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SAFETY ON THE RAMP

INSIDE THIS ISSUE...

Accidents of many sorts happen on the apron of busy airports around the world every day, despite all the efforts 
to avoid them. More can and should be done, Chris Lewis reports
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is very complex deciding who is responsible for what.”
Surprisingly, perhaps, there is little uniformity in 

safety standards within the US, let alone the rest of the 
world. The Federal Aviation Administration (FAA) does 
issue advisory circulars but there has been little done 
to specifi cally impose safety standards in the ramp 
area. However, Washington is now pondering legisla-
tion that would put in place new Safety Management 
Systems and this has been the spur for an initiative 
by WCAA to introduce a system to report all airfi eld 

incidents through new quarterly executive stakehold-
er meetings. The object of these, Kaminski explains, is 
to log every incident, not just those that directly con-
cern the airport authority.

It’s very early days, but “we have seen huge partici-
pation”, Kaminski informs. “Before, if incidents took 
place, we would have no reason to intervene, but now 
we can order measures like putting chocks or cones in 
place, if we think there is a problem.”

It might also mean standardising procedures and 
stipulating the number of personnel needed to per-
form a specifi c operation. For example, until now 
some airlines have required that there be two ‘wing 
walkers’ to supervise aircraft when they push back; 
others require only one.

Standardisation can be very important. He notes 
that there are currently no hard and fast national rules 
on the number of trailers in a tug-train; this is decided 
at the airport, and it is always possible that one air-
port might impose a lower safety standard in order 
to seek a commercial advantage. In fact, none of the 
many rules and regulations that govern transport on 
US public roads apply to vehicle operations on-airport 
– in theory, you don’t need any sort of driver’s licence 
and a fuel bowser driver does not have to have any of 
the hazardous material endorsements that would be 
routinely required on the roads. Formal working hour 
rules are almost entirely absent for ramp workers, 
although airport authorities can stipulate maximum 
numbers of hours in contracts.

It’s too early in the process at WCAA to say wheth-
er the number of unwanted incidents is consistently 
going up, down or staying the same, but already the 
process has uncovered problems like fences being 
damaged by aircraft deploying thrust in locations 
where they should be using a tug. 

Support from the airlines has been surprisingly 
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CHRIS KAMINSKI, DEPUTY DIRECTOR, risk manager 
and expert on workplace safety at Wayne County Air-
port Authority (WCAA), which manages Detroit Met-
ropolitan Airport and Willow Run Airport, likens the 
airport ramp to a beehive, with vehicles and people 
constantly fl itting to and fro.

Not only is the ramp a complex area, he says, but it 
is becoming even more so, given the level of sub-con-
tracting that now goes on in the airline industry. He 
explains: “You have so many hands in the pot now, it 

Passengers at most airports 
can look out over the ramp; 
they wouldn’t be too reas-
sured to witness collisions on 
the apron (above)
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“We get people to 
spread the safety 
message among their 
peers rather than try 
and do it through 
formal meetings – 
perhaps during a break 
or while people are 
actually working”

Maurizio Anichini, BFS

strong, at least from those people with responsibilities for safety. There is no 
reason why higher standards of ramp safety should cost carriers any more in 
the long term. As the old aviation adage has it, ‘If you think safety is expen-
sive, try having an accident’, and Kaminski can cite a fairly recent incident at 
a US airport where a small hole in an aircraft fuselage caused by poorly used 
ground handling equipment ended up costing around US$500,000 in repairs – 
to say nothing of the cost of disruption and loss of customer goodwill.

A BIG DEAL

Safety on the ramp is “a very big deal”, agrees Maurizio Anichini, director of 
safety and quality assurance at Bangkok Flight Services (BFS). “Accidents on 
the ramp can culminate in human injury or even death, and certainly damage 
to aircraft – which can later manifest itself as problems in flight, so it is a very 
important topic, and the industry knows it.”

It’s also one of those areas where the work is never done – there is always 
room for improvement. Anichini is a strong advocate of training – and indeed 
before joining BFS he was head of instructor training at the International Air 
Transport Association (IATA); but it must be the right sort of training, he in-
sists. Too many companies spend a lot of effort in producing safety and train-
ing manuals but these often weighty tomes are worthless unless the opera-
tives on the tarmac actually read them and take note of their contents.

What is needed instead is “a heightened level of safety conduct – what we 
need to do is make it relevant to them”, Anichini says. Very often, word of 
mouth from peers is the best way to deliver the safety message to BFS’s large 
number of employees. “What we’ve done is create a safety network of rela-
tively junior people like operatives and their supervisors and we talk to them 
about working in a safe way. So rather than it being cascaded down from the 
top, it’s implemented from the ground up.

“We get people to spread the safety message among their peers rather 
than try and do it through formal meetings – perhaps during a break or while 
people are actually working.”

Ground handlers can, Anichini believes, usefully follow the IATA Opera-
tional Safety Audit (IOSA) procedures originally developed for engineers and 
flight deck crew in which best working practices are discussed in an informal 
peer-to-peer environment. “We need to get people to want to do things safe-
ly, to spread a positive safety message, rather than have people start doing 
things the right way only when the boss is looking.”

Overwhelming employees with ‘read and sign’ documentation is emphat-
ically not the right approach, Anichini continues. Theoretical safety systems 
are not enough in themselves – they actually need to be implemented on the 
ground, to be visible in the operation itself.

Not everyone who works on the ramp is a great reader, so different ways 

T
his issue of Airside International addresses 
some key issues of airport performance. 
We lead with an in-depth look at safety 
on the ramp – an issue constantly 
discussed but never quite solved. How 

airports go about maintaining the integrity of their 
runway, taxiway and stand surfaces is the subject of 
our next feature, followed by an analysis of the latest 
trends in airport infrastructure design.

Preceding an interview with the president of 
Transpo Industries, Mike Stenko, to discuss his 
company’s launch of its Color-Safe MMA product into 
the airfield marking market, are assessments of the 
changing face of the on-airport refuelling business, 
the latest news from the world of high lifts and 
loaders and an analysis of the growing footprint of 
electric vehicles at gateways around the world.

We also take a fresh look at docking guidance 
systems, and wonder why – with such sophisticated 
technology available in the form of many different 
types of DGS – many airports seem content to rely on 
much older, less safe systems.

Finishing off, as is traditional, is ‘Airside update’, 
our round-up of the news since our last issue.

I hope you enjoy the magazine and find plenty 
here of interest.
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of getting the message across are needed. “I could provide pages and pages 
of documentation and get them to sign that they’ve read it; or I can ensure 
that they are genuinely properly briefed. We’ve videotaped our procedures and 
produced 5-10 minute clips for each one to show people the right way and the 
wrong way of doing things, with the help of Simon Walker of the Virtual Avia-
tion College, which is a much quicker way of disseminating the information.”

The videos are used to inform new employees before they physically go 
out on the ramp, which reduces the risk that they will be taught bad habits 
by existing workers. “What we’ve done is carry out ‘gap analysis’,” Anichini 
remarks. “We’ve given ourselves 12 months in which to implement a num-
ber of action plans in a given timescale – hundreds of items, big and small 
– by a team of about 50 people. It’s a very practical approach to safety. It’s not 
just about meeting the requirements of an audit.”

Employees are encouraged to report near-misses, without fear of being 
blamed. This has, inevitably, led to an apparent upsurge in the number of re-
portable incidents or faults – damage to aircraft or equipment or incidences 
of vehicles speeding, bald tyres or lights not working, for instance – but it 
is an essential tool that management can use to prevent today’s incidents 
escalating into more serious situations later. 

MEASURING SAFETY

Safety is a notoriously diffi cult thing to measure – how can you know that 
you avoided an accident that never happened? – but Anichini points out that 
while the number of incident reports has grown, the number of actual ac-
cidents certainly has not. “I am optimistic. There has been a major improve-
ment in the past few years and people have become more safety aware.”

He has also reviewed all of BFS’s major procedures and, where neces-
sary, completely rewritten them. This was a matter not just of rethinking 
individual operations but of considering how all the different ramp activities 
impact on each other. Staging of operations can be critical, especially in 
airports where more aircraft have been crammed in than is perhaps 
ideal from an operational point of view. 

Ramp operations are under all sorts of pressures these days, 
not least from airlines wanting to turn planes around as quickly 
as possible or because airports want to pack as many stands into 
a given area as possible. However, it is important not to let this 
perceived need for speed translate into unsafe working practic-
es, Anichini stresses. One problem, he adds, is that as airlines 
increasingly contract out ground operators, their people tend 
to have less operational awareness.
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And, he says, there is no need to rush around like a lunatic just because 
aircraft are on short turnarounds: 35-40 minutes can be achieved in a mea-
sured, controlled manner without compromising safety in any way. Hold-ups 
inevitably occur on busy airports and if a queue of vehicles builds up, per-
haps because of a confl icting aircraft movement, the driver’s natural reaction 
is to move like a cork out of a bottle when they are free to go. But, as in other 
walks of life, it can be a case of ‘more haste, less speed’. 

Anichini recalls a recent incident in which a carrier wanted to leave 
considerably ahead of its scheduled time and, in the rush, the plane wasn’t 
loaded properly – which meant that the operation had to be stopped and 
the plane reloaded. (The plane still left a few minutes early, as it happens.) “I 
always tell my guys that it’s no good their going at the speed of light if you 
end up with a scratch on the aircraft, because then the plane will be going 
nowhere and you really will lose time.”

People skills are a vital element of safety and Anichini confi rms that he 
will, if need be, confront over-zealous airline station managers if he feels 
they are pressurising staff to work unsafely. He will also take the matter up 
at airline headquarters level if need be. 

Anichini observes that it is important to be aware of cultural factors in an 
industry that operates in all parts of the world. In many Asian countries, for 
example, it is very diffi cult for a junior member of staff to confront someone 
who is older or has more authority. “Sometimes that’s where being a for-
eigner helps – you can be the channel to the station manager if necessary,” 
he insists. 

Local attitudes to safety also vary widely. If fi ve people perched on a mo-
torcycle is the norm on the roads outside the airport and if bus drivers accept 
a fender-bender as part of a day’s work, it can be hard to persuade apron 

workers to change such attitudes at the airport security gate. Converse-
ly, airport workers in some countries, like Japan, are renowned for 

their meticulous attention to detail; vehicle driving, or the placing 
of cones and equipment, approaches an art form and ramp ac-
cidents are extremely rare. 

“You can’t necessarily change ‘driving genetics’ but what 
I like to do is promote the idea of an invisible membrane 
around the aircraft,” Anichini explains. Certainly vehicles 
hitting hold doors or aircraft or doors being opened while 
the loader is being raised still feature frequently in IA-
TA’s worldwide accident statistics. But, in fairness, not 
all ramp accidents are caused by ground crews’ poor 
concentration. He recalls cases where accidents have 

Maurizio Anichini of 
Bangkok Flight Services
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been caused by aircraft moving off or applying thrust prema-
turely. Airport authorities thus must set a good example – at 
some places, they are the worst offenders in matters such as 
vehicle speeding. At one European airport, which shall be 
nameless, some car drivers were clocked doing over 100mph 
on the tarmac. 

TECHNOLOGY DRAWBACKS

Technology can help, but it will never be the whole answer to 
what essentially boils down to human frailty. “Yes, we can in-
stall devices like sensors or safety rails, but it’s not technology 
that determines safety – ultimately, you will only be as safe as 
you’re taught to be,” Anichini points out. 

One problem with technology like sensors is that, while 
they may help on occasion, the same operative that has become 
used to using the system may also have to drive GSE on occa-
sion that is not fitted with the technology; or the sensors may 
not work for some reason. Sometimes, technology can actually 
make people less self-reliant.

However, new safety systems do offer some intriguing pos-
sibilities. Video has added a new dimension, for instance, says 
Danny Peleg, director of transport market development at Ge-
netec. The company has pioneered the use of IP (internet-based) 
security solutions and today provides IP video surveillance, ac-
cess control and licence plate recognition solutions through its 
single platform, Security Center, not only to around 80 airports 
worldwide but also to ports and other transport operators. The 
open architecture of its software allows data to be imported 
from other systems, allowing users to select the best available 
applications, including the latest analytical software.

The benefits of video for ramp safety, as well as security, are 
obvious, he enthuses: “The user can extend their eyes all over 
the airport – and it’s also recorded. The impact on airports is 
enormous.” Video technology can help prevent or at least miti-
gate the effects of a whole range of incidents, including vehicle 
collisions, objects left unattended, people straying into areas 
where they shouldn’t or fuelling spills.

GAME CHANGER

If all video technology did was transmit pictures to an opera-
tor in a control room, it would be a useful but probably not 
game-changing safety tool, but it can do much more than that 
these days, Peleg explains. “For example, when an aircraft is 
approaching a gate, its straight-line approach needs to be com-
pletely clear of any obstacles, especially bearing in mind that 
one or more of the plane’s engines will still be running, so GSE 
needs to be kept clear.” What the new technology of video ana-
lytics can do is detect whether any objects have indeed strayed 
into the path of the plane and – if so – the system sends an im-
mediate alarm to an operations centre and an alert to the pilot 
to stop the aircraft.

