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CHAPTER 1 
., 

INTRODUCTION 

Constitution of the Planning Group 

The Government of India, vide thei r Memorandum No. TACi ~(27) :85 dated IClth 

December, 1985 set up a ,. Planning Group on Civil Aviation" to fo rmulate a 

long-term perspecti ve plan fo r the transport secto r on an int egrated basis . The com
position of the Group was as under : 

I. 	 Shri J.R.D . Tata 

Chai rman, 

Tata Group of CO'l1pan ies Chairman 

2. 	 Shri K.G . Appusamy 

Retired Managing Director , 

Air-India .... . .. ....... .. .. . ...... . ... .. -.. .. .. ... .. ... ... . Member 

3. 	 Dr. H .K. Pa ra njape 

Economist .......... . . . - . . . . .. _. ... . .. ....... . ... . . . .. . Member 

4. 	 Air Marshal C. K.S. Raje 

Director 	General, Civil Aviation ~lernber 

•
5. 	 Air Marshal M.S.D. Wollen 

•Chair man , 


H industa .l Aerona utics Ltd . . . , ......... . . ~lernbe, 


6. 	 Prof. R. Naras imha 

Director, 

Na tional Aeronautics Laboratory \lember 

7. 	 Capt. K. C had ha 


Managing Director , 

Ind ian Airlines . . 


8. 	 Shri K.L . Thapar 

Advi'er (T ransport), 

Planning Com missio n \lern",,: 

9. 	 Dr. N.W. Nerurk ar 

Joint Secretary, 

Dep t. of Electronics \fernixr .
10. Sh ri C. L. Sharm a 

Dy. · Managi ng Director, 

Air-India \fem ber - Com'en" 

J 




1.2 Later on. Dr. N. K. Sengupta. Director Genc r;tI T ClurisJT1. Government of II 
was also included as a member of the Group in order to ensure that projections 

plans for future traffic growth both on the International and domestic sec tor are I 

in futi consultation and in harmony with the Department of Tourism. Also. in its 

meeting held on the 7th/8th January. 1986, the Group felt that since there 

considerable coordination required between the civil and defence agencies il 

management of airspace. provision of facilities at civil as weU as military airports. n 
of pilots from the Indian Air Force for civil aviation. etc .• it would be useful to a 
a member from the Indian Air Force. Similarly, it was considered essential to c< 

a member from the International Airports Authority, as they operate and admil 

the four main international airports in the country. Consequent ly. Air Vice Ma 

P. P. Singh from theIAF and Air Marshal P.S. Dere frorr! the IAAI were co-( 

as members on the Group 

11 ! 

,
'-. Terms or Rd erence 

2. I In the Government Memorandum the Terms of Reference of the Group were laid I 

as follows: 

1\ 

"I. The Group will determine the roles of civil aviation in the total tran 

infrastructure of the country and prepare a lo ng term plan based upon s 

technical and economic consideration in the time perspective up to the yeal 

"A_D. The specific Terms of Reference will be as follows:

i) To study the past trends in growth of passenger traffic and air cargo inel< 

developments in the pattern of air services over the last twO decade: 

projected developments for the period ending 2000· A.D. b'ased o. 

inter-modal allocation of traffic. appropriately phased over 5 years p 

ending 1990. 1995 and 2000 A.D. 

II, I 
Jl) 

C II 

1<) 6 

(lr~ 

ii) To review the existing network of airlines with a view to restructuring 

to the extent necessary taking into account the future role of air tran 

in the "Ianned development of the country. 

iii) To make an assessment of the exisling technologies and technol 

development forecasts into the next 15 years in the Civil Aviation Sect, 

to consider their applicability and adaptability to Indian conditions wil 

regard to the econom ic s of different technologies for long term Opt 

\\ rl 

iv) To study the productivity and effici ency of the various consti tuent U/ 

Civil Aviation Sector with a view to recommending suitable norm 

measures to improve productivity. 

2 



rII 1 on t of I 

_II : i rlljcctions 
'l' 1' ~ ..:l'tor are r 

1 l'. in its 
t ~ , Inee here 

tfl .. f' 	 ..1gcncies ir 

lit.l[' 	 ,o,rpons , re 

• 	u,dul to C( 

oJ.! : to C( 

• It" :Ind ad min' 

to' -'lor Vice M a~ 

1\\1 were eo'o 

(lfl1!Jr were la id .. 
n tl1e towl tran: 

'lil h," upon s: 

\or l! I I the year 

1Ii ~;trgo inch 

1.1 t 	 ""\ decade, 

IJ \ " ba~ed 0 1 

~~an~ p 

rucluflng 

vt a ir tran 

" IU tec hnoll 

\' il 0\ talion SeclO 

ian' "lIH.,ii tions \\litl 

" ter m o pt i " , 

Ill uent un-u 
'lk 	norm 

' v) 	 To assess the requirements of aircraft and related equtpment up t02000 A,D, 

appropriately phased ove r 5 years period , 

vi) 	 To asscss I he requ irements of inf rastructure facil ities at inte rnaliona I ; IS well 

as domestic JHpo rtS up to 2()(XI A , D , 

\'ii) 	 To a~ses", the requirements of communicat ion and navigation in fra ~{ r u ..::lurc:. 

for 	safe o peration> of aircraft. 

viii) 	 To assess the manpower needs for the development of cis'il aviation ,ector 

and recommend appropriate training programmes and other measu ces for 

manpower development consistent wilh future development plar,' anc! 

projected tec hnological changes, 

ix) 	 To recommend pOlicy changes co nsistent with future d~velopmen' plans 

including financial, operational and pricing policies to en sure develo pment 

of the sector on a sound commercial basis, and 

x) 	 To recommend organisational and institutional measures to syst ~cnati \ e 

long-Ierm planning for the sectOr on a sou nd technical and economi c basis" 

