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emissions. Our EcoPower® engine wash service and demonstrated
ability to operate our engines on alternative fuels are additional
ways we’re showing the world our commitment to designing and
building the most environmentally responsible products on the
market. Pratt & Whitney. The Eagle is everywhere.™
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       A Word  from Editor

THIS ONCE, THE MORNING HAD held no 
warning of the mayhem ahead. Commencing 
on a high note, 2008 ended in a whimper for the 
Indian civil aviation sector. Buffeted by wildly 

fluctuating oil prices, global recession, dropping passenger 
counts, debilitating market forces and financially crippled 
airlines, the industry’s breakneck dash to fashion an incred-
ible growth story was rudely interrupted, necessitating ap-
plication of brakes on projects aimed at infrastructure de-
velopment, aircraft acquisition, operational expansion and 
job creation, to name but a few. Rapidly and stunningly, 
the fairy tale had turned into a nightmare!

Convulsed by global economic upheaval, airlines grabbed 
media headlines with grim tidings of humongous accumu-
lated losses, steep rise in airfares, inability to clear fuel bills 
and airport charges, cancellation or deferment of orders for 
new aircraft, trimming of excess capacity and withdrawal 
from unprofitable routes. Grasping at straws, airlines merged 
or forged alliances, raising the spectre of cartelization, and 
even handed out pink slips to cut costs. Some training estab-
lishments downed shutters even as airline barons knocked 
on the doors of the government for bailout. 

2009 dawned on the heartening news of stabilized oil 
prices that prompted the airlines to pass on a measure 
of the relief to passengers. Even as the tumult was con-
tained, the industry unleashed a slew of critical exercises 
at self-analysis and self-medication. Indian aviation, it was 
wide acknowledged, is in crying need of professionalism. 
Saddled with over ambitious plans bereft of logic, the air-
line industry was headed for trouble right from the start. 
Permits for new airlines were issued without considering 
availability of pilots and infrastructure. What further tight-

ened the financial squeeze are the somewhat outlandish 
plans drawn by airlines to enlarge fleets at an investment 
of Rs 4,400 crore with an equity base of only Rs 145 crore.

Belying the financial gloom in the domestic aviation 
sector, the world’s top aircraft manufacturers underlined 
its faith in the Indian civil aircraft market with a large 
turnout at India Aviation 2008. Among the heavyweights 
present at the country’s first civil aviation airshow held in 
Hyderabad were Boeing, Airbus, Bombardier, Gulfstream 
and Dassault, Eurocopter, Bell Helicopter and Cessna. 
An impressive line up is also expected at Aero India 2009 
hosted in Bangalore from February 11 to 15. Gearing up 
for the event, this issue of SP’s AirBuz highlights aspects 
of civil aviation vital to the sector—ranging from safety, 
environment, operations and operational coordination.

Optimism and caution marks the dawn of 2009, nur-
turing the promise of a better tomorrow. Hope takes cen-
trestage as the world ushers in change and celebrates the 
audacity of dreams. Emboldened by adversity, let us once 
again spread our wings to soar on the rising eddy of un-
flappable aspirations.

B.K. Pandey 

Editor



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

Greenfield airports in 
trouble with Maytas 
In the wake of the turmoil in Sa-
tyam the parent company, Maytas 
Infra appears to be in some 
difficulty with regard to executing 
contracted projects to develop 
Greenfield airports at Gulbarga 
and Shimoga in Karnataka. Each 
of these contracts is to the tune 
of Rs 100 crore. It is learnt that 
Maytas has approached the Kar-
nataka government for support 
in completing the projects. Mean-
while, the company is progressing 
with the preliminary work, such 
as clearances from the various 
ministries and departments of the 
government. Construction work 
is scheduled to commence in 
April 2009 if all goes well. 

Indian airports on 
Forbes’ list 
Three of India’s busiest airports 
are on a Forbes’ list of the world’s 
worst five airports. Indian airports 
rank among the most delayed 
arrival airports for the year 2008, 
with Mumbai’s Chhatrapati 
Shivaji International Airport bag-
ging the top spot. It is followed 
by New Delhi’s Indira Gandhi 
International Airport while 
Bengaluru International Airport 
takes the fourth spot. According 
to the report, 58 per cent of the ar-
rivals at the Mumbai airport were 
delayed by 30 minutes or more 
and in New Delhi, more than 60 
per cent of the flights were at least 
30 minutes late. Indian airports, 
however, do not figure in the list 
of top 10 for delayed departure. 

Major renovation of 
Nagpur airport

As a step towards making the 
Nagpur airport an international 
aviation hub, the Airports Au-

thority of India (AAI) has worked 
out a detailed plan for revamp-
ing the airport’s infrastructure 
to get a fresh aerodrome licence 
from the Directorate General of 
Civil Aviation (DGCA) in 2009. 
The necessary infrastructure 
and technical changes will be 
necessary for the airport to be 
eligible for the licence. At pres-
ent, Air India, Air Arabia and 
Qatar Airways operate from the 
airport linking it to Dubai, Doha 
and Sharjah. However, with the 
grant of the new licence, many 
more international airlines from 
across the globe are expected to 
begin operations from Nagpur 
which is the geographical centre 
of India and is strategically lo-
cated between aviation hubs like 
Delhi, Mumbai and Bangalore.

Upgrade of non-metro 
airports to miss deadline 
Plans by the Airport Authority 
of India (AAI) for modernisation 
of 35 non-metro airports may be 
adversely affected by the current 
economic downturn. Despite the 
fact that modernisation work has 
already begun at some of the air-
ports, the ambitious programme 
for infrastructure upgrade may 
not be completed by the 2010 
deadline. The AAI has apparently 
encountered difficulties as there 
has been a sharp drop in pas-
senger traffic resulting in lower 
revenues on account of reduced 
inflow of airport charges. AAI’s 
revenues decreased by Rs 228 
crore during April to September 
2008 as compared to the cor-
responding period in 2007. As 
such, the resources with the AAI 
are insufficient to undertake the 
programme on their own. It is 
understood that the Ministry of 
Civil Aviation is engaged in the 
exercise of prioritising some of 
the more commercially viable 
and important airports from 
among the list of 35 airports to 
be put on a fast-track.

: AIRLINE FINANCE

Airline losses in 2009 will 
be manageable: CAPA 
Policy Outlook 2009, a report by 

the Centre for Asia Pacific Avia-
tion (CAPA) indicates that the 
turbulence in the airline industry 
in 2008 is likely to clear up to 
some extent in the third quarter 
of 2009. The demand for the 
first half of 2009-10 will be weak, 
but will improve later. Though 
the airline will suffer losses this 
year too, the magnitude will be 
manageable. Over the last four 
years the industry has lost over $3 
billion (Rs 14,500 crore). In 2005 
itself CAPA had projected that 
airlines in India would generally 
not make profits up to 2010. The 
true potential of the sector would 
only emerge after 2010. If oil 

prices stay below $50 (Rs 2,400), 
airline losses will be significantly 
reduced and air traffic this year 
could return to 2007-08 levels. 
But Ernst & Young maintains 
that hoping for low crude prices 
may not be the best bet for Indian 
aviation. The key to profitability 
for airlines lie in streamlining 
operations and optimizing routes. 
FDI relaxations, fiscal bailout and 
lower interest rates could help the 
sector recover.

Jet to sell and lease 
back aircraft 
Jet Airways, one of India’s 
largest carriers has recorded 

Appointments
Etihad Airways appoints Dr Salwa Al-Noaimi 
Vice-President Recruitment
Etihad Airways has appointed experienced management execu-
tive Dr Salwa Al-Noaimi as its new Vice-President Recruitment. 
Salwa will be responsible for the recruitment of new personnel to 
Etihad, especially in terms of selecting, interviewing and appoint-
ing nationals from the United Arab Emirates across the airline.
Bruce Nobles returns to Caribbean carrier Air Jamaica
Industry veteran Bruce Nobles has returned to struggling Carib-
bean carrier Air Jamaica to turn around the perennially loss-
making airline and prepare it for imminent privatisation. Since 
arriving in late October Nobles has moved fast to build a new 
executive team at the carrier.
SpiceJet names Sanjay Aggarwal its new CEO
SpiceJet has named Sanjay Aggarwal as its new Chief Execu-
tive Officer. He was most recently the Chief Operating and Chief 
Strategy Officer of US-based fractional ownership operator Flight 
Options. SpiceJet had been without a top executive since the 
departure of Executive Chairman Siddhanta Sharma in July. 
Qantas Airways appoints David Epstein Executive General 
Manager of government & corporate affairs
Qantas Airways has ensured its continued close relations with the 
Australian government by appointing David Epstein as Executive 
General Manager of government and corporate affairs. Epstein 
resigned recently as Chief Of Staff for Australian Prime Minister 
Kevin Rudd. His new Qantas post combines the former positions 
of government relations and corporate affairs.
ATR appoints Ivan Lauthier Vice President, 
Training and Flight Operations
ATR has appointed Ivan Lauthier Vice President, Training and 
Flight Operations. Lauthier, who succeeds Jean-Michel Bigarré, 
holds an aeronautical engineering degree from the French Ecole 
de l’Air and degrees as airline and test pilot.
Malaysia Airlines appoints Azahar Bin Hamid Regional 
Manager, South Asia region
Azahar Bin Hamid has been appointed the new Regional Manager, 
South Asia region for Malaysia Airlines. Functioning out of the 
airline’s New Delhi headquarters, Hamid will operate the markets 
of India, Pakistan, Sri Lanka, Bangladesh, Nepal and Maldives.
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a third-quarter loss of Rs 214 
crore. Apart from efforts to raise 
a bank loan of Rs 750 crore to 
meet immediate operational 
expenditure, in the current 
quarter, the airline plans to sell 
and lease back at least one of 
the 11 wide-body A330 aircraft 
in its fleet. Details of the trans-
action are yet to be finalised. Jet 
Airways had earlier on raised 
$22 million (Rs 107 crore) by 
selling one Airbus A330. This 
aircraft has then been leased 
back to Jet Airways. As per the 
CEO Wolfgang Prock-Schauuer, 
the airline would raise the funds 
from nationalized banks as a 
term loan to fund the airline’s 
working capital requirements. 
Last month, the airline raised 
Rs 1,250 crore from Punjab 
National Bank and Indian 
Overseas Bank to meet similar 
cash requirements. In the case 
of the PNB loan, Jet Airways has 
pledged its international ticket 
sales whereby ticket revenue 

would go into a special bank 
account from which the lender 
would first withdraw its share 
and the balance would go to the 
airline. 

Foreign airlines to buy 
stakes in local carriers 
Minister of Civil Aviation Praful 
Patel has said the government is 
considering permitting foreign 
airlines to buy up to a 25 per 
cent stake in local carriers. This 
step is aimed at providing some 
relief to the aviation industry 
struggling in an environment 
of intense competition to 
cope with reduced demand 
for air travel in the wake of 
declining economic growth. 
Until late 2008 this proposal 
was not viewed favourably as 
in the government’s percep-
tion, most of the local carriers 
were not mature enough. The 
suggestion found no place in a 
civil aviation policy that is still 
awaiting government approval. 
International carriers like Virgin 
Atlantic Airways Ltd and British 
Airways were keen to acquire 
stakes in Indian carriers. Foreign 
investors could help introduce 
better management practices to 
the country’s airlines, but there 
should be safeguards. Countries 
like the US and UK do not allow 
foreign airlines to invest in their 
carriers because of anti-trust 
issues, monopolistic tendencies 
and security. Analysts doubt 
whether a proposal that has 
been controversial in the past 
could be implemented in the 
time left before the general elec-
tion due in May 2009.

: TRAINING

Airbus 320 simulator 
for training 

National Aviation Company of 
India is in the process of acquir-

ing a new Airbus 320 flight 
simulator for training pilots at 
the Hyderabad-based Central 
Training Establishment (CTE), a 
top NACIL official said. NACIL 
is acquiring a new flight simula-
tor keeping in view its future 
pilot training requirements. The 
simulator would be installed 
over the next one year. At pres-
ent, the CTE has three simula-
tors, a Boeing 737 simulator, 
a full flight simulator bought 
from Thales Training and Simu-
lation of UK in 1988 and two 
Airbus 320 simulators imported 
from CAE, Canada, installed 
in 1990 and 1993, respectively. 
The institute imparted com-
mand training to some 40 pilots 
besides performance training to 
60 first officers for endorsement 
on A319, A320, A330 aircraft 
and Boeing 737 including DO-
228 aircraft.

