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T
his issue kicks off with our Top cargo airports report, 
examining the performance of ACI’s 100 busiest global 
freight hubs in 2011 and some of the trends in 2012, 

interesting cargo airports outside of the top 100. It is a 

a break to read some of the other articles – or just look at the 
pictures and charts!

Whatever you do, make sure you read Michael Webber’s insightful 
analysis of North American airport cargo trends on pages 14-19. 
Mike has a tremendous knowledge of airports within this region (and 
around the world), and he isn’t afraid to express his views. And with 
North America so often leading where others follow, his penetrating 
observations have implications globally.

Megan Ramsay’s article on consolidation among air cargo 
handlers (pages 20-25) is another must-read, looking at how the 
international expansion by the likes of Swissport and WFS is shaping 
the sector, and at the implications for airlines, independents and 
overall quality. 

This month’s interviews include Mark Whitehead from Hactl (pages 
26-29), discussing the migration of the handler’s biggest and oldest 

The Outlook for 2013 article on pages 42-46 includes more than 
a dozen executives and analysts bravely sticking their respective 
necks out to give some predictions for the year ahead. My thanks 
to them and to all our editorial contributors.

We review some of the discussions from this year’s Air Cargo 
Handling conference on pages 30-32, followed by a report on one of 
the key sessions from the conference, ‘What more can airports do?’.

This issue is quite airport and cargo-handler focused, partly to include 
some of the results of a survey of cargo airports by CA&S. However, 
future issues will also include dedicated sections from the perspectives 
of airlines and forwarders, along with focus pieces on IT, HR, GSE and 
property – all with a focus on the airport cargo environment. 

We always welcome constructive feedback and suggestions 
for future articles, and I am keen to publish articles written by 
industry members and analysts, so please let us have your ideas 
and proposals. Thanks also to our advertisers in this issue and over 
the past year. I know it is tough out there, and your support for the 
magazine and its editorial efforts on behalf of the air cargo sector is 
much appreciated.
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W
hile air freight 
began the year in 
positive territory in 
2011, a sustained 
decline was 

apparent from May onwards in the low 
single-digit percentage range, which 
only eventually began to level off in 
December. Overall, the global air freight 

0.1%, although the results were mixed 
from region to region. 

experienced declines of 1.5% and 0.6% 
respectively, while the rest of the world 
– notably parts of Africa, Latin America 
and the Middle East – saw some gains 
in their respective regions. Remarkably, 
despite the economic woes in Europe 

sovereign-debt default and austerity, 
the net result for the major European 
airports participating in this report was 
an overall gain of 1.2% in the volume 
of air freight, boosted by increases 
from integrator hubs.

Some of the economies within Africa 
and the Latin America-Caribbean 
region have remained relatively 
unfettered by the slowdowns in the 
northern regions. Latin America-
Caribbean airports, for example, saw 
overall cargo growth of 6.1% last year, 
and certain airports in sub-Saharan 
Africa recorded strong growth, notably 

Africa last year limited the growth of 
the continent’s air cargo to just 0.3%. 

Airports in the Middle East, a strong 
cargo growth region for much of 
the last decade, recorded relatively 
weak growth of just 1.6% last year, 
despite Middle East-based airlines 
themselves reporting a 8.2% increase 
in freight-tonne kilomentres carried, 
and their available FTKs growing by 
13.9% in 2011.  

Some of the factors involved are 
discussed in the next few pages, in an 
examination of the performance of the 
various airports.Cargo Airports 

& Services has 
partnered with 

Airports Council 
International to 

bring you a review 
of the top global 

cargo airports’ 
performance in 

2011 and 2012, with 
analysis by ACI, 
Will Waters and 

Ian Martin Jones

A very cyclical 
business

Month by month comparison with same month previous year
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geographic location between the manu-
facturing powerhouses of the East and 
the consumer markets of the West, and 
from its ever-expanding home carrier, it 
suffered last year from the weakened de-
mand in the US and Europe for air freight-
ed products from Asia.

new longer-range aircraft, it remains well 
-

ity to connect cargo between any two 
points on the globe, not just connectiv-
ity between East and West, including, in-
creasingly, between Asia and Africa.

This ability to tranship air freight through 

drive business at the other big airports in 
the Gulf region as well where the local car-
rier is strong and in an expansion mode. 

In Qatar, 26th-placed Doha Interna-
tional Airport – home of Qatar Airways 
– registered volumes up by 14.2% for the 
year and Abu Dhabi International Airport 
in 42nd place, the hub for fast-growing 
Etihad Airways, had another strong year 
with a 10.3% improvement in 2011.

The two main airports in Saudi Arabia 
also saw solid increases, driven forward 
by an on-going programme to improve 
their cargo facilities and the expansion of 

now numbers 13 mixed B747 and MD-11 
all-cargo aircraft. With a 15% increase in 
air freight volumes in 2011, King Abdulaziz 
International in Jeddah at 79th position, 
up from 83rd in 2010, vies with Riyadh’s 
King Khaled gateway at number 80, 

But in Middle Eastern countries where 
the home carrier is not in such an ex-
pansive mode – notably Bahrain in 70th 
position, and Kuwait (99) – the cargo 

-
umes dropped by 11.5% year-on-year 
and Kuwait’s were down by 6.3% in 2011, 
although Bahrain’s economy was also af-
fected last year by the political unrest in 
the country.

Sharjah International Airport saw cargo 
plummet by 14% year-on-year. The gate-

overwhelming theme of any analysis of 
the top runners for the last two years, there 
has been growth – or recovery – overall.

Top 10 performers

In number one position for the second 
year running is Hong Kong International 
Airport (HKG), despite a 4.6% fall in its air 
cargo volumes, due to a drop in export 
demand from its major destination mar-

follows an unprecedented year of cargo 
improvement in 2010 for HKG, when 

reign of Memphis International Airport at 
the top of the ACI’s world rankings, thanks 
to the surging exports from China’s Pearl 
River Delta at that time, while Hong Kong-

had overtaken Seoul-based Korean Air as 
the world’s largest international air cargo 
carrier. 

Volumes at Memphis stayed complete-
-

fered a rare stalling of its usually relentless 
air express expansion.

place to 7th, its internally driven demand 
for project cargo greatly reduced by the 
emirate’s own internal economic blip. 

A year in review

Although there was a minor jock-
eying for position by the world’s 
leading air cargo gateways in 

2011, the top 40 positions in the Airports 
Council International (ACI) list of top 
cargo airports for the year remain roughly 
the same as they were for the previous 

around the world. 
-

est top 20 achieved double-digit growth 
in 2011, whereas all but two – Memphis 
and Beijing Capital – had registered big 
double-digit improvements in 2010, when 
the heady days of global economic re-
covery were being forecast perhaps a 
little too early. 

Several airports in the top 20 recorded a 
fall in air freight volumes for 2011, but these 

-

International Airport, where a 10.3% de-

caused by the March 2011 earthquake 
and tsunami in the north-east coastal re-
gion of Japan, as much as the economic 
problems in Europe and the US.

However, on an upbeat note, none 
of the airports saw its cargo volumes fall 
anywhere near as much as they had in-
creased in 2010 – so, while volatility is the 
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Rank REG AIRPORT CODE Total Cargo 2011 
(metric tonnes)

Total Cargo 2010 
(metric tonnes)

1 ASP Hong Kong, 
China Hong Kong Hong Kong International Airport HKG 3,976,768 4,165,852 -4.5%

2 USA Memphis Tn Memphis International Airport MEM 3,916,410 3,916,811 0.0%

3 ASP China (People’s 
Republic Of) Shanghai Pudong International Airport PVG 3,085,268 3,228,081 -4.4%

4 USA Anchorage Ak Ted Stevens Anchorage  
International Airport 2,543,105 2,646,695 -3.9%

5 ASP Korea (Rep Of) Incheon Incheon International Airport 2,539,221 2,684,499 -5.4%

6 EUR France Paris Aéroport De Paris-Charles De Gaulle CDG 2,300,063 2,399,067 -4.1%

7 MEA United Arab 
Emirates Dubai Dubai International Airport DXB 2,269,768 2,270,498 0.0%

8 EUR Germany Frankfurt Flughafen Frankfurt/Main FRA 2,214,939 2,275,000 -2.6%

9 USA Louisville Ky Louisville International Airport SDF 2,188,422 2,166,656 1.0%

10 ASP Japan Tokyo 1,945,351 2,167,853 -10.3%

11 ASP Singapore Singapore Singapore Changi Airport 1,898,850 1,841,004 3.1%

12 USA Miami Fl Miami International Airport MIA 1,841,929 1,835,797 0.3%

13 USA Los Angeles Ca Los Angeles International Airport LAX 1,681,611 1,747,629 -3.8%

14 ASP China (People’s 
Republic Of) Beijing Beijing Capital International Airport PEK 1,640,247 1,551,471 5.7%

15 ASP Chinese Taipei Taipei Taiwan Taoyuan International Airport TPE 1,627,463 1,767,075 -7.9%

16 EUR United Kingdom London Heathrow Airport LHR 1,569,449 1,551,404 1.2%

17 EUR Amsterdam Amsterdam Airport Schiphol AMS 1,549,686 1,538,134 0.8%

18 USA John F. Kennedy International Airport JFK 1,348,992 1,356,404 -0.5%

19 ASP Thailand Bangkok Suvarnabhumi International Airport BKK 1,321,853 1,310,146 0.9%

20 USA Chicago Il Chicago O’hare International Airport ORD 1,311,622 1,376,552 -4.7%

21 ASP China (People’s 
Republic Of) Guangzhou Guangzhou Baiyun  

International Airport 1,179,968 1,144,456 3.1%

22 USA Indianapolis In Indianapolis International Airport 971,664 1,012,589 -4.0%

23 ASP Japan Tokyo Tokyo (Haneda) International Airport 873,255 818,806 6.6%

24 ASP China (People’s 
Republic Of) Shenzhen Shenzhen Bao’an International Airport SZX 828,375 809,125 2.4%

25 USA EWR 813,209 855,708 -5.0%

26 MEA Qatar Doha Doha International Airport DOH 808,099 707,831 14.2%

27 EUR Germany Leipzig Flughafen Leipzig/Halle LEJ 743,983 638,491 16.5%

28 ASP Japan Osaka Kansai International Airport KIX 742,977 759,278 -2.1%

29 EUR Germany Cologne Cologne/Bonn Airport 726,257 644,024 12.8%

30 ASP Malaysia Kuala Lumpur Kuala Lumpur International Airport KUL 694,311 694,296 0.0%

31 ASP India Mumbai Chhatrapati Shivaji International Airport BOM 681,265 671,237 1.5%

32 EUR Belgium Liege Liège Airport LGG 674,360 639,669 5.4%

33 USA Atlanta Ga  
International Airport ATL 663,162 659,129 0.6%

34 EUR Luxembourg Luxembourg Luxembourg-Findel  
International Airport LUX 656,931 705,371 -6.9%

35 USA Dallas/Fort Worth Tx Dallas/Fort Worth International Airport DFW 654,415 711,646 -8.0%

36 LAC Colombia Bogota Aeropuerto Internacional El Dorado BOG 617,467 526,844 17.2%

37 ASP India Indira Gandhi International Airport DEL 593,483 594,452 -0.2%

38 ASP Indonesia Jakarta Soekarno-Hatta International Airport CGK 582,088 523,350 11.2%

39 EUR Turkey Istanbul Atatürk International Airport IST 513,935 466,553 10.2%

40 LAC Brazil São Paulo Guarulhos International Airport GRU 497,087 430,850 15.4%
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90th spot after enjoying a spectacular 
60.3% jump in its cargo volumes for 2011, 
handling 233,143 tonnes. More than 80% 
of the total was attributable to services by 
integrators FedEx and UPS.

On the South American continent, nor-
mally a roller coaster ride for the air freight 

two of the major gateways in 2011, along 
with more modest growth elsewhere. At 
36th spot, Bogotá’s El Dorado International 
Airport was up by 17.2% year-on-year in 
2011 and São Paulo Guarulhos saw a 15.4% 
improvement at 40th position. Elsewhere in 
expanding Brazil, 78th place Campinas-Vi-
racopos managed 5.1% growth to almost 
268,000 tonnes.

Peru’s Lima Jorge Chavez International 
saw a 5.5% rise taking it into 73rd posi-
tion, while Mexico City managed a 4.5% 
increase to 415,000 tonnes, taking it up 
three places to 53rd.

China’s ‘Go West’ impact

-
al freight gateways serving the China 
mainland – Hong Kong and Shanghai Pu-
dong – decreased by around 4% each, 
what does show in the lower part of the 
ACI list is the continuing headway being 
made by some of China’s inland air gate-
ways as the country continues to promote 

-
dustry away from the increasingly expen-
sive coastal strip to inland areas where 
the cost of labour and land prices are 
substantially lower – and that offer other 
incentives to manufacturers to relocate. 

Although their growth levels were gen-
erally much lower than the previous year, 
demand for air freight services to supply 
these new manufacturing centres and 
speed their high-value goods to market 
still helped cargo at Chengdu Shuanglui 
rise by 10.5% to more than 477,000 tonnes 
(45th), Hangzhou Xiaoshan by 8% to 
306,000 tonnes (64th), Xiamen Gaoqi by 

by 5.3% to 246,000 (86th), while the world’s 
biggest metropolitan area is served by 

operating widebody aircraft to drive vol-
umes and a local air cargo executive de-

through the sea port as “having dried to 
a trickle”, pushed down by falling export 
levels and air freight prices from the Far 
East countries, and restricting the charter 
opportunities for local freighter operators. 