The 	Planning Group was required to submit its report to the Government 0\ 
' 

Ju n,. 
15, 	1986, However, in ,'iew of the very e\lensive scope and area to be co' erce in the . ' 

report, the Govcrnmcnt later extended the date for submission of the report to O:tobcr 

1986, 

Work 	Programme & Methodology 

The Term ,; of Reference set Out for the Group fell in four mOre o r ~ess clearlv de ::nable 

areas and therefore, th ~ Planning Group dedded to appoint four expef1 WOfking G roup; 

to deaJ in depth with these four divisions of the Terms of Reference, The subjects 2 UOUed 

to the Working Groups were as indicated belo\\' : 

Working Group 1 - Traffic Forecasts 

Work ing Group I I - Airports & Airport Facilities 

Working Grou p III - :vIanpawe r Developmem & Productivity 

Working Group IV - Orga ni satio n & F inance. 

The composit ion and Terms of Reference of these Working Groups arc go, en In 

Appendix 1 to th is rcport, 
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3.: 	 The Working Groups were required to study in detail the long II 

requirements / forecasts in their respective areas . Their ideas and projections, as t 

developed over the period, were critically examined and d iscussed by the Planning Gn 

in its mectin gs. The reports of the Working Groups ar c aprcnded to this repor 

separat~ volumes and contain the requisite del ailed back up to this report. 

..
3.4 	 Since ti me was short, and the data to be collected and analysed voluminous, the Plam 

E\LJ\l 
G roup considered it necessary that the Working Groups should h~ ve the assista 

of capa ble consultants 10 help them in their task, and to thi s end, the services ( f.·.... ,) 
couple of recognised "specialist consultants were made available to the Working Gro 

which enabled them to accomplish their task in the rather short time at their dispo ,,'r (: 

3.5 	 The Planning Group had altoge ther seven me~tings. In additi o n th~ fo ur Wor~ 

,Groups had se vera l me e tings'o f their own. 

3,(, 	 Reference in this connection must also be made to the important seminar on c 

aviat ion at the Turn of the Century' held in Delhi in January, 1986. This inel " 

presentations by, apart from Air India and Indian Airlines, the Aircraft & Enl 

manufacturers, IAAI , DGCA and experts from other related fields . The sem 

provided excellent inputs for this Commillee' s work in terms of anticipated ratc; 

growth , financial outlays and infrastructural requirements e tc. 
I 

Objectives 

4 . 1 	 Throughout history the movement of people and goods has been a major activil 

the human race and the propulsive means used, mainly animals on land and sai 

sea, remained virtually unchanged until the 19th century when the discovery 
I! I

application of steam and electricity and of the 'internal combustion'engine in the I 
n C( 

century revolutionised travel and transport and introduced the present e ra of J 
~I" ..y• tra" c l and air freight. The adve nt of long range aeroplanes after World War II 
c:x lstln ' • particularly of jet aircraft in the late 1950s, provided the next spectacular breakthf( 
tnc-.,j\." r · 

which opened the whole world to the immense benefits of air travel, and airfreigh 

of light goods which in only 25 years have almost totally replaced surface mean 
Iitl 

all but short distances. ¥' 

I II 15 ah 
4 .2 	 The full significance of the impact of a virtually instant transformation of an impo 

part of the way of life of the peoples of the world is still not fully understoo 10 co n 
visualised. One thing which is clear, in so far as India is concerned, is that supplem~ prod uc 
road and rail transport by developing air transport has been and will continue I 

necessary because of the geographical distances, Further. air transpon 

increasingly become an essential instrument of the socio-economic developmeJ 

the country along with that of telecommunica tions, 	 I "I t \. I II 

r'1 rtl4.3 	 Although some may question the importance of air transport relative to that of n ; 

tCllallybasi c economic needs, only the speed and extent of the development of civil avil .,can be a mailer of debate for there can be no escape from its essential need if 
'I .' 

n I r 
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1.1'1\ til r hat o f rn 

m .1t civil avia 
",,"crlllal need in 

lorig term scenario of national development- in pursuit of this development, it should 

be the aim of the air transport industry to be entirely self sustaining in rupee terms 

and also to recover a substantial part of the foreign exchange outgo through its 

operations. 

Every effort should also be made to recover in the long term as much as possible of 

the infrastructural cost of developing. improving and enlarging airports or creating 

new ones. other than the cost of acquisition of land. through airport charge; 

to the airlines and rent s and other charges for the host o f profitable trade and 

service activities patronised by the traveUing public at the airports themsel"e; 

In planning for the development of civil aviation into the next century. one has 

to identify the factors which inhibit its growth in India and recommend to the 

Government the short and long term measures necessary to make good existicg 

short comings Iand to accelerate the coordinated development of civil aviation 

with that of other forms of transport in the interest of overall economic grov.1:h. 

India has a well established surlace transport system which suffers, however, from serious 
shortcomings. The road transport system has become stagnant,and is unable 

to play its fuU part in the promotion and growth of tourism. The railway system, though 

fairly extensive , is good only in parts. In any case in a large country such as ours and 

the short time at the disposal of the average tourist,rail travel is too slow w 
satisfy the needs of international tourists. • 

• 
it is, essential that the growth of civil aviation is properly planned.monitoree 

and co-ordinated to ensure that it covers all aspects of civil aviation, which has flO{ 

always been the case in the past- Also, in view of the inadequacy and antiquity of the 
existing ground infrastructure the development of civil aviation must be ~ 

modern lines so thar India gradually comes abreast of the more deve1o pe<1 

countries in providing the facilities where there are serious defeciencies toda l 

It is also importan t to keep in mind that the time frames for investment in the various 

sectors of civil aviation are different as the tinne required to acquire additional aircraf: . 

to construct additional runways, to put up or expand new terminal facilities and to 

produce trained crews vary considerably. Since the investments involved in each of 
the sectors are heavv and resources scarce, the need for long term co-ordinab:' 

planning is param0 unt. 

