Over time we will encourage military pilots 
and also explore starting courses for aircraft maintenance. We 
have two full flight simulators which can give real time scenario.”

Future plans. Bhatia states, “By 2017, there are plans 
to introduce another four simulators. The Centre will be pre-
ferred for A320 simulation to train fresh pilots as also for those 
who want to renew their pilot licenses and will be continuously 
upgraded. Once the six simulators are operational, about 5,000 
pilots will be trained in a year. Presently, the centre has the capa-
bility to train 1,000 pilots annually. As there is a shortage of tech-

Christened as CAE Simulation Training Private Limited, this centre is a 50:50 joint 
venture between InterGlobe Enterprises and CAE

WORLD-CLASS PILOT 
TRAINING IN INDIA

by R. ChandRakanth
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team spirit: (L-r) rahul Bhatia, Marc Parent, Arun Mishra (DGcA) and srinivasan Dwarakanath, ceo, Airbus India
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nicians, the needs of the industry have to be addressed as soon 
as possible.”

untapped Market. “Despite the turbulence, India’s avia-
tion market has grown exponentially. By 2019, India will be the 
third largest aviation market behind the US and China. By then, 
420 million passengers will be flying and in the short term, it is 
estimated India will need 3,000 pilots. It is a large untapped mar-
ket. India is a country of 1.2 billion which represents one aircraft 
for every three million people. In China and Russia, the aircraft 
penetration is three to four times more and we are not talking 
about mature markets such as US or Europe. This means India 
will need several thousand aircraft. Presently, the aviation sec-
tor’s contribution to the GDP is 1.5 per cent and it provides 17 
million jobs. There are challenges to its growth but these chal-
lenges are not insurmountable. It requires all stakeholders to 
work together to get the right kind of policies so as to have a 
sustainable growth story of India. Amidst challenges, there is a 
need to collaborate to grow.”

Cae – a doMInant player. Marc Parent, President and 
Chief Executive Officer of CAE, said, “This is a world-class state-
of-the-art training centre. I can tell you that some years ago when 
I came here, I could see cows grazing in the field...look at where 

we are today...it is a miracle. I am very proud of the modern struc-
ture we have put up in association with InterGlobe.”

“It is such an understatement to state that India is a dynamic 
country; it is one of the fastest growing civil aviation markets. The 
Indian commercial airline fleet has doubled in the last decade. 
There are 500 aircraft on order and this translates to a require-
ment of 3,000 pilots over the next five years...this is just a fraction 
of the potential India has.”

Parent continues, “CAE has infrastructure capabilities to sup-
port traffic growth here. Today 75 per cent of civil simulators in 
this country are built by CAE. In 2008, the first civil aviation train-
ing centre was established in Bengaluru and this produced 1,500 
pilots last year. We also operate a training centre with the Hin-
dustan Aeronautics Limited (HAL) and in partnership with the 
Government of India, run ab initio training in Gondia and Rae 
Bareli, both in Uttar Pradesh. The six simulator centre will provide 
training to airline pilots with facilities such wet and dry training, 
besides jet indoctrination training.”

dGCa support. Arun Mishra, Director General of Civil Avia-
tion (DGCA), praised the endeavour stating that it would add a lot 
to the safety of civil aviation in India. He complimented InterGlobe 
and IndiGo for changing the pace of aviation in India. “IndiGo has 
pushed up the aviation market with low fares and on time perfor-
mance. While we have huge potential but what worries me is that 
while we are getting good airports, we are lacking in the develop-
ment of manpower, the next generation of aviation professionals.”

Regarding stand-alone training centres, he said there were 
certain niggling issues, but added that the DGCA was in the pro-
cess of formulating rules and regulations to evolve the best inter-
national practices. SP

today 75 per Cent oF CIvIl 
sIMulators In thIs Country are 
buIlt by Cae

state-of-the-art: 
the twin-simulators at 
the training facility
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Industry projects that the largest growth in pilot demands would be in the Asia-Pacific region 
with a requirement for 1,92,300 new pilots over the next 20 years. With demand surging 
in emerging markets, there certainly is an urgent need to put in place training institutions in 
India. Visualising the opportunity in this sector, InterGlobe Enterprises and CAE have joined 
hands in a 50:50 venture and set up one of the most modern training centres in the world 
in Greater Noida. At the press conference, post the opening ceremony, the Editor-in-Chief 
of SP’s AirBuz, Jayant Baranwal, raised several issues with regard to training and the 

airline industry with Group Managing Director of InterGlobe Rahul Bhatia and the President 
and Chief Executive Officer of CAE Marc Parent. Rahul Bhatia explained how the ‘religion’ 
in IndiGo would continue to keep airfares low. He also indicated that they were not shy of 
competition and were keen on expanding. By the end of 2014, IndiGo would be operating 

85 aircraft and was of the view that it deserved more airplanes.

‘We see very strong potential 
across the Whole region’

Forging Partnership: Marc Parent, President and chief executive officer 
of cAe, and rahul Bhatia, Group Managing Director of InterGlobe
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cover story interview

SP’s AirBuz (SP’s): What are your plans for expansion if any 
at this time? Do you see any impact on operations of IndiGo 
in view of the Tata-AirAsia and Tata-Singapore Airlines 
ventures coming up in India?
Rahul Bhatia (Rahul): We have our work cut out for ourselves 
in IndiGo. The focus of our immediate plans for growth is to build 
on the airline. I would prefer not to talk about Tata-SIA, I don’t 
know the airline. At a certain level we are in competition. India is 
an enormously underserved market and deserves many players to 
come. There is room for everyone to survive and prosper. We very 
much welcome them to be part of this growing aviation market.

SP’s: What is unique about this training centre compared 
to other facilities that exist in india?
Marc Parent (Marc): Certainly it is modern. The simulators 
are the most advanced simulators we have...5000 series of Airbus 
A320. The architecture is the latest generation that takes into ac-
count lessons we have learned all around the 
world. It is the most modern among the 42 
training centres we have.