Analytics, which started to emerge in the wake of the 9/11 
terrorist attacks, has vastly improved the usefulness of video 
as a safety tool. No longer is the system dependent on a hu-
man operator actually seeing incidents as they take place and 
then taking action. Modern systems can interpret events and 
transmit alerts automatically, and it is possible to apply certain 
‘rules’ for the system to follow.

Some may baulk at being made completely dependent on 
computers, but video systems are also no longer totally depen-
dent on airport IT systems being available – these days they 
can be made to operate independently, Peleg notes. The other 
useful feature of video is that, when things do go wrong, the 
incident is recorded. The culprit can be suitably admonished 
while, more importantly, the footage also represents an invalu-
able training tool and management can use it to learn from past 
mistakes and improve future operations.

The other main use for video is, of course, security, and 
there are areas where the two functions overlap, he points out. 
One such is the use of number plate recognition technology 
that can not only identify the vehicles of potential wrongdoers 
but also positively vet vehicles that are allowed on the ramp.

Plus, the cost of the technology is coming down to the point 
where every airport, including those in poorer countries, should 
consider it, Peleg argues. “IP video isn’t that cutting edge these 
days, and most airport managements are now moving to basic 
video management.” Moreover, the development of mobile ver-
sions that can work on phones or iPads will bring down costs 
considerably, he believes. “Putting video on an iPhone, for ex-
ample, really extends your eyes to any corner of the airport.”

AUTOMATION

There are also the hidden hazards to ramp workers’ health 
and technology, or at least automation, has a part to play in 
reducing them, says American Airlines (AA) managing direc-
tor of customer services for Europe and Asia, Clive Cook.

The ramp area of a modern international 
airport is a congested and complex 
environment, full of hazards for the 
unwary or poorly trained. This is Gatwick 
International Airport, south of London
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Overall, there have been encouraging trends in ramp safety in his region 
since 2005. But there is always room for improvement. Automated load-
ing devices can cut out many of the hazards involved in loading aircraft 
bags, for instance. While not a complete solution – they tend to load only 
about 70-80% of the container – they do have a role in reducing musculo-
skeletal complaints and are not deployed as extensively as they might be, 
he believes. It’s a bit of a chicken-and-egg situation, Cook notes: “Unless the 
number of airlines using them passes a certain watershed, the equipment 
will remain expensive.”

Similarly, ‘ramp snake’ or ‘moving carpet’ devices for loading loose bag-
gage and cargo into bellyholds can reduce the need for operatives to crouch 
on their hands and knees, the cause of many an accident and injury. AA is 
investing quite heavily in this type of equipment worldwide as a result. 

There remains a large amount of noxious emissions pumped out into the 
air by internal combustion engines and, in some countries – though not usu-
ally in the West – these are still used extensively inside closed buildings. In-
sisting on battery-electric vehicles would, Cook argues, be a simple way of im-
proving employees’ health while at the same time boosting green credentials.

Where internal combustion engines must be used, catalytic converters 
are available that work at the low engine temperatures at which most GSE 
equipment typically operate. “Again, this is something that needs to be cham-
pioned,” he says. It’s an important issue for ramp workers who may be spend-
ing long hours just feet away from GSE units chugging away.

Other safety improvements such as anti-collision technology should be 
used more but tend not to be more prevalent because of the cost involved. 
GSE equipment does not generally wear out very quickly and can be in use 
for 15 years or more, which means that many pieces may not have the lat-
est systems and electronics fi tted, Cook suggests. “As an airport user, I’m in 
favour of the airport owner taking a strong line on matters like this – and it 
would also fi t in well with ‘green’ strategies,” he says.

Noise is another big issue and perhaps airports could copy building sites 
in Korea and elsewhere by having visual displays of current noise levels as 
measured in decibels. Hearing loss is cumulative and airport workers, per-
haps because they have been progressively deafened over the years by the 
racket from running engines, don’t always have a good sense of how loud 
things are. While most carry ear defenders, not so many actually wear them.

As already discussed, training is important to maintain airport safety 
while “complacency, tiredness and rushing” are its enemies. As at BFS in 
Bangkok, Cook stresses the importance of “talking to people and having 
30-second conversations, reminding them about safety all the time. It’s about 

keeping safety at the top of people’s minds.” This, he believes, is the most 
effective way of reducing the frequency of accidents. Training needs to be 
“relatively short and regularly reinforced. There are also some good compa-
nies that come and do safety audits of your staff and can produce videos or 
other material retrospectively. It all helps to reinforce the safety message,” 
he observes.

POLLUTION

The International Transport Workers’ Federation (ITF) has been running a 
campaign to persuade airlines to impose limits on the weight of individual 
bags and cases, which it says is the prime cause of musculoskeletal problems 
in ramp workers. But it is also very concerned with particulate pollution, 
explains ITF civil aviation assistant secretary Kemal Ulker.

“All engines on the ramp, trucks, cars and machinery, produce ultrafi ne 
particles,” he notes. Ulker commends Denmark’s aviation industry as an 
example of best practice which has not only introduced more electric GSE 
equipment and greener diesels, but is also monitoring and managing ramp 
air quality through an action plan, backed up by legislation limiting em-
ployees’ exposure to pollution. “Unfortunately, though, this just isn’t on the 
agenda at many airports worldwide,” he points out.

Ulker cites a whole litany of diseases in which airport ramp pollution is 
the prime suspect and suggests there is empirical evidence that airport work-
ers are more at risk than most, although there has been very little specifi c 
research in the area, mainly because of airline industry reluctance in address-
ing the subject.

“It is something we want investigated urgently, especially as it could also 
be an issue for passengers, at least in some circumstances,” Ulker argues. He 
would also like the current International Civil Aviation Organization (ICAO) 
statement on environmental protection to be extended to include pollution 
from ramp diesel engines and to include protection of employee health.

Moreover, the ITF is concerned with working hours – fatigue is a ma-
jor contribution to ramp accidents, it believes, especially as pressures are 
mounting in the industry “to do more with less”, Ulker considers.

Several of the recent industrial disputes in the industry have been about 
changes to working practices and workloads. “There are (internationally 
agreed) time limits for cockpit crew but ground workers are covered by local 
labour laws and it’s something which governments often turn a blind eye to. 
Workers are often forced to exceed legal hours and in my home country, Tur-
key, they often have to work overtime without extra pay.” More enforcement 
would certainly help, but globally this is very patchy. 

Clive Cook, managing director of customer ser-
vices for Europe and Asia at American Airlines

Kemal Ulker of the International Transport 
Workers’ Federation
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O
ver any significant period of time and depending on the type 
of covering, aggregate, and the frequency of traffic on it, rub-
ber marks left by aircraft tyres will gradually deteriorate a 
runway’s surface, making it far smoother and impairing po-

tential tyre grip. Moreover, as the surface is worn and covered by con-
taminants like rubber, the covering no longer helps to drain water from 
the runway and the film of water that then lies on the surface can lead to 
dangerous aquaplaning.

If, as has been estimated, a large aircraft can leave up to 700g of rubber 
per tyre on a runway when landing, the potential scale of the problem is 
evident, and a number of companies offer solutions. Blastrac, a long-serving 
manufacturer of surface preparation equipment dedicated to the airport mar-
ket, is one such. Its primary focus is shot blasting – a non-destructive method 
of removing rubber from an apron surface that uses centrifugal force to apply 
an abrasive material to the runway contaminant, thereby removing the pol-
lutant and re-establishing the previous rough texture of the surface.

Maintaining a runway in the best of order is not only a safety issue – as important 
as that is – it’s also about effi ciency and performance. There is a wide range of 
equipment available to ensure that runways are kept clear of detritus of all kinds 
and that apron markings are as clear as they can be

 Surface 
performance
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Plus, the process will remove old line markings and, according to Neth-
erlands-based Blastrac’s marketing manager Clément Charpentier, improve 
light reflection and the general optical characteristics of the surface. Shot 
blasting will also, he says, help to reduce vibration and noise levels during 
aircraft take-offs and landings.

The company’s vehicle-mounted 2-45DTM system can shot-treat up to 
3,600 square metres of runway per hour. The technique is purely mechanical, 
requiring no chemical substances or water, so there is no waste to dispose 
of and no possibility of cleaning fluid or water seeping into the surface and 
doing damage itself.

“It can prolong the runway life by a number of years without the need to 
invest in a new top coat,” Charpentier points out. Furthermore, shot-blasting 
can also be used for surface preparation of storage areas, maintenance halls 
and parking decks, marking removal and as preparation before laying a new 
surface coat.

As well as the 2-45DTM and many other shot-blasting systems, just last 
year Blastrac introduced its biggest yet walk-behind shot blaster, which, the 
company says, is ideal for airport runway maintenance. The company’s prod-
uct range now stretches from hand-held devices, through walk-behind ma-
chines to its big vehicle-mounted systems.

UNDER PRESSURE

Other rubber removal technologies have been working well for many de-
cades, one of which is the seemingly simply measure of pumping water 
under high pressure onto a runway surface. One of the supporters of this 
methodology is Berlin, Germany-based SMETS-Technology, which spe-
cialises in rubber and paint marking removal from runways (although 
it also offers sewer cleaning vehicles and friction-testing equipment, the 
latter in the role of distributor). While a comparative newcomer to the 
field – the business was only formed in 2009 – SMETS has quickly devel-
oped its portfolio and its client base; according to co-owner and techni-
cal manager Stephan Smets, the company already boasts more than 50 
customers around the world.

SMETS supplies the complete unit (it offers the ARC 1000® and ARC 
2000® airport runway cleaner systems, as well as various other products 
such as the ARC 2400® surface retexturing and de-marking truck) – the 
vehicle and the surface treatment unit that is attached to it. It can also 
supply just the treatment mechanism kit and then install it on a locally 
available chassis where import prices make importing a complete vehicle 

very expensive – in Brazil, for example.
With all the essential components hydraulically powered, the SMETS rub-

ber cleaning system operates on the linear model, across the width of the 
vehicle. The surface cleaner is positioned between the first and second axles 
of the truck and, once its job is done, the mechanism can be raised from 
the surface automatically from the cab; the vehicle is then ready for normal 
driving on public roads (unlike for some of the competition’s models, notes 
Smets, whose cleaning systems must be dismantled from a vehicle when not 
required to prepare the truck for regular highway driving).

Another big advantage of the ARC runway cleaners, he considers, is their 
efficiency of operation. The high-pressure pump of the ARC 1000® handles a 
flow of between 15 and 29 litres of water per minute and has, Smets insists, 
proved highly effective at removing all rubber deposits from runway surfac-
es, whether concrete or asphalt-based. This unit cleans, on average, an area of 
up to 1,200 square metres an hour, the ARC 2000® system up to 2,400 square 
metres per hour. Either way, the company guarantees that 95 percent of rub-
ber deposit will be removed; it also guarantees that friction on the runway 
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surface will be improved as a result of treatment. The nozzle configuration 
and extremely high nozzle speeds (about 450km/h) mean that the system 
doesn’t cause damage to a treated surface.

An additional unique selling point that Smets highlights is the ease of 
use of the various ARC systems. While three weeks’ worth of training is 
provided as part of the sales package, the simplicity of the operating sys-
tem – which, for the operator, involves manipulation of a simple colour 
touch-screen display in the cab – means that most of the training can be 
performed ‘on-the-job’.

The SMETS systems can be delivered with several optional extras, such as 
laser-line pointer, permanent magnetic device for FOD (foreign object dam-
age) cleaning, a washing-vacuum device and sweeping mechanism.

SMETS-Technology’s own research and development resources developed 
the software, and it is this R&D capability that, Smets says, has allowed the 
company to develop quality products so quickly. Highlighting this, he notes 
the recent sale of four more ARC 1000® units, the deal struck at the end of 
October last year. Two vehicles are to be deployed into China, one at Erbil in 
Iraq and one across Nigeria’s airports.

HIGH-POWERED JETTING

Jetting Systems was incorporated in 2003 with the aim of supplying spe-
cialised water jetting cleaning solutions to industry. In its first year of 
trading, the company secured orders for runway rubber removal equip-
ment for use in the US, the UK and Korea. Since then, says the company’s 
managing director and owner, Simon Carling, the runway cleaning busi-
ness has changed significantly, with the volume of water being used fall-
ing markedly and the pressure used increasing. Taken together, he notes, 
these have the advantage of reducing the waste produced and therefore 
disposal costs and environmental impact. Improvements in technology 
mean that the working speed of equipment is also increasing.

Jetting Systems has a whole product line of jet cleaning systems available 
to the airport market that it calls Osprey, the range incorporating full truck-
mounted systems and kit units that can be mounted onto customers’ own 
tractor units.

