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Furloughs Unless PSP Extended

BEN GOLDSTEIN, ben.goldstein@aviationweek.com

United Airlines announced plans to furlough up to 2,850 pilots this fall, more than pre-
viously expected, unless Congress can agree to extend the Payroll Support Program
(PSP) before funding runs out on Oct. 1.

The latest announcement means Chicago-based United will need to send out approx-
imately 600 additional furlough warnings in coming weeks, as the company previously
only notified around 2,250 pilots of potential furloughs in late June.

United SVP-flight operations Bryan Quigley told pilots in an Aug. 27 memo, viewed by
Aviation Daily, that management decided to increase the scope of pilot furloughs due to

“deterioration in travel demand compared to late June.”

Additionally, Quigley said that 250 pilots who previously received furlough warnings
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with a potential date of Nov. 30 will now see their furloughs moved up to Oct. 30. The
latest plan calls for the first 1,747 pilot furloughs to occur on Oct. 1, followed by a fur-

ther 572 furloughs on Oct. 30, and 531 more on Nov. 30.
“Our numbers are based on the current travel demand for the remainder of the year

The Daily

The COVID-19 pandemic may have changed just about every
aspect of travel already—but aircraft cabin designers believe
there may be more long-term shifts to come.

For the relatively few passengers now flying, the onboard ex-
perience is already different—masks, limited movements within
the cabin and a reduction in onboard services—but interiors
specialists are imagining the longer-term alterations to cabin
architecture, aesthetics and technology that the pandemic could
bring about.

London-based design studio PriestmanGoode—which has
worked with the likes of Qatar Airways, Air France and Turkish
Airlines—has set out its vision for a post-COVID-19 aircraft
cabin. It has dubbed the concept Pure Skies, which it hopes can
inform cabin products that will be entering service in around
three years’ time.

PriestmanGoode is not the only specialist focusing efforts on
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WILS 0Tl i Wil The Post-COVID-19 Cabin Look Like?

HELEN MASSY-BERESFORD, helen.massy-beresford@aviationweek.co.uk

this fast-evolving area.

Germany-based cabin specialist Diehl Aviation has identified
three areas that it hopes will help airlines to improve passenger
well-being on board: optimizing circulation and disinfecting and
purifying cabin air; touchless features for onboard areas, such
as the lavatory; and UV-C technology for disinfecting surfaces
and water purification.

Diehl already offers items like onboard sanitizer dispensers
and hands-free lavatory handles. At the end of June, the com-
pany said it was hoping to launch new products related to these
areas of focus as soon as possible.

With Pure Skies, the team at PriestmanGoode has undertaken
a complete review of business and economy cabins, favoring
“rooms and zones" over the traditional classes. The designer
sets out how new technologies and materials as well as tech-
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and our anticipated flying schedule, which continues to be fluid
with the resurgence of COVID-19 in regions across the U.S.”
Quigley said.

Reacting to the announcement, the United Master Executive
Council (MEC) of the Air Line Pilots Association expressed
disappointment that management did not work harder to reduce
the scope of furloughs through the use of voluntary leave and
early-out packages. “While other airlines have chosen to reduce
manpower through voluntary means, it is tragic that United has
limited those options for our pilots and instead has chosen to
furlough more pilots than ever before in our history,” the United
MEC told pilots Aug. 27.

The announcement comes just a few days after both Amer-
ican Airlines and Delta Air Lines previewed their own expected
pilot furloughs, with the former expecting to shed 1,605 pilots,
and the latter, 1,900—both substantially less than the 2,850
pilots that United plans to let go.

Airline unions have pinned their hopes on Congress extending
the PSP before a Sept. 30 deadline, although that prospect has

dimmed following lawmakers’ failure to reach an agreement
before taking their planned August recess. There has, however,
been a slight uptick in optimism following remarks this week by
White House chief of staff Mark Meadows, who said the admin-
istration would consider taking executive action to avert layoffs
should Congress fail to act.

“If Congress is not going to work, this president is going to get
to work ... and hopefully we can help out the airlines and keep
some of those employees from being furloughed,” Meadows
said in an interview with Politico.

Still, it's unclear how the White House could extend the PSP
on its own, leading some union officials to voice skepticism
about how effective such a move would be.

