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W
elcome to the Summer 2017 issue of Airside International. This 
issue of the magazine includes a wide range of features that 
consider some of the challenges facing airport operators and GSE 
users – airside bussing, financing the major investment projects 
that are developing the big global air gateways of the future, and 

managing growing GSE fleets on busy ramps, to name just a few.
It’s been a busy few months for GSE-related conferences, and this is 

reflected in this issue. As well as this magazine’s very own annual sister 
conference to look back upon, Airside reports from the very recent Airport 
Show in Dubai and was also present at a conference in Rome co-organised 
by one of our many GSE manufacturer supporters, Italy’s AVIOGEI. 

A number of interviews with GSE manufacturers and various 
organisations that support complex ramp operations offer further insight 
into our changing industry, while we also talk to trade representative 
bodies such as IATA and ACI to get their views on the environment in 
which this business operates: one that is evolving so quickly as a result of 
political events on both side of the Atlantic.

We hope you enjoy the issue.

MIKE BRYANT | EDITOR
MIKE@EVAINT.COM

Overseeing GSE on the ramp 2
Airport buses: an important part of the mix 8
Pushing ahead 14
Developing tomorrow’s aviation hubs 18
Gearing up 22
Meeting in Milan 24
Buyer’s Assessment 34
Keeping it real 38
Meeting PRM challenges 40
PaxLift to offer a helping hand 45
A digital industrial revolution 46
Planning for success 48
Driving change 50
Airport Show: the best yet? 52
Political instability and the aviation industry 54

01 Contents SUM2017.indd   1 09/06/2017   11:17



GSE need to be placed close to 
stands in order to ensure an 
efficient and safe operation, 
while meeting airlines’ demands 
for a short turnaround time
Mie Rajcic, operational business development,  
Copenhagen Airports A/S
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N
orthern Europe’s biggest air hub is Copenhagen Airport, 
operated by Copenhagen Airports A/S. There are four 
handlers providing passenger services at the gateway: 
SAS Ground Handling, Aviator, Menzies Aviation and 
Copenhagen Flight Services. In regards to cargo, Spirit 

Air Cargo Handling, WFS, DHL, FedEx, PostNord and Kuehne 
+ Nagel all provide freight ground services, while SAS Ground 
Handling, Aviator and DHL all operate on the ramp. Moreover, 
ASE handles general aviation traffic through the airport.

Like so many others across Europe and elsewhere, 
Copenhagen Airport is getting ever busier, and the equipment 
needed to handle its growing aviation operations is expanding 
commensurately. Mie Rajcic, operational business development 
for operator Copenhagen Airports A/S, observes: “In 2016, 29 
million passengers travelled through Copenhagen Airport – an 
increase of 9.1% compared to 2015. In 2016, the number of 
aircraft operations increased by 4.3% to 265,784 take-offs and 
landings. A total of 1,200 pieces of GSE support the operation 
and ensure an efficient turnaround process.”

Since 2011, traffic through the hub has increased by 28%. 
Compared to the increase in traffic, the amount of equipment 
required to support it has increased by approximately 34%. 

That increase in the overall GSE inventory has been driven 
primarily by the arrival of Menzies as a handler in 2015, but 
also by a change in the airport’s aircraft mix and peak-time 
processes. Many airlines have phased out smaller aircraft in 
favour of larger models, for example.

In the main, airport operators rely on third-party service 
providers – handlers – to operate and manage their GSE 
safely and efficiently, and have little direct, day-to-day 
control. But they can certainly seek to put in place safeguards 
and incentives to encourage such good practice. Thus: “It is 
each handler’s responsibility to oversee its own GSE,” Rajcic 
confirms. “Currently, we do not have any SLAs [service level 
agreements] with the handling companies in regards to GSE 
deployment and use on the apron; but this is something that 
we would like to look into, as the area around the main piers 
is compact.

“GSE need to be placed close to stands in order to ensure an 
efficient and safe operation, while meeting airlines’ demands 
for a short turnaround time. This is a challenge in a compact 
airport and calls for strong leadership to ensure tidiness and 
order. Defining a common SLA with all partners would most 
likely affect the use of [GSE on the] apron.”

Overseeing GSE 
on the ramp 
As so many of  the world’s airports welcome more and more business to their runways 
and their facilities, the pressure on managing congested aprons becomes more and more 
acute. Airside talked to three busy airport operators about how they seek to ensure 
that the GSE used on their ramp is of  the required standard and managed correctly
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PUSHING A GREEN AGENDA
The equipment on Copenhagen’s ramp is getting ever more 
sophisticated, partly under the pressure on handlers to improve 
efficiency and minimise environmental impact. Rajcic explains: 
“Several of our handlers are looking into digital solutions for 
tracking and monitoring their GSE. Meanwhile, the airport has 
a role in terms of ensuring a transition from diesel-driven GSE 
to green GSE. 

“The airport’s environmental work ensures that Copenhagen 
Airport is operated and developed in a responsible manner that 
enables continuing improvements in its environmental results. 
Once a year CPH undertakes an audit in which all changes in 
GSE are registered. This is a control precaution to be sure that 
handlers comply with targets set for implementing green GSE.”

CPH has introduced a range of measures to minimise 
the harmful environmental impact of the GSE used on its 
apron. In 2007, it established an Air Quality Program with 
different working groups consisting of partners from a broad 
range of service providers. All parties involved are obliged 
to work towards a decrease in emission levels at the airport. 
“This common goal is integrated in the terms of use and 
incorporated into a letter of intent signed by all partners,” 
Rajcic notes.

“The Copenhagen Airports Air Quality Program both 
encourages handlers to go green with their GSE and to meet 
set targets. We have seen a general preference towards greener 
GSE, since employees also push for this. We all have a common 
interest in a greener airport.”

Just like the existing players, all new handlers coming to 
Copenhagen have to adhere to its environmental strictures. 
“All service providers entering the airport must operate with 
a certain standard of GSE. This means that they need to 
comply with the Air Quality Program and the terms of use,” 
Rajcic says.

As to the future: “As space is an issue in Copenhagen, as 
at many other airports, we would like to see smaller, more 
automatically handled GSE. Some of the GSE on the market 
still needs further development to add value to the daily 
operation of aircraft handling.

“We would like to see more automation in general on the 
ramp. A lot of innovation and development has been done 
with passenger handling. Airports have invested in self-service 
check in and bag drop and optimised that part of the value 
chain. But, on the ramp, little has been done.

“It would benefit our common customers (airlines) if 
handlers and airports initiated projects with a focus on 
automatisation below-wing, both in regards to passenger and 
cargo handling,” Rajcic concludes.

RANGE OF RESPONSIBILITIES
Elsewhere in Scandinavia, at Stockholm Arlanda Airport – 
the biggest and busiest of Sweden’s air gateways – national 
airport operator Swedavia also relies on third-party handlers 
to provide the necessary airside services; it owns and operates 
no GSE itself there. All such equipment is owned by the three 
ground handling companies active at Arlanda: SAS Ground 

Mie Rajcic
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Handling Sweden AB, Menzies and Aviator. 
However, at the smaller (regional Swedish) airports owned 

by Swedavia, the owner/operator does undertake its own 
ground handling services and therefore owns and operates GSE 
equipment.

The feeling is that the amount of GSE in use at the 
Stockholm hub is increasing, reports Per Lindgren, Arlanda’s 
ground operation manager. Aircraft movements have increased 
in number, a phenomenon that has resulted in ground 
handling companies acquiring more equipment. “One problem 
we have right now is to find storage space for unit load devices 
(ULDs),” Lindgren says. “The number of ULDs being left at 
the airport has increased. A couple of years ago, handling 
companies had an excess of equipment; it is not so today.”

When it comes to monitoring/overseeing the GSE on 
Arlanda’s apron, the gateway’s Airport Regulations (AR) govern 
ground handling companies’ activities through contracts they 
hold with the airport. “In these AR, strict rules regarding GSE 
and their movements apply,” Lindgren informs. “Furthermore, 
at Arlanda we have an SMR (surface movement radar) system 
for additional security.”

The agreements or contracts signed by Swedavia and its 
service providers are not SLAs per se. Each contract signed by 

A biogas-powered snow-clearance 
vehicle; snow and ice are definitely 
an issue for GSE at Swedavia’s 
many Swedish gateways
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Swedavia and its handlers states that the rules and regulations 
must be followed, and equipment use is covered by several 
diff erent AR.  

As for how modern and effi  cient that equipment might 
be, Swedavia has, of course, only limited control. “Declining 
profi tability contributes to our handlers not replacing their 
equipment to the extent we would wish,” Lindgren remarks. 
In general, he doesn’t expect that larger aircraft  will lead to 
larger GSE, with a possible exception being push-back tractors 
required for code F aircraft  like the A380.

Finally, he points out that sharing common GSE is “probably 
an issue that will be discussed in the future at Arlanda Airport”. 
And GSE pooling is certainly becoming an increasing focus of 
many airport operators, not just Swedavia.

THE GATEWAY TO LATIN AMERICA
It’s not just in Europe that airport operators have to keep a 
close eye on ramp operations and how handlers manage their 
GSE. Miami International Airport (MIA) is one of the world’s 
busiest airports. It has fi ve ground handling companies that 
have contracts with their various airline customers, providing 
below and above the aircraft  belly service, including ticket 
counter and customer service.

Th e scale of the handling operation at MIA is huge, and 
there has been growth in the scale of GSE use over the past 

two decades, as many legacy carries began using third-party 
ground handlers in preference to their own employees. Th is 
is part of the wider process of recent years that has seen 
numerous carriers, US airlines in particular, seeking to 
concentrate on their core business – usually fl ying passengers, 
though it might well also involve fl ying cargo – and leaving the 
multifaceted business of ground, passenger and cargo handling 
to specialist third-party service providers.

Th e size of the GSE fl eet has also increased directly as 
a consequence of greater numbers of aircraft  movements 
through Miami, the gateway’s operator, Miami-Dade County’s 
Aviation Department, notes.

When it comes to monitoring and overseeing use of that 
GSE on the MIA apron: “Miami-Dade Aviation Department 
[MDAD] airside operations agents and enforcement units 
on patrol have this responsibility,” remarks Lonny Craven, 
MDAD’s airside aviation director.

“We require that all ground handlers have GSE equipment 
for all the operations that they contract for. No derelict 
equipment is permitted and no maintenance work in the 
storage areas is provided,” he continues.

As to whether MDAD can encourage or force its handlers 
to operate certain sorts or models of GSE, Craven informs: 
“Yes, we can, via enforcement of Miami-Dade County Code 
Chapter 25 Rules and Regulations, the issuance of airside 

A Cargolux freighter loading at MIA

The cargo area of MIA, as seen from the air
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The big fl eet of GSE at MIA has to handle aircraft, passengers and 
freight; with regard to the latter, the airport acts as a gateway to 

cargo moving to and from Latin America and the Caribbean

F110e
EMISSION FREE SINCE 2009

Goldhofer / Schopf - Made in Germany WWW.GOLDHOFER.DE

 First electric towbar tractor suita-
ble for aircrafts up to 160 tons

 Draw-bar pull 95kN

 Substitutes a diesel driven tow 
tractor to 100%

 Optional with Lithium-Battery-
System

 Proofed high performance, 
capacity and functionality during 

Showcase Baden Württemberg“

operations area (AOA) operations motor vehicle inspections 
and permits, and through Chapter 25 civil violations with 
monetary fines.”

As at Copenhagen (and more and more airports around the 
world), emissions represent a particular issue on which MDAD 
is striving to achieve best practices. For example, “Some areas 
are restricted to zero-emission (electric) motor vehicles only,” 
Craven points out.

And when it comes to choosing a new handler partner for 
MIA, the quality of their GSE fl eet certainly aff ects the Aviation 
Department’s decision, “because safety- or emissions-related 
issues with the equipment may result in an AOA permit not 
being issued, which would prohibit the vehicle from operating 
on the AOA”. (AOA permits are the means by which motor 
vehicles and ground handling equipment are authorised to 
enter and/or be on the AOA.)

Like Lindgren at Swedavia, Craven confirms that the 
changing nature of the aircraft the airport is asked to handle 
(more composite aircraft, for instance) has not materially 
affected the sorts of GSE operating at the gateway. But “there 
has been a move towards fast tugs or super tugs, defined as 
towbarless tugs, that tow aircraft at speeds of up to 25 mph”, 
he observes. 
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S
outhern Germany’s biggest and busiest air gateway is 
Munich International Airport, and it offers an example 
of the challenges of operating a fleet of buses each and 
very day for departing and arriving passengers, as well 
as crew members.

AeroGround, a 100% subsidiary of Munich Airport 
operator Flughafen München and the only suppler of a full 
range of handling services at the gateway, looks after the 
airport’s bussing operation. By way of example, in 2015, 
AeroGround transported 6,200,000 passengers and 580,000 
crew members across Munich Airport’s apron.

The transport division of AeroGround Flughafen München 
currently operates a total of 56 buses for passenger and 
crew transport. The buses take passengers to and from all of 
Terminal 1 and Terminal 2’s remote positions (although there 

Airport buses:  
an important part 
of the mix

For the large number of  airports around the world that move passengers through 
remote stands, buses are the preferred method of  getting passengers between 
those gates and the terminal. Vehicles will also take flight and cabin crew to and 
from their aircraft, and thus represent an important part of  the tool kit required 
by an airline to keep things moving smoothly and comfortably on the ramp

The variety of bus 
types within our 
fleet guarantees 
the right bus for 
each specific 
transport
AeroGround’s Bernd te Brake
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Perhaps the biggest advantage 
offered over competitors is 
COBUS’s commitment to the 
highest levels of customer 
service
Andreas Funk, sales director, COBUS

are no bus gates at the new satellite terminal that was opened 
in 2016).

With regard to crew shuttles, AeroGround’s buses operate 
to all remote positions of Terminal 1, Terminal 2 and the 
satellite terminal as well as to the cargo apron. Besides crew 
shuttles on the apron, AeroGround offers a special crew 
shuttle service direct from aircraft to crew hotels.

The vehicle fleet currently consists of: 24 MAN Lion A23 
articulated buses; eight MAN Lion A21 regular buses; two 
IRISBUS Crossway LE intercity buses; 15 Mercedes O 530 
regular buses; four Mercedes O 530G articulated buses; and 
three Mercedes Sprinter Transfer 45 vans. According to Bernd 
te Brake, AeroGround’s head of operations transport: “The 
variety of bus types within our fleet guarantees the right bus 
for each specific transport.

“In order to operate and handle our remote positions, 
bus services are absolutely necessary,” explains te Brake. 
“Especially in cases of gate changes and repositioning of 
flights which involve numerous transfer passengers, a high 
degree of punctuality is required in order to avoid any delays.”

In 2012/2013 the majority of the bus fleet was renewed, 
and te Brake confirms that currently there are no plans for 
further purchases. However, any such acquisitions involve a 
range of different considerations being taken into account, he 
notes. “Besides ecological and economic considerations with 
regard to purchase and operation, it is essential to take the 
infrastructures of our airport into account.

“For example, the driveway to Lufthansa‘s Flight Operation 
Center is not accessible for over-sized buses. And, it is here 
that we operate 300 crew shuttles per day.

“Furthermore, a large share of our buses also transport 
passengers in public areas. When we acquire those buses we 
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need to make sure that they meet the legal requirements for 
operation on public roads,” te Brake points out.

SPECIALISATION
Airside spoke to three very diff erent companies that supply 
vehicles to those businesses such as AeroGround that operate 
airport buses. Germany-headquartered COBUS is entirely 
dedicated to the airport bus market, and it is reaping the 
benefi ts of that specialisation.

“Business has been very good over the last 18 months 
now,” informs sales director Andreas Funk. “We’ve been able 
to add new customers, as well as satisfy the needs of existing 
customers” for airport buses. Indeed, such has been the scale 
of demand, it has been difficult to keep up with requirements, 
and the company is looking at ways to increase its capacity to 
supply its growing customer base.

Since the company’s initial flagship product, the COBUS 
3000, was first introduced to the airport market, the product 
line has been complemented by the COBUS 2700, 2700s, 
2500 and the E.COBUS. And many of the supplier’s clients 
are today looking to concentrate their purchasing in the 
area of electrically powered buses, making the latter model a 
particularly healthy seller right now.

Stuttgart Airport already has six, and is due to take 
delivery of another five, for example. Two have been sold 
to Geneva Airport in Switzerland and Canada’s Vancouver 
Airport has also joined the list. Some carriers that also 
operate buses are going in this direction too.

