
Delegates from Europe’s re-
gional airlines are “delighted” to
be returning to the Greek capital
Athens this month for their
annual general assembly because
of the city’s great success as 
a previous venue, according to
Mike Ambrose, director-general
of the European Regions Airline
Association (ERA). Aside from
addressing industry challenges
and opportunities, the more than
500 expected delegates will hear
from the European Commis-
sion’s air transport director, Daniel
Calleja-Crespo, and Bryan Bed-
ford, chairman, president and CEO
of Republic Airways Holdings.

If this year’s assembly carried
a theme, it would no doubt be
the acquisition and retention of
trained and skilled staff, an issue
Ambrose describes as “funda-
mentally important.”

He estimated the capacity of
recognized training institutions
to be between 4,500 and 5,000
pilots a year, compared with
annual demand for some 7,000.
Acknowledging the industry’s
classic cycles between surplus
and shortage, Ambrose said the
current situation doesn’t relate to
capacity shortage but rather some
“regional explosions,” in terms of
low-cost carrier (LCC) start-ups
and geographic market differen-
tials, which “suck pilots away.”

The ERA leader sees an
opportunity for regional airlines

to highlight the lifestyle avail-
able to flight crews operating
smaller airliners. “LCCs clearly
take some of our pilots away,”
said Ambrose. “If you’re in the
right-hand seat of a small tur-
boprop twin, you’ll probably
see it as good for your career to
move into the same seat of an
Airbus A320. We have to sell the
[regional-airline] lifestyle: get
home every night, with no
changes to time zone or diet.”

Ambrose recognizes factors
contributing to “a lack of inter-
est” in maintenance training.
“This [career] is much more dif-
ficult to sell because the work
has to be done at night for rea-
sons of environment and de-
mand, and the hours are unsocial.”

Focus on Environment
As operators prepare to meet 

in Athens, three principal topics–
the environment, infrastructure
and regulation–dominate the 
discourse within the European
regional aviation community, ac-
cording to Ambrose. Perhaps
most urgently, the air-transport
industry needs not only to win
the environmental battle techni-
cally but also in the general pub-
lic’s perception, he said.

A so-called climate-change
camp held in August by environ-
mental protesters at London
Heathrow, the world’s busiest
international airport, had “back-

fired,” according to Ambrose,
since it provided print and broad-
cast media an opportunity to
highlight the actual performance
of the air-transport industry.

He said that growing concern
about the environment has gath-
ered momentum and been “cap-
tured” in the EC’s proposed
emissions-trading scheme (ETS).
It will likely remain the key
cause of concern for another
decade until the industry enters a
traumatic phase under which it
has to offload many passengers.

The ERA official said the
ETS, which permits the auction-
ing of unused emissions “credits”
and which airlines claim will
hold serious implications for all
operators, remains problematic.
“I can understand why Members
of the European Parliament
thought the ETS was a good
idea,” he told AIN. “The ques-
tion is, ‘Do they believe in avia-
tion?’ They must decide if they
want to support air transport sub-
ject to improved environmental
performance, or if they want to
reduce it to a minimum whatever
the industry’s [emissions].”

Ambrose said two competing
points surface at all European
aviation meetings: the first is that
net revenue from auctioning of
ETS credits should go solely to-
ward investment in research to
moderate aviation’s environmen-
tal impact; and second, that rev-
enue should go to developing
countries or to competing trans-
port modes with poorer environ-
mental performance. The latter

“seems to be what [members of
the European Parliament] want
to do [but] this does not make
logical sense,” he said.

Asserting that aviation ac-
counts for no more than 2
percent of worldwide CO2 emis-
sions, Ambrose continues to rail
against the relative lack of
attention paid to the environ-
mental effects of other modes
of transport. “Even if it were
four percent, the proportion con-
tributed by commercial ship-
ping is more than double this
amount and [the marine indus-
try] is worried it will be next on
the list [for emissions regula-
tion] because it has been order-
ing new capacity even more
quickly than have airlines,” said
Ambrose. He said shipping had
previously been somewhat pro-
tected because “a Boeing 747
flying between London and
Singapore is a more attractive

target for criticism than a con-
tainer ship plying the same route.”

Infrastructure Improvements
Meanwhile, Ambrose has

tired of hearing about require-
ments to improve European air-
transport infrastructure. “The
need is not just to talk, but to
enact the [planned] Single Euro-
pean Sky [SES],” he said.
“We’ve seen little development
and there is every indication
that the European Commission
is losing patience with protec-
tion of sovereign airspace [by
some member states].

“The EC–and ERA–support
for SES air traffic management
research [SESAR] has got to be
made to work. But unless there
are high-level decisions to adopt
and implement proposals, it will
be another expensive waste of
money,” warned Ambrose, adding
that the “paradigm shift in air-
craft separation” offered by the
SES “must be the way forward.”

Major considerations, accord-

ing to the ERA official, must
include the technology required
“to move responsibility into the
cockpit [to be] less dependent on
ground control.” Such a develop-
ment will require the participa-
tion of many entities, including
avionics manufacturers, aircraft
OEMs and training organiza-
tions. “Every part of the ‘food
chain’ must be brought into har-
mony,” said Ambrose.