“Executive orders would not put in place a ‘clean extension’
of our PSP with all of the job requirements that will save our
jobs and keep our industry intact to serve the American public
during this pandemic ... We need Congress to act,” Association
of Flight Attendants-CWA Sara Nelson said in a message to
members.
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niques such as color psychology could help to reduce passenger
anxiety, improve personal space and hygiene, and enable “touch-
free” journeys.

For passengers in Pure Skies rooms—the equivalent of
business class—the design agency sees fully enclosed personal
spaces partitioned with full-height curtains, seats designed with
minimal split lines and seam-welded fabrics, antimicrobial ma-
terials, personal stowage and an inflight entertainment system
fully synchronized with the passenger’s own devices.

Pure Skies zones—or economy—features, among other op-
tions, dividing screens every other row for greater separation,
staggered seating to maximize the feeling of personal space and
the removal of seat back trays in favor of a clip-on meal trays
that would come direct from the trolley. “The team focused on
how space in economy cabins had become too compromised,”
PriestmanGoode said.

Airlines that survive the coronavirus crisis—and the accompa-
nying economic fallout—will be facing severe financial pressures
for many years to come; they will need to offer attractive ticket
prices to a hesitant and recession-hit traveling public.

In this context, will they have the budget necessary to invest in
cabin revamps too? Or, on the flip side, will getting the post-coro-

AVIATION WEEK

Intelligence’”

NETWORK

navirus cabin setup right be a key differentiator for airlines
operating in an increasingly competitive sphere?

For those that do want to update their cabins in the coming
years, PriestmanGoode’s vision aims to help boost ancillary rev-
enues—another aspect of the business that has been affected
by the pandemic.

For example, the design studio’s vision suggests that remov-
ing IFE screens opens up the opportunity for passengers who
don't bring their own device on board to hire a screen.

IATA does not see global air traffic recovering to pre-pandem-
ic levels before 2024 and over the coming years airlines across
the globe will be relying on a series of factors to help encourage
that demand: better and more widescale COVID-19 testing;
clearer, less disruptive travel rules in the short-term; and, further
down the line, the much hoped-for vaccine.

Even so, in a few years’ time—once the industry has, hopefully,
put the worst of the pandemic behind it—the changes in traveler
behavior and expectations the coronavirus crisis has already
provoked may well mean that some of these cabin develop-
ments will be adopted for the longer-term. At that point they will
be just one of the tools airlines use to differentiate their services
and entice travelers back into the air.
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EASA Schedules Boeing 737 MAX
Test Flights For September

JENS FLOTTAU, jens.flottau@aviationweek.com
SEAN BRODERICK, sean.broderick@aviationweek.com

EASA plans to start Boeing 737 MAX test flights on Sept. 7 in
Vancouver, Canada in what is a key milestone for the aircraft to
be recertified in Europe.

EASA said Aug. 27 that it has been working with the FAA
and Boeing to schedule the flights, but the process has been
made more difficult by the COVID-19 travel restrictions between
Europe and the U.S. Performing the flights out of Vancouver
proved to be a way to get around these limitations. Transport
Canada started test flights Aug. 26 from Boeing Field while the
FAA completed its test campaign on July 1.

“While Boeing still has some final actions to close off, EASA
judges the overall maturity of the re-design process is now
sufficient to proceed to flight tests,” the agency said. The flights
will be preceded by simulator sessions at London Gatwick
beginning Sept. 1 and will be followed by meetings of the Joint
Operations Evaluation Board (JOEB) at Gatwick beginning Sept.
14.

The FAA on Aug. 3 issued a notice of proposed rulemaking
(NPRM) defining conditions under which it would allow the MAX
to return to service. Operators must install flight control comput-
er (FCC) and MAX flight-deck display system (MDS) software
that Boeing has been developing and validating for more than a
year to address issues spotlighted in two fatal 737-8 accidents.
They also must modify wire bundles that do not meet the latest
wire-separation standards.

The major changes are installing updated FCC software that
modifies the MAX's maneuvering characteristics augmentation

system (MCAS), and putting pilots through new, updated training.
MCAS, implicated in two fatal accidents that led regulators to
ban MAX operations in March 2019, commands automatic hor-
izontal stabilizer inputs to help the MAX handle like its 737NG
predecessor.

