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We are now in Bishkek  
with our new freighter.

Bishkek is now a flight away with our new freighter A330-200F. We transport your
cargo with our young fleet of 179 aircrafts to more than 190 destinations in 5 continents.

www.TKCargo.com  |  +90 (212) 463 64 64

ROUTE FLIGHT DAYS DEPARTURE ARRIVAL A/C TYPE

IST FRU TK 6480 3 05:05 14:20 A330-200F

FRU IST TK 6481 3 16:05           10:40      +1 A330-200F

IST FRU TK 6482 6 05:10 14:25 A330-200F

FRU IST TK 6483 6 16:05           10:35      +1 A330-200F
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Çelebi carried its logo to Vienna 
Çelebi Aviation Holding acquired Fraport 
Ground Services Austria GmbH (FGSA) 
that gives ground handling services 
at Vienna International Airport. After 
taking over 100 percent of FGSA’s shares 
from Frankfurt-based Fraport AG, Çelebi 
changed the company’s trade name to 
“Celebi Ground Services Austria GmbH”. 

FGSA is one of the two licensed ground handling companies 
operating at Vienna International Airport. With 250 employees, 
the company services over 13.000 fl ights in all categories 
(passenger, operations and ramp) except cargo and warehouse 
management. Turkish Airlines, Air France, KLM, British Airways, 
SunExpress, Brussels Airlines, Iberia, Adria, FinAir, Alitalia, Air 
Baltic and Vueling are some of the airline companies FGSA 
has been giving services. One of the fastest growing airports in 
Europe, Vienna International Airport annually services 21 million 
passengers and 250.000 aircrafts. Through this initiative, Çelebi 
once again proved itself as a global company.

Turkish Airlines Cargo preffered 
Çelebi Cargo Gmbh 
Çelebi Cargo Gmbh, signed an agreement with Turkish Airlines 
Cargo in Frankfurt. While the operations are planned to start 
on 09 April 2012, Turkish Airlines Cargo moved their European 
Cargo Headquarters to the facility of Çelebi. In 2011, showing a 
considerable 20,4% growth versus 2010, Turkish Airlines Cargo 
realized 21.204 tons. With this long term contract between 
the two parties, both Çelebi and Turkish Airlines Cargo aim to 
contribute to each others’ success.

Çelebi Cargo Gmbh signed a 
contract with Bulgaria Air 
Distinguishing itself with its exceptional 
operations, Çelebi’s successful enterprise 
Çelebi Cargo Gmbh started serving 
Bulgaria Air in Frankfurt. Operations 
began on 01 January 2012. Signing a 
long term contract with the Airline, Çelebi 

Cargo Gmbh continues to expand its client portfolio.

Çelebi Cargo Turkey agreed with KLM 
Çelebi Cargo Turkey signed an agreement with KLM Airlines to 
provide services for their export cargo, in addition to import cargo 
warehousing, cargo handling and full ground handling services. 

Çelebi Cargo Turkey servicing Alitalia 
Çelebi Cargo Turkey agreed with Alitalia to 
provide import cargo warehousing services 

in addition to cargo handling and full ground handling services. 
Hoping for a long term relationship, both parties celebrated each 
other and wished for success. 

Çelebi Ground Handling serviced China 
Southern Airlines

Çelebi Ground Handling 
(ÇGH) signed an agreement 
with China Southern Airlines 
that holds fl ights on the 

Beijing-Istanbul-Beijing course. The airlines’ fi rst fl ight to Istanbul 
was on November 22, 2011. ÇGH Istanbul personnel made a 
strong impression with their exceptional operation.

Çelebi praised 
Air France-KLM’s success 
Air France-KLM Istanbul Station 
received “The 2011 Ground Operation 
Safety Award”. Air France-KLM thanked 
to Çelebi Ground Handling for their 
contribution to the airlines’ success.

Çelebi’s ISAGO journey continues 
The fi rst Turkish 
ground handling 
company that was 
qualifi ed to obtain 
the registration to IATA Safety Audit for Ground Operations 
(ISAGO), Çelebi Ground Handling (ÇGH) successfully completed 
audits for its general directorate as well as Istanbul, Antalya, 
Bodrum, Dalaman and Izmir stations. ÇGH started to work for 
ISAGO registration in March 2010 and improved its integrated 
management systems (ISO 9001, OHSAS 1800 and ISO 14001) 
according to ISAGO’s requirements. Çelebi Ground Handling’s 
goal is to obtain ISAGO registration for three more stations in 
2012. In addition to Çelebi employees’ professional operations, 
ÇGH’s well organized offi ces and security management systems 
were also praised during the audits.
 
Çelebi Ground Handling signed contracts 
with four new airlines
Çelebi gave its fi rst service to Yakutia 
Airlines, receiving thanks from airline 
offi cials for its quality of service and 
welcoming attitude. Kuwait Airways 
that started to hold fl ights to Istanbul 
Atatürk Airport also chose Çelebi 
for ground handling services. The 
airlines’ fi rst fl ight was celebrated 
with a cocktail held at the arrival 
terminal. Croatia Airlines also launched fl ights to Istanbul and 
started to get services from Çelebi. Çelebi Ground Handling 
(ÇGH) Istanbul employees welcomed Croatia Airlines CEO, who 
arrived for the celebration of the fi rst fl ight with fl owers. On the 
other hand, offi cials from Asiana Airlines, another company that 
signed a contract with ÇGH, visited the station to give employee 
trainings before launching fl ights to Istanbul. Çelebi employees 
received instructions about the airline’s fl ight plans.
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A
sia’s international air 
cargo market has seen 
an extraordinary trans-
formation in the last 15 
years, developing to be-

come the world’s primary origin region 
for intercontinental shipments and the 
fastest-growing intra-regional market. 
While international cargo airlines have 
been quick to take advantage of this 
boom, supported by gradual liberalisa-

for international cargo handlers have 
been more limited and complex, often 
because the home carriers, the airports 
themselves, and a variety of vested 
interests have tried to cling on to their 
respective licences, market shares or 
monopolies – as they have in many 
other parts of the world.   

Barry Nassberg, COO of handler 
Worldwide Flight Services (WFS), says the 
Asia market still lags well behind Europe 
and North America, in terms of being 
open and fostering competition. “But 
we’re seeing change, one country at a 
time,” he says. “That said, there is much 
attention paid to quality and standards. 
An environment such as we see in North 
America, where the cargo handling 
market is open to almost anyone, and 
the airport owner or operator has virtu-
ally no input or oversight of standards, is 
unlikely to develop in Asia.” 

He believes airport operators in Asia 
continue to see themselves as ultimately 
responsible for the airport’s service repu-
tation, and will require high standards 
of performance from their franchisees. 
“This certainly is a barrier to completely 

Asia’s air freight and 
logistics sector has 
seen phenomenal 

growth, but 
international cargo 

handlers have found 

much penetration in 
the region. Will Waters 

investigates.

Breaking down 
the barriers
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categories: those like Hong Kong, Sin-
gapore, Beijing, Shanghai and Incheon, 
which already enjoy major-hub status; 
and many others who would like to 
acquire such status, but have not yet 
done so.”

He says handlers at the existing major 
hubs are confronted with a variety of 
competitive challenges. “But at least 
– subject to how liberal or otherwise 
the local handling market is – there is 

pect of sensible returns on investment. 
At airports that have not yet achieved 
international hub status, tonnages 
would not generally justify the high costs 
of entry for more than one handler.”

From an airline perspective, Shailen-

dra Kothari, team leader for handling 
and processes at Lufthansa Cargo Asia 

market is “as heterogeneous as it can 
get”, and so it is impossible to make 
a general statement on the cost and 
quality of the services available to 
carriers. He adds: “There are regions 
where the cost-performance ratio is 

quite high, but these are far too few. 
Therefore, the airlines most often have 
to utilize their own resources to steer the 
handling agents’ quality.”

But he says a lack of competition “is 
conspicuous” in a majority of stations. 
“Either there is a monopoly, or at the 
most a duopoly, which contributes to 

high levels,” he adds.
Kothari believes there is a huge op-

portunity for independent international 
operators to set-up cargo handling 
bases in Asian stations, where it is al-
lowed. “Some stations are still closed 
for external companies due to protec-
tion of their own handling companies, 
which in all likelihood are managed by 
the home carrier,” he observes. “India 
freed up its market a few years ago, 
to invite tenders from internationally 
reputed companies. This has helped in 
process optimization and reduction of 

their customers.” 
He says the barriers to entry for exter-

nal companies are primarily dictated 
by the ground handling policy of the 
respective governments. 

can be seen in this, except for most 
Middle East countries,” he adds.  

Nassberg says the barriers to en-
try currently include legislation, local 
politics, special interests, suspicion 
of outsiders, and even the legacy of 
colonialism. 

“These barriers are lifting, very slowly, 
but progressively,” he says. “In the end, 
there is no stopping globalisation, and 
with the opening of trade and global 
markets will come the opportunities for 
airport services. Once countries come 
to the realisation that the state doesn’t 
have to own the national carrier, and 
then realise they don’t even need to 
own the airports, it’s just another step 

opening the handling markets as well.”
Whitehead agrees. “Liberalisation is 

already evident in many markets, and 

open and free competition, but this is 
not really the objective of these airports. 
It’s more about balancing competition 
with the need to maintain ultimate con-
trol and assure service quality.”

Mark Whitehead, managing director 
for Hong Kong air cargo terminal oper-
ator Hactl, agrees, and points out that 
there is a major difference between an 
airline and a handler, in terms of their 
required commitment to start opera-
tions. Consequently, limiting the num-
ber of licences can be an essential part 
of building up competition, gradually. 

“An airline can start and stop ser-
vices at fairly short notice, and divert 
capacity from one route to another in 

trends. But a cargo handler is a differ-
ent beast: to open for business at any 
airport, he at least needs to commit to 
a lease on a facility – and these need to 
be long-term leases,” says Whitehead.

Handlers may then have to upgrade 
the facility or even build a totally new one, 
and invest in hardware, equipment and IT 
systems. “He then has to take on staff,” 
adds Whitehead. “If it all goes wrong, he 
cannot pick up his infrastructure and re-
site it where it will make him more money. 
All this adds up to a major leap of faith and 
long-term investment and commitment; 
so unless he sees a very real prospect of 

proposition cannot be attractive. So, if 
an airport has already taken the path to 
handling liberalisation, the resulting over-
competition for contracts can mean rates 
sinking to an unsustainable level.” 

He welcomes “sensible” competition, 
“which is always good for service lev-
els and prices: but if it goes too far, it 
becomes counter-productive – leading 
to unsustainable handling rates, cost-
cutting and lack of investment, dimin-
ished standards and, ultimately, loss of 
reputation for the airport as a whole.”

Whitehead says the Asian cargo 
handling market is governed by the 
‘status’ of the airports themselves. “In 
cargo terms these split crudely into two 

Whitehead: Sensible competition is 
always good for service levels 
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is an inevitability for the others,” he says. 
“The aviation industry and consumers 
no longer tolerate monopolies, and this 
will force even the most reluctant to 
comply in due course.”

In the mean time, Nassberg believes 
a lot of the countries in the region do 
still suffer from a lack of competition. 

“Some continue to maintain direct 
control over cargo handling, and oth-
ers have seemingly open markets, but 
in reality the franchises are assigned 

favoured entities,” he says. “The result 
is high cost, and often an inability to 
provide the levels of service that are 
now being required by global cargo 
operators.”

Another potential barrier to entry 
is the local business culture – particu-
larly in respect of Customs, observes 
Whitehead. 

“Some Asian governments recognise 
air cargo as a vital trade tool and 
revenue generator, and accordingly 
ensure that local Customs is, at least, 
not obstructive to business,” he adds. 
“You can see the effects of this policy 
in the huge success of airports like Hong 
Kong. But others place Customs’ roles as 
a revenue collector and a doorkeeper 

control, too, adopts a very different 
stance as you move from one Asian 
country to another. Coming back to 
Hactl’s own base, Hong Kong, everything 
here is relatively expensive, but Hong 

Whitehead says barriers to entry may 
sometimes be arbitrary or unintentional.