“Traditional air navigation
services providers must recognize
the need for changes to technology
and procedures; air traffic con-
trol officers must become man-
agers rather than executors [in
the process] in the same way that
the airline captain is not [just]
the pilot but, rather, is the man-
ager of the entire crew including
cabin staff,” said Ambrose.

He accepts that the airline
industry should have to be tested.
“We should have to justify 

[ourselves],” said Ambrose.
Adding that in the coming year
European regionals wanted to
support the SES, he also under-
scored the win/win scenario of-
fered by increased use of
continuous descent approaches
(CDAs) to airports whenever pos-
sible. CDAs, he stressed, would
result in reduced noise, lower
emissions and less risk of mis-
takes, compared with established
stepped-approach procedures.

Ambrose does see one gleam
of light on the horizon: Euro-
pean Commission vice president
Jacques Barrot’s optimistic re-
port earlier this year. But lack of
progress in another area has
tempered his enthusiasm. “A dis-
appointment has been the Euro-
pean Commission’s failure to
implement its own principles of
better regulation,” he said.

In short, Ambrose called for
“better regulation” as spelled out
by the Commissioner and ap-
plied by the EC and all other Eu-
ropean regulatory agencies. o
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GENERAL ASSEMBLY

Issues new and old
usher return to Athens
by Ian Goold

v

v

ERA director general Mike Ambrose won’t let the “delightful” prospect of another
general assembly in Athens distract delegates from the important topics on the
conference agenda, such as environment, infrastructure and regulation. 
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v Antonov | An-148
The 80-seat Antonov An-148-100 
won type approval from Russian and
Ukrainian authorities in late February,
marking the successful completion of
the first new regional jet design in the
former Soviet Union since the fall of
the Iron Curtain. Kazakh airline SCAT
plans to take the first airplane sched-
uled for delivery from Ukrainian sup-
plier Aviant by the end of the year. At
least 10 production airplanes stand in

various stages of completion at
Aviant’s plant in Kiev, which in August
received certification from the Inter-
national Aviation Committee Aircraft
Register to proceed with serial
production, while Russian supplier
VASO continues final assembly on
two at its facilities in Voronezh, 
southwest Russia.

VASO’s status as one of the An-
148’s two final assembly contractors
has survived political tension between
elements within the Russian and
Ukrainian governments and conflicts
arising from its participation in the
Russian Superjet project, a direct
rival of the Antonov product. Not only
has Antonov granted VASO a license
to assemble the airplanes in Voronezh,
the Russian manufacturer also sup-
plies the An-148’s tail section, rear
fuselage, engine pylons and high-lift
devices. Plans to integrate Russia’s
aerospace industry under the United
Aircraft (OAK) banner include a goal
to assemble 78 An-148s at the VASO
plant over the next six years. Aviant
plans to build 34 by 2010.

August’s MAKS Airshow in Moscow
played host to some of the program’s
most recent contract signings, including
deals brokered by Ilyushin Finance
(IFC) to lease six of the airplanes 
to St. Petersburg-based Rossiya 
and three to Cuban national carrier
Cubana. Total orders will exceed 
100 once IFC and Moscow-based
airline Moscovia convert a recently
signed letter of intent calling for the
delivery of nine An-148s between
next year and 2010.

Flown for the first time in December
2004, the first An-148 and its twin
prototype flew more than 1,200 hours
over the course of two years before

gaining type approval this February.
Although by Eastern standards 

the An-148 has enjoyed fairly strong
market interest within the former So-
viet bloc, Western prospects appear
far less immediate, and will hinge on
Antonov’s ability to offer an alterna-
tive to the platform’s Progress D436-
148 turbofans. The company has
held talks with PowerJet about fitting
the new SaM146 on the An-148 and
General Electric about the CF34-10;
however, any such undertaking will
have to wait until Antonov secures
more development funding.

v AVIC I ARJ21
China’s AVIC I Commercial Aircraft
(ACAC) continues its deliberate
march toward a third-quarter 2009
introduction of the 90-seat ARJ21-
700, the first in a two-aircraft series 
of jets to include the 105-seat ARJ21-
900. Delayed by at least a year after
ACAC decided to stretch the -700’s
airframe by three feet to create more
distance between the exit doors and

engines and use more composite
materials to reduce weight, assembly
of the first airframe began in late
March in Shanghai. If all goes ac-
cording to plan, ACAC will fly the 
first prototype in March next year 
and deliver the first production exam-
ple to launch customer Shandong
Airlines in September 2009.

Eight separate ACAC-controlled
factories participate in production of
the ARJ21-700, including program
leader and final assembler Shanghai
Aircraft, fuselage and wing supplier
Xi’an Aircraft Industries, nose-section
builder Chengdu Aircraft and engine
pylon/vertical stabilizer contractor
Shenyang Aircraft.