The nearly s ta~!O" n t nllmber of foreign tourists in the last few yeJrs has hee :. 

a matter of ·serious concern as targets set over the years have pr~)\'cd to ":-'." 

wtally elusive. Whi le th e blame for non-realisation of . Ihese targets can '. ' 

be placed at the door of the civil aviatior. sector alone sine.: there a re ,C\ cc, : 
other factors which have contributed to thiS situalion. Ihere is an urge nl n ,<~ 

for a look at our ;Jllitudes and approach in thi s area r-ecausc in a counln " 

5 
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badly in need of foreign exchange as ours , the growth of foreign tourism IS 

major requirement and justification for investmen t in the civil aviation secto 

5· 	 Historical Backgrou nd . / Indi., 

5.1 . 	 The Indian Air Transport Industry in IJ-6' consisted of Tata Airlines and Ind 
National Airways which, though small was well organized and professionally compe!! ... 

.\ 1 jo,.'
jFor the development of civil aviation in India in the postwar period, a paper \ 


J prepared in 1943. This paper, after taking into account the toial capacity that wo 

be required in the initial postwar period (20 million ton miles) which worked OUI 


RT"'~
a little less than 40 aircraft of DC-3 type , recommended that operation of sched 
services be entrusted to a limited numbtr of pri"ate airlines say not exceeding f 

with adequate route mileage and scope for development ,0 as to ensure efficient ' 
economic use of aircraft. ground equipment and manpower. It also recommended I 

.h J 
all scheduled services should be licensed by an autonomous licensing Board. 

'r t 1~ 

.ll.. t "\ 
5.2 	 This plan. if properly implemented would have ensured a more orderly developn 

of civil aviation in the country. However,the recommendation of limiting the nun \' 

JOf schedules ai rlines to four was discarded and by the middle of 1947 provis il 

Ucences to as many as eleven companies over 51 routes were granted. This situa 

was funher complicated by th?partition of India. The newly licensed airlines ' 

deficient in organisation, equipment etc. and were not able to provide the re.qu 


degree of safety and ~"mpetence. 

In 

C f 11.: 
5.3 	 Realising the critical situation in which Ind~ air t ranspon industry Was placed 

Government appointed an Air Transpon Committee in 1950 which once a 
I :kc 

recommended restricting the number of scheduled airI~our. The Governn 
however, decided upon complete nationalisation and in March 1953 the P<vliaJ 

In recc 
passed the Air Corporations Act, under which Air India International and In• lit the 
Airl,ines were formed as Public Sector Corporations from 1st August 1953 (Air·1 
to operate long range international services and Indian Airlines to operate all don 

(.frowt
and short range regional routes to adjacent countries viz. Pakistan. Bangia Desl 
Lanka, Nepal) . Since 1953. the growth of the two national airlines has been as und ... 

, )uril1 

1953/54 1984/ 85 

• 
Air - India (Aug 1953/March 1954) 

J L'r.m 
(8 months data) 

or al 
~'\f1eri

Available Tonne Kilometres 
\1- lI1 

(ATKMS - Millions) 	 18.375 1964.167 

J. 
Revenue Tonne Kih;ometres .,
(RTKMS - Millions) 	 11.657 1241.265 

_' .... In 

6 
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1ft l~n wurism IS 

:il "viation seClO1 1953/ 54 1984/ 85 

lodlan AlrU,nes 

Air hnes and Indi 


'""i(llmlly co mpe! 
 A TKMS - Milli o ns 74 .957 959.6 16 
pel 'uti , a paper v 


I .: tp. ny that wol 


Yo ie" ... o rked oul 
 RTKMS - Milli o ns 51 .0S2 663656 

I' r,., .In of >chedl 

r ,1"[ xceedi ng ~ 

Growth of In terna tional Tl1Ifflc &< Air India ' s Performance 
1 _ns c efficient 

'"t Immcnded 1 
The a verage annua l ra te of growth of international passenger traffic to / from India 

cen ,~ . Board . 
in the last decade fro m 1974 to 1984 has been 16,0"10 , A s against this, the gro ..... th rate 

i achieved by Air India during the same period was 13,2"70. Air India's share of the Indian 
ord.-Iy develop j originating mar ket is cu rrently 35.9 "10. During the period in which Air lnd'ia achieved 

)l ' limit ing the nu 
tbe gro wth rate o f 13.2% in j'assenger Traffic and 12.4% in the total RTKMS 

e ,j : .~.p p ro visi 
performed , the capacity measured in terms of A TKMS performed increase d by 

ranted . T his situal 
11 .3% wh ic h indica tes that Air-India's utilization of th e capacity has bee n quite

li,en c a irli nes ' satis factory. 
) provide the re.quj 

Air India's ro ute coverage has been extensive and it has utilized its co mpa ct fleet 

effic iently. However:in the last few years. the spectuacular growth of some o f the / 

Asian c arriers has resu1ted in some erosion of Air India' s share of the or iginaJing 
lSO .. hich once a 

ma rket. 
our. The Go vernm 

_h 19 3 the P\rliat 
In recent years the India/ Gulf route has been dominant contribu ting as much , as 11 OJo / 

c ,al a nd In • of t he to tal traffic IO/ from India. 