“On the face of it, the strong and 
steady economic performance of 
many Asian countries, and the ef-
fect that has had on the growth of air 
cargo, should mean that this is one of 
the most interesting parts of the world 
for air cargo handling,” he adds. “And 
liberalisation is spreading here, as it is 
globally. But barriers to entry come in 
a variety of guises, and they are not 
always the simple matter of whether or 

it can be done, but the barriers are in-
deed high,” he says. “We opened our 

resources to the region, on speculation 
– and a belief that there was a future for 
the independent handler in Asia. But it 
takes a lot of patience, perseverance, 

It’s not for the faint of heart. But it can 
be done. There are plenty of informal 
barriers, and for this there is no alterna-
tive but building up a strong network 
of local partners and advisors. With the 
exception of perhaps just a couple of 
countries, the likelihood of a western 
company walking in on its own, with a 
few expatriates and hoping to break in 
to the local market is virtually nil.”

Swissport recently started cargo 
handling operations at Tokyo Narita 
airport, and has had ground handling 
operations in Japan for some time, 
but has been cautious about investing 
elsewhere in Asia. It had an unsuccessful 
attempt to break the handling duopoly 
at Singapore Changi Airport, but 
withdrew after concluding that the 
environment was not supportive of a 
new handler.

John Batten, Swissport’s executive VP 
for global cargo, believes that the terms 
currently being offered to international 
cargo handlers at airports in most parts 
of Asia make it impossible for them to 
make decent returns on investments, 
at least in the short to medium term. 
However, he says Swissport is willing 

not a particular airport or government 
is in favour of opening up competition.”

Despite the barriers and challenges, 

genuine opportunity for independent 

operations in Asia – but agrees that 
it is only a market for those prepared 
to make long-term investments. WFS 
began operating its Bangkok Flight 
Services (BFS) joint-venture in 2006, in 
the mega-cargo-terminal at the new 
Suvarnabhumi Airport, but the ground 
work for that project started long before.

“Bangkok is the perfect example that 

Nassberg: It takes a lot of patience, 
perseverance, and commitment

BFS’s cargo terminal at Suvarnabhumi Airport
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achieved service standards never seen 
before in Bangkok, in fact not anywhere 
in the region, and our market share re-

years after airport opening.”
Nassberg believes the experience of 

Bangkok has taught WFS a lot of things 
about operating in Asia that will be use-
ful as the group attempts to expand its 
presence in the region. 

“Absolutely – from the challenges of 

environment, to management styles 
and cultural adaptation, to the ways 
in which handlers, shippers, forwarders 
and airlines interact,” he says. “We 
found a lot of differences from our 
traditional regions of activity, and have 
learned from these. Without doubt, 
we’ve shortened the learning curve for 
future Asian projects.”

WFS’s Asia strategy, in terms of cargo, 
is to seek out development opportunities 

regimes that are open to foreign 
investors or partners, “in locations that 

and relationships with major cargo 
operators”, explains Nassberg.

He reiterates that it is a slow process, 
particularly in airports that continue to 
be state owned. “Nonetheless, Bang-
kok has been an excellent example of 
a government owned and operated 
airport that has successfully integrated 
foreign service providers, providing the 

high service standards,” he says. 
“We’re seeing movement in India, 

in terms of opening of the cargo mar-
ket, and we are devoting the needed 
resources to exploring those opportuni-
ties. In any case, this is not a proposi-
tion for the short-term player. Success 
in Asia is measured in years, and we’ve 
demonstrated the patience that this 
market rewards.”

With almost 40 years experience han-
dling cargo at Hong Kong, and with 
a third handler set to arrive next year 

competitors in India or mainland China 

Nassberg doesn’t reveal directly 

it seems that it was not expected to be 
in the short term.

He says: “BFS, which is actually a 
combination of two companies, one for 
cargo handling, the other for ramp and 

ment by WFS and our partner, Bangkok 
Airways. It’s a long-term commitment 
to the continued development of the 
new Bangkok airport, as well as a show-
case for WFS in Asia, and a springboard 
for further projects in the region. We’ve 

to enter into some of these markets 
with a longer-term view than it might 
for European start-ups, “and bring 
Swissport’s quality to the equation”.

although that is one of the things we are 
good at. Equally, I expect our operations 
to invest in technology and innovate, 
and this is a perfect environment to do 
both, coupled with a quality drive to 
further improve on the standards - set in 
Hong Kong - within the region.” 

He does not believe any of the 
current wave of Asian joint-venture 
cargo handling operations set up by his 

Menzies pursues Indian promise 
Menzies is pushing ahead with plans to expand its cargo handling business in 
India, having established a strong presence under the joint-venture company 

lore, which opened in 2008.
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he says. “But change is coming for sure.” 
He says both Pactl and ICCS have 

done “very well”, both in terms of 
their commercial results and market 
shares. “In fact Pactl continues to over-
perform, as it has right from the day it 
came into operation. This is also proven 
by the fact that due to market de-
mand, Pactl added two more terminals 
and now runs its operations from three 
warehouses in Shanghai.”

But there are no current plans for Luf-
thansa Cargo to expand its own han-
dling activities further in Asia.

“Handling cargo in stations outside 
Germany is not considered a core 
business for Lufthansa Cargo, and 
although the company has been 
successful in running some of the cargo 

the best available local quality provider 
in the market,” says Kothari. “But if 
the opportunity demands, then it will 
certainly be evaluated.”

Whitehead says Hactl is open to joint 
ventures as one possible model. 

“In principle we are always ready to 
talk with any like-minded party about 
business cooperation. But each party 
must bring something unique to the 
relationship, and the opportunity itself 
must be capable of providing each 
with an acceptable ROI,” he says.  
“So each opportunity must be care-
fully and fully weighed on its individual 
merits. Handling can never be a short-
term business; the cost of mistakes is 
far too high.”

ceived a 20-year franchise to build and 
operate a cargo-handling facility at its 
home base, Hactl is also now looking to 
leverage its experience and reputation 
beyond Hong Kong. It is adopting a 
three-pronged approach: investing in 
wholly-owned start-ups or acquisitions; 
management and operation of other 
parties’ operations, or providing con-
sultancy for start-ups; and developing 
and selling its Cosac-Plus IT system to 
other handlers.

“Within this strategy, we are always 
open to opportunities and suggestions,” 
says Whitehead. “We receive frequent 
approaches, and are currently 
evaluating several possible projects. 
But we will only proceed with any of 
them if they provide realistic prospects 
of a satisfactory return on investment.”

Although he cannot reveal the 
options Hactl is currently considering, 
clearly the company’s background 
makes it an attractive candidate for 
operating handling services within 
mainland China.

“Hactl is well-known in mainland 

has the necessary language skills, and 
has a substantial Chinese shareholder 
(CNAC),” agrees Whitehead. “At the 
same time, we have had valuable long-
term exposure to the global aviation 
business, so we can provide a comfort-
able business interface between China 
and the rest of the world.”

A lot of the opportunities for entering 
new cargo handling markets in Asia 
have so far come through joint ventures, 
either because of limits placed on the 
foreign ownership of companies in 
this sector, or due to the challenge of 
obtaining licences.   

But this suits WFS. “There will be op-
portunities for independent handlers 
acting alone, but it’s not our preferred 
method,” says Nassberg. “BFS has 
worked very well as a partnership, and 
BWFS, our India operation, also a jv, has 

effort. Each side brings a different expe-
rience and area of knowledge. It would 
take years to build up the network of 
connections and relations that a strong 
local partner provides immediately. So 
it’s the model we intend to pursue.”

Lufthansa Cargo set up two joint-
venture cargo handling companies in 
China in 2003 and 2004, respectively: 
Pactl at Shanghai Pudong Airport, and 
ICCS at Shenzhen. As well being seen 
as commercial opportunities in them-
selves, the intention was also to help 
provide an international-class handling 
operation for the airline’s own opera-
tions, which was not available in main-
land China at the time. Both facilities 
are acknowledged to have helped 
raise cargo handling standards at those 
gateways, and Kothari says the cargo 
handling and IT infrastructure at both 
locations is now of international quality. 

“The bottleneck is with Customs regula-
tions, which are rather slow to change,” 

Kothari: The bottleneck in China is 
with Customs regulations, which are 
slow to change

BFS is a showcase for WFS in Asia
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T
he European Commis-
sion is currently revising 
its directive on ground 
handling, one of three 
directives within its ‘Best 

Airports Package’ – along with direc-
tives on slots and noise – in an effort 
to help make European aviation more 
competitive, and the proposals have 
opened up some interesting and lively 
debate about what is the best way to 
create healthy competition in cargo 
handling. Some of these positions 

interests, although for others it is an op-
portunity for a genuine debate.

The EU ground-handling market is 
currently covered by a directive dating 
from October 1996 (Directive 96/67/
EC), which gradually opened up air-
port handling services to competition, 
requiring that airports above a certain 
size – more than 5 million passengers a 
year – must allow at least two suppliers 
for each category of service in which 
restrictions are permitted, and that at 
least one of these suppliers should be 
entirely independent of the airport or 
the dominant air carrier at that airport. 

Similar provisions exist with regard to 
self-handling, where at least two air 

carriers should be allowed in the re-
stricted categories, which are: freight 
and mail services; baggage handling; 
ramp handling; refuelling and oil; while 
other categories of services are expect-
ed to see free and open competition.  

The proposed new EU directive would 
require large airports to offer cargo 
handling and other restricted handling 
licences to a third supplier, instead of 
the two currently, with a third self-han-
dler also expected to be introduced. 

The proposals also aim to strengthen 
the role of airports as the ‘ground co-
ordinator’ with overall responsibility for 
the coordination of ground-handling 
services at an airport. They propose to 
provide airports “with a set of new tools 
to do this”, for example, to require mini-
mum quality standards to be respected 
by all ground-handlers at their airport. 
One aim of these measures is also “to 
strengthen the resilience of airports fac-
ing major disruptions”, the Commission 
says. 

The Ground Handling Directive also 
includes new proposals to allow Mem-
ber States to go further in protecting 
workers’ rights, so that staff can transfer 
under their existing conditions when a 
contract goes to a new provider. The 

Airlines, airports and 
handlers discuss the 
pros and cons of the 

EU’s proposed new 
Ground Handling 

Directive, and how 
to nurture healthy 

competition in 
cargo handling. 

Will Waters reports

The third way
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“We are convinced that such a 
moderate increase in competition 
would markedly improve quality 
of service and preserve high social 
standards, offering employees more 
choice and opportunities,” says Alvez.

However, he believes a more cau-
tious approach is needed with regards 
to self-handling, and claims that the 
proposed deregulation of this sector, 
particularly when it comes to the ten-
der process, “may ultimately distort or 

negative consequences for customers 
and employees”. 

He adds: “Fully licensed handlers are 
the pillars of the airport system. They are 
contractually obliged to support cus-
tomers, airlines and airports in the event 
of disruption, for example due to natu-
ral disasters or adverse weather. Self-
handlers, by contrast, are not required 

the European Parliament will close this 
loophole in the interest of consumers.”

er for handler Worldwide Flight Services 
(WFS), also welcomes the proposal to 
expand the number of licences to in-
dependent handlers, but also called 
for independent handlers to be treated 
fairly. “We support the effort to open 
certain airports to new entrants, par-
ticularly in the cases of well entrenched 
duopolies that do not provide airlines 
with any real choice,” Nassberg says. 
“But opening the market is not enough; 

terms of commercial conditions, facili-
ties, and access to resources.”

He also believes that it is time for 
Europe’s airports to move away from 
providing handling services themselves, 
and act instead as facilitators – consist-
ent with the intention within the pro-
posed directive to strengthen the role 
of airports as the ‘ground co-ordinator’.  