Also straddling Europe and Asia, Turkey 

continent, with Istanbul Ataturk register-
ing 10.3% growth in 2011, building on 
the 22.4% growth the previous year, as 
Turkey’s economy continues to expand, 
while Moscow’s Sheremetyevo Airport 
achieved 37.5% growth to 304,000 tonnes, 
leap-frogging to 65th in the world ranking. 

Running flat with blips

The major airports in Europe and the US 
generally experienced a pretty glum year 
in 2011, although there were a few bright 
exceptions, particularly in Germany, 
where exports remained strong. Leipzig/
Halle achieved a very healthy 16.5% im-
provement in air freight volumes, thanks 
mainly to DHL Express’s commitment to 
the airport, placing it 27th in the ACI list – 
two places above Cologne/Bonn airport, 
which enjoyed a 12.8% rise. 

A long way down the list in the num-
ber 94 spot, Germany’s Frankfurt-Hahn 
International Airport notched up a 33.3% 
year-on-year gain. It now sits one place 
higher than Vienna, which was the worst 
hit of the major European airports in the 
ACI ranking with an 8% decrease.

gateways continued to suffer as the eco-
nomic gloom continued to depress con-
sumer spending, although the integrator 

Kentucky International Airport posted a 
29.7% improvement, but this was driven 
entirely by its new role as DHL’s main US 

across the world, handling some 92% of 
the integrator’s air freight volume in the 
US. This put the gateway at 44th in the 
rankings, up from 58th in 2010. Utah’s Salt 
Lake City International Airport made its 

Airports under the 
spotlight
Hong Kong International Airport 
(HKG) – 1st in 2011 with 3,976,768 
tonnes (-4.6%)

Cargo volume at Hong Kong declined by 
4.6% in 2011 compared to 2010, “due 
to the weakening global trade situa-
tion amid the European sovereign debt 

1.9 million tonnes, down by 0.9%. 
Although the airport in May recorded 

more than a year, with volumes up 1.1% 
to 333,000 tonnes, volumes in June 

Ted Stevens Anchorage International 
Airport (ANC) – 4th in 2011 with 
2,543,105 tonnes (-3.9%)

Anchorage climbed one place in the top 
100 rankings despite weakened volumes 

by 3.9% last year to 2.54 million tonnes, 
as Korea’s Incheon dropped into 5th 
place thanks to a 5.4% decline in its 
cargo volumes. However, Anchorage has 
seen volumes drop by around 10% or 

global recession”, according to airport 
manager John Parrott.

Amsterdam Airport Schiphol (AMS) – 
17th in 2011 with 1,549,686 tonnes 
(+0.8%)

Amsterdam Airport Schiphol ended 

handled, compared to 2010, retaining 
its third place among Europe’s cargo 
airports, and its 13.9% market share 
among Europe’s top 10. It was the Far 
East that held back otherwise strong 

Osinga, with exports down 7.3% and 
imports down 12.9%. 2011 began prom-

growth over 2010, and to be the only 
airport with a positive result among Eu-
rope’s top 3 cargo gateways,” he adds.

a weak start to the year (January was 
-

tually 0.4% up,” notes Osinga. “We have 

whole, but Asia (our biggest market) is 
actually up 2.9% at present; that’s a 

taken with anecdotal industry evidence, 
suggests the year may end up equalling 
2011 or slightly better.”
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Leipzig/Halle Airport (LEJ) – 27th in 
2011 with 743,983 tonnes

DHL’s European hub and the home 

airline AeroLogic, Leipzig/Halle Airport 
-

in 2011. Freight volumes are continuing 
to register double-digit growth this year 
too. The airport handled more than 

previous year. 

tonnes this year, underscoring its 
position as Germany’s second-largest 

Brussels National Airport (BRU) – 
50th in 2011 with 430,496 tonnes 
(-2.4%)

Unlike most airports, Brussels had a 
slow start to 2011 but good results in 

-

we are managing to keep more cargo at 

it trucked to other hubs,” notes Steven 

Airport Company. “So we are taking 
back some lost market share, which was 

cargo business unit. However, we had 
not expected these positive results that 
quickly (the business unit was created 

down in Europe due to the crisis.”

Liege Airport (LGG) – 32nd in 2011 
with 674,360 tonnes (+5.4%)

Home to TNT Express’s main global 
air hub, Belgium’s Liege Airport ended 
2011 with a new record in cargo vol-
umes. However, “global market trends” 

Munich Airport (MUC) – 66th in 2011 
with 303,655 tonnes (+5.9%)

Growth at Munich Airport continued 

Germany, and especially Bavaria, still 

2010 and 2011 and leading to an all-
-

500,000 tonnes, up 4.5% year on year. 

‘Sluggish’ first half of 2012

Chongqing Jiangbei International Airport, 
where air freight soared by 21.4% in 2011 
to 237,000 tonnes, taking it to 88th place, 
up from 95th in 2010.  However, remote 
Kunming in the southwestern province 

(0.4%) to 272,000 tonnes, causing it to slip 
from 72nd to 77th place. That compares 
with 5.8% growth in 2010.

Back in China’s coastal region, Shenz-
hen’s Baoyan International Airport man-
aged to climb one place to 24th posi-
tion on the basis of 2.4% growth, but the 
grounding of the six B747-400 freighters 

Cargo International in the last days of the 
year had yet to register its impact on the 

The slowdown in air freight volumes 
from the Pearl River Delta region is illus-
trated dramatically when comparing 
Shenzhen’s 2.4% growth in 2011 with the 

-
by Guangzhou remained static at 21st in 
the table, despite registering 3.1% growth, 
although that compares with the 19.8% 
growth it recorded in 2010. Shanghai’s 
Hongqiao airport shared a similar experi-
ence to its giant neighbour Pudong, with 

volumes sliding by 5.5% to 454,000 tonnes 

Including Hong Kong, China had 12 
airports in the global Top 100 in 2011, the 

region as a whole, the world’s biggest re-
gion in terms of airport cargo tonnages, 
has 32 airports in ACI’s top 100.

Elsewhere in Asia, Vietnam continued 

as an alternative manufacturing location. 
-

istered growth of 16.2%, with its 252,000 
tonnes taking it to 82nd in the list, up from 
89th in 2010. Meanwhile, Indonesia’s 
growing importance as a manufacturing 
base and an emerging economy was 
underlined by the continued growth at 
Jakarta’s Soekarno-Hatta International 
Airport, which registered growth of 11.2% 
to 582,000 tonnes, consolidating its 38th 
position in the 2011 list. This followed an 
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signs of a recovery with an increase of 
4.4%, while overall growth continued 
to and from the airports in the Latin 
America and Caribbean region, where 
volumes were up by 1.8%. Volumes to 
and from Africa’s airports, meanwhile, 

although the Africa data is based on a 
relatively small sample. 

The picture has been broadly similar 

-
gion declining by 1.3%, while Europe’s 
airports reported a 3.3% decline in inter-

airports experienced a 1.9% drop in 

months of 2012. 
However, the story at individual airports 

remains highly variable within the various 

W ith business and consumer 

in many parts of the world, 

by 1.1%, according to an initial survey by 
ACI of airports representing 70% of total 

particularly European airports caused 
international air freight volumes to de-
crease by 1.3% while domestic volumes 
were up by 0.2%. Overall volumes to 
and from airports in Asia were down by 

while volumes to and from European 
airports declined by 3.7% year-on-year. 

The Middle East region has showed 

But 2012 has been more challenging 

volumes down 4.4 % to 146,034 tonnes 

in respect to the previous year, but all 
the same it is above 2010 levels and 
ranks as the second-best in the his-

months,” observes the optimistic Bar-

research department.

East Midlands Airport: 68th in 2011 
with 301,229 tonnes (-1.8%)

Relying predominantly on the express 
carriers, the UK’s East Midlands Airport 

increase on the same period last year.

Hahn – 94th in 2011 with 222,836  
tonnes (+33.6%)

Germany’s Hahn Airport had an 

airlines, but particularly newcomer Air 
Cargo Germany, which uses Hahn as 
its main hub. However, 2012 has been 

year almost being reversed. 

-
ing transit cargo,” observes spokeswom-

still well above 2010 levels,” she adds. 
“2011 was an extraordinary strong year 

Outside the top 100

Chicago Rockford International Air-
port (RFD) – 215,000 tonnes (+15%)

customer UPS caused cargo volumes 
to grow by more than 15%, despite the 

-

weight, which is the basis upon which 

cargo airlines, would have been up 4%. 

Manchester Airport – 109,136 tonnes 
(-6.8%)

The UK airport described 2011 as 
“a challenging year against the 
rapid growth rates experienced in the 

increase of 17.3% the previous year.
While otherwise increasingly vibrant 

India can boast four cargo gateways in 

growth in 2011, with Bangalore’s 5.4% 
growth by far the best of the bunch, al-
though it still slid two places from 90th in 
the 2010 list. Mumbai (31st) managed 

Chennai (57th) both registered slight de-
clines, of 0.2% and 2.9%, respectively. 

Over in Africa, Johannesburg’s OR 
Tambo gateway in 60th position saw a 
17.4% increase in cargo handled, while 

Airport was up by 25.4% for the year. But 
the only other African airport to make 
the top 100, Cairo International, saw its 
volumes slide by 9.8% to 280,000 tonnes, 
hampered by the country’s political and 
economic challenges last year, dropping 
11 places to 74th.

whole in 2011 failed to match the solid 
growth experienced by the passenger 
airline business worldwide, which grew 
by around 5% last year, largely driven by 
growth at airports in emerging econo-
mies, there is still a correlation in certain 
markets. For example, Istanbul Ataturk 
and Moscow Sheremetyevo airports both 
achieved double-digit cargo growth 
and are also among the fastest-growing 
passenger airports, each registering 16% 
growth in 2011, and Jakarta’s Soekarno-
Hatta International Airport achieved 
19.2% growth in passenger volumes.

While this correlation is in part a func-
tion of general economic growth and the 
availability to cargo of passenger aircraft 
belly capacity, local circumstances can 
also contrive to create a strong mismatch 
between passenger and cargo growth. 

-
ger growth was in strong contrast with the 
airport’s 0.2% decline in air cargo volumes, 
and 12% growth in Bangkok’s passenger 
numbers far outstripped the airport’s 0.9% 
increase in cargo tonnage, although the 

-
gion in the latter part of 2011. 
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countries and regions. Guangzhou, for 
example, reported international volumes 

of 2012, while neighbouring Hong Kong 
saw cargo decline by 0.9% within the 
same period. In south-east Asia, Singa-
pore Changi has seen volumes slide by 
1.3% within the same period, while Bang-
kok saw a 7.2% increase in international 

-
ternational volumes grow by 4% in the 

a decline of 6.5%. Meanwhile, Korea’s 
Incheon saw international volumes slide 

reported a slide of 7.7%. 
In Europe, Frankfurt and Luxembourg 

months, down 12.2 and 8.4% respective-
ly, while the DHL Express hub Leipzig has 
experienced continued strong growth, 
up by more than 16%. And over in the 
US, Latin America hub airport Miami 
achieved international volume growth 

Europe-facing JFK saw a 14% decline, 

were replenishing their inventories 
-

cantly higher”.  

“marginally down when compared to 
the same period last year”, although 
the airport said it was expecting a 
more-pronounced Christmas peak 
season than last year. It also noted “a 

bellyhold cargo capacity that exists 
with our resident long-haul and hub 

costs in particular”.

 

Huntsville International Airport 
(HSV) – 93,000 tonnes (+32%)

Americas, Huntsville International 
Airport (HSV) had a record-breaking 

previous record, set in 2007. In com-
parison, North American international 
air cargo volumes declined by 1% in 

consistent with 2011 levels.    

Manston Airport (MSE) – 27,964 
tonnes (-1%)

The southern UK airport experienced 

Cargo Germany.

About the ‘Top cargo airports report’
The ‘Top cargo airports report’ was 
compiled using data supplied by Airports 
Council International. The Top 40 
ranking list was extracted from ACI’s 

additional charts and analysis came 
from ACI’s ‘FreightFlash’ and ‘PaxFlash’ 

analysis and overview text was written 
by Will Waters and Ian Martin Jones. 

Airports Council International’s full  

 
www.aci.aero/publications

 

and industrial Chicago managed 2.8% 
international growth.

from a stronger performance in June, 
particularly from Europe’s and Asia’s 
airports. Global volumes increased 
1% year over year, with international 
freight volumes increasing by 1.5% 
while domestic volumes remained up 
by 0.2%. 