“The concept is that the vehicle must be completely self-contained and 
not require any support equipment,” Carling explains. “It must be able to ar-
rive at an airport and deploy for rubber removal operations within minutes. 
In the event of an emergency landing being required, the Osprey can be ready 
to evacuate the runway at full road speed in seconds.”

An Osprey unit comes with a water tank sufficient for 4.5 hours operation 
and a debris tank that has enough capacity to hold all of the water from the 
clean water tanks plus any rainwater that will also be recovered – as well, of 
course, as the rubber deposits collected.

Water is taken from the clean water tanks and pressurised to in excess of 
2,000 bar. It is then applied to the runway surface through a rotary cleaning 
head. This has numerous sapphire nozzles fitted, each of which directs a jet 
of water to the runway surface. According to Carling, the magic comes in gen-
erating sufficient impact to remove the rubber whilst leaving the underlying 
surface intact. The heart of the Osprey concept is precision rubber removal 
and this is achieved by the use of a robotic motion control system.

Unlike products offered elsewhere on the market, he says, the Osprey’s 
process of rubber removal is totally automated, using a system that ensures 
the potentially damaging rubber removal head is constantly moving over the 
surface and never stationary over any one point. Moreover, the head is always 
travelling parallel to the front of the truck and there is a controlled and safe 
overlap of treated areas.

 
RAY OF LIGHT?

Denmark-headquartered Beam has a number of different offerings in the 
runway maintenance space. Founded in 1972 and now a company form-
ing part of Bucher Municipal, Beam initially acted as a contractor pro-
viding sweeping services; it then started to make its own sweepers and, 
when the product was found to be so good that other companies wanted 
to buy the units, Beam switched from contractor to manufacturer and 
now has more than 2,000 systems in use with airports and service pro-
viders around the world.

According to export sales manager Nigel Mottershead, over half of 
Beam’s business is now with airports, its clients as wide-ranging as Lon-
don Heathrow, London Stansted, Leeds Bradford and Jersey in the UK and 
Paris Charles de Gaulle in France, New York JFK in the US and Palermo 
airport in Sicily amongst them. Its staple offering to airports is the A9500 
(so-called because it has a 9.5 cubic metre hopper) high-speed runway 
sweeper that has both powerful suction and side-blowing equipment that 
operate fully effectively even when the unit is moving at a speed of 40 
kilometres per hour.

As well as the A9500, Beam also offers bespoke products made to order for 
airports. Built on two- or three-axle chassis with hoppers from 7 cubic metre 
capacity to 14 cubic metre capacity, the sweepers are built to specification 
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from their various building blocks – chassis, engine, hopper, high water pres-
sure pumps and a host of other options to suit the end user’s needs.

Some of the company’s airport customers are using these sweepers for 
runway maintenance, some for taxiways and some for stands – or any com-
bination thereof. Others are using the units specifi cally for glycol recovery, 
sucking up the expensive but potentially damaging fl uid and then moving it 
on for recycling.

Beam is also offering equipment designed specifi cally for rubber removal 
from runways using the jetted water technique described above. It employs 
ultra-high-pressure water squirted from rotating nozzles at the back of a 
vehicle, supplemented by a full-width suction unit to collect the removed 
contaminant. This technology allows a large area to be effectively cleared of 
rubber in a very short time, Mottershead argues.

PROLONGING RUNWAY LIFE

Extending the effective life of a runway surface offers obvious benefits. 
One offering in this area is Rhinophalt©, a preservative for asphalt run-
way (and road) surfaces. Rhinophalt works with the bituminous binder, 

the ‘glue’ holding together the stones within an asphalt surface. It 
forms an impervious seal within the bitumen that not only keeps out 
water but also delays oxidization, and therefore the deterioration of 
the binder. 

Reducing the need for unplanned repairs, as well as postponing the 
need for resurfacing, brings major benefi ts to airport authorities and op-
erators in terms of both lower maintenance cost and reduced disruption. 
“It is quite unique in what it does,” enthuses Barrie Simpson, sales repre-
sentative of UK-based ASI, which developed the product.

Applied by any spray tanker with minimal modifi cation, the product 
takes about an hour to dry. Runway/taxiway lines are then reapplied by one 
of ASI’s ‘preferred partners’, of which there are three in the UK and a number 
of others in overseas markets across Europe, the Middle East and Asia.

While ASI only began offering Rhinophalt into the airport market some 
half-dozen years ago, awareness of the process has spread quickly. In the UK, 
Rhinophalt has been used at locations such as Manston, Airbus UK and RAF 
Northolt, as well as in Germany and Italy, at Singapore Changi and at Beijing 
Capital International Airport (BCIA) in China.

Another important customer is Iceland’s Keflavik International, 
whose airside surfaces have all been treated over the last five years and 
which has requested a second treatment to be undertaken on its runways 
next year. 

Equally effective in either the sub-zero temperatures of Iceland or the 
heat of an Indian or Chinese summer, Rhinophalt has a growing track record 
as a preventative maintenance tool. Although it should not, Simpson points 
out, be confused with repair systems designed to fi ll cracks and potholes or 
replace the existing wearing course, he concludes: “Rhinophalt is a highly 
effective and extremely convenient tool for any airport authority looking to 
prolong the life of its existing asphalt surfaces.”

KEEPING UP

With many airports becoming ever busier and functioning for longer and 
longer hours, their operating authorities are requiring runway cleaners 
that can work faster, coping with the same amount of runway areas in less 
and less time and, of course, as effectively as possible.

Whatever the method of surface cleaning that the various manufactur-
ers have chosen to concentrate upon, the demands on their equipment 
are becoming more and more stringent. Happily, it appears that the equip-
ment is keeping pace with the requirements. 
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A
irports make a statement about how a country sees its place in 
the world. That’s why “huge granite and glass palaces” tend to 
win design competitions, according to Mark Middleton, managing 
partner of UK-based aviation specialist Grimshaw Architects.

But if form follows function as it should, he believes airports of the 
future will be narrower and deeper than they are today. What Middleton 
describes as the ‘thunderbolt’ international style – which fails to refl ect 
local culture or climatic conditions or passengers’ real needs – could be-
come a thing of the past.

“Most terminals are still designed wider than they are deep, to cater 
for the large numbers of check-in desks,” he says. “But when you chain 
together the bag drop and security procedures as they now are, it’s a long, 
linear process. Those are the proportions we will need in future, with a 
shallower landside operation, then a larger airside.” Airports will develop 
as an ‘event destination’ for departing families, he claims. “There will be 
lots of activities you can do. I see the likes of Disney getting involved.”

Airports are changing, in many ways 
and not least in their design. Martin 
Roebuck looks at just some of the 
issues surrounding the latest airport 
infrastructure developments

Design
 values
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The typical modern terminal, comprising “a big roof wrapped in glass”, 
is in Middleton’s view an unintelligent response to the problems posed by 
hot or cold climates, either making the passenger experience uncomfort-
able or increasing energy consumption.

Grimshaw had a chance to do something more practical when it de-
signed a new terminal at St Petersburg’s Pulkovo Airport. As the fi rst and 
last civic space passengers encounter on arrival or departure, the brief for 
the new facility, which opened in December and replaces separate domes-
tic and international terminals, was to refl ect the culture and architecture 
of St Petersburg. It does so through a sequence of clearly defi ned zones 
connected by walkways, echoing the islands and bridges of the old town.

One change that Middleton foresees in future airport design, though 
not yet practicable, concerns baggage handling. The current system in-
volves cavernous, hard-to-reach space underneath the terminal – valu-
able premium space. He predicts the next step will be a discrete shed 
away from the main terminal building, where bags will be dealt with and 
brought at speed to the inbound passenger after they go through immigra-
tion. “It will be a more personalised form of delivery rather than waiting 
at a conveyor belt,” he considers.

From a practical standpoint, it will be possible to move baggage sorta-
tion equipment in and out of stand-alone buildings more easily and main-
tenance will also be more straightforward, Middleton points out.

IT’S ALL ABOUT VISIBILITY

New-generation aircraft, in particular the A380, are making extreme de-
mands on existing airport terminals. The only place London Heathrow’s 
Terminal 3 could accommodate double-deck air bridges for the giant Air-
bus was at the most remote point. “The biggest hassle is the long walk,” 
Middleton says.

The ongoing reconstruction of Terminal 2 at Heathrow, part of the air-
port’s eastern apron redevelopment, allowed the A380 stands to be posi-
tioned much closer to the twin-level departure lounge. The design is based 
on open gate rooms rather than long corridors leading to enclosed gate 
rooms. A passenger tunnel and tracked transit system running beneath 
the aircraft stands and taxiways will connect the main terminal with Con-
course B, a satellite pier designed by Grimshaw, which has a glazed atrium 
to maximise the use of natural light and provide clear views.

The same philosophy of enhanced visibility underpins the design of Ber-
lin Brandenburg International, designed to replace Schönefeld and Tegel 

airports, which served the former East and West Berlin respectively. The 
main pier has 16 glass-walled gates, and there is a transparent walkway for 
passengers in transit. The outer shell of the building is made of a transpar-
ent light-sensitive membrane which shimmers blue and white during the 
day and can apparently be used as a backdrop for multimedia projections.

Construction of Brandenburg began in 2006. It will have an initial ca-
pacity of 27 million passengers a year, which can increase to 45 million 
if and when necessary. However, the troubled project is now almost four 
years behind schedule and is expected to cost more than twice the original 
budget of 2.4 billion euros (US$3.3 billion) as contractors deal with a host 
of problems from an unworkable fi re protection system to cracked fl oors.

Hopes of launching a limited service from March or April now look op-
timistic. A spokesman tells Airside International: “There are still a number 
of issues that need to be resolved before we can name an opening date. We 
are considering a soft launch this year with one airline, Germania, which 
would give us an extended real-life trial of the new facilities.”

The delay has allowed the gateway’s architects to accommodate larger 
aircraft sizes and different boarding requirements, with two piers added 
to the original design after consultation with airlines to create more con-
tact stands and reduce bussing. The main pier will now be dedicated to 
Lufthansa and Star Alliance carriers. A South Pier, designed to facilitate 
hub traffi c, will mainly be used by airberlin and its oneworld alliance 
partners, while the North Pier, with walk-out boarding gates, will serve 
low-cost carriers such as easyJet.

These three piers sit around Berlin Brandenburg’s single midfi eld ter-
minal like a horseshoe so that, regardless of who they are fl ying with, all 
passengers benefi t from the high-speed rail link beneath the terminal, 
an effi cient, centralised security process and short distances to departure 
gates. “We have anticipated in the design the increased proportion of pas-
sengers who go straight to security, or do a bag drop rather than going 
through the full check-in procedure,” the spokesman says. “We don’t need 
so much space landside any more, which allows us to offer better airside 
shops and catering options.”

Parallel runways to the north and the south of the terminal allow for 
independent operation. “This set-up enables us to offer different products 
to accommodate airlines’ various business models, and to meet the widely 
diverging expectations of passengers from diplomats to backpackers,” the 
spokesman adds. “It also minimises taxi times, as airlines at the North Pier 
will normally use the northern runway and vice versa.”
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LOOKING AHEAD

Munich International Airport, which handled 38.4 million passengers in 
2012, is also building for the future. Terminal 2, dedicated to Lufthansa, 
Star Alliance members and partner airlines, can currently cater for 25 mil-
lion passengers per year but a new satellite, scheduled for completion in 
2015, will take this terminal’s capacity alone to 36 million.

The satellite was envisaged as a future development option when the 
gateway built T2 back in 2003 and takes up no additional space, being 
built entirely on top of the existing baggage sorting hall. It will offer 27 
contact stands, with no remote boarding, though there is some bussing 
out to aircraft from the existing T2.

Europe has established a high standard of airport operations due to the 
squeeze on capacity caused by the last 20 years of traffic growth. Building 
new runways or developing greenfield sites is no longer an easy option, so 
it’s necessary to maximise the efficiency of existing airport configuration 
and facilities, says Florian Steuer, spokesman for Munich Airport oper-
ating company FMG (Flughafen München GmbH). The company is now 
introducing European best practice, including techniques such as Airport 
Collaborative Decision Making (A-CDM) to improve operations and punc-
tuality, in markets such as South America, where state-run airports are 
slowly being privatised.

Due to legal constraints and lack of know-how, airports have developed 
very slowly on that continent, especially in Brazil, where airport operator 
Infraero faces a massive step-up in technology from systems installed 20 
to 30 years ago. FMG was called in at Viracopos International in Campinas 
to help new airport operator Aeroportos Brasil Viracopos manage the ex-
isting terminal more efficiently while preparing for a new terminal that 
is due to open shortly.