“We believe that there should be a 
role for an airport to provide effective 
oversight of standards and quality, 
as well as requiring certain insurance 

levels, safety and environmental meas-
ures,” Nassberg says. “Clearly, such a 
role is incompatible with an airport itself 
providing any handling services, wheth-

Federico Mosqueira, senior manager 
for Europe operations at airline LAN 
Cargo, agrees that it is not always 
just about the numbers of handlers, 
and believes that there is a need for 
some European airports to provide 
better support to certain handlers, in 
order for them to be able to offer real 
competition. 

“For example, in Paris CDG, it is 
obvious that it is necessary to support 
some other handlers in a better way, 
in order for them to have a chance to 

says. “In CDG, we only have one real 
option as an airline – WFS – because 
the others don’t have the conditions 
that they need in order to have an 
operation with any stability.”

 Mosqueira believes that some 
airports give better options or 
conditions to the local handlers – for 
example, Paris CDG to WFS; and 
Frankfurt to Fraport and LUG.

“The main support handlers need is 
to have similar conditions to those of 
the dominant handlers, as happens in 
Amsterdam,” he says. “For example, 
it is a big issue in Frankfurt to go to a 
warehouse of a second-line handler, 
because they need to go via transit 
points that are overcapacity at certain 
times. The airports at least need to give 
a better solution to these handlers, in 
order that they can attract some other 
customers.” 

Enno Osinga, senior VP for cargo at 
Amsterdam Schiphol Airport, is in favour 
of a fully liberalised environment – as 
is in place at Schiphol, which currently 
has eight cargo handlers.

“One of the key issues is that as an 
airport, we facilitate handling agents 
to operate, but we do not manage the 
quality levels – we let the markets do 
that. But you can question that model, 

Commission claims this is “essential to 
provide the stable employment con-
ditions necessary to maintain a high 
quality workforce in what is a labour-
intensive sector”. 

Following a period of consultation, 
the next stage requires the Commis-
sion’s proposals to be approved by 
the European Parliament and Mem-
ber State governments, the so-called 
‘co-decision’ procedure, before being 
adopted. 

On the whole, the proposed revision 
of the Ground Handling Directive and 
the wider Better Airports Package 
appears have been fairly well received 
by airlines and handlers, although there 
are some airports and home carriers 
that continue to try to preserve their 
own handling market shares, and some 
opposition from independent handlers 
to the proposal to expand self-
handling. Others, meanwhile, want to 
see the markets completely liberalised.

Lufthansa describes the proposed 
changes overall as “a moderate step 
and a move in the right direction”, 
while handler Swissport welcomes 
the proposal to increase the number 
of handling licences on offer to 
independent suppliers. 

Juan Jose Andres Alvez, Swissport’s 
executive vice president for EMEAA, 
says: “All in all this is a well-balanced 
proposal. The Commission realises that 
a complete deregulation of ground 
handling has many downsides, but 
also that the status quo of duopolies at 
some large airports poses major prob-
lems. A third licence at large airports is 
the right approach.”

Alvez says independent handlers 
have been key to improving qual-
ity and safety at Europe’s airports, 
providing the best balance between 
quality of service and good working 
conditions. He dismisses any sugges-
tion that the small step of granting a 
third ground-handling licence at large 
airports would have a negative impact 
on quality and working conditions.
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and ask whether we should be more in-
volved in the general quality levels. And 
the European directive talks about the 
airport needing to be more involved in 
assessing certain quality standards. 

“So I welcome that there is an 
approach, although as an airport I 
don’t want to start interfering in the 
individual processes of the handling 
agent,” he says. “So that is something 
that we will have to work out where or 
how we do it.”

One advantage to an open market 
is that airports do not have to get in-
volved in the sometimes uncomforta-
ble process of allocating licences. “The 
experience Brussels Airport has been 
going through is a very good example 
– or bad example – where they have 
had this decision about which agents 
to have,” says Osinga. “They put it out 
to tender, then they came to a deci-
sion, and then everyone went to court. 
The end result is a very messy process.”

Osinga says he is “very happy” with 
Schiphol’s situation of already having a 
large number of operators.

“So I would challenge the conclu-
sion from the European commission,” 
he says. “I believe you need full open 
markets for sizeable airports, although 
clearly for the smaller airports that 
doesn’t make sense. I am a very strong 

to think about your models, and that is 
what we are doing right now. But we 
haven’t come out with the answers yet.”

He says that with an open market, 
you have new players coming in, and 
any new player that opens up in a 
building gets more capacity than he 

tion you have overcapacity, which is all 

then life got a bit tougher…”

that study is that there were very few 
airline switches historically, although 
this year Schiphol has had a number 
of switches, and tendering is at a very 
high level at the moment. “So we 
can see that the airlines are actively 
looking for and using the availability of 
competition,” says Osinga.

He acknowledges that one conse-
quence of having an open market is 
that you get some agents that are very 
small, and therefore they do not have 
the economies of scale to create the 

eration. “On the other hand, and this is 
where the European Directive is going, 
we see that some airports that have 
a smaller number of handlers, for ex-
ample two, are having prices that are 
much, much higher.” But he says one 
key is to have a process where you look 
not just at the cost, but also at quality.

Schiphol is now running phase two of 
its study, where it is looking at everything 
it has learned over the past few years, 
and at the European directive, and 
identifying the best way forward. 

Osinga says: “My feeling is that by 
the summer we will have a clear view 
of where we should go, and then it will 
take some time to discuss it with the 
market and decide which way to go.”

Osinga insists he is keeping an open 

need to make sure we have a robust 
economic model for the future, be-
cause I want full competition, but that 
only works if all of the parties can really 
blossom within that competition.”

believer in the marketplace.”
However, Osinga acknowledges 

that the experience of handlers during 
the 2008-2009 collapse in air freight 
volumes has given him cause to review 
whether a completely open market 
always works. 

“In reality, we supported the 

time, by taking part of the buildings 
back, because it was clear they were 
not going to be able themselves to 
get through that recession,” he says. 
“That has led us to commission a major 
study earlier this year in terms of the 
economic rationale of that policy 
towards handling agents and having 
an open market for competition.”

However, he says there were other 
issues going on at Schiphol at the 
time of the 2008-2009 downturn that 
exacerbated the challenges for some 
handlers, especially newcomers. 
Schiphol had just allowed freight 
forwarders to take their own airside 
handling warehouses, and the airport 
had also been “very aggressive in 
expanding capacity” in order to 
accommodate high expected growth, 
leading to over-capacity. 

“So we felt that we should share some 
of the burden of what happened,” he 
says. “But it is an event that leads you 

Schiphol is examining the rationale of full competition
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E
very air cargo com-
modity presents its own 
particular operational 
challenges to airports, 
carriers and other logis-

tics service providers. Few ‘commodi-
ties’, though, have more specialised 
handling requirements when being 
moved by air – with potentially such seri-
ous consequences if things go wrong – 
than competition horses and livestock.

As a result, a highly specialised sector 
of the global air cargo industry, including 
airport operations, has developed to 
manage the movement of what are 
often very valuable animals. 

European carriers Air France-KLM 
Cargo and Martinair Cargo, for 
example, have their own ‘Animal 
Hotel’ at Amsterdam Schiphol Airport, 

with in-house government inspection 
facilities and additional stabling, and 
there are plans to start construction of 
a new facility able to accommodate 
all types of animal at Paris CDG Airport, 
France, this year.

The largest category of animal 
regularly transported by air is horses, 

part in events, for bloodstock purposes 
or to new owners. A second important 
group includes various types of livestock, 
such as cattle, pigs and sheep, mainly 
being shipped to help establish new 

of breeding programmes. 
Kenneth Bell, executive director of 

Hong Kong Air Cargo Terminals Limited 
(Hactl), says that for the transport 

Phil Hastings delves 
into the highly-

specialised area of 
livestock transport 

- a promising niche 
market, especially 

in movements 
to emerging 
economies

cargoSensitive 
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means the horses only negotiate a 
gentle gradient – which is essential 

exposure to the airport environment, 
so minimising stress.”

Regarding other livestock, Bell says 
the relevant airport cargo terminals 
need sanitary and well-maintained ar-
eas for temporary holding of all types, 
with temperature control – which can 
vary for different types of animal – 
and suitable ventilation, lighting and 

ties include two AVI (animal/livestock) 
rooms, one of which is temperature-
controlled, located near the customer-

In addition to having the right facilities 
for livestock, airport organisations also 
need to tightly manage the timing and 
co-ordination of the handling operations 
to minimise any physical or other stress 
experienced by the animals.

most of the cargo release and accept-
ance operations must be planned well 
in advance of arrival and physical han-

ance and release for the welfare of the 
animals,” adds Bell.

That process, he explains, includes 
documentation, sterilisation, equip-
ment preparation, truck dock 
assignment and compliance with 

overall aircraft loading operation, and 
the ULD position on the aircraft is usually 
as close as possible to the cargo door 
to minimise loading/unloading times.”

The loading position is equally 
important when it comes to other 

conducted as quickly as possible, to 
minimise exposure to the elements and 
apron noise,” says Bell.

One of the main changes in the 
operational requirement of the general 
‘livestock by air’ business in recent 
years has been increased demand 
from customers and the authorities to 

minimise the exposure of animals to 
the elements, which is why Hactl has 
invested so much in its facilities and 
streamlining of processes – particularly 

racehorses through Hong Kong. 
Looking ahead, he believes airport 

handling operators are likely to increas-
ingly invest in temperature-controlled 
ramp equipment to improve conditions 
for animal shipments during the apron 
transfer.

Leading carriers involved in the 
horse/livestock by air sector are also 
looking to further improve their services. 

during long-term animal transport – 
hence we work closely with the Faculty 
of Veterinary Medicine in Utrecht, the 
Netherlands, to improve transport 
conditions,” says a spokeswoman for 
Air France-KLM Cargo 

airports should handle the international 
movement by air of horses and other 
livestock, air charter brokers and cargo 
general sales agents (GSAs) suggest 
that, in addition to the availability of the 

of competition horses, carriers need 

aircraft, while cargo agents, breeders, 
racing stables and others who manage 
the transport to handling agents require 
specialised vehicles. 

operators need considerable expertise 
in the safe transfer of the horses between 
the truck dock and the aircraft, and 

handling of this delicate and high-
value cargo,” he says.

Bell says Hactl has a specially 
constructed livestock handling centre 
that enables direct connection of the 
horse-delivery vehicle to the aircraft 

is located to minimise the distance 
between vehicle and aircraft. This Kenneth Bell, executive director, HACTL
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right facilities, other important factors 
include location to minimise the length 
of feeder road transport operations 
and, particularly in the case of Europe, 
the presence of equine and livestock 
Border Inspection Posts (BIPs). 

UK-based air charter broker Intradco 
specialises in live animal movements 
around the world – particularly horses, 
for which the company designs its own 
aircraft stalls. Its managing director 
Eddie McMullen says the choice of 

from outside the EU, for instance, is 

accept inbound horses and livestock is 

only three import stations for livestock 
coming in from other countries – New 
York, Miami and Los Angeles – regard-
less of where in the country the animals 
are destined for.”

Another airport-related challenge for 
companies organising the movement 

suitable facility to handle those animals 
in the many new destination markets 
that continue to emerge. 

A number of Middle East countries, 
in particular, have in recent years 

markets for polo ponies. 

an ever-widening range of countries 
around the world are looking to 
increase their production of milk and 
meat by importing breeding stock, 
currently notably from Canada, which 
has a particularly good record when 
it comes to providing disease-free 
animals. 

One illustration of that particular trade 
saw Russian carrier AirBridgeCargo 
Airlines last year transport 1,150 pigs 

The animals, weighing a total of 55 
tonnes, were transported in special 
double and triple-deck shipping stalls 

livestock movement by air from 
elsewhere in the world during 2011 
involved Air France-KLM Cargo 
transporting 500 pigs from Paris CDG 
to Shanghai, on a B747-400 ERF. 

