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October 08, 2014

MESSAGE

I am glad to know that Business Aircraft Operators Association (BAOA) is 
bringing out a publication BizAvIndia in partnership with SP Guide Publica-
tions. This will provide a platform for the Business Aviation and its stakeholders 
to share knowledge and espouse legitimate causes of the fraternity. It is impor-
tant that we all work for a robust Business Aviation Sector in India to ensure 
sustainable pan India air connectivity.

I am confident that the exchange of information and professional knowledge 
through BizAvIndia would help all the stakeholders of the industry synergize 
their efforts and help Business Aviation become a leading enabler for economic 
growth of our nation.

Wishing both BAOA and SP Guide Publications all the success and a great 
journey ahead.

(V. Somasundaran)
Secretary (Civil Aviation)

message from secretary, ministry of civil aviation
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The Indian Business & General Aviation (BA & GA) industry has had a momentous transforma-
tion over the past decade, and is now on the cusp of taking flight to achieve its rightful potential. 
Its growth potential continues to be driven by a robust, dynamic and an increasingly globalised 
economy that has drawn attention of several global aerospace majors including manufacturers, 
operators and support service providers.

2014 was a critical year for the Industry. The policy makers and regulators took a more seri-
ous view and initiated a number of policy reforms propelled by BAOA’s efforts. The sector has 
also been encouraged by the new Government’s increased thrust on regional & remote con-
nectivity, as we look towards playing a major role in the process. We hope this continues in 
2015, and look forward to working along with the Ministry of Civil Aviation and the Directorate 
General of Civil Aviation (DGCA) to make this happen.

BAOA is optimistic that the growth of General and Business Aviation can return to double 
digit figures in the next 3-5 years, if the current tax regime is relooked into during the upcom-
ing budget. We have been working along with the Ministry of Civil Aviation and the DGCA for 
a separate set of regulations for BA & GA operations. With a clear policy framework, and with 
commitment from the Government and Industry stakeholders, the sector could emerge as a 
major driver of economic development and connectivity in India.

Having these thoughts in the backdrop, BAOA puts forward its flagship campaign – BizA-
vIndia in order to comprehensively engage Global and Indian stakeholders and bring BA & GA 
Industry into focus. We would like to congratulate and thank SP Guide’s team for publishing the 
first ever Magazine in India that is focused on BA & GA, and will keep all stakeholders informed 
on the emerging facets of our industry. 

Rohit Kapur,
President, Business Aircraft Operators Association
Rohit Kapur

message from President, Baoa

Business AircrAft OperAtOrs AssOciAtiOn

president

MESSAGE
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from the editor-in-chief

Dear Readers,
Greetings!
We at SP’s have been committed to qualitative dissemination of information for the past 

over 50 years and we remain committed on the same lines for upcoming decades. The intro-
duction of our BizAvIndia, in partnership with the Business Aircraft Operators Association 
(BAOA) for our business aviation community in India, is very much aligned with the same 
path. Yet another reflection of our relentless commitment.

The aim of BizAvIndia will be to keep the general aviation sector abreast of times, stay 
connected and above all look ahead at the exciting times. 

In this new endeavour, we have joined hands with the BAOA, a not-for-profit organisa-
tion which is the unified voice of general and business aviation in India, aiming to create a 
congenial environment for the sector’s growth, by ensuring better coordination amongst 
industry stakeholders, regulatory authorities and the Government.

We at SP’s have always been passionate about the growth of business aviation in  
India for the past 15 years, continuously reflected in our magazines – SP’s Aviation and 
SP’s AirBuz. 

The BizAvIndia is another addition to our passionate intentions towards the sector.
We firmly believe if treated fairly, this sector and this industry can contribute consider-

ably in the overall growth of our economy. 
Although this sector is currently facing a host of challenges, we remain quite excited 

about the future as we expect various course corrections and betterments in times to come. 
We sincerely thank BAOA for their partnership and also convey our compliments to 

them for their persistent efforts and aggressive initiatives towards the cause and uplift-
ment of the civil aviation sector. 

Let us work together….our goals will become achievable.
Happy reading!

J. Baranwal
Editor-in-Chief

Publisher And editor-in-Chief
Jayant Baranwal

AssistAnt GrouP editor
R. Chandrakanth

Advisory boArd
Rohit Kapur,  
President, BAOA
Group Captain R.K. Bali (Retd), 
Secretary, BAOA

ChAirmAn & mAnAGinG direCtor
Jayant Baranwal

PlAnninG & business develoPment
Executive Vice President: Rohit Goel

AdminstrAtion & CoordinAtion
Bharti Sharma

desiGn
Creative Director: Anoop Kamath 
Designers: Vimlesh Kumar Yadav, 
Sonu Singh Bisht 
Research Assistant: Graphics
Survi Massey 

direCtor: sAles & mArKetinG 
Neetu Dhulia

sAles & mArKetinG
General Manager Sales: Rajeev Chugh

sP’s websites
Sr Web Developer: Shailendra P. Ashish
Web Developer: Ugrashen Vishwakarma

© SP Guide Publications, 2015

AdvertisinG
neetu@spguidepublications.com
rajeev.chugh@spguidepublications.com

sP Guide PubliCAtions Pvt ltd
A-133 Arjun Nagar,
(Opposite Defence Colony)
New Delhi 110003, India.
Tel: +91 (11) 24644693, 
24644763, 24620130
Fax: +91 (11) 24647093
E-mail: info@spguidepublications.com

Owned, published and printed by Jayant 
Baranwal, printed at Kala Jyothi Process Pvt Ltd 
and published at A-133, Arjun Nagar (Opposite 
Defence Colony), New Delhi 110 003, India. All 
rights reserved. No part of this publication may 
be reproduced, stored in a retrieval system, 
or transmitted in any form or by any means, 
photocopying, recording, electronic, or otherwise 
without prior written permission of the Publishers.



5BizAvIndia • ISSUE 1 • 2015

overview

www.bizavindia.com

By R. Chandrakanth

The more the people travel by air, whether it is by commercial airlines or by general 
aviation aircraft, it is indicative of a resurgent India, where the per capita incomes are 

going up and the economy is set to flourish

Unlocking Potential

Indian aviation, be it commercial or general aviation, is at 
the cusp of major transformation, with all the hiccups. That 
India is said to become the third largest aviation market, after 
the US and China, by 2020 is a clear reflection of the forward 
movement. The potential is getting unlocked. 

The growth story of Indian aviation is the growth story of  India. 
The more the people travel by air, whether it is by commercial air-
lines or by general aviation aircraft, it is indicative of a resurgent 
India, where the per capita incomes are going up and the economy 
is set to flourish. As India Inc is emerging as a global force (Indian 
companies are making acquisitions the world over) and the number 

of high networth individuals are increasing, the general aviation sec-
tor, specifically business jet market, is set to grow nearly double in 
the next five years. 

10 per cent growth 
A report by global consultancy firm PricewaterhouseCoopers (PwC), 
commissioned by the Federation of Indian Chambers of Commerce 
and Industry (FICCI), has said: “The domestic general aviation mar-
ket is on the threshold of catapulting itself into the global arena. It is 
expected to grow at 10 per cent per annum to cross $4.5 billion by FY 
2017. It is estimated that around 120 business jets, 150 small aircraft 

High Tax: Handling charges in Mumbai and Delhi airports for a Gulfstream V aircraft is `42,500 plus service tax
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and 180 helicopters will be added by FY 2017.”
In 2012, the country became the second-largest business jet mar-

ket in the Asia-Pacific region, after China’s 220, with a fleet of 165 
(up from 26 in 2005). Despite this, the report notes that the domestic 
general aviation market is small and underdeveloped compared to 
its global peers, with a meagre 15 per cent of the total aircraft move-
ment. Compared to the US, which has the largest number of gen-
eral aviation planes at around 2,55,000 operating from across 5,110 
airports, India has only around 150 active airports and around 700 
such planes. As per the Directorate General of Civil Aviation (DGCA) 
there are 121 non-scheduled operators with 364 aircraft (business 
jets, turboprops, rotary-wing, etc). 

Quoting report of a working group on civil aviation, PwC states 
that over $40 billion investment is expected to be made in the gen-
eral aviation during the Twelfth Five Year Plan. This has indeed 
raised interest in India among the original equipment manufactur-
ers such as Dassault Falcon, Bombardier, Embraer Executive Jets, 
Gulfstream, Textron (Cessna and Beechcraft) and others. In antici-
pation of the growing opportunities in the general aviation segment, 
aircraft makers are either setting up offices in the country or expand-
ing their existing businesses.

The President of BAOA Rohit Kapur is optimistic that the new 
government will make course correction and help the aviation sec-
tor, particularly general aviation, to grow to its potential. The govern-
ment’s intent to expand pan-India connectivity (through its regional 
and remote air connectivity policy) is a sign of that. There is a grow-
ing realisation that general aviation is directly related to the health 
of the economy. In fact, during last year’s general elections, the use of 
General Aviation aircraft reached unprecedented levels, reflecting 
how effective they have been in criss-crossing the nation. 