: OPERATIONS

Low-cost airlines for 
peak-time slots in metros 

Low-cost carriers may soon 
pull a large number of corpo-
rate customers away from the 
full-service carriers. The civil 
aviation ministry and the DGCA 
are planning to award the low-
cost carriers some key morning 
and evening peak-time slots 10 
per cent of which are currently 
unsubscribed by the full-service 
carriers at metro airports like 
Delhi and Mumbai. Slots are 
allocated to airlines for all air-
ports collectively and on a six-
month basis through a process 
of consultation amongst the 
DGCA, civil aviation ministry 
and the airport operator and are 
based on the airline’s request. 
The award of slots usually fol-
lows a historical trend wherein 
an airline retains the slots it had 
operated in the previous sched-

ule. Both Delhi and Mumbai 
handle 550 to 600 flight move-
ments each daily, with around 
140 to 160 prime-time departure 
slots and an equal number of 
arrival slots. 

Unisys master systems 
integrator for DIAL
GMR has selected Unisys to 
help Delhi airport prepare for 
2010 Commonwealth Games. 
Unisys India, subsidiary of Unisys 
Corporation, has been named 
master systems integrator for 
the infrastructure project to 
modernise and restructure Delhi 
International Airport Limited 
(DIAL). This will include work 
on the airport’s new Terminal 3 
which will provide much needed 
additional capacity during the 
2010 Commonwealth Games 
as well as serve the more than 
34 million passengers per year 
anticipated by DIAL. Unisys has 
been awarded two contracts: the 
master systems integration agree-
ment to work with GMR, the 
infrastructure leader at DIAL, and 
a subcontracted systems integra-
tion agreement with Larsen & 
Toubro, the prime contractor for 
the project. As part of the project, 
Unisys will design, test and com-
mission the overall integration of 
various disparate airport systems 
that supply information to the 
airport community, including 
airlines, ground handlers, and 
government agencies such as 
Immigration and Customs and 
franchise operators. Unisys will 
also assist DIAL in defining future 
operational processes to support 
its role as a competitive hub 
airport in the region. 

Paramount to hire 500 pilots 
and 600 cabin crew
Paramount Airways plans to 
hire 500 pilots and 600 cabin 
crew in the next two years as 
it eyes nation-wide presence 
and a five-fold increase in fleet 
size by 2011.The airline, which 
currently has five Embraer jets, 
will take delivery of another 
20 aircraft by 2010-11. As the 
airline offers only business and 
first class configuration, it de-

Event Calendar 
GREAT LAKES AVIATION 
CONFERENCE & EXPO
January 30–31
Novi, Michigan 
Web: www.greatlakesaviation-
conference.com

PAMA MAINTENANCE 
SYMPOSIUM
February 7 
Deerfield Country Club, 
Newark, Delaware
Web: www.firststatepama.com

AERO INDIA 2009
February 11–15 
Air Force Station Yelahanka, 
Bangalore, India 
Web: www.aeroindia.in

HELI-EXPO 2009
February 22–24 
Anaheim, California
Web: www.rotor.com

2009 WOMEN IN AVIATION 
INTERNATIONAL 
CONFERENCE
February 26–28
Hyatt Regency Hotel, Atlanta
Web: www.wai.org
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ploys a higher number of flight 
attendants as compared with 
other airlines. It also employs 
larger number of pilots per 
aircraft. The carrier would begin 
the hiring shortly with two more 
Embraer aircraft slated for de-
livery by the end of March 2009. 
Paramount currently has about 
125 pilots and 150 cabin crew 
members. With the increased 
resources, the airline wants 
to first ‘saturate’ the western 
India market and then launch 
operations in the northern and 
north-eastern regions. The car-
rier, which currently connects 
Goa, Ahmedabad and Pune to 
various cities in the South, will 
make Mumbai the hub for it op-
erations in the western market. 
It plans to add 500 flights per 
month in the next six months 
and make Mumbai the hub for 
our inter-region and intra-re-
gion operations in the west.

The company will also 
launch its international opera-
tions by 2012-13 for which it 
already is in advanced stage of 
dialogue with aircraft manu-
facturers Airbus and Boeing to 
place orders for about seven to 
ten airplanes.

Growth of air cargo 
in India

India’s increasing international 
trade combined with the strong 
domestic economy, is continu-
ing to drive demand for air 
cargo and logistics. All major 
international cargo operators 
are reporting strong growth in 
the Indian market. New dedi-
cated cargo airlines are being 
launched. Massive investment 
plans in the organised retail 
sector as well as in high value 
manufacturing, require the 
support of sophisticated logistic 
facilities, leading to the growth 

of air cargo. The government 
has given permission for the 
development of a major interna-
tional multi-modal cargo hub in 
Nagpur. The air cargo market in 
India has grown at a high rate in 
the last decade and is expected 
to maintain a high growth rate 
till 2025. An Air Cargo Policy is 
being put in place which will 
project a vision for the air cargo 
growth by the year 2020. 

: ENGINEERING  
& MAINTENANCE

Embraer’s first authorised 
service centre in India 
Embraer has named Indamer 
Company Pvt. Ltd, a wholly 
owned subsidiary of European 
Aviation Holding Co. Pvt. Ltd,  
as an authorised executive jet 
service centre in India. This is 
the first Maintenance, Repair 
and Overhaul (MRO) company 
to serve Embraer’s rapidly grow-
ing Phenom and Legacy 600 jet 
customers in India. Indamer has 
been operating in India since 
1947. Mumbai-based Indamer 
has 12,900 sq ft of space for its 
hangar and facilities and can 
provide warranty support and 
heavy maintenance services 
for customers of the Phenom 
and Legacy 600 jets. The service 
centre will handle routine 
checks and scheduled and 
unscheduled maintenance and 
will offer trained rescue teams 
for these aircraft. Operations are 
scheduled to begin in the first 
half of 2009.

China planning engine 
development
China is planning to develop its 
own jet engines to power com-
mercial airliners and business 
jets it plans to build in coming 
years. Design and testing of 
engines is expected to begin in 
2010. Foreign investment in the 
$878 million (Rs 4,300 crore) 
venture is being capped at 30 per 
cent, with state aircraft builder 
Aviation Industry Corp (AVIC) 
holding 40 per cent and the 
remainder to be split between 
Shanghai Electric Group and an 

investment arm of the govern-
ment. The announcement was 
made by the official Shanghai 
Securities News on January 19. 
Reports claim the company’s 
first engine will be aimed at the 
150-seat airliner market which 
is next on the aircraft company’s 
development list. The 70- to 
100-seat ARJ21 regional jet under 
development and currently in 
the flight test phase, is powered 
by engines from General Electric. 
The Chinese report says AVIC 
is already working on larger air-
planes, including a cargo version 
that can carry 100 tons of freight. 

European Aviation Holding 
acquires Indamer 
European Aviation Holding 
Company Pvt. Ltd has acquired 
Indamer Company Pvt. Ltd, a 
leading Mumbai-based MRO 
firm for an undisclosed amount. 
However, the move is a major 
consolidation in the domestic 
MRO industry, since it only 
leaves two leading firms in the 
business, Max Aerospace and Air 
Works Engineering Pvt Ltd, in 
which publicly-traded engineer-
ing company Punj Lloyd Ltd and 
US-based private equity firm 
Global Technology Investment 
Group each hold a 33 per cent 
stake. Further consolidation 
is expected in the somewhat 
fragmented MRO industry. There 
could also be participation by 
foreign players once the aviation 
industry stabilizes. Indamer has 
been providing maintenance 
support to both fixed and rotary 
wing aircraft for private owners, 

charter operators, state govern-
ments and training institutes.

: AIR SAFETY

New anti-alcohol rules 
for pilots 
With a few to enhance air safety, 
the DGCA is in the process of 
formulating new and stricter 
anti-alcohol rules where aircraft 
operators would have to ensure 
that both pilots and cabin crew 
members stay off alcohol much 
before a flight. The new draft 
rules categorically state that even 
12 hours after a bout of drink-
ing, when blood alcohol level is 
virtually zero, there is degradation 
in the capability of human beings 
to perform tasks. This could 
jeopardise flight safety. The rules, 
likely to be finalised by February 
2009, would be applicable to all 
scheduled and non-scheduled 
airlines, private air taxi operators, 
state government aircraft as well 
as all helicopter operators. The 
rules would also cover engineers 
who conduct mandatory checks 
on aircraft prior to take off. The 
rules would bind the aircraft oper-
ator to conduct pre-flight medical 
checks on concerned personnel 
on a daily but random basis. For 
operations involving carriage of 
VIPs, breathalyzer tests on the 
crew would be mandatory. If a 
crew member tests positive dur-
ing the alcohol check, he or she 
would not be allowed to operate 
the flight. Moreover, the crew 
member would have to be cleared 
for further flying only after due 
clearance by the DGCA. SP

GENERAL DYNAMICS LAUNCHES INDIA OPERATIONS 

Beginning January 1, the General Dynamics presence in India has been 
formalised with Subimal Bhattacharjee appointed Country Head of Gen-
eral Dynamics International Corporation-India Liaison office located in 
Suite 1907, Shangri-La Hotel, New Delhi. General Dynamics is a market 
leader in business aviation; land and expeditionary combat vehicles and 
systems, armaments, and munitions; shipbuilding and marine systems; 
and mission-critical information systems and technologies. The company 
employs approximately 91,200 people worldwide. The company’s major 
products include the Virginia Class nuclear-powered submarine, Arleigh 
Burke Class Aegis destroyer, Abrams M1A2 digitized main battle tank, the 
Stryker eight-wheeled assault vehicle, medium-caliber munitions and gun 
systems, tactical and strategic mission systems, information technology 
and mission services and the Gulfstream® family of business jets. n
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I
N ABOUT TWO YEARS FROM 
now, Delhi’s Indira Gandhi Interna-
tional Airport (IGIA) will have India’s 
first dedicated terminal for general 
aviation. Once ready, the facility will 
meet a longstanding demand of corporate houses to have 
‘private airports’, or at least separate terminals for busi-

ness travellers, especially in the busy airports at metros. Delhi 
International Airport Limited recently invited Expression of In-
terest applications from Fixed Base Operators (FBOs) worldwide 
to build and operate dedicated facilities at IGIA. The special ter-
minal is scheduled to come up adjacent to the existing domestic 
airport or at IGIA’s International Terminal 2 that was originally to 
have been de-commissioned after the integrated Terminal 3 gets 
operational by March 2010. The FBO would provide services at 
both the terminals (special lounges and conferencing facilities, 
apart from other amenities like rental cars, charters, catering and 
hotel reservations) and on the airside (handling services, aircraft 
fuelling, parking and hangar services).

Demand from the general aviation clientele is genuine and in 
conformity with the pace at which general aviation should, and is, 
progressing in the country. The discerning air traveler would have 

noticed the manner in which our airports, espe-
cially the metro airports, are increasingly getting 
uncomfortably crowded. This, despite the new 
terminals that are bigger and better equipped to 
manage passenger traffic, imbibing the large air-

ports in the US and Europe. Evidently, the disturbing rise in crude 
oil prices has not brought to a crawl the boom in scheduled passen-
ger services. Indeed, even if government policies do not provide the 
much sought after relief to the airlines in terms of Aviation Turbine 
Fuel price rationalisation, and passenger fares rise significantly as a 
result, the demand for air travel is unlikely to peter out to a trickle. 
On this account, the alarmists may be surprised by the resilience 
shown to hikes in air fares by the passenger who is willing to shell 
out more for the simple reason that he has got used to air travel. 
Man, after all, is a creature of habit. However, scheduled passenger 
services are not all that aviation is about. Closer inspection throws 
up interesting developments that draw attention to the interplay 
between scheduled air services and general aviation. 

Simply put, national aviation could be seen as made up of mili-
tary and civil aviation. The latter is dealt with by the Ministry of 
Civil Aviation (MoCA) at the Centre even as the Directorate Gen-
eral of Civil Aviation is the regulatory authority overseeing all civil 

By Our Staff Correspondent, 
Mumbai
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 As airlines grow, so will general aviation. The growth, it goes without  
saying, will not be painless. Besides fuel prices, inherent competition  

will temper the process of general aviation expanding. 

Forging a Symbiosis

EXCLUSIVE 
WINGS:  
The Airbus A319-
115X CJ is part  
of the fleet owned  
by Reliance  
Industries
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aviation activity. Civil aviation can be broadly categorised under 
two divisions. Scheduled operations are carried out by passenger 
and cargo carriers who fly on DGCA approved schedules, on DGCA 
approved routes; the operators are generally referred to as airlines 
or carriers. The rest of civil aviation is made up of private aviation 
and commercial aviation. Private aviation could be private aircraft 
operations (owned by business houses, individuals, companies and 
so on). On the other hand, commercial non-scheduled operations 
include air charter services, air taxi services, air ambulance, spray-
ing of crops and so on. Fractionally owned aircraft lie in the penum-
bral region between private and commercial aviation. Also, these 
days business houses are exploiting idle flying effort available on 
captive aircraft by hiring them out on charter.