The milestone delivery this past
March of the first sets of wings and
main fuselage sections from Xi’an
nearly coincided with the opening of an
FAA office in Shanghai to support Chi-
nese authorities’ efforts to meet
international certification standards.
U.S. suppliers hope the new office
helps smooth the process of integrat-
ing their products into the finished 
design. Some 40 percent of the
ARJ21’s components come from 
outside China, including its GE CF34-
10A turbofans and Rockwell Collins
Pro Line avionics. That proportion 
will change, however, when AVIC I 
subsidiary Shenyang Liming begins
building the engines in China under
the terms of a coproduction agreement

continues on page 82
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The European Parliament and Council of
the European Union are debating the inclusion
of aviation in Europe’s Emissions Trading
Scheme (a so-called “cap and trade” system for
CO2 emissions) under the European Commu-
nity’s “co-decision process.” Key votes are due
this month from the transport and environment
committees of the Parliament, before a plenary
session next month potentially sets its final
form in concrete if the two Community institu-
tions reach an agreement.

While the ETS came into force on Oct. 25,
2003, under Community Directive 2003/87/EC
and started to affect industries such as power
generation on Jan. 1, 2005, the legislative
instrument to add aviation came in the form of
a draft directive published by the European
Commission last December. It proposes to
include aviation beginning Jan. 1, 2011, for
intra-EU flights and a year later for flights
beginning or ending in the EU.

A Commission policy officer told AIN that
“all sectors need to contribute as [emissions
are] a big problem,” and that “aviation makes a
modest contribution now but there is signifi-
cant growth projected and no technology fixes
on the horizon.

“The directive is going through the co-deci-
sion process with 467 amendments tabled by
the parliamentarians to be voted on in mid-
September and in October–then November’s
plenary session will see the parliament take an
official position,” said the representative. “If it
is not all agreed by the council then there will
be a second reading.”

The proposal faces considerable opposition,
however. According to the Air Transport Action
Group, “ETS should be properly designed
through ICAO. This is the best way to avoid
political and legal disputes from arising when
certain states impose an ETS on foreign air-
lines without the prior consent of their state of
registry.” The EU, however, says that it cannot
wait for a global solution and has started to
press ahead regardless.

Giovanni Bisignani, secretary general of
IATA, has warned that bringing aviation within
the ETS still means that the EU must follow
ICAO guidelines (due next year). “The only way
forward is a harmonized approach,” he said.

The U.S. remains more vociferous in its
opposition. During a visit to Europe in June,
Andrew Steinberg, DOT assistant secretary 
for aviation, said that the ETS “would violate
international law and undercut international
efforts to better manage the impact of avia-
tion emissions.” 

In June Europe’s aviation industry published
a feasibility study, produced by York Aviation
with Ernst & Young, which concluded that
including aviation in the EU ETS would prove
“costly and unworkable” and that higher ticket
prices could recoup only a third of the cost to
airlines. The annual cost to European aviation,
said the report, could run as high as E4 billion.

The industry associations that commis-
sioned the report–the Association of European
Airlines, the European Regions Airline Associ-
ation, the International Air Carrier Association,
European Cargo Alliance, the European Low
Fares Airline Association and the European
Business Aviation Association–said it “con-
cludes that the European Commission’s pro-
posal in its present form will jeopardize the
long-term viability of the European aviation in-
dustry,” given that the E4 billion accounts for
more than twice the entire average profit of
Europe’s airlines over the past decade. They
also pointed to the competitive disadvantage it
would effect should U.S. carriers, and perhaps
others, manage to avoid the scheme through
successful legal challenges.

The ERA has shown broad support of an
open emissions trading scheme, but it clearly
does not support the current proposed formula.
Simon McNamara, ERA general manager for
infrastructure and environment, called ETS
“the right tool badly executed.”

The ERA believes that the Commission did
not pay enough attention to the administrative
burden in its impact assessment, although the
EC dismisses that complaint and believes that
operators have to collect only information to
which they already have access and that
third-party organizations should emerge to
help smaller operators.

Another problem for the ERA centers on the
formula for allocating permits, namely the Com-
mission’s proposal to base credits on revenue

Continues on page 84 u

ERA argues that the level of emissions
from modern regional airliners comes
nowhere close to pollution produced by
commercial shipping, for example.

Key round of voting on ETS 
could cement aviation’s role  
by Ian Sheppard

NEW REGIONAL AIRPLANES
With the advent of serious new programs
from Chinese, Ukrainian and Russian
manufacturers, regional airlines from
around the globe enjoy a range of fleet
options never before seen in an industry
long dominated by Western companies. 

An-148

ARJ21



Technical difficulties continued to dog
regional airplanes built by a financially
resurgent Bombardier last month, as no
fewer than 85 Q400 turboprops sat idle
while operators performed emergency in-
spections on their main landing gear.

Two incidents of collapsed landing gear
over the span of three days involving Scan-
dinavian Airlines (SAS) Bombardier Q400s
prompted Bombardier on September 12 to
call for the grounding of any Q400 that had
accumulated more than 10,000 landing gear
cycles. Later that day a Transport Canada
AD called for an immediate detailed visual
inspection of main landing gear retraction
actuators on the 85 or so Q400s that had
accumulated 8,000 or more landings or that
had flown in service for more than four
years. The AD also required a general visual
inspection of the left and right main landing
gear system and main landing gear retrac-
tion actuator jam nuts on all Q400s.