Some of the general issues resulting 
from the expanding geographical 
scope of the horse and livestock by 
air business are outlined by Jeremy 
Instone, managing director of UK-
based Instoneair, whose roles in that 
business include acting as livestock 

often limited by the availability of BIPs, 
which varies widely from one country 
to another.

country, has only got two importing 
stations – one at Paris CDG and the other 
is at Deauville in the north-west of the 
country. If you are bringing any horses 
into France by air from outside the EU, 
they have to go through one of those 
two points, which is pretty strange for 
such a large country,” states McMullen.

Outside Europe, McMullen says lim-
ited availability of airports that can 
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from the bottom of a high loader or 
dolly onto the ground, and sometimes 
a corral system to stop them galloping 
across the airport.”

Similar points are made by the spokes-

all countries have enough large and 
well equipped facilities, often due to 
budget restrictions; but things are pro-
gressively changing,” she says.

Luxembourg-based B747 freighter 
operator Cargolux says that even air-
ports that are well used to handling 
horses and livestock can sometimes 

to an animal station like Luxembourg, 
for example, we need to check if the 
facility there is able to accommodate, 
at some times of the year, really large 
numbers of horses being shipped out or 
in transit,” says a spokesman.  

business GSA for various airlines; as a 
charter broker, mostly working through 
agents or directly for big organisations 
like the Hong Kong Jockey Club; and 
providing its own-design horse stalls 
directly to airlines on a rental, lease or 
sale basis.

than others when it comes to handling 
horses and livestock. The better organ-
ised airports have a smooth process 
for getting the animals in and out, but 
in some parts of the world it can still 
be more like organised chaos,” says 
Instone.

the systems needed. If you are talking 
about horses, the main requirements 
are a decent loading area, loading 
ramps to enable the animals to get 

Cargo Airport Services USA
Providing quality cargo handling services to over
seventy airlines throughout the USA and Canada.

Starting operations in Miami in 2012
with our new partners CSI and PHS.

visit www.casusa.com to learn more about CAS
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Intradco’s McMullen says the 
availability of the right handling 
equipment, particularly hi-loaders to 
unload animals arriving on B747Fs and 
other large aircraft, is sometimes an 
issue when it comes to deciding which 

put a large freighter into a particular 
airport, say in Central Asia, but you 
end up having to go to another airport 
which has the facilities to handle such 
an aircraft,” he says.

Inevitably, another growing 
challenge for companies managing 
the movement of horses and livestock 
by air is security. 

lot harder and doubtless will get even 
more so as time goes by,” Instone 

to the movement of horses, a lot of 
airlines now require detailed informa-
tion about the grooms who will be 

long time in advance, which makes 

for a long, drawn-out process. And, of 
course, getting airside at airports takes 
longer – vehicles and drivers have to be 
security-checked.”

McMullen highlights another 
issue, which, he says, is becoming 
an increasingly serious problem for 
companies looking to arrange the 
movement of horses by air.

which have enough seats to 
accommodate all the grooms who 
might be needed to accompany a 
large shipment of horses,” he says. 

aircraft into freighters seem to overlook 

live animals and therefore have a 
requirement for seating.”

“If you are talking about 
the movement of horses, for 
instance, the general international 
requirements have not really 
changed very much, and in respect 
of the IATA regulations, I don’t 
see much new coming through,” 

operator Cargolux. 

Jeremy Instone, managing director 
of Instoneair whose activities in the 
livestock by air business include 
designing and supplying horse 
stalls, generally goes along with 
those views. However, he says 
that authorities like IATA, the 
UK CAA (Civil Aviation Authority) 
and the US FAA (Federal Aviation 
Administration) are paying more 
attention to the type of equipment 
used on board aircraft. “The 
regulations covering the design and 
construction of such equipment are 
getting a little tighter,” he observes.

Another area of regulatory control 
that is seeing change in some 
countries, continues Instone, is that 
relating to the cleaning of animal-
handling equipment in order to 
improve disease control. “In some 
parts of the world it has become very 
complicated and expensive to clean 
such equipment after it has been 
used,” he claims. 

Predictably, one continuing 
problem is a lack of global 
standardisation, for example when it 
comes to sanitation requirements.

“Even within the EU, where it 
may look as if there is standardisa-
tion of the regulations relating to 
such operations, EU legislation al-
lows different interpretations by the 
member states,” reports a spokes-
woman for Air France-KLM Cargo. 
“Standardisation worldwide would 

bring more clarity and therefore 
quality to the business.”
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A
nyone visiting a cargo 
handler’s premises even 

to 

“It has become more important and 

more pre-arrival  or even pre-shipment 
 data to be sent to the airline and on 

Marcia MacLeod 
discovers a handling 

sector that has 
been transformed 

through IT in the last 
few years

ppp
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is obtained in time to make a timely 

too 

“Over 30,000 ICS transactions  
per month are being handled by our software for 
our four major handler customers.”
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dlers demand a bigger place at the 

and back again 

geared to cargo that is all the same 

Dubau: The ECS is being expanded too, 
to meet new security requirements
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and control system so that handlers 

-

-

management tools to provide better 

-

Case study: Flightcare
When Flightcare was part of Sabena, the Belgian national 
carrier, all cargo handling activities were controlled by 
Unisys, which Sabena had installed to run every aspect 
of the airline’s operations. But when Sabena went bust in 
2003, Flightcare inherited an all-encompassing system 
that was big, complex and very expensive to maintain.

“We didn’t really have a problem with Unisys,” says 
Jan Bories, cargo process manager, “but it was just too 
expensive to maintain, update and support. If we wanted 
any changes made, it was a lengthy and costly process, 
too. We looked around and found Airline Business Services 

than Unisys, so that it is easier to expand and enhance the 
system.”

Flightcare, which handles approximately 180,000 tonnes 
of cargo at its 25,000 sq m Brussels warehouse, uses ABS to 
help control inbound and outbound cargo. “The warehouse 
module helps us to build pallets,” Bories explains. “A booking 
list is turned into a work order, which tells the warehouse 

too many items for the pallet, and something has to be left 
off or the load is split into two, cargo left off the pallet is put 
back into the system for the supervisor to re-allocate.”

There is also a module for dangerous goods, which tells 
staff where to store incoming cargo. Other non-standard 
cargo, such as express shipments or perishables, are 
identified by a special code so that it can be stored and 
handled correctly. 

“Alerts for special cargo are limited,” Bories admits. “The 
software won’t tell us not to load two incompatible dangerous 
goods together, for example. But we’re happy with that 
because we run comprehensive training for all our staff 
before they are allowed to work on their own.”

When inbound pallets are broken down, status updates 
are sent to the carrier. Forwarders can also obtain status 
updates, if desired.

All data for inbound cargo is input into ABS to enable 
declarations for customs’ Import Control System to be 
completed and submitted. “We try to ensure all data is sent 
to us electronically, but not all airlines or forwarders are 
geared up for that yet,” Bories adds. “ABS can cope with all 
types of messaging formats, but some of our customers still 
use faxes, or send incomplete data. Sometimes only 30% of 
the data sent is accurate and/or complete.”

The system is constantly being enhanced. An SLA module 
– SLAM – was added last year to allow Flightcare to ensure 
it is meeting performance promises for each consignment.  
“In the past, the supervisor had to look at a lot of data 
constantly to ensure we were complying with our SLAs. Now 

sent, too – for example, an alert is sent 15 minutes before 
closing time if the cargo is not ready to load.”

The warehouse module is also being enhanced to help 
Flightcare comply with Cargo 2000 and e-Freight. In addition 
to supporting most of its 35 cargo customers’ Cargo 2000 
activities, Flightcare itself is currently going through the 
auditing stage of its accreditation process. It is also one of 
the handlers promoting e-Freight and e-customs at Brussels, 
helping to set up a working group with handlers and 
forwarders to develop e-Freight on the airport.

Next Flightcare is looking at installing a trucking module to 
plan for the arrival of vehicles. “The big issue for us is getting 
carriers to inform us about trucks they are sending our 
way,” Bories comments. “We usually have information about 
outgoing vehicles, but need a clearer view – and don’t always 
know when an inbound vehicle is coming until it turns up.”
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T
he relocation of British Airways to Terminal 5 
presented its cargo division with some ma-
jor challenges, not least the limited space to 
park equipment, vehicles and cargo dollies. 

British Airways World Cargo (BAWC) has 
used the GS RealTime technology developed by Ger-
man company Inform since 1999, following the opening 
of the Ascentis cargo handling facility at Heathrow’s 
Terminal 4. Called ‘Alerts’ by British Airways, the system 
manages the movement of freight between the cargo 
facilities and the aircraft, and its use was later extended 
to include Terminals 1, 2 and 3, and now supports the 
entire British Airways World Cargo operation at London 
Heathrow.

BAWC faced major changes as a result of the migration 
of BA’s passenger business to Terminal 5, which began in 
2008. Despite the enormous size of Terminal 5, space for 

Dedicated space was created to park empty dollies in 
-

ing Areas (SHAs), these parking bays need to be strictly 
managed. There are 150 SHAs spread over 60 aircraft 
stands in T5. However, 26 of these stands do not have any 
SHAs and dollies are not permitted to be on stand unless 
an aircraft arrival or departure is being serviced.

An upgrade to the existing Alerts system was seen as 
the logical way to effectively resolve and manage this 
issue. The ‘Dolly Balancing’ feature was introduced to 
ensure that the optimum number of empty cargo dolly 
trains is on stand to service the British Airways aircraft 

-
ery targets are met. Dolly Balancing also manages and 
maintains the overall stock count of dollies across ter-
minals and associated holding areas for British Airways.

“The introduction of Dolly Balancing was crucial to our 

operation, because managing the critical positioning 
of our dolly stock was integral to our move into T5,” 
says Sunny Ahmed, airport logistics manager for British 
Airways World Cargo.

The main elements of dolly balancing include the 
overnight inventory, pre-positioning, and daytime 
operational Dolly Balancing. The overnight inventory 
is a stock check of dollies left at T5 at the end of the 
operational day. Pre-positioning covers the physical 
movement and stock of all 150 SHAs at T5, with all dollies 
ready for the next day’s start-up. 

Daily Dolly Balancing tasks are included in daytime 
operational Dolly Balancing and are established by the 
Alerts system; drivers may therefore be asked to move 
empty dolly trains between stands or from Ascentis to T5 
and vice versa. With each arrival, Alerts determines how 
many empty cargo dolly trains are required to unload 
the aircraft. The system also uses the overnight inventory 
to take into account any trains that have already been 
placed in the SHAs. 

-
ture trains are available from cargo and how many 
empty SHAs (if any) are available on stand. Once all the 
outbound cargo has been loaded on the aircraft, Alerts 
will task a driver to remove any excess empty trains from 
the stand as required. Remote Data Terminal equipment 
installed in the vehicles allows for automated, accurate 
and fast communication between Alerts and the drivers.

The Alerts system also optimises the tug assignment in 
order to minimise travel time and dead legs, to reduce 
the number of tugs and staff required and to guarantee 
service levels at the same time. The real-time dock 
assignment is also optimized, meaning dock usage is 
maximised, while staff and freight idling time is kept to 
a minimum.

Balancing act for BA

Making space for dollies: A review of an IT solution to some 
challenges faced by British Airways World Cargo
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A
s a trading nation, the 
Dutch have taken a 
global view for hundreds 
of years, and this is 

to collaboration and consultation. In 
fact, all these things are very much 
part of the national culture, says Enno 
Osinga, senior vice president of cargo 
at Amsterdam Schiphol Airport, and 
this can clearly be seen in the country’s 
rather holistic approach to logistics. 

“The Dutch have been trading 
forever, so it becomes part of the way 
our society functions, whereas in other 
countries they may have different 
priorities,” he says.

percentage of GDP in the Netherlands, 
and the government made a 

sectors where we really want to excel, 
and logistics was one of them, really 
identifying that this was one of our core 
industries.”