I 1953 (Air-1 
 " 

t. opera te a ll dom Growth o f Domestic Traffic 

'1angla Desl 


.... cn as und( 
During th e sam e dec,de i.e . 1974-7510 1984-85 dom estic air tra rtic (passenge r , ca rgo 

and ma il) has increased from 212.900 million RTKMS to 668 .580 m il lio n RTKM S 
191\4/85 represent ing a h a nnua laverage growth ra te o,f approx. 12,0 "10: As far as domestic tr af?c,/ 

is conc~ rn ed. the pe ri od 1974-75 to 1979-80 witn esse d a hl gh gro wt h rate o f 13 . ~ " 

pe r a nnu m which declined to 10.9% during the peri od 1979-80 to 1 984 -S~ . Th e re aso n 

for the decline in th e growth rate was to a certa in ex tent th e ca paci ty con stra in! 

expe rienced o~ ·the major routes as there have bee n no addit ion s [ 0 t he Ind ian 

A irl ine' s n ect <ln er 1982 -83. 
:,4. 167 

T il e do mes tic " Ir pa"c ~gc r traffic has lr:bled telw"" n 1 97~-7~ " nJ 19~~-S5 In te rm , / 

of no . o f 1' ;I " c' ngc l> Jnd In terms of RPKMS In 19R4-8:i Indian ,-\ ;rl inc ' ca rr i ~d 
I '.J 1.265 

X.08 milli o n [la'senger s and Vayudoot 0.16 million passengers. Passe nger tra ffic aCCOunts 

fo r as muc h a , ~l "f, or the total RTKMS per for med o n th e d o rne stk se (\or. 

7 



7.3 Whereas air Iraffic in India has grown al a fasler "I(e d uring Ihe lasl decade in tel 

of lotal revenue passenger kilometres air traffic slili accounls for only 1.4"70 of 
• 1 

tOlal Iraffic (by Air, Rail and Goyernment run Road Transport). Comparing this, _.t til 
happenings al the othe r end of the scale, in Ihe U.S. air travel accounts for 84"1t 

(1 ...1 
rhe passenger kilometres performed by airlines, rail , road and roadcoach traffic :tppll 

lJ a 
7.4 Cargo Iraffic of Indian Airlines has grown at an annual average rate of 19% dOl V 

of In 
the 10 years span from 197-1-75 to 1984-85. 

r t 

Indian Airlines has a route net work co.vering 73 stations including 9 internali: 

stations. QS'er the last 5 years, Indian Airlines has shown a shift towards opera ~onH 


;.6 

a higher percentage of direct flights as opposed to hopp"ng flights. 

:"dian Airline's passenger survey on its Airbus fl igh ts (covering 30"70 of Indian Airl; 

passengers) indicates thaI 

..ud I 
Ole ::I 

(i) 82"70 of the passengers are resident Indians and 18"70 are foreign nationals 

buy tickets in foreign exchange and contribute to Indian Airlines foreign exch. 
earmngs. 

8. 

8.1 

(ii) 73.5"10 of Indian Airlines' passengers travel on bllsiness and 26.5"70 on yac: 

and personal reasons. 

Directorste of ClvU AViation . I. 
Though the Directorate of Civil Aviation was s~t 'up in 1~7, the civil aVI 
Depanment really took shape only in the year 1945 with the establishment of thl 

of Direclor· General of Civil Aviation . 

II 

8.2 
• 

J
'The functions of the DGCA were as under till very recently: 

(i) Regulatory functions such as airworthiness of aircraft, licensing of pers( 

investigation of incidents/accidents, bilateral mailers, approval oftariffs/ schl 
etc . 

(ii) 

(iii) 

Administering the domestic airports other tHan Ihe four international ai~ 
which were run by IAAI. 

Providing navigation/commun.ication facilities and air traffic services. 

o 
otter 

I 
With the establishment of the National Airports Authority (NAA) effective lSI 

1986 functions (il) and (iii) above hitherto under DGCA will nOw be performed by 
, 

II 
In 

9. 

9.1 

lAAl 

With the introduction of jet aircraft, and a gradual increase in the size of the a 

T .r 

d.UlO 

8 
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'c' of th e ai 

passenger air traffic increased considerably resulting in serious congestions and delays 

at the airports, 10 reY'iew this situation and to recommend measures which would enable 

iVil aviatio n ,n India to keep abreast of world wide developments, the Government 

appointed a Comm ittee under the Chainnanship of Mr. J.R.D , Tata in July . 1967. 

Based on this Com mittee's recommendations, the International Airports Aut hority 

of India wa s set up in April, 197210 plan, develop, construct and maintain the four 

internation al airport! in India, viz., Bombay, Calcutta, Delhi and Madras . 

Some of the p rojects which the IAAI has completed since it s inception a re Phases J 

and II of the International terminal building at Bombay, the new domestic terminal 

building at /'I.l a dras a nd the Indira Gandhi International Airport at Delhi . The activities 

of IAAI ha ve been somewhat handicapped due to : 

I) 	 Inadequacy of funds provided in the Five-Year Plans. 

2) 	 Lack of integrated development of the aviation industry. \Vllile the national airlines, 

viz., Air India, Indian Airlines and foreign airlines operating to India geared 

themselves to the traffic growth and expanded, IMI could not keep in step with 

this expansion, mainly because of Jack of funds. 

3) 	 Increased req ui rements of infrastructural facilities during t he C0 ncentra ted peak 

hour t raffic due to bunching of nights and :lnder- utilisalion of Ihese facilitie s . ' 

at other ho urs of the day. The magnitude of this imbalance at the international 

airport s in India is abnormally high due to its geographical posilion and night 

cu rfews 3 t airports in the East and the West. 