The latest incident happened September
12 in Vilnius, Lithuania, three days after the
right landing gear of an SAS Q400 collapsed
upon touchdown in Aalborg, Denmark,
resulting in five injuries. No injuries resulted

from the Vilnius incident, which also in-
volved the airplane’s right landing gear. The
74-seat turboprop was on its way to 
the western Lithuanian city of Palanga but
landed at Vilnius after the crew discovered
the problem while airborne.

Apart from the two damaged airplanes,
SAS grounded all 21 of the remaining Q400s
it flies under its brand, and the company’s
Norwegian subsidiary, Wideroe’s Flyvesel-
skap, grounded the four that it flies. Mean-
while, Austrian Airlines grounded eight
airplanes; Germany’s Augsburg Airways,
six; Japan Air Commuter and All Nippon
Airways grounded two and one, respec-
tively; and the UK’s Flybe, six.

In the U.S., Seattle-based Horizon Air
grounded 19 of its 33 Q400s, forcing it 
to cancel 154 flights on September 13 and
121 flights on September 14. A spokes-
woman for Horizon said that parent com-
pany Alaska Airlines would send 13 Boeing
737s to help compensate for the lost capac-
ity. Horizon expected to run a modified
schedule using the 737s until September
24, by which time it had hoped to finish all
its inspections.

Preliminary findings by Danish civil avi-
ation agency investigators indicated that
corrosion inside the actuator piston of the
airplane caused the piston to separate from
its rod end, a condition that led to the gear
collapse. If final reports confirm the early
findings, whether or not Bombardier’s main-
tenance schedule specifically calls for in-
spection of the pistons could determine its
liability for lost revenue resulting from all
the canceled flights. o

Australia’s Regional Express (Rex) will
cease operating into the city of Parkes in
response to the local government’s decision
to hike passenger taxes by 15 percent.
Within days of the September 4 announce-
ment, Parkes Shire Council offered further
talks  about the taxes, but Rex’s board has
declined to reconsider its decision, arguing
that it has already had two rounds of negoti-
ations with the local politicians.

According to Rex, it has more than dou-
bled airline passenger traffic into Parkes–
located 160 miles west of Sydney–from
13,400 in the 2000-01 financial year to
31,700 at the end of the 2006-07 period.
Over the same time frame the value of
passenger taxes the local council collects
has grown from A$100,000 to A$190,000
($82,000 to $157,000).

Rex took over services into Parkes when
the Ansett/Hazleton airline alliance collapsed.
Since then it has boosted annual capacity to
62,000 by replacing 19-seat Metro 23s with
34-seat Saab 340s.

At the same time, Rex has also an-
nounced that it will withdraw services from
Sydney to West Wyalong, although this time
the move is not due to conflict with local

authorities. The twice-weekly service was
established primarily to carry construction
workers to the new Lake Cowal gold mine,
but traffic levels have dropped off steeply
since the facility’s completion.

Separately, Rex is set to launch new Saab
340 services connecting Lismore and Bris-
bane beginning October 13. Starting with
one weekly flight, the expansion is the first
step in a strategy to connect the airline’s net-
work in New South Wales with cities in the
neighboring state of Queensland. It already
flies from Sydney to Lismore and recently
started another new service between Bris-
bane and Maryborough. –C.A.

signed by GE and AVIC I last month.
Another recently agreed upon

Western partnership will accompany
a $100 million investment from
Canada’s Bombardier, which an-
nounced at June’s Paris Air Show 
that it would help develop the ARJ21-
900’s fuselage using composite 
technologies planned for the pro-
posed C Series. For its part, ACAC
has promised to spend $400 million 
in R&D and plant construction to 
support the still theoretical C Series.

Still holding firm orders for 35 air-
planes, ACAC hasn’t landed a new
ARJ21 customer since September
2003, when it announced the launch
orders for 10 from Shandong Airlines,
five from Shanghai Airlines and 20
from Shenzhen Finance Leasing. It
has since collected MoUs from Xia-
men Airlines for six and from Shanghai
Electric Leasing for 20. The program
produced its first tangible evidence of
interest from abroad when Lao Air-
lines signed an MoU for two in July.

v Bombardier | CRJ1000 
Officially launched in late February 
on the strength of three firm orders 
for 38 aircraft, the 100-seat CRJ1000
extends Bombardier’s venerable 
regional jet line to its practical limit

and erases any ambiguity about the
company’s desire to mount a stronger
challenge to Embraer in the upper
reaches of the market segment.

Although at $46 million the
CRJ1000’s published price exceeds
that of the 100-seat Embraer E190 by
some $11 million, the two airplanes
will in practice sell for about the same
amount. Likely less attractive to major
airlines than the somewhat roomier
and longer-range E190, the CRJ1000
will weigh considerably less and,
according to Bombardier, cost 15
percent less to operate.