From this, the so-called Top Team 
Logistics was created, chaired by 
former head of KLM, Leo van Wijk, 
which in six months hammered out 
a priority agenda for improving the 
logistics situation in the Netherlands, 

through innovation and co-ordination 
between the various players. The 
implementation is coordinated by a 
national Strategic Logistics Platform, 
also headed by Leo van Wijk.

Coordination has also been 
happening on a regional level, for 
example through the Amsterdam 
Economic Board, incorporating all the 
major cities around the Dutch capital, 
covering several economic segments, 
one of which is logistics – Smart Logistics 
Amsterdam. Osinga is in charge of the 
programme committee for this, and the 

is called Seamless Connections. 
“This means how to improve the 

Customs process, the information 
process, the interface between the 
ports and the airport,” he says. “So 
we are really looking at things in an 
integrated sense.” 

gress in the coming years.
 “The essence of Seamless 

Connections is to speed up and connect 
everything and strengthen everything 
in the region,” he says. “There are 
something like 25 companies involved in 
putting this together, and one concrete 
result is that we have just opened an 

Enno Osinga, 
head of cargo 
at Amsterdam 

Schiphol Airport, 
tells Will Waters how 

innovation and a 
holistic approach 
can dramatically 

streamline air cargo 
handling processes

Going Dutch
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we can reduce the security check time 
at the gate. 

“But the key thing is that we load all 
the information of what is in the driver’s 
truck onto that pass, and the moment 
they enter with their pass, information 
about everything that is in their truck 
is passed to Customs. And when he 
gets to a handling agent, he doesn’t 
have to walk around with a lot of 
paperwork – he simply puts that pass 
onto a reader, and all the shipments 
are transferred to the handling agent 
and he actually gets a sign-off. So it 
is part of a paperless process. Once 
you have got the information, you can 
really change it into an active planning 
process.

“We’re planning a 25% reduction in 
the throughput time of inbound and 

will start this quarter, and that will be 

Schiphol is currently building a large 
new truck park, which will be fully 
integrated with this information system.

“That means that the truck goes to 
the truck park and waits until it is called 

by the handling agent. And instantly 
you reduce the congestion at the 
handling agent.

“So the handling agent also gets 
much more advanced information. If 
the handling agent gets the message 
saying there is a truck standing ready 
and it needs this and this stuff, then the 
handling agent can get everything 
together by the door, and when the 
truck arrives he opens the door and 
the driver puts it straight in and drives 

rather than a one-hour turnaround time. 
“So these are the sort of things we’re 

talking about, for reducing throughput 
times and also reducing congestion. 

fascinating about this programme. 
We used to think of separate projects, 
but what we are now seeing is an 
integrated programme with many 
projects, and managing the integration 
of them.”

There is also the ‘Flower Programme’, 
to improve the logistics connection 

Aalsmeer and Schiphol, which is aiming 

Osinga says that there have been 

of these initiatives in connectedness.
“The advanced information means 

that drivers don’t have to carry all 
this paperwork around, and the next 
phase is now to change it into a 
planning programme. We’ve got the 
information broker system that holds 
all the information, we have got ‘try 
out’ with central inspection centres 
for Customs, and Customs is now in 

SmartGate inspection centre, together 
with decentralised inspection centres.” 

ing development very interesting. 
“When we started out the SmartGate 

project, everyone asked: ‘When is this 
ready?’ And I said: ‘Well, it’s never 
ready. It’s a never-ending evolution.’”

The initial design was for one big 

Dutch Institute for Advanced Logistics, 
which was established in the south of 
the Netherlands. The essence of that is 
to bring together all those involved in 
the logistics area to really start making 
innovation work. That is a support 
organisation to make sure we don’t just 
talk about working together, but have 
a vehicle where we can work together. 

“We also have another whole area of 
research and development, the Smart 
Services Hub. One of its very important 
major projects is with the universities, to 
assess colleges and labour markets. At 
the moment there is no labour market 
problem, but this project will help make 
sure that we continue to have a highly 

the logistics sector when the economy 
picks up again. So it is about looking 
at logistics in a sustainable way, which 
needs to be an on-going process.” 

Schiphol Airport’s SmartGate Cargo 
initiative is another key concept that 
is now being implemented, and is a 
cooperation involving Customs, Air 
Cargo Netherlands, and companies 
involved in logistics and the airport. It 
involves the integrated monitoring of 
goods leaving the European Union from 
Amsterdam Schiphol, allowing rapid 

The related e-Link project, is just 
entering phase two. 

“In phase one, as part of the Smart-
Gate programme, we built an informa-
tion broker system, which means the 
industry can put all the information in 
there, and we have regulated access 
so that customers and authorities can 
get out of it what they are allowed to 
see and work with,” says Osinga. “One 
of the key things is that we have now 
linked it to what we call the ACN pass, 
which is like an airport pass, and every 
driver that comes has to go through a 
security screening process to apply for 
one. Once he has that pass, he has 
immediate access to all the handling 
agents’ buildings and areas, so there 

Enno Osinga: Making connections and 
facilitating an innovation process
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central inspection point, doing inspec-
tions at truck level. 

“Then we went into the implemen-
tation and we sat down and realised 
that the concept was right, but the 
way we were planning to do it wasn’t 

enthuses Osinga. 
“And Customs said: Okay, then we 

let go of the single point, and why 
don’t we come up with a virtual point?’ 
And that means that every handling 
agent can actually acquire and install 
the scanning equipment in their facil-
ity, and scan shipments, and it will be 
all connected to the Customs control 
centre, which can be reading the scan 
and making decisions from that. 

“So separating control from the phys-
ical goods, we have achieved massive 

speedups, we have achieved massive 
-

signed is still totally there.”
This is what Osinga likes about having 

an on-going programme. 
“If you make it into one project, you 

have one project manager, but with 
the whole programme that is a full part-
nership, then every day we sit down 
and every day somebody says: ‘This is 
really good, but it may not be the best 
way of doing things’, and everyone 

-
ter way of doing it’, rather than saying: 
‘No, this is my plan,’” he says.

the creation of airside facilities for 
forwarders, to speed up the process 
of handling. “We have got Panalpina, 
Rhenus, Ceva, MOL Logistics as 
forwarders airside,” he says. “One 

buildings on airside, so real estate has 

been that Rhenus and Panalpina now 
have a major European distribution 
centre at Schiphol, so they will focus 

ultimately build the marketplace. Who 

agents.”

export side is they have full control – of 
the packing, they can optimise the pal-
let, and their experience is they have less 
damage and so their claims go down.

“But the key thing is that, on the 
inbound side, when the aircraft arrives, 
the pallet comes directly to their 
facilities. So they have pallets in the 
facility within two hours of the aircraft 
arriving, whereas traditionally it goes 
through the handling agent and can 
take up to six or eight hours after the 
aircraft arrives to have the cargo 
available.”

He admits there was initially some 
resistance from handlers, because they 
saw it as a threat. “But now two things 
have developed: Firstly, they’ve come 
to realise that it helps to grow the mar-
ket, so rather than losing business, they 
are gaining business out of it. They have 
also realised that, while the forwarders 
may be airside, they cannot do the 
ground-handling part, so the handlers 
can offer to do that part for them. And 
in fact, Ceva and MOL Logistics have 
moved into the Menzies building, who 
are, therefore, also providing the ware-
house staff. 

“So, following their initial resistance, 
now handlers are saying: ‘OK, let’s just 
change our traditional business model 
and look for new opportunities’, and 
Menzies has certainly been successful 
in that.”

Osinga believes this is another typical 
aspect of the Dutch mentality. 

“We’re famous for taking a long time 
to make decisions, because everybody 
wants to talk about it. But what we’re 
saying is: ‘Yes you’re right, but the end 
result is that you make the best deci-
sions.’ It is better to take a year to make 
a better decision than make the wrong 

with the wrong decision.”
Osinga says much of his role in the 

last three years has been about mak-
ing connections. “We look at where 
things don’t go as well as you think 
they could go, and we try to bring the 
parties together and facilitate an in-
novation process. We will spend time 
on it, and sometimes a little money to 

facilitate the move forward, and once 
it is going, we step out of it again. For 
example, the Cargonaut commu-
nity system was originally started by 
Schiphol. Now it is all about the whole 
industry, and we are just one of the 
shareholders.” 

However, the initiatives have to pay 
off in the long term.

“We are a business, so my board will 
not just let me do this for fun. Cargo 
drives an enormous amount of revenue 
for the airport.”

One innovative development that 
seems to have brought rewards was 
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Building on last year’s success, the 2012 World Cargo 
Symposium will continue to focus on moving the industry 
from talk to action. The Symposium will take our dialogue 
to the next level with the theme of “Partnership at Work”.

Join over 1000 delegates, top executives and key 
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Save the date and join us on 13 – 15 March 2012, in 
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CONFERENCE DAY ONE 
– Thursday 21 June 2012
Chairmen: Chris Notter, Head of Cargo Handling - Hub and 

Network, Etihad Airways; and Nils Pries Knudsen, Senior Vice 

President Cargo Europe

08.00 Registration and welcoming coffee

09.00  Opening remarks from the chairmen

09.15  The changing needs of airlines 
Have the recent economic challenges changed 

what airlines want or need in terms of cargo 

ground handling?  How do we inject more 

effi ciency, greater competence and improve 

consistency and customer service? 

10.00  Working with the customer 
Forwarders are key to helping drive effi ciencies. 

So what more can they do to help improve co-

ordination, co-operation, communication and 

integration between forwarder, carrier, ground 

handling agent and trucking company? And 

how do we move from talk to action?

10.45  Break for refreshments and viewing of 
exhibition

11.15  What more can airports do? 
What could and should airports do for carriers, 

GHAs, forwarders and truckers to create a 

better and more effi cient cargo hub? How 

can airports improve and develop their role in 

the supply chain - for example in facilitating, 

directing or certifying areas such as access, 

logistics areas, and airport standards of 

operation? Can these be monitored and 

audited, to help identify challenges and airport 

USPs? 

12.00  Operational excellence in a cost-critical 
market 
How do we preserve and improve quality and 

performance levels while reducing costs? What 

has the cargo handling sector achieved so far 

in terms of quality improvements, automation, 

and KPIs, and what are the next steps? 

12.45  Break for lunch and viewing of exhibition

As yields and volumes stagnate or decline, we must not be the eternal victims. The answer is to reduce 
complexity, remove unnecessary cost and make it easier to do business with us as a logistics team. So, how 

2 0 t h - 2 2 n d  J u n e  2 0 1 2
H y a t t  R e g e n c y  P a r i s - C h a r l e s  d e  G a u l l e

S U C C E E D I N G  I N  T O U G H  T I M E S  – 
T H R O U G H  E F F I C I E N C Y ,  Q U A L I T Y ,  S I M P L I C I T Y  A N D  P R O F I TA B I L I T Y
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Hosted by
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14.15  The road to success 
What can the trucking community do to make 

the logistics chain better for airports, forwarders, 

carriers and handlers? 

15.00  Security made easy 
What are the main priorities and concerns for 

those involved in air cargo ground handling, and 

their customers? How to ensure the handling 

perspective is taken into account, and get 

clarification on any outstanding issues.

15.45  Break for refreshments and viewing of 
exhibition

16.15  Moving the safety agenda forward 
How can the industry embrace SMS as a 

standard, and should there be a requirement to 

publish performance standards, to allow carriers 

to choose accordingly?

19.00  Gala dinner hosted by Worldwide Flight 
Services

CONFERENCE DAY TWO  
– Friday 22 June 2012
Chairmen: Chris Notter, Head of Cargo Handling - Hub and Network, 

Etihad, and John Batten, Executive Vice President Cargo, Swissport 

International

09.15  Opening remarks from the chairmen
09.25  Update from the associations: 

Industry perspectives from IATA and ASA. 

An update on progress made during the past 12 

months. Identify six key initiatives and targets 

that could be introduced and worked on in 2012, 

with a realistic review of success in 2013.