But while leading freight hubs in Asia 
rebounded from several months of traf-

June, and international freight volumes 
to and from Europe were fraction-

America continued to experience de-
-

airport, achieved growth of 3%, eight 
of the top ten major freight airports in 

American airports were down by 1.5%. 
Having experienced the roller-

coaster ride of the last few years, talk 
of any kind of lasting global air freight 
recovery, therefore, certainly seems 
premature. 
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A
nnually, Airports Council 
International (ACI) 
releases rankings of 
airports on the basis 
of passengers, cargo 

these statistics were anticipated with 

improved their relative positions within 

in the US in recent years, improving 
an airport’s standing has been more 
a function of descending less rapidly 

(CY) 2011, ACI-North America (ACI-
NA) reported that its top 50 cargo 

Disturbingly for anyone predisposed to 
positive numbers, the small decrease in 
CY 2011 was an improvement over the 

American airports experienced air car-
go growth that encouraged airport op-
erators – often partnered with commer-
cial real estate developers – to develop 
dedicated facilities and infrastructure to 

medium-sized markets hosted most (if 

not all) of the prominent cargo carri-

passenger carriers still carried substantial 
amounts of freight and mail on wide-
body aircraft serving domestic routes 

Non-integrated, all-cargo airlines like 

cargo demand drivers began to falter 
in the US and then the aftermath of 

wars and unprecedented fuel costs 

before its forwarding operations (Menlo) 

the extent allowed by US regulators, 

Airborne Express, closing redundant sta-

altogether from the US domestic express 

(CVG) express hub in favour of the for-
mer Airborne all-cargo airport at nearby 

Bahn (the German rail operator) and 

Michael Webber 
analyses trends 

across North 
America’s cargo 
airports over the 

past decade, and 

the direction they 
are heading 

Facing a certain future



Miami International Airport is unveiling ASIP4, our newest and most rewarding incentive program 

ever!** New landing fee incentives will be offered for freighter routes from Asia, Africa, Europe and 

the Middle East /Gulf Region, featuring extensive two-year benefits packages for new and expanded 

freighter services from BRICS and Asia-Pacific markets. Plus, new marketing, promotional and media 

benefits for all new cargo services benefiting from our new ASIP4. 

Contact us today at: marketing@miami-airport.com

WE NOW OFFER YOU ONE MORE

WITH ALL OUR AIR CARGO SUPERLATIVES,

OUR BEST INCENTIVE PROGRAM EVER!

MIAMI INTERNATIONAL AIRPORT
Gateway to Miami, to Florida and to the Americas
www.miami-airport.com

**ASIP4 offer subject to approval by Miami-Dade Board of County Commissioners due October 15, 2012   

USA’s Top International Freight Airport

Top Cargo Gateway to Latin America & Caribbean

Global Top 10 International Freight Airport

Leading US Airport in Perishable Products Imports

Leading US Airport in High-Tech Exports



&

Integrators: FedEx and UPS

While airports moved 
within the rankings, 
the composition of 
the top 20 North 
American cargo air-
ports remained rela-
tively consistent, ex-
cept for airports that 

As it has been for decades, North 

-

Between CY 2000 and 2011 (inclu-

did not trickle down to regional hubs, 
-

Greensboro grew, having opened during 
the period, but remains small enough that 

-
-

nage, which fell by almost half between 

Anchorage owes its #2 ranking to 

freighters, but is also a cargo transfer sta-

International Airport 
System has an effort 
underway to incen-
tivise more carriers 
to use its airports for 
distribution, including 
transfer rights unavail-
able at airports in the 

followed a similar 
trajectory to that of 

between CY 2000 and 2011, double-

regional hub in Rockford, Illinois but 

Rockford likely would rank in the upper 

Atlantic hub at Columbia, SC missed 
the top 50 and only accounts for about 

Apart from the two national hubs, the 
-

ports suffered setbacks comparable to 

fuel costs and superior growth abroad, 
as well as reliable infrastructure widely 

both integrators’ fastest-growing busi-
ness segments were deferred-delivery, 

International Gateways

While ten of North America’s top twenty 
cargo airports in CY 2011 were hubs and 

gateways for passenger and all-

– are integrators’ regional hubs and 

Unlike integrator hubs Memphis and 

its own dedicated air operations in late 

Worldwide’s former air cargo hub, 

airport in North America in 2000 to #101 

formally terminated its hub, annual 
cargo had already fallen by more than 

Ohio airport – the former Airborne hub in 
Wilmington – did not report tonnage to 

hub closings had the most devastating 

effects were felt throughout the carriers’ 

Compounding vacancies for those 
managing on-airport cargo facilities, 
belly cargo carriers were negatively 

all but eliminated wide-body aircraft 
on domestic routes, trucking often 
replaced domestic air transport and 
feeder routes connecting international 

belly cargo fell, third-party handlers ac-
commodated multiple airlines in space 

-

Northwest by Delta created even more 



www.aci.aero/publications

OVER 1,400 
AIRPORTS

MORE THAN 
150 COUNTRIES

2011 WORLD AIRPORT  TRAFFIC REPORT

Keeping you abreast of the latest analysis, 
trends and data in airport traffic

Now 
available for 
sale on our 

website
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-
gle carrier, and the mostly tech-stop 
Anchorage, the next four largest US 
cargo airports are international gate-
ways characterised by great diversity of 

(ORD) have shifted rankings in the last 
decade and have substantial differenc-
es between them but as a group, the 
four airports so dominate international 
air cargo that most useful comparisons 

Not for lack of trying, major gateways 

International Airport still only accounts 
for about half the annual tonnage of 

Any aspiring competitor to these airports 
must contend with forwarders’ self-inter-
ests, driven not by any sentimental loy-
alty to the legacy hubs but by incompa-
rable network connectivity manifested 

international destinations served 
by multiple carriers and mixes of 

US gateway so dominates a re-

superior service to Europe and 
-

national gateways, only MIA 
experienced growth (less than 

and 2011, while the other three 
suffered double-digit cumulative 

Depressingly for would-be alterna-
tives, the last decade provided the 
four dominant gateways with a buffer 
against what had been projected as a 
rendezvous with absolute capacity lim-

and Chicago have completed planning 
for long-term air cargo improvements in-

Chicago and Miami have already ap-
proved development partners for near-

depends more on the oil and natural gas 

its former hub carrier Continental Airlines 

from foreign carriers (particularly those in 

United Airlines has been rocky initially 
and locals are wary of United’s commit-

Of the remaining North American top 

Dulles (IAD) followed trajectories mostly 
consistent with other US airports, but San 

which was – by a great margin – the worst 
of any current airport in North America’s 

the dominant California gateway after 

was passed several years 
ago by integrator-preferred 

Moreover, as much of the 
software industry went 
from tangible products to 
downloads, the demand 

Beyond North America’s 
top twenty cargo airports, 
most of the remaining US 

airports in particular have suffered simi-

integrators’ regional hubs inevitably had 
derivative effects at the feeder markets 

losses were attributable to a lack of air-
port capacity but on the contrary, the 
industry consolidation has left unprece-
dented surpluses of on-airport cargo fa-

But there are success stories none-

United (formerly Continental) passenger 
hub, as well as several international pas-

of international gateways has been 

tonnes in 2011) and American hub 

followed an almost identical path, with 

the expansion of Delta’s international 

the loss of its own former Delta hub 
and the contraction of its American 

growth of international cargo helped 
reduce the effect of plummeting 

Canadian airports generally fare 

* Newark (EWR), Dallas/Ft. Worth (DFW) and Philadelphia (PHL) are 
regional integrator hubs and international gateways.
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that the airport attributed to a local 

base number and the larger aircraft is 
a B-727, yet local enthusiasm for cargo 
growth and the modest ramp expansion 
responding to it is something of a relief 
to industry observers already tired of 
empty rhetoric from self-deluding airport 
operators that can scarcely interest an 

Memphis but already believe they are 

been undertaken with a discipline that 
compares favourably to the over-the-
top declarations made by other aspiring 
international cargo hubs with far less 

cargo horizon is likely to be limited to 

example of the kind of organic growth 

where the Airport Authority recently 

million expansion of cargo ramp in 

welcomed news that Singapore Airlines 
Cargo would operate freighters to Sao 

and onward to Europe on round-the-

Indianapolis attracted freighter service 
from Cargolux to serve the region’s 

hub Rockford International Airport – 

to expand its reach by attracting 

airport’s operator reports receiving 
favourable feedback from a series of 

Asian carrier, no enduring shift has 

Cargo Airport Services
Providing quality cargo handling services

throughout the USA and Canada.
Serving over 80 air carriers in 26 cargo facilities at

JFK/EWR/IAD/DFW/IAH/SAT/OKC/SAN/SEA/ORD/YUL/YYZ/YMX.

visit www.casusa.com to learn more about CAS

Vis
it 

CAS

at

  T
IA

CA B
ooth

 #
1435

serving cargo planning needs of airport operators and civil aviation authorities. While 

resource to IATA’s cargo consulting group, Webber has provided consulting services to 

You can contact him at Webberaircargo@aol.com or by phone/fax on +1 913-660-0701
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T
he world’s two biggest 
air cargo handlers have 
been on the acquisition 
trail again in a major 
way during the last few 

months, underlining their ambitions 
to become genuinely global players. 
For Paris-based Worldwide Flight 
Services (WFS) it was the acquisition of 
Brussels-headquartered Aviapartner, 
while rapidly expanding Swissport 
International bought Flightcare’s 
businesses in Spain and Belgium. 

Although Menzies Aviation’s ex-
pansion phase is currently on hold, at 
least in terms of acquisitions, Dnata is 
gradually developing an international 
portfolio, and Turkey’s ambitious Çelebi 
continues to expand its international 
presence. With air cargo handling op-
erations in Turkey, India, Hungary and 
Germany, Çelebi is now looking at ex-
tending its ground handling activities in 
Austria to include cargo handling, and 
it also has the Benelux countries in its 
sights. Over in North America, Cargo 
Airport Services has continued its ex-
pansion programme and expects to 
complete the takeover of three com-
panies by the end of this year.

The general arguments for 

consolidation include the creation of 
critical mass, the amalgamation of 

and marketing, as well as the ability 
to standardise processes and offer 
consistent service standards across 
multiple markets. These hold true for 
cargo handling, much as they do for 
other sectors, with cargo handling 
acquisitions also providing the additional 

markets where the number of handling 
licences is restricted.

“You can achieve greater reach, 
faster, through acquisitions than through 
organic growth,” observes John Batten, 
executive vice president for global 
cargo at Swissport. 

One of the arguments for consolida-
tion is that large international airlines 
are often in a position to dictate terms 
to small independent suppliers, whereas 

can be treated more as partners to air-
lines, rather than commodity suppliers.

Indeed, Michael Duffy, CEO of 
Cargo Airport Services (USA), feels that 
consolidation is necessary in order to 
improve pricing models for handlers. “Of 
course this is a con for the airlines,” he 
recognises. “But handlers can’t survive 

With ambitious 
international handlers 

like Swissport, WFS, 
Çelebi and Dnata 
acquiring market 

share, network 
coverage and 

capabilities around 
the world, what does 
this mean for quality, 

choice and costs, and 
where does it leave 
the independents? 

Megan Ramsay 
investigates
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Air France-KLM Cargo and Martinair 
Cargo, observes: “The three main 
drivers for choosing a handler are: Can 
they deliver the service we need? Can 
they offer the high quality that we want 
to give to our customers? And can 
they offer this at an acceptable price 
level? Sometimes we choose to work 
with a multinational, because we have 
good experience with this handler at 
other locations, but not always. We are 
looking to strengthen partnerships with 
our key suppliers and build longer-term 
relationships, which could lead to a 

foremost we expect handlers to deliver 
high quality.”

For example, AF-KL Cargo wants 
its handlers to embrace the Cargo 
2000 concept and to become ISAGO 

partnerships with its suppliers – including 
handlers – as the only way to make 
progress in terms of quality, security and 
cost reduction.

Consequences

“The trend for consolidation is not 
necessarily a disadvantage for airlines,” 
explains Jean-Claude Sénèque, vice 
president of operations and logistics 
for Air France Cargo. “If consolidation 
leads to more synchronisation and 
standardisation throughout the world, it 
can make the supply chain worldwide 
more smooth and lower costs.”

But Jensen observes that it is certainly 
not easy to ensure consistent standards 
across a network and meet local 
needs, while also taking into account 
the varying requirements of different 
commodities such as perishables.

So, could quality be affected in the 
long run, as the trend for consolidation 
continues? 

Not according to Swissport’s Batten. 
“I don’t think so – every market has two 
or three suppliers and if the customer 
has choice, you have to keep up the 
quality,” he argues. “Even if you were 
the only handler in a given market, you’d 
have to maintain the quality to keep 
your reputation. Because of our large 
network, if we get a bad name in one 
place, we get a bad name everywhere, 
so we always have the impetus to keep 
the quality high.”

In fact, creating consistent high 
quality standards and ‘professionalising’ 
operations worldwide is one of Swissport’s 
key objectives for its expansion, and 
it has a rolling programme to apply 
its ‘Swissport Formula’ – a set of key 
performance indicators, targets and 
processes – across its global network.  

For cargo, this includes applying and 
measuring performance each week 
using the Cargo 2000 programme. 

“It’s not easy to have high quality 
and standards – it takes time and lots 

acquisition or an organic development,” 
Batten adds.

However, the experience of some 
airline representatives is that most 
acquisitions only involve a change in 
ownership. They argue that personnel, 
processes and corporate culture tend 
not to be altered, meaning that the 
capabilities of merged handling agents 
remain more or less the same as before 
the acquisition. 