Of course, fair comparisons of
operating cost must take into account
mission profiles and fleet composi-
tions, and Bombardier holds no illu-
sions about the CRJ series’ target
market; regional and low-fare airlines
account for just about the company’s
entire demand estimates for some
400 airplanes over 20 years.

Still, as Bombardier has tweaked
interior configurations with each new
iteration of the CRJ, cabin comfort
and utility have improved. Previously
designated the CRJ900X, the CRJ1000
will measure 9 feet 8 inches longer
than the biggest Bombardier airplane

in production, come with larger
windows and offer more overhead
baggage space. Using a 2- to 5-
percent more powerful version of the
GE CF34-8C5s on the CRJ900, 
the newest CRJ will fly as far as
1,691 nm under optimal conditions.
Other changes include a 7.5-percent
wing area increase using trailing-edge
and wingtip extensions, stronger main
landing gear and carbon, instead 
of steel, brakes.

The airplane is scheduled to fly
next summer and gain certification in
late 2009. The CRJ1000 program will
cost the company some $300 million,
all of which will come from company
cash flow, said Bombardier president
and COO Pierre Beaudoin.

v Bombardier | C Series
Downgraded in status last year from
an imminent launch candidate to a
loosely defined study, the proposed
110- to 130-seat Bombardier C Series
gained a much needed boost over the
summer when China’s AVIC I pledged
$400 million toward product develop-
ment and construction of plants to
build the airplane’s center fuselage
section and other parts. Now Bom-
bardier needs equally serious com-
mitments from potential customers.

While Bombardier’s sales force
works at achieving that rather elusive
objective, the design continues to
evolve, with recent increases in the
use of composites in the wings and
fuselage and a decision to wait, in
essence, for further advances in en-
gine technology from Pratt & Whitney
and others. The company aims to
decide on an engine in the 23,000-
pound maximum thrust range by 
the end of this year.

Originally expected to decide
whether or not to launch the program
last year, Bombardier bought itself
more time with a decision to move 
its target for introduction from 2010 
to 2013, the year Northwest Airlines
plans to begin replacing its aged 
fleet of DC-9s. Bombardier has said,
however, that it wants orders from at
least two major customers before it
moves forward with a launch.

v Mitsubishi | MRJ70/90
Mitsubishi Heavy Industries has
established a special-purpose com-
pany dedicated to attracting the esti-
mated $1 billion it needs to market 
a proposed pair of 70- and 90-seat
regional jets. Japan’s trade ministry
has already pledged $330 million 
over four years starting next April. 
The company expects to decide
whether or not to launch the project
by next March, in time, it hopes, to
certify the 90-seater by 2012.

Mitsubishi displayed a full-scale
mockup of the airplane’s cabin at
June’s Paris Air Show, where the

continues on page 84
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Local taxes rankle Aussie’s Rex

NEW REGIONAL AIRPLANES

CRJ1000

Landing-gear
actuators focus
of Q400 probe
by Gregory Polek

Rex claims traffic to the town of Parkes doubled with
the introduction of its Saab 340s but it’s stopping
flights because of excessive taxation. 

vv

v v

continued from page 77

SAS’s Q400s gradually returned to the air last
month after an emergency grounding forced 

the cancellation of hundreds of flights.
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z Russia Puts CRJ900 on Ice
Transport Canada and Canadian government 

officials in Moscow have appealed to Russian author-
ities to issue certification for the Bombardier CRJ900,
two of which Kazan-based Tatarstan Airlines had
received this summer but may not operate until the
86-seat regional jet gains approval to fly in the CIS.
The airline, which placed a firm order for six of the
airplanes, has leased the first pair to a carrier in
United Arab Emirates in the interim. As of press time,
according to a Bombardier spokesman, the Russian
authorities hadn’t given a reason for the delay or
reported on the status of their review. He added,
however, that the Havilland Dash 8-100 and the
CRJ100 each won certification before their planned
service entry dates in the CIS. In this case, however,
the nascent Sukhoi Superjet 100 stands as a direct
competitor to the CRJ900, a fact that has raised
suspicion of political motives behind the delay.

z Lynx Caught in FAA Snare
Frontier Airlines’ new regional subsidiary, Lynx

Aviation, will not start service as scheduled on 
October 1 due to its failure to meet minimum FAA 
airworthiness standards. Frontier has arranged with
code-share partners Republic Airways and Horizon
Air to fly Embraer E170s and Bombardier CRJ700s
from Denver in place of Lynx’s Bombardier Q400 
turboprops to launch cities Wichita on October 1,
followed by Rapid City, S.D., and Sioux City, Iowa, 
on October 5. According to a Frontier spokesman, 
the reasons for the certification delay center on
“bureaucratic-type stuff,” including deficient docu-
mentation of contingency plans for information
technology failures. Frontier has taken delivery of 
two of the 10 Q400s for which it placed a firm order
last year. It had planned to add six more destinations
to the Lynx schedule by year-end.