SP’s: Any bias towards Airbus-centric 
training?
Marc: Airbus is certainly increasingly using 
the training centre for its customers. It is an 
Airbus authorised training centre that offers 
training to its customers in India. It is not 
Airbus-centric....we have simulators of other 
major aircraft that represent the diversity of 
the fleets in India.

SP’s: India is still in the nascent stage in 
terms of key infrastructure including the 
pool of quality pilots. What solutions do 
you plan to provide the operators/owners 
in India with?
Rahul: The fact that we are putting up a 
world-class training centre with the potential 
of growing in scale to six possibly eight times 
is reflective of our effort to embrace the op-
portunity we see in the long run. We want 
to have cadet training to bring high quality 
individuals who can fly safely. We are kind of 
exploring the setting up of training facility for 
aircraft maintenance engineers as well.

SP’s: Have you spoken to the military of the kind of training 
you offer?
Marc: We have 300 employees here and the head over here goes 
looking for both civil and military business. We are in discussions 
with the military with the consideration that there are going to be 
fresh acquisitions.

SP’s: As CAE President how would you compare the talents 
of military and commercial pilots? Who is more capable?
Marc: The mission of civil and military aviatiors is very different 
but safety remains common. Training is to ensure that the pilot 
is ready to fly any aircraft – military bomber, fighter or helicopter 
effectively and safely. The same applies to commercial pilots. In 
India, the DGCA is working towards world-class standards of fly-
ing and safety in aviation.

SP’s: Will the joint venture offer training to general avia-
tion aircraft in addition to large aircraft?
Marc: The centre will offer training facility for business jets too. 
However, the Board would look at it as and when there is a case 
for business jets simulation training. 

SP’s: How do you compare training infrastructure in India 
with that in China?
Marc: The good thing about this is that in terms of international 
standardisation and safety, there is very little difference. Just as India 
is growing in leaps and bounds, China is growing too...and both will 
not want to have any black mark when it comes to airline operations, 
training or flight safety. You will find very similar kind of training in-
frastructure. However, I must say this is a very modern facility here.

SP’s: The very quality of pilot training is critical. How do 
you perceive that?

Rahul: We work with regulators throughout the world. The train-
ing standards are getting standardised around the world to an in-
creasing level of safety. We are working towards elevating safety 
standards in India too and the DGCA is very active in this area.

At CAE, all we do is simulation and training. We spend ten per 
cent in R&D to ensure that we have the best training tools in the 
industry and are cost-effective. We have been selected by differ-
ent OEMs to do simulators and they include Bombardier C-Series, 
ATR 72-600, ARJ-21 and COMAC. Our simulators are not just 
meant for training pilots but are also used for certifying aircraft.

SP’s: What is your vision behind this partnership?
Rahul: To work with the best in the business. SP

For the complete interview and video, log on to: 
http://www.spsairbuz.com

Ready for Action: A view of the simulators.  
the Jv expects to have a total of six simulators in near future.
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While gulls and geese hits are more frequent in North America, vulture hits affect aviation 
in India the most. Small birds crossing the runway at night also account for bird hits. As 

per the ICAO, 90 per cent of birdstrikes happen during the take-off and landing phase and 
only six to seven per cent hits result in significant damage.

Managing Birds

by Anil ChoprA

O
n January 15, 2009, the US Airways 
Flight 1549 took off from LaGuardia airport, New 
York, and landed in the Hudson River after sud-
den loss of power on both engines. It was a case 
of the Airbus 320-214 flying into a flock of geese 
at an altitude of 3,200 feet shortly after take-off. 
After a near copybook touchdown over water, 

all 150 passengers were rescued safely. For display of exceptional 
leadership in crisis, professionalism of a high order, Captain Sul-
lenberger became an aviator’s hero. In aviation, when a bird or a 

bat impacts an aircraft in flight or is ingested by the engine, the 
episode is classified as a ‘Bird Strike’. Such an episode is a serious 
aviation hazard. The most serious situation is when the bird hits 
the wind screen or is sucked into the engine. Obviously, the birds 
do not like the idea of humans getting into their exclusive domain 
because a strike invariably means sure death for them. As per the 
International Civil Aviation Organisation (ICAO), 90 per cent of 
birdstrikes happen during take-off and landing phase and only six 
to seven per cent hits result in significant damage. The wildlife 
hazard manual of the Federal Aviation Administration estimates 

Bird impact: it occurs normally 
on the front sections of the aircraft 

wing or nose areas
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61 per cent strikes occur below 100 feet and less than eight per 
cent strikes above 3,000 feet. The highest recorded birdstrike in-
volving a vulture occurred at 37,100 feet.

Dynamics Of BirDstrike. A bird impact occurs nor-
mally on the front sections of the aircraft wing or nose areas. 
Sometimes birds get sucked into the engines resulting in damage 
to the engine and loss of power. Very finely balanced compressor 
blades of a jet engine rotate at very high speeds and as such are 
very highly susceptible to damage. A bird ingestion at high power 
settings can have catastrophic consequences. A five-kilogram 
bird hitting at 275 kmph dissipates energy equivalent to a 100-
kg weight dropped from 15 metres. Military and civil operators, 
therefore, study the pattern of bird activity in the vicinity of air-
ports. Airports close to migration routes have statistically higher 
birdstrikes. Remains of birds are subjected to forensic analysis to 
ascertain the species type. While gulls and geese hits are more 
frequent in North America, vulture hits affect aviation in India 
the most. Small birds crossing the runway at night also account 
for bird hits.

Aircraft designers have been engaged for years in an effort to 
improve resistance to birdstrike. Ideally, prevention of birdstrike 
would be the preferred option. Jet engines are designed to with-
stand a four-pound bird strike up to 500 kmph. Other metal parts 
must withstand eight-pound bird collision. These parameters are 
validated on test-bed before certification.

airfielD envirOnment. Every airfield has its ter-
rain and environmental peculiarities and hence action plans 
to combat bird hazard are devised based on local conditions. 
Bird hazard management teams at airfields work to ascertain 
and then prevent bird activity in and around airfields, promote 
bird-unfriendly vegetation and address food-waste and carcass 
disposal management. Use of bird scaring devices such as scare-
crows, acoustic devices, light reflectors, pyrotechnics, remotely-
controlled small planes, laser guns, trained falcons to scare birds 
and even electrified mats to deny worms to birds is now com-
mon around the world.