10.15  Break for refreshments and viewing of 
exhibition

10.45  Working groups

WORKING GROUP 1: HANDLERS

What is the “true” role of a cargo handler in the air cargo 

process? Commodity or refinement specialist?

Is the contribution of a cargo handler to a successful air 

cargo process from shipper to consignee well regarded?

Has a cargo handler always to offer a full service package 

or can he survive in service niches?

Does the “classic” cargo handling model have a future, or 

will it be cannibalised by forwarders in the future?

Cargo security – the new playground for airport cargo 

handlers?

What are the main challenges in the coming 12 months?

WORKING GROUP 2: FREIGHT FORWARDERS

How can freight forwarders’ needs within the ACGH process 

be better represented? Develop a wish-list to present to 

airlines and GHAs. What would the ideal airline ground 

handling environment look like to a freight forwarder? Has 

there been any progress since last year? Are there any 

additional ways that freight forwarders can influence the 

service-delivery process in a positive way?

WORKING GROUP 3: AIRLINES

What else can airlines do to respond to the needs of 

customers? Has there been any progress since last year on 

improving communication and coordination in the cargo 

handling supply chain, and reducing conflict? What targets 

can we set for the coming 12 months? 

Taking the safety agenda forward. This should focus on SMS 

as a standard: how can the industry embrace this and should 

there be prerequisites of service published to allow carriers 

to choose accordingly?

Opportunities and challenges in emerging markets.

WORKING GROUP 4: AIRPORTS

How can airports improve or develop their role in the 

supply chain? Some airlines have identified a need for a 

more defined lead on how the airport facilitates or directs 
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or certifies areas such as access, logistics areas, airport 

standards of operation. Can these be monitored and audited, 

and use minimum KPIs, to help identify airport USPs? 

Airport handling facilities – do airports really provide what 

handlers and customers want/need/request? Is there a need 

to consider radical or progressive change required as the 

industry looks to improve its effectiveness and impact?

12.30  Reporting of the working groups to 
plenary session

13.15   
of the working groups
A panel discussion featuring: Chris 

Notter (chairman); Des Vertannes (IATA); 

Representative from ASA; Olivier Bijaoui (WFS); 

Freight forwarder.

13.45  
Observations and conclusions from our 

chairmen. Lessons, challenges and tasks for the 

coming 12 months. 

14.00  Lunch – Close of conference

Towards the charity auction taking place at the 
Air Cargo Handling Conference 2012 Gala Dinner 
hosted by Worldwide Flight Services
 
In line with the announcement made at the 2011 event we are 
adopting a charity - Save the Children. We will stage a fun based and 
topical auction, with the proceeds all going towards a great cause. 
In support of this we are now seeking donations of prizes and we would 
welcome your suggestions for auction lots.

Kind regards
Ms. Parveen Raja 

20th-22nd June 2012 | Hyatt Regency Paris-Charles de Gaulle

MAKE A DONATION!
You are cordially invited to...

P l e a s e  e m a i l  p a r v e e n @ e v a i n t . c o m 
o r  C a l l :  + 4 4  ( 0 )  2 0  8 6 6 8  9 1 1 8

Register as a delegate: www.evaint.com or call Jayde + 44 (0) 20 8668 9118 
To exhibit or sponsor email Grace: Grace@evaint.com
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Transport law 
specialist Tommy 

Pilarp discusses 
issues of liability, 

arguing that 
IATA’s Standard 

Ground Handling 
Agreement needs 

to be revised, 
to bring greater 

clarity and better 
protection for 

carriers and 
handlers

A
s a practising lawyer and 
former legal counsel of 
an airline, I quite often 
get to handle issues 
and questions that 

touch upon the application of the IATA 
Standard Ground Handling Agreement 
– SGHA. Quite often I sense a growing 
discontent with the document, both 
from the perspective of air carriers 
and their customers, and from terminal 
operators.  The air carrier, having been 
able to introduce liability for the terminal 

that terminal operators quite often are 
able to negotiate an exclusion of said 
article – and the terminal operators are 
equally concerned that this possibility 
will be restricted in the future.

For the purposes of clarity, this 
article aims exclusively to deal with 
matters of liability where damage, loss 

or delay is caused to cargo carried, 
or to be carried, by the airline, thus 
concentrating on the applicability of 
articles 8.1 c) and 8.6 of the current 
2008 version of the IATA SGHA. 

When discussing the current ver-
sion of Article 8, I have quite often 
been told that “when analysed from 
all vantage points, it becomes clear 
that the current version of Article 8 is 
‘as good as it gets’ and should not be 

really the case when so many termi-
nal operators exclude article 8.6, the 
very article the air carriers successfully 
managed to introduce in the last ver-
sion of the SGHA?

Would it not be more advantageous 
from the perspective of both the air 
carrier and the terminal operator to 
introduce a new, revised version of 
article 8.1 c) and 8.6 that both parties 

Time for a change 
to the SGHA 

Photo courtesy of Hong Kong International Airport
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these insurance schemes not already 
exist? Or is that the simple reason why 
article 8.6 is so often excluded? It 
would make sense to exclude article 
8.6 on the notion that the terminal 
operator lacks adequate and proper 
insurance covering the risk under 
article 8.6. If, however, a proper 
insurance scheme already exists that 
covers the risk exposure of a terminal 
operator under article 8.6 then the 
introduction of liability should be easy 

issue from that perspective and ask 
ourselves exactly how the current 
risk insurance of the typical terminal 
operator would be affected by a 
liability regime.

If the terminal operator also handles 
aircraft and passengers, the adding-
on of a cargo liability to the overall 
policy is not likely to increase the 

This, of course, is likely to be the 
case if the handling agent is a larger 
agent. If so, including article 8.6 might 
actually be advantageous to the 
terminal operator or handling agent. 
If the terminal operator exclusively 
handles cargo, the same cannot 
be said, but the possibility to jointly 
‘pool’ insurance coverage in order 
to decrease premiums should not 
be overlooked, nor the fact that an 
increase in premiums might result in 
an increase in handling fees by the 
operator.  If a joint industry insurance 

scheme open to all operators is 
achievable, participating operators 
would pay a premium based on 
their proportion of the total business 
activities/risk exposure among all 
participating operators.

having any liability regime whatsoever 
for the terminal operator, for damage 
to, loss of, or delay of cargo, rather 
unrealistic. That said, I am equally 

8.6 and ask myself why a terminal 
operator who stands to gain only 
a small percentage of the freight 
charges in handling fees should 
be exposed to the whole liability 
of the air carrier. An introduction 
of a ‘shared liability’ based on the 
general proportion that handling fees 
account for within the freight charges 
might be more ‘fair’ and would, in my 
opinion, be more acceptable to all 
parties, including insurers.

We need not look far in order to 
see examples of ‘shared liability’ on 

Transport Law. For instance, Article 50 § 
1 c) (‘Right of recourse’) of the Uniform 
Rules Concerning the Contract of 
International Carriage of Goods by Rail 

states as a general principle that 
where several carriers have been 
involved in the transport and it cannot 
be established which one of them 
caused the loss or damage, all carriers 
involved in the transport shall assume 
liability based upon their share of the 
carriage charge – except those who 
prove that the loss or damage was not 
caused by them. 

So it would be possible to allow for 
a liability regime where the carrier 
and the handling agent or terminal 
operator simply share the liability 
based upon their proportional share 
of the freight charges.

What would then the legal implica-
tions be for not introducing such a 
‘fair’ and commonly agreed liability 

can agree upon? This would certainly 
allow carriers to more accurately and 
properly assess the risk exposure of a 
ground handling agreement, and at 
the same time allow the terminal op-
erator to equally assess their risk expo-
sure without having to exclude article 
8.6 all the time.

When I introduce the notion of 
some kind of liability for the terminal 
operator for damage to, loss of, or 
delay to cargo [of the carrier], I am 
quite often met by the argument 
that damage claims affect not 
only insurance costs, but also the 

Quite often it is also further stated that 
introducing a liability for the terminal 
operator will not reduce damage 
from cargo handling.  

These arguments seem to be based 
on some kind of notion that the num-
ber of damages will be unchanged if 
a liability regime is introduced, but is 
that really a certainty? Might not the 
introduction of a liability regime for 
the terminal operator rather encour-
age the terminal operator to intro-
duce procedures with the intention 
to reduce current damage statistics? 
And also to improve procedures such 
as acceptance checks, to accurately 
establish if the damage had already 
occurred prior to coming into the cus-
tody of the terminal operator? 

If the introduction of a liability re-
gime will have such an effect, the 

likely to increase, not decrease, since 
damages and claims will be likely to 
occur less often. However, an increase 
in manpower in order to secure and 
apply procedures and an increase 
in labour costs for terminal operators 
may well make up for the reduced 
claims, unless these higher additional 
costs are transferred to the carrier via 
an increase in handling fees.

Of course, the terminal operator 
must procure and maintain adequate 
insurance coverage for any liability 

Would it not be 
more advantageous 
to introduce a new, 
revised version of 
article 8.1 c) and 8.6 
that both parties can 
agree upon?  
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regime, as well as for introducing such 
a regime?

Well, by not introducing a ‘fair’ 
liability regime to replace the current 
articles 8.1 c) and 8.6 would mean 
that terminal operators will continue 
to exclude article 8.6 in their ground 
handling agreements. This leaves 
the carrier with only one option if he 
elects to pursue his damage claim, 
which is to argue intent (which 
is nearly impossible) or that the 
terminal operator acted recklessly 
and with knowledge that damage 
would probably occur. Arguing 
recklessness (and knowledge of said 
consequences) will undoubtedly lead 
to the parties assuming certain facts 
of the other, such as, but not limited 
to, accusations relating to employee 
performance. Having a strict but ‘fair’ 
pure negligence liability will certainly 

article 8.1 c), is that under the current 
regime terminal operators might 
actually be exposed for unlimited 
liability if the carrier or any third party, 
such as the customer of the carrier, 
can prove intent on behalf of the 
terminal operator – while at the same 

to the handling agent is limited to the 
applicable liability limits of the carrier. 
Thus, if article 8.6 is excluded and the 
terminal operator is found to have 
caused the damage with intent (or 
recklessly and with knowledge that 
damage would probably result), then 
the operator faces unlimited liability 

the carrier with 19SDR/kg, since the 
carrier’s liability under the Montreal 
Convention (1999) may not be 
higher, even if intent is established. 
The wording under article 8.6 that 

reduce such tensions and efforts 
on behalf of carriers. Furthermore, 
terminal operators should be aware of 
the time limits of claims by the carrier 
in article 8.6, which, if the carrier must 
resort to arguing recklessness under 
Article 8.1 c) will not apply, since the 
terminal operator has excluded article 
8.6, and article 8.1 c) does not contain 
any similar statute of limitation.

So by introducing a fair liability 
regime, the terminal operator 
could maintain the coverage of the 
present article 8.6 by keeping the 
wording on statute of limitation and, 
quite importantly, by also keeping 
the wording that the liability of the 
terminal operator never is to exceed 
that of the carrier.

Another aspect of introducing a 
new ‘fair’ liability regime, which is to 
replace not only article 8.6 but also 
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Spirit of the agreement
Scandinavian handler Spirit Air Cargo Handling Sweden has recently 
introduced its own general conditions for its Stockholm and Gothenburg 
terminals, where the company provides value-added services to agents, 
GSAs and private customers. Anna-Karin Bennett, marketing and sales 
manager, says: “We saw this as a step forward in the right direction for 
our customers.”  

So does Spirit in Sweden include article 8.6 of IATA’s SGHA? 

“It is not written in such a way that it can be included, according to our legal 
department, so it is not included for pure terminal handling today,” says Ben-
nett. “However, should the text be changed in the 2013 SGHA, where it is more 
applicable to the terminal handling aspect, it may certainly be reconsidered.”
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the liability of the handling agent 
shall never exceed that of the carrier 
has been excluded (since article 
8.6 is excluded), and while the 

operator, should intent be proven, 
was unlimited under the old Warsaw 
Convention, with the introduction 
of the Montreal Convention this 
‘loophole’ needs to be covered.