Technologic a l Oe ielo pments 

There are s(\'cra l major technological developments which are likely to occur in the 

field s of Oight eq uip ment and its operational environment in Ihe neXi 15 yea rs, and 

it is importa m that these are kept in view in planning the future growth o f civi l a \'iation , 

In the field of flig ht equipment, fuel efficiem propulsion systems like still highe r bypass 

rati o jet eng ine, will be followed by the geared or ungeared ducled or undu ctcd fans 

offering fu el burn improvements of 25"70 and upwards . 

Light weig h t composite materials will come increasingl" inlo u<e. enabl ing val uable 

savings in " ei£hl co mbined with structural strength and freedom from corrosion. 

The 	con<ide rat> lc im provemem already ac hieved in cockpit inst rumentat ion and 

automated Illf h ma nagement in the latest crop o f aircraft will nO doubt be further 

advanced ... :: h inc roas; n use of digital technology and advanced com puter software 

c()nccpt', \, OJll!. \"lTh (hi ~. Improved commun ication and n ~j\' i g at ion ~\·~lems . 

9 
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of "fly by wire" ;l ight control systems with . ,de stick and use of computers wi th! 

intelligence will provide notable improvements ,n pilot work load, reliability ani 

of operat ions. T hese advanced system " ill hayc their impact on functional rcquu 

of crew a nd the ir training. 

10.5 	 It is envisaged tha t the existing operational restrictions on rwin engined air" 

be progressi "eiy relaxed with funner improvement s in power plant and system rei 

10.6 	 The growth in air traffic density and technological advances in airborne eql 

will require commensurate advances in Oight environment. Airport capacity lI<n 

wi ll have to be tackled with computer based comm unica tion, navigation. Surl 

and traffi c handl ing systems so as to ac hieve o ptimum airport usage. 

10.7 	 Major c hanges in the area of navigation will result from the implementa 

microwave and satellite based navigation systems. Two such systems which 3 

to be introd~ced before 2000 A.D. are the G loba l Positioning Systems (GPS) 

Microwave Landing Systems (MLS) . Combined use of both these systems may c 

the present Positioning Determination Systems (PDS). 

10 .8 Developments in the navigational field will introduce the concept of managed t 

which will be a significant departure from the existing traffic monitoring sy~ 

will require a combination of both dependent and independent surveillancc of 
aircraft. This will provide improved air eafety while holding the load on the ATe 

within reasonable limits. 

10.9 	 Besides Oight equipment and ground navigational communications aids, techr 

changes likely in the tenninal area will be the growing use of automatic ticketi ng, 

readable tickets , computerized photo identification of passengers for imrr 

control etc. These improvements would be needed in order to facilitate a hil 

faster throughput of passengers through the terminal area. Baggage sorting" 

will become increasingly common which, besides providing faster handling o f1 

will also ensure automatic systems for baggage accounting and security. 

10 . 10 	 A significant number, if not all, of these developments are likely to take plac! 

A. D. for which timely advance preparations to study and adopt them will be n 

10.11 	 It is also reasonable to expect aircraft with increased size and carrying ca l' 

the extent of 1.5 times the present 747s being marketed in the next 20 year 

with the increased size, there is a likelihood of introduction of new and larger St 

aircraft by the turn of the century, to cater to specialised segments of tral 

10.12 	 These technological developmentS are bound to have a major impact on the civi 

infrastructural facilities to be pro vided by the year 2000. However , ma n), 

deveiopmel1 5 have not reached the stage of ·ldvancement to enable a proper ' 

10 
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of the size of financial outlay that may be required to implement them. The concerned 

agencies should,therefore, keep themselves abreast of these developments aDd take 

appropriate action well in advance, particularly in the field of navigation/approach 

aids, communication and search and rescue. 

All these likel y technOlogical developments are in the Group's view applicable and 

adaptable to Indian conditions. Application o f these technological improvements 

will greatly enhance the efficiency of the civil aviation sector and what is even more 

impoI1ant , its safety standards . 
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CHAPTER II 


TRAFFIC FORECASTS 


1.1 	 The report o f Working Group nAnnexure I-sepa rate volume) provides the n ~ ; 

details on tra ffic rorecasts . 

2. 	 Domes tic Traffic 

2.1 To determine the requirements of civil aviati on up to the year 2000, the Workin 

I studied the likely growth in domestic traffic, based on an econometric mode 

Regression Analysis establishing a relations hip betwee~ the tr~ffic and indep ." 

variables like cost of travel (real cost in terms o f Rs / RTKMS), income. (GOP 

indicatocs 01 business and trade, population growth, tourist arrivals etc. 

2.2 	 After examination and review of the Working Group's recommendations for d, 

passenger and cargo growth, the Planning Group accepted the traffic forecast 3.4 

at an average annual growth rate over the actual traffic in 1985-86 of 11.: 

passenger traffic and 11.2"10 for cargo tra ffi c which results in the following pre 

in the period up to 2000 A. D. ; 

0 

RPK;'vIS (Million) 


No . of Passengers (Thousands) 


Cargo (Tonnes) 


3. 	 Inlernationa l Traffic 

1985-86 1990-91 ' 1995-96 

(Acruais) 

7,336 12,643 19,540 

9 , 130 15,803 24,423 

1,1 1,21 5 1,89,098 2,89,139 

• 
• 

3.1 	 For international traffic into and out of India. the Planning Group examined th 

scenarios available, e, g" the lATA forecasts , the manufacturers' estimatesl 

Consultant's study., After examining all these , the Group arrived at a likel · 

in passenger traffic to/from India at an average annual rate of 6070. The nt 

passengers based on these growth rates are ; 

1986 1990 1995 

~o. of Passengers (Thousands) 4,509 5,867 7,870 

3 .2 	 The average annual growth rate of 6% is for the total traffic and includes i, 

non-tourist traffic. At present roughly 40% of the incoming traffic consists , 

If this t rend continues, then tourist traffic would also grow at an average, 

of 6%. Ho wever, if the recommendations on the subject made elsewhere in 
I 

12 

< . 



