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HISTORICALLY, handlers have been at the beck 
and call of their airline customers - which is not 
surprising, considering the fact that traditionally 
airlines owned the handlers. But today’s 
independent handler has a tough job, dealing with 
multiple airlines, each with its own processes, 
procedures and requirements.

To complicate things further, aviation 
organisations such as IATA, ICAO and, on the 
cargo side, FIATA and the Global Shippers Forum 
all make demands on handlers who have all too 
frequently been left out of negotiations and 
discussions – until now.

“Handlers need a voice,” emphasises Martin 
Meyer, secretary-general and treasurer of the 
Airport Services Association, launched last year to 
represent handlers in the air transport industry. 
“We need a strong, well organised, professional 
trade association.”

The EU directive on ground handling led 
to the formation of the Independent Aviation 
Handlers Association, which quickly became the 
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International Aviation Handlers Association. But, 
says Meyer, by the time he joined the board as 
representative of his then employer, Swissport, 
IAHA had become a little stale. “It had no oomph 
and not much benefit for members.”

Meyer’s long experience in aviation made him 
the ideal person to transform IAHA into a useful 
and influential organisation. Meyer joined Swiss 
Air as an aeronautical engineer in November 
1981, moving into technical sales, promoting the 
company’s maintenance services, before landing 
up in ground operations, where he was head of 
ground handling contracts until Swiss Air collapsed 
in 2010.

“I then moved to Swissport, which started as 
a Swissair project,” Meyer explains. “But in 2010, 
Joseph In-Albon, former CEO of Swissport, started 
a new, small handling company, Airline Assistance 
Switzerland (AAS), in Zurich. I joined him as 
commercial director.”

When Meyer and his colleagues decided to re-
structure IAHA, he persuaded AAS to allow him 
to work part-time, so he could devote time to 
AAS. “IAHA was an all-volunteer organisation,” 
he says. “Its members had their own companies 
to run. Because of this, decisions were not 
always implemented. The organisation needed 
a professional leader to dedicate time to both 
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promote it and to ensure that decisions were implemented.”
Under his leadership, the ASA has already achieved an impressive number 

of successes, ensuring the handler is catered for in the IATA Safety Audit on 
Ground Operations (ISAGO), the IATA Ground Operator Manual (IGOM) and the 
Airport Handling Manual (IAM), which will be published later this year.

“The IGOM and ISAGO are new publications resulting from the 
harmonisation of handling procedures,” explains Meyer. “Handlers have to 
comply with each airline’s written ground handling procedures, and it is rare 
that two airlines have exactly the same guideline for the same procedure. For 
example, if you take 10 different airlines, there will be 10 different procedures 
for pushing back an A320. However, the task is really the same and staff don’t 
pay any attention to the differences in the airline manuals because they 
know how to do the job. But if the handler is audited, the auditors will insist 
that each manual is followed to the letter. Therefore, we need standardised 
procedures so there is only one official way of doing any task.”

ISAGO, which is already available, transfers responsibility for auditing 
handlers from the airlines to IATA, as Meyer explains. “Each airline carries 
out its own audit of its handlers,” he says. “So if a handler works for 15 
airlines, it will be subject to 15 audits. Why can’t IATA do just one audit? Not 
all airlines have accepted a single audit yet, but the benefit for the airline is 
the same as that for the handler: it speeds up handling, increases efficiency 
and reduces cost.”

ASA is also turning its attention to the Airline Handlers Manual, which has 
been written by four or five different working groups, made up of airlines and 
handlers. There has been no coordination between the working groups and 
no harmonisation between the AHM, IGOM and ISAGO, but Meyer has offered 
ASA’s services in standardising the document. 

Achieving standardised handling procedures is a big and time-consuming 
task, but ASA’s work does not stop there. “We are also working on the cargo 
side. IATA, FIATA, the International Air Cargo Association and the Global 

“Until now, 
procurement 
has largely 
been provided 
by a third party 
broker, which 
charges a fee 
for fixing the 
deal. Why can’t 
the ASA do it 
for nothing?”

Continued from page 1 Shippers’ Forum have formed the Global Air Cargo Advisory Group (GACAG) 
to improve coordination between the four organisations - but there was no 
representative from the handling side in the new group. ASA has set up an 
ASA Cargo Council to coordinate the cargo aspects of handling and to bring 
our experience and advice to the GACAG.”

Another ASA project, the e-procurement platform, will allow handlers to 
buy equipment from their colleagues when it is launched in the second half 
of this year. “Sometimes a handler has too much capacity and unused assets, 
while a competitor might need extra capacity,” Meyer explains. “Until now, 
procurement has largely been provided by a third party broker, which charges 
a fee for fixing the deal. Why can’t the ASA do it for nothing? We want a 
member to be able to say ‘I need two ground power units and one conveyor 
belt’; if another member has spare power units or conveyor belts, it can sell or 
lease the equipment to the handler needing these items.”

Liability will, Meyer believes, become the next issue for ASA to address. 
“At the moment, the industry works according to the IATA standard ground 
handler agreement, which was developed when airlines owned the handlers. 
Liability is capped at US$1.5m.  But some cargo, such as dangerous goods, can 
be worth ten times that, excluding any repairs to the cost of the aircraft or 
equipment, should there be an accident.”

“Insurers say the handler should bear the entire responsibility and 
liability should be raised, on the basis that it will encourage handlers to 
take more care with cargo. But handlers always take care: they don’t want 
to damage aircraft or anything else. If there’s an accident, it is just that - an 
accident. The ASA needs to lobby on behalf of its members to ensure liability 
does not go sky high.”

Meyer is also making sure that handlers are represented in ICAO, an 
organisation with extensive rule-making capability but no handler guidelines. 
ASA needs to be granted ‘adviser’ status by ICAO so we have input in their 
decisions affecting handlers.”

With Meyer in charge, ASA members have nothing to worry about. 
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After the infamous December 2006 snow blizzard that closed DIA for 
two days, Morin says that experience brought about the opportunity to 
revamp snow removal procedures. “DIA now has 16 Boschungs vehicles 
and 25 tow-behind brooms and we have experienced great results. We 
took our single-function snow teams and transformed them into multi-
functional snow teams to reduce runway occupancy times from 30 to 45 
minutes to 13 to 15 minutes.”

Halifax Stanfield International Airport (HSIA) has taken a similar ap-
proach. The winter at HSIA can change in a matter of mere hours and 
even minutes. The airport’s field maintenance team is continuously chal-
lenged to handle weather related problems.

Clayton Maynard, manager for airside services at the Halifax Interna-
tional Airport Authority says that HIAA opted for equipment expressly 
designed for winter use, but there is room for some flexibility. “Our new 
sweepers are considered multifunctional as each unit has a large wide 
plough out front, a large wire bristle broom to brush off the snow left 
by the plough and a high capacity air blower at the rear to take care of 
anything the broom stirs up.”

Maynard says it’s all done with one piece of equipment with fewer 
wheels on the ground as compared to separate plough trucks and sweep-
er blower trucks. “Every wheel on the ground compacts snow onto the 
runway surface and the fewer wheels on the ground the better,” he adds.  
HIAA undertook an extensive research programme to investigate and 
procure snow removal equipment that would increase the service levels 
provided to its clients during any type of winter event.

Aebi Schmidt, the German-based manufacturer of specialist vehicles 
is behind the successful winter operations at Stockholm Arlanda Inter-
national Airport, contributing both equipment and know-how.  Arlanda 
has a relatively good record for keeping runways open during the winter. 

René Wender, product manager de-icing at Aebi Schmidt explains 
that as airports begin the process of planning for the 2012/2013 winter 
season, snow removal technology solutions are already available. “All our 
equipment is designed in such a way that it can be used for high-speed 
snow removal and de-icing, without compromising safety, efficiency and 
accuracy aspects. All our equipment can be delivered as a multipurpose 
or demountable system. That means that trucks for spreaders/liquid de-
ices can be used for summer maintenance.”

Wender explains that the Jet Sweeper TJS-560C is a popular piece of 
equipment that clears the airport service areas in three steps. “Firstly, 
the multi-blade snow plough pushes the snow, then the rotary brush 
sweeps the remaining snow aside. Finally, the hydraulically operated 
blower unit generates an intensive air flow, which blows the remaining 

T
he start of 2012 was met with an especially frosty reception in 
some regions of the world, particularly Central and Eastern Eu-
rope, where temperatures dipped to minus double digit figures. 
Rough winters such as these have proved lucrative for some 

manufacturers of snow removal equipment such as Øveraasen. 
The Norwegian company reports that the last couple of winters cre-

ated a big interest in powerful and reliable snow removal equipment and 
this translated into a large increase in sales during 2011.

Recent trends show that airport operators are increasingly looking 
at snow removal equipment that is multifunctional or multi-seasonal by 
nature. This supposedly allows airports to utilise them more efficiently. 
The technical team at Øveraasen were challenged to incorporate such 
flexibility into their recently unveiled piece of snow blowing equipment.

“Our TV 360H Multi is basically a mono-block attachment snow blow-
er for wheel loaders,” says Jan Ivar Thorsrud, research and development 
manager at Øveraasen. “The blower has a hydrostatic transmission be-
tween the diesel engine and the blower head and with only a few nuts 
and bolts, you can split the power pack from the blower head.” 

“This opens the possibility to mount the power pack in the rear end 
of the vehicle for better weight balance. Independent of which vehicle 
you use, you can also utilise the TV 360H Multi during summer and use 
the vehicle for other tasks,” says Thorsrud.

A closer look at the technology shows that the design consists of two 
main modules; the dual-stage blower head and the power pack which 
can be combined in accordance to the operator’s requirements. Thorsrud 
explained that the blower head’s design is based on years of experience 
with dual-stage snow blowers. 

“The power pack is very compact, but at the same time it is simple 
to maintain because there is easy access to all necessary maintenance 
points. The TV 360H Multi is designed with few and robust components 
and it’s actually a very reliable machine,” he said.

Denver International Airport (DIA) began looking at multifunctional 
equipment back in 2003 says Ron Morin, director of field maintenance. 
“Over the years we continued to bring the equipment on site, evaluate, 
test, run, and get operator and mechanic feedback so we could better 
understand the pros and cons of having multifunctional equipment in 
our system.”

As winter thaws out, airport operators are already looking at available 
solutions to enhance snow removal capabilities in readiness for the next 
big freeze, as Keith Mwanalushi reports.

A clean sweep

“DIA now has 16 Boschungs vehicles 
and 25 tow-behind brooms and we have 
experienced great results”

Ron Morin, Director of Field Maintenance 
at Denver Airport says any good 
snow removal operation should allow 
contingencies for failed equipment.

The Jet Sweeper TJS-560C has been an essential piece of equipment at Stockholm Arlanda.  Photo- Aebi Schmidt
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Safeaero i Trelleborg AB, Sweden

snow and liquid aside with high-speed pressure. The towing part of the 
TJS can be used for towing dumper bodies and so on.”

The TJS-560C is developed in co-operation with VOLVO and Aebi 
Schmidt claims that it is the world’s first Co2 neutral snow removal 
machine. “Every reduction of Co2 is appreciated by operators,” adds 
Wender.  “It’s about two major issues; sustainability and economic well 
being. The amount of Co2 generated helps us to measure the system’s 
efficiency. Needless to say a more efficient system uses less energy and 
resources. In terms of legislation, the EU will no doubt exert its influ-
ence on any future climate change debate.” 

Aebi Schmidt has also developed the self-propelled snow cutter 
blower (Supra) for blowing snow from airport runways, taxiways and 
aprons; it can also load snow onto trucks.

In September 2011, Dallas Fort Worth International (DFW) signed a 
deal with Fortbrand Services Inc for the purchase of ten Vammas PSB 
5500 multifunction snow removal vehicles. The units are scheduled for 
delivery to DFW prior to the 2012/2013 winter period. 

Fortbrand indicates that the Finnish-manufactured Vammas PSB 
machines have demonstrated reliability in clearing runways within 
predictable minimal time frames that has resulted in aircraft arrival 
rate increases and substantial savings in delay costs to airlines. In fact, 
Boston Logan Airport is equipped with 10 such Vammas vehicles that can 
sweep a runway down to the bare pavement in about 10 to 20 minutes, 
depending on how heavy the snow is. The monstrous Vammas works in 
three stages: it pushes the snow aside, scrubs the tarmac with spinning 
steel brushes and scours it with hot air. 

Alan Stearn, executive vice president at Fortbrand says since the 
Vammas was introduced in Europe in 1992 and North America in 1998, 
new technologies have been added to the design. “New technology 
incorporated into the PSB 5500 includes a polyethylene flexible 
mouldboard plough and a 46” wafer broom. The 22ft, 35 degree angle , 
46’’ diameter broom, with wafer bristles, puts the power to the surface 
with increased broom rotation speeds. Only two castor wheels (each 31’’ 
in diameter) are necessary.”