In any case, according to Lufthansa’s 
Göntgens, there is still a future for the 
independents. “We as an airline need 
independent handlers, especially at 
the smaller stations,” he comments. 

if they have to continue negotiating 
piecemeal. Some airlines may see 
consolidation as negative as they would 
rather have competition and choice. 
But others are consolidating themselves 
and don’t want to have to manage 
hundreds of handlers; they’re narrowing 
down contracts to two or three per 
region.”

His colleague Phil Jensen, director 
of sales and marketing, points out 
that many airlines prefer larger, more-
established handlers that can grow 
alongside them and that have the 
resources to invest.

Indeed, according to Tony Randgaard, 
manager for cargo marketing at United 
Cargo, consolidation will enable 
companies to serve global carriers more 

across many borders. 
But Batten says “it’s a mix”, varying 

according to the airline and the location. 
“Some airlines put in place a handling 
programme where larger handlers get 
preference, but it’s all driven by markets 
and conditions,” he says.

Such is the case for some of the major 
European carriers. Lufthansa Cargo, 
for example, relies on ground handling 
agents worldwide, although at a few 
large stations it performs handling 
operations at its own facilities with its 
own staff, outlines Michael Göntgens, 
senior manager communications. 

“As far as services by handling 
agents are concerned, and with 
regards to our customers’ expectations, 
Lufthansa Cargo strives for the ‘best 
local package’. The criteria include the 
capabilities of the available handler, IT-

adds.
Similarly, Air France-KLM Cargo 

does its own handling at its home 
hubs of Paris Charles de Gaulle and 
Amsterdam Airport Schiphol, but uses a 
mix of multinational and independent 
handlers at its outstations. 

Mattijs ten Brink, senior vice 
president of sales and distribution for 

Mattijs ten Brink: The three 
main drivers are service delivery, 
quality and price
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“Competition between a larger number 

At independent ALHA Group in 
Italy, sales manager Andrea Piai 
believes that consolidation will lead to 
a reduction in choice for airlines and, 
in turn, a loss of talents in the industry 
due to standardisation of services. 
He says the competition between 
handlers – especially between the big 
multinationals and the independent 
companies – is what makes this industry 
“so dynamic and exciting and, most 

Heath White, CEO of Çelebi Germany, 
believes that the really big players have 
the network advantage, “but they have 

services but not necessarily being that 
big in the major distribution hubs like 
Amsterdam, Frankfurt or Brussels”.

He continues: “We at Çelebi 
focus on a different type of product 
delivery, looking at technology 
and information management; this 
is underdeveloped at the larger 
handlers. We try to make everything 

this is lacking in western Europe.”
For Çelebi, Frankfurt serves as the 

model for the rest of the network. “We 
set things up there and then relay them 
to other stations,” he says. “But you’ve 
got to keep local integrity – we have the 
standard model in Frankfurt but we focus 
on a localisation of competence rather 
than putting central management into 
every country, because the way things 
work can be very different.”

Duffy feels that although consolida-
tion will gather speed next year, there 
will always be room for independent 
handlers, which can offer a highly cus-
tomised service “with a ‘mom and pop’ 
feeling” and can be extremely sensitive 
to a carrier’s needs. And there are other 
options – Jensen says CAS uses alliances 
for some markets rather than consoli-
dation, submitting bids in collaboration 

It seems therefore that there are 
pros and cons for multinationals and 
independents alike. 

Radharamanan Panicker, group 
CEO at Cargo Service Center India, 
observes: “As an independent handler, 

our response to the local environment 
and modify to local conditions, whereas 
a multinational has to look into so many 
elements before taking a decision.

“But there are challenges for 
independents: in a developing country, 
you need to invest a lot. This is hard if you 
are not big enough to handle the risk. 

if something doesn’t go as planned – 
unlike for the multinationals, who can 
balance it out across their network. 

“Also, airlines want networked 
handlers with just one contract, and will 
tend to choose a big company they 
have worked with in another location 
because they already know them. If 
you are an independent handler, they 
will scrutinise you more strongly before 
appointing you,” he says.

Panicker feels consolidation will help 
spread good international practices 
and notes the value of service level 
agreements (SLAs). “Even if you are a 
multinational, the chances of quality 
dropping are remote if you have SLAs in 
place,” he notes.

But he believes the future of 
independent handlers will vary from 
country to country. “For example, some 
airports in India are tendering and we 
can stay as an independent handler 
because the concessions are very 
tailored to each airport,” he observes. 
“Having a network doesn’t help you 
here because all the revenue streams 
are related to each airport. So, in some 
countries consolidation won’t happen.”

He also points out that smaller handlers 
can work together through associations, 

need to consolidate.
While it has been argued that 

consolidation will lead to a reduction 

with other companies so as to be able 
to compete with the very large multina-

Local heroes

Patrik Tschirch, manager key account 
sales and business development at 
Frankfurt-based independent handler 
LUG aircargo handling, concedes that 
it can be easier for the customer carrier 
to deal with a one-stop shop. But he 
cautions: “The concentration in the air 
cargo handling sector will put airlines 
in a position where they don’t have 
much choice – look at Brussels, which 

now has only two handlers following the 
acquisition of Flightcare by Swissport 
and the merger between Aviapartner 
and WFS. In the future there will always 
be space for us, the local heroes. We 
can offer a personalised service that is 
adjusted to individual needs.”

Piai says Italy’s ALHA Group also offers 

challenges and problems, and most 
importantly the ‘family feeling’ that 
only an independent company can 
give”. He considers that the company’s 
competitive edge stems from the energy 
and enthusiasm among employees 
working in the unique environment of an 
independent business.

In contrast, he feels large multinationals 
can sometimes overlook personal talent 
and commitment as “everything is 
procedurised and standardised”.

Radharamanan Panicker: In some 
countries consolidation won’t happen
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conditions are doing little to dampen 
the ambitions of these two international 
players at least, and CAS’s Duffy says he 
expects more consolidation than ever 
before in 2013, due to the projected 
economic developments.

Indeed, as ever-tightening competi-

lines, handlers and airports, struggling in-
dependents may decide it is time to get 
out, and more airlines and airports may 
also come to the conclusion that ground 
handling is not a core business of theirs.

But for the time being it seems that 
although consolidation may not yet 
have had the full desired effect in 
terms of elevating quality, it hasn’t 
noticeably damaged the competitive 
landscape, in part because there is still 
a role for focused and well-resourced 
independents.

up by multinational providers, but those 
able to serve very particular needs “or 
those with a very dedicated service 
portfolio” will remain.

I see an accelerated trend to go for the 
multinationals because of their ability 
to compensate losses at one station 

adds. “This trend clearly goes against 
the independent and neglects local 
requirements and circumstances 
completely. I personally see this trend 
as very critical because it’s high time 
that airlines should start realising that the 
success of their product, transporting 
cargo from A to B, is determined on the 
ground – by their handling companies.”  

In conclusion, the recent acquisition 
activity by WFS and Swissport suggests 
that the current challenging economic 

in competition and a resulting drop in 
quality, Batten argues the contrary: 

compared to many independent 
handlers and we continually invest 
in our network to ensure continuous 
improvement, while keeping our costs 
under control.”

Winfried Hartmann, managing 
director at Germany’s Fraport Cargo 
Services, expects that the future for 
independent handlers will be tough, 
but “they can play an important role, 
especially where complex service 
menus have to be performed. Network 

and requirements.” 
He believes some of the independent 

handlers may disappear or be eaten 
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I
t is the end of an era for Hong 
Kong and for Hong Kong 
Air Cargo Terminals (Hactl) 
in particular, as the largest 
customer of the largest handler 

at the world’s largest international 
cargo airport prepares to migrate to its 
own 2.6 million-tonne-capacity terminal. 

Dragonair will move to the new CPSL 

terminal next door during 2013, 
beginning just after Chinese New Year 
in a phased programme expected to 
take around nine months. If all goes well 
they should be out in their entirety by 
September 2013. 

“They make up anywhere between 
40% and 45% of our volumes at the 
moment, depending on how the 
cargo market is at the time, so it’s a 
game changer,” acknowledges Hactl 
MD Mark Whitehead. “But the current 
shareholders knew the deal when they 
purchased the shares, so that was 

price of the shares. Things have gone 
pretty well in terms of how well Hactl 
has performed, and so everyone is all 
right with the model and the way things 
are working.”

When Cathay tendered for the new 

ago, its parent company Squires was 
advised to sell its shares in Hactl under 
the terms of the shareholder agreement, 
and that has since happened. There 
are now four shareholders: Jardine 
Matheson with 42%; port operators 
Hutchison and Wharf Holdings each 
owning around 21%; and the fourth 
shareholder is CNAC, the Chinese quasi-
government entity that has close links 
with all the mainland carriers. 

Although Cathay will cease to be a 
customer of Hactl and will, ultimately 
become a competitor offering third-
party services to other airlines, both 
companies have taken the view 
that cooperation is the best way to 
approach the transition process.

“From a Hactl point of view, this is 
about HR,” says Whitehead. “What we 
have to worry about is how we service 
their business until such time as they 
choose to leave, and we obviously need 
to retain people and they obviously 
need us to retain people while they 
are still with us. And at the same time 

at the airport, and for the expertise 
that they require in terms of supervisors 

With the opening 

own cargo handling 
terminal next year, 

Will Waters

MD of Hactl, what 

air cargo handler
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handover, Whitehead says he has two 
priorities: “One of the key things for me 
is to downsize Hactl so that its cost base 
is absolutely right. But my number one 
priority is to make sure it’s business as 
usual for all of my other carriers, and that 
they are properly served and don’t even 
notice, and that again comes down to 
labour. If customers get concerned that 
all the people they have been dealing 
with are going to be leaving, that is a 
worry, so we’ve got to avoid that.”

Cathay’s new CPSL terminal has a 
design capacity of 2.6 million tonnes, to 
which Cathay and Dragonair will take 
about 1.2 million or 1.3 million tonnes. 

for at least 12 months will be to make 
sure that they are absolutely on top of 
their own business and that it is running 
well,” suggests Whitehead. “There are 
so many examples where terminals 
open with major problems. After that 
my expectation is that they will open for 
third-party business.”

He believes Cathay will be a “very 
sensible competitor”, both in terms 
of its approach to the market and to 
recruiting staff. “I don’t think they’ll be 
just trying to attract people by offering 
extra money. But we will have a situation 
in Hong Kong where there is surplus 
capacity for the foreseeable future, 
and that usually has an impact on the 

market, including on price.”
However, Whitehead believes that 

it would be petty to support a third 
runway at the airport in order to help 
expand its capacity and at the same 
time to oppose the third cargo terminal. 

“It doesn’t work like that,” he says. 
“Every time you bring new capacity 
on to prepare for the future there is a 
period where there is excess capacity, 
until the generic growth comes through 

when we opened the Super Terminal 1, 
we started off with 1.2 million tonnes. 

Whitehead says he is still working on 
the amount of downsizing needed 
to match the volumes that Hactl will 
have, but stresses that in an increasingly 
competitive environment, cost base is 
extremely important.  

“Now that doesn’t mean we will go 
around slashing jobs; we are going to do 
what makes sense, because the number 
one thing, which is metaphorically 
tattooed on everyone’s forehead, is that 
our other customers are kept happy, 
as that is the way to retain customers. 
Cathay will have some advantages; but 
we have to make it so that people will 
say to themselves ‘why would I leave 
this company when I have had 35 years 
of excellent service from them’?  If you 
provide the levels of service, there are 
natural barriers, because why would 

and those kind of people, there are 
two obvious places where they can 
get that: ourselves and AAT. So we’re 
working very hard with them and have 
had lots of sensible discussions on how 
to handle the labour side.”

transition is expected to see Cathay 
take a very small amount of cargo into 
the new terminal from 1 February, just 
to get things moving. Once they are 
comfortable with these operations, they 
will move the whole import operation 
over, and then, at a later stage, exports. 

“They are quite rightly taking a cautious 
approach, wanting to make sure that all 
the systems are up and working before 
moving onto the next stage,” observes 
Whtehead. “The new terminal is not too 
dissimilar to Hactl; it’s highly mechanised 
and highly dependent on IT, and I know 
from my own bitter experience that if 
the IT system breaks down, it’s really 

cargo. So these things have to work.
“We’re contractually bound to 

continue providing services to Cathay 
until the end of 2013, so they have the 

interesting, because instead of them 
moving everything over in September 
they could decide that they needed 
more time to get a system running 
properly and delay to December.”

If there is such a delay, the same staff 
that were scheduled to move across 
with Cathay at that time will instead 
stay with Hactl, until such time as 
Cathay wants to move that part of the 
operation over. 

are looking at a situation where the 
redundancy package may be to keep 
people not to get rid of them,” muses 
Whitehead. “In this situation, yes we may 
have to make people redundant but it’s 
a very tight labour market and they will 
have a job starting the next day, which 
we will arrange for them.”

In addition to managing a smooth 
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anyone want to change something when 
it is not broken?  The problem comes if 
something is broken, and then you get 
people saying ‘well, why don’t we try this 
other provider across the way’?” 

With unemployment in Hong Kong 
effectively zero, meaning that anyone 
that wants to work can work, there is an 
argument that labour could ultimately 
be a limiting factor on the real cargo 
capacity of the airport. But Whitehead 
dismisses this.