Having said that we know how the last few years have been when 
about 30 Indian-owned helicopters and some 15 jets were sold out-
side India. These were small aircraft owned by charter companies 
and also from big corporate houses such as Larsen & Toubro, Essar 
Group, Jindal Steel & Power, etc. 

Rohit Kapur states that this trend needs to be arrested and it is 
imperative to bring in consolidation. In this direction, the BAOA is 
urging the DGCA – to recognise aircraft management companies 
that offer an integrated asset management approach to owners.

niggling issues
There are many niggling issues that the government has to address 
for the general aviation sector to optimally contribute to the econom-
ic development of the country. First and foremost, the government 
needs to streamline taxation. Presently, there are two categories of 
taxation on import of aircraft (18.5 per cent on 
private aircraft and 2.5 per cent on charter air-
craft) and rationalisation of the same will help 
the industry. 

While there are huge gaps in infrastruc-
ture for general aviation, the government/air-
ports need to relook at their approach to this 
sector, starting with withdrawal of tax/royalty 
on MRO and services provided at airports. The 
general aviation operators are seeking a sepa-
rate safety management system for general 
aviation, different from the ones for scheduled 
airlines, as is a worldwide practice. They are 
suggesting that international standard for 
business aircraft operations which is followed 

globally should be adhered to here.
No doubt, airports give preference to airlines as they are revenue 

earners (even airlines are complaining about high cost of operations 
at some of the metro airports), but neglecting general aviation does 
not augur well for either the airports or for the general aviation com-
munity. It should be made mandatory to provide between 10 and 20 
per cent parking space for general aviation aircraft, considering that 
the new airports have created vast infrastructure. 

That the government has initiated a regional and remote air-con-
nectivity policy, the faster the smaller airports are developed, after 
analysing their potential, the better it would be for both regional air-
lines (some of which are on the cards) and general aviation segment. 
There are over 400 airports many of which are unused or underused 
and there are airports in major cities which can act as secondary 
airports for the benefit of non-scheduled operators. For instance, 
the airports in Bengaluru (HAL airport) and Hyderabad (Begumpet 
airport) can straight away be used for regional and general aviation 
aircraft. 

high handling charges 
The general aviation sector is further burdened by aircraft handling 
charges which are not commensurate with viable business models at 
all. The aircraft handling charges are passed on to the end customer, 
thus making it unattractive for business to grow. It is reported that 
the current aircraft handling charges in Mumbai and Delhi airports 
for a B200 aircraft is around `15,000 in addition to service tax of 
12.36 per cent and for a Gulfstream V aircraft it is `42,500 plus ser-
vice tax. Such taxation is on the premise that those using business 
jets can afford it, while not realising that rationalised tax structure 
facilitates growth of the sector as well as the economy. Those at the 
helm of affairs should realise that general aviation is a business en-
abler, among other plus points such as search and rescue, relief op-
erations capabilities, air ambulances (though there are no dedicated 
air ambulances as yet in India), etc. 

Presently, the maximum utilization of business aviation is in cor-
porate charters, followed by offshore operations through helicopters. 
However, realising the benefits of business aircraft with their acces-
sibility to remote areas and areas not covered by scheduled airlines 
along with their easy access to small air strips and helipads, these are 
becoming popular among corporate travellers. 

improving efficiency
Efforts are on to ensure that NSOPs start publishing flight schedules 
and put flights on routes not served by existing scheduled airlines. 
To give effect to the proposal, Section 134-A of the Aircraft Act, 1934, 

which is an elaborate set of rules governing 
NSOP operations, would have to be amended.

manpower shortage
Also staring in the face is the acute shortage of 
trained manpower. With demand for jets going 
up, the gap is likely to widen, unless efforts are 
made to enhance skill-sets across levels. 

All said and done, general aviation is look-
ing for recognition from the government/
airport operators/regulators as an enabler for 
stronger economic growth of India, and an es-
sential component of developed India of the fu-
ture. All the stakeholders need to get their act 
right. The time is now. BAI

The aircraft han-
dling charges are 
passed on to the 
end customer, 
thus making it 
unattractive for 
business to grow
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“As an industry that contributes more than $150 billion to the US 
economy annually and supports more than 1.2 million American 
jobs, general aviation is a significant part of our transportation sys-
tem…” —Pete Bunce, President, General Aviation and Manufactur-
ing Association (GAMA) and CEO .

The Ministry of Civil Aviation’s draft civil aviation poli-
cy reveals that on an economic scale for every 100 rupees 
spent on air travel, the benefits would be worth `325 and 
for every 100 direct jobs created in aviation, there would 
be additional 610 jobs. This is a threefold increase in in-

vestment and a sixfold increase in employment, an undeniable 
indication of the positive impact and a call for the nation to pay 
keener attention towards growth of its aviation.

Aviation in general can be broadly classified into three verticals of 
scheduled commercial carriers, non-scheduled commercial carriers 
and private aircraft. Scheduled carriers not only have large investments 
including foreign direct investment (FDI), but also enjoy the commer-
cial safety net provided through government concessions and buyouts. 
Meanwhile, the latter two verticals are left on the sidelines to overcome 
resistance to growth on its own. Compared to the United States which 
has approximately 2,22,520 general aviation and private aircraft and 
15,079 airports, India has only 376 aircraft and 372 airports. 

These numbers illustrate that the aviation industry’s potential 
for growth especially in the non-scheduled and 
private sectors is hardly being met. There are 
some tough questions that need to be asked. 
Why has India not embarked on a road map 
to induct more aircraft? Why are there no as-
sembly (make in India) or manufacturing units 
(made in India) established here? Why are air-
lines going bankrupt? What has led to the retar-
dation in the number of helicopters and private 
aircraft over the past few years? Despite enjoy-
ing a geographical advantage, why hasn’t India 
become an aviation hub? 

AttrAct Investments 
Only if the nation can show investors green-
er pastures, can we expect flow of invest-

ments. Investors are hesitant to enter aviation as India is not an 
aviation-centric market. There are impediments and we have 
broadly categorised them in this analysis as ownership issues and 
operational issues.

OwnershIp Issues
High Import Duty: In 2007, the Ministry of Finance in a bizarre 
move declared a 2.5 per cent import duty on charter aircraft and 20 
per cent import duty on private aircraft. To circumvent this many 
private operators became charter operators while harbouring no 
intentions of doing commercial business in the aviation industry. 
They eventually became responsible in not only creating oversight 
problems for the DGCA, but promoting bad business models. Some 
other private operators chose to register their aircraft outside India, 
thereby circumventing any duties payable to the government.

Arguably, the gains that the government received from imposi-
tion of duty on private aircraft were far less than the gains the avia-
tion sector and nation would have enjoyed had favourable aviation 
policies been implemented instead. It gives us the latest initiative by 
the government to have the duty rolled back for private aircraft to 2.5 
per cent. The government having realised its folly has taken a step, 
albeit a short sighted one. Expectations were for a duty of zero per 
cent, at par with scheduled commercial operators. Even so, from a 
purely economic stand – it is extremely difficult to offer a seat at rea-

sonable amount in a small plane. If compared 
to an Airbus 320, the per hour per seat cost is 
approximately `3,000, the same seat costs 
`6,500 for a 37-seater charter aircraft. If a char-
tered seat costs higher than the scheduled car-
rier, why should the government levy a 2.5 per 
cent import tax, while the scheduled aircraft 
comes tax free?

We need to bounce back and we could 
do this only by bold steps. The government’s 
stated policies need to gel with the Prime Min-
ister’s call for ‘Acche Din’, or with the Finance 
Minister’s latest declaration where he said 
that the government is committed to follow 
non aggressive tax policies. In a recent ad-
dress the Finance Minister Arun Jaitley said, 

By Col. Sanjay Julka (Retd) 

A three-fold increase in investment and a six-fold increase in employment is an 
undeniable indication of the positive impact of civil aviation

Chartering a New Path

“The Railways 
brought in indus-
trialisation in 
the country.  
Civil aviation  
can bring in  
economic 
supremacy.”
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“I’ve been saying unfair and aggressive taxes momentarily will give 
a false belief that my taxation kitty is going to be very large... None 
of the controversial cases based on this ultra-aggressive approach 
have brought a single rupee of revenue. It’s only got Indian econo-
my a bad name.”

Infrastructure: No development is possible unless infrastruc-
ture is developed first. India needs to develop low-cost airports at 
Tier-II and -III cities with 24 x 7 capability on a priority basis. Fur-
ther, in the PPP model, there is a need to modify the existing OMDA 
to have at least 30 per cent infrastructure for general aviation. An 
inevitable revisit is necessary of the clause on ‘airports within 150 
km’, which prohibits development of new airports close to primary 
airports, especially since in the existing PPP model, airport opera-
tors have not catered for exclusive GA/BA infrastructure. To exploit 
full potential of helicopters, we need to develop rooftop helipads, 
night VFR operations, heliports in metros and helicopter corridors. 
IFR capable helicopters should be capable of carrying out satellite 
based approaches to fully utilize the potential of the indigenously de-
veloped space technology capabilities.