Along with the Dallas deliveries, a total of 91 Vammas PSB 5500 and 
PSB 4500 vehicles have been delivered or ordered at 13 major airports in 
North America. Stearn reports that multifunction capability is the way 
forward. “Virtually every major airport is presently, or will be, using 
multifunction equipment,” he said. 

HSIA is among the 13 airports in North America that has invested in 
the PSB 5500. “The older snow removal equipment, fine in its day, was so 
slow at its assigned task that air traffic controllers often would order the 
equipment off the field to make way for departing or arriving aircraft,” 
recalls Clayton Maynard. 

“Once off the active runway surfaces, the old style equipment would 
have to wait until the aircraft movements were done before going back 
to work. There wasn’t time for this equipment to move over and remove 
snow from inactive surfaces and then return to the active runway when 
the flights were done.” Maynard is content with the new high-speed 
equipment now in place that allows the winter maintenance crews to 
dramatically decrease the amount of time spent clearing the snow from 
the active manoeuvring surfaces.

He adds: “One of the new sweepers has been able to achieve in 

Jan Ivar Thorsrud, Research and 
Development Manager at Øveraasen, says 
airports have cost options when it comes to 
expensive snow equipment.
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can fire up another unit and be back on the field in an expedient fashion.
Preparations at Denver International are in full swing for the 

2012/2013 winter. “We are always looking and working with vendors on 
enhancing snow removal equipment capabilities,” says Morin.  Details 
provided by DIA for the next winter include swapping out 16 of the 3,000 
ton per hour (tph) blowers with 5,000 tph blowers. “This will bring the 
DIA fleet in line with the rest of the blowers that we have on site. This 
will also help us to maintain our runway occupancy times during heavier 
snow events or heavier rates per hour during snow storms.”

DIA will also be swapping out seven front-mounted ploughs and re-
placing them with two tow-behind multifunction units. “We are upgrad-
ing or replacing four of our runway sanders and we are upgrading or re-
placing three of our runway chemical de-icer units,” Morin concludes. 

THE PROFESSIONAL 
EQUIPMENT IN AIRPORT 
SNOW CLEARING

www.overaasen.no

The fascination, power and 
perfection in ØVERAASEN airport 
snow clearing equipment.

ØVERAASEN AS I Roald Amundsens veg 1 I NO-2816 Gjøvik I Tel +47 61 14 60 00

thirteen minutes what normally took up to eighteen minutes. The new 
equipment does not need to sit idle as it can make full passes up a runway 
in a timely fashion, work back down a taxiway and return to the start of 
the process once again.”

There is also the cost issue. For example, Thorsrud from Øveraasen 
points out that “a self-propelled snow blower is an expensive piece of 
equipment.”However, he says that airport operators have cost options. 
“Many airports are not willing to use that much money for snow clear-
ing. If the airport has a suitable wheel loader or truck, they can attach 
a TV 360H Multi to it. They will then have a high capacity snow blower 
available with a much smaller investment.”

In terms of new development and future investment in snow clear-
ing technologies, Øveraasen has a continuous development strategy. 
Thorsrud hints that the next few years will see changes in diesel tech-
nology with emphasis on lower emissions and lower fuel consumption. 

The big snow blowers are some of the most crucial pieces of equip-
ment during winter due to the amount of snow that needs to be cleared. 
On occasion, such critical equipment can unexpectedly be sidelined for 
repairs when needed most. 

A shortage in capacity to blow out snow can lead to problems such as 
the inability to keep friction levels on the runway or taxiway. However 
Ron Morin from Denver believes that any good snow removal operation 
should allow contingencies for failed equipment. “To give you an ex-
ample, at DIA we have a number of pieces of equipment that are not 
frontline; older units are kept as spares for this reason.”

“One of the key decisions that airports must make is right-sizing 
blower purchases to ensure that you are getting the type of blower need-
ed to deal with the tonnages of snow you may need to blow off a taxiway 
or runway area.” As a side note Morin adds that the fleet of sweepers, 
sand and other chemicals used at DIA help in keeping the coefficient of 
friction values as high as possible during snow events.

At HSIA the purchase of a new high-speed snow blower keeps up with 
the increased work created by the new high-speed sweepers. “To this 
end, it has met the challenge,” says Maynard. “However, in the event 
of a mechanical failure, sufficient spare parts were received with the 
machine and our mechanical staff has taken extensive training in the 
operation and service of all the new machinery.”

He adds that with sufficient spares, and despite the substantial 
amount of time required to remedy the fault, the equipment operator 

Clayton Maynard, Manager for  
Airside Services at the Halifax 
International Airport Authority.

“Once off the active runway surfaces, the 
old style equipment would have to wait 
until the aircraft movements were done 
before going back to work”

A shortage in capacity to blow out snow can lead to problems such as the 
inability to keep friction levels on the runway. Photo - Aebi Schmidt.
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Michael Wühle has plenty to be proud of in his record as Munich Airport’s head of 
environmental protection. But Wühle still gets frustrated when some of his ideas 
for reducing carbon are rejected.

Munich Airport 
tables its  
green charter 

“Many workers say rapeseed can cause cancer and refuse to use biofu-
els,” he said. “A lot of our bus drivers will go on strike if forced to drive 
these vehicles. In my view, the alleged connection between cancer and 
rapeseed oil is pseudo-science. But the drivers argue that ‘it may or may 
not be true, so we won’t take the risk.”

Another of Wühle’s frustrated ideas is a plan to introduce recycled 
grey water, for example in the airport’s rest rooms. This time money 
is the issue rather than his colleagues’ recalcitrance. “If you ask me, I 
would do it, but not everyone shares my enthusiasm and financial con-
siderations come into play. I argue that if you look at initial costs it’s 
more expensive than fresh water, but over the life cycle it would be 
cheaper. But not everyone at the airport agrees with me.” 

Wühle has plans to introduce renewable energy to Munich, but for 
now the airport’s existing energy supply system does the job in a sustain-
able and efficient manner.

The airport’s onsite power plant is efficient because it generates both 
heat and power. The heat produced during power generation is used as 
an energy source for heating and cooling systems. As a result, the car-
bon emissions from the plant are around 30,000 tons a year lower than 
in conventional plants. This equates to the carbon produced by 20,000 
automobiles travelling 10,000 km a year. This large amount offsets the 
entire carbon emissions caused by the 30,000 employees at Munich Air-
port commuting to work every day.

The power plant is an adequate source of energy for now, but Wühle 
expects big changes to the airport’s energy policies in the next few years, 
partly as a result of wider political developments in Germany. 

“It’s an interesting time at the moment here in Bavaria,” he said. 
“Our politicians have changed their fuel source from nuclear to renew-
ables as a result of the Fukushima nuclear disaster in Japan. This policy 
development will influence Munich Airport. In the next two years, I am 
expecting a lot more projects using wind, water and solar power.”

Fortunately, Munich Airport is well-positioned politically to gain as-
sistance from the regional Government. The head of the airport’s board 
of directors, Markus Soeder, is a former Bavarian Minister of Environ-
ment and Health and is now Finance Minister. “He knows a lot about the 
environment, as well as about Munich Airport. We will get a lot of useful 
help and support from him,” said Wühle. 

Munich Airport is of great economic importance to the Bavarian 
economy. It is the third largest airport in Germany and the seventh 
largest in Europe. It also has a high reputation with passengers. It was 
named the best airport in Europe in 2011 for the sixth time in the last 
seven years. The award, which is given by Skytrax, the London-based 
aviation market-research firm, is based on the assessments of millions 
of passengers worldwide. Munich’s high standing puts it in the top five 
airports worldwide. 

The Skytrax awards are a source of pride, but they are based on com-
fort and efficiency and do not really reflect the airport’s behind-the-
scenes efforts to tackle emissions. However, here too, the airport wants 
to be one of the world’s best. Its ambitious target is to achieve carbon-
neutral growth by 2020 compared to the baseline year of 2005. 

Munich first published details of its carbon footprint in 2008. Its 
performance was worked out according to the Greenhouse Gas Protocol 
(GHG Protocol) which calculates carbon emissions in three categories 

M
unich Airport has impeccable green credentials. It was the 
first airport in Germany to receive a level 3 award for its 
efforts to reduce carbon from The Airport Council Inter-
national (ACI Europe). Munich earned the accreditation in 

2010 by demonstrating that its CO2 emissions in 2009 were 17,000 tons 
lower than the average level of the previous three years.

Wühle is especially proud of a certificate from the Eco-Management 
and Audit Scheme (EMAS). “This is renewed every three years and it 
means we have good environmental policies. They say we analyse envi-
ronmental data in the right way and continuously monitor our projects 
and processes,” he said. 

Whilst happy with the official approval of his work, Wühle says more 
could be done. He has a wealth of ideas which are sometimes blocked 
when colleagues fail to share his enthusiasm.

“In 2007, I started a project to use biofuels for our fleet of vehicles. 
I wanted to use rapeseed oil instead of diesel and bioethanol instead of 
fossil fuels,” he said. “My plan was to retrofit 400 of the 1,400 vehicles, 
but so far only 90 are running with biofuel,” he said.

A few technical issues didn’t help, but the major stumbling block was 
the employees’ unwillingness to drive the vehicles in case they became 
gravely ill.
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known as Scopes. Scope 1 emissions are caused by self-produced energy. 
Scope 2 emissions are caused indirectly by energy purchased to cover 
the airport’s requirements. Finally, Scope 3 emissions come from airlines 
and public transport in the airport’s vicinity. The latter is easily the big-
gest category.

Munich is battling to reduce its emissions in all three Scopes, but 
achieving carbon-neutral growth by 2020 is a severe challenge because 
of the airport’s rapid rate of growth. In 2009, there were 32,681,067 pas-
sengers, then numbers rose by 6.2% to 34,721,605 in 2010. 

The additional two million passengers in 2010 inevitably led to great-
er energy consumption. But in spite of this challenge, the airport re-
duced its total Scope 1 and Scope 2 carbon output by 3,200 tons. This 
is an impressive result when one considers that 2010 was a particularly 
cold year which saw a 10% rise in heating requirements over 2009.  

Munich Airport’s carbon challenge became even stiffer last year 
when there were more steep increases in passenger numbers. Between 
January and September, the 28.6 million passengers represented a 10% 
increase on the same period for 2010. 

“Our CEO Dr Michael Kerkloh says the 2020 target will be our licence 
to grow, so we do a lot in both airside and landside to improve energy 

efficiency in order to meet the targets,” said Wühle. 
One of the most effective measures has been the introduction of the 

Airport Collaborative Decision Making (A-CDM) process in 2009. Munich 
was the European pioneer in introducing the A-CDM system, which has 
reduced annual emissions by 8,000 tons. Frankfurt and Schiphol Amster-
dam airports were impressed with Munich’s results and have introduced 
their own A-CDM schemes.

Wühle said: “A-CDM brings together all the processes from airside 
and landside in one common process. With better communication lines, 
aircraft can be pushed back onto the runway at the last moment and 
take off without running engines needlessly. We avoid both traffic jams 
on the taxiways and wasteful emissions as engines are only turned on 
when needed.”

In 2010, Munich made an important step forward with energy effi-
ciency improvements to Terminal 2, which reduced power consumption 
by 5.6%. The cuts amount to a saving of 3.8 gigawatt hours of electricity 
and 2,200 tons of carbon emissions. Various means were used, including 
better control of ventilation systems in the baggage transportation and 
claim areas and the use of environmental lighting in the concourse and 
outdoor areas.

Since Munich began implementing measures such as these in 2008, it 
has seen carbon savings of more than 16,000 tons in its airport buildings 
and installations, and has cut output by around 10,000 tons. Its aim is 
to remove a further 44,000 tons of carbon emissions through improve-
ments to buildings by 2014.  

The airport has an ongoing programme to analyse buildings and in-
stallations in detail to find new improvements. The analysis is helped 
by Munich’s Airport’s membership of the Sustainable Building Council 
(DGNB), a non-Government body which gives expert advice on green 
building practice. In collaboration with other airports, Munich Airport’s 
operating company, FMG, has developed a system called “Terminal,” 
which enables detailed assessment of terminal buildings’ sustainability. 
The sophisticated approach takes into account everything from environ-
mental and economic performance to socio-cultural and functional as-
pects, as well as technology.   

Munich hopes to use the “Terminal” system to ensure the large 
new satellite extension to Terminal 2 has 40% lower CO2 emissions per 
unit of floor space than Munich’s two existing terminals. The satellite 
building will have an innovative ventilation system and a special facade 

“Our politicians 
have changed 
their fuel source 
from nuclear 
to renewables 
as a result of 
the Fukushima 
nuclear disaster in 
Japan. This policy 
development  
will influence  
Munich Airport”
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“TOFU means we 
can optimise the 
transport routes 
for buses and other 
vehicles, and cut 
engines using the 
central computer 
system if they’ve 
been running for 
longer than five 
minutes. It’s a very 
efficient system”

design using insulated glass on the outside walls facing the apron areas.  
Inside, the satellite will be separated from Terminal 2’s spaces by an 

additional glass wall which acts as a “climate buffer”. Materials will be 
used which allow heat entering the satellite building in the daytime to 
be converted into air-conditioning for the interior. 