“If you need staff, you’ll get them 
somehow,” he says. “For this particular 
sector there has never been labour 
coming in from north of the border, but 
Hong Kong is a very pragmatic place 
and if the government believed that we 
are losing business because of a lack 
of people, and it wasn’t just us whining 

facilitate that,” he explains. 
“The younger people in Hong Kong 

obviously prefer slightly cushy jobs, and 
ramp handling at the airport in the 
summer is not a cushy job, so at job fairs 
people not queuing up to become a 
handler,” he observes. The sector is also 
not the most highly paid, so people rely 
on lots of overtime. 

“But retaining the people at Hactl is 

are in this market and want to keep the 
customers, and you try and retain them. 
You try and negotiate a bit of a premium 
because you think you’re better, but it’s 
usually not material, and then it’s about 
maximising the amount of cargo that 
gets on those planes — and making sure 
that it is not left in the hangar!” 

So, with Hactl set to lose a big chunk 
of its market share, what about the 
prospects of expanding the Hactl 
‘brand’ outside of Hong Kong, in order 
to diversify? 

One option is some form of 
consultancy role; the second option 
would be consulting plus the use of 
Hactl’s ‘Cosac Plus’ terminal operating 
system; the third option would be those 
two plus an equity investment. 

“We have people looking into these 
three areas,” says Whitehead. “This is 
something we have not done much in 
the past, not through lack of opportunity. 
Others have obviously been there, such 
as Menzies, Swissport, and Dnata.” 

Hactl has done some consultancy 
in the past and is currently looking 
at various opportunities. However, 
Whitehead doubts that there will be 
much call for equity investors, since that 
is not usually the challenge that airports 
and cargo handlers in developing 
markets face, and he also believes the 
opportunities for specialist handlers to 
spread their experience globally are 
sometimes overstated. 

“Our experience is relatively narrow,” 
he says. “We are the best in the world 

tonnes of cargo in a year – nobody 
else has done that.  What we are 
good at is running highly automated 
cargo terminals with heavy reliance 
on IT, highly complex in terms of the 
number of carriers – we have got more 
than 100 carriers, which involves lots of 
interface problems.”  

But when people from other countries 
come to him with problems, which 
they assume Hactl can solve for them 
because of what it does so well in Hong 

not one of the issues I have on my mind; 

insists. “We strive to be the employer of 
choice, and we do a lot of training; we 
do a lot of people development.”

Whitehead says he doesn’t know 
how Cathay is going to play the pricing 
market between airline and handler, 
but his experience is that Cathay is not 
a company that goes around offering 
rock-bottom prices. He says he also does 
not worry himself about pricing, because 
that is set by the market. “So, the only 
thing you can do is get the service right, 
because that’s your differentiator,” he 
says. He says airlines are naturally looking 
for the right price, but they can’t afford 
to take big risks with service standards, 
because quality for a cargo carrier 
happens on the ground. 

“If you have bad service on the 
ground, the cargo will be with their 
competitor tomorrow,” he says. “My 
experience as well is that, whatever 
anybody says, the premium between 
one carrier and another is not really 
very much, is not material.  We don’t 
set the market, so if there is lots more 
capacity, the usual thing is that you’re 
going to have price reductions, and 
then you have to take the view that you 

Hactl: a highly automated and highly complex terminal with heavy reliance on IT
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growth expected for China and Hong 

In the mean time, Hactl’s cross-
border trucking subsidiary, Hacis, has 
always been constrained by a lack of 
space. “And so that is an obvious area 
for us to use some of our surplus space,” 
he says.

There are also other ways that Hactl 
can adapt to its new post-Cathay era.

“We are looking at several other 
things. For example, the amount of 
perishables air cargo is going up all 
the time,” says Whitehead. “Hactl can 
handle any level of volumes there, but 
we are also looking at how we can 
handle that even better; for example 
there is a large and growing market for 
lobsters, so we are looking at how we 
can cut down on lobster fatality rates. 
So there are a whole bunch of things we 
can do.”

without a high degree of customisation. 
We designed and built it as a modular 
system, so we believe they can do that, 
but we are now putting that to the test. 

at these companies, this would be 
fantastic, and then we could share that 
with other people. So there is maybe 

But Whitehead insists that his main fo-
cus must be on Hactl’s core operations. 

“My number one priority is to make 
sure that Hactl in Hong Kong does its 
job under its franchise agreement, and 
that we continue to be the best ground 
handler that there is, while continuing 
to evolve, do things better and keep 
customers happy. People say you will 
have this extra space when Cathay 
moves out, and that’s true: for a period 
of time there will be extra space. But 
if we all believe in the upward line of 

Kong, it is not always so simple. “For 
example they might have huge customs 
problems or corruption problems; 
how are we going to solve that? Or 
getting people to work in incredibly 
bad conditions; how can we solve that 
problem better than anyone else can? 
Of course we can help them with design 
problems and layouts, but a lot of the 
problems that these ground handlers 

to their geographical location, and a 
Hactl, why are we better placed than 
anyone else to solve them? So there are 
obstacles,” he observes.

But he believes the company’s Cosac 
Plus product has some very interesting 
potential.  “We spent a lot of money 
developing that and we are working 
with a couple of very interesting major 
companies now to determine whether 
they can take that product and use it 
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D
iscussions at this year’s 
Air Cargo Handling 
conference in Paris 
focused on the need 
for greater partner-

ship, cooperation and communication 
between members of the fragmented 
air cargo supply chain,and included a 
call to create direct contractual agree-
ments or SLAs between forwarders, han-
dlers and road feeder service providers 

Conference chairman Chris Notter 
called for the air cargo sector to be 
positive and adopt “a team approach” 
to addressing the challenges, and said 
that he always looked for proactive 

“We don’t want our cargo handlers to 
be a victim or to be waiting for the next 

features for handlers included industry 
best practice performance; business 
continuity plans to deal with emergen-
cies; accuracy of service records; and 

He also called on companies and 
managers to take responsibility for 
training their teams better, and also to 

your neck out, you will never know what 

Myles Nichols from Delta Cargo 
reminded delegates that the current 

although there seemed to be crises for 

Criticising airports for often treating 
cargo as an “afterthought”, he said 
airlines needed help from handlers to 

deal with all the changes in regulations 
taking place around the world, such as 

insisted there was a role for loyalty and 
partnership, and “not forsaking partners 
that you have worked with for 15 or 20 
years in favour of some charter airline 
that is only going into the market for 

Worldwide Flight Services, welcomed 
Nichols’ appreciation of partnership 

He said the only way to satisfy some 
airline customers was by offering them 

“A lot of airlines are putting pressure 
on handlers, because of pressure from 

He said it was understandable that 
airlines wanted to try to minimise their 
costs, but wished that the ultimate deci-
sions were taken by the airlines’ cargo 
specialists, weighing up issues of quality, 

-
ance the power between the handler 

-
dicted that further consolidation would 

Ross Marino, divisional VP at handler 
Dnata, agreed that some of the 
procurement people at airlines were 
“dangerous when it comes to quality” 
because they are driven by reducing 
costs only, and they sometimes 
prevented more meaningful discussions 
on a partnership basis that had the 
potential to take costs out for both the 

Will Waters reports 
on some of  

the highlights  
from this year’s  

Air Cargo Handling 
conference in Paris 

Pulling together
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of a contractual relationship between 
cargo handlers and road feeder service 
(RFS) providers, but also the importance 
of good communication and a seam-
less transfer between the two parties, 
in order to help minimise waiting times 
for trucking companies and unplanned 

Handlers and RFS providers said better 
use of existing systems such as Cargo 
2000 could improve exchanges of 
information and also called for airline 

“From the handling agent’s 
perspective we see that airlines have 

Hartmann from Fraport Cargo Services, 

working groups set up to discuss in depth 

“We feel that there should be SLAs 
between these parties, but that these 
should be orchestrated by the airlines,” 

-
-

We will see a big improvement if we all 

Freight forwarders also commented 
on the absence of a contract between 
forwarder and handling agent, and 
called for communication channels 

persuaded to bring along their handling 
agent to some meetings with forwarders 
in order to develop clear communica-

could create a key account manage-
ment programme directly with forward-
ers to be able to bring added value 

Leon Jankowski, head of security for 

Forwarding, highlighted growing control 
needs, increasing regulatory require-
ments, rising reliability issues and en-

-
lenges facing the sector when tackling 

was beginning to change from physical 
screening towards a layered approach, 
and he highlighted training as “the key 

He said the “integrity” of the shipment 
was not often discussed, and that for 
freight forwarders, there was a security 
“shadow area” when the shipment was 
with the airline or handler, with this shad-
ow area becoming greater and more 

-

-
ing at airports because they came from 

-
though x-rays are for security purposes, 
they do also provide an opportunity to 
pick up on things like undeclared dan-

specialist Pilarp Law, called for greater 
harmonisation of security requirements 
around the world, although Delta’s 
Myles Nichols argued that the threat 

shipments through the most advanced 
equipment available, that does not 

“So there is a need for vigilance and 

He said the sector was much better at 
security than it was 10 years ago and the 

issue and it is not down to a few steps, 

“With declining volumes and yields for 
the airlines, the ground handler should 
not be the whipping boy,” Marino ob-

working in partnership with the airlines, 
and whether that’s an airline that de-
mands a a high-end, labour-intensive 
service and high-end facilities, that’s 

a lesser service, then there is a price for 

-
ports for having little interest in their cargo 

-
ubramanian, manager for cargo global 

said that cargo operators needed to do 
more to persuade airports of the con-
tribution that cargo makes, comment-

through metropolitan airports could only 

Winfried Hartmann MD of Fraport 
Cargo Services, said that airport operator 
Fraport had been studying this topic 

cargo contributed as much as 20%-25% 

than the 4% that it had previously been 
thought to contribute based purely on 
revenues from freighter landing fees and 
cargo warehouse rents (see ‘What more 

-

described how his efforts to set up e-
freight operations out of Asia had almost 
been thwarted due to a lack of interest, 
information and motivation among lo-
cal airline representatives, GSAs and 
handlers, until he spoke with David 

-
mann concluded that local handling 
agents and airline representatives “can 
play a huge role in guiding air freight 
into the paperless future” – or not… 



=
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D
elegates went back 
to basics at this year’s 
Air Cargo Handling 
conference in Paris 
and debated, among 

other things, what an airport’s role 
should be in promoting, developing and 
facilitating air cargo, and what more 
they can do than they currently are. 

frustrations among air cargo handling 
agents and airlines that not enough 
is being done by certain airports to 
support the cargo sector, while the 
excellent attention paid to cargo by 
certain other airports highlights what 
could be achieved if the time, resources 
and space is made available.

Myles Nichols, global managing 
director for operations at Delta Cargo, 

believes one important way to move 
the air cargo sector forward is to 
work with airports on how to begin to 
incorporate cargo into the master-plan 
for an airport. 

“For many airports, cargo is some-
thing of an afterthought,” he observes. 
“There has to be something built into 
the master-plan of the airport that al-
lows for the economic prosperity of 
the industry to grow at the same time, 
in cooperation with the community, 
but it has to be hand in hand and be 
planned for.” 

He says Atlanta is an interesting recent 
example of this. “The new international 
passenger terminal there has a cooler 
for perishable goods built into it,” he 
reports. This can be used, for example, 
where there is a technical problem and 

Airlines, airports and 
handlers debate 

the challenges of 
creating a better 

cargo hub. 
Will Waters reports

What more can 
airports do? 

Photo: Miami-Dade Aviation Department
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facility. Now we probably don’t need 
that in Atlanta, but they do need it in 
Zurich. So it depends what the local 
needs are, and I don’t think that 
airports are necessarily best positioned 
to know that without the input from the 
various parties. 

“And sometimes it requires investment 

not necessarily just from the airport 
operator,” he adds.

P Balasubramanian (Bala), manager 
for global cargo operations at Emirates 
Airline, observes: “From my experience, 
airports develop the infrastructure, then 
they give out licences, and the users 
never get an opportunity to have a say 
in terms of what the airport should do in 
terms of infrastructure.”

However, where the link or the 
communication between airline, 
handler and infrastructure owner is close 

enough or good enough, airport cargo 
infrastructure changes can get done 

of the cargo handler – although it 
helps if all the parties are one and the 
same company, as Dirk Schmitt from 
Luxair Cargo, observes. “We are in the 
fortunate position where we are the 
cargo division for an airline that also 
happens to be a handling agent that 
owns the infrastructure, including the 
apron,” Schmitt says. “And so, as we 
have seen with the new larger freighter 
aircraft being introduced, the B747-8, 
which needs a wider apron, we have 
been able to expand the apron. We 
were able to feel the pressure from 
the customer – the airline – on us too 
in order to improve the infrastructure, 
and although the delivery has been 
delayed, we have got the infrastructure 
ready. This is where I feel we have a bit 

you need to pull important temperature-
sensitive cargo off the aircraft, and 
where there is an urgent need for a 
cooler close by, he notes. 

“That was not a tremendous expense, 
but it took a lot of planning, and is a 
great example of some forethought 
and some collaboration between the 
carrier and the terminal.”

While we don’t necessarily expect a 
passenger terminal to be built with cargo 
in mind, he feels there’s no reason why it 
can’t be. “Every airport is always under 
construction, so it is not that airports 
don’t spend money; investments are 
constantly being made and remade,” 
observes Nichols. 

He says another good example is 
Zurich airport and its secure vaults for 
high-value cargo. “That is somewhere 
that the airport and the handlers have 
worked together to create a fantastic 
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We can bring the different parties 
together and act as a facilitator. We 
have to talk to everybody and try to 
facilitate the whole process from end 
to end.”