The local administration has a major role in keeping the area 
in the vicinity of airports sterile. Fishing ponds, butcheries, waste 
and carcass dumping grounds attract birds and need regulation. 
Pilots and controllers have to take the final call. Take-off should 
not be authorised in case of bird activity on take-off path. Depar-
ture and arrival procedures need a review in case water bodies, 
bird sanctuaries, wildlife zones are located along the climb and 
descent paths. Data from Avian radars compiled over time reveal 
bird activity patterns. Such radars are being introduced at busy 
airports. Royal Netherland Air Force cut birdstrikes by half by 
installing such radars at their airfields. Airborne birdsurveys are 
also routinely ordered by aviation authorities for zones where the 
aircraft are likely to be flying at low height.

cOst Of BirDstrikes. UK’s Central Science Laboratory 
estimates that birdstrikes cost airlines around the world about 

$1.2 billion annually. This includes repair and downtime costs. 
The fact is that about 80 per cent of birdstrikes are never formally 
reported. The first birdstrike was reported by Orville Wright in 
1905 while flying in the circuit area. A French pilot, flying in an 
open cockpit, during an air race in 1911, fired her pistol to scare 
away birds in the air. The first birdstrike fatality was reported in 
1912 when a bird got jammed in the flight control cables resulting 
in the aircraft going out of control.

The greatest loss to life because of a birdstrike was in 1960 
when an Eastern Air Lines Lockheed L-188 Electra flew through 
a flock of birds after take-off and lost power on all four engines. 
The aircraft crashed into Boston harbour killing 62 of the 
72 onboard. In July 1962, the co-pilot of a Pakistani DC 3 was 
killed after a vulture penetrated the windshield during cruise. 
In 1992, a bird-strike caused the wing fuel tank and the aile-
ron of a Cessna 401 to separate and sent the aircraft spinning 
out of control. In 1995, a USAF Boeing E-3 Sentry AWACs air-
craft lost power on both its port engines following bird inges-
tion immediately after take-off. The aircraft crashed killing all 
onboard. Space shuttle Discovery had a birdstrike soon after 
lift-off on July 26, 2005. Because of very low speed, there was no 
damage. In January 2009, a Sikorsky S-76 helicopter experienced 
a birdstrike just above the wind screen. The impact activated 
the engine fire suppression system which in turn automatically 
shut down the engines and the helicopter crashed killing most 
onboard. In 2006 alone, over 5,000 bird-strikes were reported by 
the US Air Force.

Flying insects were a big nuisance during the days when pilots 
flew in open cockpits. For protection against insects, pilots had to 
wear tight fitting goggles. The US, Australia and the desert areas 
along the Indo-Pak border are infested with swarms of locust. 
I had been a member of a fighter formation that flew though a 
locust swarm in a low-level mission over the Thar Desert. Two 
aircraft suffered serious damage and most pilots faced difficulty 
in landing due to blood on the wind screens.

cOrrective actiOn. Are birdstrikes reducing? The 
answer is no. Since 1970, strict environmental laws have been giv-
ing protection to birds. The population of some species is increas-
ing considerably. Canadian geese increased from one million in 
1990 to 3.5 million in 2006. However, most countries have enacted 
laws allowing the shooting of birds within the airfield zone.

The United States Department of Defense has created an 
online Avian Hazard Advisory System (AHAS) using network of 
radars to predict bird movements. It is available for civil use also. 
The level of risk is calculated based on the bird mass per square 
kilometre. Higher the figure, greater the risk. Severe risk zones are 
best avoided. Bird avoidance model (BAM) looks at bird breeding 
and migration database and the same is superimposed on bird-
hit database for analysis. Also, map of the landfill sites and waste 
incinerators and processing stations is overlaid. Similar initia-
tives are being looked at in India also.

With the rapid growth of aviation, it is becoming increasingly 
important to address the issue of birdstrikes. sP

a BirD impact Occurs nOrmally 
On the frOnt sectiOns Of the 
aircraft wing Or nOse areas

BirDstrikes cOst the airlines 
arOunD the wOrlD $1.2 BilliOn 
annually
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An Electric Green Taxiing System (EGTS) may in the coming years become a standard 
fit on single-aisle airliners used on short-to-medium routes. The primary aim of EGTS is 
reducing fuel burn during taxi. An aircraft equipped with EGTS will consume one-sixth of 

the fuel otherwise burnt during taxi.

REVOLUTIONISING 
TAXIING

by Vasuki Prasad

W
hen airline pilots Were 
asked how long they have been ‘stuck’ 
on the ground while taxiing for take-
off, the responses were enough to 
make one ponder. An Air India Airbus 
A320 Captain reported 50 minutes 
on ground due to a thunderstorm at 

Singapore. A Jet Airways Boeing 737-800 First Officer related his 
experience of inordinate delay on ground due to visibility dropping 
below minima while taxiing out, requiring return to bay to refuel, 
costing one hour of taxi fuel. An Air India Captain had his worst 
78 minutes on the ground at Delhi airport because of a rise in fuel 
temperature while taxiing, forcing a return to bay. Others reported 
delays of not less than 30 minutes at Delhi and Mumbai airports.

Because an aircraft’s main engines are optimised for flying 
rather than taxiing, they burn a disproportionate amount of fuel 
during ground operations. With both engines running, a ‘classic 
engine’ (IAE or CFM) powered Airbus A320 consumes about 600 
kg per hour during taxi. Average delay of 30 minutes corresponds 
to a fuel burn of 300 kg.

An efficient carrier can realistically operate five domestic 
flights on 1,000 nautical miles routes per day, resulting in a total 
taxi fuel burn of between 1,200 kg. and 1,800 kg. That much taxi 
fuel costs Indian carriers at least `96,300, when fuel is uplifted at 
Delhi or as much as `1,64,200 when uplifted at Kolkata at current 
price levels. Over a year, an A320 can burn in excess of a whoop-
ing `3.5 crore. With a fleet of 70 aircraft, an airline can spend at 
least `246 crore annually. This is equal to 31 per cent of the profits 

on Display: The Electric Green Taxiing 
system was first demonstrated at the 

paris Air show 2013
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reported by IndiGo in financial year 2012-13. Shorter the flight, 
greater are the cycles and longer is the cumulative taxi time per 
day, further escalating taxi-fuel related expenses.