FMG consultants took immediate action to resolve quality issues 
and ease congestion, especially in the gate holding areas. “The biggest 
challenge is the limited timeframe,” Steuer says. “As construction is 
behind schedule but the opening date is defined for May 2014, there 
is not much time to verify procedures and re-train people. Most of the 
issues arising during the trials will have to be solved during day-to-day 

operations after opening the new terminal.”
Experience gained during the successful transfer of operations from 

the former Mariscal Sucre airport in Quito, Ecuador, to a new location east 
of the city earlier this year, will be invaluable at Viracopos. The last flight 
from Quito’s old airport departed just after 7pm on 19 February and the 
first arrival at the new facility was just 14 hours later.

The new airport, which boasts South America’s tallest tower and lon-
gest runway at 4,100 metres, is in an area of high seismic risk and was 
built to resist earthquakes of up to magnitude nine on the Richter scale. 
FMG conducted 29 end-user trials on behalf of concessionaire Corporación 
Quiport to verify operational procedures, including ramp operations. One 
trial involved flying an A320 to the new airport to verify apron proce-
dures, markings and stands allocations as well as ground support equip-
ment staging at all contact stands.

Chris Chalk, aviation practice leader at engineering and design con-
sultancy Mott MacDonald, says Quito was the first “hard opening” of an 
airport since Hong Kong’s switch to Chek Lap Kok in 1998. “They couldn’t 
operate both together because of conflicting flight paths,” he says. “We 
had to make the overnight move to new Quito airport work – and it was 
30km away.”

As the lender’s engineer for the project, Mott MacDonald “had over-
sight of everything, making sure money was spent in the right way”, 
Chalk insists. The project suffered a two-year delay when a new city mayor 
was elected and he insisted on renegotiating the whole construction deal.

He was seeking a larger share of revenue for the city authority rather 
than a reduction in cost – indeed, the delay meant “we built 50% more 
buildings than were originally foreseen in 2005,” Chalk notes. “Traffic 
doesn’t stop growing. A lot more airlines are coming in there and needed 
more office accommodation. Extra retail space was also required, as well 
as additional cargo facilities.”

The project presented unusual challenges, including a water supply 
that was inadequate for building contractors’ needs. A new pipeline was 
installed, bringing water 10km from a source higher up in the Andes 
which not only made construction easier, but now supplies 100,000 of 
Quito’s inhabitants.

The new airport has also brought benefits to airlines, with the in-
creased runway length and a lower elevation enabling the latest widebod-
ied aircraft to operate at higher payload. And expansion is already under-
way as five new domestic boarding gates are added. However, passengers 
will board direct from only two of these, bussing out to the plane from the 
other three gates. Although the trend around the world is towards contact 
stands, they take up more land – still a factor at Quito although the new 
airport is less space-constricted than before – and are more expensive to 
airlines, Chalk points out.

In other aspects too, South America is behind the curve and this 
contributes to a more traditional terminal set-up at Quito. “Large fam-
ily groups will often travel together, and will have lots of bags,” Chalk 
highlights. “They are typically not frequent travellers, and use of advance 
check-in is significantly behind Europe.” The new airport deploys com-
mon-user terminals to alleviate congestion at check-in, but the majority 
of passengers need help in using them, he points out.

MORE AIRSIDE DWELL TIME

Singapore’s Changi International Airport also expects passengers will 
need initial help when it rolls out its suite of FAST (fast and seamless 
travel) initiatives at Terminal 4, where construction began in November 
last year. On completion in 2017, T4 will be able to handle 16 million pas-
sengers a year, bringing Changi’s total capacity to 82 million. The airport 
expects to soon begin work on a third runway and is already planning a 
fifth terminal for the middle of the next decade.
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T4 will see self-service and automated options intro-
duced at check-in, bag drop, immigration clearance and 
boarding, partly in response to a tight labour market in 
Singapore which has affected ground handling and se-
curity recruitment. But roving service agents will be on 
hand when travellers get stuck.

The terminal is being built on the site of Changi’s 
former Budget Terminal and will serve both regional 
full-service and low-cost carriers, with 17 contact stands 
for narrowbody aircraft and four for widebodies. It will 
handle mainly origin-destination traffi c, but an airside 
shuttle between terminals 2 and 4 will cater for pas-
sengers with onward connections on non-T4 airlines. T4 
will have its own ramp control tower to oversee aircraft 
movements on the apron and taxiways.

UK architect Benoy is part of the consortium respon-
sible for the T4 design. Peter McCaffrey, Asia director 
at Benoy, notes that immigration and security screen-
ing will be centralised at the south end of T4, creating 
a clear directional path towards the boarding gate for 
passengers. Compared with Changi’s current decentral-
ised model, this reduces manpower, removes the need 
for separate security equipment at multiple gate hold 
rooms, and frees up space for more passenger facilities.

“Once the departure process is completed and stress 
levels drop, passengers have a larger propensity to 
shop. As airport operators look to diversify and aug-
ment their non-aviation revenues, increasing dwell 
time in the commercial and retail areas is crucial,” 
McCaffrey comments. “Creating clear, open spaces with 
strong visual connections and clarity of route is critical 
in alleviating passenger stress levels and creating the 
ambience and opportunity to relax and enjoy the airside 
shopping experience.”

OLYMPIC PREPARATION

Basel Aero, part of diversifi ed Russian industrial group 
Basic Element, operates four airports across Russia’s 
Krasnodar Krai territory on the Black Sea. The most im-
portant of these, with the Winter Olympic and Paralym-
pic Games currently taking place as Airside International 
goes to press, is Sochi International. Sochi made im-
provements in accessibility, adding two ambulifts, as it 
prepared to welcome almost 1,500 Paralympic athletes. 
There is a dedicated check-in desk for physically im-
paired passengers, and Braille signage has been installed 
across the terminal.

Irina Pashinkina, spokeswoman for Basic Element, 
comments: “Like the other Olympic host cities, we have 
set up a specially designed temporary Games Terminal 
adjacent to the airport’s building that will serve athletes 
and organised fan groups. It will divert thousands of 
people from the main terminals and will signifi cantly 
relieve pressure on the baggage system as the athletes 
will receive their luggage in the Games Terminal.”

Basel Aero has invested over $450 million in devel-
oping Sochi, which now boasts a new boarding gallery 
with 10 airbridges. “For an airport of this size, three or 
fi ve would be enough, but we took into account a tight 
fl ight schedule during the Games,” Pashinkina adds. “In 
addition, 11 Cobus-3000 airside transfer buses, with a 
capacity of 112, were added to the airport’s fl eet of air-
side vehicles. We have also supplied seven French-built 
hydraulic catering vehicles and Italian de-icers. Other 
new airside equipment to be delivered by the start of 
the Games includes sweepers and tugs,” she said, just 
prior to the launch of the Games.

Airside shopping and catering facilities are also be-
ing expanded at all four Basel Aero airports, including 
Sochi, under a joint venture with Nuance which grants 
the Switzerland-based travel retailer a 15-year concession 
and is expected to signifi cantly increase the airports’ non-
aviation revenues. 
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W
hile battery electric technology is 
reasonably mature in some sectors of 
the GSE market – particularly lighter 
applications like aircraft stairs – for 

heavier-duty applications such as loaders and tugs it 
is still in its infancy.

The use of electric vehicles on-airport also varies 
widely by facility. The degree to which they are de-
ployed often depends more on political than econom-
ic or operational factors. Nevertheless, there are signs 
that, despite an often signifi cantly higher initial cost, 
the economics of battery electric vehicles are increas-
ingly stacking up.

Airports are in fact one of the more promising ar-
eas for the widespread introduction of electric vehi-
cles. While the general public has yet to be convinced 
in large numbers that the advantages of electric trac-
tion (lower running and maintenance costs, and re-
duced pollution at point of use) offset their disadvan-
tages (high initial capital cost, limited range between 
charges, downtime for charging and availability of 
charging points), these are not necessarily issues to 
unduly concern airports. Vehicles are to a greater or 
lesser extent ‘captive’ to the airport perimeter, dis-
tances are short compared with most general high-
way use and vehicles also usually return to the same 
depot, so it is easy to predict where charging points 
will be needed.

The technology, while not perfect, has also made 
great strides, points out Justin Meyer, business devel-
opment manager at APT Controls Group, which mar-
kets a range of electric vehicle charging solutions. 
“Rapid DC chargers will help to keep a 24-hours-a-day 
vehicle in constant operation, with very short charg-
ing times. Electric vehicles also tend to require very 
low levels of maintenance and suffer fewer mechani-
cal breakdowns than internal combustion engine ve-
hicles, resulting in less downtime,” he says.

APT Controls has received a number of enquiries 
for electric cars and light commercial vehicles for air-
side use, because journeys are short enough around 
the airfi eld to make them practical. Denmark’s Co-
penhagen Airports is currently one of the leading ex-
ponents of electric vehicles although, interestingly, 
the impetus came not so much from the Scandinavian 
‘green’ movement but from trade unions. A study pro-
duced in 2007 found that, while the airport was no 
worse than most other areas for the majority of emis-
sion types, the level of small particle pollutants was 
in some parts of Copenhagen Kastrup airport more 
than twice as high as that found n busy city streets.

This was the genesis of Copenhagen’s green vehi-
cle programme, which aims to reduce the amount of 
these carcinogenic particles fl oating about in the air 
and improve air quality for everyone at the airport. 
But it hasn’t always been plain sailing, explains a se-
nior project manager at the airport’s Environmental 
Department, Jesper Jacobsen. The biggest problem is 
that a lot of airport GSE has a low mileage and hence 
lasts a long time – it’s not uncommon to fi nd diesel-
powered equipment that is 25 years old or more and 
still well up to the job it was designed for. Persuading 
ground handling companies operating on thin mar-
gins to dispose of perfectly good equipment isn’t easy.

But there are a few incentives, he points out. “As 

Electric vehicles are slowly gaining ground airside, but it is often a case of two steps 
forward, one step back. Their deployment across the world’s airports remains very 
patchy, Chris Lewis reveals

Electricdreams

Come Visit Our Stand
Inter Airport Europe, Munich Trade Fair, Germany

For more information please visit our website:
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Tel: +44 (0) 28 8772 3444
Fax: +44 (0) 28 8772 7194
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www.mallaghan.co.uk 
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well as less pollutants, there are also much lower 
running and maintenance costs.” While there is 
not yet a lot of data on electric GSE fl eet operation, 
experience in other areas such as taxis suggests that 
repair and maintenance costs are drastically lower. 
(In fact, one Copenhagen taxi fi rm said that the 
only added extra cost was that mechanical brakes 
needed cleaning and de-rusting because they were 
so little used – electric vehicles can use the induc-
tion effect of their electric motors for decelera-
tion.)

Other issues for electric vehicles are the need 
to recharge batteries, especially for heavier duty 
operations like container loaders, although this 
may be less of a problem for airport operations 
where distances travelled are relatively short. 

There is also the high initial cost of most electric 
GSE equipment.

There have undoubtedly been positive experi-
ences, such as the Kalmar push-back tractor recently 
introduced by SAS Ground Handling at Copenhagen. 
This is actually a diesel-electric hybrid, although it op-
erates most of the time in electric-only mode. “There 
are some issues, in that the battery technology is not 

yet fully mature, but the operators like it because it is very smooth and it 
has a surplus of power compared with the pure diesel tractors,” Jacobsen 
explains.

There is also now quite a large fl eet of lighter electric GSE equipment 
at Copenhagen, including self-propelled stairs – handlers have been per-
suaded to speed up equipment replacement cycles to get more battery-
powered equipment into service. Some applications, particularly those at 
the heavier end of the scale, will probably remain internal combustion-
powered for the foreseeable future – snow clearers, for instance. But Co-
penhagen’s is a green vehicle policy, not specifi cally electric, and for these 
heavier duty applications liquefi ed petroleum gas (LPG) could offer a vi-
able alternative to diesel.

Also being considered is replacement of some of the road-going fl eet of 
cars and light vans that work both airside and landside. Again, LPG might 
be a viable option but the relatively short distances involved in airport op-
erations should lend themselves to battery-electrics, Jacobsen considers. 
“The challenge is the higher investment and whether or not the fi nancial 
return will be justifi ed, especially if batteries don’t last as long as the ve-
hicle manufacturers suggest.”

There are additional battery demands in airport operation compared 
with pure road-going use, he points out. Radios and fl ashing warning 
lights consume a lot of extra juice – and the airport operator wants to be 
sure that a vehicle is not going to grind to halt, throwing a busy airport 
into chaos and possibly posing a danger to aircraft. “But I think electric 

After working in the parts industry for nearly 20 years, Brian Sneyd 
left Sage Parts in August last year to set up a new business, 247Gt 
Ltd, created to support customers from right across the aviation 

managers. 