MRO and Logistics: The draft policy mentions steps that 
would be taken to boost MRO (maintenance, repair and overhaul) 
facilities. It is a positive step that will bring down sending aircraft 
overseas for maintenance and repair. Setting up MRO here will at-
tract foreign investment and also bring aircraft from overseas here 
for major maintenance, provided our tax regime, especially cus-
toms and airport rental charges support the MROs at busy airports. 
Setting up of manufacturing plants and assembly lines of OEMs 

need to be encouraged by the government by attracting OEMs/
logistic bigwigs with special economic zones and relaxed tax and 
regulatory environment.

Aviation Universities: There is need for world-class, govern-
ment sponsored/aided/PPP modelled universities giving a one-stop 
solution for all training needs of pilots, managers and technicians. 
While the training costs will be lower compared to what is offered 
overseas, such facilities will build skilled manpower base. 

Cost of Certification: The news of Supertech’s Cessna Citation 
Jet being stranded for over six months due to paperwork exposed the 
DGCA’s snail paced approach at processing and finalising permits. 
It is normal for a newly imported aircraft to be grounded for eight 
months for want of regulatory clearances, thereby incurring a fixed 
monthly expense of `50 lakh (for midsized corporate jets). Unfortu-
nately as the government officials are not held accountable for these 
expenses, the impetus to change their regulatory system is slow. 
Regulatory bodies are also unwittingly responsible for avoidable eco-
nomic wastage –for example, in order to check competency of crew 
in mock drills, expensive life rafts costing `15-30 lakh each are de-
stroyed by deploying them over land. Crew and ground staff flying 
same type of aircraft for six years are also made to conduct long prov-
ing flights, incurring expenditure of approximately `60 lakh on an 
avoidable exercise.

OperAtIOnAl Issues
Fuel is undoubtedly expensive in India but is not the only reason for 
the financial mess of many operators. The four major reasons for 

Popular Jet: Cessna Citation CJ2
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higher costs are 1) taxes, 2) unprecedented airport charges, 3) train-
ing costs and 4) unexplained high salaries of endorsed AMEs and 
pilots in command.

Taxes and unprecedented airport charges: Subsidies and 
promotions are required to boost growth and to keep the operation-
al costs down rather than promoting decision that would invariably 
lead to transferring of costs to end-users. In addition, the govern-
ment needs to include policies that promote competition and check 
monopolistic approaches by handlers and outsourced agencies 
working at the airport. Further, integration of maximum agencies 
at the airport and single window clearances/payments will also 
bring down operational costs.

High training costs and salaries: In India, crew salaries and 
training costs are far in excess of published costs for the same air-
craft as given in Conklin and Decker (C&D). 

Before we analyse these two components, let us also study the 
cost of living in India, compared to the rest of the world.

cOmpArIsOn: cOst Of lIvIng
In a clear conclusion from the above figures, all operational costs in 
India in all sectors, including aviation, should ideally be lesser than 
the world. That is perhaps the reason why in India, medical tourism 
is blossoming at the rate of 15 per cent. One of the reasons why this 
is not so in the aviation sector is the high salaries of qualified com-
manders and endorsed AMEs. Majority of the endorsed AMEs have 
multiple endorsements because non-endorsed AMEs need ‘on the 
job training (OJT)’ which is refused by endorsed AMEs so as to main-
tain the deficiency of skill in the country as this suits their demands 
for higher salaries. The Government needs to address this monopo-
list move by compulsory ‘OJTs’ by endorsed AMEs. Another way to 
rationalise this excess in salary is to understand that our regulatory 
system unnecessarily demands higher skill levels thereby creating a 
shortage and resultant higher salaries. The world over, a pilot with 
more than 1,500 hours experience can fly an aircraft with all up 
weight over 5,700 kg as a Captain, immediately after simulator train-
ing. However, in India he has to fly 100 hours under supervision be-
fore flying as Captain. Two years back, one pilot of Indian origin, who 
was having FAA licence endorsed with Citation XLS, was inducted 
by an Indian operator on FATA (Foreign Airlines Temporary Au-
thorisation). This pilot flew close to 1,000 hours on the aircraft. Two 
years later, when he applied for an Indian licence, DGCA made the 
pilot undergo 100 hours of co-pilot experience on the same aircraft 
before he started flying as pilot under the Indian licence!

The world over, pilots undergo ‘proficiency checks’ once a year 
whereas Indian pilots undergo checks twice a year. Also route checks 
are conducted during their yearly simulator sessions, while Indian 
pilots have to undergo two such checks on the aircraft annually. Like-

wise, there are innumerable requirements 
/ restrictions imposed on Indian pilots 
which are not applicable in other countries. 
If one were to press any regulatory official 
for a reason, it would not be surprising to 
hear “Indian conditions” as the prompt re-
sponse. As for what these ‘conditions’ are, the question is left unan-
swered. This lack of clarification results in escalating costs on train-
ing, grounded aircraft, experienced pilots becoming deficient, and 
an abundance of newly trained and jobless co-pilots.

regulAtOry OverhAul
The government can immediately roll back taxes and reduce import 
duties or regulated airport/navigation charges. The difficult part is 
changing the culture and the manner of functioning of the execu-
tives. The DGCA’s age-old culture of being overregulated, disorga-
nized and unfriendly only adds to the woes of private/charter aircraft 
owners and operators. If and when the DGCA realises its role is to fa-
cilitate operations and not to stop it, cultural change will come about 
and things will fall in place.

The worse the government has been doing for the aviation sec-
tor is to change the Director General every few months. A DG who 
has five years for his retirement (may even consider extension if 
the official is a true patriot), who is also a technocrat in the field of 
aviation or has worked in Ministry of Civil Aviation before, should 
be carefully chosen. Infrastructure, technology, trained manpower, 
finances and power should be given to facilitate him—only then can 
the DGCA change for good.

Other Ministries: Other ministries need to treat aviation busi-
ness on priority, because they need to realise that growth of aviation 
will contribute immensely to the growth of their own industry. Cus-
tom clearances need to be made 24 x 7 with provision for express 
clearances. Likewise, Ministries of Home Affairs, Finance, External 
Affairs, Telecommunication and Defence, all play a significant role 
in the functioning of aviation and could immensely contribute by ad-
dressing aviation concerns on priority.

Media: The aviation industry has been speaking the above lan-
guage over the past many years, but, it is alone. The nation has not 
joined in yet—or perhaps the more commonly interacted—with 
scheduled operators blind it. Many people may not know that out-
side the scope of scheduled airlines lies the vast segment of general 
aviation, a segment that includes business jets and small fixed- and 
rotary-wing aircraft. Many among those who do know about gener-
al aviation view this segment as an indulgence, mostly consisting 
of aircraft owned by rich businessmen/industrialists. The media 
needs to clear the ill-conceived perception of luxury of private jets 
by highlighting other uses of general aviation like remote area con-
nectivity, medical evacuation, geographical surveys, oil explora-
tion and fighting national calamities and terrorism.

A revolutionary push is required to boost the “Charter Indus-
try” and media needs to take the lead. “The Railways brought in in-
dustrialisation in the country. Civil aviation can bring in economic 
supremacy.” BAI

Col Sanjay Julka (Retd) currently holds position of Director Opera-
tions at India Fly Safe Aviation Limited( IFSAL). After a successful 
tenure spaning 24 years in the Indian Army, he took premature re-
tirement in January 2012 and soon entered into civil aviation sec-
tor. With his vast knowledge and experience of serving in Army Avia-
tion, he is now leading India’s largest NSOP with great expertise.

cOmpArIsOn wIth c&D
Aircraft Crew Sal-

ary India 
in USD  

per hour

Crew Sal-
ary C&D in 

USD  
per hour

Training 
Cost India 

in USD  
per hour

Training 
Cost C&D 

in USD  
per hour

Citation CJ 2 501 407 103 43

Pilatus NG 306 190 75 25

Bell 429 584 693 152 81
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By Group Captain R.K. Bali (Retd)

Regional and remote air-connectivity in India 

 The Way Forward

Perfect Take-off: A representative photograph of Pilatus PC-24 taking-off from a remote location
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A fter long, we are talking about regional and remote 
air connectivity, realising how intrinsic it is to economic 
development. It is better late than never. In fact, it was 
in the beginning of 1990s that the whole idea of regional 
and remote connectivity was conceived after private 

players were allowed to start scheduled airlines. But then market dy-
namics prevailed and civil aviation authorities soon realised that the 
private operators were only focusing on metro routes, as these were 
the only market-friendly and profitable ones at that time. 

That pan-India air connectivity has very high multiplier effects 
on the local economy of the vastly different regions across India is 
understood by all the stakeholders. As regards the government, it is 
a constitutional obligation, to facilitate pan-India air connectivity. 
It is only now that the government is giving it the needed thrust to 
begin with by drafting a new Civil Aviation Policy. The Ministry of 
Civil Aviation (MoCA) in the draft policy has quoted a report of the 
International Civil Aviation Organisation (ICAO) which states that 
“every rupee spent on air transport and every single job created in 
aviation has multiplier effect on the economy and employment by 
3.25 and 6.10 times respectively”. 