Olivier Bijaoui, executive president, 
chairman and CEO of Worldwide Flight 
Services (WFS), says his experience is that 
many major metropolitan airports have 
little interest in their cargo activities.

“The two airports that are the most 
dynamic in Europe are in countries 
with no local industry: The Netherlands 
and Belgium. In countries where 
industry is more important, like France 
and Germany, the interest is not the 
same. Maybe it is because they had 

the aircraft.”
He says this lack of “dynamism” from 

some airports has been seized upon by 
a handful of more proactive airports in 
Europe. “They went to see the airlines 
and they attracted the airlines, and 
convinced these airlines that they were 
dynamic in giving them the opportunity 
to build road feeder systems to spread 
cargo all over Europe, because the 
cargo at these airports comes from 
France and Germany and countries 
that are producers,” says Bijaoui.

“At Paris, someone from the airport 
will occasionally say: ‘Oh, what about 
cargo?’ But the only thing they really 
care about with cargo is real estate. 
So, they remember me when I pay my 
bills every quarter, but when it comes to 
promoting the place...”

He says the last time he went anywhere 
with the airport authority promoting the 
airport was more 20 years ago, when 
the airport had a proactive cargo 
manager who managed to attract a 
number of freighter operators to Paris. 
But this individual was subsequently 

incentives, observes a dismayed Bijaoui.
His experience has been broadly the 

same in the US, where the only airports 
to show any interest in cargo are the 
minor ones.

of an advantage.”
Steven Polmans, head of cargo at The 

Brussels Airport Company, comments: “I 
think that if an airport does not really 
treat cargo as a priority, you will not 
really be able to support the business 
and deliver facilities and procedures.” 
But he says it is not always easy for an 
airport to know how best to support its 
cargo customers. 

“We had a few issues with ground 
handling standards a few years 
ago and said we wanted to have a 
standard SLA in place for all the ground 
handling agents,” he observes. “But in 
the end, nobody was happy with it; not 
the airlines; not the ground handlers. For 
some airlines the standards were too 
high; for others they were so low. So it 

in place.”
Polmans describes airports as being 

“a little bit on the sideline”, although 
potentially they are in a unique position 
to facilitate a better environment. But it 
requires people to “really start talking to 
each other” he says. 

“I think everybody has a role to 
play,” he explains. “Sometimes people 
are talking different languages, and 
sometimes we can try to be a translator. 

What more can 
airports do? 
Airport survey replies
Following this year’s Air Cargo 
Handling conference in Paris, 
CA&S asked airports around the 
world whether it was fair for 
some airports to be criticised for 

priority. Here is a selection of 
the responses:

Steven Polmans, head of cargo at The 
Brussels Airport Company: “Yes and 
no… There are also airlines that are not 
seeing cargo as a priority. So airports 
also have the right to set their priorities 
and set up their business model. I am 
sure that there are also a lot of airports 
taking cargo seriously and working hard 
to improve the cargo situation at their 
airport. So it is up to the customers to 
choose which airport they want and up 
to all stakeholders at every airport to 

Ken Ryan, director of cargo for 
Chicago Rockford International 
Airport: “When you consider major 
airports it is important to keep the 
following in mind: passenger carriers 

major hub. It is not uncommon for 
international passenger carriers to 

international hubs.  

“Excluding the integrators, cargo 
carriers in general will have between 2 

gateways. An airport such as Chicago 
O’Hare will have approximately 1% of 
its total operations as dedicated cargo 

attention to where the revenue is.

“This is not to say that they are not 
interested in cargo but I would not be 
going out on a limb to say that they are 
not as interested in cargo. They may 
disagree but I listen to cargo airlines 
and often they feel as though they are 
an afterthought at best when dealing 

Enno Osinga, head of cargo at 
Amsterdam Schiphol airport: 
“Regrettably, yes. Some airports appear 
to disregard cargo completely: it is 
a nuisance rather than an essential 
aspect of their service offering to airlines 
and their own economies. All airports 
are businesses, and you obviously 
do not invest without the prospect of 

P Balasubramanian: Users have 
little say in airport infrastructure
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like Brussels and Amsterdam, they put 
plans in place, they build buildings, they 
put the infrastructure in place to enable 
people like us to do a good job.

“But if you go to Kennedy airport or 
the Shoreham Road ‘horseshoe’ at 
London Heathrow, it’s a nightmare. It is 
amazing that we are still able to do a 
good job in these places.”

Wolfgang Korte, managing director of 
Frankfurt-based LUG aircargo handling, 
says the problem for airports sometimes 
comes because national or regional 
authorities fail to give air cargo the 
priority that its importance to national 
and regional economies deserves, 
for example in airport planning and 
expansion decisions.

“Germany is a highly industrialised 
country with immense output of their 
cargo, but I’m sometimes under the 
impression that everything is done to 
avoid carrying this business by air,” says 
Korte. “We have a night ban at Frankfurt, 
and at Munich a decision has been 
made not to build a third runway. So this 
is a great barrier to our development 
and our ability to handle cargo at our 
airports. All the other airports nearby will 

After many efforts to get cargo onto 

“It seems that the ‘gifted’ airports have 
no interest in cargo,” he observes. “The 
guys that should really focus on ensuring 
that their real estate piece is good for 
cargo and at promoting their airport and 
the country, they don’t do it.”

Bala describes this phenomenon as 
“very challenging” and “a huge action 
point” for the industry. “The airport 
authorities have got to be made aware 
of the needs of the air cargo industry,” 
he implores. 

Ross Marino, divisional VP at handler 
Dnata, agrees, describing the cargo 
facilities at London Heathrow’s 
Shoreham Road and Sandringham 
Road “a disgrace”. He adds: “We 
have been trying to do some amazing 
things at Heathrow, but our efforts have 
been met with a stony silence from 
the airport.” Marino says a similar thing 
has been happening in Australia and 
predicted that in 10 years, all of the 
cargo handlers at Sydney would be 
driven off the airport.  

So can cargo ever compete with 
passengers in terms of its value to major 
metropolitan airports, for example in 
terms of real estate?

Bijaoui says: “The two most important 
things for airports are real estate and 
shops. This is where most of the money is. 
The cargo area in Paris is fairly massive, 
and unusually for an airport, all of the 
forwarders are on the airport, so from 
a real estate standpoint, hundreds of 
thousands of square metres are being 
rented by cargo, so this is good money 
for them. 

“So, real estate counts for the airport, 
but does that mean that it translates into 
their heads that they should try to attract 
more business here because they can 
rent out more real estate? I have to say, 
not yet. And that is where the problem 
is: an airport needs to be promoted. 
You need to have a cargo team at the 
airport going round and promoting the 
whole industry. 

“So today, the gifted airports are not 
making any effort, whereas the airports 

a return. The problem is that, as so 
much of all air freight is carried in the 
bellies of passenger aircraft, cargo’s 
true contribution to revenues is often 
hidden, which discourages direct 
investment in cargo facilities. But air 
cargo for all carriers is the difference 

owe it to their airline customers to 
provide at least the fundamental 
conditions for successful cargo 
operations. That means either taking 
an active interest as we do at Schiphol; 
or at least not acting as an impediment 
by creating a handling monopoly, or 
charging unrealistic rentals for cargo 
facilities and land. Air cargo is a major 
economic driver for most economies; if 

Christian Delcourt, communication 
manager for Liege Airport: “It’s not 
fair from Liege Airport’s view: just the 
opposite! Since its creation 20 years ago, 
Liege Airport has focused primarily on 
full cargo and set itself the goal of being 
‘The Flexport’ for the whole of Europe. 
This motto represents services tailored to 
the needs of cargo operators and a real 
alternative to congested, restrictive and 

Markus Kopp, CEO Mitteldeutsche 
Airport Holding, the parent company 
for Leipzig-Halle Airport: “The changes 
in general conditions play a hugely 
important role in this context, particularly 
for Germany as an industrial base; they 
are having a negative effect on operations 
at freight hubs and airports are almost 
powerless to change them. One example 

This development is doing massive 
damage to the air freight business. In 

are pointing out to customers that the 
lights do not have to be switched off 
at night all over Germany. During the 
last few years we have been able to 
demonstrate that a strategy that places 
logistics at the heart of considerations has 

Rick Tucker, executive director for 
the Port of Huntsville, operator of 
Huntsville International Airport: 
“Huntsville International Airport has 
always placed its cargo services as 
a priority. Since our International 
Intermodal Center opened 25 years 
ago, we have seen tremendous growth. 
Since 1992, we have invested and are 
continuing to invest, over $182 million, 
into the infrastructure of our facilities. We 
believe our continuous emphasis on cargo 
service is the reason we have experienced 

Steven Polmans: Airports have 
the right to set their priorities
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in cargo infrastructure? But then they 
started to dig a bit deeper and have 
found that the overall contribution, 

cargo, is more than 20%, and that many 

only operated at good frequencies 
because of the belly cargo in the holds. 
And that is why I am deeply convinced 
that the cargo community should raise 
its voice much more and tell the airport 
operator what cargo is contributing to 
their balance sheet, and that it is worth 
investing in cargo.”

Hartmann believes the fact that end-
to-end air freight transit times have 
not improved over the last 30 years 
is as much a problem of airports as it 
is a problem of airlines, handlers and 
customs authorities.

The question then becomes what 

value to an airport, and what can be 
neglected, adds Hartmann.  

to this, because every situation at 
every airport is different,” he suggests. 
“But we have seen that if the cargo 
community approaches the airport 
managers with tailor-made solutions, it 

the agenda at major metropolitan 

that it is impossible. 
“We have tried,” he says. “Meanwhile, 

we have regular meetings with Brussels 
and Amsterdam. Amsterdam even 
comes to us and says: ‘What do you 
need?’ It is a very different attitude.”

However, Winfried Hartmann, MD of 

hope, but believes it will require the air 
cargo sector to provide strong evidence 
of the value it generates for an airport.  

“There is a chance,” he insists. “We 
have to tell them what our contribution 
is; what our share is. They are not doing 

contribution is, and that is why we have 
to do it for them, and demonstrate that 

passing through metropolitan airports 

basis of the amount of cargo that they 
carry, agreeing that cargo operators 
need to do more to show airports the 

has been studying the contribution that 

because of the contribution of cargo. 
Although the study is not yet completed, 

contributes as much as 20%-25% to 

the 4% it had previously been thought 
to contribute based purely on revenues 
from freighter landing fees and cargo 
warehouse rents.

“Within airport organisations, the 
contribution of value made by cargo 
is very often sadly underestimated,” 
Hartmann adds. “Within my organisation 
I heard a comment that cargo just 
contributes 4% to the company’s 
number, so why are we going to invest 

Winfried Hartmann: Contribution 
made by cargo is sadly underestimated

What more can airports do?
In a presentation at the Air Cargo Handling Conference 2012, 
José Manuel Santos, Advisor to the Board of Directors - Air 
Cargo at ANA-Aeroportos de Portugal, outlined that cargo 
gateways wanting to succeed in tough times must achieve 

Managing and operating ten airports on the mainland of 
Portugal and in the country’s island territories, Santos said 

handle 143,421 tonnes of cargo and 15,121 tonnes of mail 
through its gateways last year – a 1 percent and 6 percent 

He said the recipe for running a successful airport was a 
mixture of having a dedicated cargo team, the capacity to 

constraints, aim to reduce their operational costs and help to 
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F
ounded way back in 1958, 
Çelebi’s activities in the 
ground handling sector 
are long established, but 
since 

warehouse at Istanbul’s Atatürk airport 
in 2003, the company has been striving 
to become similarly well known and 
respected in the cargo handling arena.

However, its president of cargo, Cemil 
Erman, says the company’s approach is 
to focus on “strategic locations” rather 
than expansion for expansion’s sake. 

“We don’t want to be everywhere 
because we believe that expertise is 
more important than just coverage,” 
he says. “We want to pick and choose 
strategic locations where there is at 
least the potential for good volumes.”

Cargo and Warehouse outside of its 
home market Turkey was the start of 
operations in Budapest in 2007; having 

rapidly grown its market share there, the 
company now handles about 92% of 
the gateway’s throughput, more or less 
controlling the whole Hungarian market.

“Next, we won a cargo concession 
tender in Delhi,” Erman continues. “There 
were two tenders open but we chose 

gave us immediate access to customers. 
Delhi sees about 650,000 tonnes of cargo 
and we handle about 500,000 tonnes. 

Part of the project there involved 
modernising the facility, which was 
struggling with “huge” cargo volumes. 
Erman notes that India’s imports 
and exports are growing again after 
experiencing a small hiccup in the past 
few months and he says Çelebi is ready 
to take on higher volumes in the future.