The trend will be further reinforced by emissions 
requirements that are only getting more and more rigorous, 
Funk points out, a process that is particularly noticeable in 
Europe. On the other hand, what is holding some operators 
back in the transition to fully electric buses is the paucity of 
charging points at many airports, and the high cost of such 
buses’ battery units.

The price of electric bus batteries is not really coming 
down, and this means a high initial purchase cost. Although 
the total cost of ownership (TCO) of an electric bus compares 
very favourably with a bus powered by a diesel engine, the 
high start-up cost still makes acquisition of an electric bus a 
very expensive option for many potential operators. Perhaps 
some sort of governmental assistance at the national level 
across the world, part of executive programmes to minimise 
emissions, might be in order here, Funk suggests.

Either way, electrically powered buses are likely to remain 
a strong focus of COBUS looking forward, Funk confirms.

Left: One of the many 
MAN buses in use at 
Munich Airport

Right: One of the three 
Mercedes Sprinter vans 

operated by AeroGround at 
Bavaria’s Munich Airport
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CUSTOMER SERVICE
A mid-sized company of about 40 employees, COBUS made 
turnover of 80 million euros (US$85.4 million) last year. Being 
totally dedicated to the airport market is one of its unique 
selling points (USPs), but perhaps the biggest advantage it 
offers over its competitors, says Funk, is COBUS’s commitment 
to the highest levels of customer service. “We are like a satellite, 
always orbiting around the customer,” Funk says.

Thus, a field service engineer from COBUS always 
accompanies a new bus purchase to help the customer with 
any issues the client might face introducing a COBUS model 
into service. Furthermore, such engineers are available to fly 
around the world to help any customer with any issues that 
might also subsequently arise.

The company also has its own maintenance and repair unit 
at Wiesbaden, Germany. This unit can overhaul second-hand 
COBUS buses that have been bought back by the company, 
before re-sale to a new client. This can happen more than 
once in the lifetime of any given vehicle.

Plus, COBUS’s extensive stock of spare parts, conveniently 
located near Frankfurt Airport, can be quickly flown out to 
any bus in mechanical distress.

Carbridge buses at Melbourne Airport
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Support and after-sales service would mean little without 
a high-quality product, however, and COBUS prides itself on 
the quality and reliability of its products. It has sold about 
3,700 buses since becoming COBUS in 1970, and the vast 
majority of these are still in operation.

The product is “well known and speaks for itself ”, Funk 
declares. “And customers keep coming back to us.”

ELECTRIC DRIVE
Another bus manufacturer, this one on the other side of 
the world, has also devoted much of its energy into electric 
drive. More generally, however, Australia-headquartered 
Carbridge describes itself as a leader in aviation passenger 
ground transport. As well as operations at fi ve major airports 
across Australia (in Adelaide, Brisbane, Melbourne, Perth and 
Sydney), it also has an offi  ce located in Singapore to assist with 
future contracts in Asia.

With about 200 vehicles in service at various gateways, 
Carbridge supplies low-floored city buses, Carbridge DUO 
(dual end drive) buses, the TORO electric bus and smaller, 
VIP/charter vans.

Its various low-floored city buses provide for landside 
operations at the above-mentioned airports. They serve long-
term car parks and provide terminal transfer services.

The company also operates 35 Carbridge DUO tarmac 
buses working in Perth, Sydney and Melbourne. They 
provide terminal-to-aircraft transportation for domestic and 
international passengers.

“The DUO has been extremely successful for the 
Australian airport industry,” Bruce White, Carbridge product 
division manager – national and Perth manager, informs. “As 
airports are bringing more aircraft onto the ground during 
peak times, the need to bus passengers is growing. The DUO 
is designed [with its dual front and back cab drive] to remove 
the necessity for reversing in an airport environment.”

The Carbridge TORO is used on public roads, with the 
first six vehicles of this model owned by Sydney Airport. The 

vehicle is Australian Design Regulation (ADR) compliant and 
is road-registered. The TORO was developed such that it can 
be used for any market to replace any existing city bus.

A partnership of three firms together developed and 
builds the TORO: China’s BYD, Gemilang Australia (the 
body builder) and Carbridge. “We build them and operate the 
vehicles so we have first-hand knowledge of what is required 
to make this vehicle first class and to lead the electric bus 
market in Australia,” says White. The buses are built without 
any government funding or assistance, he adds.

Carbridge’s entry into the electric bus market in terms 
of research and development, manufacture and sales, has 
facilitated “the very successful operation of Australia’s first 
fleet of electric buses”, and been a key development focus of 
the firm.

Moreover, some of the new technology incorporated in 
Carbridge’s electric vehicles has proved to be even more 
successful than anticipated, White remarks. “Basically, 
our run time is far exceeding initial forecasts. The bus can 
operate 32 hours between charges, with a re-charge of only 
three hours.”

All six Carbridge TOROs
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Furthermore: “Series 2 will have a greater battery capacity 
with the physical size of the battery reduced.”

White continues: “The build process of the bus is also being 
amended. Weight is a critical factor with buses and to be able to 
reduce the weight has a major effect on the overall performance. 
Carbridge constantly meets with the engineers at Gemilang to 
discuss options in the build of the body of the bus.”

Buses are by no means Carbridge’s only product. It also 
offers luggage trolley services (known as Easy Cart) alongside 
airside bussing for various arlines, and vehicle maintenance 
for GSE clients. 

Meanwhile, progress has also been made away from 
the factory floor and at customer locations. For example, 
Carbridge is collaborating with the Aerocare Australia group, 
which describes itself as “Australia’s leading independent 
provider of aviation services” and has over 3,500 employees. 
Co-operation with the handler facilitates “greater cross-
utilisation amongst both companies to offer a more cost-
effective operation to all our clients”, White declares.

Elsewhere, Carbridge has also formed a relationship with 
a company that will supply wheelchairs to some of the major 
airlines in Australia. Carbridge will become the Australian 
agent for these wheelchairs, White reports.

SIZE ISN’T EVERYTHING
Established in 1948, Belgium-headquartered Van Hool, an 
independent manufacturer of buses, touring coaches and 
industrial vehicles, built the world’s biggest airport shuttle bus 
for SGSIA to support its ground handling service at Algiers 
International Airport.

Three of these buses were supplied to the airport in 2012 
to ferry passengers back and forth between the airport 
building and the aircraft.

At 14.64 metres long and 3.75 metre wide, Van Hool 
described the shuttle bus as the world’s largest in terms of 
capacity (with space for 146 standing passengers, 14 seated). 
The vehicle is equipped with six sets of double doors: two on 
the right-hand side, two on the left-hand side, one at the front 
and one at the rear.

As well as capacity, the airport also had another particular 
requirement: because of the extreme heat often experienced 
in Algeria, a particularly efficient air-conditioning system 
had to be integrated to transport passengers in comfortable 
conditions.

A spokesman for the company notes: “The production of 
this vehicle is proof of what Van Hool is capable of – tailor-
made solutions for any customer in the world.” 
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Pushing ahead

David Henderson is the chief  commercial offi  cer of  National Aviation Services (NAS), the 
Kuwait-headquartered aviation service provider. He tells Airside International about the 
rapid programme of  expansion and development on which the handler is continuing to progress 
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I
n April this year it was 
announced that NAS’s 
Abidjan station had been 
certifi ed as compliant 
with the International 

Air Transport Association 
(IATA)’s Safety Audit for 
Ground Operations (better 
known as ISAGO).

NAS’s operation in its home 
hub of Kuwait was so certifi ed 
as far back as 2008, and the 
company’s growing network of 
stations have each worked hard 
to achieve ISAGO status as 
each in turn joined the service 
provider’s expanding footprint.

NAS employs more than 
8,000 people and is now 
present – either as a ground 
handler or as a lounge 
provider – at 30 stations: 
only the most recently added 
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Manufacturers of Aircraft Catering High Lifts

operation at Tanzania is not 
yet ISAGO-certifi ed. Th at is 
not likely to remain the case 
for long, confi rms NAS chief 
commercial offi  cer David 
Henderson. Th e company is 
already looking to gain the 
distinction at its Tanzania 
station within the next 12 
months or so.  

Abidjan was the third NAS 
operation to be certifi ed as 
ISAGO-compliant in just the 
past year. It’s a vital element 
of the NAS strategy. “ISAGO 
is core to everything that 
we do in terms of quality 
and processes,” Henderson 
explains. “It provides a 
backbone to our operations.”

Having ISAGO certifi cation 
right across the NAS network 
is refl ective of the consistency 

ISAGO is core to everything that 
we do in terms of quality and 
processes. It provides a backbone 
to our operations
David Henderson, NAS chief commercial offi cer
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in its product, no matter what 
the nature and challenges of 
the individual station. And it 
is this consistency of quality 
of service “that our customers 
like”, Henderson says. You 
don’t get the degree of station-
to-station variance in service 
offering that was seen perhaps 
a decade or more ago, he 
suggests.

NAS sees itself as the “go-to 
people” for those looking for 
an aviation service provider in 
an emerging market. And the 
corporate strategy is for more 
of the same in coming years. 
“We have handling and lounge 
products that we believe are in 
strong demand,” Henderson 
informs, and the company’s 
recent rapid expansion 
certainly suggests that to be 
the case.

NAS is active across 
three regions – South Asia, 
Africa and the Middle East. 
Henderson believes that 
there is plenty of potential for 
further growth in these areas’ 
emerging markets. In Africa, 
for example, there has not 
been the level of consolidation 
in service provision amongst 
multinational players that has 
been seen on other continents, 
but that is now coming. 
Meanwhile, there is also likely 

to be plenty of growth in the 
African aviation market itself, 
just as there has been in the 
Gulf.

Meanwhile, there is a much 
greater awareness and desire 
amongst state players in Africa 
and in the Middle East to 
bring in talent and expertise 
from abroad, Henderson 
notes. The days of vertically 
integrated state actors such 
as national, state-owned 
flag-carrier and state-owned 
handlers working together 
on-airport are dwindling, 
he considers. Governments 
and ministries of aviation or 
transport across these regions 
are now much more likely to 
look to external, multinational 
players to bring in talent and 
expertise.

CONSISTENCY
NAS is well placed in this 
regard. As noted above, key 
to its offering is the quality 
and consistency of service 
level across all its stations. 
“Customers want the same 
product from us wherever we 
operate,” Henderson observes. 
“That’s a big challenge, but we 
provide it.

“The aviation market in 
[NAS’s home region of] the 
Middle East is regarded as 

the benchmark for customer 
service and quality,” he 
continues. “We have built 
that sort of product and are 
introducing it into other 
regions. That is what our 
customers want and that 
is what they get. It’s been a 
big part of our success, and 
ISAGO certification across the 
network reflects this.”

Such a process requires 
a lot of investment in new 
stations. An entirely new 
fleet of equipment and IT 
infrastructure was required to 
upgrade the Abidjan station, 
for instance. Elsewhere: “One 
of the toughest things we’re 
looking at right now is getting 
COBUS buses into Kabul, for 
example.”

Because of their perceived 
quality, “We use COBUS, that’s 
what we do. So the challenge 
is to get the buses into Kabul, 
and we will achieve it.”

The buses may have to be 
flown in. NAS has already 

organised two major AN-124 
airlifts into Kabul to bring 
in equipment – it may need 
more. It was a lot simpler to 
ship COBUS vehicles into 
Abidjan, where the city’s 
port provided a much easier 
means of access into the 
Ivory Coast and its west coast 
aviation hub.

EQUIPMENT CHALLENGE
As well as COBUS, NAS 
works with many other 
well-known names in the 
GSE manufacturing field. 
It’s all about having the right 
partners, Henderson says, 
mentioning well-known 
players like TREPEL and 
Mallaghan. “We have the right 
partners, and they work hard 
for us,” he informs.

“It’s tough for them as well 
as us” to operate in some of 
NAS’s extremely challenging 
operational environments, he 
points out. Heat and humidity 
levels vary widely, for example, 
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across the locations at which 
the handler’s GSE is required 
to operate. “But we all work 
together to ensure that their 
products work well for us, 
so that we work well for our 
customers.”

The levels of trust built 
between NAS and its various 
partners have created a high-
quality, reliable supply chain, 
Henderson believes. And as 
well as on the hardware side of 
the business, it’s been the same 
on the software side, he adds.

Of course, the different 
challenges faced by a ground 
handler in Kabul or Abidjan 
as opposed to Kuwait City 
means that different levels of 
cost are incurred. But, says 
Henderson, that is a fact that 
is generally recognised and 

understood by NAS customers, 
as demonstrated by their 
acceptance of varying ground 
handling rates.

Customer expectations 
are also changing over the 
years, Henderson says. First, 
airlines and airports have fully 
woken up to the important 
contribution ground handling 
makes to the nature and 
quality of the service offered to 
their customers. Moreover, he 
notes: “As more and more of 
our customers segment their 
products, more and more is 
required of the handler.”

That increased 
segmentation can be seen in 
the large number of value-
added quality services offered 
by carriers to their customers 
via their handlers, in terms 

of varied booking options 
and so much more. “Thus 
we offer an increasing range 
of services to customers on 
behalf of airlines, and even 
on behalf of airports.”

This means diversification 
into new revenue streams for 
NAS, which is no bad thing. 
But it also has consequences 
for the way that NAS 
organises itself and operates. 
The increasing levels of 
product segmentation, 
product sophistication 
and commercialisation all 
have an impact on training, 
employee selection and team 
structures, for instance. This 
process will continue to 
affect a handler such as NAS 
in the future, Henderson 
predicts. 
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contribution to the tourism sector would be perhaps as much 
as US$7 billion, notes the Istanbul New Airport Economic 
Impact Analysis.

“For the aviation industry, the new airport will have a huge 
meaning as well, because it will be one of the world’s biggest 
aviation hubs,” Keskin observes. The belief is that nearly 100 
airlines will fly to 350 different destinations worldwide when 
the airport is completely finished.

Moreover: “Istanbul Airport City is an exceptional new 
urban development, located next to Istanbul New Airport. 
It covers an area of almost 10.5 million square meters. It 
features hotels, offices, shopping centres, hospitals, schools, 
exhibition facilities and mosques.

“It is an integral part of the development of the city of 
Istanbul. The mix of shops, offices and event centres will 
serve the entire city, and not only airport customers,” Keskin 
informs. “With the Gayrettepe-Airport Metro Line, scheduled 
for completion in 2018, it will be just a 25-minute ride into 
the city of Istanbul.”

As of early Summer 2017, 44% of Istanbul New Airport is 
said to have been completed. There are no less than 24,000 
people working at the site of the new gateway now (April), 
and in June this figure is expected to reach 30,000. “We 
completely stick to our schedule. The opening is planned for 
2018,” Keskin says.

There are a total of four different phases of development of 
the airport planned. Phase 1 is to be finished next year. 

Developing tomorrow’s 
aviation hubs

Right around the world, massive infr astructure development projects are building new 
airports or adding signifi cantly to existing capacities. It is through these and other huge 
aviation hubs that the industry will revolve in coming years; we look at three airports on 
diff erent sides of  the Atlantic all involving huge investment programmes and see how each 
of  them have chosen to fund their new-build or expansion work

Istanbul New Airport is the biggest infrastructure project in 
Turkey’s history and the gateway, when fi nished, will be an 
example of the importance of the aviation industry not only 
to Turkey but to global connectivity.

Located 35km from Istanbul city centre, the gateway is 
expected to cover an area of 76.5 million square metres and 
be able to handle up to 200 million passengers a year.

On the question of the importance of this massive project, 
Hüseyin Keskin – CEO of IGA Airport Operation – explains: 
“Turkey has a very strong economy, being the seventh-largest 
in Europe and of course our Istanbul New Airport will also 
have a big meaning to both Turkey’s the economical and 
social developments.” IGA was formed in October 2013 to 
oversee the construction and then to operate Istanbul New 
Airport for a period of 25 years.

Keskin explains that Istanbul Economics Consultancy, an 
independent research and consultancy company, together 
with think-tank EDAM (the Center for Economics and 
Foreign Policy Studies), conducted a research project and 
published the results in the form of the  ‘Istanbul New 
Airport Economic Impact Analysis’. According to this, 
only recently published, report, the airport could provide 
employment for up to 225,000 people by the year 2025.