Coming back to what constitutes general aviation, according to 
ICAO, it is “an aircraft operation other than a commercial air trans-
port operation or an aerial work operation”. Aerial work, in this 
context is specialised commercial operations. In practice, however, 
general aviation encompasses all civil aviation activity apart from 
that carried out by commercial airline operations. Distinguishing 
between non-scheduled air 
transport operations and oth-
er sub-parts of general avia-
tion can be difficult. In some 
cases, the same aircraft could 
be used for non-scheduled air 
transport as well as private 
flying. Thus, general aviation 
signifies neither scheduled 
airliner nor military flying.  
It includes aviation activity 
related to business, agricul-
ture, pilot training, medical 
services, search and rescue, 
promotion, commercial, law 
enforcement, recreation, fly-
ing display, disaster relief 
and official communication 
( ferrying important person-
ages on government assign-
ments). From the macro 
point of view, general aviation 
complements national avia-
tion enterprise as a determi-
nant of national economy, all 
of its sub-sets contributing to 
increased economic activity 
in one way or another. Inter-
estingly, in terms of aviation 
activity globally, general avia-
tion is bigger than scheduled 
airline operations.

SAFETY FIRST
One area of concern about general aviation is: where does gen-
eral aviation meet scheduled air operations in terms of minimum 
safety and efficiency standards? Annex 6 to the Convention on In-
ternational Civil Aviation deals with operation of aircraft and aims 
at standardising operations so as to ensure highest levels of safety 
and efficiency. Part I of Annex 6 is based on recommendations 
of States attending the first session of the Operations Divisional 
Meeting held n 1946 while Part II came into being in September 

1969 and deals exclusively with general aviation. (Part III came 
into being in 1986 and deals with helicopter operations.) These 
have been constantly modified over the years to accommodate 
new requirements introduced by technological or commercial 
imperatives. While the objectives of Annex 6 are basically aimed 
at international aviation, that is, flights crossing at least one inter-
national border, the essential principles enshrined therein lay the 
guidelines for general aviation. 

Ongoing review endeavours examine the constantly changing 
face of fractional ownership in its various avatars. ICAO standards 
do not preclude the development of national standards which may 
be more stringent than those contained in the Annex. Some inter-
national general aviation operations may be performed by crews 
less experienced and less skilled than commercial civil aviation 
personnel. Equipment installed in some general aviation aircraft 
may not meet the same standard as in commercial transport air-
craft, and general aviation operations are subject to less rigorous 
standards and conducted with a greater degree of freedom than 
is found in commercial air transport operations—precisely why 

ICAO recognises that international general aviation pilots and their 
passengers may not necessarily enjoy the same level of safety as 
those in a commercial airliner. Part II of the Annex, however, was 
designed specifically to ensure an acceptable level of safety to third 
parties (persons on the ground and persons in the air in other air-
craft). Thus, operations involving commercial and general aviation 
aircraft in a common environment are required to adhere to the 
minimum safety standards prescribed therein. The pressures on 
safety standards, both in scheduled operations and general avia-
tion, are many, the most recent being the spike in the crude prices.

According to the Centre for Asia Pacific Aviation (CAPA), the 
Indian airline industry has already witnessed a loss of more than 
$1 billion (Rs 4,715 crore) in 2007-08, and in the current financial 
year, the losses could cross $2 billion (Rs 9,430 crore). Staggering, 
these are but conservative figures as the major Indian carriers 
might post bigger losses than expected if the aviation fuel cost im-
broglio is not sorted out soon by the three concerned ministries. 

FLY IN STYLE:  
Rising affluence has fuelled use of 
private aircraft 
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So far, only the MoCA has shown a sense of urgency in checking 
the upward spiral of crude prices; the other two, Petroleum and 
Finance, appear content to wait and watch. Consequently, the in-
evitable “collusive” rise in air fares by airlines has started to come 
about, triggering the incremental attraction of general aviation as 
an alternative to scheduled airlines—among the creamy layer at 
least. A headline in June smugly declared: “You Still Fly Commer-
cial? That’s So Down-Market!” 

PREMIUM COUNTS
Europe and the US, whose aviation trends we tend 
to ape, albeit with a modest amount of delay, al-
ready appear to be responding to this situation. 
The last biennial review of domestic premium pas-
senger activity in the US by Stanford Transporta-
tion Group shows that “the number of domestic 
passengers flying in first class, business class or 
full-fare coach on US airlines has stagnated de-
spite a significant increase in overall traffic”. The 
results showed the number of premium trips fell 
from about 20 per cent of 
overall domestic airline 
travel on commercial car-
riers in 2000 to less than 
10 per cent last year, with 
the number of premium 
trips getting stagnated at 
41 million—almost the 
same number as in 2005. 
This is not good news for 
airlines, whose reliance 
for profitability on pre-
mium customers is considerable. In India, too, the number of pas-
sengers travelling on discounted tickets is large and the number of 
premium customers comparatively miniscule. Moreover, the growth 
of low fare airlines, which do not offer business class, adds to a drop 
in the number of passengers travelling first class or business class.

The other cause for the drop, of course, is the alternatives 
offered by general aviation by way of air charters, fractional 
ownership schemes, pre-paid card flights, business jet compa-
nies and part time use of corporate aircraft for commercial pur-
poses. The introduction of the Very Light Jet in the very near 
future would render such alternatives even more reachable for 
the fence sitter, the rich businessman, who, faced with fewer 
business class seats in the airline industry as a whole, has two 
choices: switch to an all economy mode of travel or else hire 
an aircraft or a charter seat. Corroborating this hypothesis is 
the fact that in the financial year 2007-08, the general aviation 
traffic in India has grown at over 22 per cent, recording nearly 
10,000 aircraft movements. Use of private aircraft is on the rise 
because of rising affluence and the easy reach to aircraft. Then, 
of course, there are the rich who must strive to stay in the head-
lines. So, Mukesh Ambani made news when he reportedly gifted 
his wife a private jet costing Rs 242 crore.

India is also one of the fastest growing aviation markets in 
the world. Hopefully, the Centre will get their act together to keep 
alive the momentum. As airlines grow, so will general aviation. 
The growth, it goes without saying, will not be painless. Besides 
fuel prices, inherent competition will temper the process of gen-
eral aviation expanding. The government’s plans to invest in in-
frastructure, including smaller airports across the country, will no 

doubt boost the case of general aviation even as the sector strug-
gles with the deficit of pilots and engineers. However, it is un-
likely to upset the business or commercial aviation entity; indeed, 
recent trends show that pilot salaries offered by some business 
houses are higher than those offered by the traditionally lucrative 
airline industry. The potential in India for general aviation to grow 
is immense, with the economic growth providing robust support. 

There is scope for in-
novation, too. As an 
illustration, the new 
airports manifest ex-
pansion for airlines, 
but also throw up a 
potential for general 
aviation to offer intra-
city service and air-
port shuttles.

According to the 
DGCA site (last up-
dated in April 2008), 
currently, there are 76 
non-scheduled opera-
tors holding 207 aircraft 
(including helicopters). 
Scheduled operators, 
on the other hand 
number 15 and hold 

400 aircraft. If the infrastructure is revamped, the number of general 
aviation aircraft in the future could well become larger than airline 
holdings. Growth in general aviation is a definite reality in the future, 
and occasional rivalry between airline operations and general avia-
tion will no doubt manifest itself as both progress in tandem. In the 
US, this rivalry was bitter and painful during the 1970s and 1980s. 
Hopefully, the Indian aviation industry would have learnt its lessons 
well and the two Siamese twins shall learn to live with each other 
and, perhaps, be mutually beneficial. SP

RAPID ASCENT:  
If the infrastructure is 

revamped, the number 
of general aviation 
aircraft could well 

become larger than 
airline holdings

   

 Compared 
to commercial 
air transport 
operations, 
general aviation 
enjoys less 
rigorous 
standards and a 
greater degree 
of freedom



Issue 6 • 2008 • SP’S             • 9

INDUSTRY / THE ECONOMY

The Tide’s Turning

A
CKNOWLEDGING THAT 
GLOBAL MELTDOWN would 
affect the Indian economy, the 
government has toned down 
predictions of economic growth 
to about 7 per cent. Reasons as-
cribed are surge in the price of oil that doubled 

in a span of less than two years and a slew of counter inflation 
measures taken by the Reserve Bank of India. Civil aviation is a 
capital intensive industry, be it acquisition of aircraft, operation of 
airlines and development of aviation infrastructure, like airfields, 
manufacturing capability, MRO facilities and training establish-
ments. Hence, an economic slowdown would  affect this industry 
as much if not more than any other.

The media is awash with reports of airlines accumulating huge 
losses, steep rise in airfares, inability to clear fuel bills and airport 
charges, cancellation or deferment of orders for new aircraft, trim-
ming of excess capacity and withdrawal from unprofitable routes. 
Airlines have merged or are forging alliances that could lead to car-
telization. With a view to cut costs, airlines are laying off staff. Some 
training establishments have downed shutters and airline barons 
have been knocking on the doors of the government for bailout. 

MAGNITUDE OF THE PROBLEM
An article in Financial Express dated October 11 estimated collec-
tive losses in the aviation sector in the period July-September 2008 
at Rs 500 crore. Losses for individual airlines in the corresponding 
period last year were Rs 37.8 crore for SpiceJet and Rs 253 crore 
for Simplifly Deccan. Jet Airways posted a profit of Rs 28 crore. Air 

India suffered a loss of over Rs 2,000 crore for the 
2007-08 fiscal. It is estimated that the sector will 
collectively post losses of Rs 4,000 crore in the 
2008-09 fiscal. Caught in a financial quagmire, the 
National Aviation Company of India Ltd had ap-
proached the Ministry of Civil Aviation (MoCA) 

with a proposal for equity infusion of Rs 1,350 crore and another Rs 
1,000 crore as soft loan. The MoCA has approached the Prime Min-
ister of India for a bailout package of Rs 2,350 crore for Air India.

Aircraft movement at all metro airports, including Mumbai and 
Delhi, has  reduced. Jet Airways announced withdrawal of its Mum-
bai-Shanghai-San Francisco service from mid-January 2009. King-
fisher is likely to restructure its international operations. Delhi-based 
MDLR Airlines is in trouble as British Aerospace Systems, the lessor 
for MDLR’s three-aircraft fleet, has sent a notice to the Directorate 
General of Civil Aviation for de-registration of the aircraft over non-
payment of dues. Kingfisher has confirmed deferring collection of 29 
narrow-bodied aircraft and disposal of three wide-bodied A340 air-
craft. Huge cumulative losses and a merger that is yet to be effective 
have forced Air India to defer plans for a hub in Europe.

The aviation industry is downsizing to cut cost. Expatriate pilots 
in Kingfisher employed since March for international operations are 
likely to be laid off. Barely a fortnight after launching international op-
erations, Kingfisher plans to retrench at least 300 employees. JetLite, 
a subsidiary of Jet Airways, is shedding around 750 employees. There 
were reports that 5,000 employees at Delhi and Mumbai airports 
may be offered Voluntary Retirement Schemes. Against a 60 per cent 
workforce absorption private sector companies were to complete 
within three years of taking over the airports, currently, only about 8 

By G.S. Chaudhary, 
Chandigarh

 Caught in the quagmire of a financial drought, airlines in India buffet  
the storm even as the infrastructure and manufacturing sectors, 

and the training institutes put up a brave face and ride  
the wave of potential growth 

PH
O

TO
G

R
AP

H
S

: 
W

W
W

.L
EE

B
AR

TO
N

-L
EE

PI
C

S
.C

O
M

, A
IR

LI
N

ER
S

.N
ET

C
o

v
e

r
 S

t
o

r
y



• SP’S             • Issue 6 • 2008 Gwww.spsairbuz.net10

INDUSTRY / THE ECONOMY

per cent of the total AAI workforce in Delhi and 6 per cent in Mumbai 
have been employed by the private companies running the airports.

Developers of Greenfield airports in Bangalore and Hyderabad 
have been caught in an impossible situation with domestic carriers 
canceling more than 1,300 flights a week, less than six months after 
commissioning of these facilities. An estimated 15 per cent drop in 
traffic at the country’s top six airports is expected to lower revenues 
and erode their capability to generate resources for expansion or up-
grade. Owing to sharp decline in the number of flights, Delhi Inter-
national Airport Ltd has pushed the deadline for completion of the 
new domestic terminal 1D to the first quarter of 2009. The deadline 
for the terminal, which is to house private carriers, had earlier been 
postponed from August to the end of this year.

CAUSE & CATALYST
Saddled with over ambitious plans bereft of logic, the airline indus-
try was headed for trouble right from the start. The DGCA, on its 
part, failed to perform its regulatory obligations. Permits for new 
airlines were issued without considering availability of pilots and 
infrastructure. In response 
to high demand growth, air-
lines placed bulk orders for 
aircraft extracting favourable 
terms from OEMs who were 
also competing among them-
selves for the Indian market. 
Promoters then sold the air-
craft at a premium to leasing 
companies and leased them 
back. What further tightened 
the financial squeeze are the 
somewhat outlandish plans 
drawn by airlines to enlarge 
fleets at an investment of Rs 
4,400 crore with an equity 
base of only Rs 145 crore. Pur-
portedly, growth figures were 
deliberately inflated to enable 
grandiose plans to be drawn 
up for airports and airlines; 
even the value of the airline 
shares may have been artifi-
cially inflated. 