Paris Air Show in June 2013 marked the first public demon-
stration of Honeywell’s and Safran’s Electric Green Taxiing System 
(EGTS), a revolutionary system promising huge savings on fuel.

sparking off Change. The EGTS initiative was first 
announced at the Paris Air Show in June 2011, where Honeywell 
and Safran signed a memorandum of understanding to create EGTS 
International, a joint venture company tasked with system develop-
ment, production, marketing and support of the new system. The 
concept involves electric motors mounted on the main landing gear 
bogies drawing electrical power from the auxiliary power unit (APU), 
enabling the aircraft to taxi without its main engines running.

The partnership between Honeywell and Safran provides 
systems expertise with a combined experience of eight years of 
research and development. A major benefit of the EGTS tech-
nology is that it draws upon Honeywell’s extensive knowledge of 
avionics and auxiliary power systems with Safran’s expertise in 
electrical components and experience in landing gear systems.

The primary aim of EGTS is reducing fuel burn during taxi. 
The APU, which essentially is a small jet engine for electrical 
power generation and not propulsion, consumes 100 kg of ATF 
per hour. An aircraft equipped with EGTS, will consume one-sixth 
of the fuel otherwise burnt during taxi. This translates to a taxi 

fuel-cost saving of at least `205 crore annually for an airline. This 
figure is compelling enough to warrant the installation of the sys-
tem on aircraft undertaking short- to medium-range flights.

system Design. The system is designed with the motors 
installed on main landing gears (MLG) that bears 90 per cent of 
its weight. Each MLG employs a specifically designed forced air-
cooled 50 kW permanent magnet motor driving the outer wheel 
through a gear box and a clutch. The clutch allows the outer 
wheels to be engaged to the EGTS when electric taxi is required 
and disengaged and free turning during take-off and landing. By 
powering the outer wheels only, the EGTS system ensures there is 
adequate drive focused on each wheel to move the aircraft with-
out adding unnecessary weight or changing brakes temperature 
regimes. The system can perform tight turns by driving one of the 
wheels or turning the wheels on either side in the opposite direc-
tion, much the way a tank can move its tracks to turn on the spot.

Powering the motors is the Honeywell APU131-9A delivering 
90 kW of electricity which is insufficient to meet the total power 
requirements to operate the systems onboard. A modification is, 
therefore, incorporated to upgrade the APU to deliver 120 kW 
electrical power. Between the power generation at the modified 
APU and the electric motors at the wheels, is the motor controller 
and power distributor (MCPD) controlled by the EGTS controller 
which sits in the electronic equipment bay of the aircraft. Interfac-
ing the pilot to the EGTS controller is the pilot interface unit (PIU) 
which has a speed lever to control forward and rearward move-
ment and the taxi speed. The lever allows the pilot to set the taxi 
speed up to 20 knots. When pulled back and the locks removed, 
the speed lever can be pulled further back, to taxi backwards as 
during a pushback. A guarded three-position momentary switch 
lever controls the tight turn system. Directional control of the air-
craft is accomplished using the standard nose wheel steering tiller.

in the Coming tWo years, as 
teChnology matures, egts is 
expeCteD to get lighter

good response: WheelTug has 
successfully tested the Electric Green 

Taxiing system on Boeing 737nG
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The PIU is still in the prototype stage. Once fully developed, the 
system is expected to be controlled using a dedicated joystick and 
power/direction control lever that can be easily integrated into the 
existing flight deck. Since the EGTS sets the speed of the aircraft, 
braking is unnecessary unless an emergency stop is required. To 
reduce speed, there is no need to apply brakes. Pulling back on the 
speed lever decreases motor speed which immediately reduces the 
taxi speed. A full stop can be achieved without brakes by pulling 
the joystick to the position corresponding to zero knots taxi speed. 
A point factored into the product development is the concern of 
the airplane tipping over during a self-pushback using the EGTS. 
Onboard actuator-controlled software obviates this possibility.

operational impaCt. Existing tyre speeds are unaffected 
by EGTS. The only operational impact will be training required on 
the usage of the system, marginally enhancing cockpit workload 
and EGTS related maintenance.

The EGTS is disengaged for take-off and landing. The aircraft 
takes off and lands normally and travels along the runway under 
main engine power. Once on the taxiway, the pilot would power 
down the engines and switch to EGTS engaging the outer wheels 
and taxi to the gate under electric power. Likewise, on departure, 
EGTS would help taxi the aircraft to the runway holding point. 
Pilots would then start the main engines, disengage EGTS, enter 
the runway and take-off in the usual manner. Operational proce-
dures are still being developed with the various regulators as well 
as airports with detailed definition of the process for transition 
from engine-powered to EGTS-powered taxiing.

Benefits of egts. The EGTS prototype currently adds 
approximately 150 kg per wheel to the total aircraft weight. In 
addition to other EGTS-related system weight, the total weight 
is expected at 400 kg. In the coming two years, as technology 

matures, EGTS is expected to get lighter. However, even with the 
weight increase, EGTS International expects airlines to save up to 
four per cent of total fuel consumption.

For short-haul, high cycle fleets, the savings would be very sig-
nificant outweighing the small increase in weight, which would 
also be partially offset by the reduction in fuel required for taxiing. 
Further quantified benefits are brake wear, eliminating the need 
for tugs for pushback, reduced foreign object damage, elimination 
of taxi out fuel contingency and reduced greenhouse gases emis-
sions/carbon footprint.

Other benefits include reduced noise at airports, improved 
safety at apron as there are no engines running and no threat of 
a jet blast, taxi to hangar/gate and stand positioning, increased 
gate autonomy resulting in improved on-time-performance (OTP), 
reduced ground operations damage, engine maintenance cost sav-
ings, higher precision manoeuvring and lower pilot workload when 
compared to a single-engine taxi. However, EGTS will understand-
ably lead to increased APU fuel burn, additional APU maintenance 
costs and additional aircraft fuel burn due to EGTS weight.