The NPRM and a related FAA summary of its MAX review re-
leased at the same time emphasize that work still remains. The
largest remaining piece is having regulators and line pilots vali-
date proposed changes to MAX pilot training in the JOEB review.
That will be followed by an FAA-led Flight Standardization Board
(FSB) report that will establish minimum training curriculum for
MAX pilots. Among the major training changes expected to be
adopted are mandatory simulator sessions for all prospective
MAX pilots. Previously, pilots with 737 type ratings could transi-
tion to the MAX following computer-based differences training.

The FAA has been working closely with many regulators
throughout the evaluation process. For example, both EASA
and Transport Canada flight test and human-factors specialists
helped the FAA and Boeing develop scenarios to evaluate flight-
crew response to the updated software, the FAA said. Regulatory
experts from Brazil, Canada and Europe “are involved with the
ongoing review and analysis of the results as validating authori-
ties," the U.S. agency added.

However, regulators have not agreed on every issue. EASA
has been arguing that Boeing should introduce a third synthetic
angle of attack sensor on the MAX for further redundancy to
largely mirror the design set-up of the Airbus A320 family, which
has three physical sensors as opposed to the MAX’s two. EASA
has said that the MAX could be introduced back into airline
service without the third sensor but that it could require Boeing
to add it at a later time. EASA said it had no further comment on
the MAX course of action at this time.

SUPPLIERS

Rolls-Royce Targets Disposals As
COVID-19 Ravages Revenues

TONY OSBORNE, tony.osborne@aviationweek.com

LONDON—Aero-engine manufacturer Rolls-Royce is looking
to sell off assets as the impact of the coronavirus crisis on the
travel industry bites deep into the company’s finances.

The British engine-maker said it has identified “a number of
potential disposals” that would allow the company to generate
proceeds of £2 billion ($3 billion), including Spanish aero-engine
firm ITP Aero.

Rolls made pre-tax losses of £5.3 billion for the first six
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months (H1) of 2020 through June, the company announced
Aug. 27. This included write-offs of £1.1 billion and £2.6 billion
from foreign exchange hedging contracts. The company made
an operating loss of £1.7 billion compared to a profit of £200
million the same time last year.

Most of the losses were a direct result of the impact of
COVID-19 on the company’s civil aviation business, which has
led to reductions in flying hours, maintenance revenues and new
engine orders.

Rolls CEO Warren East said the pandemic had “significantly
affected our 2020 performance,” and that the company was now

ROLLS-ROYCE, P. 5

AVIATION WEEK

NETWORK


http://awin.aviationweek.com/aviationdaily
mailto:jens.flottau@aviationweek.com
mailto:sean.broderick@aviationweek.com
mailto:tony.osborne@aviationweek.com

AviationDaily”

August 28, 2020

awin.aviationweek.com/aviationdaily

Staff

EDITORIAL
2121 K Street, NW, Suite 210, Washington, DC 20037
+1-202-517-1100 awin.aviationweek.com

EDITORIAL STAFF

Managing Editor Mark Nensel

Executive Editor Jens Flottau

Contributing Editors Sean Broderick, Michael Bruno,
Bill Carey, Chen Chuanren, Alan Dron, Thierry Dubois,
Ben Goldstein, Kurt Hofmann, Helen Massy-Beresford,
Polina Montag-Girmes, Victoria Moores, Guy Norris,
Tony Osborne, Bradley Perrett, Adrian Schofield,
Graham Warwick

Air Transport Group Editor-In-Chief Karen Walker
Group Editorial Director Joseph C. Anselmo
Associate Producers Amy Hardcastle, Donna Thomas
Copy Editors Guy Ferneyhough, Natalia Pelayo

DATA & ANALYTICS

Director, Forecasts and Aerospace Insights Brian Kough
Senior Industry Analyst Craig Caffrey

Manager, Data Operations/Production Terra Deskins
Lead Company Analyst Eric Brown

Fleet Analysts Brian Bostick, Nigel Harod,

Nigel Howarth, Bo-Goran Lundkvist, Dan Williams

SUBSCRIBER SERVICES

Customer Service, New/Renewal Sales

Aviation Daily, P.O. Box 1175, Skokie, IL 60076-8175
Tel: +1-877-369-3706 (within the U.S.)