Back in Europe, the handler signed an 
agreement in early 2011 to take one of 

Megan Ramsay 
talks with Çelebi’s 

president of cargo, 
Cemil Erman, 

about expansion, 
emerging markets, 

e-freight and 
economic recovery

Strategically placed
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at a gateway like Frankfurt, Turkey 
presents a very different scenario, with 

entrenched. 
He adds, wryly: “There must be a lot of 

challenges because everyone has been 
talking about these topics for the last 10 
years and nothing much solid is in place 
yet. But we have to adapt because 

speedy.”
Meanwhile, there are broader 

problems to contend with. “Fuel prices 
are the biggest issue,” he says. “Air 
freight offers an advantage in terms of 
speed, but most cargo can be carried 
by cheaper alternatives. When prices 
go up, or in any crisis situation anywhere 
in the world, air cargo is affected more 
rapidly and recovers more slowly than 

10 years, cargo has grown at a higher 

is potential, depending on the fuel 
prices,” Erman considers.

the global economic climate. While 
recovery from the last crisis is taking a 
long time, Erman believes the future 
should be brighter than the last two or 
three years have been. He observes that 
individual markets perform differently 

with some achieving growth while 

that in today’s business environment, 
markets are very much interconnected, 
so that if, for example, there is a 

slowdown in the Far East, then there will 
be consequences in Frankfurt.

In addition, emerging markets have 

being a lack of adequate infrastructure. 
Customs formalities can often pose 
problems too, while a third issue is that 
emerging markets are often affected 
faster and to a greater extent by 
economic crises. 

But in spite of these challenges, there 
are opportunities in these markets for 
bold companies. “You have to be a 
strategist and take risks where you see 
potential,” he says. “For example there 
are not many people setting up in India, 
but in the long run I think it will be an 
interesting market.”

valuable for handlers to succeed, it is 
more important to have a viable project. 
“If your project is sound and you have a 

to expand into these markets. It’s not 
just about the money though: spreading 
yourself too thinly is dangerous.” 

Ultimately, it comes back to the issue 
of quality. 

“You have to be in control because 
cargo handling is a service industry, 
and you have to offer your customers 
high quality of service,” he insists. “It’s 
important to have consistent standards, 
no matter where you are operating. We 
want to grow, but in a sustainable way, 
maintaining the quality associated with 
our prestigious brand.”

the last remaining cargo spaces within 
Frankfurt CargoCity Süd. The 20,000 
sq metre facility is one of the largest 
warehouses in CargoCity Süd, with a 
capacity of around 220,000 tonnes. 

“We’re currently at around 60% 
capacity and we’re already the number 
three cargo handler in the third-party 
market in Frankfurt, after just a year and 
a half,” notes Erman proudly.

The next stop is Vienna Airport, a key 

“We recently bought Fraport’s ground 
handling operations in Vienna and we 
are in discussions with Vienna airport 
over a warehouse facility to begin with. 
This, together with Budapest, will be 
quite strategic as far as trucking and 

Erman says Çelebi is also looking to 
expand its cargo handling activities 
into other major European hubs like 
Amsterdam, Brussels, London or Milan 
– and he believes there are possibilities 
for strategic partnerships with existing 
handlers. Beyond Europe, the company 
also has additional expansion plans, 
although these are under wraps for the 
moment.

Back in Turkey, he says capacity at 
Istanbul Atatürk airport is limited for 
cargo handlers, and while there is a 
need for development, there is simply 
not the space, with much riding on the 
construction of the city’s third airport, 
which will be put out to tender in 
September. 

Airports that cater well to the needs of 
cargo handlers naturally tend to have 
high volumes, while other airports are 
often criticised for failing to provide for the 
needs of cargo, although Erman feels it is 
often unfair to compare airports directly in 
this simplistic way. “Sometimes there is the 
will but it is not possible to do what needs 
to be done due to space constraints and 
other factors,” he observes.

Similar factors also contribute to 
the variation in terms of the drive for 
e-freight, he believes. While it is relatively 
easy to introduce paperless processes 

Çelebi’s 20,000 sq metre Frankfurt facility is one of the largest in CargoCity Süd
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Ian Martin Jones 
reviews the forecasts 
of major economists 

and discusses with 
industry analysts and 

executives what, 
if anything, their 

predictions tell us 
about the prospects 
for air cargo in 2013

When 
uncertainty is 

the norm 

T
he past couple of years 
have undoubtedly been 
tough for the air cargo 
industry, but this resilient 
business sector – so 

important to the success of global 
economics and world trade – has been 
through periods of stormy weather 
before and has always emerged from 
the bad times reinforced, slimmed down 
and, arguably, stronger. 

But the conditions surrounding the 
near economic meltdown over the 
past two years have been different to 
those encountered at any previous time 
in the 100-year history of the industry, 
and ‘when is air cargo coming back?’ 
is not the only question everyone wants 

answered – many want to know simply 
‘is air cargo coming back?’ 

It all depends on the macroeconomic 
situation, where improved economic 

gets back on its feet. We have seen 
similar scenarios before; but here lies a 

and economics experts and watchdogs 
are not too sure what lies ahead.

In the overview to its most recent 
Global Economics Prospects report, 
the World Bank uses a word that has 
become familiar to the air cargo 
sector to describe the economic 
developments of the past year: 
“volatile”. However, it concludes that 
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but warns of the risks if concerns about 
the Eurozone crisis intensify or of a spike 
in oil prices if global tensions lead to 
supply disruption. Projections for 2012-13 

around $110 a barrel in 2013.

Losing ground

At IATA, global head of cargo Des 
Vertannes, observes: “GDP is not a good 
indicator for air freight, since it measures 
the spending on domestically produced 
goods and services. Air freight depends 
largely on international trade. We prefer 

to focus on world trade, not GDP. We’ve 
found that air freight has slowly lost 
share of overall world trade over time; 
however it is much more cyclical than 
overall world trade. Companies switch 
to air freight during economic upturns, 
when lead times are more important 
than cost. The reverse occurs during 
downturns. At the moment air freight is 
slowly losing market share – world trade 
has slowed but is still growing, while air 

Balaji Srimoolanathan, principal 
consultant for aerospace, defence 

the news during the early months of 
2012 has been “generally positive”. 

Nonetheless, before anyone relaxes, 
the organisation cautions that should 
global economic conditions deteriorate, 
developing countries – seen by many as 
the potential source of global recovery 
– will be worst hit.

Changed parameters

Air cargo growth rates could, in the past, 
be broadly estimated to run at around 
twice the growth of GDP in percentage 
terms, but Ram Menen, divisional senior 
vice president for cargo at Emirates 
Airline, says things have changed: “We 

relationship between GDP growth and 
growth in air cargo disconnect from the 
norm. We have also seen the relationship 

and air cargo becoming disconnected. 
Whether this is a temporary aberration 
or not, only time will tell.”

He continues: “However, air cargo 
still remains the bellwether of economic 

out), with economic activity slowing 
down in about two to three months 

economic activity still seem to have that 

– despite the economic woes – seems 
to be weathering the storm better this 
time, observes Menen, expanding at 
an above-trend pace, while air freight 
volumes have shown only tentative signs 
of turning up from the lows of late 2011.

While the air freight sector often 
speaks proudly of its ‘bellweather’ 
status, this intrinsically means that the 
sector tends to have very little notice 
of impending crises and peaks. It also 
makes forecasting particularly tricky. 

The International Air Transport 
Association (IATA) believes that air 
freight, having contracted during the 
second half of 2011, is now starting to 
show signs of an upturn in some markets, 

Outlook for 2013 – Predictions from 
around the global air cargo industry
A survey by Cargo Airports & Services of a number of individuals and 
companies within the air cargo sector worldwide reveals a wide range of 
differing expectations for 2013. Respondents were generally relatively 
optimistic, or at least not pessimistic, with few expecting 2013 to be any 

any better…

Enno Osinga, head of cargo at Amsterdam Schiphol Airport: 
“For anyone in Europe, there are too many factors at play to make 
meaningful assessments about next year at this stage. One thing that 
has emerged over the past two years is how much of the traditional 
predictability has gone from air freight. The once-rigid seasonal 
peaks and troughs are no longer inevitable. Apart from the obvious 
short-term effects of natural events like the Japanese tsunami and 
the Icelandic ash clouds, air freight seems more than ever affected by 
fragile consumer sentiment, often driven by nothing more than sharp 

challenging.

“As for Schiphol, we simply try to ensure that we continue strengthening our 
proposition to airlines and logistics providers, which will either create long-term 
growth or, at least, help us to maintain business levels while others are losing 
ground.”

Michael Duffy, CEO of US handler Cargo Airport Services: “Our outlook is pretty 
good. We’re optimistic that our market share will increase. As for the macro economy, 
I’m not sure. There’s been a bit of an uptick in August, with volumes up 10% year-
over-year. We’re conservatively optimistic going into next year but we have to take 
proactive measures to ensure our position.”

Mattijs ten Brink and Jean Claude Sénèque (left) from Air France 
KLM Cargo:
carriers, worldwide, presently; and this is even more sensitive in 
Europe for the time being. European state debts are a burden for all 
countries and clearly affect international trade. This has an automatic 
impact on air cargo activities. 

“There are, at least for the moment, no clear signs of a reliable 

will be in 2013. Meanwhile we keep ourselves ready to be active actors 

John Batten, EVP for cargo at Swissport: “I think next year will be very much like 
this year. The global economy won’t pick up that much. Volumes won’t go down – I 



&

and security at business research and 

historical comparisons demonstrate that 
GDP growth rates have a direct impact 
on air freight growth, although the 
relationship has weakened over the last 
decade, and situations are often now 

cargo growth = GDP growth x 2.
“This cannot be assessed in isolation 

as several other factors also have a 
role to play in establishing this co-
relation, such as fuel prices, trade 
policies, foreign direct investment 

value of shipments, level of local 
industrialisation and so on, amongst 
many others,” he says.

“Particularly since 2004 the direct 
co-relation between GDP and air 
freight growth has deteriorated due 
to the increased impact of these 
variables. When assessing emerging 
markets, particularly markets like 

indicator of manufacturing capacity 
development, a precursor to air freight 

companies started establishing Chinese 

with GDP growth rates, is an important 
variable to utilise when analysing which 

emerging markets may be poised for 
growth in air freight.”

According to Ludwig Bertsch, 
president of container outsourcing 
specialist CHEP Aerospace Solutions, 
given the economic uncertainties 
in Europe and the US, as well as the 

it is “unrealistic to believe that the air 

He went on: “In my opinion, the 
industry has to accept that volatility 
with rather minimal growth will stay and 

according to short-term developments 
will become key success factors. There 
might be some relief from the currently 
high fuel prices, as some oil traders 
seem to expect overcapacity and 
less oil consumption due to the weak 
economic development. This situation 
might even push prices down, but this 
will not help the air cargo industry in 
prospering long-term.”

So, what can our major global 
economics institutions tell us about what 
the future holds?   

Launching the 2012 Economic Outlook 
of the Organisation for Economic Co-
operation and Development (OECD) 
earlier this year, secretary general 
Angel Gurría called the present day “a 
particularly challenging time”, noting: 
“The global economic outlook is still 

are somewhat brighter than six months 
ago. On closer inspection, though, the 
global economic recovery is weak, 
considerable downside risks remain and 
sizeable imbalances have yet to be 
addressed.”

Gurria said policymakers need to 
act even more forcefully and to focus 
on growth and to create more jobs, 

remains unclear whether policymakers, 
the majority of whom remain obsessed 
with austerity as a means to keep 
interest rates low in order to continue to 
service their debts, have any intention 
of changing strategy.

think they’ll stabilise, but there won’t be much 
growth for a couple of years. There are no bright 
sparks on the horizon yet.”

Radharamanan Panicker, group CEO at 
Cargo Service Center India: “Cargo globally 
should grow – we’ve seen the bottom already, 
and the only way is up. Of course, the problems 
in Greece and Europe need to be resolved. 

We’re seeing some growth already so I think 
next year should be better than 2012. As for 
CSC India, we plan to stabilise; right now 
we’re investing heavily in Delhi with the total 
projected investment expected to be around 
US$110 million. We want to grow within India 
and outside as well.”

Steven Polmans, head of cargo at The 
Brussels Airport Company: “It all depends on 
the euro crisis. If Europe is able to manage the 
crisis, then the economy will improve in 2013. 
Unfortunately, I am not convinced it will be that 

with everybody struggling to get more volumes 
in a shrinking market. Hopefully China and the 
USA will do better, and with a lower euro, this 
might have positive export results, improving 
the situation a little.”

Hong Kong International Airport spokesman: 
“Cargo performance of HKIA is fairly dependent 
on global economic growth, which is projected 
to experience a mild to moderate growth in 
2013. Thus, we expect that cargo performance 
of HKIA will improve in similar pace. Although 
the sluggish global economic growth and 
the Eurozone crisis continue to cast an 
uncertain shadow over the global economy, 

demand.” 

Heath White, CEO of Çelebi Cargo in 
Germany:
year again. These days no one can really plan 
in the traditional way, but there is more realism 
in the way we plan. Consolidation continues. 
I think it will be 2014-2015 onwards before 
we will see any sort of stability that lasts over 
months and enables us to plan.

Chris Mangos, director of 
marketing at  Miami-Dade 
Aviation Department: 
“There will be different rates 
of air freight growth linked 
to emerging markets and 
developed markets in 2013. 
However, the words ‘emerging’ 
and ‘developed’ have to be 

these markets relative to Miami International 
Airport (MIA). I would say that for us air freight 
growth is showing higher from emerging 
markets (Asia) as opposed to developed markets 

Balaji Srimoolanathan, principal 
consultant for aerospace, defence and 
security, Frost & Sullivan
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new aircraft for Ethiopian Airlines, says 
it is committed to continued expansion 
in the sub-Saharan Africa region “where 
our clients are seeking cost effective, 
large scale funding to facilitate their 
strategic growth plans”. 