Over a 1,000-nantical mile flight for an Airbus A320 cruising 
between FL370 and 390, an increase in 400 kg corresponds to a 
estimated flight fuel burn increase of just around 30 kg, while sav-
ing 125 kg of fuel for a 15-minute taxi and more for longer taxi 
times or delays on ground.

On May 2, 2013, the Directorate General of Civil Aviation 
(DGCA) issued an Aviation Environment Circular recommending 
single-engine taxi-in and taxi-out procedures at airports. While 
this may seem to dampen the claimed savings of the EGTS system, 
EGTS International has stated that it has been very conservative 
on estimating savings that the system could bring and that it has 
based early figures on single-engine taxiing rather than twin-engine 
taxiing, as many airlines around the world use single engine taxi-
ing today. The EGTS development has apparently been focused to 

taxiing test: The DLr A320  advanced 
technology research aircraft with electric nose 

wheel demonstrated at Hamburg Airport 
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ensure significant savings for airlines, regardless of whether their 
current operations are based on single- or twin-engine taxiing.

the egts retrofit. The system has been designed to 
be easy to install minimising costly grounding time for airlines. 
During system install of the market-ready version due for service 
entry in 2016, a minor modification will be necessary to the APU 
apart from generator upgrade to increase electric power output. 
The APU envelope, however, will require no modification. The 
only cockpit change is the installation of the PIU. The system is 
effectively a “bolt-on” solution requiring no major modifications 
to the landing gear without requiring removal of gear or retrac-
tion system. Consequently, the EGTS can be installed during “C 
Check” that takes around four days using optimised retrofit kits, 
making it easy and cost-effective for airlines.

timeline anD status. In 2010, it was announced that 
demonstration of the EGTS was planned for end 2012. However, 
the project only fructified in April 2013, when a 22-year-old Airbus 
A320 taxied, for the first time, without a tug or its CFM56 engines. 
The system architecture was frozen in Q1 2012, with manufac-
turing starting in Q3 2012. Q1 2013 saw the commencement of 
system integration tests, resulting in system validation in a con-
trolled environment (TRL-4), in Q2 2013. A fully integrated proto-
type system was tested on the Airbus A320 aircraft mid-2013, with 
prototype systems validation in a relevant environment targeted 

for the Q4 of 2013 (TRL-5). Launch of full-scale development is 
planned early 2014, followed by a targeted service entry end 2016. 
Solutions for other narrow-body aircraft are under exploration.

Since its maiden trial in April 2013, the EGTS fitted has logged 
more than 160 kilometres of operation. The next step will be to 
achieve full performance speed of 20 knots at maximum take-off 
weight. The aircraft has already flown with the EGTS installed.

The initial development of EGTS till date has mobilised more 
than 200 engineers working in 13 Safran and Honeywell facilities 
around the world. The component system and aircraft evalua-
tion programme has accumulated more than 3,000 hours of test-
ing on test-bench and on-ground manoeuvres in Toulouse on a 
dedicated A320.

market anD inDustry response. Over 50 airlines 
are in talks for the EGTS system with seemingly positive response 
from most. EGTS International has been working with UK’s air-
lines—EasyJet and TUIfly for over a year, helping them better 
understand how the technology would benefit their current oper-
ations. In addition, during the 2013 Paris Air Show, EGTS Interna-
tional signed a memorandum of understanding with Air France, 
which announced its support for the development of EGTS. As 
Air France operates a large number of short-range single-aisle-
aircraft, it will provide valuable assistance in refining estimated 
savings of the system and quantifying other operational benefits. 
There seems to be strong interest from the airline, in collaborat-

ing on the retrofit option which will be offered to current genera-
tion aircraft, in addition to the forward-fit option scheduled for 
future generation aircraft.

To maximise operational efficiency benefits of the new tech-
nology, Honeywell and Safran are focused on launching the EGTS 
for single-aisle, narrow-body commercial aircraft that operate in 
high-cycle, large congested airports. Mechanically, EGTS technol-
ogy can work on all types of aircraft although returns are most 
significant for aircraft that spend a large part of their operating 
day on the tarmac. But Honeywell and Safran are not the only 
ones with a commercially inclined electric taxiing system. 

L-3 together with Lufthansa tested an electric taxi system on their 
Airbus A320 in December 2012 at Frankfurt International Airport. An 
engineering team comprising staff from Airbus, L-3 and Lufthansa 
Technik replaced the brake assemblies of the inboard MLG wheels 
with drive units, each containing a liquid-cooled electrical motor, 
powered by the aircraft’s APU and planetary gearbox. Although the 
demonstration was months ahead of the EGTS, the setup was only 
temporary, with power supply cables and coolant hoses installed 
along the rear of the main landing gear, across the wing and through 
opened passenger windows into the aircraft’s interior.

On June 30, 2011, German Aerospace Centre’s (DLR’s) A320 
advanced technology research aircraft (ATRA) taxied at Ham-
burg Airport propelled by an electric nose wheel. In the taxiing 
tests, engineers from DLR, Airbus and Lufthansa Technik demon-
strated a fuel cell-powered electric nose wheel.

But the silence surrounding the L-3’s development indicates 
the project is possibly shelved or abandoned. DLR’s efforts still in its 
infancy, the only competition today is from Gibraltar-based Wheel-
Tug, which was the result of work by Boeing’s Phantom Works. 
WheelTug uses a motorised nose-gear drive system, running off 
the APU. WheelTug’s first in-wheel demonstration was in June 
2012 on a Germania Boeing 737-500. The WheelTug system seems 
to be significantly lighter at 150 kg per aircraft, involving no APU 
modification. However, according to Olivier Savin, Safran’s EGTS 
programme Vice President, “Less than ten per cent of the aircraft 
weight is on the aircraft nose gear, making it difficult to achieve the 
taxi performance required by airlines in all operating conditions.” 
However, WheelTug’s model is not just technically different.