Tel: +1-913-850-6930 (outside the U.S.)

Fax: +1-800-455-3145

Email: tech_assistance@aviationweek.com

INTELLIGENCE AND DATA SERVICES
Managing Director Anne McMahon
Tel: +1-646-291-6353, anne.mcmahon@aviationweek.com

Senior Director, Business Development Thom Clayton
Tel: +44 (0) 20 7017 6106, thom.clayton@
aviationweek.com

Discounted rates for multiple users and enterprise
access available. Custom packages and additional
services available including Intelligence/Research,
Fleet Data, Forecasts.

User Engagement Laurie Grossman, Tel: +1-646-233-4434
laurie.grossman@aviationweek.com

Online access to Aviation Daily is available
at awin.aviationweek.com

ADVERTISING
Sales Director Tom Davis
Tel: +1-469-854-6717, tom.davis@aviationweek.com

REPRINTS

Wright's Media

Tel: 1-877-652-5295 (within U.S.)
Tel: 1-281-419-5725 (outside U.S.),
informa@wrightsmedia.com

Published daily except Saturdays, Sundays and holi-
days by Aviation Week, 2121 K Street, NW, Suite 210,
Washington, DC 20037. (ISSN No. 0193-4597).
Gregory Hamiilton, President, Aviation Week.

COPYRIGHT © 2020 by Informa Markets, a trading
division of Informa, PLC. All rights reserved. None of the
content of this publication may be reproduced, stored in
a retrieval system, or transmitted in any form or by any
means (electronic, mechanical, photocopying, recording
or otherwise) without the prior written permission of the
publisher. Available in online and email editions.

Vol. 421 - No. 39

AVIATION WEEK

NETWORK
an informa business

AVIATION WEEK

Intelligence’”

NETWORK

REGULATORY/LEGISLATIVE

CAAC Approves Avic MA60 Commuter
Operator

BRADLEY PERRETT, perrett@aviationweek.com

BEIJING—A commuter operator of Avic MA60 turboprop aircraft will soon begin flying
after receiving approvals from the Civil Aviation Administration of China (CAAC).

The carrier, Express Airline, will “rely on” the fleet of Okay Airways in running short-
haul services, according to municipal media in Changsha, the south-central Chinese city
that will be the center of its network. The exact relationship between the companies
was not explained.

Express Airline says on its website that it will use MA60s, under Part 135 of China’s
civil aviation regulations, which cover commuter and on-demand services. The fleet of
MAG60s, designed to carry up to 60 passengers in scheduled service, will all be fitted
with 30 business class seats each, according to the Sanhu Dushi newspaper. The num-
ber of aircraft is not stated.

Okay Airways formerly operated MA60s but in 2016 transferred them to affiliate Joy
Air, which now has 23 aircraft of the type according to Aviation Week Intelligence Net-
work Fleet Data. That fleet will presumably be the source of MA60Qs for Express Airline.

The Hunan Daily said the CAAC had granted preliminary approvals “at Changsha,’
implying that the city will be the base of Express Airline. The soon-to-be-opened routes
will link Changsha Huanghua (CSX) with Huaihua (HJJ), Tongren (TEN) and Zhangjiajie
(DYG), said the Sanhu Dushi. Flights to Hanoi, 1,080 km (670 mi.) from Changsha, are
also planned.

The CAAC, while reluctant to permit the establishment of new mainline scheduled
carriers, encourages the development of regional airlines and general aviation. It also
supports airlines that use Chinese aircraft, such as the MA60.

The provincial government of Hunan aims to establish air services centered on its
capital, Changsha, and linking at least 13 other cities in the province.

FUEL WATCH
Global Jet Fuel Prices (Midpoint)*

As of August 27, 2020, compared with previous week and previous year

Cts/Gal. Previous Week Previous Year
New York Barges 115.82 -1.28 -58.50
Chicago Jet 115.77 3.17 -68.30
West Coast (LA) Jet 115.72 2.62 -66.77
Europe: Rotterdam Jet (Barges) 105.00 -1.00 -77.00
Asia/Pacific (Singapore Kero) 104.00 0.00 -71.00

All data, except for Asia/Pacific, represent latest spot price data as of Wednesday. Asia/Pacific data
represent latest spot price data as of Thursday. *All prices in cts/gal.