The company offers customers a wide choice of products when it 
comes to equipment procurement. 247GT has a great relationship 
with many suppliers and manufacturers of both new and used 
airport ground support equipment, and we sell and lease equipment 
on a long or short-term basis. All types of equipment, ranging 
from tow bars to tugs and from vans to passenger bridges, are 

extensions, as well as undertake the repair and refurbishment of 
existing equipment. Recently, we acquired the design rights for UK 
Handling’s product range of baggage and cargo equipment, which 
will be manufactured in the UK.

Furthermore:

minimize total cost of ownership

way possible

If there is any equipment you are looking for right now, or if you 

we would be happy to discuss how we can help.

Contact us at info@247gt.co.uk 

“Rapid DC chargers will 
help to keep a 24-hours-
a-day vehicle in constant 
operation, with very short 
charging times”

Justin Meyer

APT Controls has received a number of enquiries 
for electric cars and light commercial vehicles for 
airside use, because journeys are short enough 
around the airfi eld to make them practical
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vehicles will be part of the future, especially when batteries become more 
reliable,” Jacobsen confi rms. 

THE FRANKFURT EXPERIENCE

In Germany, Frankfurt Airport’s Fraport Cargo Services operates mainly 
electric vehicles or hybrids in its 130-strong handling fl eet. These include 
84 purely electric fork lifts from different manufacturers, including small 
vehicles with 1.6 to 7.5 ton lifting capacity, 20 25-tonne capacity pure 
electric tractors, four Schopf-manufactured diesel-electric hybrid tractors 
and three 3.5t diesel-electric hybrid lifts from Still.

To cut downtime to a minimum, Fraport operates a battery change (or 
swap-out) system, avoiding the need for vehicles to wait up to 12 hours 
to recharge – which would be unacceptable in a busy, 24-hour opera-
tion. It also means that Fraport can keep its fl eet relatively small. 
These advantages more than outweigh the higher cost of the extra 
batteries. Battery changes are supported by a gantry crane. 

The four hybrid tractors are used for longer-distance trans-
fers at Frankfurt Airport – the diesel engine copes well with 
longer distances even with loads of up to 17 tonnes, but the 
electric drive comes into its own on entering the handling 
hall. Fraport considers that pure electric vehicles only have 

an advantage over short distances but using them in the handling hall 
improves the health of its employees because these vehicles don’t emit 
damaging emissions. But the capacity of the lead-cadmium batteries is not 
effi cient for longer distances across the airport.

The airport operator is also evaluating the possibility of replacing lead-
cadmium batteries with lithium-ion batteries, or even powering diesel en-
gines with a hydrogen fuel cell – but until this technology starts serial 
production, Fraport will remain dependent upon some diesel-powered 
vehicles. 

HEAVY GOING

Seductive though the arguments in favour of electric traction are, the 
reality is that – for most GSE manufacturers – electric vehicles make 
up only a small percentage of their total sales. Owen McKenna, sales 
director at Northern Ireland-based Mallaghan, which makes a wide 
range of GSE equipment, says that the main electric products his 
company sells are self-propelled or towed aircraft stairs. They still 
account for a low percentage of Mallaghan’s stair sales – and bear 
in mind that that is only one product in a range of around ten dif-
ferent equipment categories. 

‘Green’ was a big topic a few years ago and still continues to 
be, but maybe for different reasons. McKenna asks: “Is it green 
because you want to have zero emissions at source or do you look 
at the total carbon footprint?” At the same time, internal combus-

tion engines have become greener, especially with the introduction 
of the latest Euro 6 emission standards for truck engines in Europe 

from the beginning of 2014. 
At the moment, the technology does not really exist to deliver a 

truly viable electric version of vehicles at the heavier 16/18-tonne GVW 
(gross vehicle weight) commercial truck end of the spectrum, which incor-
porates scissor lift applications or snow clearers, McKenna considers. Bear 
in mind that these need to operate for 15-17 hours at a stretch. Moreover, 
it’s not just a question of moving the truck itself – very often, consider-
able power is also diverted in order for the truck to carry out its function.

He believes that the development of a large electric truck from scratch 
will come from among the main chassis builders like Mercedes, Scania, 
Volvo, MAN, DAF and Iveco, and so far they haven’t come up with a truly 
workable battery-electric vehicle in the required weight range.

That said, experience with electric stairs has been very encouraging, 
McKenna insists. “They have been deployed with airlines like SAS in Nor-
way, in minus 25 degree temperatures, so if they can work there, they can 
work anywhere. And customers say that their annual maintenance bill is 
much less, because there’s no need to change oil, fi lters and so on.” This 
can more than offset a 10-15% higher capital cost, especially in regions 
like Scandinavia where labour is expensive. 

PRICE CONSIDERATIONS

If only battery technology could be scaled up to make bigger, beefi er ve-
hicles economically viable. The airport industry has previously shown 
enthusiasm for electric GSE only for it to revert to fossil-fuel-powered 
equipment when fuel prices dropped, points out JBT AeroTech, a leading 
global technology solutions provider to the air transport industry which 
has been offering electric baggage tractors since 1982 and cargo loaders 
since 1987.

In the past, demand for electric GSE was triggered mostly by spikes 
in oil prices, but once oil prices fell away again, electric GSE was once 
more no longer regarded as economically viable. This time it is differ-
ent, though, JBT’s manager of product development, Nick Heemskerk, 
believes, because airport authorities are now being challenged by the leg-
islators to green up their operations. 

Technology for electric powered GSE has made big leaps forward in 

Fraport employs a wide range of ‘green’, electrically-powered fork lifts

LAST WINTER 67% OF AIRPORT DELAYS WERE WEATHER RELATED.

48
t h  Annua l
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LEADING INTERNATIONAL

SYMPOSIUM FOCUSED
ON AIRFIELD

SNOW REMOVAL AND
WINTER OPERATIONS.

“New battery technology promises to 
be maintenance free, have a longer life 
and in a smaller and lighter package.”

JBT’s manager of product development, Nick Heemskerk

JBT products include the Commander 
15i Electric Cargo Loader, which 
comes with a swing-out power 
module for easy battery removal and 
installation. There is also the option of 
having a diesel Commander 15 loader 
converted to battery. This C15i is at 
Vienna Airport
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recent years, he says, with reliable and maintenance-free AC brushless mo-
tors and solid state controllers. Heemskirk continues: “In the future, the 
biggest changes will come from battery technology. JBT is able to meet duty 
cycle requirements with standard wet lead acid batteries, but new battery 
technology promises to be maintenance free, have a longer life and in a 
smaller and lighter package. We are ready to take advantage of these ad-
ditional benefits as soon as the pricing comes down to a more affordable 
level.” 

Where electric GSE is not practical or available, diesel-electric hybrids 
have been suggested as an alternative, but these have many of the down-
sides of both a diesel and an electric system, Heemskerk considers. They 
involve double the cost, complexity and often space requirements and, in 
situations where engine emissions are severely limited they may not be al-
lowed or at least not get full credits. 

These downsides are only offset by advantages in very specific cases. 
For instance, for a bag tractor that requires both a large driving range on 
the ramp and a completely emission-free mode inside a cargo facility. Or a 
garbage truck, which does lots of accelerating and braking, some of which 
can be regenerated by a hybrid system. Contrary to popular belief, there is 
not a lot of usable regeneration energy in the average aircraft push-back 
or cargo operation, and certainly not enough to offset the increased cost 
and complexity of a hybrid system – so JBT does not offer hybrid systems 
on its GSE.

Murat Denge, managing director of Turkey-based Denge Airport Equip-
ment, says that his company will supply, initially, electric tractors (which 
it does not manufacture itself but co-operates with ATA Modena in Italy), 
then steps, belt loaders and the rest of the GSE range.

“Initial cost might be a little higher perhaps but in the long run it has a 
cost advantage,” says Denge. Battery technology in particular is improving, 
thankfully, since battery life is the main problem for electric operation. He 
does not believe that hybrids will be preferred much in the long run.

That development of electric GSE is not always plain sailing is well 
illustrated by the experiences of another manufacturer, Vestergaard. A 
spokesman for the Denmark-based company said that, together with one 
of Europe’s major airports, it had been working on a new design of lavatory 
service truck that could operate fully electrically.

Together, they investigated the market and found only one partner – 
E-moss – who could actually deliver a 12-tonne truck modified into 100% 
electric drive. Unfortunately, the company went bankrupt in the middle of 
the process – the remains of E-moss have been bought by another company 
that has restarted it under the emoss.biz name.

In the ensuing six months, Vestergaard met with several other poten-
tial suppliers, but came to the conclusion that the time was not ripe and 
that there is actually nobody capable of delivering a proven concept at a 
reasonable price. It will now finish the project using new diesel trucks op-
erating to the latest Euro 6 emission standards. 

HIGH LOADERS 
FOR EVERY 
OPERATION 

DOLL – Competence in GSE 
www.doll-oppenau.com

Being the leading manufacturer of GSE, DOLL is 
familiar with the requirements for modern scis-
sor lift vehicles such as catering and cleaning 
trucks as well as medical lift and maintenance 
vehicles.

GSE made by DOLL stands for reliability, tech-
nical and constructional longevity, easy handling 
and attractive prices. Convince yourself of our 
high quality products, we look forward to get-
ting into contact with you.

Come quietly
ONE ISSUE THAT IS OFTEN RAISED in a discussion of green on-airport GSE use is that electric vehicles make 
very little sound compared with diesels or petrol-engined ones. This is both an advantage and a disadvantage – 
studies by the US National Highway Traffic Safety Administration have shown that electric vehicles are twice as 
likely to be involved in pedestrian accidents, with tests showing that at 50km/h they cannot be heard until they 
are just three metres away (compared with 10 metres for a conventional engine).

Obviously, in an airside environment, screaming jet engines can drown out the sound of any road vehicle, 
electric or otherwise, but it could be an issue in quieter areas of the airport such as inside buildings or 
terminals. 

Automotive engineers have been working on solutions, such as that offered by acoustics and vehicle 
electronics specialists Harman in partnership with Lotus Engineering. The HALOsonic range uses inputs such as 
throttle position and vehicle speed run through a central processor to generate an authentic engine-like sound 
that is played back through a speaker in the front bumper and through the car’s conventional audio system. The 
speaker is placed at the front of the car.

Mallaghan offers both electrically-powered and conventional stairs

“Is it green because 
you want to have 
zero emissions at 
source or do you 
look at the total 
carbon footprint?”

Owen McKenna
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K
UKA, the Augsburg-based manufacturer specialising in industry robotics, 
introduced the latest version of its Triple Lift mobile lift platform at inter 
airport Europe. 

The Triple Lift can accommodate four workers, and lifts to a height of 
8m. According to Robert Witte, KUKA’s industrial business development manager 
responsible for this product, the real innovation in the design lies in the combina-
tion of three telescopic masts – which give the required elevation and much greater 
stability when in the raised position than traditional scissor lifts – and the four ‘om-
nidirectional’ wheels that allow the lift to be accurately positioned with a minimum 
of effort, even when the lift is raised.

The Triple Lift lowers to a height of just 75cm and is powered by maintenance-free 
batteries that support intermediate charging. 

This latest Triple Lift model was extremely well received at inter airport, insists 
Witte. There are now about 25 Triple Lifts already in operation with various aircraft 
manufacturers, handlers and carriers, he reports, used not just for maintenance but 
also for aircraft painting, cleaning and the like.

Originally designed for those working on the A380 superjumbo, Triple Lift is now 
the finished article, Witte says, although KUKA is always willing to customise the 
equipment when required for clients – perhaps where local regulations demand dif-
ferent specifications.

inter airport Europe, held in Munich in October last year, saw 
the appearance of some high lifts not exhibited before. The 
technology is changing, and giving customers more options 

Reaching 
the heights

The Triple Lift is specialised and it is sophisticated – it is very much 
at the top end of the high lift market. Part of KUKA’s OmniMove range 
of products, another is the company’s omniMove work platform that is 
capable of transporting weights of 45 tons or more. This is designed for 
the transportation of large, heavy parts involved in aircraft construction, 
wind power and a wide range of other sectors, and also has applications 
in the aviation sector.

ECAT: THE CAT’S WHISKERS?

DOLL, which has been manufacturing airport GSE – notably catering 
trucks – for more than two decades, also exhibited its latest loader in-
novation at the inter airport Europe exhibition in Munich last year. It 
describes the unit as the first electrically powered high loader in the 
18-tonne weight class.

According to the Oppenau, Germany-based company, ecat boasts 
a revolutionary driving system. The unit is powered by emission-free 
electric engines whose energy is supplied by high-performance batter-
ies that can be charged at any time on the ramp. In this way, carbon 
dioxide emissions are eliminated entirely and both energy consumption 
and noise pollution are also minimised. Low motor maintenance require-
ments contribute to lowering operating costs and to increasing the ve-
hicle’s efficiency, DOLL also insists. 