To attract passengers, tickets were sold at throwaway prices. 
Yield was not the criterion. Ego-driven target load factor was the 
overriding consideration. When oil prices hit $145 (Rs 7,000) a 
barrel, airlines increased the fuel surcharge. Oil prices have since 
dropped to around $36 (Rs 1800) per barrel, but the benefit has 
not yet been passed on to passengers. Captain Gopinath of Deccan 
Cargo reasons that hike in fares led to reduced occupancy, trigger-
ing a fresh wave of competition. Further, as scheduled airlines are 
not permitted to cancel flights for reasons of inadequate passen-
ger load, they combined flights under the garb of “rescheduling” 
for better load factor. Ultimately, passengers suffer. Management 
by foreign entities, with little understanding of Indian conditions, is 
also cited as part of the problem.

National carriers have for long been in the vice-like grip of bu-
reaucracy that dictates policy. Afflicted with political interference 
and manipulation over the years, two state-owned airlines remain 
afloat only with government help. Another blow to the finances of 
airlines was dealt by the depreciation of the rupee against the dollar 

which partially blunted the advantage they had gained due to the 
recent decline in the price of crude oil. Airlines pay lease charges, 
expatiate salaries and maintenance expenditure in foreign cur-
rency. Nearly 35 per cent of the expenditure airlines are incurred 
in foreign currency. Depreciation of the rupee vis-à-vis the US$ has 
pushed up this component by 4 per cent. 

REMEDY & RESPONSE
Indian aviation needs professionalism. The national carrier needs to 
be run by experts and not bureaucrats who have inadequate under-
standing of airline business. Airlines are sitting on real estate worth 
thousands of crore, proceeds of which can be used to rejuvenate 
them. Instead the Federation of Indian Airlines (FIA) has asked for 
a $1 billion (Rs 4800 crore) interest free loan from the government 
in addition to  other fiscal sops and easing of regulatory measures to 
tide over the current crisis. The argument is supported by precedents 
of bailout both in India and abroad. Post-9/11, the US airline indus-
try received $5 billion (Rs 24,000 crore) in cash and another $10 (Rs 
48,000 crore) in loan guarantees.

FIA members include Air India, GoAir, IndiGo, Jet Airways and 
Kingfisher Airlines, Paramount Airways and SpiceJet. The latter two 
want a moratorium of three years on the repayment of loan. In a pre-
sentation made to the Prime Minister’s Office, the FIA has asked for 
the following:

• Reduction in the price of Aviation Turbine Fuel (ATF)  
globally

• Reduction in landing and navigation charges 
• Alteration in route-disbursal guidelines
• Self-handling to optimise the cost structure and quality  

of service
Most Indian carriers have been trying to raise money the past 

few months without much success. Kingfisher Airlines Chairman Dr 
Mallya has put in a formal request to MoCA to permit foreign carriers 
to invest up to 25 per cent equity directly in his airline and other do-
mestic carriers as is the practice for other sectors. Such investments 
at this juncture would help the industry tide over the crisis. 

Expressing concern over the crisis facing the aviation sector, Min-
ister for Science and Technology Kapil Sibal, however, added that it 
was an internal matter of the airlines and not a direct responsibility of 
the government whose job was to make the economy strong which it 
had done in the last five years. The country’s economic situation, he 
observed, was better when compared globally, with the GDP growth 
still projected at 7 per cent. “If our airlines are not competitive and 
trying to become efficient, it’s their call,” the minister emphasised.

TAKING THE SAFER ROUTE:  
Jet Airways has announced withdrawal 
of its Mumbai-Shanghai-San Francisco 
service from mid-January
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The civil aviation ministry has said that it will reject Dr Mallya’s 
proposal to allow foreign airlines acquire stakes in Indian carriers. It 
further stated that the Indian civil aviation industry was still at a na-
scent stage and foreign airlines would not be allowed to pick up stake 
in any Indian carrier. The civil aviation policy caps foreign direct in-
vestment in the domestic aviation industry at 49 per cent, barring 
sectors like cargo, MRO and ground-handling at airports. 

ADVERSITY & ALLURE
Belying the crisis buffeting the civil aviation industry, Airport India 
2008 exhibition at Pragati Maidan in New Delhi attracted 100 com-
panies from 20 countries who exhibited their products, such as crash 
fire tenders, cargo handling systems, airfield lighting, aircraft fuelling 
and maintenance equipment, baggage handling, communications 
and air traffic control technology. With India’s airports are undergo-
ing  expansion  entailing sizeable investments, the exhibition pro-
vided a platform for vendors keen on a share of the pie. To cite an 
example, for the satellite-based navigation system itself about Rs 700 
crore-plus has been earmarked by MoCA.

Declaring that India was aiming for 500 operational civil air-
ports in the next 15 years against the present figure of over 80, Civil 
Aviation Minister Praful Patel expressed confidence that  achieving 
a growth of about 10 to 12 per cent in the aviation industry was not 
entirely impossible.

Downturn in the aviation industry has not discouraged real es-
tate companies and large industrial houses eyeing private airport 
development. Infrastructure firms like Super Airport Infrastructure, 
General Aviation Airfield and Infrastructure, Anant Raj Industries, 
Adarsh Prime Projects and Aero Ports and Infrastructure Projects 
Pvt Limited have submitted proposals to the government to build air-
ports across the country—Karaikal in Puducherry, Paladi-Ramsingh-
pur in Rajasthan, Saswad in Pune, Pernem in Goa, Dabra in Gwalior, 
Durgapur, Ludhiana, Singhrauli near Sasan in Madhya Pradesh, Jhaj-
jar in Haryana, besides others. Apart from these, there are several 
proposals for airports from state government, such as Chakan and 
Sindhdurg in Maharashtra, as also a Greenfield airport at Hassan.

Taneja Aerospace & Aviation Ltd, the only listed private company 
in aerospace manufacturing in India, is expected to grow at a Com-
pound Annual Growth Rate of 39 per cent over the next two years 
with a net profit of 110 per cent. It is also reported that India will 
be one of the key centres for design and development of the Airbus 
A350. Designing work for the A350 is the next project for the Airbus 
Engineering Centre India, the company’s high-tech aircraft compo-
nent manufacturing facility in Bangalore which started operations in 

April last year. The centre has 35 engineers and the number is ex-
pected to swell to 300 in the next four years.

Boeing has also been striking deals in India, including a 10-year 
agreement with Hindustan Aeronautics Limited to get $1 billion (Rs 
4800 crore) worth of business in the aviation with a contract to the 
Tatas to make floor beams. The Mahindra & Mahindra Group is re-
ported to be in talks to acquire an Australian aerospace company 
that already manufactures  aircraft components for Airbus and Boe-
ing and is said to be available at an attractive valuation on account of 
an ongoing slump in the Australian aerospace sector. 

Even as the domestic aviation sector is in  financial crisis, the 
world’s top aircraft manufacturers are optimistic about the Indian 
civil aircraft market. Top airplane makers such as Boeing, Airbus, 
Bombardier, Gulfstream and Dassault, Eurocopter, Bell Helicop-
ter and Cessna showcased their new products in Hyderabad dur-
ing the country’s first civil aviation airshow. US aerospace major 
Boeing is eyeing $105 billion (Rs 5,06,000 crore) worth of orders 
for over 1,000 commercial airplanes from various Indian carri-
ers over the next 20 years. Eurocopter sees the Indian helicopter 

market doubling in the next 
few years. Russian military 
aircraft major, Sukhoi, will 
soon be setting up a civil-
ian aeroplane manufactur-
ing plant in Nagpur with an 
investment of Euro 2 billion 
(Rs 13,655 crore) for manu-
facturing about 25 to 50 su-
per jets initially and later 100 
aircraft at full capacity. In 
what could be the biggest in-
vestment pumped into Nag-
pur Special Economic Zone, 
the Maharashtra govern-
ment has decided to pursue 
civil aircraft manufacturing 
proposal for the project Mul-
timodal International Hub 
Airport at Nagpur.

IMPACT ON TRAINING
Downturn in the aviation sec-
tor has significantly reduced 
the demand for pilots, ad-

versely affecting India’s flying training schools that had been revived 
or established in the last two years on the back of an unprecedented 
growth story. Admissions to these institutes have now hit an all-time 
low. Ground schools, that have tie-ups with flying schools abroad, are 
in a similar plight. 

Airlines maintain that pilot recruitment is low as capacity de-
ployment is low. Jet Airways received 600 applications this May, for 
40 vacancies. In 2006, the airline had received 30 applications in all. 
There are around 1,000 pilots, mostly freshers, in the market seeking 
employment without which currency of licence will lapse. A similar 
number under training abroad is due to join the ranks of the unem-
ployed in the next six months. Several flying schools abroad have also 
folded up. Overall, there is a downward trend in salaries of pilots as 
supply has outstripped demand. 

On the other hand, Chimes Aviation Academy (CAA) formally 
launched India’s largest private fully integrated Pilot Training Acad-
emy in Dhana, Madhya Pradesh. CAA plans to train over 120 pilots 

CLIPPED WINGS:  
Kingfisher has confirmed deferring 

collection of 29 narrow-bodied aircraft 
and disposal of three wide-bodied 

A340 aircraft
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annually and is currently offering DGCA approved courses like Com-
mercial Pilot License. In addition to license and type rating endorse-
ments, CAA would soon be seeking Federal Aviation Administration 
and Joint Aviation Authorities certification for training on multiple 
global licenses and would also be moving up the value chain by of-
fering Advanced Simulator Training. This venture, as per Uday Punj, 
MD, Chimes Group, was to make up for the huge shortfall in “trained” 
and “qualified” manpower, especially pilots.. As per them, the Indian 
market for air travel had witnessed rapid growth in the last five years, 
triggering a huge demand for qualified aviation professionals.

Despite the current slowdown, India needs approximately 600 
pilots every year. Internationally, airline giants like Etihad, Qatar, 
Emirates continue to grow. Projections show that they would require 
19,000 pilots over the next four years, as against the current avail-
ability of 16,000. Thus, there is going to be a shortfall. In a number of 
countries, the pilot’s retirement age has been increased from 60 to 
65 years—only a temporary solution in respect of experienced pilots 
and certainly not the best 
practice. Chimes  is aiming 
for global positioning by ad-
dressing this wide gap ex-
pected to arise in the not too 
distant a future.

Air Traffic Control-
lers (ATC) is another area 
where shortfall persists. The 
country has 1,500 officers 
as against a requirement of 
2,500. This shortage is likely 
to continue as AAI does not 
have adequate training facil-
ities. Despite private sector 
airlines trimming flab, Sa-
meer Walia, Vice President 
(Communications) of Frank 
Finn Management Consul-
tants, dismissed the drop in 
recruitment in the aviation 
sector was a “minor hiccup”. 
The industry, he is confident, 
“will bounce back” in a few 
months. Similar views are 
being expressed by aviation 
training institutes as well. 
They feel that layoffs will af-
fect individuals and not so 
much the institutes. Walia 
was also of the view that the 
airlines will survive and he 
hoped that the laid-off per-
sonnel would be taken back 
once the situation changes 
for the better. Dismissing the notion that the laid-off staff were help-
less, Walia said, “Many international airlines, like Emirates and oth-
ers in Saudi Arabia, were recruiting with preference for Indian candi-
dates. Some aviation schools even report business as usual.” 

THE FUTURE
At $1.5 billion (Rs 7,200 crore), India is expected to post the largest 
aviation sector losses this year outside of the US on account of ris-
ing fuel bills and slowing traffic growth. From 33 per cent in 2007, 

traffic growth slowed to 7.5 per cent between January and June this 
year and has now become negative. The International Air Transport 
Association (IATA) Director General, Giovanni Bisignani, recently 
observed that instead of continuing to focus on grabbing market 
share, India’s airlines need to improve efficiency to even remain in 
business. Of the external factors, the government needs to reduce 
the price of ATF. Responding to the demand, the government has 
made  cuts in the fuel costs, especially since the international crude 
prices have fallen.

Air India embarked on a major initiative to increase operational 
efficiency to cope with the alarming situation. It recently invited the 
IATA’s green team to undertake a Fuel Efficiency Gap Analysis of the 
airline’s operations related to emissions reduction and fuel efficiency 
where it was predicted to have potential to save $198 million (Rs 950 
crore) per year for the airline if certain changes were introduced. Air 
India MD Raghu Menon said, “Based on the recommendations of 
the IATA, the airline had constituted a steering committee to look 
into all matters of operational efficiency, fuel management and cost 
reduction. Sub-committees have also been formed to ensure imple-
mentation of recommendations by the steering committee and help 
introduce new processes and procedures.”