Also according to the analysis, when all developmental 
phases of the gateway are completed, the new airport will 
contribute up to 4.89% of Turkey’s national income per capita, 
while upon completion of all phases of its development, its 

ISTANBUL BRINGS IN THE NEW

Istanbul New Airport’s planned departures terminal in design
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One of the many North American 
airports investing heavily in new 
infrastructure is Seattle-Tacoma 
International Airport, also known 
as Sea-Tac. And the need for such 
investment is obvious: the gateway’s 
operator, the Port of Seattle, says that 
while the airport handled 45.7 million 
passengers last year, by 2034 it expects 
to be handling as many as 66 million 
passengers on an annual basis (Sea-
Tac is currently the ninth-biggest US 
airport by passenger numbers).

In fact, Seattle-Tacoma International 
Airport managing director Lance Lyttle 
believes that the gateway is “behind the 
curve” when it comes to investing in 
the facilities necessary for a successful 
future.

“We are trying to catch up: some 
of these facilities [currently under 
construction, of which more below] 
should already have been built. We 
need to keep pace with the growth in 
demand,” he says.

And the airport is doing just that. 
Four major infrastructure projects 
represent current priorities. The first 
is the North Satellite Modernization 
project, on which the Port of Seattle 
officially broke ground in February 
this year. The airport’s North Satellite 
facility is more than 40 years old and 
in real need of modernisation and 
expansion, both because of its age 
and the ever-increasing volumes of 
passengers using Sea-Tac and its North 
Satellite. 

It will be increased in size by 200,000 
sq ft and will boast a total of 20 gates, 
up from the current 12. The current 
facility is being totally refurbished 
as well as expanded, including such 
developments as an entirely new lounge 
for the satellite’s only carrier customer, 
Alaska Airlines.

The second current focus of 
infrastructure development is a new 
International Arrivals Facility (IAF). 

The current International Arrivals 
terminal (the airport’s South Satellite) 
is also more than 40 years old and 
can’t handle the throughput of today’s 
peak passenger demand. Sea-Tac is 
already handling 1,900 passengers an 
hour at peak times, while the current 
facility’s capacity is just 1,200 arrivals 
per hour. Upon completion of the new 
IAF, capacity is expected to reach 2,600 
passengers per hour.

While construction has already 
begun on the North Satellite, 
approximately 30% of the design 
phase of the IAF has been completed, 
while several “enabling projects” have 
also been launched with regard to 
the latter’s development. The IAF is 
expected to be completed by 2019, 
while the North Satellite is to be 
developed in two phases, completion of 
which are scheduled for 2019 and 2021 
respectively.

Sea-Tac also has two other major 
focuses for development on the 
drawing board today. One is an 
integrated baggage handling system 
that will open in phases and is expected 
to be fully completed by 2023; the other 
is the development of the airport’s 
South Satellite Facility, which will no 

longer house Customs operations once 
the new IAF opens. The gateway’s 
operating authority is currently looking 
at concepts for this, Lyttle confirms.

The price of all these projects is not 
small. For example, the North Satellite’s 
development is expected to cost in 
the region of $600 million, the IAF 
about $660 million. All the projects 
are to be financed by a combination of 
three mechanisms: the airport’s own 
ongoing revenues, new bond issues 
and Passenger Facility Charges (PFCs, 
which are levied on the airport’s airline 
customers).

And these four current development 
programmes are only the tip of the 
iceberg. Sea-Tac’s Sustainable Airport 
Master Plan (SAMP) envisages the need 
for the gateway to add another 34 to 35 
gates over the plan’s lifetime to 2034, 
for example, part of a huge process of 
development. The airport will primarily 
be expanded to the north, Lyttle 
informs, with the Port of Seattle having 
reached the “preferred alternative” 
phase, and about to “zero in” on an 
overarching plan for development.

That process of zeroing in on a 
specific programme is expected to be 
completed before the end of this year, 
when the strategy will then go forward 
to environmental review and more 
detailed planning.

Change is going to be extensive, but 
there is no doubt that the need is there, 
Lyttle says. The airport is coming under 
strain from the ever-increasing number 
of airlines and passengers seeking to 
use it, driven in large part by what is a 
booming regional economy. Microsoft, 
Amazon, Boeing and Starbucks are just 
some of the companies expanding their 
presence and creating further traffic 
through the airport, he notes. The 
airport’s growth is a reflection of the 
requirements of its catchment area and 
the strength of the region’s economy, 
Lyttle concludes. 

BUILDING AT SEATTLE-TACOMA

Lance Lyttle, Sea-Tac Airport’s 
managing director
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At that time, the first terminal and three runways will be able 
to serve up to 90 million passengers a year. In Phase 2 and 3, 
the airport will be extended to include an additional terminal 
and two more runways. That milestone is expected to be 
reached in 2023. The last phase will be finished in 2028 and, 
after this, the airport should be ready to serve that enormous 
throughput of up to 200 million passengers a year.

The cost of such a programme is obviously enormous. 
“We have signed a contract with six banks for an amount 
of 4.5 billion euros ($4.84 billion),” Keskin reports. “This 

contract covers the first phase of the airport. Additionally, the 
development is funded by the project’s sponsors. The relation 
between the banks and project sponsors is 75:25. 

The responsibility for acquisition lies with the DHMI, the 
Turkish General Directorate of State Airports Authority.

“The IGA and joint venture group is eager to complete 
the first phase as soon as possible and open our airport next 
year. It will be clear from the first operational year that actual 
financial returns will be higher than expected,” he insists.

The four-phase construction programme will require a 
total investment amount of 10.2 billion euros ($11 billion), 
Keskin says. “We are focusing on the first phase at the 
moment, which has an investment budget of approximately 6 
billion euros ($6.45 billion).

“The airport will have three terminals and six runways, 
while the first phase alone will include construction of three 
independent parallel runways, taxiways, apron, terminal 
building, air traffic, communication and meteorology 
systems, plus other service buildings.”

Istanbul New Airport represents the biggest public private 
partnership (PPP) project in Turkey, but the fi nancial model 
has previously been used for many other projects, Keskin 
notes. Th e model is called Build-Operate-Transfer (BOT) 
and is a particular type oft en used to fi nance infrastructural 
projects. Th e model requires that a private entity receive a 
concession from the private or public sector. “With that capital, 
it is possible to realise the whole project. At the end, the 
investment will be transmitted back to the donors,” he adds. 

One of the most controversial airport 
development programmes of today is to be 
found in the UK, at Britain’s busiest air gateway, 
London Heathrow. Aft er a hard-fought struggle 
waged by the airport authority and other 
pro-expansion interest groups, last year the 
Conservative Government gave the green light to 
the ambitious project to build a third runway at 
the airport. Th e decision remains controversial.

Nevertheless, Heathrow has a strong track 
record of delivering major infrastructure projects, 
says a spokesperson for the gateway. “Indeed, the 
airport has been transformed by an £11 billion 
($14.2 billion) private investment programme over 
the past decade which has made the UK’s hub a 
more effi  cient airport that off ers better value to our 
customers, while at the same time enabling us to 
fulfi l our vision to give passengers the best airport 
service in the world.”

Heathrow’s planned expansion programme 
involving a third runway will “build on this 
success”, the spokesperson continued. 

HEATHROW’S THIRD RUNWAY

Right now – May 2017 – the UK Government 
is currently consulting on a draft  National Policy 
Statement (NPS) for expansion that will establish 
the policy framework that will apply to a third 
runway at Heathrow, and the policy tests that the 
project must meet. Aft er feedback is gathered 
from stakeholders across the UK, the Department 
for Trade (DfT) will submit a fi nal version to 
Parliament, with a vote to follow. If successful, 
the NPS would become offi  cially designated and 
provide the policy framework that will apply to a 
third runway at Heathrow.

In parallel to the Government’s NPS process, 
Heathrow will also launch its own Phase 1 
consultation to gather feedback from stakeholders 
on options for the Northwest Runway Scheme, the 
Heathrow spokesperson explains. Th e feedback 
gained will form the basis of a preferred master 
plan for the scheme, which will then be further 
refi ned during a Phase 2 consultation to take place 
in the summer of 2018. A fi nal plan is expected to 
be submitted to the Planning Inspectorate as part of 

Hüseyin Keskin, CEO of IGA Operation
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an application for a Development Consent Order in 
the summer of 2019.

Heathrow Airport Limited is certain that 
the project will be seen through. “Now that the 
planning process is underway, we are getting on 
with delivery,” the spokesperson says. “We want as 
much as possible to be built off -site, with a British 
supply chain – creating jobs and growth while we 
build and a legacy of skills that Britain can export 
round the world.

“British suppliers played a key role in helping us 
to deliver T2 [Terminal 2] on time and on budget 
and we’re looking forward to having them play an 
even larger role in the development of an expanded 
Heathrow – through initiatives like the upcoming 
Business Summits and the Logistics Hub launch.”

Th e expansion is going to be fi nanced through 
a combination of debt and equity, not as a separate 
project. Expanding Heathrow will be entirely 
privately fi nanced at a cost of £16 billion ($20.7 
billion). But, the spokesperson insists: “As a 
successful business, each year we successfully raise 

hundreds of millions of pounds in cost-effi  cient 
debt in six diff erent currencies through both 
public and private markets. Our shareholders are 
proud to be a part of our business and excited 
about taking forward the development of the UK’s 
hub airport.”

A particular feature of the proposed 
development comes in its ‘modular’ format. “A key 
innovation we’re implementing in our expansion 
plans is to make the project modular – from 
planning all the way through to construction,” the 
spokesperson explains. “Under this framework, 
when risks come to bear, we have the option to 
pursue a diff erent module of the programme. Th is 
helps speed up the construction time, gives us 
greater quality control, is more cost eff ective and 
helps reduce environmental impact at the airport as 
fewer lorries will be using local roads.

“With a phased approach to development, we 
will bring facilities online to match demand – 
helping to insulate the project from shocks caused 
by cyclical global economic downturns.” 

Above: How London 
Heathrow might look 
with its planned third 

runway

Left: A splendid sunset 
over Heathrow
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Gearing up
Airport Services Association (ASA) director 
general Jon Conway talks to Airside about 
taking over his new role at the start of  Spring 
this year and his plans for the association. It’s 
clear he is going to be a busy man… 

Q: Having been in the 
post for a few weeks now, 
what have been your 
initial thoughts on ASA 
and on your role? Where 
have your initial priorities 
lain, and where are you 
building on the work of your 
predecessors?

A: Initial thoughts are that 
there is a lot to do! We have 
an excellent membership 
base, including all of the 
major global players. We have 
regional affi  liate associations 
covering North and South 
America, a very active 
European chapter and good 
representation in the Middle 
East. However, we still need 
to grow our membership in 
parts of the world where we 
are less well known and, most 
importantly, off er a strong 
value proposition to potential 
(and existing) members.

Th is membership growth 
is clearly an initial priority, 
along with establishing strong 
and meaningful relationships 
with the main stakeholders 
– ie, the International Air 
Transport Association (IATA), 
Airports Council International 
(ACI) and the International 
Civil Aviation Organization 
(ICAO).

Th is last part is indeed 
building on the work of my 
predecessors and I have 
recently been nominated to 

participate in the new IATA 
Ground Operations Group, 
a potentially infl uential 
airline/GSP [ground services 
provider] body.

Q: How does the way 
handlers/ground service 
providers go about doing 
their job today diff er from 
that of the past, do you 
think, and how will it change 
in the future?

A: A good question. Some 
of the basics are frankly 
pretty much the same now 
as 20 years ago. GSE (with 
great respect to my chums 
that build GSE) has, by and 
large, remained unchanged. 
We are of course seeing 
initiatives – such as proximity 
warning/emergency stop 
devices, hybrid and/or electric, 
remotely operated pushbacks, 
etc – but a lower deck loader 
today is pretty much the same 
beast (and there are valid 
reasons) as it was when I 
started out. 

Above wing, again, 
customer-facing staff  are still, 
in general, doing a similar 
job to a couple of decades 
ago. Of course departure 
control systems are more 
sophisticated, mobile/kiosk/
home check-in applications 
abound, but – perhaps 
surprisingly – there is still 
an enormous amount of ‘old 

school’ airport check-in, with 
interaction between an airline’s 
customer and the handling 
agent staff . 

I think the ground 
handler’s job has evolved 
with the increasing amount 
of outsourcing by airlines. 
Handling agency staff  
in airlines’ uniform is 
commonplace; for seasonal 
and infrequent operators the 
trend to outsource station 
representation is also on the 
increase. Th e centralising (and 
outsourcing) of load control is 
another change from, say, 20 
years ago. Weight and balance 
was once seen as ‘core’ by 
carriers, but less so now. 

In terms of the future, I 
see a point at which many 
(most?) airlines focus on 
simply operating aircraft . More 
and more activities will be 
passed on to third parties and 
‘managed’ via an audit process. 
Th is will present opportunities 
to the smart ground handlers 
and cargo terminal operators, 
but the cyclical nature of the 
airline business means that our 
customers will all be seeking to 
drive hard bargains. Margins 
in the ground handing sector 
will remain skinny. 

Q: Looking ahead to the next 
few years, what are the major 
challenges that are going 
to face handlers, and your 
members in particular, do 
you think?

A: Another good question. 
I have mentioned low 
margins. Th is is a constant 
challenge. We also need to 
work with IATA to ensure 
ISAGO [IATA Safety Audit 
for Ground Operations] 
and IGOM (IATA Ground 
Operations Manual) are a 
success. Many handlers are still 

Q: When did you formally 
take on your new role as 
ASA director general?

A: I took over on 1 March, 
but I had been actively 
working informally with the 
ASA board since the beginning 
of February.

Q: What attracted you to the 
position?

A: Having been in ground 
handling/airport operations 
for most of my working 
life, I have always felt our 
sector needed stronger 
representation. I was one of 
several ground handler senior 
managers who sat on the ASA 
board on a voluntary basis in 
recent years. 

When I left  dnata in 
late 2016 I resigned from 
the board, but was then 
approached in early 2017 to 
take on this new role. It is 
a paid position that allows 
a dedicated focus on issues 
aff ecting our industry and 
hopefully (will) move our 
association to the next level. 
With airlines outsourcing 
more and more to independent 
handlers (there is 60% non-
airline self-handling globally 
now), it’s important the 
ground handling community is 
professionally and energetically 
represented. I found all of this 
to be an attractive proposition 
and here we are!
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inundated with audit visits 
despite ISAGO registration 
and/or accreditation. This 
defeats one of the primary 
benefits of the programme 
and we are working with 
IATA to ensure audits are 
recognised appropriately by 
IATA members and their 
regulators, thus reducing 
or eliminating unnecessary 
audits.

Th ere are plans afoot to 
introduce an SMS provision to 
the new ISAGO model, as well 
as changes to the audit model. 
Whilst we broadly welcome 
this, we need to ensure any 
costs associated with the 
proposed audit mechanism 
(using IATA-approved 
auditors) are not simply 
passed on the handlers. 

+1 208-378-9888  |  www.aerospecialties.com

The new JetGo 600Mti-RJ 28V GPU  

has launched! More powerful, improved 

user controls, digital displays and the  

lowest operating cost in the industry.  
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Cleared for Takeoff!

Q: And how can ASA help its 
members meet and overcome 
those challenges?

A: First and foremost, we 
need to ensure that stakeholder 
engagement is managed better. 
We have absolutely great 
colleagues attending various 
task forces/workshops etc – 
typically, subject-matter experts 
that give their time freely to 
work with industry partners.

I believe ASA needs to 
provide the co-ordination 
and guidance for those 
representing the ground 
handling sector. Only then 
will we have the consistency 
required to work eff ectively on 
behalf of our industry.

IATA, ACI and ICAO are 
well funded, well managed and 
large! Th ey are bodies doing 

important work. Th e GSPs 
need a single and authoritative 
voice. I hope and believe ASA 
is that voice.

Q: Do you think that your 
previous experience with 
dnata (and with carriers) 
off ers you an all-round 
perspective of how things 
work for handlers in general, 
and what needs to improve?

A: Yes I do. I have bought 
ground handling, I have 
sold ground handing, and 
been privileged to run large 
departments for one of the 
world’s leading airlines. I have 
cargo experience and, in Dubai, 
I was responsible for the world’s 
largest single-site ground 
handling operation. A genuine 
all-rounder I like to think.

Q: What other objectives 
and strategies do you 
have for ASA going 
forward?

A: I have a preliminary 
list of deliverables that will 
keep me occupied, I’m sure. 
These include a review of 
training (a very big topic for 
many members) and how 
ASA can add value. We are 
also looking at widening the 
geographical spread of our 
membership base. 

We are looking at our 
website and will be making 
some changes – again, 
to add real value to the 
membership. The work 
by our European Chapter 
continues unabated and I am 
now actively involved. And 
there’s a lot more... 
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WELCOME TO MILAN
Next day, bright and early, the conference was offi  cially opened 
by chairman Steve Tarbuck, owner and founder of consultancy 
Global Travel Matters and an expert with decades of experience 
in the aviation industry.