According to Christoph Portele, DOLL’s key account manager for GSE, 
the manufacturer received a lot of very positive feedback on ecat at the 
inter airport exhibition. Most visitors to the stand were very impressed 
by the low noise level during demonstrations, as well as by the ability to 
control different kinds of safety features in order to avoid any aircraft 
contact, he says. The very low noise level and the non-emission system 
also make ecat very comfortable for both the operator inside the vehicle 
and for those around it, Portele adds.

“We were also convinced that our visitors at inter airport fair re-
ally appreciated the increased vehicle efficiency. It has reduced running 
costs per kilometre due to a more efficient energy carrier, low motor 
maintenance requirements as well as warning and safety systems that 
minimise both downtime and insurance costs.”

DOLL is planning field tests together with its partner Gate Gourmet 
at different European airports to collect detailed data before fully mar-
keting the unit, Portele confirmed to Airside. ecat was developed in close 

Terberg DTS signs order for 
JBT AeroTech loaders
GSE VEHICLE SUPPLIER Terberg DTS (UK) has placed an order with JBT AeroTech for the provision of 
eight of its Commander loader GSE vehicles. The deal, which has a contract value in excess of £1.6 
million (US$2.6 million), will see Terberg DTS deliver the JBT Commando Loaders in early 2014 to 
two different locations in the UK as part of a long-term contract with the end customer. Inclusive 
of this contract, factory-trained Terberg DTS staff will be supporting the JBT Commanders on a 
365-days-a-year basis.

Terberg DTS managing director Alisdair Couper comments: “The JBT Commander Loaders are 
recognised to be a very highly specified product that fully satisfies the end user’s stringent health 
and safety requirements. During the contract negotiations, JBT and Terberg DTS have worked closely 
together with the end customer, to ensure that the final product specification meets their detailed 
contract requirements.”
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co-operation with Gate Gourmet, part of the gategroup brand, and Ger-
man E-Cars. In 2011, the first discussions between Gate Gourmet and 
DOLL took place to identify possibilities of how gategroup would be able 
to maintain its strategy ‘Driving towards a greener tarmac’ in the area of 
on-airport catering vehicles. 

As DOLL explains it, because the market did not offer an 18-tonne 
chassis with the appropriate powered drive, a specialist in electric com-
mercial vehicles – German E-Cars – was integrated into the project. 

ecat certainly looks like an important step towards lowering emis-
sions and improving all-round environmental performance on the ramp, 
and the main changes in future high lifts are likely to lie in their power 
plants, Portele considers. “We think that the changes in the future will 
go mainly towards the drive line, which will have effects on the reduc-
tion of emissions at airports. This in turn impacts the maintenance side 
as other technical qualifications will be needed in the future.

“ecat is actually (only) one solution in the catering and the medical 
lift industry to avoid carbon dioxide emissions and reduce noise pollu-
tion; of course, there are other solutions such as hybrid or gas engines 
which we can propose as well,” he notes. “But electrically powered ve-
hicles are becoming more and more popular, especially among our Scan-
dinavian customers.”

In terms of other products in the DOLL pipeline: “Actually, all of our 
(current) developments are focused on safety options for the existing 
product range to avoid any hazards for operators and aircraft damages. 
The latter will be one of (our) main targets, especially due to the new 
composite aircraft like the B787 ‘Dreamliner’ and the upcoming Airbus 
A350,” he points out.

And the focus will remain very much on scissor-lift technology. “We 
consider the scissor-lift mechanism a well-known and highly reliable 
technology which guarantees a very good stability in the whole lifting 
system,” Portele says. 

For further information: +49(0)611 - 880 88-0  .  www.trepel.com

 The CHALLENGER 150 - TREPEL‘s new pushback 
 tractor for the A320 and B737 family. 

 Top quality at an economic price! NewPRODUCT

The battery unit within a DOLL ecat unit; 
according to DOLL, the very low noise level 
and the non-emission system of ecat make it 
very comfortable for the operator inside the 
vehicle – and of little inconvenience for those 
around it

“We think that the changes in the future will go 
mainly towards the drive line, which will have 
effects on the reduction of emissions at airports”

Christoph Portele
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A
ir BP has a huge international on-airport refuelling operation. 
The aviation services division of London-headquartered petro-
leum giant BP, Air BP offers aviation fuel and related products 
in more than 45 countries, and it is confi dent that it has an ef-

fective business model. “Our global footprint and supply chain puts us in 
a very good position,” observes Miguel Moreno, Air BP’s general manager 
of general aviation. “The market is changing but we adapt and we aim to 
stay ahead of the competition.”

Looking to remain in pole position, Air BP works closely with its 
airport partners to ensure that together they provide the best possible 
service to the end customer – the airlines and pilots fi lling their aircraft 
with fuel. “We are developing all areas of the business and working with 
airports to enhance the customer experience,” Moreno says, “using our 
global experience and working with our local partners.” 

Within its all-encompassing strategy to be “an integral part of the gen-
eral and business aviation industry”, Air BP is currently focusing on fur-
ther improving its offering in three key areas. One – the OMEGA (Opera-
tional, Maintenance and Emergency response system for General Aviation) 

Without the right fuel, no aircraft is going anywhere. 
On-airport refuelling is a vital aspect of on-airport service 
provision and the domain of a number of specialists 
based around the world
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the future
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programme – defi nes operational, maintenance and emergency response 
standards to ensure that Air BP customers manage fuel optimally from 
the moment that it arrives at an airport: from its safe storage and qual-
ity testing to moving it around the gateway and fi lling aircraft tanks, as 
well as maintaining equipment correctly and respondiing appropriately 
to problems.

A second priority is working with airport authority partners to ensure 
that a message regarding the value of Air BP’s refuelling service provision 
is effectively conveyed to the end user, and a third is a recently released 
client loyalty product. Launched in the US in Las Vegas at October 2013’s 
American National Business Aviation event, it was also introduced to the 
UK at Biggin Hill toward the end of last year. The loyalty card is intended 
to “refl ect Air BP’s commitment to improving the fuelling experience for 
its partners and clients”.

The market is evolving, and Air BP needs to change along with it, 
Moreno considers. In particular, customers are expecting the highest pos-
sible service quality at all airports, he notes. They want the minimum of 
complexity in their fuelling operations, for example; hence, Air BP’s offer-
ing of a self-service and payment Avgas fuelling option, launched at the 
UK’s Goodwood aerodrome in 2012.

Supporting Air BP’s commitment to prevent mis-fuelling – a critically 
important aspect of the fuelling process, Moreno says – the supplier’s self-
service system asks the user to verify that they do indeed want Avgas be-
fore they begin fuelling. Customers are also looking for consistent reliabil-
ity, sometimes enshrined in service level agreements (SLA). “The service 
element is becoming more and more important,” he highlights.

Finally, Moreno points to the major changes that are taking place in 
the aviation fuelling space and in which Air BP is playing a leading role. 
“We’ve always been very focused on the environmental issues,” he insists, 
“and we have only the highest standards on these and on safety.” As re-
gards new developments such as unleaded Avgas, biofuels and other tech-
nologies designed to minimise the effect of jet fl ights on the environment: 
“We are very active on these in order to get the right solutions for the 
industry,” Moreno concludes.

EQUIPMENT AND SERVICES

Without the right equipment, no amount of fuel is going to fi nd its way 
into the thirsty tanks of a passenger or freighter aircraft. Cavotec is one of 
a number of suppliers of GSE and services in the aircraft fuelling segment. 
The company’s offering includes system design and integration, as well as 

Miguel Moreno, general manager 
of general aviation for Air BP
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equipment manufacturing and commissioning. Cavotec fuelling technolo-
gies include fuel hydrant pits, high and low point vent pits, vault access 
covers and prefabricated isolation valve chambers. It supplements its own 
manufacturing with equipment and components offered by partner com-
panies such as Cla-Val.

According to Gary Matthews, managing director/market unit manager, 
aviation: “We consider ourselves as a market leader in apron fuelling, 
along with other GSE such as 400Hz and pre-conditioned air (PCA) sys-
tems. Our range of equipment and services are unrivalled in the industry 
but what really sets us apart from our competitors is our emphasis on 
working closely with customers and partner suppliers over the long term.”

One example of this approach that Matthews points to is a fuelling 
project at Kotoka International Airport in Ghana, West Africa, as part of 
which Cavotec provided design support, extensive hydrant equipment 
and installation supervision. “This is something few rival suppliers could 
undertake,” he argues.

But Cavotec believes that continuous innovation is vital. Along with 
its ongoing product improvement and, in particular, its new hydrant pit 
design, it has also expanded its offering as an equipment supplier to be-
come a full systems integrator. “We now supply design support, integra-
tion and installation supervision – a turnkey solution that makes life so 
much easier for our customers, and reduces overall development costs,” 
Matthews argues.

Airports are increasingly looking for a ‘one-stop-shop’ when improving 
existing infrastructure and commissioning new-build projects and, with this 
in mind, he notes that Cavotec is not only continually developing its equip-
ment and range of services, but also the ways in which it supplies them.

Cavotec Dabico – Cavotec’s specialist fuelling systems supplier – has 
some 50 years of aviation fuelling experience and Cavotec has applied 
this experience in order to become “the consultant’s consultant”, he says.

FLEXIBILITY OF OFFERING

Another of the big players in the manufacture of aircraft refuelling and 
related airport equipment is Bosserman Aviation Equipment (BAE), head-
quartered in Carey, Ohio, in the US. Its aircraft refuellers have capaci-
ties ranging from 1,800 to 70,000 litres, while its truck-mounted hydrant 
dispensers have a fl ow rate ranging from 1,135 to 4,000 litres per 
minute. It also offers towable hydrant carts and self-propelled 
hydrant carts, aircraft fuelling stairs, hydrant pit fl ushing and 
cleaning vehicles, single and dual-compartment gasoline and 

diesel delivery trucks, towable refuelling and defuelling bowsers, as well 
as above-ground storage systems, fuelling cabinets and fuelling skids.

Plus, BAE offers customised potable water trucks, non-potable water 
trucks, portable toilet servicing trucks and fuel transport trucks and trail-
ers. In addition to supplying new equipment, it also refurbishes second-
hand equipment and offers replacement parts.

While boasting a major presence in the Americas, Africa, Russia, the 
Middle East and elsewhere in Asia, BAE has remained a family-owned busi-
ness which – says president Terry L Bosserman – gives it the ability to 
adapt quickly to meet changing customer needs and remain highly com-
petitive in its pricing. 

Further growth remains on the agenda, however. “We have pushed to-
ward a greater presence in South America and Africa, with new operations 

opening in 2014 for local, in-country product assembly,” Bosser-
man explains. “In-country assembly allows us to lower our cost 
to the customer, supply equipment in a more timely manner 
and provide much better after-sales support.”

Moreover, he goes on: “We are continuing to develop our 

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

Ground support equipment

Single-source GSE, only at AERO!

One-stop shopping!

If you need it, we have it! AERO has all the right equipment  
for your ramp and hangar. Make it easy on yourself  
and call us the first time.

Air BP offers aviation fuel and related 
products in more than 45 countries

Gary Matthews, managing 
director/market unit manager, 

aviation for Cavotec
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line of eco-friendly electric chassis equipment, as well as promoting self-propelled and tow-
able hydrant carts to our international customers.”

Of course, it is not all plain sailing, and challenges have to be overcome. The biggest issue 
faced of late has been the changes in emissions regulations around the world, Bosserman in-
forms. In addition, US-made chassis with diesel particulate filters are designed to run on ultra-
low sulphur diesel fuel only, which is not available in many countries, he says. Finally, US 
chassis also do not tend to operate well at the low speeds at which they are driven on-airport.  

METEORIC CHANGE?

UK-headquartered FTi – Fluid Transfer International – is another of the suppliers of on-airport 
fuelling equipment that has continued to develop its offering. Managing director John Little 
points especially to the company’s Meteor vehicle chassis that is being refined in line with 
customer feedback, although – he stresses – the Meteor has always been very well received in 
the marketplace, as evidenced by recent orders in the Far East from Vietnam, South Korea, 
Singapore, Taiwan, Philippines and Thailand, as well as from Iceland in Europe.

Joining the many businesses showcasing new products at last year’s inter airport event 
in Munich, FTi launched FuelTronic II at the show in October. FuelTronic II is described 
by Little as a “next-generation refuelling control and monitoring management system for 
vehicles”. The new enhanced variant features high-definition graphics, individual interlock 
location map and status, and diagnostic tools, plus an interactive operations manual for the 
complete dispenser or refueller available on screen in the vehicle cab.

FTi’s popular hose pressure test pump module has also been repackaged into a smaller, 
more compact offering, whilst taking out cost to offer an even more competitive price. The 
new model was expected to be released in January 2014, as Airside International went to press.

With many national economies now beginning to show signs of sustainable growth, FTi 
is seeing an upturn in enquiries for electric powered chassis for hydrant dispensers. Coupled 
with other ‘engine off ’ solutions, there has also been renewed interest in mitigating envi-
ronmental impact through the reduction of engine emissions during the refuelling cycle.