z Hawaiian Claims Foul Play
Hawaiian Airlines claims Mesa Air Group CFO

Peter Murnane destroyed evidence that supports 
its contention that the Phoenix-based carrier used
confidential information about Hawaiian to launch 
its go! subsidiary last year. In a briefing filed in U.S.
Bankruptcy court in Honolulu, Hawaiian’s lawyer
charged Murnane with “willful and deliberate spoliation
of evidence that existed on three of his computers.”
Scheduled to have gone to trial on September 25,
Hawaiian’s lawsuit charges Mesa with violating a
confidentiality agreement it signed as a potential
investor during Hawaiian’s bankruptcy. Hawaiian
seeks monetary damages and an injunction barring
go! from selling tickets for a year.

z Comair Crash Survivor Files Suits
The sole survivor of the crash of Comair Flight

5191 in Lexington, Ky., on August 27 last year has
sued the FAA, Lexington Blue Grass Airport, chart
maker Jeppesen and the supplier of the airport’s
runway and taxiway lights, Avcon. James Polehinke–
the now disabled copilot of the Bombardier CRJ that
took off from the wrong runway, crashed and burned
in a field–claims that negligence on the part of all four
parties contributed to the accident, which resulted 
in 49 deaths. The NTSB has laid most of the blame 
on Polehinke and the flight’s captain, Jeffrey Clay,
although the investigating team did cite other factors,
such as the air traffic controller’s failure to monitor 
the airplane’s departure, out-of-date airport charts
and a missing notam that would have warned the
pilots about a construction project that changed 
the taxi route. –Gregory Polek

N E W S  U P D A T E
v

Regional airlines and politicians
hope a new European Commission
report on passenger rights expected
this month will lead to clearer rules
and more effective enforcement in
some countries. The EC has ac-
knowledged that European Union
regulations introduced to ensure
compensation and assistance for
airline passengers facing denied
boarding, flight cancellations or long
delays involve “imprecise text.”

Earlier this year, the EC promised
to work with operators and national
authorities to overcome problems
with implementation of the relevant
law, EU Regulation 261/2004, which
came into force in February 2005 and
which the ERA has called “the worst
air-transport regulation ever imple-
mented in the EU.”

In discussions with the European
Parliament and the EU Council of
Ministers, the airline lobby group
maintained from the outset that
ambiguity and lack of clarity in the
“fundamentally flawed” regulation
would lead to legal difficulties. Air-
lines claimed that the law imposed
remedies that would prove impossi-
ble to deliver.

Members of the European Parlia-
ment also have been pressing for
change–albeit sometimes as a result
of their own misunderstanding of the
regulation–leading ERA officials to
fear the EC might feel bound to
make unnecessary changes to appear
responsive. They attribute the mis-
leading EC text to misunderstanding
by members of the European Parlia-
ment that the regulation requires
airlines always to compensate pas-
sengers for cancelled services. ERA
estimates that less than 5 percent of
flight cancellations would warrant
such compensation.

For the past six months the EC has
examined the problems and worked
with European airlines and National
Enforcement Bodies (NEBs) to achieve
five objectives expected to improve
implementation of the passenger
rights regulation:
• clarification of disputed concepts,

such as “extraordinary circum-
stances” and the right to rerouting;

• better information to identify can-
celled or delayed flights;

• improved enforcement by NEBs;
• examination of airlines’ compliance,

particularly in provision of informa-
tion to passengers at airports; and

• provision of better information by
the EC.

Plans to work with industry and
enforcement bodies to improve appli-
cation and enforcement of the regula-
tion came out of an EC review
published in April following earlier
publication of a 200-page study of
the law by consultants Steere Davies
Gleave. At the time, EC officials

found it inappropriate to
adopt the consultancy’s
recommendations for reg-
ulatory changes but said
they would review that
decision after six months.
The EC also said it would
begin infringement pro-
ceedings against EU
member states if it was
dissatisfied with progress
on enforcement following
its April review.

Misleading Data 
The EC then published

a new EC poster on air
passenger rights for use at
airports and in informa-
tion leaflets aimed at cor-
recting what ERA had
previously attacked as “in-
correct and misleading
text.” After officials had
declined to discuss the
complaint, ERA brought a
charge of maladministra-
tion against the EC. Up-
holding the complaint, the
European Ombudsman
criticized the EC for failing to publish
correct information, for not reacting to
ERA’s concerns and for not apologiz-
ing for problems arising from incor-
rect and misleading information.

Earlier this year, in line with the
move toward greater consultation,
the EC sought industry comment on
its proposed passenger-rights text
before publication. To reduce the
number of proposed changes, ERA,
the International Air Transport As-
sociation and the International Air
Carrier Association collectively pro-
posed several corrections and clarifi-
cations to the EC, which adopted all
the ERA recommendations.

The increased cooperation ap-
peared to presage a better relation-
ship among all parties, but carriers
were again disappointed to discover
EC officials still misunderstood the
EU regulation when they published
“new and blatantly incorrect” passen-
ger-rights advice on their Web site in
August. The EC removed the errant
material after ERA officials pointed
out the mistake.