Th e formal Welcoming Address was then given by Roberto 
Belloni, airport operations director of SEA Group, which 
manages both Milan-Malpensa and Milan-Linate airports. He 
shared some considerations regarding “industry macroeconomic 
scenarios”, noting that the relatively stable euro-dollar exchange 
rate and low oil price have both helped the global aviation 
industry. Th is has been manifest in increased passenger numbers 
and improved airline profi tability. Th e health of the global 
aviation industry has also been refl ected in changes of strategy 
amongst carriers – for example, in the new-found willingness of 
more low-cost carriers (LCCs) to fl y long-haul routes nowadays.

We can be optimistic about the market outlook, Belloni 
suggested. Airlines are modernising their aircraft  types through 
major aircraft  fl eet renewal programmes, and increased activity 

Meeting in Milan

T
he potential for networking represented another big 
opportunity for those who attended the Airside event – 
while there was plenty of time to relax in the company of 
industry colleagues and friends.

It was in this spirit that everyone enjoyed an evening 
reception on the 25th, which welcomed speakers, exhibitors and 
delegates to Milan and to the conference. Prior to that, in the 
aft ernoon, Hervé Gueusquin, managing director of Air Business 
Consultants, gave a well-attended workshop on the value for 
ground handlers of adopting a Safety Management System (SMS). 
According to Gueusquin, the new IATA training programme for 
ground handlers that is now available and that aims to improve 
safety in aviation includes practical learning on how to implement 
an SMS at the ground handling level; his workshop gave an insight 
into its potential worth in terms of ramp safety.

Also that aft ernoon, following the Gueusquin workshop, fi ve 
diff erent round-table discussions brought together equipment 
manufacturers with GSE operators to discuss the needs and issues 
facing these two diff erent aspects of the ramp operations business.

Between 25 and 27 April the airside aviation community came together at the 
Sheraton Hotel & Conference Centre at Milan-Malpensa International Airport for the 
annual event that accompanies this magazine. Th e 2017 GSE & Ramp-Ops Conference 
was as well attended as this yearly get-together always is, off ering attendees the chance 
to participate in a range of  presentations and panel discussions involving experienced 
industry experts, as well as to view the large number of  airside equipment exhibitors 
showing off  their latest wares

REVIEW | GSE & RAMP OPS EVENT 2017

24 AIRSIDE INTERNATIONAL | SUMMER 2017

24-33 Airside Event Review.indd   24 09/06/2017   12:20



on the ramp is also helping to boost both ground handler activity 
and GSE business. SEA is committed to contributing to the 
development of the industry, he said.

Belloni provided some data that shows how well Milan-
Malpensa has done of late in terms of passenger traffic, and 
his figures were backed up by Tarbuck in his Chairman’s 
Welcome, when he pointed to the importance of Milan and the 
surrounding region, not only to the Italian economy but also to 
the nation’s aviation industry. A centre of the fashion industry, 
Milan is definitely the right place to do ‘chic’ business at an 
Airside event, he joked.

Tarbuck explained the rationale behind the structure of the 
2017 Conference: that it was all about looking at how the industry 
should go about optimising performance on the ramp, with 
presentations and panel discussions considering all the various 
elements of the airside business that can contribute to that.

DOWN TO BUSINESS
Jo Massé, an attaché at the Belgian Civil Aviation Authority 
(BCAA), then spoke of the BCAA’s role in ensuring safe ground 
handling at Belgium’s airports.

The BCAA’s efforts to improve ramp safety planning and 
operations – in terms of such matters as collision avoidance on 

the apron, dealing with foreign object debris (FOD), all sorts of 
human factors and associated training requirements, to name 
just a few – have led directly in just the last two years to two 
ministerial decrees and two BCAA ground handling operations 
circulars, he explained.

Many service providers have already passed the new BCAA 
requirements, Massé informed, while others are currently going 
through the approval process. And any service provider that 
does gain approval also needs to meet the roving eye of ongoing 
performance monitoring.

“Safety is a continuous challenge,” he pointed out, adding that 
future developments in areas such as airport growth and managing 
increasing expectations will certainly impact on how the industry 
attempts to maximise ramp safety on an ongoing basis.

Ramp safety is all about equipment awareness, co-workers’ 
awareness and procedural awareness and “the whole [airside] 
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community should work together” to ensure safety on the apron, 
he concluded.

Next on to the stage was Erich Battagin, CEO of Avio Global 
Services, the maintenance arm of Italian GSE manufacturer 
AVIOGEI. He talked about how GSE operators can go about 
cutting costs while ensuring safety is maintained through 
eff ective fl eet management today (by such means as eff ective 
planning, eff ective in-house or out-sourced maintenance, good 
use of GPS and telematics data) and in the future (through 
effi  cient centralised organisation and management of assets 
that can facilitate benefi ts such as equipment standardisation 
and fl eet-wide economies of scale, a high level of managerial 
awareness of issues and more eff ective use of data).

RAMP OPS
A panel then convened to discuss how standardised and 
recommended industry procedures, based on IATA’s Airport 
Handling Manual and Ground Operations Manual, might 
promote effi  ciency on the apron and how under-wing operations 
can be eff ectively co-ordinated during aircraft  turnarounds.

Paul Drever, manager technical standards & compliance at 
Menzies Aviation, off ered his experience and expertise regarding 
safety and effi  ciency in ramp operations. He said that ramp 
members of teams should work together and not separately, that 
each leader should “know the capabilities of their team”, and 
that staff  must be wholly trained in the equipment and vehicles 
they are using. Staff  turnover can be a problem for handlers,  
Drever stated so an assurance to a committed workforce can 
help prevent staff  leaving. Eff ective induction training is also a 
priority as turnover can “bring [a handler] right down.”

Menzies always pushes for the most suitable gate to be allocated 
to diff erent types of aircraft  – this being “very important”. 
Sometimes aircraft  will be sent to a stand which will be smaller 
than desired, creating GSE congestion and passenger disruption.

Iphone applications can always help teams to “pre-stage” and 
allocate staff  for the right jobs. And pre-staging and preparation 
in general is crucial, according to Drever.  

Regarding the potential hazards to staff  on the apron, Drever 
remarked that “all staff  should be made aware the dangers… it’s 
paramount.” Although handlers are trained in multiple aspects 
of the job, they should only ever perform duties for which they 

have been specifi cally trained, he insisted.
Looking forward, Drever and Menzies see telematics in 

airports as “the future,” even if the market is overcrowded – “Be 
careful what you choose.” Telematics systems chosen by GSE users 
should be tailored specifi cally towards their business, he added. 

Murat Demirbilek, vice president of ground operations for 
Turkey’s Pegasus Airlines, echoed similar statements regarding 
staff  and their importance in ground operations. Pegasus is a 
low-cost Turkish carrier, based in Istanbul, but low-cost in terms 
of passenger prices does not mean a low-cost service provided 
by those on the ground, however.

Over the course of just a year, Pegasus has vastly improved 
its on-time performance (OTP) via a number of strategies. 
In 2015, in its Sabiha Gökçen station, OTP was 78.89%, and 
Pegasus thought this too low. Pegasus focused on its strengths 
– “implementation” and “reliability”, and to improve on its 
weaknesses in terms of “continuity” and “standardisation.”

In 2016, Pegasus’s OTP at the airport increased from 
78.89% to 99.10%, while the station’s ground incident rate was 
completely eradicated to 0.

Faisal Ahmed, head of station, Red Handling, for LCC 
Norwegian, is fully aware that his is a new team in the handling 
business. But that hasn’t stopped them being completely 
motivated towards off ering the same type of service for their 
customers as a third-party handler would, he declared.

Ahmed conceded that, “In the summer of 2016, Norwegian 
suff ered a particularly poor year.” One of the issues faced during 
the year related to baggage not arriving in a timely manner for 
customers. Th us, the company “took matters into their own 
hands”, aft er an evaluation of costs.

Red Handling is part of the Norwegian group, sharing the same 
brand identity, enthusiasm and passion for passenger aircraft  as the 
rest of its company, Ahmed said, and it established itself quickly, 
working in collaboration with partners at Gatwick Airport. 

Copenhagen Airport is not like many other airports in 
some respects. Mie Rajcic, in charge of operational business 
development at the airport, which mainly involves implementing 
strategy, outlined the airport’s philosophy, which aims to put 
teamwork and leadership fi rst. It aims to change the current 
thinking in relation to airport management. A major statistic that 
is discussed in the industry is the fact that aviation is growing at a 
quicker rate than gross domestic product (GDP). Copenhagen is 
one of the airports that is coming to terms with this fi gure.

Rajcic noted that sharing, working together and collaboration 
“demands a diff erent perspective”, or a “visual plan to enhance 
the goal”. In 2011, the airport saw to create a new plan – 
‘Enhancing CPH’ to “create a world-class hub”.  Copenhagen 
aimed to become the preferred air gateway of Northern Europe 
through a “clear vision”.

Part of this expansion strategy has included: a consolidated 
terminal, western airside expansion and modular expansion along 
a larger philosophical framework of a vision, mission, strategy, 
resources, competences, processes and produce and services. 
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Rather than looking at things from just an infrastructural 
perspective, the airport aims to establish a complete ‘Airport Eco-
system’ that integrates all stakeholders, including ground handlers, 
who will take an active part of the strategy of the airport. 

ENSURING SAFETY ON THE APRON
A panel of specialists in operations on the ramp then convened 
to discuss a whole range of issues relating to apron safety. 
Offering their thoughts were the aforementioned Gueusquin, 
Thomas Birkett, UK mobile industry sales manager at sensors 
and control systems specialist IFM Electronic, Nick Yeadon, 
CEO of Air Dispatch (one of the world’s biggest providers of 
centralised load control services), and Patryk Leski, quality and 
safety manager at Polish ground handler LS Airport Services.

Yeadon began the discussion by noting that the regulatory 
environment governing load control is getting ever tougher 
– and he should know: he is working with IATA on this very 
issue. He considered some of the difficulties facing the load 
control process that is used in the aviation industry today and 
then offered some potential ways to mitigate the challenges 
faced – including better centralisation of load control and the 
use of the latest technologies now available to ramp supervisors 
(although he also pointed out that greater use of modern ramp 
tech can bring its own problems, including: who owns it, who 
maintains it, is there wi-fi on the ramp, is there consistency of 
the technology at different stations, and what are the resulting 
training implications?).

Leski provided a number of case studies relating to examples 
of aircraft that have sustained damage on the ramp with which 
he has experience, and suggested the lessons that might be 
learnt from them. Issuing the relevant safety bulletins and 
modifying GSE procedures are vital, of course, having carried 
out experiments and tests to ascertain the best solutions to any 
problems that were experienced. Training procedures also have 
to be reviewed as the result of any incidents.

Handlers face challenging aircraft turnaround times, a high 
turnover of staff and small profit margins, all of which can have 
potential impacts on safety, he noted, adding that ramp rash 
won’t ever be entirely eliminated. However, Leski declared: 
“Every incident has to be closely investigated and the necessary 
improvements made wherever possible.”

Gueusquin, an IATA Safety Audit for Ground Operations 
(ISAGO) auditor himself, highlighted the new Operational Audit 
Model that is now in place, and suggested how that might help 
ground handlers improve their safety procedures and ensure a 
safer apron for all.

And Birkett explained to the conference the benefits of today’s 
collision avoidance systems, especially intelligent systems such 
as smart cameras. All the panellists also provided their thoughts 
on questions from the audience. A question from RTITB (of 
which more later) highlighted the fact that technology can 
fail for a whole host of reasons, so it is vital to keep a human 
operator active in the loop of GSE operations. Massé from the 
BCAA stated that it’s vital for learning, such as those sorts of 
experiences that Leski had described, to be shared across the 
industry for the benefit of all.

TRAINING
Another panel then took their seats to discuss training issues as 
they pertain to ramp operations. Nick Welch, head of technical 
services at RTITB, Derek Carlton, airside training manager 
at London Gatwick Airport and Ana Soriano, an analyst and 
specialist in virtual reality (VR) training at IATA all offered their 
thoughts.

Welch discussed how training can help to minimise the 
risk of accidents on the apron. Training has benefits in a wide 
range of areas, not just for safety, he began: it helps a ramp 
operator to achieve greater efficiencies, to achieve regulatory 
compliance, it helps in the effort to retain talent, it provides team 
motivation and it is in essence a moral obligation; and, of course, 
it promotes greater safety on the apron. And all of this leads 
to a wealth of perceivable benefits in terms of reduced costs, 
improved customer satisfaction, efficient operators, reinforced 
brand perception and fewer accidents.

The best results are achieved through a structured approach to 
training, Welch told the audience. The right approach requires the 

Handlers face challenging aircraft 
turnaround times, a high turnover of 
staff and small profit margins...

REVIEW | GSE & RAMP OPS EVENT 2017

28 AIRSIDE INTERNATIONAL | SUMMER 2017

24-33 Airside Event Review.indd   28 09/06/2017   12:21



INTRODUCING DECADES 
OF AVIATION EXPERIENCE.
Every Textron GSE vehicle is backed by the expertise and resources 

of Textron—a Fortune 250 company with a long history of global 

aviation leadership. Building on this strong foundation, we deliver 

a full line of industry-leading vehicles and dedicated support to 

airports around the world.

Learn about our ful l  l ine at TextronGSE.com.

©2017 TUG Technologies Corporation. All rights reserved.

24-33 Airside Event Review.indd   29 09/06/2017   12:21



right materials and the right people to provide professional training. 
Moreover, there should be both top-down and bottom-up buy-in to 
the training, with “robust assessments” of its effectiveness.

Finally, there must also be effective follow-up to any training, 
with good management and supervision of the operators in 
their role, accreditation and auditing, ongoing performance 
monitoring and recording, and regular refresher training.

Carlton explained to his audience how he and his team 
at London Gatwick provide training for about 500 different 
employees on approximately 40 different vehicle types. With many 
of those employees seasonal, some being contractors rather than 
employees, and all having very different levels of ramp operation 
experience, the challenge is varied. What is vital is to work 
collaboratively with everyone in the “Gatwick family”, he said.

Taking up his current post about three years ago, “We wanted 
an open-minded look at what we did well, and what we didn’t,” 
Carlton explained. “Just because you’ve been doing a job for a long 
time doesn’t mean you’re doing it as well as possible,” he added.

Carlton introduced a set of standards to the training process: a 
set of standards for the trainer and for each training course, as well 
as a rigorous system of recording and regulation of which ramp 
operator had trained on what equipment with which instructor.

Effective training saves time because of the greater efficiency 
it creates and it cuts operational costs. It’s taken about three 
years for Carlton and his team to get where they want to be with 
the training programme. However, it has made a big difference 
to the safety culture at the airport, protecting people and 
operations, Carlton said.

There has been a 24% reduction in vehicle incidents since 
the start of the new training regime, despite there being many 
more vehicle types used on the apron now than there were at the 
start of the process. This will almost certainly have a very real 
benefit in terms of future insurance premiums as well as the very 
obvious benefits on the ramp, Carlton concluded.

The third member of the panel, IATA’s Soriano, spoke about 
how the airline trade association is using VR in its training. 

She said that the ongoing explosion in passenger and cargo 
movements has encouraged IATA to look at other approaches to 
training that can supplement on-the-job, on-the-ramp training.

Classroom training has its role to play, but we know that 
active training (involving interaction and problem-solving, for 
example) is more effective than passive learning, she said. Using 
VR helps to avoid trainees taking to congested ramps, while still 
providing that active element to the training. Moreover, it’s hard 
to replicate on any apron the wide range of potential problems 
that a ramp operator might face during his/her career, but they 
can be safely reproduced in a VR environment.

The industry can now leverage the cutting-edge technology 
that allows us to replace the real ramp environment with a 
digital environment, Soriano noted, “bringing the tarmac into 
the office”; taking away the fear of making mistakes among 
trainees; and yet it represents an environment which guarantees 
participants’ enjoyment. VR is also applicable to all ages, and is 
especially familiar to Generation Y (generally understood to be 
those born in the 1980s and early 1990s).

“It doesn’t get any more real” than IATA’s RampVR training, 
she said. “The future of training is virtual.”

After Tarbuck’s summary of the day’s discussions, the ‘work’ 
was over for the moment and it was time to relax, while also 
benefiting from the networking opportunities. All present 
were taken to a very pleasant evening out at a lovely restaurant, 
where they were wined and dined in what was a very convivial 
atmosphere.