Therefore, the government’s Route Dispersal Guidelines 
(RDGs), issued in 1994 was a well-intended directive aimed at 
ensuring inclusive economic growth of the nation through better 
regional/remote air-connectivity. These RDGs mandated 10 per 
cent of ASKMs (Available Seats Kilometres) flown on Cat I Routes 
(mostly between all metros) to be deployed on Cat II Routes (com-
prising North East region, Jammu and Kashmir, Andaman Nicobar 
and Lakshadweep). Further, one per cent of ASKMs on Cat I were 
to be additionally deployed on Cat IIA Routes (intra Cat II desti-
nations) and 50 per cent of ASKMs of Cat I Routes on Cat III (all 
other destinations across India). Surprisingly, this RDGs Directive 
of 1994 remained a sacrosanct document for the next two decades. 

It is only in November 2014 that the MoCA initiated the propos-
al to revise these guidelines when actual deployed capacity on Cat 
II routes had more than doubled the mandated figure of 10 per cent 
of deployed capacity on Cat I Routes. The deployed ASKMs on Cat 
II Routes too have grown to around 1.5 times the mandated figure of 
one per cent in the 1994 directive.

Government’s InItIatIve
The revised RDGs, prepared last month by MoCA as part of the 
Draft National Aviation Policy, propose to increase the number of 
Cat I Routes, from earlier 12 to 26, adding more routes connecting 
the metros to some state capitals where passenger traffic had crossed 
5,00,000 per annum during the year 2013. It has also proposed to 
add airports in Uttarakhand and Himachal Pradesh to existing Cat 
II list. The revised document was discussed by MoCA with all the 
stakeholders, twice during January 2015. While the need for inclu-
sive economic growth, through air-connectivity across the country, 
should never be lost sight of, it would be absolutely necessary to en-
sure long-term commercial viability of the airlines while ensuring 
that remote/regional routes are connected through a very balanced 
and proactive approach. Such an approach would essentially be a col-
laborative one requiring equal participation of both, the airlines and 
the government, including state governments. 

The government should ensure that it provides incentives and 
brings in the necessary regulatory changes to facilitate deploy-
ment of small aircraft on remote/regional routes which pose stiff 
challenges in terms of passenger load factor and aviation infra-
structure. The affordability of ticket price would remain a key fac-

tor to ensure commercial sustainability 
of these routes. The very fact that actual 
deployment on Cat II Routes more than 
doubled the RDGs, while Cat IIA Routes 
grew 1.5 times—clearly indicates that 
government’s incentives would have to be 
more focused on Cat IIA type routes. 

ProPPInG scheduled commuter aIrlInes 
In August last year, the Ministry had proposed a list of 87 remote/ 
regional airports all over India to be incentive destinations. All 
these destinations have constraints of infrastructure and unstable 
demand, necessitating deployment of small-sized aeroplanes and 
helicopters. The government plans to categorise as ‘Scheduled 
Commuter Airlines’ (SCA)—small aircraft operators flying at least 
four times in a week to any of these incentive destinations. The 
SCAs will have the onerous task of developing these remote routes 
by proactively monitoring a well-designed long-term business plan. 
The gestation period in aviation industry is invariably long and 
those without a 10 to 20 years business development plan would 
always struggle to sustain viable operations.

the Way ForWard
The government should consider doing away with the RDGs 
mandated deployment of one per cent on Cat IIA Routes as these 
would be serviced only by small aircraft. It should rather give di-
rect incentives to SCA in terms of capital side subsidies – cheaper 
capital/lower interest rates for loans taken to purchase aircraft. 
In its draft discussion paper on Remote/Regional Area Air Con-
nectivity of August 2014, the Ministry had proposed to establish 
an Air Connectivity Fund (ACF), as a long-term measure to pro-
vide necessary financial support to promote air connectivity to 
remote/regional areas. This ACF should primarily be used to offer 
soft loans to SCA operators and develop aviation infrastructure at 
incentive destinations. 

All the state governments are important stakeholders in im-
proving air connectivity in their respective strategic/remote areas 
and will also have to play active role in facilitating SCA operations 
by appointing a ‘nodal officer’ at each destination airport. The state 
governments should incentivise SCAs by providing complimen-
tary ground handling services and waiving off all applicable local 
taxes. The remotest destinations will require greater support of 
the state government in terms of underwriting of seats with a fast-
tracked and transparent reimbursement mechanism. The states 
should also develop matching rail/road connectivity from incen-
tive destination airport to the nearest city. Like the SCA operators, 
state governments would have to come forward with 10 to 20 years 
prospective plan and, while closely monitoring the development of 
these routes, take a total review the proposed incentives not before 
a period of five years. 

collaboratIve aPProach 
In conclusion, it would be important to reemphasise the impor-
tance of providing remote/regional air connectivity to fast-track 
India’s economic growth. Sustainability of such a connectivity is 
only possible when the government and the industry work as part-
ners to embark on a collaborative approach. Establishing the ACF, 
bringing about regulatory changes and providing infrastructural 
support would be key factors in ensuring an economically devel-
oped India has compatible and enabling air connectivity. BAI
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By Claudio Camelier
Vice President, Sales & Marketing, Asia Pacific & Middle East, Embraer Executive Jets 

As India moves towards regional and remote area connectivity, the deployment of 
small aircraft becomes crucial and Embraer Executive Jets is ready to provide the 

broadest portfolio of jets to meet the country’s needs. 

Enabling Business
Through Regional Connectivity 

Phenom 100E: Premium comfort, outstanding performance, speed and economical operating costs 
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In respected forecasts, reports and analysis, it is acknowl-
edged that a confluence of regulatory acceptance, commitments 
to strengthen the country’s aviation infrastructure and a revival 
in economic growth will result in an unprecedented boost to 
India’s business aviation sector. And this growth will not be re-

stricted to the rich and famous; indeed, like the mature business avi-
ation markets in North America and Europe, the main beneficiaries 
of this success will be small- and medium-sized companies, entities 
that will be the chief contributors to the economic growth expected 
in the coming years. 

Unrivalled efficiency 
As a business tool, executive jets offer an unrivalled efficiency and 
are able to directly reach markets across India in much shorter tran-
sit times than commercial airplanes, trains or automobiles. Business 
jets also provide a flexibility and convenience that allows the individ-
uals to travel where they want to and when they want to, providing 
individuals the ability to have more time at home with their families. 

Embraer has an understanding of business aviation that com-
bines its Brazilian heritage with expertise as one of the world’s lead-
ing manufacturers of commercial jets. This understanding is clearly 
illustrated in the first clean-sheet design launched by Embraer Ex-
ecutive Jets, the Phenom, an aircraft that has set new standards for 
the entry and light jet sectors. 

Phenomenal Performance
The Phenom 100E has revolutionised the entry jet segment with its 
premium comfort, outstanding performance and speed, and operat-
ing costs comparable to turboprops on some routes. With the largest 
cabin and cockpit in its class, the Phenom 100E is perfectly suited for 
owner-pilots that require a high utilisation aircraft for journey’s close 
to 2,200 km. The usual trip for current owners averages 1,100 km to 
1,300 km, which allows for city-hopping or reaching those second- 
and third-tier cities with limited commercial airline service. The 
Phenom 100E’s short runway capabilities also allow the aircraft to 
land at some of the more remote airports in India. 

The larger Phenom 300 has been a success since entering ser-
vice in 2009. Now the most delivered business jet in the world for 
the second consecutive year, the Phenom 300 already has more than 
50 per cent of the light jet sector, and accounts for a large slice of the 
nearly 600 Phenom jets that have entered service in the past six 
years. This phenomenal growth only confirms the two aircraft are 
perfectly suited for their markets. 

natUral fit
Embraer’s Phenom 300 is a natural fit for the In-
dian business communities’ regional connectiv-
ity needs. With a range of 3,650 km, not only can 
it quickly transport nine passengers in comfort 
to areas across India and neighbouring coun-
tries underserved by commercial airlines, it 
also has the hot and high performance to reach 
airports inaccessible to many aircraft. Added to 
this is a cabin with amenities not offered in oth-
er light jets, such as seats that recline, swivel and 
slide forward and back, and the largest baggage 
compartment in its class. 

For companies that require more capacity 
and range, Embraer Executive Jets also offers 
the most innovative, and newest, aircraft in 

the mid-light and midsize sectors. These 
aircraft – the Legacy 450 and Legacy 500, 
respectively – personify Embraer’s desire 
to provide aircraft with the best perfor-
mance, comfort and operating cost in their 
class while offering the capacity, technolo-
gy and amenities once restricted to larger, much more expensive jets. 

new generation bUsiness jets
The Legacy 500 is the only midsize executive jet equipped with full 
fly-by-wire (FBW) technology, along with digital flight controls and 
side sticks. The aircraft can seat up to 12 passengers and has a stan-
dard range of 3,125 nm. It is a new generation business jet that rede-
fines the midsize category – its interior provides unrivalled comfort 
and style on a six-foot (1.82-metre) stand-up cabin with flat floor. 