The business revolves around leasing the system to aircraft 
operators, with revenues for the company generated by sharing cost 
savings. This model eliminates the need for an airline to invest in 
the system. The attraction of this business model reflects on the 
order book of WheelTug aircraft drive systems that has grown to 731 
delivery slots reserved by 13 airlines from Europe, America, the Mid-
dle East, South East Asia and the Far East including for the Boeing 
737NGs fleet of Jet Airways. Service entry of the WheelTug system 
for Airbus A320 and Boeing 737 family of aircraft is expected in 2015.

the future. The concept of electric taxiing is not new. A pat-
ent was filed as early as 1971, for a system that uses power from the 
engine or the APU to drive the wheels of the aircraft using electrical, 
pneumatic or hydraulic systems. Forty-two years later, the e-taxi con-
cept is taking shape with a strong business case, thanks to technol-
ogy that can today make the concept viable and the heightened need 
in an era when spiralling oil prices are only driving airlines and origi-
nal equipment manufacturers to seriously harness technologies that 
will help realise fuel savings. Electric taxiing joins winglets, geared 
turbofan engines and composites in significantly reducing fuel costs. 
An EGTS may in the coming years become a standard fit on single-
aisle airliners used on short-to-medium routes. SP

over 50 airlines are in talks for 
the egts system With seemingly 
positive response from most
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Safety CommuniCation

Effective communication amongst flight crew members is an essential prerequisite for 
achieving technical, procedural and crew resource management objectives

by Captain J.p. Joshi

A 
civil AircrAft is permitted to com-
mence regular operations only after regulatory 
approval; the aim being to ensure an error-free 
product. However, the possibility of latent errors 
cannot be ignored. The recent episodes of snags 
with the battery on the Boeing 787 that led to 
the grounding of the fleet worldwide is a case in 

point. While regulatory approval aims at error-free aircraft, errors 
may creep in during routine flight operations on account of large 
numbers and diverse groups of personnel. Errors can be prevent-
ed and safety ensured only if the diverse groups work as a team 
which is contingent on proper coordination amongst and within 
the various groups, viz. the flight crew, cabin crew, dispatch, air 
traffic control, maintenance personnel and others directly or in-
directly connected with the operation of flights. Communications 
is that vital link that ensures good coordination between the dif-
ferent agencies. Thus understanding communications is impor-
tant for anyone connected with aviation, more importantly for 

the flight crew. This is because flight crew are aviation’s last line 
of defence to prevent a mishap.

EffEctivE communicAtion. Communication is useful 
only when it is effective, in that the transfer of information from the 
sender to the receiver should lead to a common meaning shared 
by both on completion of the transaction. This can only happen 
when both the sender and the receiver actively participate in the 
process. This entails a responsibility not only on the sender to send 
the appropriate message and obtain or elicit feedback in order to 
determine whether or not the communication was effective, but 
also on the part of the receiver to provide honest feedback. Effective 
communication is a two-way process and is effective only when the 
desired understanding or action takes place. In the fatal accident at 
Mangalore involving an Air India Express aircraft, the First Officer 
had thrice communicated to the Commander to “go around”, but no 
such action was initiated by the Commander during the approach 
and touchdown. The communication in this case was ineffective. 

Improve 
CommunICatIon SkIllS
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communicAtions And crEw rEsourcE mAn-
AgEmEnt. Effective communication amongst flight crew mem-
bers is an essential prerequisite for achieving technical, proced ural 
and crew resource management objectives. The communication 
process amongst the flight crew fulfils many important functions 
and could include some or all of the following: 

	 Transfer of information in the form of checklists, logs and 
real time (R/T).

	 Interpersonal/team relationships which are crucial in any 
highly effective team primarily because humans are emo-
tional, in addition to being rational beings. 

	 Shaping predictable behaviour and expectations from the 
other crew members through the medium of briefings and 
critiques.

	 Helps the crew to develop a shared mental model about 
the location, spatial orientation, environment, aircraft 
systems, time and fuel, thereby enhancing situational 
awareness. 

	 Allows individual crew members to become aware of 
problems and to contribute effectively to problem-solving 
and decision-making on the flight deck.

	 Helps the efficient and effective management of the flight 
with optimum use of available resources, including the 
crew, through planning, implementing/revising and mon-
itoring tasks, the environment and the crew. 

These functions are all crucial for safe and efficient flight 
operations and underpin the important role of communications 
on the flight deck. Research has shown that each message can 
have different content, depending on the circumstances which 
could be face-to-face communications under high workload con-
ditions, on R/T, through written messages or through gestures. 

fAcE-to-fAcE communicAtion. In this situation, the 
message content is dependent just seven per cent on the spo-
ken word. The major part of the message content is conveyed by 
the tone employed while speaking (38 per cent),  and non-verbal 
aspects of communications (55 per cent) such as body language, 
eye and facial expressions and postures. The flight crew would 
encounter this situation when they come face-to-face on arrival 
at the dispatch and also during low workload periods as in a long 
cruise on autopilot. It is important to remember that in such a 
situation, words of the sender convey very little meaning to the 
receiver, if they are not backed by the right tone and the non-ver-
bal cues. The message communicated during these interactions 
would be stored. It is important to understand that all future 
interactions on the flight deck would take place keeping the sense 
of this stored communications in mind. 

Face-to-face communication normally includes a pre-flight 
brief. A good pre-flight brief is very important because it effec-
tively touches nearly every function of communications that is 

enumerated above. Open questions such as “How is this weather 
likely to impact our flight? Why do you think so?” by the Com-
mander can draw in the other crew members into giving valuable 
inputs that should be incorporated in the plan, if feasible. This 
gives the crew a sense of ownership and would also send a posi-
tive message leading to a very effective team that is motivated to 
perform optimally, both at the individual and team levels. 

The Commander has a major role to play in setting this tone 
but the crew members also need to live up to the transactional 
analysis dictum of “I am okay, you are okay.” This can only hap-
pen if the crew members believe or are made to believe that they 
have an important role to play in the safe and efficient conduct of 
the flight. This can happen if all crew members are encouraged to 
participate in the communication process, and more importantly, 
are listened to and treated like competent professionals having 
a vital role during the flight. Operating from the adult ego state 
would be desirable but depending on the experience of the crew it 
may at times need to switch between the adult and the ‘nurturing 
parent/natural child’ ego states. Conflicting and other damaging 
ego states should be avoided under all circumstances.