WINTER OPS
The first conference session of the next day saw delegates treated 
to an excellent presentation by Ernie Carter, winter operations 
manager at British LCC easyJet. He is responsible for the 
airline’s winter operations at no less than 94 gateways and, he 
said, his role involves a “continuous programme to improve 
performance”.

His carrier is flexible and proactive. “It’s all about getting the 
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job done” at easyJet, Carter informed. He brought up on to the 
stage a number of delegates from the audience who would add 
their thoughts on the challenges of operating in a harsh winter 
and the snow events that can occur. Lee Coon from JBT, for 
example, said that an airport’s customers – passengers – want 
simply to get though an airport in winter in just the same way as 
they do in summer, not to be held up by snow or ice.

Mie Rajcic of Copenhagen Airport, a gateway that Carter 
reminded the audience has an excellent record of operating 
safely and efficiently in all weathers, said her gateway’s success in 
challenging environments is due to the equipment and processes 
in place at the airport, as well as the collaborative, inclusive 
approach to any problems that is shared by all involved at the 
Danish air hub.

Carter said that he wished the same were true of all 94 
gateways at which he is responsible for how his carrier meets 
winter’s challenges. Some airport authorities don’t work well 
together with airlines on snow events, he suggested, and 
don’t really factor in the impact of any delays on their carrier 
customers. For an airline, a one-day snow event that causes 
delays and cancellations at any airport may mean up to seven 
days of problems for the carrier in terms of inconvenient aircraft 
placements, unwanted staff locations, disrupted rostering 
and the like, as well as huge costs in terms of refunds or 
compensation that may have to be paid out to passengers.

“Let’s all pull together. Working together, as at Copenhagen, is 
vital,” Carter insisted.

Menzies handles the de-icing for easyJet aircraft at some of 
the carrier’s stations and Paul Drever, also invited to the stage, 
noted that his handler begins its preparations for winter as early 
as June. All Menzies de-icing rigs are pre-checked prior to the 
winter season, while seminars bring together those at Menzies 
who will deal with snow and ice well before the harsh weather is 
due to make its presence felt. 

London Gatwick’s Carlton also offered his thoughts on how 
his airport has made progress on dealing with winter weather. 

The airport operator there made the decision following a very 
severe winter a few years back that seriously impacted operations 
at Gatwick to re-look at how it meets the challenges of snow and 
ice. All involved were brought together to analyse the issues and 
some key decisions were made; in particular, two remote de-
icing pads were established to ensure that aircraft get off stand 
quickly without being held up by the need to de-ice there.

The improvements made at Gatwick as a result of the new 
approach are indicative of what can be achieved by an airport 
operator really working together with its various partners, Carter 
observed.

While safety of course has to remain absolutely paramount, 
the mindset of all concerned has to be that airports should be 
just as efficient in winter as in summer – there should be no 
delays or cancellations to the flight schedule, Carter remarked.

SELLING GSE INTO THE WEST AFRICAN MARKET
Seyi Adewale, chief commercial officer of Nigerian Aviation 
Handling Company (Nahco Aviance), provided a thought-
provoking insight into the challenges of operating in the West 
African aviation business but also, on the other side of the coin, 
the opportunities that exist for GSE manufacturers to sell into 
what is a growing market.

The countries of West Africa face many of the same 
challenges as the rest of the continent in terms of their economic 
and political environments, as they do in their aviation 
segments, but there are also some particularities about the 
Economic Community of West African States (ECOWAS) 
region, Adewale observed.

Some of the major challenges facing those involved in 
the aviation industry there include: very limited open skies 
arrangements; poor data-gathering and analysis; international 
trade deals are seen as economic weapons rather than beneficial 
to all; some important industry posts are held by apolitical 
appointees rather than aviation experts; there has been a 
reluctance to achieve regional integration; there is significant non-
uniformity in aviation policies among states; there are high airport 
taxes and levies; weak public-private partnership arrangements; 
undeveloped airport infrastructure; import restrictions; very 
strong trade unions; unhealthy rivalry among suppliers; poor 
budgeting and funding challenges; instability and war; lack of due 
diligence in airport construction; frequent contract cancellations 
due to political interference; and a low knowledge and skills base 
among many workers in some countries.

The countries of West Africa face 
many of the same challenges as the 
rest of the continent in terms of their 
economic and political environments, 
as they do in their aviation segments
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The list goes on, Adewale continued: excessive government 
bureaucracy; slow licensing and granting of approvals; 
undeveloped inter- and intra-airport movement (such as a lack 
of shuttle buses); and aviation fuel shortages and high costs.

Those who have to face and overcome these challenges to 
operating in the region have adopted a range of strategies to 
cope. They have, for example, exploited poor legal systems to 
frustrate government strategies; avoided or evaded taxes; taken 
bail-out funds from governments; exploited corrupt politicians 
or even turned to politics themselves; or sought international 
assistance, perhaps in the form of codeshares.

There are also particular challenges to ramp operators who 
tend to rely on old and possibly fairly inefficient GSE. There is 
no local manufacturing of GSE, for example, and the price of 
imported GSE can be high because of foreign exchange rates 
and taxes. West African handlers have not looked to acquire 
high-tech foreign GSE, Adewale noted, because of the relative 
lack of volumes that they handle (passenger or cargo) plus the 
lack of supporting infrastructure for sophisticated equipment 
(reflected, perhaps, in a lack of broadband connectivity at a 
station, or poor electricity supply).

The undeveloped nature of local roads has an impact on the 
GSE used, while effective training will also be in short supply. 
Then there is a paucity of maintenance workshops in the 
region. Because of all of this, much of the GSE used by West 
African handlers is old. Hence, said Adewale, there certainly 
is a market for GSE manufacturers looking to sell into West 
Africa, but they need to understand the nature of the operating 
conditions there and the needs of the operators. The many 
airport building programmes that are ongoing in the ECOWAS 
region also highlights how many opportunities there are to sell 
GSE into the area.

Slightly over half of the region’s GSE is currently sourced 
from Europe, and about one-third from North America. 
For those looking to sell into the ECOWAS area, Adewale 
suggests that they collaborate with local parties to set up 
assembly plants and the like in the region. He also suggests 
that they work with their relevant embassies based in-country 
to maximise opportunities and smooth their entry into the 
market. They might also explore different ways that deals 
might be funded, other than through direct sale – leasing 
programmes, for example – given the lack of finance their 
customers are likely to have to hand.

“The West African market is still virgin, and it is still crude, 
but it is big and it is growing,” Adewale explained. “There are 
opportunities for GSE suppliers.”

GSE SOLUTIONS
The final panel of the conference looked at three issues relating 
to effective long-term GSE operation: maintenance, pooling 
and innovation. These themes were discussed by Massimiliano 
Martone, business development manager at AVIOGEI; 
Menzies’ Paul Drever; Danny Vranckx, CEO of Aviaco GSE; 

and Tim Willett, operations director GSE of Rushlift.
All of the panelists offered their thoughts on the subject 

of how to get the best out of GSE by means of effective 
maintenance. Drever pointed out that GSE should best be 
maintained “regularly”, with preventative maintenance rather 
than reactive repair. Maintenance systems that help to manage 
maintenance programmes are a big help, he added, to ensure 
that schedules are adhered to.

Martone noted that AVIOGEI is a rare entity in terms of 
a GSE manufacturer in that it also has its own maintenance 
company within the group. This gives AVIOGEI an insight into 
maintenance issues and the group has modified its own product as 
a result of various maintenance-related issues it has experienced.

Vranckx said that Aviaco’s engineering and maintenance 
experience is key to its business model (of re-selling used GSE), 
while Willett pointed out that it is crucial for Rushlift (which 
provides its own maintenance services as well as leasing) to ensure 
that it maintains equipment properly – or the GSE is simply sent 
back to it when it fails.

The panellists also discussed the issue of GSE pooling, and 
Willett said that Rushlift had been asked by London Heathrow 
to assess the issue of pooled GSE maintenance. There are 
certainly challenges to be overcome, he remarked, but he 
agreed that pooling certainly “makes a lot of sense” in terms of 
easing congestion on the ramp. “It’s about how you cut through 
individual companies’ commercial interests,” he observed, and 
with new technologies such as advanced telematics helping 
to record GSE use by a given handler, it has already been 
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proved to work at locations like Luton and 
Amsterdam.

Drever explained some of the challenges: 
handlers have to agree initial GSE 
specifications; who maintains the GSE, and 
who repairs it? Furthermore, not all GSE can 
be pooled, he would suggest. And Vranckx 
added that a lot depends on the frequency of 
use of the GSE – pooling is most obviously 
useful in those cases where individual pieces 
of GSE are used relatively sparingly.

Finally, on the subject of innovation in 

GSE, the panel aired their views on electric 
GSE and its ever-greater presence on 
airport ramps. Telematics systems are also 
becoming much more widely used, while 
new sensors and other safety systems are 
becoming the norm on GSE fleets such as 
loaders and belts.

Tarbuck then brought to a close what 
had been a most interesting and enjoyable 
conference, thanking all who had offered 
their expertise from the stage and those who 
had participated from the audience.

SAME AGAIN NEXT YEAR
The whole event was greatly helped by the 
involvement of many generous sponsors, 
namely: Aviaco, AVIOGEI Airport Equipment, 
TAM-Europe, PaxLift, Denge, Movincar, 
Global Ground Support and Mallaghan, all of 
which also exhibited at the event.

While the venue and time has not yet been 
set for next year, if this year’s event is anything 
to go by, we can all look forward to the 2018 
GSE & Ramp-Ops Conference. 
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Buyer’s Assessment
In this Buyer’s Assessment, we look 
at Romanian Airport Services and 
its use of, amongst much other GSE, 
the ATA tug R

omanian Airport Services forms part of Romania’s 
RAS Group, along with sister aviation enterprises 
Regional Air Support and Regional Air Services. 
Romanian Airport Services is a 100% Romanian 
company and was formed more than 24 years ago as a 

joint venture between Bucharest Airports and private investor 
Dorin Ivascu. It provides a full range of ground and passenger 
services at all of the country’s major airports, including 
Otopeni, Baneasa, Oradea, Satu Mare, Craiova, Sibiu and 
Suceava, while its core business lies at the Bucharest airports 
of Otopeni and Baneasa.

Radu Gadea, Romanian Airport Services’ procurement 
and technical manager, explains that the company has grown 
rapidly in recent years: “We have new clients and we have 
greatly expanded our [GSE] fleet,” he explains. In fact, the 
handler has purchased more than 100 items of GSE in just 
the last three years, including both new and second-hand 
equipment. The company has also established very good 
relations with important GSE suppliers, such as TCR, Aviaco, 

Romanian Airport Services operates a wide range of GSE, 
including the ATA tractor, of which Gadea is a big fan
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TLD, ATA Modena, and others, Gadea informs.
When asked about his ‘favourite’ GSE, he says it is difficult 

to pick just the one type, because each type of GSE has its 
own favourites; however, he says: “I can put at the top of my 
list the ATA cargo tractor, the TLD JET 16 electric tractor, 
the TLD and Guinault GPUs, Vestergaard de-icers, the CLT 8 
loader, Gemini heaters and the FMC Smartstep.

Asked to focus on the ATA Modena tug, Gadea explains: 
“We recently bought two ATA 5000 GSE cargo tractors and 
we are happy about the very good consumption rate, really 
nice design and spacious cabin. They are easy to operate 
with intuitive commands, have a very good turning radius, 
agile driving capacity and – most important – a powerful 
[drive] unit.”

Furthermore: “We run our own maintenance works for all 
our GSE and, in this respect, I was happy to discover the easy 
maintenance schedule for these tractors.”

Another point of value was that Romanian Airport 
Services was given operator manuals written in the Romanian 
language. “I will point out that also TLD has this ‘good habit’ 
to deliver operator manuals in the local language. I hope that 
this will become common practice for all manufacturers, and 
also include maintenance manuals.”

As to the manufacturer: “We found that ATA Modena is 
a family company meticulously client-oriented, which tried 
throughout the procurement phase to understand our needs 
and fulfil them by means of determined efforts from its side 
and minimum expense from our side. At commissioning, 
we received very helpful training in respect of use and 
maintenance at the ATA factory.”

Gadea continues: “The after-sales service is very active, 
with quick answering on all requests of information and 
clarifications. As a result of the above, we continued the 
partnership and placed another order for two more units 
during the recent GSE & Ramp Ops event” (organised as a 
sister event to this magazine, and held this year in Milan).

All of Romanian Airport Services’ equipment is fully 
owned. Gadea does not rule out the leasing option being 
taken up sometime in the future but, “So far, in Romania, 
there have been no suppliers for such services. I consider 
that some equipment is better to own but there is some 
which I would definitely rent – for example, buses, loaders 
and de-icers.”

At Otopeni Airport, the handler operates no less than 
328 pieces of GSE: at its other stations about 25 to 40 GSE 
items. But Gadea is sure that more units will be adding to 
the handler’s growing fleet. “We are about to close a new 
order with TCR for several GSE units, including a CLT 8 
loader (which is very good equipment!). We already have 
one, and we decided to go for the second, as it is one of my 
ramp colleagues’ favourite items of GSE. Obviously, we will 
not stop here as we are constantly looking to improve and 
extend the fleet.”

PROTECTING VALUABLE GSE ASSETS
Romanian Airport Services has come up with a very original 
solution to a problem faced by many handlers. Gadea 
observes: “One of my problems is that our GSE is often found 
damaged, perhaps scratched, a problem that immediately 
leads to corrosion. In very little time, bumpers and the sides 
of equipment turn into that ‘nice copper colour’, making 

Turnkey supply of the most advanced hangar door 
solutions available.

INNOVATION
in Hangar Doors jewersdoors.co.uk +44 (0)1767 317090 jjewers@jewersdoors.co.uk

We recently bought two ATA 
5000 GSE cargo tractors and we 
are happy about the very good 
consumption rate, really nice 
design and spacious cabin
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necessary paint jobs at very regular intervals.
“Even after fresh painting, it will be only a maximum of a 

year to be back in this poor state,” he says. “Everybody knows 
and feels that we are in the era of speed, and this sort of thing 
is one of its side effects.

“Our fleet is extremely important to us not only in terms 
of operational capability but also in terms of the image 
portrayed in front of our clients and passengers. RAS’s 
technical department is constantly performing maintenance 
works, fully based on manufacturers’ requirements and 
refurbishment works as required. But we have been 
continuously searching to discover the latest solution for 
keeping the fleet operational, plus ‘nice and shiny’.

“We have already very good local partners, providing 
professional sand blasting and hot deep galvanising services 
that takes perfect care of GSE, which are mainly constructed 

One of Romanian Airport Services’ TLD tugs which has 
received the special protective coating

out of steel profiles. The problem still bothered us, however, 
that some GSE cannot be hot, deep galvanised – such as 
tractors, self-propelled belt loaders and so on.

“Everybody noticed how tractors are scratched by the carts 
and dollies, how the self-propelled belt loaders are scratched 
along the body. I wanted a unique, clean look for my GSE, so 
I researched many coatings, including epoxy paints, industrial 

I wanted a unique, clean look for my GSE, 
so I researched many coatings, including epoxy 
paints, industrial coatings and powder coating
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Technology at higher level
Next to a complete programme of cargo high loaders TREPEL offers a comprehensive 
product range, established under the term “Ground Support Equipment” (GSE) which 
deals with all avenues of freight and passenger handling on the airport apron such 
as cargo loaders, cargo transporters and aircraft tractors.

For further information please contact

Phone +49(0)611 - 880 88-0
airport@trepel.com  .  www.trepel.com

coatings and powder coating.
“We have just started to implement a new and 

innovative protective spray coating: Line-X,” 
Gadea notes. “Line-X coating provides excellent 
levels of abrasion and impact resistance; its 
purpose is to protect the paintwork against 
damage and scratches.

“We have made a test on a TLD JST 30. The 
bottom half was sprayed with Line-X and the 
result is amazing: even in the most massive 
hits, there is no scratch! The next step for us 
will be to apply this protective coating for all 
our tractors and self-propelled belt loaders in 
order to avoid future scratches and corrosion. 
Cost-wise, I can confirm it is competitive, 
provided that the treatment is repeated at least 
every two years.”

Gadea is by no means looking to keep this 
little secret to himself. “I think that it would 
be very convenient for handlers to share such 
engineering solutions they found along the way 
in order to help each other maintain their GSE,” 
he concludes very unselfishly. 
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so over the course of about 18 months, the whole system was 
redesigned. Gen 2 employs the best of VR, the simulated 
environment it creates fully surrounding the user.