The Legacy 500 has been widely praised since entering service 
towards the end of 2014 and notable mention has been made of the 
fly-by-wire system, a safety and performance enhancement that has 
never been used in an aircraft of this size. The same benefits will be 
provided in the Legacy 450 when it enters service later this year. 

Long-haul needs are met by Embraer Executive Jets’ larger air-
craft: the super-midsize Legacy 600, the large Legacy 650 and the 
ultra-large Lineage 1000E. 

These aircraft are based on Embraer’s successful commercial air-
craft and offer the high utilization and low maintenance costs demand-
ed by the airline industry. The Legacy and Lineage lines also provide the 
range, performance and comfort to fully utilize the benefits of India’s 
strategic geographic location. Embraer Executive Jets’ portfolio of seven 
aircraft provides the fundamentals to help India’s business aviation sec-
tor grow alongside the improved regulatory and financial environment. 

Each of Embraer’s aircraft provides their users – be they single 
owner-pilots, medium-sized companies or large multinational corpo-
rations – a productivity boost that cannot be matched by any other 
mode of transport, and with cutting-edge in-flight connectivity sys-
tems now widely available Embraer Executive Jets’ aircraft truly are 
offices in the skies. 

And while Embraer focuses on providing premium comfort, 
these aircraft are not luxuries. Business jets are proven business 
tools, and with the industry’s best utilization rates Embraer busi-
ness jets are just as suited for shuttling employees between facilities, 
transporting tools and materials or reaching potential clients in re-
mote areas as they are for ferrying executives.

Embraer Executive Jets is committed to India’s business avia-
tion sector and has a solid customer support and services network 
consisting of multiple Embraer Authorised Service Centres, Field 

Support Representatives based in India and 
Embraer’s Customer Support and Services or-
ganisation in Singapore – Embraer Asia-Pacific’s 
regional headquarters. There is also a Regional 
Distribution Centre in Singapore that manages 
the inventory of spare parts and distributes it 
to locations where it is needed. On top of that 
there is a 24-hour Customer Contact Centre at 
Embraer’s headquarters in Brazil that is always 
ready to ensure Embraer’s customers receive 
prompt and comprehensive support. BAI

For more information, please contact Abhishek 
Sinha, Regional Sales Director, Embraer Execu-
tive Jets at abhishek.sinha@sin.embraer.com.

embraer execu-
tive Jets is com-
mitted to india’s 
business aviation 
sector and has a 
solid customer 
support and ser-
vices network
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By Group Captain R.K. Bali (Retd) 

The Directorate General of Civil Aviation (DGCA) has had a strict approach – if it is not 
the object of a legal provision, then it cannot be done. 

Small Aircraft Regulation: 
Need for Introspection

The International Civil Aviation Organisation (ICAO), 
as one organisation representing all nations, was estab-
lished to have international standards for safe operations 
of civil aviation around the globe. While ICAO issues ac-
ceptable standard & recommended practices (SARPs) in 

the form of Annexures for safe and efficient conduct of internation-
al civil aviation operations, each member state has been given the 
right, vide Article 38 of ICAO, to depart from international standards 
and procedures when it is felt impracticable to comply in all respects 
with any such SARPs or bring its own regulations or practices into 
full accord with any international SARPs after amendment of the 
latter. Article 38 also lays down procedure for filing the ‘difference’ 
between its own practice and that 
established by ICAO. 

Around the world, different 
countries have different approach-
es towards regulating operations of 
civil aircraft. In some, “if it is not 
prohibited then it is legal (taking 
into account good faith and eth-
ics)”. In others, “if it is not permit-
ted by law then it is illegal. Civil 
Aviation industry has grown dif-
ferently throughout the world de-
pending which one was applied. In 
the US, Federal Aviation Adminis-
tration (FAA), which is the regula-
tor, follows the first approach and 
has the largest number of small 
aircraft operating in the world.

DGCA ApproACh
The Indian Directorate General 
of Civil Aviation (DGCA) has had 
a strict approach – if it is not the 

object of a legal provision, then it cannot be done. The way this ap-
proach was applied in India has led to framing regulations as a rep-
lica of ICAO’s SARPs, with all operational and training requirements 
being similarly applied to small domestic turboprop aircraft and 
the internationally operating big-sized jet. Any deviation from such 
uniformly applicable regulations, albeit not even relevant, by small 
aircraft operator, needs ‘one time approval’ to be given by a compe-
tent authority in the DGCA. This has resulted in what has been often 
described as unnecessary and complicated, therefore burdensome to 
the small aircraft industry. 

It appears that the DGCA has felt necessary to codify exactly 
ICAO Annex 6 provisions, dealing with operation of aircraft, and it 

believes that ICAO will have issues 
should it do otherwise. However, as 
stated before, Convention on Civil 
Aviation (Article 38) recognises 
that, in exercising its sovereignty, 
a Contracting State is not obliged 
to codify ICAO provisions in its na-
tional regulations.

SAfety MAnAGeMent SySteM
The Safety Management System 
(SMS) developed by ICAO (An-
nex 19) and being adopted world 
over, including the United States, 
is based on the philosophy of ‘due 
diligence’ and proactive approach 
to assess specific risks for every 
operation and taking all possible 
steps to mitigate these risks to ac-
ceptable levels. Safety is not to 
be confused with absence of risk. 
Every aircraft operation will be in-
volved with some risks, but it is to Ph
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be ensured that each flight is operated after ensuring risks are miti-
gated to tolerable levels, without any element of complacency. 

The biggest factor causing accident around the world is human 
error. In case of human error accidents involving ‘well-trained’ and 
‘experienced’ crew (mandatory requirement for all commercial 
operations), it is often found that ignorance and arrogance are the 
main causes. While ignorance of ‘perceivable risk’ can be addressed 
through focused education, arrogance is the one most difficult to 
handle. Safety regulations have to be focused 
on where risks lie, and they need to be propor-
tionate, open and transparent. Pilot’s attitude 
to perceivable risk is the real cause of most of 
the human error accidents, especially the ones 
that are painfully repeated around the world. 
No regulator can legislate to protect people 
from their own attitude. Therefore, the best 
safety devise would be – a well-trained pilot, 
able to appraise risk and proactively mitigates 
all risks to tolerable and controllable levels (tol-
erable doesn’t necessarily mean acceptable). 

DGCA followS europeAn SAfety  
StAnDArDS
The DGCA tends to follow European safety 
standards regulated through EASA. It is, there-
fore, pertinent to mention that Finland, which 
is one of the heavily regulated nations and 

doesn’t outsource any safety task, has worse safety record than other 
European nations. United Kingdom, on the other hand, has better 
safety record, where some safety tasks are delegated to aviation as-
sociations and other bodies. 

There is an urgent need for the DGCA to bring more pragmatism 
and flexibility in framing regulations and discharging its responsibil-
ity as safety regulator. ‘Duty of care’ towards an unsuspecting public 
has to be exercised diligently and in a balanced manner, keeping in 

view national interest of ensuring affordable 
pan-India air-connectivity. In the development 
of rule-making, the US FAA is obliged, inter alia, 
to conduct an economic impact assessment and 
cost-benefit analysis and the result is evident 
with more than 70 per cent of world’s general 
aviation (GA), comprising predominantly small 
aircraft, operating there*. The DGCA does not 
have the means of its regulatory ambitions as it 
does not have the means to enforce them.

It would be in the best interest of all the 
stakeholders of the small aircraft industry in 
India, including the DGCA, to follow a prag-
matic and collaborative approach to rule-mak-
ing to ensure an enabled aviation and inclusive 
growth of Indian economy. BAI

*Para 2.3.2 of ICAO Project IND/10/805 
(Roadmap for General Aviation)

there is an 
urgent need for 
the DgCa to bring 
more pragma-
tism and flex-
ibility in framing 
regulations and 
discharging its 
responsibility as 
safety regulator.

Dassault Falcon 7X
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By Group Captain R.K. Bali (Retd) 

The existing OMDA has many other flaws, besides becoming  
an instrument for accession of national assets to private parties  
for 60 long years

Airport Privatisation 
Not Helping GA Operations 

The Union Cabinet recently approved the Operation, 
Management & Development Agreement (OMDA) signed 
between the Airports Authority of India (AAI) and the pri-
vate airport operators managing major airports in India 
under the public-private participation (PPP) model. It 

appears that it is a rushed document considering that it has not 
really factored the concerns of the general aviation (GA) sector. 

Before we come to the OMDA, we need to look at how airports 
and airport privatisation have been part of the development of 
Indian aviation. The AAI was established under the AAI Act of 1994 
to discharge the responsibility of developing, operating, managing 
and maintaining airports in India. The two separate entities the 
International Airports Authority of India (IAAI), controlling air-
ports at Delhi, Mumbai, Kolkata, Chennai and Thiruvananthapuram 
and the National Airport Authority (NAA), managing all other air-
ports in India prior to 1994, were amalgamated into one as the Air-
ports Authority of India. 