HigH workloAd situAtions. The contents of the mes-
sage change completely in a high workload situation, like during a 
take-off, landing or during non-normal situations. Here words con-
vey 55 per cent of the meaning, the tone another 38 per cent and 
body language just the balance seven per cent. It is most important 
to use standard phraseology with the correct intonation and sense 
of urgency during these situations. Standard phraseology has the 
advantage of brevity with accuracy, as both the sender and receiver 
are on the same page instantly. This, however, does not rule out 
the need to give feedback, read back and hear back, as appropriate. 

High workload situations are most prone to the use of leading 
questions wherein the need for quick answers overrides all else. 
In such situations, leading questions are dangerous and hence, 
are best avoided. The analysis of a number of aircraft accidents 
indicate an increasing number of leading questions leading up 
to the accident. Leading questions generally are an indicator of a 
loss of situational awareness.  

communicAtions on r/t, intErcom or tElE-
pHonE. In such a situation the content of the message is con-
veyed 55 per cent through the spoken words and the balance 45 
per cent through intonation, speed and clarity of the spoken words. 
Standard phraseology is vital in this situation along with feedback, 
read back and hear back. In case of any disruptions in any of the 
messages, it is important to retransmit/seek a clarification instead 
of assuming, as was the case in the disaster at Tenerife. Choice of 
words in verbal communications has significant safety implica-
tions. In order to minimise potential ambiguities, there are stan-
dard rules regarding words, phrases or other elements that need 
to be used for communicating. As an example, the International 
Civil Aviation Organisation (ICAO) phraseology requires that the 
word ‘departure’ is used instead of ‘take-off ’ in all cases, except for 
the actual take-off itself. It also requires all clearances, heading, alti-
tudes and runways to be read back by the crew, as also heard back 
by the air traffic controllers (ATC). This was introduced to enhance 
safety following many cases where messages were misinterpreted. 

writtEn communicAtions. Ninety per cent of the 
meaning is conveyed through words or symbols in written com-
munications, with only the balance ten per cent through the tone 

EffEctivE communicAtions ArE 
vitAl to AircrAft opErAtions And 
EvEn morE so in tHE fligHt dEck, 
As fligHt crEws ArE AviAtion’s 
lAst linE of dEfEncE to prEvEnt 
A misHAp
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of the message. This implies that the choice and use of words and 
symbols are critical in written communications such as in stan-
dard operating procedures (SOPs), checklists and let down charts. 
This is even more so in the modern-day cockpits with electronic 
flight instrument system (EFIS); the choice of symbols, colours, 
updating of the database, etc become even more critical as there 
is no dynamic feedback available in the cockpit that can prevent 
misconceptions/misrepresentations from leading to an untow-
ard incident. Updation date of the database should be checked 
before every flight by the crew to ensure that the database is cur-
rent. The initiator of the written communications should be able 
to unambiguously create the message in a way that clearly con-
veys the intended meaning. It is the responsibility of the crew also 
to clarify every written communication and get it rectified in case 
the words and symbols are perceived differently from what they 
are intended to convey. Latent errors in written communications 
are possible and should be eliminated for safe operations. 

gEsturEs. This form of communication is routinely used in 
aviation, like while marshalling an aircraft. These require that each 
signal should convey a common understanding to the sender as 
well as the receiver. Since aviation is an international profession, 
hand signals have been standardised and should be used to pre-
vent misunderstanding. Non-standard signals should be avoided. 

AccEnt-frEE EnglisH lAnguAgE for commu-
nicAtions. Words are important in almost all forms of com-
munications barring gestures, but even more so on R/T, intercom 
or telephone and also during high workload situations. The mes-
sage conveyed is affected by the language employed, the individ-
ual accents, pronunciation, vocabulary and grammatical styles. 
Investigations into accidents brought home the requirement for 
a common language for the flight crew in which they should be 
reasonably proficient to ensure effective communications. ICAO, 
thus, recommended that language testing should be undertaken 
to ensure proficiency. The Directorate General of Civil Aviation 
(DGCA) in India has implemented this recommendation vide a 
CAR in Section 7 titled, “English for Aviation Language—Training, 
Assessment, Test and Certification”. This CAR lays down the six 

skill areas in which the crew need to be proficient and tested. These 
areas include pronunciation, structure, vocabulary, fluency, com-
prehension and interaction. Six levels of competency have been 
identified and the crew have to attain a minimum of Level Four to 
operate. The aim of this requirement is to make communications 
possible and effective. The crew would still come across individual 
variations and should be sensitive to this fact and thus ensure that 
these variations do not hinder effective communications.

communicAtions, workloAd And situAtionAl 
AwArEnEss. It is a known fact that human cognitive resources 
are limited and are time-shared between all the active reasoning 
processes and actions. Communications also consume mental 
resources. This fact needs to be clearly understood and internalised 
to ensure that one is sensitive to the workload on the flight deck 
before initiating/responding to communications or before inter-
rupting communications already under way, for some other task. 

Situations, wherein increased workload tends to shorten sen-
tences, as also reduce their numbers increase the chances of com-
munication errors. The most relevant example is the execution 
of the ‘before take-off checklist’. Invariably, this gets interrupted 
by the ATC that is ready to give out the departure clearance. It is 
best to ask the ATC to standby and complete the checklist before 
taking down the clearance or copy the clearance and then go over 
the checklist from the beginning to ensure that both of these cru-
cial tasks are not interrupted, thus making them prone to errors.