While Gen 1 was two-dimensional in its portrayal of the 
world and only allowed for with one de-icing unit with one 
operator to tackle one aircraft, Gen 2 allows for up to eight 
drivers and sprayers from various remote locations to train 
together. The software monitors performance and offers 
a score, allowing training to take place in a competitive, 
game-type mode. A score can be given to those being 
trained based on actual Federal Aviation Administration 
(FAA) holdover times.

The software models 18 different aircraft types, 
incorporates full fluid dynamics variables, different wind 
dynamic variations and can even alter the operating 
environment to simulate day/dawn/dusk/night de-icing 
operations. 

Keeping it real

G
lobal Ground Support, the Kansas-headquartered 
specialist in ground support equipment, has for 
many years offered an extremely high-tech de-icing 
simulator package. Indeed, it is the only de-icing 
vehicle supplier to offer a simulator of its own design 

and build, explains Global Ground Support’s executive vice 
president worldwide sales service & marketing, Jeff Walsh.

It has been offering a de-icing simulator, first built for US 
carrier JetBlue, for nearly a decade, and there are more than 
70 of them currently in use around the world with various 
airlines and handlers.

However, just this year – in January – a whole new 
variant, the Generation 2 Virtual Reality Deicing Simulator, 
was released to the market, full of new features and of a 
wholly new design.

Th e advent of virtual reality onto the commercially available 
stage was something that Global wanted to incorporate, and 

Training by simulator is oft en a cost-eff ective alternative to on-the-job training, and that 
can certainly be the case for those required to work in busy ramp conditions
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It is so lifelike, says Walsh, that some customers regard an 
employee’s time spent on the simulator as exactly equivalent 
to time spent de-icing in the real world.

With de-icing fluid not coming cheap (perhaps as much 
as £4 or US$5.15 per gallon), the potential cost savings 
achievable through simulator training are obvious. Plus, as 
Walsh points out, it’s difficult to provide realistic de-icing 
training to personnel in a Northern Hemisphere June!

Customers of the Global Ground Support simulator 
include Air Canada, JetBlue, American Airlines, ASIG (now 
part of Menzies), Integrated Deicing Services (IDS) and – a 
major customer – the United States Air Force. Gen 2 has 
already been sold into the USAF, while numerous private 
sector airline and handling customers are also seeing their 
systems upgraded.

Feedback on Gen 2 has been “beyond incredible”, says Walsh. 

Gen 2 allows for up to eight drivers 
and sprayers from various remote 
locations to train together
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management, took centre stage to offer his thoughts as a 
senior executive representing a major airport authority. 
Opening by saying how happy he was to be involved in a 
conference on such an important topic, he pointed to how 
the subject has “important social and industry relevance”.

Bassato explained that ADR used to contract out its PRM 
handling and related ancillary services, but then chose to 
create ADR Assistance to perform the role (ADR Assistance 
ensures disabled passengers receive help in departure, 
transit and arrival at Fiumicino and Ciampino airports; its 
objective is, it says, to “make the airport more accessible with 
dedicated assistance that will facilitate the journey”).

It now incorporates 450 or so ADR employees, Bassato 
said, adding: “The decision has paid off in terms of quality of 
service. It has also paid off in terms of the close collaboration 
we now have with other ADR stakeholders in terms of the 
PRM issue, including airlines.”

But there are also many challenges to be faced. Numbers 
of PRMs travelling though airports are rising, and at a faster 
rate than the general passenger population. Speedier aircraft 
turnaround times are now being demanded by carriers, while 

Meeting PRM challenges

T
he welcoming address, given by AVIOGEI’s president, 
Franco Cesarini, to a full room, introduced the themes 
that would characterise the conference, including 
the changing regulatory environment governing 
PRM handling, the infrastructure and equipment 

required to safely and efficiently handle PRM, and the new 
technologies that are becoming available that will help 
carriers and third-party service providers to offer passengers 
with restricted mobility as pleasant as possible an experience 
when they choose to fly.

AVIOGEI has itself grasped the opportunities that exist 
for manufacturers to serve what is a growing segment of the 
aviation market, Cesarini observed. The company began 
developing PRM-related equipment back in the mid-1970s in 
collaboration with Assaeroporti, henceforth working closely 
with PRM operators to introduce increasingly sophisticated 
equipment into the market.

AVIOGEI was exhibiting the latest example in its series 
of dedicated PRM vehicles – the Thunderlift – at the event 
in Rome but Cesarini added: “We will not stop here. We will 
introduce new equipment in the near future, including all-
electric units.”

He was followed by Alessio Quaranta, director general of 
ENAC, who offered a keynote address to the day’s events. 
Quaranta noted that ENAC is – and always has been – 
involved in ensuring that the needs of passengers are always 
met. “Thus, we have charters for passengers’ rights,” he 
pointed out.

He said that the conference would illustrate the value of 
the latest technological developments with regard to PRM 
and that such events are vital in bringing everybody in this 
particular industry segment together. Pointing out that it is 
absolutely critical to see PRMs as people with a full range of 
rights and not just as an issue to be addressed, he added: “I 
am proud to be part of an organisation so dedicated to the 
issue of passenger rights.”

Then, Ivan Bassato, ADR’s director of airport 

On 11 May, a conference hosted by AVIOGEI Airport Equipment, Aeroporti di Roma 
(ADR, operator of  Rome’s Fiumicino and Ciampino airports), Ente Nazionale per 
L’Aviazione Civile (ENAC, Italy’s civil aviation authority) and Associazione Italiana 
Gestori Aeroporti (Assaeroporti, the industry association representing 34 Italian airport 
management companies) met at the Hilton Rome Fiumicino Airport to discuss a whole 
range of  issues relating to PRM (passengers with restricted mobility) handling. It was an 
interesting and revealing meeting for those who attended
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the latest widebody aircraft types being seen at gateways 
like Fiumicino also offer new challenges in terms of PRM 
handling. Events such as this conference will hopefully help 
us find answers to the challenges faced, he said.

Maria Bochetti, Assaeroporti’s secretary general, took the 
microphone and began by saying that she believes it is vital 
for those involved in PRM handling to exchange views and 
to work together. Assaeroporti has, she continued, made a lot 
of progress on PRM handling, working in collaboration with 
other bodies involved, including ENAC. One project, for 
example, has assessed ways in which autistic passengers can 
be helped through their airport experience, the initiative part 
of a combined effort involving not only Assaeroporti and 
ENAC but also a number of airport authorities.

She said that, for airports to provide a good experience for 
PRMs, they must first be aware that such passengers will be 
flying to or from their gateways. They might have physical 
challenges, or they might have other issues that mean they 
require a little assistance. Such information is a critical 
requirement for airports, she said, a point that was reiterated 
by other speakers during the day.

The final speaker during the opening phase of the 
conference was Air Force General Francesco Langella, chief 
of Aermaero, the Italian National Armaments Directorate. 
He said that the Aeronautica Militare, the Italian Air 
Force, is also interested in issues relating to PRM handling 
– for example, it may well handle PRMs in the course of 
peacekeeping or various civilian assistance type operations. 
Moreover, Langella noted, the military and civil realms are 
moving ever closer together, so dual-use technologies able to 
serve both civilian and military requirements are critical.

SESSION 1: THE REGULATORY ENVIRONMENT
Th e fi rst panel session of the day considered the regulatory 
environment in which those involved in PRM handling 
operate. Th e session co-ordinator, Pierluigi Di Palma, president 
of the Centro Studi Demetra, a study centre in Rome, is of 
the opinion that deregulation of PRM handling in Italy has 
certainly helped to improve service quality. New technological 
innovations have also brought real benefi ts, he said.

In Italy, PRM handling is contracted out but overseen by 
airport operators, who ensure that such handling is carried 
out safely and according to the norms of the EU’s regulations 
regarding passengers’ rights. “Europe is looking after the 
needy,” he said.

Giovanna Laschena, a deputy director at ENAC, developed 
this theme. She said that ENAC has always considered 
passengers, and PRMs, have the central role in airport 
operations, but that the EU’s regulatory framework has 
certainly helped to add focus on that. With regard to PRM, 
‘EU 1107/2006 on the rights of disabled persons and persons 
with reduced mobility when travelling by air’ is at the heart 
of the relevant regulatory framework.

The regulation requires that all PRM handling must be 
undertaken with adequate equipment and by fully trained 
handlers, and ENAC has, Laschena informed, acted as a 
‘quality checker’ in terms of ensuring handlers’ compliance 
with EU 1107.

“The system is efficient,” she said. In 2016, ENAC 
received only six complaints pertaining to this, Laschena 
confirmed. As well as having its own PRM charter, ENAC 
has helped with specific initiatives such as the one designed 
to help autistic passengers as described above. In keeping 
with the realisation that those who require assistance 
might also face a wide range of challenges, ENAC has also 
supported the creation of Braille air safety cards for those 
who would like them.

Returning to speak again, ADR’s Bassato explained 
that the industry has now had 10 years of working to EU 
1107 and the new PRM regulatory environment – what he 
described as a “profound change” in the industry. His airport 
operator, Bassato said, “understood the social significance 
of the reform and wanted to see an improvement in service 
quality”.

Thus, he explained, ADR has over the last decade 
introduced many more dedicated PRM vehicles, as well as 
new processes. It has invested heavily in this area of the 
business, he declared. While EU 1107 provides a set of base 
minimum requirements in terms of the quality of PRM 
handling that must be offered, ADR goes above and beyond 
that level, Bassato insisted.

Giulio De Metrio, chief operating officer and deputy 
CEO of SEA, the airport authority that manages both Milan 
Malpensa and Milan Linate airports, turned to the subject 
of technological developments, and said that these will be 
a highly enabling factor in terms of future PRM handing. 
There will be developments in terms of both mechanical and 
digital/system solutions, he pointed out, and SEA has always 
looked for the best of these to implement.

The industry has done a good job in introducing and 
absorbing these “enabling factors”, he said. SEA itself 
employs about 200 people for PRM handling, who work with 
about 400 PRMs on an average day.

An “incredible” range of mobility challenges have to be 
overcome with the help of these people, he said. “We have 
done a great job, but there is still a long way to go.”

Aldo Bevilacqua, secretary general of industry employers 
group Assaero, added that Assaero certainly reacted to the 
changes brought about by EU 1107. That regulation was a 
“milestone in aviation transport generally and especially in 
terms of PRM rights”, he said.

Italy was already ahead of the game in terms of PRM 
handling prior to this, but it was still a very important 
change to the business, he suggested. Staff training in regard 
to PRM handling was not then as good as it is now, for 
example, he explained.
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The head of PRM at ADR Assistance, Roberto Spina, has 
responsibility for both Fiumicino and Ciampino and he says 
that there were more than 300,000 requests for PRM assistance 
at those two gateways last year. Those requests relate to 
assistance airside or landside, or both. And ADR Assistance 
has invested in upgrading its capabilities in both areas.

For example, it has invested in new PRM fleets for ramp 
operations, while when a terminal caught fire and was 
recently refurbished, ADR Assistance took the opportunity 
to upgrade the infrastructure such that it was much more 
‘PRM-friendly’, employing a ‘passenger flow’ concept that 
sees a single aide accompany a PRM throughout his/her 
movement through the terminal.

Even outside the airport, ADR Assistance has worked 
with other agencies to try to develop a specialised ‘car-to-fly’ 
option while also liaising with the Italian railway authorities 
to try to improve PRM access at Fiumicino’s railway station.

Giorgio Medici, customer care manager at SEA, has 
responsibility for PRMs’ experience as part of his role. He 
wants to see such passengers looked after throughout their 
entire journey, and has worked alongside other Italian 
airports – and, indeed, airports elsewhere in Europe – to 
share experiences and learn from each other as to what can 
be done to improve PRM handling. He believes it is vital 
to develop a virtuous circle involving PRMs, airlines and 
airports if the experience of the former is to be as good as it 
can possibly be.

Marco Franchini, director general of Aeroporti di Puglia, 
said that his airport authority handles about 30,000 PRMs 
a year at Bari and Brindisi airports. He said that Aeroporti 
di Puglia “fully commits” to the PRM standards set by 
ENAC and has involved all stakeholders – including PRMs 
themselves – in a process to optimise their experience at the 
two gateways. “We are very much customer-oriented” in this 
and other areas, Franchini remarked.

Richard Prince, CEO of Aviapartner Italia, offered the 
view of a handler. “We have to remember that aviation is 
a business,” he said. “And PRM handling is part of that 
business.” All over the world, service providers have found 
different ways – some good, some not – to handle passengers 
with restricted mobility, he noted, but all should be using, 
and pushing for, technological advancements to make such 
handling ever safer and more efficient.

Prince congratulated AVIOGEI on how it has pushed 
the technological boundaries, and urged it and other 
manufacturers to go yet further.

Next to take the microphone was Laura Salvatelli 
of Mistral Air. She provided the view of the airline on 
PRM handling, and she said it is all about making these 
passengers’ journeys as stress-free as possible, and as much 
like any other passenger’s as possible.

She pointed out that some airports cope with far more 
PRMs than others – Lourdes would be a good example – but 

Also vital has been the recognition by all that PRM 
handling should be free to those customers, and that the cost 
should be spread across the general passenger population. 
Finally, said Bevilacqua, if there is to be efficient PRM 
handling there must be close collaboration between handlers 
and airlines.

Last to speak in this session was Roberto Romeo, national 
president of ANGLAT, a trade association formed to 
improve regulations pertaining to the transport of people 
with disabilities. Romeo noted that EU 1107 is fully in 
keeping with UN thinking on the rights of the disabled, 
and that ENAC has done well in providing its support to 
the regulation and its implementation in day-to-day PRM 
operations.

ENAC had already opened up a dialogue on 
understanding PRM needs, he continued, even prior to EU 
1107. Romeo is of the opinion that the air travel industry 
is one of the better ones when it comes to handling PRMs, 
while ENAC has also played a leading role amongst national 
agencies of its type in promoting EU 1107’s conditions and 
its wider recognition of passengers’ rights.

Moreover, Italy’s airports are generally amongst the ‘crème 
de la crème’ in terms of PRH handling, he considers. But 
more effort can still be made. Training with “bottom-up” 
effort and buy-in is key, with the aim to ensure that PRMs 
are never in any way considered as second-class citizens.

SESSION II: DEVELOPING INFRASTRUCTURE  
AND PROCESSES
The second session of the day concerned infrastructure and 
process in relation to PRM handling. ENAC’s Roberto Vergari 
reiterated that ENAC’s vision is for PRMs to always fly on 
equal terms with other passengers. As part of that effort, ENAC 
is working with various industry bodies to introduce a wide 
range of new technologies to allow airports to become more 
PRM-friendly.
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they must all overcome the challenges, as must airlines. 
Carriers also have to cope with other situations not of 
their own making – for example, flying through airports 
that have no dedicated PRM vehicles (Mostar in Bosnia 
was one that had no PRM units, a situation that has now 
been remedied).

Th e fi nal speaker in this session was Giuseppe D’Andrea 
of Passepartout Training, who spoke of the growth of the 
PRM segment of the handling business, not least because 
of an ageing population that expects to travel more. But, he 
said, “accessibility must be inherent” in the aviation business, 
and eff ective staff  training in PRM handling will always be 
fundamental to this. 

SESSION III: PRODUCTS
Th e fi nal panel of the day saw a number of manufacturers 
present their companies’ contribution to technological 
developments in regard to PRM handling. Co-host 
AVIOGEI, for example, was represented by Salvatore 
Ivagnes, who described the leap forward that the 
manufacturer’s Th underlift  ambulift  represents.

He said that the unit is the result of a very long 
process of research and development. AVIOGEI’s first 
attempt at an ambulift was evolved from a commercial 
chassis, but the big change happened in the 1990s with 
the company’s development of a Front Loading System, 
revolutionising the way ambulifts are designed and built.

Thunderlift was officially launched in 2015, and 
exhibited publicly at inter airport in Munich that year. It 
comes complete with an integrated cab and a whole range 
of new technologies that vastly improve performance and 
safety, Ivagnes commented. Customers already include 
airport authorities and handlers right across Europe and 
in Africa.

And the process of development does not stop here. 
The first all-electric Thunderlift is expected to be 
exhibited at inter airport Munich this year.

The whole day offered a revealing insight into what 
this segment of the aviation industry is doing well, 
and what it is not doing so well, in the area of PRM 
handling. There was plenty to learn, and plenty of 
experience to share. 