Captain Gopinath maintains that the fundamental mantra in 
aviation is to stretch resources to the maximum, be it planes or pi-
lots. If flights are decreased, costs go up. To rid oneself of this vicious 
cycle, he recommends that the airlines ride the storm, expand the 
market and optimise revenue. Also, they must find cash whatever 
way they can. The storm, he says, will be over in six months. For Low 
Cost Carriers to survive, there must be low cost airports around big 
airports, he suggests. Till this can be achieved, Low Cost Terminals 
must be created inside the main airports.

Meanwhile, with inflation on a downward trajectory, interest 
rates may be lowered to spur growth. Finance Minister P. Chidam-
baram recently stated that while there will be some slowdown in ev-
ery sector, monetary measures, counter-cyclic measures and enlight-
ened measures implemented by companies would cushion them 
during this painful period of adjustments and, in about six to nine 
months, India should be back to a respectable growth rate.

While the government has kept its word by reducing fuel prices, 
increasing liquidity and easing pressure on the airlines to clear their 
dues, the airlines are still reluctant to lower the air fares. Fight be-
tween the airlines and the travel agents has culminated in burden 
of commissions being passed on to the passengers. Airlines are not 
keen to even bear the cost of training their pilots to avail the Cat III 
landing facilities at Delhi, thereby inconveniencing the passengers 
during low-visibility winter months. Similarly, builders of Delhi and 
Mumbai airports are bent upon cutting their losses, which were per-
haps due to their own miscalculations, by levying hefty fee on the 
passengers. Need of the hour, however, is to cut costs through im-
proving efficiency

All in all, while airlines have suffered the brunt of the financial 
drought, the airport infrastructure and manufacturing sectors, and 
the training institutes have not been hit that badly. Latest media re-
ports claimed Airbus’ latest Global Market Forecast predicted that 
India would average an annual passenger growth of 8 per cent until 
the year 2025 against a world average of five. Continuing with the op-
timistic note, the Times of India dated December 25, 2008 reported 
that the entire festive season airlines bookings were better than for 
the same period in the past two years. Perhaps the aviation sector 
has broken the jinx. Lastly, with economic fundamentals reported to 
be sound, good times for the Indian civil aviation sector should hope-
fully be just over the horizon. SP

 What 
further 

tightened 
the financial 
squeeze are 

the somewhat 
outlandish 

plans drawn 
by airlines 

in India 
to enlarge 

fleets at an 
investment 
of Rs 4,400 
crore with 
an equity  

base of only  
Rs 145 crore
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E
MPRESA BRASILEIRA DE AERONAUTI-
CA—OR EMBRAER, the Brazilian aerospace 
major—embodies vision, perseverance, cour-
age and passion. Battling every impediment 
with indomitable spirit and determination in its 
relatively brief existence spanning four decades, 
Embraer today reckons among the leading man-

ufacturers of aircraft in the world. In the regime of commercial 
airliners, Embraer ranks number three, after Airbus and Boeing.

Embraer was founded in 1969 as a public sector company. Pri-
vatised in 1994, the government continues to hold a mere 0.3 per 
cent of stake and has very little say over the affairs of the com-
pany. Over the years, Embraer has achieved a remarkable level of 
development that has been possible through the right corporate 
strategy and business model. The company has correctly identi-
fied market segments with high growth potential in commercial 
and business aviation. It has adopted a collaborative approach 
targeting sources of the most advanced technology in the world 
and scrupulously avoided ‘rediscovering the wheel’. The growth 
strategy of the company was engineered and its destiny steered 
by private enterprise without the restraining and often debilitat-
ing influence of government control. 

COMMERCIAL AVIATION
Notable in Embraer’s perspective of commercial aviation is its de-
cision to confine production of airliners to the regional category 
by international norms but with extended range to compete with 
regular non-regional airliners. This concept is based perhaps on 
the premise that it would be easier to fill seats in a regional-size 
airliner than a wide body jet, providing for better yield and profit-
ability—a philosophy corroborated by the experience of airlines 
operating the Embraer family of airliners. Not surprisingly, Em-
braer did not venture into the segments where there would be 

 The Brazilian aerospace major has correctly embraced market  
segments with high growth potential in commercial and business  
aviation, reports SP’s Airbuz Editor B.K. Pandey following a tour of the 
company’s manufacturing hubs in Brazil from November 6 to 8 last year. 
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Hearty Embraer

TYPE OF AIRCRAFT SEATS (MAX) RANGE (NM) ENGINES

EMB 120 30 1,750 Twin Turboprop 

ERJ 135 37 1,750 Twin Jet

ERJ 140 44 1,650 -do-

ERJ 145 50 1,550 -do-

ERJ 145XR 50 2,000 -do-

EMB 170 80 2,100 -do-

EMB 175 88 2,000 -do-

EMB 190 114 2,100 -do-

EMB 195 122 2,200 -do-
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fierce competition from Airbus and Boeing.
In the Commercial Aviation segment, Embraer has nine mod-

els of varying sizes ranging from the 30-seat EMB 120, pressurised 
twin-turboprop featuring high cruise speed to the 122-seat EMB 
195 with a range of 2,200 nm. All these versions have low operat-
ing cost and are eminently suitable for budget carriers. The mod-
els in between are designated as Embraer Regional Jet, namely the 
ERJ 135, 140, 145 and the 145 XR. Beyond this, Embraer shed the 
prefix ‘Regional Jet’ and designated the larger models as EMB 170, 
175, 190 and 195. So far close to 1,100 aircraft of this family has 
been delivered across the world.

BUSINESS AVIATION
In the Business Aviation segment, the various sizes of Embraer jets  
are classified into three groups: the Phenom, Legacy and Lineage.
Phenom Business Jets: Embraer offers two types of business 
jets for short range travel, the Phenom 100 Very Light Jet and the 
Phenom 300 Light Jet. Fitted with G1000 avionics, Phenom 100 is 
designed for single-pilot operation and to carry five other occu-

pants at a maximum cruise speed of 370 knots over 1,160 nm in, 
as claimed by the manufacturer, supreme comfort. The Phenom 
300 can accommodate up to nine occupants, has a cruise speed 
of 450 knots and can climb to 45,000 ft to beat both turbulence 
and traffic. It has a range of 1,800 nm with six occupants and, in 
this respect, is on top of its class. While certification is yet to be 
obtained, so far orders have been booked for over 830 Phenom 
jets, a clear manifestation in the global market of the level of con-
fidence and acceptance of the price tag.

The real opportunity for Embraer in India, as vouched by 
company executives, lies in the business jets category, that is to 
say, the Phenom 100 and the Phenom 300. Priced at around $3 
million (Rs 15 crore), the Phenom 100 is expected to be certified 
by the end of this year and the Phenom 300 is expected to enter 
the market by the end of 2009. Of the 830 orders with the com-
pany   over 30 are from India.

Legacy 450 & 500: For medium range missions, Embraer has 
launched two new products in the mid-light and mid-size catego-
ries, the Legacy 450 and the Legacy 500. As per Embraer, these 
jets with six feet stand-up cabin are designed to provide premium 
comfort, low noise levels, outstanding performance and attrac-
tive operating cost. The Legacy 450 can carry seven passengers 
in comfort and has a complete refreshment centre. With a cruise 
speed of 0.78 M, it has a range of 2,300 nm with four passengers 
and 2,200 nm with eight passengers with the prescribed manda-
tory fuel reserves.

The Legacy 500 seats eight passengers, has a cruise speed of 
0.8 M and has a range 
of 3,000 nm with 
four passengers and 
2,800 nm with eight 
passengers with re-
serves. It has a fully 
equipped wet galley.

EMBRAER ORDER BOOK AS  
PER 3RD QUARTER, 2008 

Type Firm Order Option Total Deliveries Firm Backlog

ERJ 135 108 – 108 108 –

ERJ 140 74 – 74 74 –

ERJ 145 733 50 783 693 40

EMB 170 187 100 287 143 44

EMB 175 134 173 307 100 34

EMB 190 434 460 894 181 253

EMB 195 110 80 190 22 88

Total 1,780 863 2,643 1,321 459

PROUD POSSESSIONS:  
(Clockwise from left) Embraer’s Phenom 100 
Very Light Jet and Phenom 300 Light Jet; 
the EMB 170 is one of the larger models; 
inside the Legacy 450 
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Legacy 600: For long distance flights, Embraer offers the Legacy 
family in the super mid-size class. Based on the ERJ 135/145 re-
gional jet platform, the Legacy has all the advantages of a robust 
and mature product and delivers outstanding availability. The 
Legacy 600 provides a roomy comfortable environment for 10 to 

13 passengers in three distinct cabin zones with plenty of space 
to rest or work in the largest cabin in its class. On board, one can 
remain connected globally through high speed data Internet and 
satellite phone. The aircraft has a range of 3,400 nm with four pas-
sengers cruising at 41,000 ft. More than 140 such aircraft have al-
ready been delivered to over 15 nations.
Legacy Shuttle: The Legacy Shuttle has a range of 1,740 nm with 
21 passengers. It offers seating configuration of 19 to 37 passen-
gers and the standard arrangement consists of 37 seats in econ-
omy class configuration. Option for easy switch to a dual class 
configuration with six VIP seats is available. The aircraft can be 
modified for MEDEVAC carrying three stretcher patients. The 
aircraft can be fitted with devices like Self Protection System 
(SPS) which included Radar Warning Receiver (RWR) and Chaff 
and Flare Dispensers.
Lineage 1000: Based on the EMB 190 platform, the Lineage 1000 
can carry 19 in comfort in the large interior that offers five distinct 
privacy zones. As many as 25 cabin modules provide a variety of 
options to customize the aircraft interior. The aircraft has a range 
of 4,200 nm with eight passengers and can fly non-stop to New 
York, Moscow, Beijing or Dubai from London. Type certification 
is expected by the end of 2008. 
Embraer 190 VIP: The 190 VIP offers a range of 2,900 nm with 40 
passengers. Designed to carry large delegations, it has a VIP cabin, 
a conference room and 40 economy class seats. It can be equipped 
with the standard Self Protection System. Two of these have been 
ordered by the Brazilian Air Force for the Presidential fleet.

GLOBAL PRESENCE
Embraer has been progressively enlarging its global presence in 
commercial and  business  aviation sectors. With nearly 24,000 
employees on its strength, Embraer has its presence in four differ-
ent regions of the world outside Latin America. As high as 82 per 
cent of the manpower is deployed in manufacturing facilities at 

five locations in Bra-
zil with the control-
ling headquarters at 
Sao Jose dos Cam-
pos, about 100 km 

north east of state 
capital Sao Paulo.

Outside Brazil, 
the company has 
successfully pen-
etrated markets in 
North America, Chi-
na, the Middle East, 
Africa and Asia. It has offices in several key commercial hubs of 
the world. On top of the list is the US where Embraer maintains its 
presence in four different cities, including Washington. In Europe, 
Embraer representative offices are located in France and Portu-
gal. In China, Embraer has its presence in two locations which 
includes a joint venture company at Harbin where the ERJ 145 
family of aircraft is assembled exclusively for the Chinese mar-
ket. Incidentally, in view of the huge emerging market, Embraer 
remains unruffled by the threat posed by the Chinese regional jet, 
the ARJ 21. Under development, the ARJ 21 has already taken to 
the skies in the recent past. The company has an office in Sin-
gapore and is now in dialogue with potential Indian partners to 
establish maintenance repair and overhaul as also training facili-
ties in India. Clearly, Embraer finds the market potential in India 
lucrative enough to make sizeable investments.

In India, there are five commercial jets from Embraer cur-
rently flying with Paramount Airways and CEO M. Thiagarajan 
has confirmed that two more are to be inducted in January 2009 
followed possibly by more to meet with spiralling demand. 