Profitable airPorts Privatised 
The merger was aimed at achieving inclusive growth of airports 
in India, as the NAA was unable to generate adequate financial 
resources to meet the requirements of development and moderni-
sation at commercially unviable airports. Ironically, the first two 
airports to be privatised, in April 2006, were Delhi and Mumbai 
– the two generating maximum revenue for erstwhile IAAI. The 
ostensible reasons for their privatisation were to improve quality, 
efficiency and increasing competition. It is not understood why 
the most profitable airports were chosen for privatisation when 
AAI itself was constituted to allow inclusive growth of airport 
infrastructure in the country by utilizing substantial revenue col-
lected at metro airports. 

The joint venture company (JVC) created for privatisation of 
both these airports had AAI as a junior partner with 26 per cent 
stake. The AAI needed funds, either from the government or through 
private participation, to modernise metro airports to international 

standards. The private partnership in any infrastructural sector 
should always be without compromising on the government’s consti-
tutional obligations to build affordable facilities in the country in an 
equitable manner. Autonomous constitutional bodies for infrastruc-
ture sectors are created for this very purpose and they need highly 
competent professionals as leaders to provide the right environment 
for sustainable development. 

The recent decision of AAI to compete for Mopa Greenfield air-
port at Goa bears testimony to the fact that such autonomous bodies, 
given the right professional environment, would gain the confidence 
to compete with the best in the business. It would also raise many 
questions on the existing provisions of OMDA, which reduced AAI’s 
role to that of a mere spectator for development of metro airports in 
the country. 

flaws in oMda
The existing OMDA has many other flaws, besides becoming an 
instrument for accession of national assets to private parties for 
60 long years. The private airport operator can never be expected 
to fulfill government’s constitutional obligation for provision of 
infrastructural facilities to all the stakeholders, either big or small. 
There is no provision in the OMDA to develop specific infrastruc-
ture for general aviation industry and some private airport opera-
tors conveniently interpret this to be the mandate to treat GA as 
persona non grata. There has been no effort to build any infrastruc-
ture for GA at Chhatrapati Shivaji International Airport (CSIA) in 
Mumbai, while for the Scheduled Commercial Airlines (SCA) the 
capacity has doubled in the last eight years. The story in Delhi – 
where adequate additional land is available for equitable develop-
ment of GA infrastructure – is not much different. 

Ga neGlected 
Private operators of airports are driven solely by commercial inter-
ests and would look for every loophole in the OMDA to maximise 
its income. The biggest loophole in the existing OMDA is the omis-
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sion of ‘mandating specific GA infrastructural requirements’. Small 
aircraft operated by GA operators – though provide best option for 
direct remote area connectivity from a metro – are treated as source 
of nuisance by private operators of these airports. The reason for this 
is purely commercial, as these small aircraft generate much less rev-
enue, compared to big-sized aircraft of scheduled airlines, in terms of 
landing and parking charges. 

aeronautical and non-aeronautical confusion
There is much confusion when it comes to 
demarcating aeronautical services from non-
aeronautical services, as separately listed in 
Schedule 5 and 6 respectively of the OMDA. 
Given the choice, private operators of metro 
airports like to interpret all services provided 
to GA operators as ‘general aviation services’ 
listed in Schedule 6 (non-aeronautical ser-
vices), whereas, only services non-essential 
to operations of aircraft like banks, ATMs, 
duty-free shops, hotels, etc are supposed to be 
treated as non-aeronautical. There are some 
facilities like maintenance hangars of aircraft 
which have been listed both under aeronauti-
cal and non-aeronautical in the OMDA, with 
different nomenclature like ‘hangarage of air-

craft’ and ‘hangars’, respectively. 
Further Ground Handling (GH) services have been listed in 

Schedule 6 under the non-aeronautical category, while Airport Eco-
nomic Regulatory Authority (AERA) Act of 2008 lists them as aero-
nautical. All this indicates that the OMDA was perhaps a hurriedly 
drafted document and needs to be revised soon by forming a commit-
tee of industry experts to ensure GA industry is not made to suffer at 
the hands of profit-seeking private operators of metro airports. The 
AERA Act, enacted in 2008, grants MoCA the authority to issue direc-

tions on regulating charges for services, which 
it considers aeronautical but not listed as such, 
after consulting all the stakeholders and record-
ing in writing the reasons for doing so. The gov-
ernment should consider doing so immediately 
to allow growth of GA/BA industry in India. BAI

Group Captain R.K. Bali (Retd) is the Secre-
tary of BAOA and regularly interacts with 
ministry /regulatory authorities to get GA/
BA issues addressed. The article is based on 
experience of dealing with infrastructural 
issues adversely affecting GA/BA operations 
at metro airports and Airport operator’s total 
apathy towards this important segment of 
aviation industry. 

The biggest 
loophole in the 
existing oMDA 
is the omission 
of ‘mandat-
ing specific GA 
infrastructural 
requirements’

Corporate Aviation Terminal in Mumbai
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By R. Chandrakanth

Staying connected, irrespective of the aircraft you are flying, is the way to go

Connected World

In ground, how do we stay connected through technology? We 
call, we text and we e-mail, not to forget we watch movies, check 
the weather, catch up with news, etc, irrespective of whether 
we are stationary or on the move, and all instantly. We use the 
smartphone, the iPad, or the laptop. Exactly, the same can be 

now done in the skies. That is the power of ICT (information and 
communication technologies). 

In business aviation ‘staying connected’ is intrinsic to its nature 
of operations. Someone rightly said that part of the business of own-
ing a private aircraft is the ability to conduct business while on that 
aircraft. 

Facilitating that there have been many significant technologi-
cal breakthroughs in communication which are getting integrated 
into aviation at a fast pace. Technology is rapidly evolving. It never 
stands still. Global mobile communications is growing at an astound-
ing pace, giving access to fast, uninterrupted inflight connectivity at 

speeds we are used to on the ground. 
There are many enterprise software systems and applications 

that allow us to conduct business virtually in air.

Fastest inFlight internet connection 
Inmarsat’s Global Xpress (GX) is one. It is the world’s first worldwide 
Ka-band mobile satellite system, which is on track for global com-
mercial service introduction in the second half of 2015, both for com-
mercial passengers and for business aviation. 

Soon business jets will have access to Internet speeds of 50 
Mbps, anywhere in the world. It is expected to be the fastest inflight 
Internet connection available. Called Jet ConneX, it will be powered 
by GX Ka-band satellites which are seven metres tall and the solar ar-
rays, which provide the satellite’s power, have the same wingspan as 
a Boeing 737. Once in orbit nearly 36,000 km from Earth they weigh 
3,750 kg each. Three of them in orbit will provide global coverage. 

Mobile Connectivity: 80 per cent of passengers carry smartphones
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The first satellite is already in orbit over the Indian Ocean and en-
tered commercial operation and the second and third satellites are 
expected to be launched this year. 

Wheels-up to Wheels-doWn connection
Meanwhile, Iridium had its OpenPort Aero system for the first time 
on a business aviation flight in October last. The Iridium OpenPort 
Aero is a unique system that allows users to connect in flight to their 
smartphone, tablet or laptop from wheels-up to wheels-down, any-
where they may fly.

The groundbreaking hour-long flight test took place on a Bom-
bardier Challenger 604. The testing crew utilized four iPads and two 
smartphones to test speed levels, access websites, download data, send 
e-mail and texts and make phones calls over the Iridium network. This 
was all made possible through the help of Iridium’s technology partner 
LiveTV, who has adapted the Iridium OpenPort technology for use in 
a wide range of aeronautical platforms and applications.

Similarly, ViaSat offers high-speed Internet service for business 
and VIP aircraft. ViaSat’s Yonder and Exede in The Air services for 
general aviation ensures well-connected workspace and entertain-
ment. Yonder in-flight Internet is said to be the fastest service over 
land and water for business jets. ViaSat delivers an unmatched Inter-
net experience to hundreds of aircraft on its global Ku-band network. 

ViaSat is also responding to the simultaneous growth in mobile 
devices and bandwidth demanded by passengers with Exede in The 
Air service for general aviation. Leveraging its leadership in true 
high-capacity Ka-band satellite technology, one can circle the globe 
and get the best in-flight Internet service on its Ka- and Ku-band sat-
ellites, no matter where one travels. 

productive and entertained onboard 
You can be productive and entertained while on board: conduct HD 
videoconferences; stream music; watch HD IPTV & videos; connect 
to corporate VPNs; browse the web; and send and receive e-mail and 
files at great speeds. These are already in operation on commercial 
airlines. The ViaSat advantages include predictable monthly fees 
which allows for better budget planning; service available through 
all phases of flight including taxi, take-off and landing; network cov-
erage over 90 per cent of the world’s most popular flight paths. The 
communication shipsets are designed specifically for business and 
VIP aircraft – large cabin business jets use the Aero Mobile Teminal 
5230 Ka-band system and VMT-1500 Ku-band system, the lightest, 
smallest-footprint terminals. 