Richard Prince congratulated 
AVIOGEI on how it has pushed 
the technological boundaries, 
and urged it and other 
manufacturers to go yet further
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can be customised according to client requirements (and for 
VIP transport if required).

It has a Tier 4-compliant diesel engine and is capable 
of reaching a speed of 30km/h. Pirpamer also expects an 
electrically powered variant (the E-PaxLift ) to be available as 
early as the second half of next year.

Th e PaxLift  boasts the latest in ramp safety measures, 
including wide-angle cameras and laser point indication on an 
aircraft  fuselage that measures the distance to the aircraft  from 
the vehicle, and provides that information in the cab to the 
driver. It also features automatic stop technology for when the 
vehicle fi nalises its approach to an aircraft . Automatic speed 
reduction technology limits the vehicle’s speed to 2km/h when 
the unit is in lift ing mode.

“We strongly believe in this market,” declares Pirpamer. 
The creation of the purpose-built PaxLift – as opposed to an 
adaption of a commercial vehicle – is a reflection of this, he 
says. He expects demand for the ambulift to be potentially as 
much as 50 to 100 units a year. The market is quite disparate, 
he points out, with no single manufacturer being dominant – 
different countries tend to have preferred different ambulift 
suppliers, but demand for PRM operations on-airport is 
growing.

“We need a new standard on PRM handling and this is what 
we are working to support,” Pirpamer concludes. 

PaxLift  to off er 
a helping hand

V
erona, Italy-headquartered Baumann was founded 
in 1969 and is best known for its materials handling 
equipment (MHE), primarily its side-loading forklift s. 
Now employing approximately 100 people, it has sold 
more than 10,000 lift ing vehicles into more than 60 

countries, and has dealers based right around the world to 
support its global sales eff orts.

About 99% of its sales consist of exports beyond Italy, 
confi rms Baumann managing director Klaus Pirpamer. All its 
manufacturing facilities are located in Italy, however.

In 2004, Luft hansa LEOS – the GSE engineering specialist 
– was in the market for a new vehicle for passengers with 
restricted mobility (PRM), especially one that could handle the 
impending new arrival on the scene, the super-jumbo A380. 
Baumann built an ambulift  on the chassis of a side-loader, 
technology with which it was very familiar, and sold two 
vehicles to Luft hansa LEOS.

However, it was clear that a side-loading ambulift  was not 
the best solution, says Pirpamer. For one thing, the movement 
of the platform and cabin tended to be too jerky. So, three 
years, ago, the company decided to build an ambulift  that lift s 
vertically and that could still handle the heights of an A380.

Th e result is the PaxLift , which is now in early-stage 
production. Two potential customers are near to a purchase, 
currently closely investigating prototypes. Plus a prototype 
will be on the PaxLift  stand at inter airport Europe this year, 
Pirpamer reports.

Th e PaxLift  is to be made available in three size variants, 
although only one – the PaxLift  XL, which has a maximum 
operating height of 5.8m – has so far been built. It is compact, 
ideal for congested aprons, being a mere 2.55m wide, and 
is built for the comfort of its passengers, with hydraulic 
suspension and full four-wheel steering. Th e largest of the 
models is expected to be able to serve A380s, with a maximum 
operating height of 8m.

The PaxLift is ideal for stop-and-go type airport 
operations, Pirpamer says, but is very smooth in its drive 
and in its cabin raising mechanism (three patented lifting 
columns provide the smooth lift, while fully hydraulic 
suspension provides for comfort during driving). The sole 
driver/operator remains with his passengers in the main 
area of the vehicle. It can accommodate up to six wheelchair 
passengers, it can operate in temperatures ranging from -40 
degrees Centigrade to +50 degrees thanks to a climate control 
heating and air conditioning system, and its internal layout 

A new ambulift  is soon to make its presence 
felt in the GSE arena; and it’s pitched at the 
higher end of  the market

Baumann managing director Klaus Pirpamer
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before they ever hit the full manufacturing line.
Many companies use this type of 3D printing for 

commercial products, such as electronics, or shoes, to name 
just a couple. Laser Aviation has demonstrated its use in the 
aviation industry. Mike Mullett, president of Laser Aviation, 
is enthusiastic about the firm’s progress.

There are a number of manufacturers around the world 
developing laser scanners and laser scanning technology, 
so how does Laser fit within this relatively niche part of 
the industry and how does it benefit MRO? The modelling 
and scanning technology that Laser Aviation employs 
“will capture within [millimetres] accuracy on the scans 
we develop,” Mullett contends. The “data-rich” scans are 
conducted on different views of the aircraft – up and down, 
above and below – and they produce a “clean picture” of the 
aircraft they are scanning.

The technology that Laser uses can scan everything from 
“small, civil engineer planes to B747s, and everything in 
between”. These scans and models have implication for MRO 
engineers. Mullett states that the “FAA [Federal Aviation 
Administration] in the US considers it a tool”, leaving any 
potential liability of its use to the engineers. And, he adds, 

A digital industrial 
revolution: 3D scanning 
and printing 

L
aser Aviation is one of those enterprises looking to play 
its part in modernising such processes – a company 
‘dedicated to the development of 3D laser images 
of any type of aircraft’s interior, exterior or aircraft 
component’. Laser aims to lead the industry with 

‘turnkey solutions in dimensional documentation of aircraft 
and 3D solid modelling’. 

Although small, early developments were first made in 
regards to three-dimensional printing in the mid-eighties, 
it was not until the start of this decade that 3D printing was 
perceived clearly to have serious applications to a number of 
industries. In an article published in The Economist in 2012, 
it was suggested that ‘as manufacturing goes digital, it will 
change out of all recognition’; the story went on to remark 
that 3D modelling and printing were marking the start of a 
‘third industrial revolution’.

The article reported that an American company named 
3D Systems had been able to use a 3D printer to produce a 
hammer, furthering the idea of using 3D printing for tools as 
well as products. It further noted that while the technology 
remained “relatively young”, it was already being used by 
companies wishing to produce early versions of products 

Automation has played a part in maintenance, repair and overhaul (MRO) of  aircraft  
for some time now. Robotics and automated processes have helped airlines and service 
providers to improve effi  ciencies while working on aircraft , oft en complementing skilled 
manual work. Although these processes have been around for a while, as new technologies 
are developed, the way engineers perform their duties on the ramp and inside the hangar is 
evolving, and various companies are off ering diff erent methods to facilitate the process of  
change. Tom Willis reports
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“We try to work with aerospace engineers… that way they 
end up supporting the MRO facilities.”

Mullett argues that “[the] benefits to MRO are that there 
is better, richer data, it’s more accurate, very objective – with 
no subjectivity, even big airlines… are starting to realise and 
understand the benefits of using it.”

One notable challenge faced by the company is the 
cost of the equipment. It is costly for Laser to acquire the 
technology. Mullett states that “…the problem can be that 
the equipment can range anywhere between US$60,000 
and $153,000 dollars… companies who employ it regularly 
normally have three or four pieces of it,” making the overall 
cost to them perhaps $500,000 dollars or more. Coupled with 
this is the cost for the software to use the technology, which 
can cost in the range of $11,000 to $20,000. The “technical 
expertise employed” is also an added cost. 

Nevertheless, Mullett states that “3D printing is coming 
on strong”, and has already had an impact on the aviation 
business, and MRO in particular. His company has already 
started producing 3D printed models of aircraft parts and 
prototypes, such as sheet metal components and parts of 
instrument panels. It has also helped model other aircraft 
parts ranging “from cabin seats and interiors to landing gear 

parts [and] many other components in aircraft”
Specifically in the area of cabin seats, Laser has worked 

with MROs to model and develop solid model components: 
“a 3D library for cabin interiors” which can be used to 
appropriately design and create aircraft interiors.

Mullett sees 3D printing as a huge digital industrial 
change. He even suggests that, in a few years, “General 
Electric will have 40% of their engines 3D printed.” The 
times, particularly the manufacturing times, are changing; 
the digital world is becoming more tangible than ever.

Mullett predicts huge growth in the training and 
augmented reality industries too, as they continue to trend 
in aviation – often together. In the world of cargo, the 
International Air Transport Association (IATA) recently 
demonstrated its virtual reality (VR) training demo, 
RampVR, at the World Cargo Symposium (WCS) in Abu 
Dhabi. Also a feature of the cargo conference was a well-
attended discussion on Wearables, VR and AR (alternative 
reality) in the industry. They are all hot topics.

Does a company like Laser Aviation come at the time of 
a third industrial revolution – one that is characteristically 
digital? Time will tell, but that time is likely to be sooner 
rather than later. 

STRONG SUPPORT
HIGH SECURITY

Being the leading manufacturer of  
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and maintenance vehicles. 
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for commercial airlines, commercial aviation operators, 
airports or any company that provides equipment logistics, 
MRO or support solutions into airline or aircraft operations’. 
The company provides similar management solutions to the 
defence sector as well as to the commercial aircraft segment 
but TPOA, at the moment, applies only to commercial 
aircraft operation. 

The question that Stimpson and IFS 
contended with before creating the TPOA was 
“how can planners optimise aircraft allocation 
while coping with unexpected operational 
changes and unscheduled maintenance?” 
Stimpson notes that “a typical airline will 
have an aircraft allocation team on this chore, 
spending some 3-4 hours to prepare a single 
one-day optimised plan. But tightly planned 
schedules can quickly be thrown out of kilter 
by last-minute changes. Add in poor weather, 
airport delays or engine failures and airline 
operations can soon become jeopardised.”

Stimpson points out that “essentially what 
the [TPOA] solution does is to solve the problem of trying 
to allocate the aircraft to the flight schedule… balancing off 
different competing factors. For example, the maintenance 
versus the flight schedule.” 

The solution, he notes, optimises fleet utilisation. 
Although the TPOA product is fairly new, with Emirates 
having acted as launch customer, the goal is to be an 
application of value to the wider aviation industry. IFS is 
currently “in the process of taking it into a broader market,” 
Stimpson reports.

Planning for success

M
ost of the aviation industry is in a positive mood 
right now regarding current conditions and future 
prospects. Andrew Stimpson, solution manager 
for aerospace and defence at Linköping, Sweden-
headquartered IFS, which off ers solutions for the 

defence and aerospace sectors, shares this view. 
Stimpson suggests that the “commercial market figures are 

staggering”, citing Boeing order forecasts for 
almost 40,000 new aircraft being made over 
the next 20 years.

He further relates that there has been a 
“boom in passenger demand”, but observes 
that alongside these encouraging figures, 
solutions need to be developed in order for 
carriers to operate at the pace that demand 
will put on them.

Growing demand is, of course, great for 
business, yet management solutions need 
to be created and perfected in order for this 
demand to be capitalised upon. One of these 
solutions is IFS’s Tail Planning, Optimization 
& Assignment (TPOA) product, as Stimpson describes to 
Airside International. It helps carriers to maximise aircraft 
allocation efficiency, supports fleet planning and allows 
airlines to make the speediest possible decisions on resource 
allocation.

Stimpson says that IFS has been “working with airlines 
and airports in different domains for a while now… in 
MRO and in airline maintenance management”, so its TPOA 
product serves as a “complement to what we’ve been doing 
for a long time now”. Indeed, IFS aims to provide ‘solutions 

Can effi  cient ‘tail planning’ lead to better fl eet management? 
Andrew Stimpson of  IFS off ers his thoughts

Andrew Stimpson, IFS
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The system is, “ultimately, tailored to an airline as primary 
customer… It’s really about helping an airline protect 
performance, manage risks and also reduce fuel costs”, he 
explains.

“Although the airlines are the main focus of the solution, 
the application clearly has other benefits. For example, for 
the customer at large, if fleets are managed more efficiently 
and disruption time is reduced, then this will drive down 
fares, allowing passenger customers to serve as ‘secondary 
beneficiaries’.”

Stimpson remarks that “a lot can go wrong when sending 
out many aircraft to many destinations”, so working against 
the backdrop of very different frameworks is crucial to the 
effectiveness of the system.

To effectively manage disruption and unexpected delays is 
key. The 2010 volcanic eruptions in Eyjafjallajökull, Iceland, 
represent a significant case study. With regards to these sorts 
of major disruptions, he notes that there is “only so much 
we can do”, and that it is “really all about having up-to-date 
information on delays and the impact of delays”.

The incident in Iceland was an unparalleled one – but 
similar degrees of delay can occur for other reasons. The way 
to manage these is to formulate plans before they happen, he 
says. One of the great things about the management team 
at IFS, Stimpson notes, is its ability to create “multiple 
plans at a very quick pace, present them for 
evaluation and then implement them”.

A RANGE OF BENEFITS
Th e growth of South American, Middle Eastern and Asia-
Pacifi c markets has led to more aircraft  being fl own, with more 
planning needed to effi  ciently manage airlines’ expanding 
fl eets. Africa, too, will undergo a “revolution”, according to 
Stimpson. As many of the countries in these regions see their 
GDP increase, more money is invested in (and made from) 
aviation, all of which makes optimisation of airlines’ fl eet 
management ever more important.

IFS’s TPOA is designed with this in mind. Saving money, 
turning around aircraft  as effi  ciently as possible, allocating space 
and time eff ectively, developing key performance indicators 
(KPIs) and benchmarks of measurements, and analysing 
an airline’s ongoing return on investment (ROI): 
these are all tasks and processes facilitated 
by the system and ultimately, Stimpson 
argues, the solution aims to create 
an effi  cient, well-managed 
fl eet that will save 
airlines money. 
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and so on, to say ‘hi’ to and to talk 
about future co-operation. 

In this case, we presented our 
best products, our VivAir series of 
airport buses. It has been the most 
important part of our product 
line up to now and will be so for 
coming years.

That is why we spare no efforts 

Driving change

TAM offers its VivAir series of airport buses

Q: Can you tell us a little bit about 
what in particular you wanted to 
promote about TAM-Europe at the 
event?

A: We made a decision to join 
the event with silver sponsorship 
because we think that the event 
is a great gathering of all GSE 
and ramp-related entities from 
right across Europe and around 
the world. It represents a good 
opportunity for us to present the 
work we’ve done recently and our 
plans for the coming months and 
years, as well as to come face-to-
face with our potential customers.

Also, we have so many great 
partners who are also at the event, 
such as TCR, Pegasus, Menzies 

Bryan Zhao, CEO of  Maribor, Slovenia-headquartered 
airport bus manufacturer TAM-Europe, spoke to 
Airside International during the recent annual 
Airside Event in Milan about his company’s current 
priorities and future plans

We don’t want 
to miss the 

trend towards 
zero emission 
transportation

in maintaining their high quality 
as well as in innovating wherever 
we can. For example, we have 
put a great deal of thought into 
upgrading even the smallest plastic 
parts on the holding bar used by 
passengers within the bus, for 
improving the quality of the vehicle 
without increasing the price.

 
Q: The VivAir airport bus series 
is at the heart of your airport bus 
offering; what do you think makes 
it so unique?

A: In that series, the model 
104WL VivAir airport bus is 
currently the world’s largest in 
this segment, offering efficiency, 
cost reductions and safety (the less 
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equipment operating on the ramp, 
the fewer problems there are) to 
our customers. 

But that is not all. Our VivAir 
series of airport buses is the only 
one made with a monocoque 
structure, which is so far the safest 
solution for bus manufacturing 
and is widely used in the bus 
industry, especially in the coach 
segment.

The series is also integrated 
with the CAN [Controller Area 
Network] system, which is basically 
a mandatory part of the modern 
coach. Our model 104WL stood 
the test of our partner in Dubai 
in the tough environment of an 
extremely high temperature. In the 
same test, the maintenance cost 
was comparatively low compared to 
other buses.

Q: TAM has been making strides 
down the road as regards fully 
electric buses; can you tell us 
where you are in terms of greener 
airside passenger buses?

A: While we are working very 
hard as always on our airport 
buses, we also don’t want to miss 
the trend towards zero emission 
transportation. That is why we 
started our electric vehicle (EV) 
bus project two years ago. We are 
very proud to say that the first 
prototype was finished and was 
test-driven for a long time. It has 
been working pretty well so far. 
Our plan is to put the EV bus into 
serial production in 2018. By then, 
we would be really glad to have 
a great platform for VIP airport 
buses and for airside passengers.

Q: Do you think that fully electric 
buses are likely to be the future for 
airside passenger transportation?

A: Environmentally friendly 
transportation is the irreversible 
trend coming at us. The same thing 
will happen to airside equipment. 
We should happily accept it, 

not reject it. As of now, electric 
vehicles are still the best solution 
in that area.