Its ACI and EMAS certificates demonstrate that Munich Airport is do-
ing a lot to make its new buildings as green as possible, but the ambi-
tious Michael Wühle argues that still more could be done. “I have a lot 
of other ideas, but there’s always a difficult calculation to make between 
the initial costs and long-term gains. Not everyone at the airport is will-
ing to calculate over a 30-year period,” he said.   

Munich has introduced energy-reduction measures which are specific 
to airside operations. The TOFU (Telematik und Ortung im Fuhrparkman-
agement) telematic system monitors the fleet of vehicles at a distance 
using GPS navigation.  

“TOFU means we can optimise the transport routes for buses and 
other vehicles, and cut engines using the central computer system if 
they’ve been running for longer than five minutes. It’s a very efficient 
system,” Wühle said.  

A change to the lighting system on the runway reduced airside elec-
tricity usage. “We used to have lights on everywhere on the aprons at 
night. But now the lights only go on when the aircraft is in position and 
needs the lights. When there’s nothing going on, it’s dark. This saves a 
lot of emissions,” said Wühle. 

A further plan for airside is to install pre-conditioned air (PCA) units 
at each terminal’s gate. The units will provide comfort air to parked air-
craft, which will allow them to shut off their on-board auxiliary power 
units. This will have a major impact on ramp noise, congestion, fuel con-
sumption and emissions. “Because aircraft can shut off their inefficient 
CO2 emissions, we will save another 20,000 tons of carbon. PCA units 
cost a lot, but our calculation is that they will reduce fuel consumption 
enough to make them efficient for both the airport and airline.”  

Munich Airport’s green policies for airside reduce energy use sig-
nificantly. But Wühle has high hopes of introducing an environmen-
tal measure in the next two or three years which would have an even 
greater impact.

“We hope to be the first airport in Europe to use biofuels for aircraft 
on an industrial scale,” he said. “We are fortunate in having a redundant 
fuel pipeline which we can use for biofuel. And the biofuel is readily 

available from the Jatropha nut tree, which grows in Africa and Asia in 
desert areas which can’t be used for food production. I’m optimistic we 
can develop it in the next couple of years. We are planning a demo flight 
later this year.” 

Using biofuels for some aircraft would have a dramatic effect on Mu-
nich Airport’s Scope 3 emissions, which account for two thirds of its 
annual carbon footprint of 650,000 tons. 

“The rules for Scope 3 emissions make us responsible for the landing 
and take-off cycle. We count as our own any emissions under 3,000 feet. 
If we use biofuel for the domestic fleet of Lufthansa we will reduce our 
emissions by more than 100,000 tons a year,” Wühle said.

He points out that the technology already exists and is already used 
by KLM and Air France for some of their domestic fl ights. In January this 
year, Lufthansa made the fi rst transatlantic fl ight (Frankfurt-Washington) 
with one engine running on biofuel. Munich has joined the Aviation Ini-
tiative for Renewable Energy (AIREG) and is working with partners such as 
Lufthansa, Air Berlin and Rolls-Royce to make the biofuel plans a reality. 

“In the long-term, the ecological and economic factors will come 
together and it will pay for Munich Airport to adopt these measures,” 
said Wühle. 
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As Airside International reports, the case for electric vehicles seems not to be swaying all Governments and stakeholders despite 
their environmental pedigree.

suffi ciently, we may start assembling left-hand drive vehicles for Europe.”
Smiths’ improved payload performance on the Edison model (an all-

electric version of the Ford transit van) may help stimulate that demand. 
Edison vehicles can now travel up to 80 miles on a single charge in urban 
applications, with more possible at airports. A fast-charge version can be 
ready in less than four hours and the unit can be plugged in for top-up 
storage at any time.

Mulag updated its 3E Comet tractor last year to increase battery ca-
pacity and improve the way in which it is charged, allowing it to be con-
nected every 8 - 10 hours at a faster rate. The modular design enables it 
to be configured for use in different situations. An open driver stand or 
closed cab can be provided and better visibility enables drivers to see the 
rear tow hitch.

Italian supplier Alke launched a van version of its XT model last year. 
The XT, which initially came out at the end of 2010, is bigger and more 
powerful than the company’s ATX, but each be used for the same appli-
cations. But the ATX280E is, says the company, the most suitable of its 

E
nvironmental concerns and health and safety requirements 
have stimulated a growth in the use of electric vehicles at air-
ports, and particularly airside. Since they first came on the 
scene around 15 years ago, electric vehicles have been mainly 

used for maintenance, moving people and equipment and baggage and 
cargo handling. 

“Electric vehicles have to be available airside because of security and 
other restrictions,” says Oliver Kesy, head of marketing at Mulag. “Many air-
ports don’t allow diesel or petrol-powered vehicles inside buildings, so elec-
tric vehicles are required to move baggage and cargo. We even have electric 
conveyor belt vehicles which can push the baggage into the aircraft.”

Once airports and airlines realised the advantages of using electric 
vehicles in these traditional applications, they began to look at new ar-
eas in which electric units may be beneficial. Catering companies use 
electric to carry food to the aircraft; electric vehicles help to push back 
aircraft; firefighters and snow and ice clearing vehicles have also been 
produced in electric versions.

Now manufacturers are widening the field of usage still further. 
Dutch manufacturer Spijkstaal Elektro, a dedicated supplier of electric 
vehicles, produces a small bus for moving people which it is planning to 
improve for delivering crew to and from aircraft.

A Schiphol company which cleans aircraft seats is beginning to use 
electric vehicles to take cleaners and their equipment to the aircraft. 
This fits in with KLM’s target of a completely ‘clean’ way of cleaning, in 
which only chemical-free detergents are used.

“But electric units need to be competitive in terms of mileage costs,” 
warns Eric Lampier, sales director at Spijkstaal Elektro. “If they are not 
economic, no one will buy them.”

The company’s new 7.5 tonne Ecotruck 7500 garbage truck, launched 
last year, must be cost-effective, because Spijkstaal Elektro is now mak-
ing one a month. Schiphol was the first customer, using the Ecotruck to 
collect airside garbage bins. The Ecotruck, which can also be supplied 
with a fixed cargo-box and tail lift, is equipped with air suspension, a 
pneumatic/hydraulic braking system with ABS and modern lithium ion 
batteries. It can be used for up to 100 km before needing recharging and 
has a maximum speed of around 40 km/h.

Schiphol and KLM are now jointly looking at other applications for 
electric vehicles, e.g. technical services, water trucks and mobile offices, 
as part of their goal to reduce carbon emissions. As Lampier emphasises, 
“everything which is used for up to 20,000 km per year on airside can be 
electrified successfully.”

Spijkstaal Elektro, which manufactures electric vehicles up to 30 
tonnes in size, has now signed a contract to supply UK-based Smith Elec-
tric vehicles in the Benelux. “Smiths vehicles are based on commercial 
truck technology,” Lampier explains. “If demand for their units increases 

Green benefi ts 
power the rise in electric

“Electric units need 
to be competitive 
in terms of mileage 
costs. If they are not 
economic, no one will 
buy them”
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using an electric vehicle, they have to know that vehicle will be available 
whenever they need it.”

“The same is true with crew transport. It is hard to predict when crew 
will arrive at the airport - and they, too, are affected by delayed flight 
arrivals. They won’t want to be hanging around waiting for an electric 
vehicle when they want to get to their aircraft.”

Mulag’s hybrid unit combines electricity with diesel power to over-
come some of these problems. “The unit switches from one to the other 
as required,” says Kesy. “So it can switch off the diesel engine when it 
goes indoors, and turn it on when more power is required.”

Now Mulag is working on a fuel cell version of its Comet 3 towing 
tractor. Due to be field tested in Germany late winter or early spring, the 
fuel cell model, called H2Logic, should be available as an option by the 
end of the year or early 2013.

“The electricity required to power the vehicle will in turn be gener-
ated by a chemical reaction of hydrogen and oxygen,” Kesy explains. “The 
fuel cell is the same size as a battery but can be filled at an ordinary fill-
ing station, with hydrogen instead of diesel. It has zero emissions, but 
produces water and a little heat which can be used to warm the driver’s 
cab in winter.” 

“Several manufacturers are looking at fuel cell technology, but we’re 
not worried about being first to market: it’s more important to ensure 
the technology is reliable.”

Technological developments will probably increase the price of electric 
vehicles but improved systems will ultimately be more cost-effective and ef-
ficient. Unfortunately, cost remains a major deterrent to potential customers.

“Electric vehicles will always have limits,” Lampier admits. “But some 
airports are accepting these limits in order to reduce emissions. Airports 
in the Netherlands, Germany and Scandinavia are prepared to pay more 
to improve the environment, unlike other countries such as Belgium and 
France. Governments which claim to have a green agenda could help, for 
example, by banning the deployment of diesel-powered equipment in 
warehouses. There was an increase in the use of electric forklifts in the 
Netherlands when the Government banned diesel-powered trucks enter-
ing  such warehouses.”

Governments could also offer tax incentives to airports which pur-
chase electric vehicles or provide grants for their use. But these are all 
big asks. It is really up to the aviation industry itself to decide to go elec-
tric, for the sake of their staff, their customers and the environment. 

TOILET SERVICING VEHICLE

www.tbduk.co.uk  sales@tbduk.co.uk

Further Information +44 (0)1656 65 22 02

WATER & LAVATORY SERVICING UNITS

Our new Water & Toilet servicing vehicles are engineered for 
maximum availability and lowest cost of ownership. Supplied 
and supported Worldwide on a vehicle of your choice.

VISIT WEBSITE

models for airport work because the battery can be removed for charg-
ing and a new, fully-powered one slotted in, enabling the unit to be used 
non-stop. In addition, the cooling system is designed for hard, continu-
ous working conditions. The ATX280E has a 3,000 kg towing capacity and 
1,000 kg loading capacity.

Alke is bringing out an airport service kit for the XT model to pro-
vide special protection on the lower front, rear and sides of the unit, as 
well as signalling accessories, such as flashing lights. “Potential contact 
with other vehicles or equipment is easier at airports than in other en-
vironments,” says a spokeswoman. “The service kit will ensure the units 
aren’t damaged.”

Airports choose electric for a number of reasons. As already men-
tioned, some ban diesel and petrol-powered vehicles from entering build-
ings, especially terminal facilities, which means electric units are essen-
tial to collect and deliver baggage and, in some cases, cargo. They are also 
compact but claims that they are more manoeuvrable are debatable.

“Electric vehicles are not really more manoeuvrable,” Kesy believes, 
“and they’re not as powerful as motorised vehicles. But they do have ex-
tremely powerful acceleration and braking capacity, which is a valuable 
advantage in airside applications.”

Electric vehicles are also seen as the most environmentally friendly, 
as they do not emit any CO2, although one must take into account the 
effect battery construction and use has on the environment.

Batteries themselves constitute the greatest disadvantage in using 
electric vehicles: they only have a limited running time before recharg-
ing, which means they are not always available when needed, and air-
ports have to set aside space for them to be accommodated.

Fast-power systems can reduce charging time from 8-10 hours to just 
three or four, but in doing so, they also shorten the overall life of the 
battery. “A battery life of four or five years can be cut to three if fast-
charging is used,” says Lampier. “As the energy package is a big percent-
age of the total cost of ownership, users have to weigh up the pros and 
cons before opting for this system.”

Without proper cooling systems, fast-storage can also lead to over-
heating, which could potentially cause an unwelcome explosion.

But without a fast solution,  Lampier admits that airports have to 
plan the use of their electric fleet very carefully. “Take the case of the 
cleaning company,” he suggests. “If the aircraft is 10 or 15 minutes late, 
the cleaners have to be flexible enough to respond to that. If they are 

“The fuel cell is the 
same size as a battery 
but can be filled at 
an ordinary filling 
station, with hydrogen 
instead of diesel. It has 
zero emissions, but 
produces water and a 
little heat which can 
be used to warm the 
driver’s cab in winter”
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electric vehicle’s battery. Upon successful completion of the first phase, 
the project will be eligible for follow-on grants to develop, demonstrate 
and commercialise the product.

Meanwhile, the Company currently offers its successful Commander 
family of loaders. The Commander 15i features the HeliRoll conveyor 
system and has a lift capacity of 7,000 kg. It provides main deck and 
lower lobe container loading capability for a wide variety of passenger 
and freighter aircraft. The loaders are available in a standard, wide and 
universal configuration. With a larger engine and load sensing hydraulic 
system, the Commander 15i has increased fuel savings of up to 60 per 
cent of loaders using smaller engines.