11 ) I ej\ides the ne 

r _OOO,th c Working 

n • -nnometric 'mOd~ 
ne traffic and inde 3.3 
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ommenua tlons for do 

".,1C Harfie forecaSt j 3.4 
c .. 1'11<5·86 of 11. 
,;, Ihe I o llow ing pro 

,,1'J95·96 

19,540 
2-1, 423 

..89, 139 5, 

exam ined the' 

-, ' es timates 2 3.5 

ur . rrived a t a likely I 

" I 6"7• . The nun 

I'J9S 

7,876 3.6 

I Ii ;tlIO includes to'U! 

IIi I' "i1/'t IC consists of (I 
ll "" ,\ oll..l n average ann 

. ' I '" where in Ihi 

are implemented, and if further emphasis is placed on the development of tourist 

infrastructure , then tourist traffic could grow at a significantly higher rate-say 1007. , 

The Table belw gives the estimated tourist traffic if the gro"'1h rate is 60/0 and 10%. 

(Figures in thousands; 
Growth Rale IYear 1985·1986 1990-91 1995·96 2000-01 

(A ciuais) 

6% 876 1173 15 (l 1982 
10% 876 1411 2273 3328 

If tourist traffic does grow at a rate of 10% per annum, and there is no reas ;; whv. . 
it should not if the major factors hindering its growth are analysed and ta:kled 

effectively, then the overall growth of total traffic into and out of India will ,0 up 

from 6OJo tn 8D70. 

In order to maintain ils present share 01 the market, Air India will naturaUy be required 

to grow al the same rate as the IOlal traffic. However, Air India must stri"e to impro"e 

its share of Ihe market, particularly in Easl Asia and ·Europe. This should be feasible 

because the economies of the South East Asian countries continue to prospe:, and 

Ihere are signs of a slowing down in the spectacular growth of some of the major carrie" 

of the region. Europe is a vast market which has not been adequately and effeaively 

exploiled in the past. One of the reasons for this has been the type of aircraft in Air L"Xlia's 

Oeet nOI being suitable for this market for whlch a medium size aircraft is required 10 that 

non-stop ser.ices between paints in India and pafllts in Europe can be operated on a viable 

basis. Therefore, overall it should be possible for Air India to achieve an a,'erage 2ru1ual 

growth rate of 6.9% in ils passenger traffic up to the year 2000.if the total traffic growth 

rale is 6D70 and higher if the traffIC growth rate goes up further due to accelerated grov.'th 

in tourist tra ffic. 

·\s far as international cargo traffic is concerned , growth rates based on Air India'; 

carriage alone as projected by the Consultanls are as under: 

1986·90 1990-2000 0 .... 11111 

(Average Annual Growrh Rare-%) 

6.2 5.9 6. J 

Though mathematical models might point to the above modest rate of gro~~~, the 

Grou p is o f the view thallhese projections are tOO conservative . The Indian e,-,no",: 

is bo~nd to gradually transform it self from an economy largely based on raw TT2:eri~ 
and semi processed products to a more indtH;trialised economy manura=turin; good, 

better suiled for air transportation ..-\Iso, in the past there has not been ac~ua:e 

emphasis on promO!ion of cargo traffic and there has been a Icndency;o Ir<'<[ il a: 

an adjunct to p~ssenger traffic. In the evem, the G rQup exp.;Cts cargo traffic i:.:o an j 

13 




out of India to grow at a faste r ra te of around 10'i, per annum, and since Air Indil 

aims to expand its freighter services and is proposing to invest in freighter aircraft, 

it sho uld be in a position to achieve an average annual growth rate of 12"7. (16"7. on 

freighte r services and 9"7. on passenger services) . 

3.7 	 In so far as domestic traffic , both passenger and cargo is concerned, it is evident that 

the growth rates are achievable by Indian Airlines because in the past the ir growth 

has been shackled due to paucity of resources. The G roup, in accepting the growth 

rate of 11 .507. for domestic passenger traffic recommends that this growth r;.te should 

be permitted on the basis th at it would be entirely self sustaining in term s of rupeel 

and largely so in terms of foreign exchange. 

3.8 	 In international traffic. the situation is obviously somewhat unpredictable. The 

international aviation industry as a ";'hole has suffered serious setbacks periodically 
in the last decade and a half and continues to face a n u'ncenain futu .e. The suggested 
projections also assume that Air India will be able to increase its market share fr om 

35 07. to around 4{)"I • . This is certainly an achievable target but in a competitive 

environment, clearly the airline will have to work for it. 

4 	 Fleet Requirement - IndIan AI rUnes 

4. 1 	 Based on the above mentioned growth rates (11 .507. for passenger and 11 .207. for Cargo). 

Indian Airlines will require to take their fleet strength to 193 aircraft including those 

needed for replacement, with a financial outlay of Rs. 8.998.00 crores (at 1985-86 pric 1 
as per details given below: 

II 

A-300 A-320 B-737 TP Total 

CurreOl fleet 10 25 15 50 

Fleet at year end 1990-91 10 36 20 15 81 

300 + ISO + 100.+ • Total 
Seater Seater Seater • 

Flee t at year 
end 1994-95 20 42 42 104 

Fleet at year ...end 2000-01 	 38 80 75 193 

Addition Over 

current fle e t +28 +30 +35 +143 . 