“We continue to invest in our R&D and design teams to innovate the next new products, 
in order to ensure that refuelling is performed with the safest and easiest to operate equip-
ment,” Little insists.

“We continue to look to open up new markets and regions across the globe.” Yet, he 
confirms: “At the last count, we had supplied FTi equipment to 76 countries across all con-
tinents, and – recognising that after-sales support is fundamental to our customers – we 
have significantly expanded our UK-based team in addition to our Singapore-based service 
technician support.” 

@

ELAFLEX offers new fuelling technology
SUPPORTING THE FUEL suppliers and the on-airport heavier equipment manufacturers are 
the innumerable companies – some of them small, some of them very large – involved in 
manufacturing some of the smaller GSE and components just as vital to on-airport refuelling.

Germany-based ELAFLEX, for instance, provides a wide range of nozzles, hoses, couplings and 
related equipment for the petroleum and LPG industries. Its latest offering in the aviation sector 
is the ZVF 50, a fuelling nozzle for over-wing and helicopter service. It is the successor of the well-
proven ZVF 40, which has been on the market since 1979.

Like the ZVF 40, the ZVF 50 is suitable for Avgas and jet fuel and has a flow rate of up to 
400 litres per minute. Also like the ZVF 40, it has a sensitive flow control that allows easy top-
up, while also offering a quick spout change system, light lever action, easy and safe strainer 
inspection and surface protection by means of a completely new nozzle construction. 

According to ELAFLEX’s co-owner and marketing manager Karsten Ehlers: 
“Engaging with our customers, we have stayed true to our philosophy of 
ergonomic design, easy handling, flexibility and safety.” He believes that 
the system represents “a significant improvement” on the technical 
standards given by the Joint Inspection Group (the JIG, the regulatory 
body for airport fuelling equipment that sets the standards and 
specifications for the sector).

Development of the ZVF 50 took more than two years and it 
is still being tested. Production is expected to start in the second 
quarter of this year.

“Feedback has been enthusiastic. We have pre-orders 
but we will not go into production with an almost-
ready product; we must be sure that it is a satisfactory 
product right from the outset,” Ehlers declares.

Karsten Ehlers, co-owner and marketing manager of ELAFLEX

FTi’s John Little describes the FuelTronic II as  a “next-generation 
refuelling control and monitoring management system for vehicles”
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New York-based Transpo Industries – perhaps best known for its airfi eld blast fencing – 
has begun offering its Color-Safe® product to airport customers for airfi eld marking

Transpo launches 
Color-Safe 
into airfi eld 
marking market

T
ranspo has been selling its MMA (methyl methacrylate) 
runway repair and preservation patching product to major 
airports for more than 20 years and it has proved most ef-
fective at sealing cracks in concrete runways and mitigat-

ing the effects of damaging freeze-thaw weather cycles.
Moreover, it has also been selling MMA-based products for use 

by various authorities as road markings – for bike lanes, bus lanes, 
roundabouts and the like. Considering MMA offers signifi cant ben-
efi ts over traditional paint and thermoplastic airfi eld markings – 
paint fades quickly and thermoplastic is both expensive and chal-
lenging to lay down – it was an “easy decision” for Transpo to make 
use of its experience with these polymers and launch them into the 
airfi eld marking sector, says the company’s president, Mike Stenko. 
“Color-Safe is the solution to both these issues (fading paint quality 
and the challenges associated with thermoplastics), and we felt that 
it was the right time for us to get into the airfi eld marking market 
with this innovative product,” he comments.

Color-Safe takes comparatively little time to apply and cure (it 
cures ready for aircraft traffi c in less than an hour) and can be ap-
plied in temperatures ranging from 40 to 100 degrees Fahrenheit. 
MMA has a long history of use and is well known for its durability 
as well as sustaining highly visible colours. Unlike thermoplastic, 
MMAs also require no special equipment to apply and they do not 
need to be removed prior to any re-coating. Aggregate can be added 
to offer a more skid-resistant surface and glass beads can also be 
introduced onto MMA markings to increase refl ectivity, while by 
contrast the thermoplastic application process can sometimes blow 
off or bury these beads.

Transpo claims that its Color-Safe product lasts for fi ve years 
with “little or no maintenance required”. The company has a num-
ber of large airport clients in the US that have already employed 
Color-Safe and are evaluating it for future, expanded use. As well 
as being suitable for runways, taxiways and stands, it is also being 
assessed for use in coating the area between parallel runways, per-
haps in green to maximise the contrast with the runway surfaces 
while offering the appearance of grass from a distance.

The feedback, says Stenko, from airport authorities who have 
used their own employees and from those who have employed con-
tractors to apply it is that the product is easy to use, while airport 
authorities look with enthusiasm at the potential savings that can 
accrue given its long-term durability. As he points out, “Color-Safe 
has already gone through several winters and continues to hold in 
both colour and performance.” 

Clockwise from bottom left: 
Color-Safe has a great deal of potential for the airfi eld 

marketing market;
Mike Stenko, Transpo president;

Color-Safe being applied by one of its airport users
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T
he reluctance of American airports to embrace visual docking 
guidance systems (DGS) is a mystery to John Parrish, vice presi-
dent of terminal systems at Dallas/Forth Worth International Air-
port (DFW) in Texas. 

Parrish can’t understand why the majority of US airlines and airports 
stand apart from much of the rest of the developed world in sticking to the 
old-fashioned, less effi cient methods of docking planes using marshals.

“It’s true that docking systems are far more popular in Europe. Even 
some of our partner airlines in the US are reluctant to use the DFW system 
and I can’t for the life of me fi gure out why. This is such cool technol-
ogy. For all docking systems, there has to be a manual fallback. But, to 
wax philosophical for a moment, these days technology-enabled processes 
mean the human option should be the fall-back position, not the primary 
option. Docking systems automate the processes to make them better, 
faster and cheaper,” he insists.

DFW – the world’s ninth-busiest airport – chose Safegate’s laser-based 
DGS ahead of ones based on video analytics because lasers perform better 
in fog. “Extreme weather was the driving reason behind the installation 
back in 2005,” Parrish explains. “Thunderstorms and heavy rain can cause 
big delays. The alternative method is to have marshals holding up two 
metal objects during a lighting storm, which is not such a good idea. Dur-
ing a storm marshals can’t bring the planes in and they also don’t want 
to connect to the jet bridge, another large metal object. The result is the 
passengers will have to wait on the plane for another 30 minutes – which 

The latest docking guidance systems are pretty sophisticated, but not everybody is making the best use of what is available, as David Smith fi nds out

’Cool technology’
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is irritating, especially after long international fl ights. But the automated 
system isn’t just for bad weather. It has a lot of advantages in fair weather 
as well as foul.”

The first major advantage, he says, is speed. One recent year-long 
study at an American airport showed average savings of 3 minutes and 
35 seconds at gates using Safegate’s Safedock A-VDGS (Advanced Visu-
al Docking Guidance System) compared to gates using purely manual 
methods. The main reason for the time difference was that pilots using 
Safedock could park their aircraft without waiting for ground crew to 
arrive. Workers then connect planes to ground power and unload bags 
that little bit quicker. 

Parrish says that Safedock provides an authoritative source of infor-
mation about when planes are on-block and off-block. “Everyone wants 
to know at what time the aircraft pulled up to the stop bar. The airport 
makes money when it’s on the ground, so we want to know when it’s 
parked in its spot. The airlines want to know, too, as they pay their crew a 
different scale based on whether they are performing fl ight operations or 
on the ground. Docking stops the clock on fl ight operations,” he observes.

The logging of all the data in one computer system helps airlines to 
increase their operational effi ciency. Airports analyse the data for trends 
to learn where potential improvements may lie. “We have a schedule of 
what is supposed to happen and when, but some of the time something 
mechanical happens, some of the time bad weather occurs and some of 
the time the crew doesn’t show up,” Parrish continues. “Having accurate 

Safegate of Sweden is among the many 
manufacturers offering sophisticated 

docking guidance systems into the 
aviation market
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measurements bookends when we start the clock operationally, but it also 
answers questions like, ‘are we turning this aircraft around in a reason-
able amount of time? Are the ground crew milking the job? Or are they 
doing a terrifi c job compared to nationwide standards?’ We can continu-
ally monitor performance.”

The measuring of trends makes for an improved passenger experience, 
too. “For example, we can use ‘trending’ to predict more accurately how 
long passengers will wait at baggage claim. Each guest is able to make an 
informed choice about how to spend that time. If it’s going to take longer 
than, say, 20 minutes, they could relax and have a cigarette or a beer.”

ACCIDENT AVOIDANCE

In developing the most recent versions of its technology, Safegate anal-
ysed data from thousands of docking incidents at gates around the world. 
It found fi ve major causes of accidents and realised it was profi cient at 
preventing four of them. Unfortunately, the one the company struggled 
to solve for many years was the most important by far – people forgetting 
objects on the apron, or stands. These damage the aircraft as they come 
in to park. 

Safegate has now dealt successfully with this most troublesome is-
sue, according to Jesper Svensson, Safegate’s sales director. He explains 

the five major causes of accidents and how the most recent high-end 
versions of Safedock developed the capacity to spot foreign objects. 

“The first problem is pilot misunderstandings because there is no 
uniformity in the gate equipment. The second reason is when the air-
craft identity is not what is expected. There is a big difference between, 
say, a B747SP and a B747-400. The distance between the nose and the 
engine varies by around 10 metres. If you position the boarding bridge 
in the wrong place and try to park an SP where you are supposed to 
park a 400, you’d have the engine in the boarding bridge. This causes 
a fairly high percentage of errors worldwide, but our lasers measure 
the distances to make sure it’s the right aircraft and others are stopped 
immediately.”

The third reason – and the second-most common cause of accidents 
– occurs when the boarding bridge is parked in the wrong position. “The 
Safegate systems monitor its position and if it’s incorrect, refuse to start,” 
Svensson points out.

He defi nes the fourth cause of accidents as “shortcomings in the apron 
control tower”. As an example, an aircraft often stops short, leaving the 
tail in the taxiway behind. Stopping short is typically not visible from the 
tower so personnel there might give clearance for a taxi or pushback for 
the neighbouring stand, causing the wing tip to collide with the tail of the 
other aircraft.

Finally, Svensson says that the fi fth problem, which proved such a stum-
bling block for so long, has largely been resolved by improvements to the 
Safegate lasers. “Foreign objects on the apron such as passenger bags, tow 
bars, pre-conditioned air hoses or baggage trucks can cause nasty accidents. 
Our data shows that 80% of all accidents at the gate happen in this way.”

Since autumn last year, Safegate has included a product called Apron 
Scan in its top-range systems. “The laser is now capable of scanning for 
foreign objects. It’s ten times faster than in the past, and also wider, quick-
er and more accurate,” he promises.

A further development of the Safedock technology is that the latest 
models can take over some of the functions of the Surface Movement Ra-
dar (SMR) in low visibility. “In bad weather, coverage can be poor close to 
the terminal area. It’s a worldwide problem that about 200 metres from 
the gates they can lose track of the aircraft for a time, which is quite a 
scary disability. Now they don’t need to have that gap as the radar sur-
veillance and docking systems shake hands and they can hand over the 
aircraft to the docking system,” Svensson observes.

The Douglas Mu-Meter Mk6 is the world’s best selling CFME system.  With over 1000 
units sold around the world, Mu-Meter has consistently maintained its market and technical 
leadership since its launch some 50 years ago. The generated reports are displayed 
immediately via the supplied laptop computer to enable runway friction and weather 
related friction changes to be determined for the management of airfield operations.
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EUROPE’S ANSWERS

In Europe, the vast majority of major airports employ 
an automated docking system. At Manchester Airport 
– the UK’s largest outside the London region – the 
Safedock A-VDGS system is also in use. Only contact 
stands are fitted with A-VDGS, so marshallers are still 
required for remote parking and to assist if the system 
is halted by an inadvertent obstruction, pilot error, 
technical fault or maintenance task.

Chris Formby, operations director at Manchester 
Airports Group, says the airport’s system is not fully 
automated. “The Manchester set-up requires activa-
tion on stand by trained personnel. Before activation, 
the stand is checked for foreign objects and any other 
possible obstructions. Once the stand has been veri-
fied as clear of obstruction and safe for operation, it 
will be activated. The aircraft type is entered into the 
system. At this point the stand is opened and the A-
VDGS will operate.”

Formby sees a trend towards system integration 
at airports and says that Manchester is gradually 
moving in this direction. “A-VDGS is very flexible. 
At Manchester, they are already integrated with the 
air bridges as an enhanced safety measure. If the 
bridge moves during docking, the system will auto-
matically halt. It will also halt the dock if a vehicle 
inadvertently drives across the path of the aircraft 
when on stand.”