JBT AeroTech has also developed electric variants of the current 
family, such as the Commander 15i, which has been developed to meet 
zero emission requirements whilst incorporating all the popular fea-
tures that have made the diesel version such an industry favourite. 
The Commander 15i Electric was designed to maintain all of the key 
features and benefits of the Commander 15i, while introducing the 
unique features and benefits of an electric loader.  The use of identical 
operational controls makes the difference in power source transparent 
to equipment operators familiar with the diesel version.  The design 
includes a maintenance free AC drive motor, 160V electric system, elec-
tronic controller and two standard 80 volt batteries. The Commander 
15i Electric is available as a new model or as a conversion kit for the 
Commander 15 1996-203 models.

JBT AeroTech recognises that one of the biggest concerns for custom-
ers with electric loaders is battery duty cycle.  The Commander 15i Elec-
tric’s efficient operating system has been proven to drive long distances 
and operate on several flights before recharging.  

A more heavyweight performance is provided by the 30i with a lift 
capacity up to 15,000 kg.

Similarly, the Commander 40i cargo loader (formally known as the 
Commander 30i 20T) also uses the latest technology to provide plat-
form-lifting capabilities of 20,000 kg for all main deck freighter and 
lower lobe widebody aircraft. Like other members of the Commander 
family, the Commander 40i offers a swing out power module with an 
Onboard Diagnostic System (ODS), HeliRoll conveyor system and fail 
safe controls.  A patent pending LIFTsmartTM closed loop automatic lifting 

E
fficient airside cargo handling depends upon speed, flexibility 
and teamwork. Tight schedules and the demands of time sensi-
tive cargo mean that a rapid turnround is vital, as well as the 
need to cope with a range of loading options such as nose load-

ers, main deck side loading or lower cargo holds. The answer was found 
in the application of technology. Thanks to continual refinement and in-
novation there is now a wide range of loaders available and able to cope 
with all types of freight carrying aircraft.

In recent times, the technical challenge has been made more com-
plex by an increasing need to demonstrate good “eco” credentials, par-
ticularly on the airport ramp. In an effort to achieve the goal of zero 
emission requirements, vehicle manufacturers are turning towards elec-
tric variants of their vehicles, including use of fuel cell technology, while 
retaining features that customers have come to expect of the diesel pow-
ered version.

JBT Corporation is a well-established supplier of loading equipment 
and has always been in the forefront of technical innovation so it was 
no surprise when, in June 2011, it was announced that its JBT AeroTech 
business had teamed with InnovaTek and EnerFuel in the development 
of a Fuel Cell Range Extender for battery-powered airport ground sup-
port equipment. JBT AeroTech will collaborate with InnovaTek, a leader 
in fuel processing technology, and EnerFuel, a fuel cell developer, dur-
ing Phase I to establish the technology’s feasibility to reduce the emis-
sions and fuel costs of airport ground support equipment. The proj-
ect’s overall objective is to develop a fuel cell power system capable of 
converting bio-jet fuel to electricity for the on-board recharging of an 

With both increasing environmental and operational demands,  
Airside International reports on the latest advances in high lifts and loaders.

Innovation high lifts 
technology to new levels

TLD reGen loader Trepal champ-300

TREPEL Champ 140

Carsten Schimkat, Sales Director, Trepel
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system ensures smooth uplifts and improved stability for heavy or off-
centred loads.

In 2010, JBT AeroTech introduced the all-new Commander 60i as a di-
rect replacement for the MDL-60, first introduced in the mid-1970s. This 
heavyweight member of the family provides platform lifting capabilities 
of 30,000 kg for main and lower deck loading and features all the regular 
family functions. A longer rear platform has enough space for three 98 x 
128 ULSs and the heaviest loads are conveyed efficiently as the HeliRoll 
conveyor system covers the complete platform together with a fragile 
lift mode to handle sensitive shipments.

LAWECO Maschinen-und Apparatebau GmbH produces the Cargo Mas-
ter Loader Transporter CMLT 3.7-3.6, a highly flexible and manoeuvrable 
vehicle, equally suitable as a loader as well as a transporter for contain-
ers and pallets. The Cargo Master Loader CML 7 has been reworked and 
is now considered to be among the most innovative, efficient and safe 
loaders available. The Cargo Master Loader CML 14-5.6 to CML 3.5-5.6 
range includes main deck loaders of 14 and 35 ton, especially designed 
for widebody aircraft cargo handling. They are considered to be a par-
ticularly suitable solution for nose loading of the Boeing 747 as well as 
for the loading and unloading of the main cargo deck of the Airbus A380.

The SCHOPF product range includes the 7-ton LoadStar 070 that was 
developed for loading and offloading cargo loads in lower and main 
decks of all civilian aircraft currently in use. A natural development led 

to the LoadStar 140. This cargo loader provides main 
deck and lower lobe container loading capability for a 
wide range of aircraft. Compared with smaller loaders, 
the LoadStar 140 saves loading and offloading time and 
can handle all pallets and containers up to a weight of 
14 tons and a length of 20 feet.

The HC100 lifting transporter combines the func-
tions of a ULD transporter and a loader in one simple 
unit. With a lifting capacity of 7 tons, the height-adjust-
able platform can accommodate all standard ULDs, as 
well as being ideally suited to handle outsize loads of 
every description.

TLD is a Company that likes to demonstrate its 
“green” credentials having had main deck electric load-
ers (929 type) in operation since 2000. However, these 
TLD green units were plugged to the grid rather than 
running on batteries.

More recently, further development enhanced the-
autonomy and energy life for battery-powered loaders. 
The main goals were to operate with the speed and 
power of a diesel loader for a full day of heavy opera-
tion up to and beyond the handling of 250 containers, 
before the need to recharge.

The result was the TLD TXL-838-reGen, 7-ton battery 
powered loader and it is keeping its promises. TLD en-
gineers had studied the science of battery technology 
and those aspects of their use that limit their autonomy 
and longevity. This demonstrated the need to control 
the average current draw to a minimum level and par-
ticularly the peak current draw that are unavoidable 
factors when lifting an elevator. These current peaks 
result in limiting the capacity of batteries between 
charges. At the same time, TLD studied how to re-use 
the energy that was available in the lowering of the 
loader’s elevator. The study’s result is a system that 
reclaims energy and uses it to supplement the battery 
during its next lift. Also patented by TLD was a method 
of managing the energy flows through the use of super-
capacitors, which can absorb and return energy to the 
system at a very fast rate, compared with other energy 
storage devices.

The result is a loader that can run two to three 
times as long between charges as any other loader on 
the market today, with a similar advantage for extend-
ed battery life. The TLD TXL-838-re-Gen demonstrates 
these ideas in action with TLD claiming that it is the 
only current, battery powered loader that represents a 
one for one replacement of a diesel loader.

In addition, the Company’s TXL-838-SUP (Superi-
or) is a self-propelled, dual-platform loader designed 
to transfer containers and pallets weighing up to 
16,700 lb. With the ability to interface 70”, 100”, or 
140” doors, this heavy-duty loader can be used to ser-
vice a wide range of aircraft, including the Boeing 747 
and Airbus A380.

The full range of vehicles produced by TLD include 
the TXL-737, TXL-838, 929 Series and the 121 Series. The 
latest 121-S addition is a self-propelled, dual-platform 
loader designed to transfer 20 ft ULDs weighing up to 
36 tons with the ability to interface 254 cm, or 356 cm 
doors. It features the Grasshopper lift system, which 
distributes the stress equally on the platform and the 
chassis. In order to handle the additional weight capa-
bility, the hydraulic system operates at a higher pres-
sure than in earlier models.

In Germany, Trepel Airport Equipment GmbH offers 
a product range of units with payloads from 3.5, 7, 14, 
20, 30 to 35 tons. Trepel Sales Director, Carsten Schim-
kat, told AI that thanks to standardisation of the cargo 
high loaders’ design, the Company can react quickly 
to customer needs and offer short-term delivery dates.

The CHAMP 200’s scissor integrated cylinders (the 
only one without vertical cylinders for lifting/lowering 
rear platform) and the low-front platform height makes 
handling easy. The CHAMP 300, one of the biggest load-
ers manufactured by Trepel, is fast and extremely ro-
bust. With its cylindrical roller system on both plat-
forms, it is prepared for all climatic conditions. The 
most recent addition to the product line, the CHAMP 
350, is described as the most capable high loader in 
the world. 

The continuous increase in weight of oversized car-
go has been making more demands on ground support 
equipment. Trepel has met this challenge with its 35 
ton capacity main deck loader. New technical features 
such as hydraulic adapters, twin wheels, telescopic 

The Mallaghan De-icer has been designed to surpass the expectations and needs of customers in 

terms of mobile deicing and anti-icing of all aircraft types. 

This European manufactured ‘state of the art’ De-icer has been specifically designed so as to ensure 

high levels of efficiency, reliability and ease of use in a safe and busy airport environment. 

  Tel: +44(0)28 8772 3444  | Fax: +44 (0)28 87727194  | Email: sales@mallaghan.co.uk
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De-icing 
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A lithium battery reduces charging time by a factor of four and has 
a longer life expectancy compared with a conventional battery. Carsten 
Schimkat sees lithium as the long-term solution for electric vehicles and 
Trepel is at the forefront of this technology.

Not all high lift vehicles are dedicated to cargo, some manufacturers 
look to the equally demanding role of catering supply and replenish-
ment. Typically, Mallaghan Engineering Ltd produces two such vehicles 
- CT4000 and CT6000. The CT4000 will service aircraft with sill heights 
ranging from 1.3m to 4.2m. The CT6000 will service aircraft with door 
sill heights ranging from 2450mm to 5900mm; in other words from 737 
up to A330, A340, A300 and B777 with a full width platform.

Similarly, AMSS Aircraft Maintenance Support Services supplies the 
AMSS/Norco lift “XL” MKII type Scissor Lift, designed for use with both 
commercial and military aircraft as a catering vehicle, for cabin clean-
ing, maintenance, or as an ambulift. The scissor mechanism can be 
mounted on any suitable commercial chassis; various cab modifications 
are available as well as several options including other modifications and 
interior fitting to suit customer specifications.

In the “hi-lift” world, there is no doubt that the customer is spoilt 
for choice! 

High performance CHALLENGER fleet
The CHALLENGER conventional tractor fleet is capable of handling push-back, 
repositioning and maintenance towing of all commercial aircraft and most military 
aircraft. The fleet is designed to perform under tough working conditions and 
features cutting-edge technology to improve both operations and maintenance. 

For further information:

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

driver’s stand and a new lifting system on the front platform all combine 
to make the CHAMP 350 an advanced loader in its class, compatible with 
all freighter types, including the new Boeing B747-8 Freighter. 

In keeping with the current green requirement, Trepel has produced 
the CHAMP 70WE, the electric version of the CHAMP 70 together with 
the 70S that is a wider version. 

Schimkat said: “The CHAMP 70WE can be fitted either with a 625 Ah 
permanently installed lead/acid battery or a 400 Ah removeable battery, 
using the quick, battery change system PLUG-I-O, with an easy access 
dolly for quick recycling. The latest lithium battery technology is now 
under development and was trialled on a 70We at Frankfurt.” 

JBT C15i electric vehicle

“TLD engineers had studied the science of 
battery technology and those aspects of their 
use that limit their autonomy and longevity. 
This demonstrated the need to control the 
average current draw to a minimum level and 
particularly the peak current draw that are 
unavoidable factors when lifting an elevator”
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DAY ONE
To be chaired by Peter Speck, Vice President and Head of Corporate Supply and GSE Maintenance, 

Swissport International & Pim Stam, Director Procurement Ground Operations France and  

The Netherlands, Air France/KLM

08.00 REGISTRATION OPENS
09.00 CHAIRMEN’S OPENING REMARKS

09.10 PROCUREMENT METHODS: OPEN TENDER, E-AUCTIONS,  
 PREFERRED SUPPLIERS – HOW IS A BUYER TO CHOOSE?
A panel discussion comprising GSE buyers with experience of a range of 
methods used to procure new and used GSE. Understanding the whole 
process, including: the information gathering stages, demonstrations, 
corporate reference-taking, maintenance costs and producing real 
analysis on the supplier base.
Moderator - Richard Montague, Head of Ramp Operations & Ground Handling BAA Ltd, Heathrow

Ground Handler Buyer - Mike Ballet - Procurement Manager, Aviapartner 

Airline Buyer – Kevin Robins, Manager Automotive, Facilities & Transportation, American Airlines

09.45 FINANCIAL MODELS FOR DEFINING AND CALCULATING  
 THE TOTAL COST OF GSE OWNERSHIP
What does total cost of ownership mean to different buyers and different 
suppliers? What is included in the total cost equation? How does it relate 
to second-user GSE and what do these figures mean to a financier? Where 
do residual values come in when making procurement decisions?
Presentation from TCR –

FOLLOWED BY A PANEL DISCUSSION 
To be moderated by Richard Adler, Head of Sales – Europe, CSA Financial (UK) Ltd

Mike Doane, Sales Director, Douglas

Hans-Petter Vik, Director Ground Equipment, SAS Ground Services Norway

Pim Stam, Director Procurement Ground Operations France and The Netherlands, Air France/KLM