In this case, the whole TAM 
team has been and will be joining 
in our effort to make the company 
the best airport bus company in 
the world – as well as to make 
the company one of the most 
respectable EV bus companies in 
the world. And I am convinced 
that we could see that happening 
in the foreseeable future. 

Sheiling House  Invincible Road  Farnborough  Hants GU14 7Q4  England

Tel: +44 (0) 1252 372555  Fax: +44 (0) 1252 517512

Email: airsideairporteq@btconnect.com   Web: www.airsidegseltd.com
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processing, preparation and preservation 
equipment, tableware and chinaware, accessories, 
toiletries and travel amenities at the WTCEME.

GLOBAL AIRPORT LEADERS FORUM
Th e two-day Global Airport Leaders Forum 
(GALF) brought together aviation leaders and 
experts to discuss challenges and opportunities 
for the industry worldwide. Held under the 
patronage of Al Maktoum, the forum, co-located 
with the Airport Show, was hosted by Reed 
Exhibitions Middle East and organised by CAPA 
– Centre for Aviation.

On the fi rst day, various industry experts discussed challenges 
in airport capacity, next-gen technology facilitation, fi nancing of 
airport projects and innovation and refi ning the airport role.  

In his keynote address, Paul Griffi  ths, CEO of Dubai Airports, 
talked about oil prices, the global economy, political unrest and 
consumer confi dence as short-term factors. “If oil price goes up 
it will be another problem for the industry,” Griffi  ths said. He 
added that technology, urbanisation, economic balance of power 
and resource scarcity are important long-term factors.

In another keynote address, General Civil Aviation Authority 
(GCAA) deputy director General Omar Bin Ghaleb spoke about 
the outlook for aviation in the UAE in the period up to 2025. He 
hopes that by then the country will have successfully addressed 
many of the challenges that the industry faces today.

Peter Harbison, executive chairman of CAPA – Centre for 
Aviation believes that the aviation industry is going through a lot 
of changes in the wake of some uncertainties

During his presentation at the GALF, he said it is a relatively 
benign environment, with low interest rates, low oil prices, and 
economies performing adequately. He added that the main 
driver of profi t growth since 2014 has been lower fuel costs. But 
he also mentioned that in a competitive marketplace, lower costs 
thanks to lower fuel prices have a tendency to drive prices down. 
So, instead of pushing profi ts up, lower prices squeeze margins.

Th e programme then turned to a panel discussion that 
debated whether airports are ‘always’ a good investment and 
whether they should be privatised or sometimes owned and 
managed by governments. 

Th e best show yet?

T
his year’s three-day event also saw 
more than 300 exhibitors from over 
50 countries show off  their wares 
and meet existing and potential new 
customers. Th e show had its largest 

ever international representation, with 
eight dedicated country pavilions for global 
participants to showcase their products and 
services. 

Daniyal Qureshi, group exhibition director 
for Reed Exhibitions Middle East, comments: 
“Th e unprecedented success of the Airport 
Show is a testament to the strong growth in 
the aviation industry in Middle East and the investment to the 
tune of billions of dollars toward expansion programmes which 
are fueling global aviation growth.”

Sheikh Ahmed bin Saeed Al Maktoum, president of Dubai 
Civil Aviation Authority, chairman of Dubai Airports and 
chairman and chief executive of Emirates Airline and Group, 
said during his opening address: “Th e aviation industry 
expansion in the Middle East continues to surpass average global 
growth rates. Future projections are equally promising and are 
behind the ongoing and considerable investment in aircraft , 
technology and infrastructure.

“Th e Airport Show brings together solution providers from 
around the world giving them the opportunity to explore the 
latest trends and bring forward innovative products and services 
designed to support ongoing industry growth and service 
enhancements.”

As well as the main exhibition itself, the Airport Show also 
includes a range of conference and supporting off erings. For 
example, the Business Connect programme saw participation 
from over 200 buyers from more than 50 regional authorities. 
Reed Exhibitions Middle East believes that there were more than 
1,500 meetings every day during the show.

Th e co-located fourth World Travel Catering and Onboard 
Services Expo Middle East (WTCEME) also attracted visitors, 
with exhibitors exploring new opportunities generated with 
the strong growth in the region’s aviation sector. More than 70 
exhibitors showcased a wide range of travel catering services and 
solutions, including food, snacks, beverages, food packaging, 

Th e recent Airport Show in Dubai, the 17th time this event has been held, attracted more 
than 7,200 attendees fr om the global aviation industry. Delighted with this success, Reed 
Exhibitions Middle East, organisers of  the event, have already announced that Airport 
Show 2018 will be held fr om 8 to 10 May next year in the emirate

Reed’s Daniel Qureshi
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Th e audience heard that 3% of global GDP comes from the 
aviation industry, showing that growth in the industry is vital. 
Investment is needed for this growth to continue. Th e panel 
noted that a good partnership between the private and the public 
sectors is also crucial for allowing an airport to excel.

Airports have a wider economic benefi t when they are 
run well, it was said. Regarding the recent plan by the Trump 
administration in the US to improve the infrastructure of the 
nation, the panel discussed that trillions are due to fund the 
vision. Th e plan includes using tax credits and repatriation of 
overseas funds, with certain projects around the country being 
championed by the government. Four of the projects highlighted 
concern airports. According to the panel, “there is momentum”.

Th e experts also discussed how airports can function as a 
“cultural getaways” in that they sometimes give travellers their 
fi rst and last impressions of the country they are visiting. Th e 
architecture and engineering of certain airports can allow them 
to be “showrooms of countries”, it was pointed out.

WOMEN IN AVIATION
Women in Aviation, an organisation dedicated to highlighting 
current roles in aviation populated by women and to 
promoting women as future leaders in the industry, held its 
general assembly during the Airport Show.

Many panel discussions were held throughout the day, with 

professionals in the industry off ering their inspirational stories, 
alongside advice and guidance.

Among those who shared their stories of success in the 
industry were Nadine Itani, managing partner of Aviation 
Minds; Flora Kumama Wakola, chief air traffi  c control offi  cer, 
Kenya Civil Aviation Authority; Captain Sharifah Czarena 
Surainy Syed Hashim, a pilot for Royal Brunei Airlines; Captain 
Samar Oran, member of the Arabian Section 99 Pilots; and 
Mariam Ibrahim Al Jaberi, production supervisor at Boeing. 
Each woman separately highlighted the path of her career and 
the obstacles she triumphed over during it.

Women in Aviation’s General Assembly off ered advice, 
guidance and hope, while remaining realistic and letting the 
audience know that it can be a tough battle for women to be 
successful in the industry. Th e struggle is not over for a full 
democratic and equal playing fi eld in aviation, but with a new 
generation leading the way, it seems sure to improve. 

Harbison believes the aviation 
industry is going through a lot 
of changes in the wake of some 
uncertainties
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Olivier Jankovec, director general of ACI, commented: 
“The ‘sequencing’ of the Brexit negotiations means talks will 
initially focus on agreeing exit terms for the UK, before they 
eventually come to define the new relationship between the 
UK and the EU27 as of 2019. This implies that the aviation 
industry will be left in the dark for many more months to 
come about what will happen.

“Unless quickly resolved, this uncertainty will end up 
constraining route network development for airports, 
ultimately affecting air connectivity for their communities. 
This is due to the fact that airline route planning requires 
both long lead times and legal certainty,” he said.

ACI and other organisations have been quick to point out 
that failure to come to the necessary agreements prior to the 
end of the two-year deadline on negotiations and the UK’s 
then withdrawal from the EU would mean Britain exiting the 
community without the terms of its new relationship with 
the bloc yet being clearly defined.

“For aviation, this could well result in market access 
falling back on more restrictive bilateral provisions between 
the UK and individual EU27 states – with potentially 
disruptive effects on air connectivity and the economy,” ACI 
observes.

Jankovec continued: “The contribution of aviation to 
the economies of both the UK and the EU27 is largely 
conditioned by the full integration of their aviation markets 
– enabled by the Single Aviation Market. This means that 
this contribution depends not just on the freedom to fly and 
unrestricted market access for airlines, but also on a wide 
range of common rules.

“These common rules are an essential part of the fabric 
of European air transport. They avoid costly duplications 
and conflicting requirements. Let’s be clear: losing this 

Political instability –  
is it affecting the 
aviation industry?

C
ertainly ACI is worried about the possible impact of 
the UK leaving the EU and its economic community – 
a process known familiarly as Brexit and one that was 
officially triggered in the spring of this year following 
a UK-wide referendum on the issue held in June 2016.

“We are deeply concerned about Brexit and in particular 
the potential implications for aviation, if a new agreement is 
not arranged within the assigned two years,” declares Robert 
O’Meara, director, media & communications at ACI Europe.

ACI acts as the trade association of the world’s airports. 
It represents airports’ interests with governments and 
international bodies such as the International Civil 
Aviation Organization (ICAO), develops standards, policies 
and recommended practices for airports, and provides 
information and training opportunities to raise standards 
around the world.

“We even prepared a paper on it, detailing the inter-
dependencies of the UK market and the EU27 market vis-à-
vis each other,” O’Meara adds (evidence of which can be seen 
in the accompanying graphs). The EU27 is a shorthand term 
for the other 27 EU member states.

In late March, as the UK’s Prime Minister Theresa May 
prepared to trigger Article 50 – thus firing the starting 
gun on the official process of the UK leaving the EU – ACI 
Europe went on the record to express its concerns about 
ongoing uncertainty over rules that would come to govern 
aviation between the UK and the EU27.

ACI called for clarity for passengers, airlines and airports, 
so as to enable “continued investment in growing our 
collective connectivity”. It also cautioned about the possible 
economic consequences for the UK aviation industry of 
not remaining closely integrated within the EU27 aviation 
market.

There have been some tumultuous political developments on both sides of  the Atlantic in 
recent months, and Airside International asked two of  the aviation industry’s biggest 
representative bodies – Airports Council International (ACI) and the International Air 
Transport Association (IATA) – if  they think such issues as Brexit and US President 
Trump’s inauguration are impacting their members and the wider aviation industry
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ACI has its concerns about Brexit, given the inter-dependencies ... 

integration between the UK and EU aviation markets is akin 
to putting an end to a relationship which creates tremendous 
value and brings extensive mutual benefits,” he added.

ACI ON HEATHROW
The decision of the Conservative Government to give the green 
light to a new runway at London Heathrow has also been big 
news in the UK, and that is a decision that has been more 
warmly appreciated by most aviation bodies – including ACI.

Thus, notes O’Meara: “Fresh capacity in the UK is 
certainly welcome and let’s face it, [this is an] overdue move. 
Heathrow is the busiest airport in Europe and the capacity 
constraints it currently operates under are well documented. 
Beyond Heathrow, the growing length of time airport 
capacity projects in Europe take to actually be implemented 
is deeply concerning – such important infrastructure needs 
to be considered strategically.”

O’Meara points to the ‘Challenges of Growth’ reports 
of EUROCONTROL – the European Organisation for the 
Safety of Air Navigation – which continue to highlight the 
need for more airport capacity. By 2035, 12% of demand 
for flights could go unaccommodated, unless the required 
infrastructure is in place, it notes. “This isn’t just about 
regional or national connectivity,” O’Meara says. “It’s for the 
efficient running of the European airport network. More 
governments should be heeding EUROCONTROL’s warnings 
on this.”

THE IATA VIEWPOINT
Paul Steele, senior vice president, member external relations, 
for the International Air Transport Association (IATA), is more 
sanguine. He believes that, at least in terms of demand for air 
travel, it is hard to see any major effects so far from some of the 
political results of the past year.

Passenger demand remains very strong, he observes – for 
the first two months of 2017, it was up around 8% year-on-
year (allowing for the leap year effect). And cargo has picked 
up significantly on the back of stronger world trade, up by 
12% in February. The oil price has fluctuated, but it is around 
levels last seen a decade ago, while airline profitability is at a 
record high.

One issue that IATA is watching closely is the potential 
impact of terrorist activity, but the signs are that passengers 
are becoming more resilient to these events, despite short-
term dips in demand as was seen last year on Asia – Europe 
routes for example. 

With regards to political instability in North America 
and any possible impact on the aviation industry, Steele 
told Airside in April: “President Trump has not revealed any 
fiscal or investment policies yet which have impacted the 
aviation industry, although he has stated a desire to increase 
investment in much-needed US infrastructure.

“The Trump administration has proposed a travel ban, 

and we await the outcome of the judicial process in the US. 
The ban on laptops and other electronic equipment in the 
cabin, instigated by the US and replicated to some extent 
by the UK, Australia and Canada, is impacting on some 
carriers. Emirates, for example, has announced reductions in 
its services to the US as a result of falling demand – which it 
is attributing to the laptop ban.”

IATA director general and CEO Alexandre de Juniac 
has stated publicly that: “The current measures are not 
an acceptable long-term solution to whatever threat they 
are trying to mitigate.” And he has called on governments 
to work with the industry to find a way to keep flying 
secure without separating passengers from their personal 
electronics.

As for the UK’s withdrawal from the EU, Steele insists: 
“We have yet to see a measurable impact on demand from 
the Brexit issue. Brexit has significant potential regulatory 
impacts that will need to be agreed by the EU and the UK. 
IATA’s position is that the people of Europe have come to 
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expect and enjoy the growth in air connectivity over recent 
decades, and we hope that this will be preserved under any 
new post-Brexit regulatory settlement.”

Meanwhile, like ACI, IATA has welcomed the decision 
of the Conservative Government in the UK to give the 
go-ahead to a new runway at London Heathrow. “Global 
passenger demand is set to double over the next 20 years 
and if the UK wishes to take its share of this it will need to 
have sufficient airport capacity,” Steele points out. “Heathrow 
is the logical choice to prioritise greater capacity, as it is 
the existing major hub airport, and an airport close to full 
capacity.”

But issues remain to be addressed, he says. “The industry 
has significant concerns over the proposed costs of Heathrow 
expansion. Airlines will not support a Heathrow expanded 
at any price. It is outrageous that the proposed cost for the 
third runway is twice what it cost to build and stage the 
London Olympics.”

Alongside these issues, IATA continues to promote the 
value of aviation and push for smarter regulation, Steele 
says. “Governments need to recognise aviation’s role as an 
economic catalyst and adopt a regulatory (and taxation) 
approach that facilitates aviation connectivity,” he argues. 

“This means consulting the industry on regulatory proposals, 
ensuring proper cost/benefit analyses are conducted and 
putting proportionality and simplicity are at the forefront. 
Similarly, infrastructure in the air and on the ground, such as 
airports, should be constructed in line with demand and at 
an affordable price.”

IATA’s role is to represent its members in helping airlines 
connect the world, Steele continues. “But at a deeper level, 
IATA believes in the importance of aviation as a means 
of enabling ‘the business of freedom’. In these sometimes 
troubled times, the ability to visit and explore other 
countries and cultures, to study abroad, to trade, or to visit 
long-distance friends and family, is a precious thing. So we 
hope that governments will appreciate the aviation industry’s 
important role and nurture and protect it.”

SO: CAUSES FOR CONCERN?
Does all this mean that uncertainty will characterise the 
months or even years ahead for the aviation industry? Or 
should we in fact be a lot more positive about the future on 
the back of changes we are seeing and are likely to see in the 
coming months on both sides of the Atlantic?

According to ACI’s O’Meara: “Well, at the moment, the 
growth dynamic in Europe is very positive and low oil prices 
and – to some extent – the fall in sterling have played a part 
in that, but uncertainty will probably start casting a shadow 
later on this year. 

“Ryanair and several other airlines have also highlighted 
that route network and development decisions will be very 
difficult to make for 2018/2019, given the unanswered 
questions about the future arrangement of UK/EU aviation, 
so that is something that is very much a concern for regional 
airports.”

But IATA’s Steele considers that the long-term prospects 
for the industry remain strong. He informs: “2017 also 
looks as if it is shaping up to be a good year in terms of the 
popularity of air travel and the profitability of the industry. 
Although industry profits will possibly be slightly down on 
last year, the margin should still be in excess of 7%, marking 
only the third year in the industry’s history that its returns 
have exceeded the cost of capital, a key benchmark of success 
for investors.”

Nevertheless, he continues: “There is some cause for 
concern on the issue of protectionism.” As de Juniac said in 
a speech in Canada recently: “We are deeply concerned with 
political developments pointing to a future of more restricted 
borders and protectionism. These deny the benefits of 
globalisation to which aviation has made an enabling 
contribution.”

And Steele concludes: “Aviation seeks to connect the 
world and any regulations that restrict the movement of 
people or goods have the potential to limit not just aviation 
growth, but the growth of the global economy.” 

... of the UK and the EU27 market
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