The current fleet of 50 aircraft will be replaced by new aircraft by the ye ar 2()()()-OI 
The total requirement of 193 aircraft is thus as under : 

143 . 

50 

Aircraft fo r growth 

Aircraft for replacement 

193 Total 

5 

5.1 

Fleet Requirement -

Air India will need 

Air India 

to add mo re 747s to ca ter to growth on high de nsill 
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routes as well as to replace the current B·747s. The replaCl!ment of the 747s 

has . in fact. assumed some urgency since Air India 's oldest aircraft of this

l type are now over 15 years old . In addition to A-310-300 and B.747s . 

Air India will also require medium sized aircraft with extra long range , Airbus 

Industri e have announced plans for a four engined long range A-34Q while 
McDonnell Douglas plan to produce the MD-11 as a succeSSOr to DC-I O, bothof ...hien 
would be highly suitabl'e for Air-India's aircraft requirement for medium density long 
range routeS. Based on the accepted growth figures (6.9"70 for passenger and 12"10 fer 
cargo). Air-India is likely to require the following types and number of aircraft : 

Year 
Fleet strength 

as on 1-6-1985 
I 

PASSENGER 

B-747 A300-B4 A-310 
10 3 

'X' 

FREIGHTER 

B-747F A310-C-' 

400 + 

Seater 

)00 + 

Seater 

I ~"'. for ~ 
t mclud ing 

1985-86 . 

Fleet at year e nd 1990-91 11 

1995-96 11 
3 

2000-01 16 
~-------------------------

Net addition over fleet +6 -) 

as on 1-6- 1985 -------  - - -  -----  - - 

~ 
+ 27 aircra ft + 8 aircraft 

Additionally the current B-747 200 type of 10 aircraft will needI~ I 
to be replaced with B-747 400 type. The total reqirement of 

45 aircraft is as under:. ~ 

27 Passenger Aircraft for growth 

8 Freighter Aircraft 
10 Aircraft for replacement 

+ 45 

Nott: At present Air India also has 5 B()('ing-707 Aircraft which are being phased out by OCIObt"r 19& 

.he YCilf 21 5.2 ' The tot al investment required (at 1985-86 prices), for purchase of these 45 aircrait 0:: 

account of growth and for replacing existing aircraft would be as unde r : 

1986-90 1991 -95 1996-2000 1986-2000 

IRs, in aores) 
Gro wth 1.1 81 1.076 1,436 3.69c 
Repl acement 565 866 949 2;38( 

Growth + Repla 'C lnent 1,746 1,942 2,3 5 6,07:'~ .'n high d 
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6. 	 Cbo~or AIrcraft 

6.1 	 The choice of aircraft, of primary importance to an air line's efficiency and profitabi~ 

is not an easy one. 

6.2 	 Under the stress of competition and astronomical development costs, the number 

manufacturers of large transport jet aircraft outside Russia has gradually. declined 

three-Boeing and McDonnell Douglas in the USA and the Airbus Consortium. 

European manufacturers mainly French, British and German. While there has be 
considerable improvement in the efficiency and economy of the various types of airco 

produced by them, it has been at a phenomenal increase in the purchase ' prj: 

As an example, the 400 Seater passenger Boeing 747 first introduced in 19{)8. at apr. 

of about 25 million dollars now COsts over 125 mi1!ion dollars: 

6.3 	 An imponam trend in the types of transport planes offered to airlines in recent yet 

has been their crystallisation into tWO main types, the very large long-range, mlll 

engine 747 and the somewhat similar but smaller DC-IO on the one hand, ~ 

medium-size, medium-range twin-engine aircraft such as the Boeing and Airc 
twins rendered possible by the development of efficient engines of such high po. 

that tWO of them can produce all the thrust which' previously had to be sought fft 
three or four engines. These large twins are ideally suited to the rOutes of Indian Airlll ... 

but Ies~ so to those of Air India because of the laller's need to meet the growing demo: 

for long non-litQ& flights for which aircraft require more than two engines to car 

their heavy fuel loads. Unfortunately, today the only aircraft being built tha.t m~ 

the range and multi-engine requirements of Air India is the Boeing 747 which , wh 
;deaJ for high density, long-range flights, is too large forAir India'~ medium densi 

long-range routes on which, in order to achieve reasonable load factors, ' a num~ 

of stOPS have had to be included on services for which passengers increasingly deml 

non-stop operations. As a result, Air India has not been able, on most of its fl ig' 

to distant destinations, to match the time-saving and convenience offered by 
competitors and has failed to secure its due share of the market. 

6.~ 	 Funhermore, the rate of Air India's growlh and flee I replacement programme hal l 

slow compared to those of other international 'airlines, including its main A\. 

competitors. While its recent acquisition of six Airbus A-3 lOs, the delivery of " h 

is stiU taking place, will have sui tably replaced its phased-out Boeing 707s, the!' 
o 

of which type it acquired as far back as 1960, it will have added lillie to its total capa: 

The management seems to have been waiting for tvlcDonnell Do'uglas and Arr r 

Industrie to a~nounce their firm commitment to produce the long-range multi-engir 

aircraft of a lillie more than half the carrying capacit)' of the 747, about which b. 
have hinted for .the past two years. As neither of lhese will in all probability be availa: 

before 1992, it is clearly necessary and the Planning Group recommends, that ur, 

consideralion be given by the Corporation to acquirinl1 furth'er medium-size tv. ir,' 

expand its lO[al capacit)' and frequenc y o f operat ions pending the availabi li,,· III 
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long-range, mU lti-engine aircraft mentioned earlier which the airline should be amongst 
k~~\' and rof,t the first to acquire. 