Source: Platts (Subsequent use of these data in index-format or in derived financial instruments requires

a licensing agreement with Platts. For related questions contact Gerald_Bueshel@platts.com)
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U.S. Domestic Fares Sunk In July
As Demand Recovery Stalled

BEN GOLDSTEIN, ben.goldstein@aviationweek.com

Fares for domestic U.S. air travel hit their lowest level since
April in July, caused by a resurgence in COVID-19 that pla-
teaued demand at around 25-30% of 2019’s level, a report from
Bloomberg Intelligence shows.

Domestic leisure fares fell 35% in July from a year ago, on
par with April's lows and a setback from being down 26% year-
over-year in June, according to the analysis of Airline Reporting
Company (ARC) data by Bloomberg Intelligence analysts George
Ferguson and Francois Duflot.

International fares were down less than domestic in July, ow-
ing to lower capacity and less competition on long-haul routes.
Trips to Europe were just 6% cheaper in July from a year ago,
while travel to Asia was 26% more expensive.

U.S. carriers lowered their domestic fares in July after
scheduling more capacity than needed in June, spurred by
competition to capture the small but growing pockets of
leisure demand that helped produce nearly 10 consecutive
weeks of climbing passenger numbers during the 2020 second
quarter. Fares could see a slight boost in August, the analysts
predicted, citing a recent uptick in total transactions during the
week ended Aug. 16.

“Supported by CARES Act funds through [the 2020 third
quarter], airlines can lower fares to pump up leisure demand and
partially offset the effects of a resurgence of COVID-19 cases,”
Ferguson and Duflot wrote.

Airlines have reported weak forward bookings for the post-La-
bor Day period, leading them to repeatedly trim their third quarter
(Q3) schedules in recent weeks from earlier plans. American
Airlines, for example, now plans to fly less than half its original
fourth-quarter schedule, with long-haul international capacity
reduced to just 25% of 2019 levels.

Southwest also recently cut its estimated Q3 capacity to a
range of down 30-35% from 2019, compared to previous esti-
mates of a 20-30% decrease.

“It has become increasingly clear there is a ceiling to the
demand recovery until there is either a successful treatment, a
vaccine in place or acceptance of COVID-19 as a new reality,”
Cowen analyst Helane Becker wrote in a recent client note.

U.S. passenger throughput tracked by the U.S. Transporta-
tion Security Administration (TSA) has been mostly stagnant in
recent weeks.

However, on Sunday Aug. 16 more than 865,000 people were
processed by TSA—the most in a single day since the pandemic
reached North America in mid-March. Less encouraging was
Tuesday, Aug. 25, on which only around 523,000 people took to
the skies, making it the weakest day since June 30.

ROLLS-ROYCE, From P. 3
taking steps to increase liquidity.

“In light of ongoing uncertainty in the civil aviation sector, we
are continuing to assess additional options to strengthen our
balance sheet to enable us to emerge from the pandemic well
placed to capitalize on the long-term opportunities in all our
markets,” East said.

East said a restructuring of the company’s Civil Aerospace
business was making “significant progress,” with the aim of
reducing the civil aerospace business’ headcount by 8,000
along with another 1,000 personnel from the company’s central
functions.

Some 4,000 people had already left the company in 2020 by
Aug.27, with the remaining 5,000 expected to have left by the
end of the year.

The changes also include the consolidation of widebody
engine assembly and testing from three sites in the UK to one, at
Derby, England. Trent fan blade production currently performed
in Barnoldswick, England and in Singapore will be consolidated
to the company’s Singapore site. Advanced disc and turbine
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blade machining will be focused on the UK. Blisk (blade integrat-
ed disks) production will transfer from the current three sites to
two, in Derby and Oberursel, Germany.

Rolls also confirmed the impending departure of its CFO
Stephen Daintith, who resigned to take up another opportunity.
Daintith will remain in the role to support an orderly transition to
oversee £1 billion of cost-cutting.