Similarly, a person absorbed in a difficult or unfamiliar task 
like in an emergency situation, is less likely to understand what 
someone is saying. It is always best to wait until the task is com-
pleted or stabilised before interrupting them. It is difficult to 
continue with a demanding task while at the same time com-
municating effectively. Leading questions at such times can be 
disastrous, as the person may respond verbally without paying 
attention due to lack of mental resources available at his/her 
disposal. Under conditions of excessive workload, one of the first 
signs of degraded situational awareness is loss of the ability to lis-
ten. Since communications consume a part of the already limited 
mental resources, it is best to restrict communications to only 
those relevant to the task during the critical phases of flight. This 
can be ensured by following the ‘sterile cockpit’ procedures. This 
will ensure that communications are not distracting the crew 
during periods of anticipated high workload and would thus help 
the crew maintain improved situational awareness.

prActicE EffEctivE communicAtions. Effective 
communications are vital to aircraft operations and more so in the 
flight deck, as flight deck crews are aviation’s last line of defence 
to prevent mishaps. Flight crew need to understand the basics of 
communications and should practice effective communications at 
all stages of their flight operations. It also needs to be internalised 
that both the sender and the receiver are equally responsible to 
ensure the effectiveness of the communication. Proficiency in the 
English language, use of standardised aviation phraseology, under-
standing the relevance and importance of read back/hear back 
and following the laid down procedures during flight operations, 
including sterile cockpit procedures, would all lead to better com-
munications. Lastly, it needs to be internalised that human beings 
are emotional beings and store feelings too, in addition to the other 
contents of the communication. These stored feelings have a ten-
dency to unintentionally interfere with communications between 
individual human beings, including the flight crew. SPPH
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The issue of The ailing national carrier Air India 
joining Star Alliance came into public domain when on 
December 13, 2007, in Beijing, the airline was extended 
an invitation to join the group. Membership of this pres-

tigious group would have opened up new opportunities for the 
airline as it would provide it convenient access to the large pool 
of international passenger traffic that Alliance controlled. It was 
estimated that this would enhance Air India’s annual revenue by 
an estimated 15 per cent and help the process of turnaround that 
was initiated in 2009 with massive infusion of public money. The 
process of integration was to be completed by July 2010. 

However, in mid-2010, the Chief Executive Board of Star Alli-
ance located in Frankfurt, vetoed the move to grant membership 
to Air India as in their percep-
tion, the airline “failed to meet 
the minimum requirements or 
the 87 conditions for joining that 
were contractually agreed upon 
in December 2007 and were 
to be fulfilled by the extended 
deadline of July 31, 2010”. Appar-
ently, the issues that militated 
against the effort of the airline 
to join Star Alliance were related 
to the ills that afflicted the 
national carrier as it does most 
public sector establishments 
in India. These were consistent 
record of poor on-time perfor-
mance, frequent labour dispute, 
inefficient management, undue 
interference by the government, 
unimpressive marketing strat-
egy, financial distress and a poor 
brand reputation.

The Indian Ministry of Civil Aviation (MoCA) however felt 
that the decision by Star Alliance against Air India was actually 
in retaliation to rejection of demand from the Alliance to give Jet 
Airways the go-ahead to join the group. The opinion of MoCA was 
based on a written communication from Star Alliance to Air India. 
It is understood that on July 30, 2010, a day before the rejection 
of membership was made public, Gerhard Girkinger, Chief Proj-
ect Manager, Star Alliance, who was responsible for supervising 
the process of integration with Air India, communicated to the 
national carrier in writing that “much of the work was done and 
I can confirm the status of the integration based on the attached 
spreadsheets. From my perspective, this means we are basically 
done although I need formal sign-off. All the other components 
depend on a joining date,” Girkinger wrote.

Views of the MoCA notwithstanding, the fact of the matter is 
that Air India has for quite some time been in complete shambles 
and this is not a closely guarded secret. As at the end of 2012, the 
national carrier had a crushing debt burden of `43,777 crore and 
cumulative losses of ̀ 27,000 crore over the past five financial years. 
The airline is reported to have often failed in its obligation to make 
timely payments to its employees. Given the lack of credibility of 
Air India’s business model, it is not surprising that the move to 
induct Air India as a member of Star Alliance was placed on hold. 
Star Alliance could have hardly been expected to open doors to an 
airline that appeared to be teetering on the verge of collapse.

Whatever be the real reason, this was the first time in its 14 years 
of existence that Star Alliance had rejected membership of an airline 

that had been extended invitation 
in the first place. 

However, three-and a-half 
years after Air India’s hopes of 
joining Star Alliance were dashed; 
there have been some favourable 
developments. As per sources in 
Air India, on December 13, 2013, 
the 28 airline board of Star Alli-
ance met in Vienna and voted 
to once again invite the national 
carrier to join the alliance in 
the next six months. The deci-
sion by Star Alliance appears to 
have been motivated by develop-
ments on the Indian civil aviation 
scene. Apart from some lobbying 
through and discreet pressure 
on Lufthansa that is an influen-
tial member of Star Alliance, the 
government has also been able to 
create conditions favourable for 

Air India to gain membership of Star Alliance by giving the go-ahead 
for Jet Airways also to join the Alliance. Besides, for Star Alliance to 
induct the new joint venture airline Tata-SIA, expected to be a formi-
dable entity on the Indian aviation scene, it would be a perquisite for 
Air India to be a part of the alliance. 

Star Alliance CEO Mark Schwab stated, “The market in India 
is now showing signs of stability. Today, we see an Air India which 
has successfully completed its merger with Indian Airlines and is 
building up a new fleet that forms the basis for a much improved 
level of service.”

Finally, the winds of change have begun to blow in favour of 
the national carrier. SP

—B.K. Pandey

Change Ringing
‘The market in India is now showing signs of stability. Today, we see an Air India 

which has successfully completed its merger with Indian Airlines and is building up a 
new fleet that forms the basis for a much improved level of service.’ — Mark Schwab

Rohit nandan, air india Chairman and Managing Director (far 
right) shakes hands with lufthansa CEO Christoph Franz (far left) 
as Star alliance CEO Mark Schwab (centre left) and air Canada 

CEO Calin Rovinescu (centre right) look on
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1000+ E-JETS. 65 AIRLINES. 45 COUNTRIES. 

EmbraerCommercialAviation.com

The newly enhanced E190. It’s the result of our commitment to continuous improvement  

of our E-Jets family. Better performance and appeal: lower fuel burn, longer service intervals, 

upgraded avionics, and an even more refined cabin — all combine to keep us out in front of  

any competitor. At the head of the class, where high achievers always tend to be. 

An even higher 
high achiever.
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