By any standard, Embraer’s march towards the pinnacle of 
excellence has been impressive. The company’s products provide 
excellent performance, high reliability, safety and comfort, all at 
affordable cost. Apart from the emphasis on delivering advanced 
technology, quality, innovation and value for money, Embraer has ar-
chived a high level of customer satisfaction and confidence through 
their world wide network of efficient customer support. SP

ALL SIZES: The Legacy Shuttle (left) 
has a range of 1,740 nm and can 
accommodate 21 passengers; the 
Phenom 100 is designed for single-pilot 
operation and can carry five other occupants  
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The YEAR   that was
1. Hawker Beechcraft took 40 orders for Hawker 4000s from Bjets at 
EBACE 2008 in Geneva, May 20 to 22; 2. Sukhoi Superjet 100 accom-
plished first test flight at its Komsomolsk-on-Amur manufacturing base 
on May 19; 3. The Airbus A380 in Hyderabad during India Aviation 
2008 Air Show, October 15 to 18; 4. Manager Brumley Smith at the 
launch of Cessna Pilot Center in Raipur on January 16; 5. At EBACE 
2008, golf maestro Adam Scott entered a pact to promote Gulfstream’s 
business jets in the Asia-Pacific; 6. Dassault’s Falcon 7X at MEBA 2008, 
Dubai Airport, November 16 to 18; 7. Air India received the Airbus at 
India Aviation 2008; 8. Netjets CEO William Kelly (centre) after signing 
the deal for 20 Falcon 2000LX at EBACE 2008; 9. Federal Aviation 
Administrator Bobby Strugell inaugurated NBAA 2008 on October 6 
in Orlando, USA; 10. At EBACE 2008, charter operator Xojet’s CEO 
Paul Touw announced plans to expand base in the Middle East; 11. 
Aircraft Interiors Middle East show in Dubai, June 16 to 17, focused on 
in-flight entertainment; 12. Airbus delivered the first A380 superjumbo 
to Emirates airlines from its Hamburg, Germany plant on July 26; 13. 
Walter Heerdt, Senior Vice President Marketing & Sales, Lufthansa 
Technik at MEBA 2008; 14. Captain Satish Sharma (second from right) 
with Robert Vadra at India Aviation 2008; 15. Launch of SP’s Airbuz 
in New Delhi on April 29; 16. At Airport Expo Dubai, from June 2 to 
4, French company Lord Ingenierie showcased the latest generation 
green laser technology; 17. Bombardier launched the CSeries aircraft 
programme at Farnborough International Airshow 2008, July 14 to 
20; 18. At Farnborough, Air India showcased its Boeing 777; 19. On 
July 14, the Boeing 777 Freighter completed an initial series of tests
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N
EARLY AS PERILOUS AS 
ATTEMPTING to predict 
the future is trying to assess 
the year just ended. Events 
and images of the past 12 
months are still vivid in the imagination and 
one is tempted to assign undue importance 

to occurrences that will ultimately subside to mere ripples in the 
sands of time. Even so, which other year has seen such a spectac-
ular rise and equally precipitous fall in the price of oil? Which year 
has seen such dramatic drops in passenger numbers? Which year 
has seen so many airlines fold up across the world even as many 
others were pushed to the brink? The double whammy of rising 
prices and falling demand created what the IATA’s Giovanni Bi-
signani termed “perfect storm” conditions. Though the price of oil 
has dropped sharply off its peak of July, few are willing to predict a 
revival of passenger demand any time soon.

However, 2008 had begun on a bright note. In January, Virgin 
Galactic unveiled the final design of SpaceShipTwo, a sub-orbital 
spaceplane intended to give well-heeled tourists a two-and-a-half 
hour long out-of-this-world experience. Virgin Galactic is offering 
tickets aboard the spaceliner for an initial price of about $200,000 
(Rs 95 lakh). As many as 200 potential passengers have already 
paid up and around 65,000 are eagerly awaiting their chance.

At the other end of the commercial aviation industry’s spec-
trum, the fledgling very light jet (VLJ) fell upon hard times. While 
Cessna progressed with deliveries of its Mustang VLJ and Em-
braer continued to accumulate orders for the Phenom 100 which 
recently received certification, other manufacturers didn’t fare so 
well. Adam Aircraft went bankrupt in February and air taxi com-
pany DayJet suspended operations in September. Perhaps the big-
gest blow was Eclipse Aviation’s bankruptcy in November.

BEST & WORST OF TIMES
Does 2008 mark the beginning of the green 
age of the aviation industry? In March, Vir-
gin Atlantic successfully tested a 20:80 mix 
of biofuel and Jet-A in one engine of a Boeing 

747 on the London-Amsterdam route. Air New Zealand rounded 
off the year by successfully using a 50:50 blend of jatropha and 
Jet-A1 in one engine of a Boeing 747 in the vicinity of Auckland. 
Incidentally, India and Africa are shaping up as prime sources 
of jatropha.

In July, the European Parliament voted in favour of including 
aviation in the EU Emissions Trading System from 2012. Under 
the new scheme, greenhouse gas emissions from flights to, from 
and within the EU will be included in the system.

The big story of the year, of course, was the fuel price rise that 
triggered dramatic shrinkage of carriers, savage slashing of sched-
ules, pink slips for employees, unexpected mergers, bankruptcies 
and failures and disgruntled passengers. The steep fall in price to 
less than a third of its peak by the end of the year brought some 
cheer. But global economic downturn put paid to any hopes of a 
recovery in passenger demand.

WHEN IN CRISIS, CONSOLIDATE
A year ago did someone say that China and India had economies 
strong enough to weather a US recession? Not any longer. Both 
have suffered dramatically and their airlines are among the worst 
affected. Chinese airlines are in deep trouble and have demanded 
cash bailouts. They are likely to get them, but with strings at-
tached—strings that are quite likely to lead to consolidation in 
2009 or 2010. The Indian airline industry is in the same boat, al-
though traffic has slumped for different reasons. Many airlines 
that were undercutting each other aggressively in the fight for 

By Joseph Noronha, 
Goa

 India rallied around daunting adversities even as the country’s aviation 
industry struggled to retain its cheer amid the gathering gloom 
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market share, and growing rapidly in the process, used up their 
cash reserves. From mid-year, demand fell substantially and the 
same airlines were forced to increase fares, practically eliminating 
low cost travel. Consolidation offered the best survival strategy. A 
blockbuster alliance between 
Kingfisher Airlines and Jet 
Airways—bitter rivals thus 
far—was a sign that despera-
tion was setting in.

Some airlines prepar-
ing to lay off employees by 
the thousands backtracked 
under government pressure. 
IATA projected a cumula-
tive loss of $1.5 billion (Rs 
7,248 crore) for Indian carri-
ers this year. Yet, no airline in 
India declared bankruptcy, 
although 31 airlines folded 
up across the globe. Year 
end, most Indian carriers 
succumbed to government 
pressure and announced 
substantially reduced fares. 
The sharp fall in the price of 
aviation turbine fuel was one 
reason; the other was steady 
fall in passenger traffic. Only 
30 lakh passengers flew in 
November 2008, an amazing 
decline from the 38 lakh who 
took to the skies in the same 
month the previous year.

On a brighter note, 
the first Indian civilian air 
show, India Aviation 2008—
an International Exhibition 
and Conference on Civil 
Aviation—was held from 
October 15 to 18, 2008  in 
Hyderabad.

MANY FIRSTS &  
SOME FEARS
There were several space 
triumphs in 2008. NASA, 
celebrating its 50th birth-
day, landed on Mars, pho-
tographed distant worlds, 
added to the International 
Space Station and, incredibly, 
took part in a lunar science 
mission with India. The Indian Space Research Organization con-
tinued its remarkable progress by launching Chandrayaan-1 on 
October 22 from Sriharikota.

Meanwhile, the Indo-US civil nuclear agreement brought 
cheer, ending as it did the era of defence technology apartheid 
practised against India by the US and many of its partners in the 
western alliance. The Indian Air Force (IAF) will be a direct ben-
eficiary, because long coveted technological capabilities will now 
be within its grasp. The IAF also inked a number of agreements for 

aircraft and advanced weapon systems during the year. In Febru-
ary, in a small step with major implications for pilot training, the 
IAF received its first indigenously built Hawk Mk-132 Advanced 
Jet Trainer. The other defining event was the IAF’s participation 

in Exercise Red Flag 2008 in August. 
No account of 2008 can be complete without mentioning the 

terrorist attack on Mumbai on November 26. With the Centre re-
ceiving intelligence inputs warning about terrorist plans to next 
hijack a plane or take control of non-functional airports for aerial 
attack, security was further intensified at all airports. It is hard to 
think of a year that has had a more profound impact on the world-
wide airline industry as 2008 . Will it prove to be a watershed for 
aviation? Only time will tell. SP

1. Sukhoi Superjet 100 accomplished its first test flight at Komsomolsk-on-Amur manufacturing base on May 19;  
2. Two pilots flew the Solar Impulse simulator non-stop for 25 hours on May 13 and 15 at Dübendorf in Switzerland; 
3. VistaJet landed a stunning double deal at EBACE 2008 in Geneva, May 20 to 22, by placing a $1.3 billion aircraft 
order with Bombardier and announcing plans to buy the Canadian manufacturer’s international charter operator, 
Skyjet; 4. MEBA 2008 was held at Dubai Airport, November 16 to 18; 5. Piaggio Aero’s P180 Avanti II at MEBA 
2008; 6. Cessna Citation Sovereign at MEBA 2008
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SP’s Airbuz (SP’s): In view of the current global downturn, 
what future do you see in Asia?
Walter Heerdt (Heerdt): Asia is densely populated and has an 
increasing economical strength. This requires transportation of 
people and goods—in other words, a good market for aviation. 
The present downturn will have only a temporary effect. However, 
one cannot foresee how long this will last.

SP’s: In Asia, what are the services being offered by your 
company? Which country has the larger share of the pie?   
Heerdt: Lufthansa Technik has numerous customers in Asia 
and also on the Indian subcontinent. Among others, these are 
Kingfisher, Jet Airways and Indian Airlines. The maintenance, 
repair and overhaul (MRO) volume of the Indian market persis-
tently gains weight in Asia. We offer a full assortment of MRO 
services through our worldwide group network. We have 29 
MRO facilities around the world. Among these, we have two in 
China, one in the Philippines and one in Malaysia. 

SP’s: What activities are you involved with in India? What 
are your views on the civil aviation scenario in the country? 
Heerdt: Lufthansa Technik has a strong commitment towards 
the Indian market and has established considerable customer 
base in the country. In addition, we have the company Lufthan-

sa Technik India Services located in Bangalore. The company 
provides regional supply of aircraft components for Indian cus-
tomers and customer service. Further, it offers airframe related 
components lease, technical training and logistics. The company 
will expand its services in the region as the market demands.

As already mentioned, we expect the Indian civil aviation 
market to grow further, even though we might see a period of 
reduced growth or even stagnation during the financial crisis. 
In the medium term, it will return to growth.

SP’s: What is the relation between Lufthansa Technik and 
Lufthansa Airlines?
Heerdt: Lufthansa Technik is a 100 per cent daughter company of 
Lufthansa Airlines. It has been founded in 1995 after the restruc-
turing of the entire Lufthansa Aviation Group. Today, it has 29 sub-
sidiaries and affiliates, it has 26,000 employees and generates an 
annual turnover of approximately 5 billion € (Rs 24,520 crore).

SP’s: What does Total Technical Support (TTS®) signify?
Heerdt: Airlines are finding it more and more important to con-
centrate on their core business, which is flying aircraft, thus earn-
ing revenue whilst maximizing yields. TTS® enables the airline 
customer to do just that. A combination of all services related 
to MRO, TTS® includes, but is not limited to, line maintenance, 

 Walter Heerdt, Senior Vice President  
Marketing & Sales of Lufthansa Technik,  

outlines the company’s strategies and range  
of MRO services for the Indian market 

PH
O

TO
G

R
AP

H
S

: 
LU

FT
H

AN
S

A 
TE

C
H

N
IK

‘India’s MRO 
volume gaining  
weight in Asia’



Issue 6 • 2008 • SP’S             • 21

INTERVIEW / LUFTHANSA TECHNIK

customised maintenance 
planning, troubleshooting, 
engineering services, repair 
and overhaul of aircraft, 
engines and components 
(including Inflight Enter-
tainment Systems), spare-
parts pooling, spare engine 
leasing, painting, cabin 
modifications, Airline Sup-
port Teams (AST®), logistics 
and training. It is a flexible 
service package that is con-
figured to fit the specific 
wishes and requirements 
of the airline customer. The 
customer can select what 
suits his needs best. The 
services are offered on a 
power-by-the-hour basis. 
This assures customers the 
full service range at pre-
cisely predictable cost. 

SP’s: Briefly trace 
Lufthansa Technik’s 
company profile.
Heerdt: Lufthansa Tech-
nik is an approved MRO 
facility; it is approved as 
a design agency and even 
holds a manufacturer approval. The company offers innova-
tive products for commercial and VVIP aircraft and invests 
in latest technology, besides holding a most modern product 
portfolio. Recently, capabilities have been developed for Airbus 
A380, Boeing 747-8, Boeing 787 and Embraer Regional Jets. 

SP’s: How would you compare the regular airlines’ busi-
ness potentials verses corporate/business aviation busi-
ness potentials?
Heerdt: The market for VIP and business jets has developed 
very positively since 2003/2004. As qualified capacity on the 
market, there is at present a higher demand for the wide-bod-
ies and the highly individualised narrow-bodies. The financial 
crisis will certainly have an impact on this market as well. How-
ever, we expect it to be milder in comparison to other markets. 
New aircraft types, such as Boeing 748, Boeing 787 and Airbus 
A350, are entering the market for outfitting and maintenance. 
Pre-used aircraft will change ownership, creating a secondary 
market for modifications.