In the US where all the communication trends are set, there are 
several providers. Aircell is one company that provides a solution for 
the business traveller to stay connected while on a corporate or busi-
ness jet. The Aircell High Speed Internet, business jet passengers can 
enjoy streaming video, access corporate VPNs, 
etc. Technology is gaining ground in this area 
as well with the invent of Apple’s iPad, making 
it even easier to conduct business on the fly. So is 
Itasca-based Gogo, one of the largest provider of 
in-flight Wi-Fi in the US.. Gogo business aviation 
claims to be the only company that can offer the 
best of today’s in-flight connectivity plus today’s 
hottest inflight entertainment service. Gogo In-
ternet operates on wireless signals provided by 
Gogo’s Air-To-Ground network, a reliable net-
work of cellular towers spanning from sea to sea. 
While the Gogo Network has wired the entire 

continental United States for skyward Wi-
Fi, actual signal strength and coverage may 
vary by altitude and network traffic volume. 

The UCS 5000 smartrouter works with 
Gogo Biz, so it supports Gogo Text & Talk 
(use your own phone in flight). It also powers 
Gogo Vision for on-demand in-flight entertainment at your command. 
In addition, the UCS 5000 is an operational marvel. It is small. It is af-
fordable. It adds new features with software keys instead of hardware. 
And it completely reinvents updating – doing so wirelessly and auto-
matically.

Fully connected aircraFt
Amjet Executive SA was the first ‘fully connected aircraft’ worldwide 
in May 2013. The Dassault Falcon 7x jet is equipped with OnAir’s in-
flight mobile phone and Wi-Fi products linefit installed. 

“It is certainly a pleasure to fly on our aircraft, but it must also 
be productive time. Your office needs to go with you and an integral 
part of that is being able to stay in touch, both by phone and e-mail, 
as if you were on the ground,” said Captain Abakar Manany, Amjet 
Executive SA Chairman. “We selected OnAir because it is the only 
company that can provide both GSM and Wi-Fi connectivity for busi-
ness jets, everywhere in the world.”

Mobile and WiFi OnAir enables business jet passengers to use their 
mobile devices exactly as on the ground. It works in the same way as 
international roaming: simply turn on your phone and start using it. All 
charges are included in the user’s standard mobile phone bill, making 
the payment process both simple and transparent. Internet OnAir cre-
ates a Wi-Fi network in the aircraft, providing Internet access through 
any Wi-Fi-enabled device, including smartphones, tablets and laptops. 

“Just five months after our linefit agreement with Dassault, we 
are now announcing the first delivery. It shows both the high level de-
mand for inflight connectivity in the business jet market and that we 
deliver on our promises”, said Ian Dawkins, CEO of OnAir. “More than 
ever, given the economic climate, a business jet has to be a quantifiable 
business tool. Passengers must be able to work during the flight. For 
that to happen, they need to be able to use their mobile phones and 
laptops as if they were at their desks. That is what OnAir delivers.”

Connectivity on the ground or on air or on sea has become a 
natural communication feature. Commercial airlines are increas-
ingly offering this service and the demand is growing phenomenally. 
SITA OnAir celebrated 2014 with 13 million people taking advantage 
of MobileOnAir which is on 15 airlines worldwide. The demand for 
mobile connectivity has never been higher, with over 80 per cent 
of passengers carrying smartphones. In 2014, mobile data was the 
most popular service, used by 65 per cent of the passengers who con-
nected to OnAir’s onboard mobile network. Text messaging account-

ed for 31 per cent of usage and phone calls  
made up 21 per cent. Many passengers use 
 MobileOnAir for all three activities, as people 
do on the ground. 

Over the coming years, mobile data us-
age will continue to grow, driven by smart-
phone penetration. Voice also remains an 
important service, especially for business 
passengers. If commercial airlines are of-
fering, business and corporate aviation cer-
tainly has to be ahead of this game. Staying 
connected, irrespective of the aircraft you 
are flying, is the way to go. BAI

connectivity on 
the ground or on 
air or on sea has 
become a natural 
communication 
feature
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By Claudio Camelier
Vice President, Sales & Marketing, Asia Pacific & Middle East, Embraer Executive Jets 

Brazilian aerospace major Embraer is a company with a rich engineering history and 
is growing from strength to strength globally

Innovation and Design 
Par Excellence

Impressive Display: An array of Embraer Executive Jets

Embraer was established in 1969, and it has grown from 
its Brazilian roots to a globally renowned enterprise that 
designs, develops, manufactures and sells aircraft for the 
commercial, defence and security, and executive aviation 
segments. It is the world’s largest manufacturer of commer-

cial jets with up to 130 seats.
Building on its strong engineering foundation in manufacturing 

commercial and defence aircraft, Embraer Executive Jets moulded 

its entry into the executive aviation market in the year 2000 through 
extensive customer interaction and research and is now a seasoned 
player that constantly brings fresh perspectives to the market. 
Embraer Executive Jets is now the only manufacturer to offer a full 
portfolio of business jets – from the entry-level Phenom 100E to the 
ultra-large Lineage 1000E.

Today, more than 750 Embraer Executive Jets are operating in 
over 50 countries, and they are making headlines around the world. 
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It was announced last year that the Phenom 300 was the most deliv-
ered business jet in 2013. Also, the Honeywell Survey of Purchase 
Intent rated the Legacy 650 as the most desired jet in Asia in 2014.

A strong support structure for customers in indiA
India is the first country in Asia-Pacific to have the widest portfolio 
of Embraer Executive Jets (all models except for the Legacy 500). 
These jets are used by corporations, the Indian Government, pri-
vate charter services and private individuals. Despite the different 
profiles, there is one common factor that prevails among the users 
of business jets – the business jets are viewed as a ‘business tool’ 
enabling one to manage their travel and be in control of where to go, 
when to go, and sometimes even, who to go with.

All of Embraer Executive Jets’ portfolio of aircraft – from 
the Phenom 100E to the Lineage 1000E are well regarded for its 
design, high performance reliability, low operating costs, and ease 
of maintenance.

Take for instance the Phenom 100E – it is Embraer’s entry-level 
ideal for travel from places like Mumbai to cities across India, Sri 
Lanka and can carry up to seven passengers. The flexibility of this 
enhanced jet allows you to take off and land on short runways, while 
fuel economy helps to keep operating costs low, lower than some tur-
boprop aircraft.

At the other end of the spectrum, you have the Lineage 1000E 
which is an ultra-large executive jet and the only business jet in its 
category to provide five distinct cabin zones for up to 19 passengers, 
and is the epitome of comfort and state-of-the-art technology. It has a 
volume that is two-and-a-half times larger than traditional corporate 
jets in this category and has a cabin area of about 750 square feet. 
One of the five cabin zones can be made into a private suite with a 
full-sized bed and an optional shower.

To support its customers in India, Embraer Executive Jets has 
a comprehensive customer support structure with multiple autho-

rised service centres located across the country. This is part of 
Embraer Executive Jets’ comprehensive global customer support 
network which includes a Customer Contact Centre that operates 24 
hours a day, 7 days a week.

design-driven 
Apart from the performance, technology and reliability of the busi-
ness jet, Embraer Executive Jets is also known for the close attention 
it pays to the interior design of the cabin.

Given the very different owners, usage profiles and missions, 
Embraer has provided customers flexible options for their interior 
design. For some, it is a “home away from home” concept that drives 
the cabin interior design of the business jet. For others, especially 
corporate customers, the preference is for an “office away from 
office”, or even, a combination of both.

“Our showrooms in Melbourne, Florida are an integral part 
of the Embraer Executive Jets Customer Centre, and they pro-
vide ultimate, state-of-the-art visualisation technology for an inte-
grated design experience,” says Jay Beever, Vice President of Inte-
rior Design. “We provide a design environment where customers 
feel comfortable guiding us through the array of their tastes until 
a desired outcome is reached. Since, so many of our customers are 
familiar with a design experience for their homes, yachts or offices, 
they welcome the opportunity to explore the spectrum of personali-
sation options in their aircraft.”

Embraer is passionate about design and this is evident as its 
teams interact with clients to come up with the best interior that 
matches their tastes and requirements.

At Embraer Executive Jets, we are with you for the journey. BAI

For more information, please contact Abhishek Sinha,  
Regional Sales Director, Embraer Executive Jets at  
abhishek.sinha@sin.embraer.com.

Elegant Display: Embraer Lineage 1000E interior

Embraer Executive Jets portfolio:

 Phenom 100E
 Phenom 300
  Legacy 450 (about to undergo 

first test flight)
  Legacy 500 (entered into 

service in 2014)
 Legacy 600/650
 Legacy 1000E
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By Claudio Camelier
Vice President, Sales & Marketing, Asia Pacific & Middle East, Embraer Executive Jets 

Legacy 500 is the only midsize executive jet equipped with  
full fly-by-wire technology

Legacy 500,  
Unrivalled in its Class

Superior Jet: A product that offers the space, comfort and performance of more expensive jets without the higher cost
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Anew generation of midsize business jet has just been 
launched by renowned aircraft maker Embraer that in-
troduces standards of comfort, performance and tech-
nology, once reserved for only the most exclusive of ex-
ecutive aircraft.