According to ERA air transport
policy director Andrew Clarke, the
updated information to passengers
had omitted the fact that there exist
significant exceptions to the rule
covering compensation of travelers
whose flights had been cancelled.
For example, passengers aren’t due
compensation under the regulation
if the carrier offers alternative
flights close to the original sched-
uled times, or if it can prove that
“extraordinary circumstances” led
to the cancellation.

At the request of the EC, the “ex-

traordinary circumstances” clause in
the regulation came up in discus-
sions last month between airlines
and NEBs. Clarke told AIN they
generally agreed that producing a
comprehensive list of all such poten-
tial events would prove impossible.
In addition, they came to “almost
unanimous” agreement on proce-
dures that should be adopted when
airlines claimed that an extraordi-
nary circumstance had arisen (al-
though details remain confidential
pending publication of the EC’s lat-
est review this month).

Apart from problems with inter-
pretation or enforcement of the law,
the ERA remains concerned that
the current regulation is discrimina-
tory. “Air passengers should have
the same legal rights as other trans-
port users. We can see no justifica-
tion for singling out air passengers
as being in need of legal protection
different from that provided to, for
example, rail passengers.” It says
that generic consumer protection
laws should sufficiently cover most
travelers’ needs.

Clarke concluded that “politi-
cians, the media and the public” have
focused too much on provisions for
passenger compensation when flights
have to be cancelled. “The main ben-
efit that has been overlooked is that
passengers are looked after when
their travel plans have been dis-
rupted,” he said. o

EC promises to clear the air on pax rights
by Ian Goold

European Commission vice president in
charge of transport Jacques Barrot
(gesturing) appeared at Paris Roissy Airport
as early as February 2005 to promote new
passenger rights legislation. 

v



by Ian Goold

ERA member airlines continue to ex-
press concern about proposals for a signifi-
cant overhaul of regulations governing the
region’s deregulated air-transport area. Any
European Commission (EC) changes to the
so-called “third package” rules agreed upon
by the European Parliament and the EU
Council of Transport Ministers will likely
go into effect either next year or in 2009,
according to ERA. 

If adopted as proposed by the EC’s en-
ergy and transport directorate-general, the
changes would remove outdated and unused
clauses, introduce new constraints and con-
solidate the text into a single regulation.
Nevertheless, according to ERA air trans-
port policy director Andrew Clarke,  there
remain seven key areas of particular con-
cern to regional operators:
• licensing of airlines (including provisions

for awarding, maintaining and withdrawing
operating licenses and definition of princi-
pal business places);

• bankruptcy-protection
measures for consum-
ers and employees;

• restrictions on aircraft
registration;

• restrictions on leasing
between EU member
states and severe limits
on wet leasing from
outside the EU;

• introduction of social
provisions, especially
applicable to crews
posted to other EU member states, but
which ERA believes other EU and national
laws sufficiently cover;

• changes to clauses governing public-service
obligation operations, especially on com-
plex definitions of “a regional airport”; and

• transparency of published fares (to include
all taxes, fees and charges).

On the last two points, European region-
als have welcomed withdrawal of complex
definitions of regional airports but remain
concerned that the inclusive fares could be
subject to overly burdensome requirements.

“There is still work to do on the EC third-
package changes, since the Council of
Ministers under the presidency of Greece
during the first six months of this year did
not obtain the political agreement needed to
verify the text,” said Clarke. 

According to Clarke, the Council could
adopt such an approach within months. He
added, however, that a draft text on which
the European Parliament would vote omitted
some concerns while introducing others.

“Given the significant differences be-
tween positions taken by the Council and EP,
it seems unlikely that [they will agree]
before the end of 2007,” he told ERA mem-
bers in July. o

project drew a fair amount of attention
from prospective customers and pro-
gram partners. The mockup revealed
a cylindrical shape measuring 9.5 feet
(2.9 meters) in diameter. The 90-seat
version would measure 117.5 feet
(35.8 meters) long and feature the
same 101.4-foot (30.9 meter)

wingspan planned for the 70-seater.
Mitsubishi plans to build the fuselage
out of composites it helped develop
for the Boeing 787 and use fly-by-wire
flight controls.

Rolls-Royce, Pratt & Whitney and
General Electric have all bid to supply
the airplane’s fuselage-mounted 
powerplants, a decision on which 
Mitsubishi expects to make by the
end of the year. Design targets place
range at 2,110 nm for the MRJ70LR
and 1,790 nm for the MRJ90LR,
cruise speed for both airplanes at
Mach 0.78, takeoff field lengths at
5,640 feet and 5,810 feet and maxi-
mum takeoff weights at 89,500 and
94,100 pounds, respectively.

v Sukhoi | Superjet 100
Scheduled for first flight in December
and delivery to launch customer
Aeroflot in November next year, the
airplane once known as the Russian
Regional Jet–and derisively in some
circles as the PRJ, or public relations
jet–has found its place among 
the world’s legitimate industry con-
tenders. As of press time attracting
firm orders for 71 aircraft, the Super-
jet 100 even drew a Western cus-
tomer during June’s Paris Air Show,
landing a contract for 10 airplanes
from Italy’s ItAli Airlines.