He goes on: “With the advent of airport collabora-
tive decision making (A-CDM), the systems will become 
further integrated with on-stand countdown to ‘off 
blocks’ time in order to keep the ground handlers on 
their toes and provide further information to the flight 
deck. There are many further integration possibilities 
with the system. It really can be tailored to whichever 
level you wish.” 

TECHNOLOGY ADVANCES

One of Safegate’s major rivals, Honeywell, has also 
recognised the importance of systems integration. 
Raghu Seelamonthula, Honeywell’s airports global 
marketing lead, says: “Systems integration is the fu-
ture. Airports are trying to move away from a single 
approach to a more integrated one from an opera-
tions perspective. Honeywell has delivered pioneer-
ing work already to a couple of customers where 
video feed from VDGS is augmenting the blackout 
areas of ground movement radar, especially in apron 
and gate areas.”

Like Safegate, Honeywell claims that its latest 
models offer technical advances on its previous two 
editions. “In 2012, we launched a new model featur-
ing an HDRC sensor which can capture blinding high 
beams and faint return signals from the distant air-
craft without the need for aperture or shutter control 
at a rate of 30 full frames per second. This means it 
has the ability to work in all environmental condi-
tions,” he considers.  

Honeywell’s VDGS has evolved from being a basic 
guidance system when it was launched to being an 
apron safety management system today.  Seelamon-
thula expects to see VDGS play a bigger role in the 
future as an apron turnaround manager to bring more 
predictability in operations as part of airside opera-
tions systems. He notes: “With the increasing adop-
tion of A-CDM, VDGS will be the essential link be-
tween airside and terminal operations. We see VDGS 
as both an information gathering and dissemination 
tool between ATCs, pilots, airport operations and 
ground handlers.”

Over at Dallas/Fort Worth, John Parrish has ideas 
about how he wants Safegate to develop its technol-
ogy. “I’m very happy with the product. It’s accurate 
to inches and very, very rarely goes wrong, if at all. 
The pilots are amazingly skilled and the docking 
system brings the aircraft right to the stop point 
every time.

“But, ideally, I’d like Safegate to drive towards 
more web-based, more cloud-based technology solu-
tions, which I think they are doing at the moment. 
Right now, when we expand and add a new airline, or 
go into a new space, we have to be mindful that there 
is no conflict between a particular version of inter-
net explorer, or between different versions of Citrix 
Client. More web-based systems tend to eliminate all 
those low-level technologies,” he says. 
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(A-VDGS systems) are 
already integrated 
with the air bridges 
as an enhanced safety 
measure. If the bridge 
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Safegate’s Safedock A-VDGS
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Popularity of Vestergaard’s DTS grows

Three new Vestergaard customers have signed up 
to the GSE provider’s Data Transmission System 
(DTS) network, which tracks data related to de-
icing operations such as time, aircraft, location, 
fl uid consumption, fl uid temperatures, weather, 
operator, refractive index values and truck per-
formance. Most new Vestergaard vehicles are 
now sold with this system.

Last year N*ICE, the de-icing operator at 
Frankfurt Airport, took to fi tting all its 58 Vester-
gaard Elephant® units with DTS and this past 
winter Vestergaard confi rmed that the process 
had been completed.

British Airways is meanwhile in the process 
of fi tting its 24 Vestergaard units with DTS, and 
AéroMAG 2000/United Airlines at Newark Liberty 
International Airport will have DTS on the 10 
units that are being delivered there. 

According to Rasmus Jakobsen, Vestergaard 
IT engineering manager, DTS customers benefi t 
from saving time on both operations and admin-
istration. “The DTS logs information about the 
de-icing so the operator doesn’t have to spend 
time making these notes in a log book between 
the de-icing sessions.” Thus, both the de-icing 
unit and the de-icing pad can be better utilised, 
he notes. 
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“The DTS logs information about the de-
icing so the operator doesn’t have to spend 
time making these notes in a log book 
between the de-icing sessions”

Ramsmus Jakobsen
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AeroGround and Goldair team up

German ground handler AeroGround and Greece’s Goldair Handling have 
signed a collaborative agreement that will cover the areas of 

sales and marketing, IT, joint procurement of equipment, training and 
the establishment of common operating procedures. The objective, the han-
dlers say, is to develop synergies through “standardisation and harmonisa-
tion”.

While launching with AeroGround in Germany and Goldair Handling in 
Greece, Bulgaria and Cyprus, it is expected that the alliance will be opened 
up to other local and regional ground handling companies, with the aim of 
creating a European ground handling network. 

The executive vice president of Goldair Handling, Kallinikos Kallinikos, 
comments: “We are certain that this alliance will offer to airlines (sched-
uled, charter, cargo and executive aviation) comparative advantages in the 
fi eld of service quality and competitive pricing. We fi rmly believe that the 
alliance will soon welcome new members, broadening the above advantag-
es to more airports.” 

The CEO of AeroGround, Pasler Siegfried, adds: “We feel confi dent that 
our alliance with Goldair Handling contributes the increasing demand of our 
customers towards network and multi-station marketing and sales initiatives 
on the one side, but also refl ects the airlines’ requirements for local experts, 
which are familiar with the specifi c circumstances and infrastructure at each 
airport on the other hand.”

AeroGround is a 100% subsidiary of Flughafen München GmbH, the air-
port authority of Munich Airport. Goldair Handling is a purely Greek com-
pany and operates in 26 Greek airports, two airports in Cyprus (Larnaca and 
Paphos) and two airports in Bulgaria (Sofi a and Burgas). 

And Goldair begins handling for Olympic

In other news from Goldair, on 1 December last year the company began 
providing ground handling services for Olympic Air at the following 11 Greek 
airports: Athens, Alexandroupolis, Chios, Ioannina, Karpathos, Paros, Rhodes, 
Samos, Skiathos, Thessaloniki and Zakynthos.

Demetrios Papamichael, CEO of Goldair Handling, states: “This is very im-
portant and symbolic for us and our overall penetration in the Greek market; 
fi rstly, because of the historical signifi cance of Olympic Airways, secondly for 
the expansion of our clientele portfolio in terms of network coverage and 
market share.

“We continue to expand focused constantly on our keystones: service 
quality, innovative ground handling solutions and competitive rates,” 
he notes. 

Changi breaks ground on T4

On 5 November last year, Singapore Changi Airport broke ground on the 
construction of its new Terminal 4 (T4). To be built on the site of the former 
Budget Terminal (BT), T4 will be a 2-storey, 25 metre high building with a 
gross fl oor area of 195,000 square metres.

T4 will also include, for the fi rst time at Changi, a suite of what airport 
operator Changi Airport Group calls fast and seamless travel (FAST) initia-
tives. These self-service and automated options will be offered at check-in, 
bag drop, immigration clearance and departure  gate boarding.

T4’s FAST initiatives are part of a global trend towards self-service options 
in airports and are expected to be particularly useful in Singapore, where 
there is a very tight labour market, especially in the ground handling and 
security sectors. 

With the ability to handle 16 million passenger movements a year, T4’s 
completion in 2017 will bring Changi Airport’s total annual passenger han-
dling capacity to 82 million. To support the terminal’s operations, another 17 
narrowbody and nine widebody aircraft stands are being built at a land plot 
south of Terminal 3, in preparation for increased demand for aircraft parking 
space as air traffi c continues to grow into the next decade.

A bridge across Airport Boulevard will also be constructed to enable buses 
and other airside vehicles to move from T4 to these aircraft stands. Further-
more, to facilitate the smooth movement of passengers boarding aircraft at 
the remote stands, T4 will also house a centralised departure bus lounge with 
up to nine bus bays. 

AIPUT hands over dnata City facilities

SWIP’s (Scottish Widows Investment Partnership) Airport Industrial Property 
Unit Trust (AIPUT) has delivered three new customised cargo handling fa-
cilities each of 19,045 square metres (205,640 square feet) to add to two of 
dnata’s existing premium facilities on Bedfont Road, London Heathrow.

Together, these form dnata City, Heathrow’s new landmark cargo park of 
39,020 square metres (420,000 square feet) located in the southern region of the 
airport. It is situated opposite the Heathrow Cargo Centre and has direct access 
to the airport’s Perimeter Road and motorway network of the M25 and M4. The 
new facilities, representing Heathrow’s largest pre-let to a cargo and aviation-
related operator for 14 years, are expected to be operational early this year.

Gary Morgan, CEO for dnata UK, says: “dnata City reaffi rms us as a global 
leader in the air cargo business. Our new cargo park offers our customers 
industry-leading facilities and effi ciencies to handle a variety of dedicated 
cargo from across the globe, supported by an established connection to the 
new dnata UK network to deliver full country-wide coverage.” 

Edmonton takes delivery of Striker ARRF

Oshkosh Airport Products Group, a division of Oshkosh Corporation, 
confi rmed in early December that it had delivered a Striker 6 x 6 
aircraft rescue and fi re fi ghting (ARFF) vehicle to Edmonton Inter-
national Airport (EIA) in Edmonton, Alberta. The new Striker ARFF 
vehicle joins a fl eet of Oshkosh Airport Products snow removal equip-
ment already operating at the Canadian gateway.

“An important part of EIA’s mission – and a key driver at our 
airport – is to reduce our carbon footprint, and the Striker’s low 
emission Tier 4i engine is very important to us,” comments Edmon-
ton’s fi re chief Burl Hamm. “Oshkosh also provided a comprehensive 
structural fi re-fi ghting package with true crosslays and an easy-to-
operate pump panel. These are features that neither of the alterna-
tive manufacturers we investigated could supply.”

Then, in January this year, Oshkosh announced that it had com-
pleted the refurbishment of 10 Oshkosh H-Series snow removal ve-
hicles for Kansas City International Airport. The upgraded fl eet now 
boasts 20-foot front-mounted brooms, new power units, forced air 
blower systems and LCD controls. 

“An important part 
of EIA’s mission – 
and a key driver at 
our airport – is to 
reduce our carbon 
footprint, and the 
Striker’s low emission 
Tier 4i engine is very 
important to us”

Burl Hamm

What’s new in the airside world?AIRSIDE UPDATE



WWW.AIRSIDEINT.COM  SPRING 2014 | AIRSIDE INTERNATIONAL 31

AIRSIDE UPDATE

What’s new in the airside world?AIRSIDE UPDATE

WFS wins cargo contract with 
Brussels Airlines and inks deal 
with Jet2 at Manchester

Late last year Worldwide Flight Services (WFS) and 
Brussels Airlines agreed a deal that has seen WFS 
begin handling some 280 weekly fl ights for the 
carrier at its home hub of Brussels International 
Airport. The collaboration went into effect on 1 
January 2014.

Herman Hoornaert, head of cargo for Brussels 
Airlines, notes: “The good working experience 
with WFS at other locations and the professional-
ism of the team as well as their large experience 
made us choose WFS for our cargo handling here 
at Brussels Airport.”

Marc Claesen, regional vice president for 
WFS Belgium/Netherlands/Germany/Scandina-
via, observes: “I am pleased that we have succeed-
ed in convincing Brussels Airlines that we deliver 
outstanding and cost-favourable services. We ex-
tend a friendly welcome to our new customer and 
are certain that together we can accomplish the 
ambitious growth plans both companies have in 
mind for Brussels Airport.”

And, in other news from WFS, the handler 
has won a 3-year contract to provide ramp han-
dling for Jet2.com at Manchester International 
Airport. The rapidly growing leisure airline oper-
ates nearly 6,000 flights a year from Manchester, 
one of the eight airports at which Jet2.com is ac-
tive in the UK.

WFS commenced passenger and ramp han-
dling at Manchester Airport in April 2013. Under 
the terms of the Jet2.com agreement, which was 
effective as of 1 January this year, WFS provides 
a full range of ramp services, including aircraft 
pushback and towing as well as baggage loading 
and unloading. 

Paul Mallard, vice president business develop-
ment, ground handling at WFS, comments: “This 
is a highly signifi cant contract for our Manchester 
operation. It is a major airport for Jet2.com, which 
can operate over 170 fl ights a week at the airport 
during the peak summer period. As a result we 
will be increasing the size of our team in Man-
chester to continue to enhance our reputation as 
a reliable service provider at the airport.” 

“I am pleased that we have 
succeeded in convincing 
Brussels Airlines that we 
deliver outstanding and 
cost-favourable services”

Marc Claesen

NAV Portugal turns to wind power

SEGMA, a company providing engineering and main-
tenance services, managed the installation of a 5kW 
wind turbine late last year for NAV Portugal, the Por-
tuguese air navigation services provider, at Santa Ma-
ria Airport in the Azores. The unit – manufactured 
by Evance Wind Turbines – forms part of an off-grid 
renewable energy system and the energy generated 
by this system will be used to power the instrument 
landing system (glide slope) at the airport.

NAV Portugal has air traffi c control centres in Lis-
bon and Santa Maria covering the airspace above the 
Portuguese mainland and some islands, as well as a 
vast area in the North Atlantic Ocean. 