10.30 AIRCRAFT DE-ICING - PILLARS OF SUCCESS
Each winter season is a new challenge for aircraft de-icing - especially 
when the conditions are as exceptional as last winter. How does EFM 
prepare for de-icing seasons? The Munich method – safe, economical and 
environmentally friendly – is a highly convincing concept. 
Hans-Joachim Püschner, Managing Director , EFM

11.00 QUESTIONS AND DISCUSSION
11.10 BREAK FOR REFRESHMENTS AND VIEWING OF EXHIBITION

11.40 GSE PROCUREMENT FROM THE NETWORK PROCUREMENT  
 POINT OF VIEW: A CASE STUDY
When buying a large portfolio of GSE across multiple sites to perform 
numerous contracts with a large number of clients, GSE procurement 
becomes a central function to any handling operation. Setting the 
criteria, taking advantage of bulk purchasing, building relationships and 
managing a large range of existing and new GSE.
Simons Zitcers, Operations Director, Havas Europe

12.20 A FEW WORDS FROM OUR LUNCH SPONSOR – DENGE

12.30  QUESTIONS AND DISCUSSION
12.40 BREAK FOR LUNCH AND VIEWING OF EXHIBITION 

14.00 INTEGRATED MULTI SITE GSE PROCUREMENT
The purchase of GSE as a separate economy of scale in order to provide 
an identifiable contribution to corporate profitability together with the 
efficiency savings resulting from a modernisation programme.
Andreas Vassilaros, Projects Director, Aviator

14.30 STAYING SAFE: WHAT DOES THIS MEAN IN  
 TERMS OF MANUFACTURE?
A panel discussion on GSE manufacturing standards and future trends. 
Do safety implications hamper progress or actually drive innovation 
and development? Are there export implications for safety features? Is 
labelling an important safety feature? What are the GSE manufacturers 
doing to ensure that safety is the number one feature in everything they 
produce and how far does training have an impact on safe operations?
Moderated by Pete Speck, Vice President and Head of Corporate Supply, Swissport International 
Billi Vestergaard, Director of Sales, Vestergaard Company A/S
Bryn Jones, General Manager, Bliss-Fox Ground Support Equipment
John Hay, Vice President, ITW GSE GROUP

15.10 QUESTIONS AND DISCUSSION
15.20 BREAK FOR REFRESHMENTS AND VIEWING OF EXHIBITION

19-20th April 2012 Sheraton Amsterdam Airport Hotel & Conference Centre

Procure, finance, maintain, operate and be green

To be chaired by  
Peter Speck, Vice President and Head of  Corporate Supply and GSE Maintenance, Swissport International  
& Pim Stam, Director Procurement Ground Operations France and The Netherlands, Air France/KLM

 PETER SPECK PIM STAM

SPONSORS

Register Now To Attend The  
2nd GSE Buyers’ Conference

If you are involved in buying ground support equipment (GSE)  
- this is the one not to miss.

Excellent networking opportunities in this sector with the unmatched  
bonus of hearing the views of leaders in the world of GSE.

The delegate registration form is attached please fill it in  
and Fax it to: + 44 20 8660 3008 Or Email: grace@evaint.com
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15.50 STAYING SAFE: WHAT DOES THIS MEAN 
 IN TERMS OF OPERATIONS?
It is one thing buying safe and fi t for purpose but it is another 
operating GSE in a safe fashion. What is the approach to safety 
and how is it evolving?
David Anderson, Head Of Operations Aircraft Safety, British Airways

16.20  STAYING SAFE: TRAINING’S CONTRIBUTION 
 IN EMBEDDING A CULTURE OF SAFETY
Where can lessons be learned from damage and personal injury 
statistics?  What are the implications of Safety Management 
Systems on the ground handling industry? How can the industry 
improve the effectiveness of training whilst keeping costs under 
control?
Simon Walker, Managing Director, Virtual Aviation College Limited

16.50 QUESTIONS AND DISCUSSION

17.15 END OF DAY ONE

19.00 COCKTAIL RECEPTION 
19.30 GALA DINNER 

Interested in sponsorship, exhibiting 
or attending the conference? 

Contact Parveen or Grace on +44 (0) 20 8668 9118 
or Email: parveen@evaint.com or grace@evaint.com

 MIKE DOANE SIMON ZICTERS KEVIN ROBINS HANS-JOACHIM PÜSCHNER

 MIKE BALLET RICHARD ADLER BILLI VESTERGAARD HANS-PETTER VIK

  JOHN HAY THOMAS ROMIG VALENTIN SCMITT SIMON WALKER LEONIE DOBBIE

 DAVID ANDERSON BRYN JONES ANDREAS VASSILAROS 

DAY TWO
To be chaired by Peter Speck, Vice President and Head of Corporate Supply, Swissport International & Pim Stam, Director 

Procurement Ground Operations France and The Netherlands, Air France/KLM

08.30 REGISTRATION OPENS
09.30 CHAIRMEN’S OPENING REMARKS

09.40 GOING GREEN: WHAT ARE THE IMPLICATIONS FOR AIRPORTS 
 REGARDING THE EQUIPMENT OPERATED ON SITE AND CARBON LIMITS?
Airports do not necessarily produce the emissions they take responsibility for given 
the number of other stakeholders operating in the airport environment. What 
responsibilities and obligations fall on airports and which of these are passed on to 
third parties operating in that environment? What should airports be putting in place 
regarding the ground equipment operated there in order to meet future sustainability 
goals and avoid penalties?
Leonie Dobbie, Associate – Head of Sustainable Aviation & Airports, Mainland Europe, WSP

10.10 GOING GREEN: WHO SHOULD PAY?
With the obligation to being green now forming an imperative rather 
than an option, what are the costs involved in sustainable operations, who is 
absorbing them now and who should pay in the future? Will environmental issues 
create productive partnerships in the airport environment or will they create 
schisms? What are the manufacturers doing to create both economically aware and 
environmentally aware GSE?
Valentin Schmitt , TLD-EUROPE, COO

10.50 QUESTIONS AND DISCUSSION
11.00 BREAK FOR REFRESHMENTS AND VIEWING OF EXHIBITION

11.30 GSE BUYING & WHAT AN AIRPORT LOOKS FOR WHEN PROCURING 
 EQUIPMENT FOR THE AIRSIDE OPERATIONS:
Buying and equipping the airport with safe and environmentally friendly GSE, how 
important is this in an airport environment.
Mgr. Ligoš Milan, Marketing manager, Airport Slia , Ltd.

12.10 EMERGENCY MANAGEMENT
When the unthinkable happens and there is a serious incident or accident on the 
ramp, procedures and systems are put in place around GSE to ensure safety of 
operations and minimise losses and delays. 
Thomas Romig, Safety Offi cer, Geneva Aéroport

12.50 CLOSING QUESTIONS AND DISCUSSION
13.00 END OF CONFERENCE AND CLOSING LUNCH
The organisers reserve the right of programme amendment.

EXHIBITORS 
MALLAGHAN - LANYARD SPONSORS
Mallaghan are a supplier of Ground Support 
Equipment which includes Passenger Steps, Toilet 
and Water Service and Scissor High lifts (Catering, 
Cabin Cleaning and PRM). 

www.mallaghan.co.uk

Douglas Equipment - Curtiss Wright
Douglas Equipment Limited is one of the world’s 
leading suppliers of aviation towing tractors and 
ground support equipment. 

www.douglas.cwfc.com

DENGE - LUNCH SPONSOR
DENGE is the leading Ground Support Equipment 
manufacturer in Turkey with its experience of 29 
years in the industry. Since 1982, DENGE is offering 
wide range of GSE to its customers worldwide. 

www.denge.aero

GSE-EUROPE - DELEGATE BAG SPONSOR 
GSE-Europe is the fi rst German company which 
provides the European market with the complete 
spectrum of Ground Support Equipment. 

www.gseeurope.com

Houchin Aerospace
Houchin Aerospace is a manufacturer of diesel 
driven 400Hz Ground Power Units serving Airlines, 
Ground Handling Companies, Military Organisations 
and Leasing Companies.

www.houchin.co.uk

TCR EUROPE - BOTTLED WATER SPONSOR
TCR Europe’s leading provider of turnkey solutions 
for aviation GSE. TCR offers expertise in rental and 

operational leasing of GSE, maintenance and ramp 
assistance, Fleet Management. 

www.tcr-group.com

Goldhofer AG
Goldhofer offers a comprehensive trailer range 
for the transportation of construction machines, 
agricultural machines, pre-fabricated sections and 
general transport goods. 

www.goldhofer.de

JBT AeroTech 
JBT AeroTech designs, manufactures and services 
technologically sophisticated aircraft ground support 
equipment.

www.jbtaerotech.com

Safeaero 
Our mission is to offer airlines, airports and ground 
handling companies the most effi cient de-icing 
vehicle on the market. 

www.safeaero.com

Timsan
Timsan designs, manufactures and markets 
worldwide a comprehensive range of Ground 
Support Equipment.

www.timsan-gse.com

TLD
TLD provides ground support equipment designed 
and assembled in several continents.

www.tld-gse.com
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Airside International talked exclusively to Ing. L’ubomír Krupár, Executive Director of Airport Sliač Inc, to find out more about the airport’s 
development plans and associated infrastructure budgets to meet predicted higher traffic demands.

Sliač  Airport aims high  
to meet increased traffic

Q: COMPARED TO 2011, WHAT TRAFFIC GROWTH ARE YOU EXPECTING IN 2012?

A: Looking at the success of last year, we have started to execute our 
proactive marketing plans relating to our 2012 traffic growth forecast. 
We have already scheduled slots for 120 charter flights to two new des-
tinations so we are again predicting a steep rise in traffic, perhaps by as 
much as 100%. We recognise that we need to schedule flight services in 
winter to cater for ski tourism in Slovakia as well as operating regular 
flights to some of the aviation hubs in the EU. There is no doubt that 
further potential exists, such as Sliač – Vienna, but unfortunately this 
routing proposal failed to materialize for a number of reasons.

Q: DO YOU MANAGE GROUND HANDLING SERVICES DIRECTLY OR IS IT CONTRACTED OUT? 

A: Airport Sliač Inc directly manages handling services for air carri-
ers, as part of our operations.

Q: TYPICALLY, WHAT IS THE RANGE OF AIRCRAFT YOU SUPPORT ON THE GROUND? AND 

IS THIS ON A 24/7 BASIS OR NOT?

A: During a charter season we mainly support A320, B737-800 or 
B737-400. Beside these we support all types of aircraft within general 
aviation. Our operations are assessed and certified by the Civil Aviation 
Authority of Slovakia. At present, we provide ground handling support 
from Monday to Friday from 0800 to 1800. All other days and times can 
be satisfied, if requested by airlines. 

Q: IN GENERAL TERMS, LOOKING AT 2012 AND YOUR RAMP, AIRSIDE AND AIRFIELD 

OPERATIONS, WILL THERE BE ANY INCREASE IN PROCUREMENT BUDGETS?

A: Our procurement budget has been increased which will help to 
expand our capacities and infrastructure. With the help of the Ministry 
of Transport of Slovakia, there will be a new build departure terminal 
(scheduled completion in July 2012) as well as a second refuelling tank, 
new dollies, belt and water-toilet tank for emptying aircraft.

Q: OVERALL, IF THE NUMBER OF FLIGHTS AND TRAFFIC ARE INCREASING, 

PRESUMABLY THAT HAS A KNOCK-ON EFFECT ON THE RAMP, AIRSIDE AND 

AIRFIELD OPERATIONS/LEVELS/NUMBERS AS WELL AS INFRASTRUCTURE AND THE 

SURROUNDING AREAS?

Q: SLIAČ AIRPORT WAS REOPENED FOR CIVIL AIR TRAFFIC IN JUNE 2011 AFTER 
TWO YEARS OF RENOVATION WORK. CAN YOU BRIEFLY OUTLINE WHAT WORK WAS 
CARRIED OUT?

A: There were two phases of renovation works at the airport. The first 
focused mainly on upgrading the runway, tower control and navigational 
lighting systems. Following completion of the initial phase, under the 
auspices of both NATO and the Slovakia Ministry of Defence, the second 
phase concentrated on the civilian infrastructure of the airport, e.g. pub-
lic parking areas (extension to 150 spaces), building foundations for the 
new passenger departure terminal and refurbishment of the Apron.

Q: AS PART OF THIS INFRASTRUCTURE ACTIVITY, WAS THERE ANY SPECIFIC INVESTMENT 

AND ACTIVITY IN TERMS OF THE RAMP, AIRSIDE AND AIRFIELD OPERATIONS AT SLIAČ ?
A: From 2009 to 2011, investment was made in renovating and 

extending the Apron area, which resulted in two additional aircraft 
stands. As a result, specific rules were also introduced for combined 
military and civil flying operations. The Apron surface was refurbished 
and extended so we could provide ground handling services for four 
large aircraft simultaneously. This represented the central investment 
activity although navigational lighting systems also benefited from res-
toration. Regrettably there was insufficient investment available to im-
prove our Ground Support Equipment (GSE), which is a limiting factor 
for our development aspirations.