The engine-maker said it is on target to deliver around 250 en-
gines during 2020, having delivered 137 engines in H1, but noted
that flying hours from those engines under long-term service
agreements had been reduced by 47%, although business jet
and regional flights were less severely impacted. In its outlook,
the company said there will be a gradual recovery in flying activ-
ity to 70% of 2019 levels by 2021 and around 90% by 2022. Rolls
said this was its base case scenario “where there is assumed to
be no second wave.”

Large engine deliveries will remain at around 250 a year
through to 2022, with the company optimistic about returning to
positive cash generation in 2022.
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Startup Tackles Infrastructure Barrier
To Decarbonizing With Hydrogen

GRAHAM WARWICK, graham.warwick@aviationweek.com

Former Airbus and United Technologies chief technology
officer Paul Eremenko has launched a venture to build the
infrastructure for hydrogen-powered
commercial aviation.

To kick-start the market, startup
Universal Hydrogen plans to convert ATR
42 and De Havilland Canada Dash 8-300
regional aircraft to hydrogen fuel-cell
propulsion to pump-prime demand. But
Eremenko’s goal is to prove out the com-
pany’s hydrogen infrastructure before Air-
bus and Boeing make technical decisions
on the next generation of single-aisles in
the latter half of the 2020s.

Hydrogen is gaining attention as a means to deeply decarbon-
ize aviation, with Airbus looking at the fuel as one way to meet
its stated commitment to bring an aircraft with net-zero carbon
emissions to market by 2035. But previous efforts to bring
hydrogen to aviation have stumbled over the high cost barrier of
the infrastructure required for production and distribution.

“If we want hydrogen aviation to happen, we need a much
more capital-light approach,” Eremenko said. “Our goal is to
produce a minimally capital-intensive approach to building a
hydrogen infrastructure that is scalable to global scale.”

Universal Hydrogen is developing a lightweight, modular cap-
sules—"think of them as batteries,” Eremenko said—that can be
transported via the existing global intermodal container network
and loaded with existing airport equipment into aircraft that
have been minimally modified to operate on hydrogen.

“What we are trying to do is connect production to consump-
tion and allow them to take place in geographically disparate
areas at temporally disparate times,” Eremenko said. “We are
not especially keen to do either production or play long-term in
the consumption business, but we may have to do a little bit of
both in order to get the aviation hydrogen market going.”

Universal Hydrogen is developing both 850-bar high-pressure
gas and liquid hydrogen capsules in the same interchangeable
form factor so an airline can choose between them for each
flight. “For the Dash 8-300 with the gaseous capsules, we get
400 nm range. With the liquid capsules, we get 550 nm,” Eremen-
ko said. “The fleet-wide average stage length for these aircraft is
about 300 nm. So even with the gaseous solution you're going
to be able to perform 75-80% of all missions flown.”

AVIATION WEEK

Intelligence’”

NETWORK

“Airbus and Boeing seem likely to
make decisions on the technology
base for the single-aisle in the
mid- to late-2020s ... We would like
to de-risk the decision for them ...
to go with hydrogen.”

The capsule is a cylinder with rounded ends, for more efficient
packaging during transport and storage in the aircraft, Universal
Hydrogen chief technology officer JP Clarke said. One pair of
capsules is mounted in a frame that provides structural support,
plumbing and other systems. These two-cylinder modules are
then transported as dry freight in cargo containers by road, rail
or sea. At the airport, they are loaded
onto the aircraft using existing ground
handling equipment—or a forklift at
more austere locations, Eremenko said.

Insulated but uncooled, the liquid cap-
sule has a maximum 40-hr. dwell time
between production and consumption
because overpressure builds up as the
hydrogen evaporates. “As a result of that,
and because liquefaction is a more ener-
gy-intensive process than compression,
an airline would pay more for the liquid
capsule. But they'd get a slightly better range,” Eremenko said.

In the case of the Dash-300 retrofit, up to three modules—or
six capsules—are slotted into the rear fuselage forward of the
cargo area, which would be untouched. The service door is
widened slightly as part of the supplemental type certificate
modification. The hydrogen is plumbed through the dorsal fin,
external to the fuselage pressure vessel, into the nacelles.