To cover this demand, Lufthansa Technik is carefully in-
creasing its capacity by adding a third wide-body line in Ham-
burg and shifting Airbus A318 operations to the 100 per cent 
daughter company BizJet in Tulsa (USA) to generate capacity 
for highly individualised narrow-bodies in Hamburg.

SP’s: Where do you score against competition in Europe 
and Asia?
Heerdt: Our unique selling points include:

• Lufthansa Technik’s worldwide presence—we are at the 
customer’s doorstep

• We have MRO, development and manufacturer approval
• We are daughter company of Lufthansa, generating own 

operational expertise
• We have the most modern and complete product portfolio
• We are financially sound and have the ability to invest in 

new technologies
• We have experience in introducing new products 
• We have experience in building up companies and part-

nership. We have a record proving this.
• We have more that 1,600 aircraft under contract; this gen-

erates economies of scales
• We can offer a service range covering full scope MRO to 

single component repair, whatever the customer needs
To summarise, the above mentioned salient features enable 

us to provide tailor-made services at excellent quality with com-
petitive prices.

SP’s: In terms of business potential, how would you rate 
the US, Europe, Middle East, Central Asia, South Asia, 
South East Asia, Australia and Pacific Rim?
Heerdt: Americas: Strongly impacted by financial crisis. Still 
the biggest aviation market, with high potential once the crisis 
is over.
Europe: Further consolidation expected. Quite stable market 
with some growth potential.
Middle East: Further growth expected. Impact of financial cri-
sis probably lower than in other regions.
Central Asia: Long-term growing market.
South Asia, South East Asia, Australia & Pacific Rim: Mar-
ket will return to former growth after financial crisis. SP

FOCUS ON MAINTENANCE:  
Lufthansa Technik offers a full 
assortment of MRO services through a 
worldwide group network. The company 
has 29 MRO facilities around the world.
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Economy Class 

Syndrome

M
ERELY TRAVEL-
LING AS A PASSEN-
GER in an airliner on a 
long duration flight can 
endanger one’s life? Un-
fortunately, yes. Although such incidents 
are rare when viewed against the multi-

tude undertaking air travel, one cannot deny that the danger 
very much exists.

British medical journal Lancet records a rather shocking 
episode in September 2000 wherein a 28-year-old, apparently 
healthy lady passenger flew into Heathrow from Australia. She 
neither complained of discomfort nor displayed abnormal symp-
toms during the flight. But upon landing, she collapsed and died. 
The journal cites another case of a 68-year-old businessman, on 
a similar long-haul flight in November the same year, who com-
plained of breathing difficulty in flight. After landing, he slipped 
into a coma and died in hospital five days later.

In both cases, it was discovered that blood clots had formed 
in some part of the body, most probably the lower limbs, and had 
travelled to the lung, impeding the passage of blood through it. 
As a result, the body was starved of oxygen and the individual 
literally choked to death. Obviously, the sudden death of a visibly 
healthy individual without any apparent cause would not only be 

sensational but also pose an enigma for medi-
cal science apart from being of  concern to air 
passengers. This newly discovered threat to 
air passengers, the formation of “killer blood 
clots” in medical parlance, has come to be 

known as Deep Vein Thrombosis (DVT). 
The occurrence of DVT in air passengers is also referred to as 

‘Economy Class Syndrome’. The term was first coined in the late 
1980s when it was observed that people undertaking long dura-
tion flights in the cramped conditions of the economy class were 
vulnerable to enhanced risk of formation of blood clots. This 
condition, however, is not limited to air travel. During the Sec-
ond World War, British physicians observed this phenomenon 
among people crouching in overcrowded air-raid shelters for 
long hours during bombing raids by the Luftwaffe over London. 
This phenomenon is also referred to as ‘Cattle Class Syndrome’. 

As more such cases came to light, victims or their well wish-
ers began to drag airlines and aircraft manufacturers to court 
for compensation. However, it is not easy to hold airlines ac-
countable as passengers are expected to be aware of any medi-
cal condition that might be aggravated by flight. If not, they 
themselves are responsible for obtaining the medical opinion 
of physicians regarding their fitness to travel by air prior to un-
dertaking the flight. 

By Dr U.S. Mohalanobish, 
Bangalore

 The term was first coined in the late 1980s when it was observed  
that people undertaking long duration flights in the cramped  

conditions of economy class were vulnerable to enhanced 
risk of formation of blood clots 
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The basic problem continues to be the lack of correct un-
derstanding of the problem. Many cases of DVT go undetected 
or unreported. Although there is little data available on the oc-
currence of DVT in the history of Indian aviation, in the West, 
an estimated one in ten thousand long-distance travellers is 
affected. One report claims, at London’s Heathrow Airport 
every month there is at least one passenger from long-haul 
flights who falls victim to DVT within minutes of landing. In 
Australia, one law firm alone has filed thousand DVT claims 
against six airlines in the course of the year. At Narita Hospital 
near Tokyo’s International Airport, records indicate that on an 
average, each year around 100 passengers are treated for DVT 
immediately upon arrival. Some 3 per cent of these succumb 
to the affliction.

WHAT IS DVT?
Deep Vein Thrombosis is a blood clot that forms in the deep vein 
system of the lower leg, usually between the ankle and the upper 
calf. Symptoms, if they occur at all, might include muscle tension 
in the lower leg, a dull ache or sudden painful tear, or a cramp 
in the calf muscle with swelling and occasionally, elevated body 
temperature. The most common symptom is pain in the calf 
muscles developed during or shortly after a long duration flight. 
The pain, which sometimes could be mistaken for a muscle 
cramp, could be due to the formation of a deep vein clot result-
ing from ‘sludging’ of blood in the veins of the calf muscle due to 
inactivity, dehydration or a pre-existing disease. More often than 
not, the clot dissolves and the pain subsides as the individual 
walks out of the aircraft after landing at destination. Fortunately, 
most passengers may never even be aware of having experienced 
the Economy Class Syndrome.

Alternatively, one might experience flu-like symptoms such 
as mild chest discomfort and the tendency to cough, which dis-
appear in a day or two as the blood clots dissolve. Others may 
experience significant chest pain, sometimes misdiagnosed and 
treated as a heart attack.

The real danger lies wherein no symptoms are manifest. 
The clot may develop rapidly, detach from the wall of the vein 
and travel up the veins and get lodged usually in the lungs or 
sometimes in the heart. This is called Pulmonary Thrombo-
sis and could result in sudden death. Even if the clot remains 
lodged in the leg veins, serious damage to the limb’s venous 
system may occur.

WHY THE VEINS OF LOWER LIMBS?
In a venous system that functions properly, the flow of blood 
back to the heart is regulated by a series of valves in the vessel 
walls of the veins that open on the ‘pulse’ beat and close on the 
‘rest’ beat. Prolonged inactivity, especially if accompanied by cer-
tain maladies, may cause the venous muscle pumps in the legs 
to malfunction due to which the venous valves do not close fully. 
This leads to reverse flow of blood resulting in the swelling of 
veins. Blood then tends to pool and coagulate forming ever-en-
larging clots on the vessel wall.

If the clot does not detach at all, increased swelling may 
cause Venous Thrombosis leading to ulceration of the tissue 
surrounding the clot. The location of the clot also has certain 
medical implications. A clot below the knee joint has a 30 to 
40 per cent chance of resulting in death of the victim. Above 
the knee, the probability is 40 per cent, while above the groin, 
it is as high as 60 to 80 per cent. Even small clots, which do 

not block the vessel completely, can have adverse long-term 
effects. They may lead to chronic venous insufficiency in the 
legs causing swelling and pain. In the lungs, clots may lead to 
Pulmonary Artery Hypertension, which causes breathlessness 
and progressively, heart failure.

HOW SERIOUS IS DVT?
Firstly, DVT can strike any long-distance traveller regardless of 
physical condition, age or gender. Secondly, DVT may not be 
confined to those flying economy class. Passengers travelling 
first class are also at risk as long distance auto and rail trav-
ellers are. The principles and mechanisms remain the same. 
Thirdly, no one is immune. Former US Vice President Dan 
Quayle is one of the more notable victims of DVT, having suf-
fered an attack in 1994 while on a long-distance flight. He was 
fortunate to have survived.

It is a well defined population for whom the risk is high—the 
aged, infirm, convalescing, heavy drinkers as well as individu-
als suffering from fever or dehydration, to cite a few. Anyone 
who is inactive in cramped conditions for several hours is at 
risk. However, individuals in categories listed below could be 
at higher risk:

• Obese and tall individuals
• Athletes, especially long-distance runners as they have a 

larger lower limb venous reserve 
• Smokers
• Anyone with a history of formation of clots, especially in 

the legs, recent pelvic or leg surgery or even leg injuries
• Pregnant women, those taking birth-control pills or those 

on Hormone Replacement Therapy
• Men or women with Varicose Veins, Phlebitis or a history 

of other venous complications

OBVIATING THE RISK OF DVT
Exercise: Some airlines advise passengers on certain minimal iso-
metrics that could be done while seated to reduce the chances of 
DVT. Activities such as getting up from one’s seat in the aircraft 
when the seat-belt sign is off and walking to the furthest wash 
room. Passengers are requested to try and repeat this exercise 
every hour. Additionally, while seated they are asked to flex their 
ankles up and down and curl their toes about twenty times every 
hour. These activities help stimulate flow of blood in the legs.

Prevent dehydration: As cabin humidity levels at high al-
titude are low, chances of dehydration are high. Dehydration 
causes vessels to constrict and the blood to thicken, significantly 
enhancing the risk of formation of blood clots. While in flight, 
liquids should be imbibed frequently. Coffee and alcohol should 
be avoided as these have diuretic properties, causing fluid to be 
drained out through the kidneys increasing the chances of dehy-
dration. Drinking plain water frequently is the best option. It will 
not only stave off dehydration but will also increase the number 
of visits to the wash room.

Take an Aspirin: A 75 mg Aspirin or Dispirin tablet can be 
taken before embarking on the flight. This may be repeated ev-
ery four hours during the trip. Aspirin is a proven and safe blood 
thinner. However, it is advisable to consult a physician regarding 
dosage in individual cases.

Prevention is better than cure holds good here. Better still, 
forewarned is forearmed. SP

—The author is a Consultant in Aviation Medicine.
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O
N JULY 25, A QANTAS 
Boeing 747-400 ferrying 346 
passengers and 19 crew from 
Hong Kong to Melbourne 
was convulsed by a loud 
bang followed by sudden 
loss of cabin air pressure. The plane diverted 

safely to Manila with no fatalities. The preliminary report sub-
mitted by the Australian Transport Safety Bureau stated that an 
oxygen cylinder in the cargo compartment had exploded and was 
propelled upward by the force of the explosion, tearing a 2 m-
long aperture in the fuselage. The cylinder penetrated the floor 
of the passenger cabin directly above, fell back and created a gap-

ing hole as it exited the plane. The explosion 
also damaged the electrical cables attached 
to the co-pilot’s controls leading to the mal-
function of the right ailerons. 

DEFINING ‘AVIATION ACCIDENT’
The first ever air accident which resulted in a fatality took place 
a century ago in September 1908. The pilot was none other than 
the pioneer of powered flight, Orville Wright. The unfortunate 
individual who lost his life was Lieutenant Thomas Selfridge, a 
heavily built passenger who tipped the scales at 220 lbs. The air-
craft took off and attained about 150 ft, descended to 75 ft, then 
suddenly side-slipped and hit the ground. The propeller blade 

By Raju Srinivasan,  
Coimbatore

 A study carried out during the period 1950 to 2006 on accidents  
involving commercial aircraft indicates that 60 per cent of these were  

attributable to human error, 21 per cent to mechanical failure,  
11 per cent to weather or to causes beyond human control, such  

as bird strike, and 8 per cent to miscellaneous factors 
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splintered, severing the cables meant for controlling the rudder. 
While Orville suffered a fractured leg, the passenger was hit by 
the engine and killed instantly. 

Investigation into this accident was completed even before 
the crash. The pilot knew the actual reason for the crash even be-
fore the aircraft hit the ground. In those days, the aeroplane was a 
simple craft with wooden structure and wires running externally 
to operate the aerodynamic control surfaces. Today, an aeroplane 
is an infinitely com-
plex machine and as 
aeronautical engineers 
describe it, “an aero-
plane has a million 
parts and devices and 
they perform in close 
formation to ensure a 
successful flight”.

An ‘aviation acci-
dent’ is defined in the 
ICAO, Annex 13 as “an 
occurrence associated 
with the operation of 
an aircraft which takes 
place between the time 
a person boards the 
aircraft with the inten-
tion of flight and the 
time all such persons 
have disembarked, in 
which a person is fatally or seriously injured, the aircraft sustains 
damage or structural failure and/or the aircraft is missing or is 
completely inaccessible”. An accident in which the damage to the 
plane is such that it must be written off or in which the plane is 
totally destroyed is often referred to as a ‘hull loss’.