Q: AS HOLIDAY CHARTER FLIGHTS ARE THE MAIN FOCUS, RATHER THAN SCHEDULED 

SERVICES, CAN YOU PROVIDE ANY PASSENGER NUMBERS THAT DEPARTED SLIAČ  
DURING 2011?

A: After the airport reopening, we recorded a historical success in 
both passenger numbers and aircraft movements. During the 2011 char-
ter summer season, which lasted from 16 June to 21 September, we pro-
vided handling services to 3 airlines covering a total of 55 flights. Com-
pared to the most successful charter season in 2007, this represents a 
100% growth increase, which is impressive. During the summer months, 
there were over 15,000 passengers handled by our airport flying on air-
craft such as A320, B737-800, B737-400 and MD82. It was a busy but suc-
cessful season!

“After the airport 
reopening, we 
recorded a historical 
success in both 
passenger numbers 
and aircraft 
movements”
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A: That is a good question. We believe that is the case given the 
Apron extension and the new departure terminal, which will expand 
our larger aircraft handling. This positions us well to easily manage 
traffic growth during the next two years. However, we have identified 
that we need to provide additional information and services for pas-
sengers, as well as extra parking spaces and renovating our GSE and 
emergency fire equipment.

We are planning further growth during the next two years that will 
enable the departure terminal to handle 600 passengers. There are pos-
sible options in EU structural funds, which may yield financial support.

Q: HOW MANY HI-LIFTS AND LOADERS DO YOU HAVE? ARE THESE MAINLY FOR CATERING, 

BAGGAGE AND CARGO? 

A: We mainly use two forklifts for baggage and cargo. Catering loads 
are handled by an external company and although there were no major 
delays last charter season, we would like to add supplementary loaders 
for the new season to ensure a smooth uninterrupted service.

Q: DO YOU PREFER BUYING, LEASING OR RENTING LOADERS?

A: We are open to all options but historically secondhand equipment was 
purchased. Our objective is to source the best and not the cheapest option.

Q: ARE YOU PLANNING TO PROCURE MORE GSE IN 2012? 

A: At present, we are assessing our GSE inventory. Our aim is to en-
sure that our operations are deployed safely and ideally without delays.

Q: ARE THERE ANY SPECIFIC OPERATIONAL/PERFORMANCE CRITERIA THAT INFLUENCE 

YOUR PROCUREMENT CHOICES? 

A: We work within established aviation business rules but specifi-
cally we target the following:  achieving Airport Handling Manual (AHM) 
requirements; contract price and contractor authorisation to provide 
GSE business in EU. 

Q: WHAT IS THE DAILY SCHEDULE FOR RUNWAY SWEEPING AND DOES THIS CHANGE 

WITH DIFFERENT WEATHER CONDITIONS? DOES THE RUNWAY SURFACE DEMAND ANY 

SPECIAL TREATMENT OR TYPE OF SWEEPER?

A: Sliač consists of a runway, parallel and connecting taxiways. The 
runway, comprising a cement-concrete surface, is 2400m long and 57m 
wide. Sliač is a joint civilian/military airport operated under the frame-
work of a contract between the Airport Authority and the Ministry of 
Defence. As the Air Force has its base at Sliač, it is responsible for runway 
sweeping in line with ICAO requirements deploying standard equipment 
and operation.

Our Airport company sweeps only one taxiway (200x22m) and Apron 
(136x145m, 8 stands) with common equipment and treatment.

Q: WHAT ARE THE WORST MONTHS FOR SNOWFALL AND ARE RUNWAYS EVER CLOSED 

DURING WINTER?

A: The Slovakian winter lasts from December to mid-March; the 
worst month is January. Because the airport is both civil/military, there 
are very strict rules and conditions to keep runways clear throughout the 
year (24/7) for military traffic.

Q: HOW MANY SNOW SWEEPERS DO YOU HAVE?

A: We have one sweeper; one heavy snow plough; two light snow 
ploughs connected to tractors; one snow blower and one de-icing chemi-
cal detergent tank sprayer.

Q: DO YOU PREFER BUYING OUTRIGHT, LEASING OR RENTING?

A: Given that the price of snow equipment is very expensive and that 
winter in Slovakia lasts for three months, we would prefer leasing.

Q: ARE YOU PLANNING TO ADD MORE SNOW EQUIPMENT THIS YEAR?

A: We are planning to buy two new multi-functional heavy tractors 
with the option to be coupled to a snow blower and de-icing tank spray-
er. A second tractor would have the capability to deploy both a snow 
plough and snow sweeper.

Q: ARE YOU PLANNING TO PROCURE MORE AIRFIELD SIGNS IN 2012? 

A: There are no current plans.

Q: IN TERMS OF AIRFIELD GROUND LIGHTING (AGL), ANY UPGRADE PLANS IN THE 

PIPELINE? 

A: Yes there were previous plans to upgrade both taxiway and apron 
edge lights in March 2012. However, initial steps are already underway 
so the upgrade is now progressing. Our main supplier company is Trans-
con Ltd from the Czech Republic.

Q: IS THE AGL AUTHORISED FOR CAT I OR II?

A: Our airport is certified for CAT I with precision instrument land-
ing system.

Q: CAN YOU PROVIDE A BRIEF DESCRIPTION OF THE CURRENT AGL SET-UP?

A: In terms of RWY 36: Portable Airfield Light Set (PALS), Flashing Light-
ed Guidance Tube (FLG LGT), Runway Edge Lights (REDL), Runway Threshold 
Lights (RTHL), Runway End Lights (RENL), threshold identification flashing 
lights, vertical lighting marks of distance to the end of RWY in multiples of 
1000ft, vertical lighting marks of place and direction TWY A,C,D,E.

Information vertical lighting marks (black dot on yellow background) 
location of Barrier Arrestor Kit - BAK12.

The following apply to RWY 18: Short Approach Lighting Systems (SALS), 
REDL, RTHL, RENL, vertical lighting marks of distance to the end of RWY in 
multiples of 1000ft, vertical lighting marks of place and direction TWY C,B, A.

Information vertical lighting marks (black dot on yellow background) 
location of Barrier Arrestor Kit - BAK12.

Q: HOW LONG HAS THE BASELINE AGL BEEN IN OPERATION? WHO WAS THE SUPPLIER?

A: The baseline AGL has been in operation since 2009. The supplier 
was selected by the Ministry of Defence following a public tender as a 
component part of runway reconstruction during 2009 - 2010.

Q: ARE THERE ANY SPECIFIC OPERATIONAL FACTORS THAT INFLUENCE YOUR AGL 

INFRASTRUCTURE?

A: The service is divided between our airport company (RWY C and 
Apron) and the Ministry of Defence (RWY, TWY A, B, D). The power sup-
ply is sourced from a common point including an alternate power supply.

Q: DO YOU PREFER BUYING AGL OUTRIGHT?

A: Given the basis of co-operation between military and civilian op-
erations, we do prefer an outright purchase.

 
Q: DO YOU OPERATE ANY ELECTRIC VEHICLES? 

A: We have two electric aircraft steps for passengers and two electric 
towing vehicles for baggage trolleys.

Q: HOW DO YOU SOURCE THESE VEHICLES?

A: We are currently working with a Slovak company which is recon-
structing and renovating older electric equipment, some of which is 
more than 10 years old. This company is well-known and they offer the 
benefits of flexibility and realistic costs.

As I said earlier, given the traffic growth forecast this year, it is clear 
that we require more equipment. We have no option but to acquire a set 
of towing passenger steps, as well as renovating and reconstructing our 
current two pairs of steps to be compatible within the limits of the AHM. 
The top platform requires enlargement to enable sufficient width and 
depth to open and close the aircraft door without obstruction and with 
safety rails deployed.

Q: FINALLY, WHAT ARE YOUR ENVIRONMENTAL OBJECTIVES IN 2012?

A: Our plan this year centres on four targets: 1. To only source en-
vironmentally friendly de-icing chemical detergents. 2. To only use en-
vironmentally friendly materials in snow conditions. 3. Following the 
Soviet Army’s legacy of chemicals left in the ground, we will conduct 
certificated procedures in soil remediation. 4. Infrastructure modernisa-
tion of new departure terminal to include energy saving initiatives. 

“Yes there were 
previous plans 
to upgrade both 
taxiway and apron 
edge lights in March 
2012. However, 
initial steps are 
already underway so 
the upgrade is now 
progressing”
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To conform with ICAO Annex 14, Airside International reviews the latest in aircraft 
docking systems which have one eye on the environment.

Precision parking 
on the ramp

T
he ubiquitous marshaller, complete with wands, has been a 
common sight at airports and remains so at many today. Ma-
jor airports, faced with growing numbers of flights and logistic 
problems, have moved into the automated era and are exten-

sively fitted with precision docking systems to ensure ramp integrity and 
accurate alignment with passenger airbridges, while conforming with 
ICAO’s Annex 14, which lays down the standards for aircraft docking 
guidance systems.

Although the term Visual Docking Guidance Systems (VDGS) is in 
common usage, the systems are also referred to as Nose-in Docking Guid-
ance Systems or Stand Entry Guidance Systems (SEG). Typical VDGS cur-
rently in use, in the UK, include Azimuth Guidance for Nose-in Stands 
(AGNIS) and Parallax Aircraft Parking Aid (PAPA). Mirrors can be used 
to provide a pilot’s eye view of the nosewheel position. As technology 
has evolved, major airports have increasingly adopted Advanced Visual 
Docking Guidance Systems (AVDGS), offering electronically displayed in-
formation, such as the azimuth position of the aircraft and stopping dis-
tance. In some cases, the AVDGS can determine aircraft type automati-
cally and sets the relevant guidance parameters accordingly. Inevitably, 
manufacturers have been keen to address this market.

ADB is a Siemens Company that develops and manufactures a full 
range of Airfield Ground Lighting (AGL) products. It also produced the 
Video Docking System (VDOCKS), which became the first video-based 
docking system in the USA, when it was installed at the Delta Airlines 
hub in Boston Logan International Airport.

VDOCKS is based on video sensors and image processing that locates 
and tracks aircraft approaching the stop position at the gate. Being a 
video-based system, apron surveillance is an integral part of VDOCKS, 
via the airport network; videos can also be made available to other users 
such as airlines and security. It is said to provide pilots with precise guid-
ance information during the docking process and increases the airside 
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efficiency and performance, especially in poor weather conditions such 
as snow, heavy rain, fog or low sunset.

More recently, a cooperation agreement with Swedish FMT, a techno-
logical leader in docking guidance, has been agreed and it is noteworthy 
that at last year’s Dubai Air Show, FMT provided guest speakers, at ADB’s 
invitation, to demonstrate their Visual Docking Guidance Systems.

With more than 40 years’ experience of the technology, Swedish-
based, FMT first produced their Aircraft Parking and Information (APIS) 
system based on azimuth guidance by range target, incorporating two 
bars and ground sensors to detect the nosewheel position confirming 
distance to go and where to stop. 

The second stage of development, patented by FMT used Moiré (optic) 
technology for azimuth guidance and microwave technology for assess-
ing distance. The third step was to use a laser to replace the microwave 
and this has since become the most common standard to measure dis-
tance to go and STOP information for aircraft on the stand. This system 
was named APIS++ and more than 1,000 of these units have been deliv-
ered worldwide.

In another FMT patented technology, APIS++ may be integrated with 
the FMT Passenger Boarding Bridge to provide control and safety of the 
boarding bridge by passing coordinates to its computer, which guides 
it semi-automatically to the aircraft door. FMT’s automatic Passenger 
Boarding Bridges, together with its own Aircraft Parking and Informa-
tion System, APIS++, interfaced to ATLANTIS, Apron Management Sys-
tem, provide a unique integrated system. This integration is said to be 
the key to safety, flexibility and speed for efficient turnaround of large 
aircraft.

By providing integrated and automatic boarding bridge systems, in-
cluding over-the-wing configuration, aircraft like the A380 can be turned 
around within 30 minutes, using three boarding bridges, of which one is 
upper deck, one to the front door and one over the wing.

The Company has also developed the FMT Airpark System, designed 
to be a robust and reliable aircraft parking aid, that is in full compliance 
with the ICAO Annex 14 regulations. Airpark is based on Moiré technol-
ogy for real-time and unambiguous lateral aircraft guidance, in combina-
tion with a manually controlled stopping position indicator. 

The system comprises different components that can be combined 
into several different configurations, as required by local, operational 

conditions. These elements are azimuth guidance unit, traffic lights, 
control panel and stand number sign.

Another video-based system is the VDGS from Honeywell Airport Sys-
tems GmbH that guides the pilot providing continuous data, register-
ing ONBLOCK/OFFBLOCK times and monitoring the gate area. This lat-
ter function can be crucial in day-to-day activity, as it is only too often 
demonstrated that “stray” equipment can be easily overlooked under 
the pressures of an operational arrival. This is achieved using a high 
dynamic range video sensor unit and an image processing system based 
on 3D aircraft models. 