Any ‘fair’ liability regime introduced 
cannot maintain a scenario where the 
operator may be subject to unlimited 
liability and at the same time the 

not be unlimited even under intent.
So where do we go from here? 

First, allow me to express the opinion 
that for the 2013 edition of the SGHA, 
the industry has two ways to go: 
forwards or backwards. Equally, going 
nowhere but rather adopting a status 
quo position on article 8 will be similar 
to going backwards. 

While it is true that damage claims 

operator, a reduction of these 
damage claims will equally affect the 

an increase in liability might actually 
reduce damage claims. However, if 
the majority of cost, both for premiums 
as well as labour costs, are indeed 
absorbed by cargo insurances 
procured by the customers, this might 
actually be the reason why the industry 
as a whole has not really properly dealt 
with the issue of cargo liability. 

The way to go forward should, in 
my opinion, be to redraft article 8.1 
c) and 8.6 into one new article for the 
liability of the terminal operator for 
damage to, loss of or delay of cargo. 
One ‘fair’ level based on the generally 
agreed upon industry average 
between freight charges collected 
by the carrier and the handling fees 
charged by the terminal operator, 
and with a level equal to that of the 
carrier under the Montreal Convention 
(1999) for damages caused with gross 

negligence or willful misconduct. And 
furthermore, maintaining the time bar 
for claims by the carrier against the 
terminal operator, which were properly 
introduced in article 8.6.

Having accomplished this, the 
terminal operators need to be aware 
of the fact that the SGHA does not 
regulate all liability risk exposure of 
the terminal operators and it is highly 
recommended for each terminal 
operator to draft their own general 
conditions as a fall-back guarantee 
should the SGHA not cover the 
occurred situation.

The terminal operator needs to 
be aware of the fact that the SGHA 
regulates liability against and/or liability 
claims by the carrier, and not third-
party claims. Although the new edition 
to article 8.1 may allow some indemnity 
for third-party claims by the carrier, 
although limited, the same cannot be 
said for third-party claims lodged for 
damage, loss or delay occurring after 
the performance of the agreement 
has been concluded. If, for instance, 
the carrier, through its ground handling 

consignee of the arrival of cargo and 
the consignee acknowledges receipt 

taking delivery of the cargo instructs 
the terminal operator to arrange for 
storage of the cargo and a damage 
or loss after such instructions occur - the 
terminal operator is likely to be regarded 
as having acted in its own name and 
account while arranging said storage. 
Subsequently the performance of the 
agreement has been concluded and 
any legal relationship between the 
terminal operator and the consignee 
for storage cannot be regulated by the 
SGHA. In the absence of any general 
conditions or other contract terms 
agreed upon by the terminal operator 
and the consignee for the storage, the 
liability of the terminal operator will 
be determined by the applicable 
national laws.

Tommy Pilarp (LL M) has run his own 

Tommy Pilarp LL M
Pilarp Law 
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L
ast year was a challenging 
one for parts of the Middle 
East and North Africa, with 
political instability within 
the region adding to a 

generally uncertain global economic 
environment. But the latest global 

and African air cargo markets have 
generally held up well, and performed 
better than many other parts of the 
world. 

Analysis by IATA shows that Middle 
East carriers managed more than 
8% growth in 2011, as the region’s 
ambitious airlines continued their 
capacity expansion programmes, 
although the region’s airports saw 
volumes slide last year by around 1%, 
broadly in line with the global average, 

airlines experienced a downturn of 1.2% 

in 2011, although the region’s airports 
achieved volume growth last year 
of 10.6%, the strongest performance 
among all regions worldwide. 

volumes through its airports up by 27% in 
November, thanks to “the burgeoning 
economies of southern Africa,” with 
Johannesburg in South Africa, for 
example, posting a gain of 47%.

Rafael Echevarne, economics 

the overall slowdown in global air 

trading blocks in Africa, Latin America 
and the Middle East seem to be less 
affected by the continuing economic 
risks in the Euro area.

While parts of the 
Middle East remain 

troubled by political 
and economic 

uncertainty, 
much of Africa is 

experiencing a 
growth spurt, reports 

Phil Hastings  

winds
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global economic picture or regional 
political upheaval. 

dominated by Kenya’s export business, 

the Middle East and other markets 
worldwide. In 2010, for example, the 
airport handled 265,000 tonnes of 
exports compared with just 31,000 
tonnes of imports. 

“JKIA was not affected much by the 
unrest in certain other parts of Africa 
and the Middle East last year because 
Kenya generally does not have much 
trade with those countries, except 
for Egypt. But even that cargo moves 
more by ocean than air,” says Simbah.

Simbah expects 2012 to bring further 
increases in cargo volumes, boosted 
by recent infrastructure developments 
at the airport, such as a US$18 million 
airport apron expansion, completed 
at the end of 2010, which boosted the 
number of parking stands for large wide-
bodied aircraft from three to eight.

However, he also points out that 
Kenya is due to hold presidential 
and parliamentary elections towards 
the end of the year. “Traditionally 
in election years, there is a bit of 
a slowdown in Kenyan business, 

particularly when it comes to imports, 
as many investors like to adopt a wait-
and-see approach regarding further 
investment. So that could have a bit of 
an impact in 2012.”

new projects at JKIA is the anticipated 
establishment of a free economic 
trade zone at the airport, which 

processed and then moved on to 
other destination countries. Similar 
ideas have been mooted in the past 
without coming to fruition, but on this 
occasion, says Simbah, the Kenyan 
Government appears ready to allow 
such a development to happen.

“The stumbling block previously 
was the fact that we didn’t have an 
adequate legal framework to guide 
the processes,” he adds. “Once such a 
law is in place, there will be no going 
back – and we expect to see that 
happen very soon.”

Another potentially important 
development in the context of JKIA’s 
cargo hub aspirations, says Simbah, 
involves national carrier Kenya Airways’ 
recent addition of a long-haul B747 

introduction later this year of two B737-
800Fs for regional operations across Africa. 

sub-Saharan African market in 2009, 
and which plans to expand its footprint 
in South Africa this year. Alex McRoberts, 

continue to see growth in key locations 
across Africa in 2012. South Africa, in 
particular, being the largest economy 
in Africa and with its record of political 
and economic stability, has perhaps 
become the favoured starting point for 
foreign investment in Africa and remains 
a growing economy providing many 

with an excellent platform for trading 
across Africa.”

Shaka International Airport was set up 

commercial arm of the local KwaZulu-
Natal Province and the developer of 
the new airport complex. The 15,800 
square metre cargo terminal, which 
has an annual capacity of 100,000 
tonnes, opened for business in mid 2010, 
and is part of an ambitious economic 
development strategy for the region.

the process of establishing air cargo 
handling operations at two more 

Town and Johannesburg, during the 
course of this year.  

Africa’s largest air transport hub, 
Kenya’s Jomo Kenyatta International 

be promising, with the country having 
apparently largely recovered from the 
political unrest experienced in 2007 
and 2008. The airport saw its overall 
cargo throughput increase by close to 
7% last year to around 320,000 tonnes, 
with increases in both export and 

commercial manager for Kenya 
Airports Authority, volumes through 
JKIA last year were not impacted as 
much as many other airports around 
the world by either the uncertain The new Dubai World Central Airport now has 22 freighter operators signed up
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those moves, he explains that Kenya 
Airways has to date relied primarily on 
bellyhold space to move cargo. “The 
arrival of the B747F, which will operate 

cargo volumes through JKIA. The plan 
to bring in the two B737Fs, which are 
expected to mainly serve African 

Burundi and Zanzibar, will also make a 
major difference and further strengthen 
the role of the airport as a cargo hub 
for the region.”

Meanwhile, Kenya Airports Authority 
is set to consolidate the routing of 
all export cargo at JKIA through the 
airport’s transit sheds. In the past, 

expanded so quickly that JKIA’s cargo 
terminal was not able to keep pace with 
the growth. As a result, the government 
allowed certain companies to work 
in a ‘specialised freight area’, which 

of 2012] and an increase in the number 

Similar cautious optimism is 

cargo manager for Bahrain Airport 

and airport support services provider 

following a disappointing 2011. 
BAS, which has a custom-built 19,000 

square metre cargo warehouse at 
that airport with an annual handling 
capacity of 300,000 tonnes per annum, 
last year experienced a near 12% 

202,000 tonnes. 
“BIA’s cargo volumes have been 

adversely affected by recent events 
in the Middle East and the global 

“Growth is expected to resume over 
the coming months as the situation 
improves, although we don’t anticipate 
the same level of growth seen in pre-
crisis days for some time to come.”

He points out that in addition to 

also a well-established transhipment 

and fresh-produce exporters have 
facilities to prepare cargo for shipment. 

“Many of those companies have 
been moving their air freight directly 
to a gate called Gate 14. But a 
decision has now been made to 
change that system so all the traffic is 
channelled through the transit sheds. 
Apart from enabling the recouping 
of the investment in those facilities, 
that change will also able us to 
harmonise the handling processes,” 
Simbah says. 

Meanwhile, the Middle East’s biggest 

1% more than in the comparable month 
the previous year, although that was not 

marginally under 2.2 million tonnes. But 

“There was also about 100,000 tonnes 

year,” he observes.
Overall, while the Middle East 

air cargo market as a whole “has 
probably slowed down from what we 
would have forecast in 2008, there is still 
growth”, he adds. 

reports he is currently getting mixed 
feedback from industry contacts 
regarding likely global air cargo 
business trends this year.

“Some forwarders are telling me 
they still expect growth this year, some 

and some are saying it will decline. So, 
overall, I think people are not sure yet 
what is going to happen,” he states.

that we are still forecasting modest 
growth for this year, based on expansion 

the cargo business [from the beginning 

Walsh: Forecasting modest 
growth for Dubai this year

Volumes through Nairobi’s JKIA 
grew by 7% last year
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very small numbers, but it is now running 
at around 100,000 tonnes a year. To put 

already up with airports like Muscat in 
Oman and Amman in Jordan. Amman 
was number nine on the regional list 
of cargo airports in 2010, so we’d put 

only18 months after opening.”

is concerned, cargo volumes are 
expected to increase “steadily”, 

the initial tranche of airlines which 

encourage across to that airport. 
“That said, we do have a plan to 

which should be operational by the end 
of 2013, and the initial forecast for that is 
an annual capacity of around 700,000 
tonnes. So by the end of 2013, we will 
probably have close to a million tonnes 

destinations elsewhere in the region, 
Europe and other parts of the world, 

developments designed to boost its 
cargo business activities.

recession of late 2008, as an airport and 
multimodal transhipment hub it is still 
seen as having tremendous potential. 

‘Strategic Plan 20/20’, which covers all 
projected developments, passenger 
and cargo, through to 2020. In the 

includes consolidating the currently 
separate express and perishables 
handling facilities. 

has some excess capacity so we are 
going to put the two products together 
because it makes sense to have them in 

free up some real estate to enable us 
to expand our (43,600 sq metre/annual 

Mega Terminal, which is Emirates’ main 
hub facility.

“The consolidation of the two 
products will happen during 2012 and 

will start probably early to mid 2013, with 
a planned delivery period of a year to 
18 months. There will also be a number 
of additional smaller developments 

other facilities we have.”

opened for cargo-only operations in 
mid-2010 and now also handles business 
and VIP jets, has the capacity to handle 
up to 250,000 tonnes of cargo a year 

can quickly be expanded to increase 

freighter operators signed up to use 
the airport, “of which we regularly see 

centre for cargo moving into/out of 
neighbouring Saudi Arabia, the region’s 
largest economy, and for international 
multimodal operations such as sea to 
air and air to road. 

issues and developments could have 

the longer-term prospects for cargo 

and Libya, whereas volumes to Iran 
could be adversely affected by 
increased trade sanctions.” 