Demand for exports into Africa 
has remained strong, according to 
Avient Aviation, an all-cargo carrier 
with scheduled freighter connections 
between Europe and the continent. “In 
fact, we have seen it strengthen over 
recent months,” observes commercial 
director Liz Woolmington. “With the 
continued interest of oil and gas activities 
in the continent we are optimistic about 
market conditions – and our plans for 
the future see this continuing.”  

Sanjeev Gadhia, CEO of Nairobi-
based intra-Africa freighter operator 
Astral Aviation, says African air freight 
did suffer to an extent in the recession 
as perishable exports into Europe were 
affected as a result of the Eurozone 
crisis. But he notes: “China has now 
become the single largest investor 
in Africa overtaking the traditional 
investment partners of Europe and the 
USA. Trade between China and Africa 
was estimated at $150 billion in 2011 and 
in 2012 China has pledged $20 billion to 
new investments into Africa.”

Gadhia adds: “While the reality is 

Changing old for new

The World Economic Outlook published 

and developing economies has been 
“somewhat weaker than expected”, 
but growth has surprised on the upside 
in the advanced economies. However, 
this activity took a sharp turn for the 
worse during the last quarter of 2011, 
mainly in the euro area. 

In emerging  Asian countries and in 
Latin America, trade and production has 
slowed noticeably, owing partly to 
cyclical factors, including recent policy 
tightening. But growth in many emerging 
markets generally still far exceeds that 
seen in most established economies. 

Vertannes observes: “There is lots 
of growth in intra-Asia air freight, not 
only due to distributed supply chains 

part-built products, but also as middle 
income classes grow creating their own 
demand in the region.”

In the Middle East and North Africa, 
activity has also been subdued by social 
unrest and geopolitical uncertainty. 
But growth in sub-Saharan Africa has 
continued largely unabated, helped by 
favourable commodity prices.

US bankers JP Morgan, which recently 

(Europe, for example), I believe this holds true 
for us. Russia and Ukraine, for example, are 
emerging markets for MIA and they are growing 
very quickly compared to Germany, which is a 
developed market and growing at a much slower 
pace.

“Products and their demand, improved airline 
routes or new direct access, availability and 
costs all play into this phenomenon, and no 
doubt stimulate air cargo growth as well.”

Miroslav Drlja a, cargo 
division director at Zagreb 
Airport: “The outlook for 
2013 I see as being modestly 
optimistic.  The reason is that 
we are expecting some positive 
effects as a result of measures of 
economic policy provided by our 

of 2013. In 2013 Croatia expects GDP growth 

In those circumstances we are expecting better 
days for the air cargo business at ZAG Airport, 
too. Our prognoses are the volume growth of air 
cargo in 2013 of about 4-5%.”

John Parrott, airport manager at Anchorage 
International Airport: How do you see the 
outlook for 2013? “Continued stagnant.”

Patrik Tschirch, manager key account, sales 
and business development at Frankfurt-
based LUG aircargo handling: “2013 will be a 
mixed bag. I think things will stabilise as they 
are and will not really go south or north. I’m a 
positive person and I think the second half of 
2013 will start to look brighter, but we have to 

Ken Ryan, director of cargo for Chicago 
Rockford International Airport: “RFD has 
set goals which are aggressive for growth in 
2013. That being said, the market remains soft, 
including Asia. We nevertheless believe that the 
cost-saving advantages of RFD may be more 
interesting to carriers when the margins are 
getting slimmer.”

Winfried Hartmann, MD at Fraport Cargo 
Services: “I hope the air cargo industry starts 
to realise that in a highly segregated business 
we have to work together much more. Only a 
few out there understand our contribution to 
the worldwide economy (IATA’s PR campaign is 
a step towards the right direction). We have a lot 

as security, IT, standards and communication. 
My concern is that especially airlines continue 

companies as their ‘natural enemies’, not even 
trying to understand the value (and the cost!) of 
their share in the overall process chain.”

Huntsville: Expecting to see at least the same volumes in 2013 as in 2012
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that the Chinese investment is linked 
to natural resources, many African 
countries need the investment to support 
their growing infrastructure needs and 
they enjoy the non-interference policy 
of the Chinese government, hence it 
is likely that Chinese investments will 
continue to grow in Africa for many 
more years to come.”

Diffi culties ahead

To round up, the economic pundits 
predict that the medium-term prospects 
will remain very challenging for the 
advanced countries, but much better 
for the emerging and developing 
economies, although it remains a fragile 
situation. One key question is whether 
the forecasts for emerging Asia and 
Latin America are too optimistic, or 
whether it is realistic to expect emerging 
economies to drive global growth. 

Taking an average of the forecasts 
available, real GDP growth overall is 
expected to have slowed to about 3.5% 
over the whole of 2012, from about 4% 
in 2011, and it will return to 4% in 2013. 
In the advanced economies, growth is 
projected at only about  1.5% in 2012 
and 2% in 2013. 

The OEDC’s Gurría notes that 
although the prospects for the global 
economy have improved in recent 
months, the recovery remains “lacklustre 
and uneven” across countries and 
regions. At the same time, the dynamic 

Allan McQuarrie, group manager for freight 
development at Infratil Airports:  “Manston 
Airport is expected to continue to grow its cargo 
volumes in 2013. Import tonnages will continue 
to grow at a steady pace, but the airport will 
concentrate on the export market as well as the 
charter market.”

Rick Tucker, executive director for the 
Port of Huntsville, operator of Huntsville 
International Airport: “We expect to see at 
least the same volumes in 2013 as 2012. Like 
most of the industry, our prediction for 2013 
is maintaining our current cargo numbers 
while predicting growth in our existing markets 
as well as the potential for new air cargo 
destinations.”

Markus Kopp, CEO Mitteldeutsche Airport 
Holding, the parent company for Leipzig-
Halle Airport: “We are hoping to be able to 
continue our excellent development course. But 
this will depend on the way the global economy 
develops, because it has direct effects on the air 
freight sector.”   

Christian Delcourt, communication manager 
for Liege Airport: “We still have big ambitions 
for 2013… and we plan a growth of cargo 

economic trends.”

Phil Jensen, director of sales and marketing 
at Cargo Airport Services: “Referrals will 
become more important than price as the 
economy picks up and quality becomes much 
more of a focus once again.”

Barbara Gruber, from Munich Airport’s 
Market Research department: “Munich 
Airport is positive, thinking that the economy 
picks up again in the second half of 2012 with 
increasing cargo numbers to compensate its 

substantial growth again.”

Manchester Airports Group, operator of East 
Midlands and Manchester airports: “We hope 
to see a return to positive economic growth at 
a more sustainable level. One of the key factors 
to this will be increased trading between Asia 
and the European Union, which has had a 
huge impact on demand for freighter services 
into Europe and the UK. Whilst the UK is now 

suggest that the second half of 2012 will be 
stronger, so we hope for a more tangible peak 
season compared with last year.”

Hahn Airport: “We expect further growth due 
to the start of new operators and an improving 
economic situation compared to 2011.

emerging-market economies, including 
China, which have provided much 
impetus for the recovery, are now 
showing signs of a slowdown.

She remarked that policies that solely 
pursue national goals are increasingly 
challenged and will become less 
effective. “Looking beyond the crisis, 
the world cannot go back to business 
as usual,” Gurría remarks. “A new vision 
for growth needs to be developed 
and sustained in recognition of new 
challenges, opportunities and sources 
of growth for advanced, developing 
and emerging-market economies.”

So it seems safe to conclude that 
economists still believe there are a few 
problems to solve, if we are to see stable, 
long-term, global economic growth.

In terms of the outlook for the air freight 
sector, Menen concludes: “Right now we 
are in a situation where the old rules don’t 
apply and the new rules are not yet written. 
The traditional relationship between the 
US dollar, oil price and gold prices has 
also seemed a bit disconnected, making 
it extremely challenging to forecast 

“We will need to wait and see 
whether the traditional air cargo model 
is broken or not. It is too early to make an 
assessment whilst we are in the middle 
of a storm. So, I will hold that call and 
just focus on managing the moment 
before changing the books. Let the 
storm pass.”

Chicago Rockford has set aggressive goals  for growth in 2013
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N
ormally when a supplier 
to the air cargo sector, 
such as a ULD-pooling 
provider, is the subject 
of a takeover, it might 

pass almost unnoticed or be the topic 
of a brief conversation in an airline 

takeover of what was then called 
Unitpool in August 2010 by Australia’s 

largest transport container and 
terrestrial pallet pooling business CHEP, 

several major initiatives to enable its 
new CHEP Aerospace Solutions division 
to take advantage of the wider group’s 
know-how and resources, including 
two acquisitions in order to create a 
worldwide capability to offer in-house 
ULD repairs, on top of its traditional ULD-
management model, an additional 
function that has been welcomed by 
major customers including Cargolux and 

Aerospace Solutions and a former 
head of cargo at Swissair and Swissport, 

ULD pooling model offered by CHEP is 
a capital-intensive one, involving the 
purchase of a new airline client’s existing 

“With one of the big airlines, we are 
probably talking about a book value 

we were privately owned, that was not 

on major customers is one of several 

increased level of recent interest “from 
airlines that two or three years ago 
probably would not have considered 
outsourcing this function”, observes 

continuous cost pressures on airlines, and 
in many cases they have been forced to 
downsize their ULD management team 
to a size where it is not really sustainable 

too, for an asset that has already been 

Another major factor is the capital 
restrictions that many airlines face during 
a period of economic uncertainty, 

Ludwig Bertsch, 
president of 

CHEP Aerospace 
Solutions, talks to 

Will Waters 
about the latest 

developments in 
ULD technology and 

outsourcing, and 
his quest to reduce 
container damage

Pooling our 
resources
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and helping prevent losses and misuse, 

potentially help customers track their 

needs to fall below a certain amount, 
some battery-life and size issues need 
to be resolved, as well as getting the 

technology is all there, and you just need 

set to take on with the backing of the 
company’s new owners is reducing the 
level of damage to the industry’s ULD 
assets, estimated at around $200-$250 

the damage to ULDs is not done while 

“Around 80% is either related to forklift 
damage or manual mishandling,” he 

part of the industry faces is that ground 
handlers don’t tend to care how they 

they are under time pressure and it gets 
a bit rough in the warehouse, and taking 
care of the asset is not a focus, as they 

He contrasts this with the attention 
generated if a handler drives a high-

is a big issue that may go right up to the 

Contractually, the airline is entitled 
to claim damages from the handler if it 
damages a ULD through mistreatment, 

$250 million a year could be avoided 
and could be charged to the handlers, 
which would cause them to take more 
care, and damages to go down dra-

have no incentive, they do not invest in 

would not believe how often the nets are 
just cut with a knife, simply because to 

He says some airlines are more strict 
than others, recalling from his Swissport 
days that there were airlines that still had 
auditors that would audit the ground 
handlers and damages, and would 

As the new CHEP Aerospace 
Solutions branding is rolled out across 

pallets, it will be accompanied by a 
warning to those handling the unit that 
the company will seek compensation 
for assets that are damaged through 

the relationship that ULD-management 
companies have is with the airline, 
not with its handling agent, and that 

new annex or clause within the standard 

-
biguous situation where the damage is 
caused to our asset, but the person that 
has caused the damage has no con-

CHEP Aerospace Solutions, which is able 

that the more airlines that outsource to 
companies such as CHEP, the better it 

for individual airlines of managing and 

ULDs and dealing with imbalances and 

and leads to unnecessarily large ULD 
storage areas clogging up space-
constrained airports – as well as adding 

improves the utilisation of the units, and 

particularly strong factor since the 
availability of lightweight containers 
which, combined with the current high 
fuel prices, has made the investment in 
new ULDs an “economic no-brainer” for 

the weight of an LD3 from around 85kg 
to 65kg for a lightweight and 55kg for 
an ultra-lightweight unit, at a cost of 

a fuel saving of around $2,500 a year 
for one container, so you would have a 
payback within one year from just the 

very strong, there are still many airlines – 
including some very, very big ones – that 
have not made the switch, because 
they do not have the investment budg-

outsourcing their ULD management 
to CHEP or the only other player in 
the sector, Jettainer, including greater 

ULD availability and visibility, plus better 

believes it is the fuel-saving potential of a 
switch to lightweight units that has really 
pushed the subject up the agenda in the 

“Many senior personnel within airlines 
that probably would not have been 
very interested in ULD matters are sud-
denly talking about the potential fuel 
savings and reduced carbon footprint,” 

“So, all of these factors together have 
created a trend that we – and Jettainer 

Centre in Orlando, Florida, also promises 

various projects has been a pilot study 
this year using satellite technology to 
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Peace of mind with Cargolux’s
state-of-the-art horse stalls
Our new-generation horse stalls offer maximum safety 
and comfort to your valuable horses while they are travelling 
aboard one of our modern 747 freighter aircraft equipped 
with multi-zone air conditioning. Fully EASA and FAA certified, 
our collapsible horse stalls have been developed to ensure 
the well-being of horses during their journey by air. Made 
of durable, robust and light-weight materials, Cargolux 
horse stalls offer ample space for three horses and a safe 
groom area to take care of these precious animals while 
they are riding the sky.
Rest easy while we’re flying your horse to destination.
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