The computer-assisted VDGS calculates information on an aircraft’s 
location and transforms it into precise guidance information for both 
pilot and copilot. Its video sensor and 3D model-based processing system 
are able to recognise the outline of an approaching aircraft at distances 
of up to 100 metres.

In addition to specific docking guidance instructions, the Pilot Dis-
play Unit (PDU) can also provide information to ground crews before, 
during and after on blocks. The PDU can be integrated into the facade of 
a terminal gate or mounted independent of the terminal structure. 

In the United States, J & B Aviation Services, has developed the 
JB1900 Gate Park System, a simple to operate fail-safe system to pro-
vide parking guidance, using both human and mechanical components 
for guidance.   

The automatic element comprises aircraft alignment and a fail-safe 
feature to stop the aircraft in case of emergency. The human input al-
lows the handling agent to control the parking of the aircraft via a hand 
held controller. Because the JB1900 signal can be quickly returned to 
red, by release of the hand-held controller, the handling agent can alert 
the pilot to any emergency that would require the aircraft to come to a 
rapid stop.

A single JB1900 hand-held controller can manage multiple aircraft 
parking via a selector switch. This is particularly effective at gate posi-
tions where many types of aircraft are positioned with different cen-
trelines of cockpit viewing area.

Mirror technology offers a low-cost, fail-safe method for the precision 
parking of aircraft that has been developed in conjunction with the UK’s 
Gatwick Airport. This initiative represents the simpler approach to the 
problem providing accurate positional guidance with lower costs and less 

“A single JB1900 
hand-held controller 
can manage 
multiple aircraft 
parking via a 
selector switch”
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complexity, with the advantage of giving the pilot a true view of the air-
craft nosewheel approaching the correct stop position.

Maintenance is straightforward with cleaning being required regu-
larly depending on pollution levels. The only other check is alignment 
and this can be automatic. The manufacturer likes to emphasise that a 
mirror system is fail-safe. It cannot give a dangerous image; either the 
wheel is visible or not. Some airports have barriers around the mounting 
post to help prevent impact damage. Mirrors are made in a variety of 
sizes to accommodate differing aircraft types.

Generally, the maximum size is the Airbus A300. Where a stand is 
used for a wide variety of aircraft, a two-high mirror set-up may be used, 
thus allowing both smaller types (lower mirror) and medium bodied air-
craft (upper mirror) to be guided to the same stand.

Safegate International AB is based in Malmö, Sweden and has sup-
plied its Advanced - Visual Docking Guidance Systems (A-VDGS) for safe 
docking to Dallas Fort Worth (DFW) and Beijing’s international airport. 

During the last 30 years, Safegate has developed the Safedock Dock-
ing Guidance System and the SafeControl Airfield Lighting Control and 
Monitoring System, aiming to maximise the number of aircraft an air-
port can handle whilst maintaining a high level of safety. 

The Safedock System automatically guides an aircraft during its ap-
proach to the stand with a stopping precision of just 10 cm. The Type 
1 will maintain the Safedock stopping accuracy of 10 cm whether the 
stopping position is two or 65 metres from the terminal. The Type 1 will 
dock all known and future aircraft types with the same precision, includ-
ing the A380. 

The laser scanner of the new model has a 30 per cent longer range 
than earlier models, which means enhanced detection capability in rain 

and fog. It also has an increased scanning rate for safer measuring and 
identification of aircraft. A wider scanning area also offers the possibility 
to include more and curved centrelines in a single system.

The Gate Operating System (GOS) is complementary to the Safedock 
System, as it minimises delays and interruptions at the gates. However, 
an aircraft can be redirected, at short notice, due to technical problems 
or human error. With GOS the airport staff get a better overview and can 
monitor every event as well as carry out centralised maintenance of the 
docking system. Not only does the GOS information make gate allocation 
easier, the performance of the airport ground operations is enhanced, 
with gates utilised to maximum advantage.

Despite the technological advances, automation can still be compro-
mised by human nature. Regulatory authorities emphasise certain basic 
concerns about the parking systems and their use. Typically, it is advised 
that a pilot should not assume that a stand is safe to enter simply be-
cause the VDGS is active or illuminated. An aircraft should not be tax-
ied onto a VDGS equipped stand when the guidance system is switched 
off, except under the guidance of a marshaller. It is not permissible for 
ground staff to activate a VDGS until a thorough inspection of the stand 
and its immediate surroundings has been made, in order to ensure that 
all equipment is correctly parked and that the stand is safe for use by the 
type of aircraft being operated.

In these environmentally sensitive times, it is important to point out 
that efficient parking can contribute to carbon reduction. By not having 
to wait for marshallers decreases waiting time, reduces Ground Power 
Unit (GPU) and/or aircraft Auxiliary Power Unit (APU) usage, thereby re-
ducing associated fuel consumption and permitting a more rapid shut-
down of the aircraft engines. 

“A cooperation agreement with Swedish FMT, 
a technological leader in docking guidance, 
has been agreed and it is noteworthy that at 
last year’s Dubai Air Show, FMT provided guest 
speakers, at ADB’s invitation, to demonstrate 
their Visual Docking Guidance Systems”
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ily replace current elevated halogen lighting fixtures since they are de-
signed to fit on the same supports.

The technology consists of an elevated bidirectional LED light fix-
ture, which includes an omni-directional beam component for circling 
guidance, as required by FAA and ICAO specifications. With a power con-
sumption of only 33W instead of 150W for a traditional elevated halogen 
runway edge light, LED lighting dramatically reduces the total energy 
costs, which, in turn, minimises the airport’s ecological footprint.

 On top of enhanced cost-efficiency, LED technology also increases 
airport safety. Tests have shown that the visibility of LED lighting in bad 
weather conditions is superior to halogen. Pilots receive more accurate 
visual information, both on the approach path and on the runway. The 
new elevated LED runway edge lighting solution is available with a syn-
thetic or a glass lens.  LED emission directly ensures the correct coloured 
filters to ensure daytime recognition. The embedded electronics of the 
EREL / ERES also makes the light output variable like a traditional halo-
gen lamp.

In 2010, Punta Cana International Airport in the Dominican Repub-
lic began a project that included the installation of more than 450 LED 
signs, LED wind cones and LED runway/taxiway lights. The only incan-
descent fixtures on the runway are the edge lights.

 The $1.6m project also included an Airport Lighting and Monitoring 
System (ALCMS) installation. The new system now allows Punta Cana to 
have full distributed control of the approach and runway lights for its 
new Cat I runway as well as lighting for the new taxiway segments. 

Control and understanding the nature of airfield lighting, especially 
in comparison to aircraft strobe lights is vital, if not the consequences 
can lead to disaster. In February 1991, USAir flight 1493, a 737 collided 
with a SkyWest twin-engine turboprop upon landing at Los Angeles In-
ternational Airport (LAX). 

The National Transportation Safety Board (NTSB) found that the con-
troller had lost situational awareness of the airfield and the cockpit crew 

A
irports around the world are converting to airfield lighting 
systems with light-emitting diode (LED) fixtures, seemingly 
because LED technology has further evolved since it was first 
introduced for taxiway and obstacle ground lighting about a 

decade ago.
Conditions at airports are a tough challenge for light fixtures and 

lamps. Systems have to be capable of withstanding greatly fluctuating 
temperatures and vibrations and adhere to precisely defined colour spec-
tra and light distribution levels at the same time.

“We have seen several benefits after converting to LED lights,” con-
firms Iraj Ghaemi, director of facilities development for the San Diego 
County Regional Airport Authority in reference to the conversion to LED 
at San Diego International Airport (SDIA). “The LED lights have a better 
visual presentation; they are much brighter and sharper, and the runway 
guard lights really pop visually,” he says. 

SDIA replaced more than 900 incandescent fixtures and signs with 
LED products from ADB Airfield Solutions. “So far, the LEDs have been 
extremely reliable and the system has been essentially maintenance free 
for the first year of operation,” says Ghaemi, adding that energy usage 
had been reduced considerably. 

ADB Airfield Solutions launched LED lighting on the market in 2002. 
Emmanuelle Luque, marketing and communications officer at ADB, says 
that the installation of LED airfield signs and taxiway edge lights at San 
Diego increases safety at the airport by providing a uniform appearance 
throughout the airfield. “The newly installed LED runway guard light 
system at every taxiway hold position provides increased pilot awareness 
in the vitally important effort to reduce runway incursions. Their pur-
pose is to warn the pilots of the presence of an active runway, especially 
in conditions of reduced visibility.”

ADB has taken LED innovation a step further by developing its new 
series of Elevated Runway Edge Lights (EREL / ERES).  The new products 
are fully compatible with existing runway circuits, and they can eas-

The airfield lighting sector faces unprecedented customer demands; now LED technology 
and solar power look ever more like attractive options.

Bright prospects

OSRAM has developed its  new Zelion H lighting solution for the airfield market. Photo-OSRAM

“The LED lights 
have a better visual 
presentation; they 
are much brighter 
and sharper, and the 
runway guard lights 
really pop visually”
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of the landing USAir 737 could not see the commuter plane on the run-
way, which blended in with other airport lights as it waited for take-off 
clearance. Upon landing, the 737 collided with the twin-engine turbo-
prop, continued down the runway with the smaller aircraft crushed be-
neath and caught fire.

Today’s technologies have gone a long way in helping airports to en-
hance airfield ground safety and efficiency, such as the recent develop-
ment of field sensors by ADB Airfield Solutions. The sensors monitor 
the exact position of aircraft and vehicles at dedicated locations on the 
airside.  The new solution, according to ADB, contributes to ground traf-
fic safety at small and large airports.

At San Diego International, the airport authority chose a Mobile Air-
field Light Monitoring System (MALMS) unit to assist with the monitor-
ing of lights throughout the airfield. Iraj Ghaemi explains that a new 
computer system provides control of airfield lighting via a touch screen 
in the control tower. “The MALMS allows for accurate mobile photomet-
ric measurement and management of aeronautical ground lighting (AGL) 
systems. The MALMS enables San Diego International Airport to effec-
tively and efficiently maintain its AGL systems and demonstrate that the 
systems are in compliance with FAA 
airfield lighting standards.”

Up until recently, LED technol-
ogy was restricted to taxiway and 
obstacle lighting but due to ad-
vances in the application of LEDs, 
they can now be found on runways.  
ADB Airfield Solutions claims to be 
the first manufacturer to introduce 
LED lighting on runways. The com-
pany has unveiled a new suite of 
inset lights, known as the AD-Light 
range, to its portfolio. They include 
runway centreline and touchdown 
zone lights and taxiway centreline 
and stop bar lights.

“When we started with the concept 
of the new AD-Light range, it was our 
ambition to not only bring our exist-
ing LED technology to the runway, 

ADB Airfield Solutions has over 215,000 installed LED 
taxiway edge lights around the world.

LED technology is now available for runway applications.Photo- ATG Airports
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that there was a triple redundancy plan in place. The taxiway circuit uses 
solar as its primary power, but the system can automatically change to 
traditional electrical power if necessary and there is also a diesel genera-
tor as backup. “We haven’t had a system failure since the solar-powered 
Advanced Power Supply (APS) system was put in service in May 2010,” 
says a spokesman.

He further says: “The LED taxiway lights receive modulated DC cur-
rent from the APS that provides the desired light intensity. The APS is 
powered by an AC inverter, which receives DC current from a solar-
charged battery bank. The LEDs require so little energy that the lamps 
don’t need 30/45 watt isolation transformers at every fixture to regulate 
the amount of power coming into the unit.”

Experts predict that smaller airports will quickly embrace the new 
technology, as well as airports in emerging regions such as the Carib-
bean and South America where there is high interest in solar. Further 
predictions are that airports will eventually look to solar-driven LED 
lighting to power signs and obstruction lights. 

Exclusive Solar Lighting Distributor

ADB Airfield Solutions and Carmanah Technologies have

teamed up to provide a range of solar-based LED aviation

lighting. Friars Marketing are the exclusive distributors in
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“The interest in the 
US is low, due to 
the fact that airport 
investments are 
linked to FAA funding, 
and the FAA is only 
funding lighting 
that meets specific 
specifications”

but also to come up with a range of innovative products that expands 
the well-known advantages of this technology even further. The intro-
duction of this type of lighting on the runways is a major step towards 
perfectly meeting our clients’ requirements,” says Bruno Urbaing, ADB 
product manager for inset lights.

Airports that have expressed interest in the AD-Light solution include 
Paris Charles de Gaulle for installation as takeoff hold lights on the run-
way. The lights will signal pilots if the runway is safe for takeoff irrespec-
tive of visibility conditions. 

It takes a considerable amount of energy to keep taxiways lit and op-
erational through the night, especially the long winter nights. However, 
one Louisiana airport in America has resorted to storing the sun’s energy 
for nighttime use. 

A solar test programme went live at False River Regional Airport in 
2010. It’s an all solar-powered airfield taxiway circuit using LED light-
ing and a solar energy management system. Perhaps not surprisingly, 
ADB was on site to provide its LED products along with solar energy 
specialist Carmanah Technologies. Is solar powered airfield lighting a 
viable option?