It helped, of course, that Italy’s
Finmeccanica now holds a 25-percent
stake in Sukhoi Civil Aircraft and a 
51-percent stake in a separate joint
venture under which the Italian com-
pany’s Alenia subsidiary took respon-
sibility for Superjet sales, marketing
and customer support and the supply
of composite parts. Alenia CEO Gio-
vanni Bertolone said that the partner-
ship could expand to include other
businesses within Finmeccanica 
and a potential support role for 
the EADS/Alenia-owned Avions de
Transport Regional (ATR).

Aside from Alenia, perhaps the
program’s most influential Western
partner remains France’s Snecma,
which along with Russia’s NPO Sat-
urn formed the joint venture known 

as PowerJet specifically to build the
SaM146 turbofans destined to power
both the 75- and 95-seat versions of
the Superjet 100. The partners, which
ran the first test engine for the first
time last spring, expect the 14,000- 
to 17,500-pound-thrust design to gain
certification in March.

Another fairly noteworthy partner–
program consultant Boeing–over the
summer formally agreed to give
Sukhoi access to its flight crew and
maintenance training network and
help provide parts warehousing for
foreign customers.

Along with the 10-airplane deal
with ItAli, Sukhoi counts firm orders
for 30 Superjet 100s from Aeroflot, 
15 from the AiRUnion alliance led by
Krasnoyarsk Airlines, 10 from Rus-
sia’s Finance Leasing and six from
Dalavia Far East Airways. n
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Regionals still
not sold on
‘third package’

Antonov, Xi’an To Collaborate on MA700
Ukraine’s Antonov has signed a memorandum of understanding with Xi’an

Aircraft (XAC) to help develop a new 70-seat turboprop dubbed the MA700, the
Ukrainian airframe maker confirmed last month. Antonov deputy head of market-
ing Andrii Sovenko told AIN the agreement involves a risk-sharing partnership,
details of which the companies planned to discuss during the September 19 to 22
Beijing International Aviation Exhibition.

Now engaged in serial production of the 50-seat MA60 turboprop and wings
and fuselage sections of the new ARJ21 regional jet, AVIC I subsidiary XAC plans
to pursue EASA and FAA certification for the proposed 70-seater. Xi’an Aircraft
International–55 percent owned by XAC–would finance the project through share
offerings on the Shenzhen Stock Exchange.

A so-called “clean-sheet” proposal, the MA700 would likely bear little resem-
blance to the MA60–itself a descendant of the Soviet-era An-24 re-engined with
Pratt & Whitney Canada PW127J turboprops. Since then, Antonov has developed
and marketed the 50-seat An-140 turboprop, 11 of which now fly for six different
airlines in Ukraine, Russia and Iran. –G.P.

Andrew Clarke, 
ERA air transport
policy director

Superjet 100
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ton-kilometers, which means operators who
carry more passengers get higher allowances.
This, said McNamara, discriminates against
regional operators, who might not have high
passenger load factors but serve vital intra-
EU routes, with distinct economic and social
benefits. Low-fare operators, on the contrary,
would gain an advantage–despite their high
concentration of leisure travelers. ERA there-
fore favors a system based on available ton-
kilometers, “which also better reflects the
environmental burden,” claimed McNamara.

Jasper Faber, aviation specialist for CE
Delft, the Dutch environmental consultancy
that recently performed for the EC a feasibil-
ity study titled “Giving Wings to Emissions
Trading,” said that opinion on the issue
varies widely. For business aircraft and some
regional operators, he said, the weight
threshold is “a particularly sensitive issue.” 

EBAA president Brian Humphries, for
example, says that the mtow threshold for
aircraft caught by the ETS should increase
from 5,700 kilograms to 20 metric tons.
Humphries also asserts that the proposed
benchmark to award carbon credits based on
ton-kilometers would prove “highly dis-
criminatory” and proposes the use of a
benchmark based on fuel burn and fleet age.

Nevertheless, said Faber, “I can’t see [the
ETS] going [away] …but I can see it being
postponed by a couple of years, with some
details changing–for example, to be based
on all departing flights, rather than all de-
parting and all arriving flights.

“The ICAO assembly might spoil things
if EC member states don’t maintain a united
front. Some member states could change
sides,” he warned. “The official standpoint
of ICAO and CAEP is for a global solution
for ETS, while America and Australia are
saying, ‘You can do it for EU flights but
don’t include our airlines in it.’” 

Meanwhile, many other organizations
have added their voices to the debate. Cit-
ing a report from the Tyndall Centre for
Climate Change Research at Manchester
University, Friends of the Earth has called
for strengthening the current proposals to
include aviation in the ETS. According to
center director Dr. Keith Anderson, “The
current aviation ETS proposal must be sig-
nificantly strengthened both to drive down
emission growth rates and to force the
adoption of more efficient aircraft tech-
nologies and operation.”

The report asserts that proposed CO2

permit prices must rise several-fold to offer
any real incentive and that aviation should
enter the scheme “by 2010 at the latest
because by 2012 EU aviation emissions
could be 25 percent to 60 percent greater
than 2005 levels.” o

Key round of voting on ETS
could cement aviation’s role
uContinued from page 77
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