In each nacelle is a 2-megawatt hydrogen fuel-cell stack pow-
ering an electric motor—either a single motor of about 2 mega-
watts or around 1.6 megawatts, plus a smaller motor for auxil-
iary power. The existing propeller and controller are retained. A
small lithium-ion battery handles throttle transients.

A fuel-cell's only emissions are warm air and water vapor. A
thermal-management system including a P-51 Mustang-style
zero-drag radiator on the nacelle cools the fuel-cell and motor.
The water is collected in the outer-wing fuel tanks and dumped
at flight conditions when no contrails are produced.

“We've designed the retrofit so that it meets or exceeds the
nominal aircraft performance, other than the change in range
capability,” Eremenko said. “We lose two rows of seats in the
back. And we relocate the rear galley to the front, which causes
us to lose two rear-facing seats in the front. So we lose a total of
10 seats and the Q300 goes from a 50-passenger to a 40-pas-
senger airplane.”

Despite the loss of seats, operating economics in 2025—in
terms cost per available seat mile—are estimated to be roughly
equal between the modified and unmodified Dash 8. Hydrogen
is projected to be more expensive than jet fuel in 2025, but that
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Nigeria To Restart International
Flights Aug. 29

VICTORIA MOORES, victoria.moores@informa.com

Nigerian aviation minister Hadi Sirika has announced that
international flights will resume on Aug. 29, following a lengthy
suspension because of the COVID-19 crisis.

Speaking via his Twitter account, Sirika said Lagos and Abuja
will be the first airports to reopen for international flights, mir-
roring the process used to resume domestic flights from July
8. Sirika made it clear that he expects other countries to grant
reciprocal access.

Lagos Airport confirmed the planned reopening via its Twitter
feed.

As of late July, Nigeria had already inspected and cleared 14

of its airports for resumed operations, including Abuja, Benin,
Birnin Kebbi, Calabar, Jos, Kaduna, Kano, Lagos, Maiduguri, Ow-
erri, Port Harcourt, Sokoto, Uyo and Yola.

COVID-prevention measures at these airports include tem-
perature checks, disinfection of shoes and baggage, mandatory
face masks and social-distancing measures.

“Protocols and procedures [for international flights] will be
announced in due course,” Sirika said.

Nigerian carrier Dana Air resumed domestic flights on July 8
and is gradually ramping up capacity.

“While July load factors were in the 30s, August should end up
about 50%,” Dana Air COO Obi Mbanuzuo told Aviation Daily on
Aug. 24. “So [these are] still difficult times, but people are getting
more confident with flying and international traffic should help
as well”

STARTUP, From P. 6
cost is expected to come down over time, he said.

“There will be a growing cost advantage to hydrogen. On top of
that, the maintenance and overhaul costs for a fuel-cell-electric
powertrain are quite a bit lower than for a turboprop engine. Our
estimates for maintenance and overhaul costs suggest at least
a 25% improvement,” Eremenko said.

Universal Hydrogen is working with partners to lighten a prov-
en terrestrial fuel-cell and develop the motor. “These are funda-
mentally off-the-shelf technologies. | don't want to understate
the challenge, but we think our plan is attainable on a three-year
timescale,” he said. “We're allowing some margin with a 2024
entry into service.”

The startup has also engaged the regional airframers. De
Havilland Canada has been “an exceptional partner to us thus
far,” Eremenko said. “ATR, which is starting to think about hydro-
gen, has also been positive toward the effort.”

What would regional carriers have to pay in exchange for
going green?

“The value proposition that we offer is that we would subsidize
the conversion to hydrogen for them, up to offering it as a no-
cost conversion in exchange for a long-term hydrogen fuel con-
tract,” he said. The established renewable-energy project finance
market would then be tapped to pay for the conversions.

“The regional aircraft fuel market is about $2 billion/year. So
we might create a billion-dollar business by supplying the region-
al market if we get really good penetration,” Eremenko said. “The
huge opportunity in the 2030s is the single-aisle. And both Air-
bus and Boeing seem likely to make decisions on the technology
base for the single-aisle in the mid- to late-2020s, for an entry
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into service in the early 2030s. And we would like to de-risk the
decision for them, as much as we can, to go with hydrogen.”

Universal Hydrogen is six months into the initial design phase,
self-funded to the tune of about $3-5 million if partner efforts are
included, he said.