CAUSES FOR AIRCRAFT ACCIDENTS
Over the years, advanced science and engineering have devel-
oped innovative state-of-the-art systems that are far safer and 
reduced workload for the cockpit crew. Yet accidents occur, 

whether on the ground or in the air. These could be due to fire, 
tyre failure, systems malfunction or quite simply human error. 
Sometimes, accidents occur for no apparent reason at all. 

A study carried out during the period 1950 to 2006 on acci-
dents involving commercial aircraft indicates that 60 per cent 
of these were attributable to human error, 21 per cent to me-
chanical failure, 11 per cent to weather or to reasons beyond 
human control such as bird strike and eight per cent  to miscel-
laneous reasons that included inadequacy of ground support 
systems, sabotage, hijack, destruction by ground fire or aerial 
action and explosion onboard. If the problem is not diagnosed 
correctly, the solution cannot be  found quickly. In such a situ-
ation, corrective measures can not be implemented, hence ac-
cidents may reoccur. 

Therefore, it is of utmost importance that investigations 
into aircraft accidents be conducted in a highly professional 
manner and follow-up action pursued diligently to its final con-
clusion to ensure that an accident does not recur for the same 
reason. Much has been discussed and written about human er-
ror, lack of support systems and adverse weather conditions. 
Here the focus is on ‘Material Failure’ and ‘Other Causes’ (see 
chart ‘Triggers for Air Accidents’).
Material failure: Failure of a structural component can have 
catastrophic consequences. This happens when a component 
or structure cannot withstand the stress imposed on it during 
operation. Sometimes, this failure could be due to inherent pro-
duction errors, especially when an aircraft is made airworthy 
after repair. A notable example is the accident of Japan Airlines 
Flight 123 from Tokyo to Osaka on August 12, 1985 resulting in 
the death of 520 people. Incidentally, this is a record for the high-
est number of fatalities involving a single aircraft. Investigations 
concluded that the recent repair of the aircraft’s rear pressure 
bulkhead was not as per the book. This seemingly minor devia-
tion from the procedure laid down for structural repair reduced 
the capability of the component of resistance to metal fatigue 
by 70 per cent. When on a routine flight, the bulkhead of the air-
craft gave way. Structural failure resulted in decompression and 
rupture of hydraulic lines rendering control surfaces inoperable. 
The aircraft crashed and all onboard perished.

 On June 
23, 1985, 

an Air India 
Boeing 747 

from Montreal 
to London 

crashed, killing 
329 people after 
a bomb onboard 

detonated

TRIGGERS FOR AIR ACCIDENTS
AIR ACCIDENTS

Material  
Failure

• Production Errors

• Fatigue

• Stress

• Faulty Circuits

• Short Circuits

• Over Pressure

• Leakage/ Clogging

Human Error  
or  

Failure
Other  

Causes

•  Devices Exploding  
in Flight

• Hijacking

• Act of Terrorism

•  Shooting Down of  
Aircraft

•  Cause not  
Determined

• Misjudgment

• Over-stress 

•  Unfit/ Lack of Experience/ 
Incompetent Crew*

•  Faulty Inspection/  
Repair

• Undetected Faults

• Lack of CRM

Weather & Causes  
Beyond Human  

Control

• Bird Strikes

• Turbulence

• Poor Visibility

• Icing 

• Gusts/ Squall 

• Thunder Storms

• Wind shear

Failure of  
Support  
Systems

•  Weak Runway due to  
Wear and Tear or Weak 
Metalling

•  Inadequate Runway  
Length

•  Failure of Enroute or  
Terminal Aids

•  Inadequate Rescue  
Services

*Crew means everybody who is responsible and associated with a safe conduct of a flight.
The above is not all comprehensive or exhaustive. There could be a combination of two or more factors mentioned above.



• SP’S             • Issue 6 • 2008 Gwww.spsairbuz.net26

OPERATIONS / SAFETY

A similar accident took place on May 25, 2002, involving China 
Airlines Boeing 747 Flight 611. In both these cases, faulty repair 
procedure led to premature metal fatigue and in-flight structural 
failure ending in a catastrophe. Fatigue is defined as ‘a failure un-
der a repeated or otherwise varying load, which never reaches a 
level sufficient to cause failure in one application’. In the case of 
Japan Airlines, the accident investigators deduced that the dic-
tum, that the repairs made to an airframe must meet the design 
standard, was ignored. This brings one to the point of proactive 
approach of safety management and engineering practices. The 
focus should be on the proactive maintenance to ensure that 
those parts and items likely to fail and cause the next crash need 
constant monitoring. This is a continuing process of identifying 
potential risks, analyzing flight data from normal flights and en-
couraging pilots and engineers to communicate and file reports 
on the aircraft on any unusual behaviour which normally go 
unrecorded or unrecognized. A comprehensive analysis of data 
gathered in this manner could reveal anomalies which would po-
tentially be a leading factor in an incident or accident. After all, 
small incidents are the precursors to a major accident.
Other Causes: Other causes are those that are not directly relat-
ed to the operation of the aircraft. These are causes like indirect 
lapses when the ground security personnel are not alert enough 
and fail to notice a potential hijacker slipping through or prohib-
ited and dangerous items being brought onboard. On November 
11, 1996, an Ethiopian Airlines Boeing 767 was hijacked after it 
took off from Addis Ababa. A drunken hijacker took over the air-
craft and ordered the pilots to fly to Australia without refueling. 
The aircraft with 175  persons onboard ran out of fuel and ditched 
in the sea off the Comoros Islands; 127 lives were lost.

The period between 1983 and 1988 was particularly grim for 
civil aviation. On August 31, 1983, a Boeing 747 Korean Airlines 
Flight 007 bound for Seoul was shot down by the Soviet Air Force 
as it strayed off course and entered sensitive air space over USSR. 
270 persons onboard died as the crippled aircraft crashed into 
the sea. Reports into the investigation released by the ICAO, a de-
cade later, attributed the accident to a lack of situational aware-

ness and coordination among the crew. For almost five hours the 
aircraft flew a track divergent from the assigned course. 

On June 23, 1985, an Air India Boeing 747 from Montreal to 
London crashed, killing 329 people after a bomb onboard deto-
nated. And on July 03, 1988, an Iran Air Airbus 300 with 290 pas-
sengers and crew was shot down by the United States Navy ship 
Vincennes off the Gulf coast. The act of terrorism on September 
11, 2002 is well known and documented. These tragic accidents 
sharply bring into focus the need for high security as a priority 
for safety in air travel. 

CONCLUSION
Sometimes, the cause of accidents cannot be determined with 
any degree of certainty despite all efforts by investigating agen-
cies. Very recently, on January 17, 2008, a British Airways Boeing 
777 from Beijing to Heathrow was approaching for a landing. At 
about 4 km to touchdown, the aircraft descended rapidly and 
struck the ground about 1,000 ft short of the runway inside the 
airfield boundary. The engines did not respond to either the auto 
throttle or action by the pilots to increase thrust. The aircraft was 
damaged beyond repair but, fortunately, there was no fatality.

The interim report by the investigating agency, UK’s Aircraft 
Accidents Investigation Branch, indicates that the operating pa-
rameters of the aircraft were within the prescribed limits. The 
report does not have any definitive findings; it only suggests a 
probable cause. The hypothesis is that there was a likelihood 
of reduction in the flow of fuel to the engines on account of ice 
accretion in the pipelines. Given that the Boeing 777 has been 
flying for several years logging several hundred thousand hours 
at extremely low temperatures, it is difficult to understand how 
this could have happened. The investigation continues and the 
final word on the cause of the incident is awaited.

So far, no remedial, preventive or corrective steps have been 
recommended by Boeing, the manufacturers of the aircraft or by 
Rolls Royce with regard to the engine. Only time will tell if there 
is indeed cause for anxiety, especially as there may be a latent 
problem which has not yet been diagnosed. SP  

FATAL LAPSE:  
Faulty repair procedure  
led to the May 25, 2002 accident involving  
a Boeing 747 of China Airlines
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O
N JANUARY 7, A CONTI-
NENTAL Airlines Boeing 737 
flew an hour and 40 minutes 
with one engine powered by a 
50:50 mix of conventional Jet-
A1 and biofuel. The biofuel was itself a blend of 
algae and jatropha oil—a “drop-in” fuel which 

did not require engine modification. This trial, at Houston, Texas, 
was the first by a US carrier and the first to evaluate oils from 
algae and jatropha. It was the latest in a series of demonstrations 
that began in February 2008 when an Airbus A380, the world’s 
largest airliner, became the first to use an alternative fuel—a 40:60 
mix of gas-to-liquid fuel and standard jet fuel in one of its four 
engines. The next step could be biomass-to-liquid fuel, which can 
use anything from wood chips to crops. Later the same month, 
Virgin Atlantic tested a 20:80 mix of biofuel and Jet-A1 in one 
engine of a Boeing 747. The Continental test was the first on a 
twin-jet; the others have all been four-engine planes. This indi-
cates growing confidence in biofuels, since losing one engine out 
of four is hardly as problematic as losing one of two. 

A scheduled passenger flight could be 
powered by biofuel within three years, and 
one tenth of all aviation fuel could be ob-
tained from sustainable plant sources by 
2017. However, the amount of biofuel re-

quired is staggering since worldwide the airlines burn nearly 945 
million litres of fuel daily. Making algae oil is also a huge chal-
lenge, from perfecting the growth of the organism and its oil 
production to extracting the product in a cost-effective manner. 
Many new refineries need to be built to produce enough oil. In 
the meantime, efforts to grow jatropha—which flourishes even in 
poor soil—are being accelerated. Millions of saplings have already 
been planted in Africa and India. It is hoped that jatropha will be 
at the correct price point—$80 per barrel or less—within three to 
five years and algae in eight to 10 years. 

A handful of airlines are now testing this new generation of 
‘sustainable’ biofuels that could help cut fuel consumption and 
reduce carbon emissions. The industry is trying out a variety 
of feed stocks—jatropha, camelina, algae and others—to create 
biofuel, aiming to prove that consistent results can be obtained 

By Joseph Noronha,  
Goa

 Biofuels do have a potential positive impact on climate change, but  
opinions are sharply divided over claims that they can meet  

projected growth in global energy needs 
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Algae & Jatropha on the menu

CLEAN 
SOLUTION:  

Airbus A380 
was the first 

to use a 40:60 
mix of gas-to-

liquid fuel and 
standard jet 

fuel in one of 
its four engines

   



• SP’S             • Issue 6 • 2008 Gwww.spsairbuz.net28

ENVIRONMENT / BIOFUELS

from different sources. Don’t bet on rapid progress, though. The 
current enthusiasm for biofuels originated last year when oil 
prices went through the 
roof. With prices dipping 
to dreamlike lows and the 
industry grappling with 
more pressing matters, 
much of this fervour is 
likely to abate.

Biofuels do have a po-
tential positive impact on 
climate change, but opin-
ions are sharply divided 
over claims that they can 
meet projected growth in 
global energy needs. The 
more strident environ-
mentalists deride such 
tests as publicity stunts 
and a dangerous distrac-
tion—a way to defer action 
to sometime in the future 
and get on with pollution 
as usual. The only rational 
way to cut aviation related 
emissions, they aver, is to 
cut air travel itself. 

Studies suggest that 
converting land for biofuel 
crops, such as palm, can generate far more carbon than the 
savings delivered by the fuel. Corn and soy based biofuel now 
stand condemned as accelerating deforestation and snatching 

food from the hungry 
to pander to the ex-
cesses of the wealthy. 
In some parts of 
the world a danger-
ous food versus fuel 
competition has set 
in, leading to food shortages, driving up food prices, and en-
couraging even more farmers to choose to grow fuel over food 
crops to meet the increasing demand, and clearing more land 
in the process.

There are also questions over whether there is enough land 
and water available for biofuels to be able to replace even 50 per-
cent of our fossil fuel requirement. According to the International 
Institute for Applied Systems Analysis, a maximum of 300 million 
hectares worldwide could be used for biofuels, but even if the bio-
fuel industry used up practically all of that, it would only meet 
one tenth of the projected energy demand for 2030. Converting 
rainforests, peat lands, savannahs or grasslands to grow fuel crops 
also releases CO2, in some cases a staggering 400 times more  than 
that from burning fossil fuel.

Whether by coincidence or design, the Continental test oc-
curred a fortnight before President Barack Obama assumed office. 
It could be a sign that the American airline industry is apprehen-
sive that the eco-warriors of the Obama administration will take 
a hard look at aviation related emissions. The European airlines 
have been reacting with alarm and indignation to the proposals 
emanating from Brussels to curb emissions. Could it be the turn 
of the Americans next?

Nevertheless, every measure that might cut carbon emissions 
and mitigate global warming needs to be welcomed. Algae oil 
might just be the answer. SP  

GREEN FIGHT:  
On January 7, a Continental Airlines Boeing 
737 flew with one engine powered by a 50:50 
mix of conventional Jet-A1 and biofuel
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