Nonetheless, BIA is currently in the 

airport expansion and development 
that includes construction of a 

advantage of sea-to-air and air-to-

“given the airport’s close proximity to 
the newly developed industrial park 
and sea port”.

in sea-air business, particularly 
commodities coming in from Asia by 
sea, reprocessed in the free zones 

Bahrain’s volumes were affected by 
the political unrest last year
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B
y 2050 there will be more 
than 9 billion people 
on this planet. Taking 
into account current 
and future economic 

shifts, where emerging economies will 
mature and, therefore, global wealth 
will increase, this implies that the world 
needs to produce 70% more food than 

feeding the world population today — 
currently one in every seven people 
is hungry worldwide — hence any 
improvement in food logistics would be 
more than welcome.

According to a study by the UN, one 
third of perishable food is lost or wasted 
globally. This represents 1.3 billion tonnes 
per year. Problems in the cool supply 
chain are a major concern in this 
respect. Huge amounts of resources 
are used to produce and transport 

these perishables, which also has a 
tremendous cost impact. This loss also 
affects the environment. Agriculture 
accounts for roughly 14% of all global 
CO2 emissions. If one third of the food 
loss can be eliminated, this would result 
in a large reduction in total global 
emissions.

Balancing global food supply 
shortages and surpluses will be a key 
challenge for logistics service providers 
and, therefore, local and global supply 
chains must be better integrated in a 
sustainable way. 

Relief logistics
A larger global population, combined 
with economic growth and an apparent 
increase in their frequency, means that 
natural disasters will have more impact 
on global supply chains than in the past. 
The tsunami and earthquake in Japan 

Sebastiaan 
Scholte, CEO of Jan 

de Rijk Logistics, 
discusses the 

opportunities and 
challenges for the air 

cargo and logistics 
sector arising from 

the changing global 
demographic and 

trade patterns

The long view
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The patents of many blockbuster 
drugs will expire soon and there seems 
to be less development in the pipeline. 
In the next two years, six of the 10 top-
selling drugs will lose their patents, 
meaning other companies can make 
the medications and sell them at 

consumers and give a bit of relief to the 
social healthcare challenge faced by 
many debt-burdened countries.

On the other hand, the increase 
of generic drugs will also increase 
competition between pharmaceutical 
companies, where cost differentiation 
will play a more important role. Logistics 
is a small fraction of the total cost for 
a pharmaceutical company, but is 
essential in the supply chain in order to 
get the products to the end consumer. 
Any disruption in this supply chain can 
have huge consequences for people’s 
health.

The shift to more generic drugs 
will most likely not change the high 
standards required for logistics, but 
might have an effect on modality. 
Where nowadays many of the patent 
drugs are transported via air freight, 

some of the competing generic drugs 
might chose a different modality, like 
sea transport, due to the fact that 
the cost of inventory will be lower. The 
increased competition might also 
force the logistics service providers to 
cooperate more closely in order to bring 

course always keeping the same high 
standards of quality required.

Cool chain requirements
In general the reduction in food loss and 
the improvement of the supply chain of 
pharmaceuticals will lead to less hunger, 

therefore also a contribution to global 
economic growth. In order to achieve 
this, logistics service providers need to 
cooperate more. This will require both 
vertical and horizontal collaboration. 
However, some supply chain and 
purchasing managers of the shipping 
companies should treat logistics less 
as a cost centre and more as a value 
centre, where value in the combined 
chain should be achieved and where 
this value should be shared among all 
players.

had a tremendous impact on supply 
chains all over the world. JP Morgan 

alone decreased global production by 
2.5%. Munich Re, a reinsurer, estimates 
the total economic cost of all last 
year’s global disasters at US$378 billion, 
a record number historically, and 
unfortunately an increasing trend over 
the last 30 years.

On one hand, relief logistics offers 
opportunities for logistics service 
providers, since goods need to be 

to access in the short term. But on the 
other hand, the production slowdown 
and other negative economic effects 
caused by natural disasters will 
eventually outweigh the occasional 

providers.

Pharmaceutical developments
Of the 9 billion people in 2050, the share 
of older people will only increase. In 
1970, the average family had four or 

In general, people are living longer 
and therefore the dependency ratio 
(the number of non-working people, 
including children and seniors per 100 
working adults) in many societies will 
increase, putting a burden on global 
social healthcare systems.

The pharmaceutical industry will 
play a very important role in these 
demographic challenges. Since people 
will live longer and the population 
will grow in absolute numbers, the 
pharmaceutical industry will probably 
outperform many other industries in 
terms of growth. For logistics service 
providers this industry will be very 
interesting since it is demographics and 
to a lesser extent economic trends that 

of seasonality is much less than in other 
sectors — such as perishables, where 
the seasonality varies much more than 
in general cargo.
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Inefficiencies
Unfortunately we still need to overcome 

that hinder further growth and overall 
prosperity, especially in Europe.

Logistics workforce
Changes in economic cycles have a 
leveraged effect on logistics volumes. 
If trade and GDP levels grow, logistics 
volumes by air, sea, train, and road 
freight will grow at a higher rate. But the 
opposite is also true if economies shrink. 
The last years of economic slowdown 
have had a huge negative effect on 
global logistics. It is therefore important 

changes.
Regrettably, European labour laws do 

not allow companies to react quickly 
to market changes. The US has much 

why their economy is recovering better 
than Europe’s at this moment. This leads 
to higher unemployment because no 

too costly to adjust their labour force 
in a downturn. This is a vicious circle in 
Europe and leaves it uncompetitive 

competitive disadvantage, since 
Europe is more deregulated than 
certain other areas in the world.

Ownership rules in the aviation 
industry in many countries limit 
necessary integration and therefore 
further growth. For example the US, 
China and Brazil are some of the large 
markets that restrict foreign ownership. 
Eliminating these ownership rules 

and fully liberalized market for the 
aviation industry. It would also result 
in further necessary integration, 

no longer distort the mechanisms of 
an open market economy in which 

and lower prices.
Notwithstanding its impact on the 

European economy, the current air 
transport system is not operating in an 

costs, delays, noise, and CO2 emissions. 
The main reason for this is that the 
standards and systems are still based 
on the situation approximately 50 years 
ago when the aviation industry was 
completely different than it is right now.

needed, which results in unnecessary 
emissions of around 5 million tonnes of 
CO2 per year.

Fortunately, the Single European Sky 
(SES) initiative and its technological 
pillar, SESAR, will address these issues 
in the future, especially given the fact 
that demand for air travel in Europe will 
grow by over 70% in the next 20 years. 
The implementation of SESAR should 

an equivalent of nine minutes, as well 
as 50% decrease in cancellations and 
delays within Europe. These reduced 

elimination of 50 million tonnes of CO2 
during the period 2013-2030.

against the US and especially emerging 
economies that are much more adept 
at responding to changes in the 
market. European logistics companies 
need to able to adjust their operations 
according to the economic cycles 
just like their counterparts in emerging 
economies.

Air transport
Bankruptcy laws are another way 

changes. Unfortunately the European 

for example in the US, where chapter 11 
gives the debtor a fresh start, subject to 

under its plans of reorganization.
Some of Europe’s legacy airlines need 

to readjust their operational costs due 
to the increased competition from the 
Middle and Far East. A process similar to 
chapter 11 would help some of these 
European airlines bring down their crew 
and other overhead costs, which have 
increased over many years and are 
therefore way higher than many of the 
younger airlines from the Middle & Far 
East. If they are not allowed to reduce 
these costs, they will inevitably lose 
market share and consequently most 
likely more jobs would be lost.

Even though aviation is more liberated 
than in the past, through more global 

skies will also allow airlines worldwide to 

cost and prices will come down, and 
thus will contribute to more economic 
growth. Since 1992 the inter-European 
liberalization contributed to a rise of 33% 
in European air travel, which resulted in 
1.4 million extra full-time jobs and growth 
of $85 billion.

However there are still some 
countries in the world that prefer 

than improving the overall welfare 
of the broader public interest. This 
places European carriers in a relative 
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increasingly growth and volumes will shift 
onto routes between Asia, Africa and 
Latin America. Hubs such as Singapore in 
Asia, and Dubai, Abu Dhabi, and Doha 

trade developments. Near-sourcing will 
also fuel growth in eastern Europe. More 
aircraft and ships are going directly to 
airports and ports in eastern Europe 
instead of via hubs in western Europe. 
Hence western Europe might lose its 
position as a global logistics hub.

in general, will mature eventually. The 
economic balance of power will shift, 
and if Europe does not become more 
competitive on a global level, it risks 
losing global market share.

Backed by sovereign wealth funds and 
by more favorable economic conditions 
in their home markets, companies in 
emerging economies will eventually be 
acquiring more companies in Europe. If 
European logistics service providers will 
not be allowed to be more competitive 
on a global scale, in the future the 
European logistics market could be 
dominated by Asian and Middle Eastern 
companies, some of them supported by 
sovereign wealth funds. From an open 

but an economic balance of power is 
also desirable. 

and then, after some time, shareholder 
boards are convinced that the markets 
are growing. They subsequently order 
large quantities of aircraft and ships 
based on the present market situation, 
which will then be delivered some years 
later, on many occasions when there is 
an economic downturn. Ideally, new 
aircraft and ships should be ordered 
in a recession, when prices are low, 
and they will be delivered when there 

use of these expensive assets. However 
this countercyclical investment 

management, where savings in good 
times will be used to acquire assets in an 
economic slowdown.

Many asset-heavy logistics companies 
in Europe are still being kept alive 

not to sell devalued assets at even 
bigger losses, hindering the Darwinian 
natural-selection effect in the market. 
The big question is whether these 

otherwise this could be another bubble.
Nevertheless, S&P predicts that the 

percentage of European companies 
going bankrupt will increase from 4.8% in 
2011 to 6.1% in 2012, so hopefully some 
necessary Darwinian adjustment will be 
made in this market.

Economic shift
Studies have shown that when average 
income reaches a threshold of US$16,000 
per capita in emerging economies, 
double-digit economic growth is no 
longer achievable. China is currently 
close to this threshold, and hence 
consumption will most likely rise, but 
production will become increasingly 
expensive. This will also affect the current 
(im-)balance of trade, where imports 
to China from the US and Europe will 
outgrow exports from China in the future.

The traditional dominant trade 
lanes such Asia-Europe, Asia-US, and 
transatlantic, will remain important, but 

Road transport
Another challenge Europe faces, ac-
cording to the roadmap commissioned 
by the European Commission in 2011, is 
increased road congestion and hence 
worsening accessibility in Europe.

According to this roadmap, 
congestion costs are projected to 
increase by about 50% by 2050, to 
almost € 200 billion per year. In the 
Netherlands alone congestion caused 
a cost of €400 million for transport 
companies and around €1 billion to 
businesses in general in 2010.

The US is facing a similar problem. A 
study by the Texas Transportation Institute 
claims that the cost of congestion to 
hauliers in the US – measured as wasted 
fuel and delay – amounted to $23 billion 
in 2010. On top of that, according to 
the World Economic Forum, 24% of all 
trucks drove empty within the EU due 
to positioning and imbalances in 2009. 
Moreover, the average load factor of 
the non-empty kilometres was just 57%.

This waste of economic resources 
and CO2 emissions can only be 
reduced through more cooperation, 
extension of cabotage regulation 
and, of course, general economic 
growth. The EU already has given 
more access to the domestic market 
for transport companies from member 
states. Currently hauliers from member 
states are allowed to carry out up to 
three domestic transport operations in 
another country of the EU as long as it 
is combined with another international 
route within a seven-day period.

Ideally cabotage should be allowed 
without any restriction, resulting in fewer 
empty kilometres, higher load factors 
and therefore lower carbon emissions 
and operating costs.

Capital asset management
Unfortunately the order cycle of aircraft 
and large ships is still far from perfect. 
Traditionally aircraft and ships are 
ordered after some time of economic 

Sebastiaan Scholte is CEO of Jan de 
Rijk Logistics (www.janderijk.com) and 
secretary general of the Cool Chain 
Association (www.coolchain.org)
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