“We're going into detailed design in the next month or two. And,
by this time next year, we would expect to have an iron bird of
the powertrain as well as an end-to-end demonstration of the
full-scale capsule technology.”

Experimental flight testing will follow, with one side of the
aircraft converted to fuel-cell propulsion and the other left un-
modified for safety of flight. “After experimental flight, we would
go into certification flight test. And alongside that, we would
mature the hydrogen logistics network and develop a low-rate
initial production system for the capsules and the modules,” he
said. “To get us to market, we need an equity raise of about
$300 million.”

After kick-starting demand with its ATR and Dash 8 conver-
sions, the startup plans to release its modification as an open-
source reference design that can be customized by developers
of commuter aircraft, single-engine turboprops or urban air
mobility vehicles—Eremenko’s eyes are firmly on decarbonizing
the single-aisle sector.

Universal Hydrogen is already in discussions with both Airbus
and Boeing. “They’re both receptive and learning more about our
approach and technology,” he said. “But the proof will be when
we are actually in operation at scale from 2024 onwards show-
ing that we have solved the infrastructure and logistics problem
for hydrogen for them.”

AVIATION WEEK

NETWORK


http://awin.aviationweek.com/aviationdaily
mailto:victoria.moores@informa.com

AviationDaily”

awin.aviationweek.com/aviationdaily

August 28, 2020

Industry Data

COVID KPIs: Jet Fuel Spot Price

Price Of Jet Fuel From 1990 To 2020 As Of August 3, 2020
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The world’s leading route development consultants

Services and expertise dedicated to growing your air service network

e ¢ | |

From route traffic forecasts and collaborative partnership solutions to top
quality training courses, ASM can help you achieve your route development goals.
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For more information about any of our services, visit asm-global.com or
contact Melissa Crum at melissa.crum@aviationweek.com
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—_ All Nationals Fuel Cost (Scheduled Service) 2019/2020
Domestic International Total
Consumption Cost pesgzlon Consumption Cost peng:Itlon Consumption Cost peng:Itlon
E;n;;llcl:gg) ElTllllel:?sl; (eteETie) g(lg]lilc::):) ng;lI:rosr; (el é':.igfs") ﬁT.'f!ﬁ’s") (EH9ETe)
2019 January 5.1 10.3 2.00 8.2 16.6 2.02 13.3 26.9 2.01
2019 February 5.0 10.3 2.07 8.4 18.0 2.15 13.4 28.3 212
2019 March 6.0 12.7 2.13 10.4 237 2.29 16.3 36.4 2.23
2019 April 5.6 12.0 2.12 9.0 20.1 2.23 14.6 32.0 2.19
2019 May 5.8 12.8 2.19 8.7 20.3 2.33 14.5 33.0 2.27
2019 June 7.0 14.2 2.03 8.3 18.7 2.24 15.3 329 2.15
2019 July 56 11.7 2.09 8.9 19.7 2.22 14.5 313 2.17
d 2019 August 7.5 15.2 2.03 8.5 18.8 2.21 16.0 34.0 213
2019 September 57 11.8 2.05 74 157 2.11 13.2 27.5 2.09
2019 October 6.3 131 2.08 8.6 18.1 2.12 14.8 31.2 2.11
2019 November 6.4 13.3 2.08 8.6 18.1 2.09 15.0 31.3 2.09
2019 December 7.5 15.3 2.05 9.5 20.0 2.10 17.0 35.3 2.08
Total
2020 January 6.2 10.4 1.68 10.3 212 2.05 16.5 316 1.97
2020 February 58 10.3 1.80 9.2 19.2 2.08 15.0 29.6 1.97
2020 March 58 8.7 1.49 111 19.3 174 17.0 28.0 1.65
2020 April 3.0 2.7 0.92 9.4 12.3 1.3 12.4 15.0 1.21
2020 May 38 32 0.84 9.3 10.2 1.09 13.1 13.4 1.02
2020 June 5.0 59 1.19 9.8 12.7 1.30 14.7 18.6 1.26

2020 YTD

% Chg over 2019 YTD

413
-42.82%

1.4
-33.15%

1.6
-27.62%

Source: Bureau of Transportation Statistics F41 Schedule P12A
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