“We did an installation at False River Airport in Louisiana to test the 
concept and to have an installation for demo purposes,” says ADB’s Em-
manuelle Luque. “As we suspected, the interest in the US is low, due to 
the fact that airport investments are linked to FAA funding, and the FAA 
is only funding lighting that meets specific specifications. The interest 
outside the US is mainly in South America but there are no takers yet.” 
At the time of writing, Luque said representatives from South America 
were due to make a site visit to False River Airport to see the system.

According to data from ADB the False River system is capable of run-
ning for 3.5 days at full load with batteries charged by the sun using 
a single large solar panel to run 164 LED taxiway edge lights. The old 
system used a 15Kw Constant Current Regulator (CCR) and 164 45-watt 
lamps and required more than 7,400 watts of power every day compared 
to the new system, which requires 742 watts.

The change to new technology at False River has resulted in a cost 
saving of 90 percent before the solar portion of the project was imple-
mented. The addition of solar has made the taxiway circuit completely 
autonomous since “no grid power is used.”

Despite the relative success of the project at False River, a spokesman 
at the Louisiana Department of Transportation and Development said 

Iraj Ghaemi says San Diego International has seen several benefits after converting to LED lights. Photo-SDIA
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What price training? In challenging economic times, training may seem to be an added expense but ultimately it’s all about efficiency and 
quality ground handling.

Training pays

of US$2.6 million in 2005 to US$30 million last year, and now operates 
at eight US airports. Evans puts the rapid rise down in no small part to 
rigorous GSE training methods.

“When I started out in civilian airlines, I thought many of them did 
not place as much emphasis on training as the Air Force. Anyone observ-
ing how Total Airport Services operates will see parallels with the way 
the Air Force works,” Evans said.

Much of what TAS does to train operatives seems like common sense. 
First, they learn about the various GSE tasks from manuals. They are 
examined on their understanding and if they achieve an 80 per cent 
pass rate they can use some of the GSE equipment under close supervi-
sion. They then need to be signed off on two separate occasions by their 
trainer, or supervisor before they can work alone. 

“Once they are signed off as proficient, we increase their wages by a 
dollar an hour, which is a good incentive to improve quickly,” said Evans.

Up to this point, the TAS approach to training is relatively standard. 
But Evans claims that what makes his company’s approach unique, or at 
least unusual, is their focus on systematic leadership training for pro-
ficient employees. “The belief in leadership training is also influenced 

J
ack Evans, the CEO of Total Airport Services (TAS), tells an anecdote to 
illustrate the dangers of weak GSE training programmes. Although his 
company has an enviable safety record, no business is foolproof. 

“We had a problem in Chicago when an individual jumped onto  
   a big pushback tractor, which he had never driven before and had 
no authorisation for. He tried to drive it figuring that he had a driving 
licence and this vehicle had four wheels so what could go wrong?” said 
Evans.

What the young man did not realise was that, unlike a normal car, 
the US$500,000 pushback tractor had four steerable wheels. Tuition was 
required to handle its idiosyncrasies. “He drove it straight into a van and 
totalled the van,” said Evans. “Luckily, he didn’t get near a plane. Obvi-
ously, we forbid untrained people to drive vehicles airside, but he later 
said he was trying to show ‘initiative’. Without proper training methods, 
this kind of thing would happen a lot more often,” said Evans.

Bob Newman, the SVP of Network Safety and Risk Management at 
Menzies Aviation, agrees with Evans that training is the lynchpin of a 
ground handler’s business. “Training is the foundation we build on from 
the moment they walk in the door. Someone once asked me if there was 
a formula to assess the consequences of reducing training programmes. 
I said: ‘Yes, just sit on your hands and watch your safety record deterio-
rate. Undoubtedly, it will’,” he said. 

Evans’ approach to training at TAS has been influenced profoundly 
by a 26-year career in the US Air Force. Evans flew more than 3,500 hours 
of jet time and retired as a colonel and wing commander at Robins Air 
Force Base, in Georgia, back in 1998. 

After various jobs in the industry, he co-founded TAS as an airport 
services business in 2004. The business has grown rapidly from revenues 

Jack Evans, CEO  
Total Airport Services

“Once they are signed off as proficient, we 
increase their wages by a dollar an hour, which 
is a good incentive to improve quickly”
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by my Air Force days,” said Evans. “I have often seen civilian companies 
promote people to lead roles without leadership training. The companies 
assumed they could take a supervisory role because they were doing a 
good job. If they didn’t do well, they were fired and someone else moved 
up,” he said.

But Evans thought this approach wasteful. At the same time, he want-
ed to encourage determined recruits to take on the mantle of leadership. 
“We found that the weakest link in the community of workers was that 
most were not used to being leaders. We’ve often got a young group of 
males so there’s lots of testosterone flying around. If you can channel 
that energy by moulding someone into being the leader of a group, you 
really get something accomplished,” he said.

Once they reach the proficient stage, employees can choose to study 
the leadership manuals and undergo leadership training. When they are 
ready, they take a test. The tests to become supervisors are graded at 
TAS’s various locations in the US. But when it comes to the tests for 
managers, Evans himself takes charge. “If they get anything wrong, I 
explain the philosophy behind the right answers. No one can become a 
GSE manager and achieve higher pay unless they pass the test and we 
have chatted about it,” he said.  

Evans says some of his company’s competitors disdain his belief that 
leadership needs to be studied. “One competitor said it was ‘too touchy 
feely and too squishy.’ He told me he didn’t want to spend money on 
leadership training as it wasn’t really teaching them about the job.”  

Another important factor in the TAS formula is the use of a risk-
assessment programme based upon ones used by companies listed on 
the London Stock Exchange. Evans first implemented the programme 
in 2001 when he was managing director of airport operations at Airport 
Group International.  

“The effect was dramatic. Within two years, our costs went from 
US$1.4m in accidents, incidents and workers’ compensation for the year, 
right down to US$64,000 and the number of incidents dropped from 121 
down to 37,” Evans said.

The LSE Risk Assessment Programme is now a fundamental part of 
how TAS operates and Evans teaches the classes himself. “It forces us to 
look at all aspects of our business, to anticipate problems and develop 
measures to stop them happening. For example, you could hit an aero-
plane at a cost of hundreds of thousands of dollars. We have a matrix 
that defines what the liability will be to the company and the probability 
of it happening,” he said.

The prioritisation of risks influences GSE training methods. “We use 
the data from the risk assessment to focus on areas of risk when we put 
together training programmes. A secondary control measure is to have 
regular safety meetings where we emphasise, for example, the impor-

tance of safe driving. Lloyd’s of London recognised our Risk Assessment 
Programme, which includes our training, as one of the best in the indus-
try,” he said.

The company’s showcase cargo aircraft ground handling operation is 
at Chicago O’Hare International Airport, where TAS services Air China, 
British Airways, Cargolux Airlines, Cathay Pacific Airways, EVA Airlines, 
Korean Airlines, Lufthansa Cargo, Air France, and Kalitta Airways.  

Last year, Korean Airlines announced that TAS Chicago was its num-
ber one in the world for safety and service for 2010. Korean Airlines 
Cargo had 486 flights and only four delays for the year with three being 
weather-related. That was a 99.2 per cent on-time takeoff rate without 
an accident or incident. It was the second time TAS had won the Korean 
Airlines award for Chicago since it began ground handling there in 2007.   

TAS grew at 36 per cent in 2011 and plans an overseas expansion in 
2012, but remains a small operator in global terms. The same cannot be 
said of Menzies Aviation, which is a global provider of passenger, ramp 
and cargo handling services. Founded in 1995, the company operates in 
29 countries and has a worldwide staff of 17,000. Menzies serves over 500 
airline customers handling over 800,000 flights and 1.7 million tonnes 
of cargo per annum.

Menzies Aviation and TAS may operate on different scales, but both 
companies believe that efficient GSE training underpins their opera-
tions. Menzies achieved the highest possible grade in the IATA Opera-
tional Safety Audit. 

Menzies’ senior vice-president of network safety and risk manage-
ment, Bob Newman believes the key to training is striking the right bal-
ance between class-room instruction and more practical training. “Some 
companies do more theory and less practical work. But we put greater 
emphasis on job training with a mentor,” said Newman.  

Newman says the quality of the classroom instruction depends on 
the trainer’s ability to stimulate trainees. “We have very little computer-
based training as I think that works best for refresher courses and has 
little value in the initial learning experience. What I think is vital is to 
get the trainee to ask questions and challenge what we tell them. There 
are some handouts, but interaction is the most important thing. The 
style of training is what makes it memorable. There’s a strong emphasis 
on people safety and aircraft safety. Later, we follow it up with a lot of 
refresher classroom training.”

Following the theory course, trainees who achieve an 80 per cent 
pass rate can use some of the equipment under supervision.  

“I think the practical part is more important for learning,” said New-
man. “A lot of the guys are used to working in industrialised areas and 
they can find the classroom an alien environment. I also believe that what 
you listen to you can forget, whereas what you do, you tend to remember.”

Loredana Quercia, 
Head of Training 
& Development, 
Swissport

“Training has changed 
over the years. 
Everything now needs 
to be done faster 
with higher quality 
standards. We find 
on-line training an 
effective method 
because it can be done 
at the trainee’s own 
speed and elements 
can be repeated if 
necessary”
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The trainees are “buddied up” with supervisors until 
they are deemed capable of operating alone. At first, they 
only drive the simplest piece of equipment; a baggage 
tug. “We have a 160-hour rule for driving on airside. All 
they can drive for that period is a baggage tug and only 
on roadways. They are not allowed on aprons, or near 
aeroplanes,” said Newman. “They need this orientation 
period so they better understand road layouts and the 
difference between driving airside and on public high-
ways. Awareness is critical near aeroplanes.”

After the four-week period, employees get to drive 
the baggage tug around the aeroplane. “But it depends on 
attitude, awareness and demeanour. There is no defined 
time line,” said Newman.

Usually a year or two elapses before they move on 
to more complicated equipment, such as pushback tractors, or de-icers. “Heavy 
equipment requires further specialist training,” said Newman. “Just because you 
can drive a baggage tug doesn’t make you able to pull or push aircraft around. 
Only guys who have demonstrated the requisite level of experience, skill and 
situational awareness are entrusted with aircraft movement equipment. There’s 
a lot of responsibility. A pushback tractor can cost US$500,000 and an aircraft 
could cost US$125 million and have 400 people on board. Our criteria for push-
ing and pulling aircraft is very high.”

Some employees, however, do move through the ranks quickly. “We employ a 
lot of heavy goods drivers and they are used to driving big trucks so they tend to 
adapt easily,” said Newman. 

Newman believes the industry’s training methods are changing fast. Simulator 
machines have been around for a while, but until recently they were not always 
cost-effective methods of training. But that is changing.

“The manufacturers have a better understanding of GSE operations now and 
are developing simulators to provide more than one mode of training. Some can 
model about 50 different equipment types. Previously you had to buy loads of dif-
ferent simulators which wasn’t cost-effective,” he said.

Newman has a mandate for a successful simulator. First, they must model dif-
ferent machines, and second, they have to model different driving scenarios, such 
as mist, fog, and snow. Finally, they must be mobile. “We have to be able to pack 
it into a van and move it to different airports. We need to move the simulator to 
the people rather than the people to the simulator, which is what used to happen. 
We have one on trial at the moment and we’ll decide next year if it’s a good train-
ing method and cost-effective. But I do believe that’s where the industry is going.” 

Another massive provider of ground services, Swissport International, has 
somewhat different methods of training. Swissport operates on an even bigger 
scale to Menzies. It provides ground services for around 100 million passengers 
and 3.2 million tonnes of cargo a year on behalf of 650 clients in 36 countries.

Swissport trains its 35,000-strong workforce using a blended learning ap-
proach. Unlike both Menzies and TAS, Swissport uses on-line modules, including 
films, and drag and drop options. On-line testing reinforces the lessons. On com-
pletion of the programme, trainees need an 80 per cent score (ISO Standard) on 
tests to graduate. Then, for several months they work alongside a mentor before 
they can operate alone.

Loredana Quercia, head of training & development at Swissport, said: “Train-
ing has changed over the years. Everything now needs to be done faster with 
higher quality standards. We find on-line training an effective method because it 
can be done at the trainee’s own speed and elements can be repeated if necessary.” 

Companies like TAS, Menzies and Swissport put a high value on training. But 
Evans at TAS worries that some businesses will be tempted to cut training budgets 
because of the prolonged economic downturn.

“Lots of our competitors have eliminated benefits for employees. They are no 
longer providing medical care, or dental care and other benefits. And once they 
get rid of those things, training is another easy one to cut back on. They might 
save money in the short-term, but we are keeping our training programme going 
as, in the long-term, there will be fewer accidents and reduced insurance costs,” 
he said. 

COMPETENCE 
IN GSE 
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network safety and risk management, Menzies