Embraer’s clean sheet Legacy 500, which customers began to fly 
in the second half of 2014, was designed from the ground up by the 
customer and for the customer, providing a cabin with a size, com-
fort and function unrivalled by any other midsize jet. Indeed, the 
Legacy 500 also compares favourably with many of the larger, more 
expensive super midsize jets currently on offer.

The Brazilian manufacturer’s decision to build an all-new air-
craft—rather than simply upgrade an existing model—also ensured 
that only the most modern, functional and efficient technologies 
were used to create the largest, quietest, 
most comfortable and most adaptable 
cabin available in the Legacy 500’s class.

The Legacy 500’s exquisite cabin 
provides seating for eight to 12 passen-
gers that easily convert into berths, a 
necessity for those journeys to Moscow, 
Istanbul, Jakarta, Osaka, Taipei, Tel 
Aviv and Addis Ababa that the Legacy 
500 can comfortably serve from New 
Delhi. With the largest cross section 
among midsize executive jets and the 
only flat floor offered in the segment, 
the spacious Legacy 500 is the only air-
craft in its class that allows passengers 
to fully stand, and a best-in-class low-
altitude cabin pressure provides the per-
fect environment for a restful journey, 
whether it is a short hop from Mumbai 
to Chennai or a longer trip to Singapore. 
The aircraft has a cabin altitude of no 
more than 6,000 feet when flying as 
high as 45,000 feet.

Craftsmanship
Embraer’s attention to detail is evident 
throughout the cabin and it is clear 
that craftsmanship was of paramount 
importance during the creation of the 
Legacy 500. The leather seats—which 
are paired with a window to provide 
passengers an unmatched in-flight ex-
perience—not only recline fully, they 
also provide lumbar support, heating and massage capabilities, and 
only the finest material are used throughout the entire cabin.

The interior is designed for optimal ergonomics and introduced 
innovations such as a dynamically adaptive interior structure and 
hidden cabin control panels to ensure a quiet, comfortable environ-
ment through all phases of flight. Amenities like the Legacy 500’s 
generously-sized wet galley, large washroom and best-in-class stor-
age are not normally associated with midsize business jets, but Em-
braer is committed to providing customers a superior product that 
offers the space, comfort and performance of more expensive jets 
without the higher cost.

The Legacy 500’s cabin is versatile, and can be configured and 
personalised to meet the needs of each customer. Honeywell’s high-

definition Ovation Select Cabin Connection 
system, which combines a state-of-the-art 
inflight entertainment system that can be 
seamlessly integrated with the latest mobile 
devices with premium high speed connec-
tivity options, can adapt to future technolo-
gies, making the life-cycle of the Legacy 500’s cabin comparable with 
the airframe, a concept not normally adopted in business jet design.

full fly-by-wire 
Innovation is not limited to the cabin. The Legacy 500’s cockpit is 
the only one in its class to offer a full fly-by-wire flight control system. 
Fly-by-wire enhances the pilot’s control of the aircraft to guarantee 
the smoothest flight possible and ensures the highest level of preci-

sion and safety. Side-sticks allow for a 
cleaner, more ergonomic cockpit and 
increased storage improves both the 
comfort and productivity of the flight 
crew. Together with the two pioneer-
ing Honeywell engines that power the 
Legacy 500, this fly-by-wire system pro-
vides the greenest, most fuel-efficient 
operation of any jet in the Legacy 500’s 
class, providing benefits for the envi-
ronment – and for the customer by re-
ducing operating costs.

Rockwell Collins’ advanced Pro 
Line Fusion avionics system also in-
troduces technologies that reduce the 
pilots’ workload, who now have access 
to high-resolution displays, synthetic 
vision systems, electronic maps and 
point-and-click navigation aids to en-
sure the safest and most comfortable 
flight, even at airports with short run-
ways. Innovations like the Embraer 
Enhanced Vision System, which fea-
tures a head-up display with enhanced 
and synthetic vision, also improve the 
safety of the Legacy 500 during poor 
weather conditions.

Like all Embraer aircraft, the Legacy 
500 benefits from the expertise required 
to build high-utilisation commercial air-
craft for airlines around the world. In 
addition to its award-winning 24-7 Cus-
tomer Contact Centre, Embraer also has 

committed substantial reserves to India and created a network of au-
thorised service centres with providers such as Airworks and Indamer 
that is supported by a dedicated team of Embraer field services rep-
resentatives to ensure customers have the fastest, most efficient and 
comprehensive access to maintenance support.

Embraer’s industry-leading warranty coverage also is supple-
mented by Embraer Executive Care, a comprehensive airframe main-
tenance programme carefully designed to make budgeting and main-
tenance of our Embraer Executive Jets simple and predictable. BAI

For more information, please contact Abhishek Sinha, Regional 
Sales Director, Embraer Executive Jets, at abhishek.sinha@sin.
embraer.com.

State-of-the-art: Interior and the cockpit of 
Legacy 500
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By Captain Sanjay Menzies and Captain Bruce David

With the modernisation of flight training in India there are also opportunities available 
here to help get one a pilot licence

Licence to Fly

The last decade has seen a paradigm shift in Indian avia-
tion. From the dominance of the legacy carriers to a mod-
ern mosaic of a new breed of low-cost and full fare airlines 
that fly the sky today. We must be proud to say that this ex-
pansion that has come about has put Indian aviation on the 

world stage despite the obstacles and challenges that the industry 
faces today. 

From what was once a coveted job (airline pilot) has become 
more of a profession that the youth choose to take after they finish 
their college studies. Obtaining a professional pilot’s job has become 
very competitive and clearly you need to be very proficient in your 
skills and knowledge, but what is certain is that there are a lot more 
opportunities in the market than there were even a decade ago. 

In the earlier years there was an extremely narrow margin of 
availability of jobs and that clearly meant only a few got the oppor-
tunity of pursuing an airline pilot career. However, with the dawn of 
the low-cost airlines the opportunities increased and it gave the larg-
er public an opportunity that they only dreamt about. Non-scheduled 
and private aviation jobs are and always have been very few and far 
between and difficult to secure as the requirement is extremely small 
as the airplanes used are very exclusive and mission specific.

From what was once a fleet of only about 70 airplanes of the 
legacy carriers has now almost tripled to over 220 airplanes in the 
country today, sparking an acute shortage of pilots as well. However 
for the ab initio pilot, it would always be a case of catch-22. Most re-
quirements are for experienced jet 
endorsed pilots, and the only way 
most of them can get their experi-
ence is by joining an airline.

Most ab initio pilots these days 
do their training abroad. With the 
modernisation of flight training in 
India there are also opportunities 
available here to help get one a pilot 
licence. It is also not uncommon for 
ab initio pilots these days to get their 
type rating done themselves before 
they join their respective airline. 
There are professional simulator 
training institutes such as FSTC and 
CAE which have set up shop in India 
offering experienced and ab initio pi-

lots an opportunity of obtaining an Airbus or Boeing endorsement at 
very competitive rates, thus saving costs on foreign air travel.

Most new joiners are fresh from their CPL training, entering the 
maze of the airline industry. In contrast to having hours of flight ex-
perience, it is the right knowledge now that is a key requirement to 
getting a job in one of the airlines in the industry today. This paradigm 
shift is something that some may choose to critique but it has always 
been an airline practice especially when demand outstrips supply.

With the launch of other private flight training institutes in the 
country, there has been a big advancement in the training standards 
in India. Most students are fresh from college or with their12th stan-
dard qualifications eager to get their hands on an airplane. With a 
timeline being about one year it seems to be the less preferred route 
as there are quicker options available abroad, however the trend of 
doing one’s training in India is gradually on the increase.

With respect to professional training, it is always a challenge for 
an ab initio pilot who has just joined a professional airline as expecta-
tions are high and there is a lot of pressure to perform. Since the avia-
tion industry itself is comparatively new, it is important to always be 
in a learning mindset and to have an attitude of gratitude, which is 
important as the newer generation of pilots have been quick to as-
similate the knowledge and skills required in a modern flight deck, 
but there is always an ever present danger on over reliance on auto-
mation. Refreshing one’s fundamental flying skills is as important as 
any other aspect of flying and guards against complacency.

With the launch of new airlines 
and many more players waiting in the 
wings, the current aviation scenario 
has brought about a lot of change and 
it is fair to say that it has been for the 
better. Looking forward, the road 
ahead has many obstacles and chal-
lenges, in infrastructure, policies and 
procedures, but we are very confident 
that there will be improvement in all 
aspects of Indian aviation. BAI

Capt Sanjay Menzies is Chief Pilot/
Head of Operations & Training, 
Poonawalla Aviation, and Capt 
Bruce David is Senior Captain, 
IndiGo Airlines

Professional: FSTC simulator training institute
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 ADVANCED FOR THE JOURNEY

MORE

Class leading technology.
MORE innovation with new standards and technology, in its class.

MORE comfort in an unparalleled interior design.

MORE enjoyable with state-of-the-art inflight entertainment system. 

MORE performance with best-in-class range.

MORE forward thinking with groundbreaking fly-by-wire controls.

To contact an Embraer Executive Jets sales representative in your area,

visit EmbraerExecutiveJets.com/contact-us
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