7 . Vayudool 


. :0 .~. lhe nu 

7.1 It is difficult to make a reasonable estimate of the future traffic growth of , ~r"dually dedi 

Vayudoot even though the airline has completed five years of operations by now . ..\ irhus Conso rt' 
This is so because socio-political pressures rather than commercial prospects could

In \\ hile there h 
turn out to he a dominant factor in determining its expansion at least for the next few < ~ I types of 
years, since there are persistent pressures LO provide air links to small LOwns without 

r purchase 
any immediate economic justification. Recognizing the fact that some concessions to

in l9~8 at 
these pressures would be inevitable, even though they may run counter to the underlyins 

basic objectives of establishing the airline, it would be useful to lay down some economic 

yardsticks for the future expansion of Vayudool. 
oJ .Iirlmel in rece 

J'n~- ran ge, 7.2 There are some areas where in the larger interest. it is necessary for social Or . one ha other r61lso ns to provide an airlink even if such an airlink is not economical~' 

l oc ,ng a nd viable. Such cases must be carefully identified and the cost to the national 
;uch h igh economy worked out. Unless this is done , there is likelihood of proliferation 

.~ be soug of such short haul services. 
• r 	 ,,'e, of Indian 

lIl~ growing 7.3 The Group noted that at times, Vayudoot services are cleared on the basis that an 

1 	 t \) engines t airstrip already exists. It must, however. be understood that many airstrips. though 
; .~. built th in existance.have not been in use for a long time, and there are substantial COSlS involved 

U__ t;tng 747 whi . in their reactivation, which should be properly assessed. There are also additional costs 

. ~.' s medi um involved in selling up an infrastructure, i.e. building, fencing, manning etc. The 

d facto rs , ' a economic viability of any short haul operations must therefore take inLO account all 
- I 

ncreasingly such 	additional costs and their spread over an infrequent operation.If 
.osi of i 

n.: e orfere! 7.4 The Group noted that since incePtion, starting "ith leased aircraft, Vayudoot has moved • I up to owning tenDornier 228 aircraft, and four Turbo Props transferred .from Indian 

Airlines. These 14 aircraft currently operate over 52 stations. This has resulted in a' 

substantial expansion of Vayudoot's role in the civil aviation sector.r.lgram mej 
in.lu ing its mao 

he deli very 7.5 The Group noted that apart from expansion of scheduled passenger services, Vayudoo{ 

",ng 707s, I has also en tered the field of Charter market, and operation of night airmail servicc,;. 

t,) IlS LOtal ~ It is understood that unlike the scheduled sen·ices. these operations have proved LO 

'lglas ani be profitable . If so. the Group considers this as a very laudable divecsification . 

• luge mult~ indicati\'e of intelligent commercial opportunism. Nevenheless, it is necessar: 

Lhuut wh that \'a\'ud ,hl t al so . like Air India and Indi an Airlines , develops and grows within 

II'i lilY bel the t'ramc\\ ol'k at' a coordinated and properly e\aluated plan. This must be so because 

["'ods. thi of tile constrain! on resources, particularly the foreign exchange resources. Except where 

,IIll- silt the terrain10r natu ra) obstacles cause itto be othe rwise, ve,,' short haul operations are 

,.aLla bil· likely to be mo re economical by modes of tra nsp rt other than air, and a detailed study 

of tim aspect should always be undertaken beiore further expansion to other point> 
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is approved. A further fact which emerged out of t:1< roup 's examination was the 

relatively h'gh cost of developing airports for Vayudoot's operations. The Group is 

of the view that if Vayudoot is to become viable, its operations must continue to remain 

low COSt, with low overheads, and rna lee minimal demands on the infrastructure. This 

would imply that in the choice of aircraft, consideration whould be given not only 

to the technology level, but also the reqllirement of infrastructure for its support. By 

th e same token serious attention sho uld be paid to the fare structure of Vayudoot to 

ensure that its social obligations and commercial operations at least balance each other. 

- .6 	 In the absence of detailed and properly evaluated growth projections, coupled with 

the shortage of time at its disposal, it was nOt possible to make a rational analysis 

of the extent to which Vayudoot· can, and should. be allowed to grow but subject to 

the recommendations in the preceeding paragraphs and the airline's owo projected 

requirements, the additional aircraft and the corresponding investment (at 1985-86 price) 
would be of the following order : 

Aircraft Requirement 

TP 20+Seater 4O+Seater 

Existing fleet 4 10 

Fleet at year end 1990/91 (lO 
II 12 

Fleet at year end 1995/96 18 20 

Flee t at year end 2000/01 29 33 

Addition over the existing Deet -4 + 19 + 33 

7.7 	 The total investment required (a t 1985-86 prices) for purchase of 19 20+seaters all" 

33 4O+seaters aircraft broken down into three periods would be as under : ~ 

(Rs. in ·crore.) 

20+seater 40+ seater Total 
[nvestment 

1990 4.02 96.60 100.02 
1995 28 17 64.40 92 .57 
2000 44 .28 104.65 148 .93 

Total 	 76.47 265.65 341.52 
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9.4 

Short Haul Operations 

In the context of development of Intermodal Transport Systems for the country, Ihe 

Group al~o considered it necessary to eSlimate the economics of operating scheduled 

short-haul air services in India. 
I 

The slUdy conducted by TECS indicates tha t on Ihe basis of Ihe most realistic scenario 

in which aircrafl fuel and .oil are valued al resource cost, fares subsidies arc nOI allowed 

and limilcd charter operations are permilled, operalion of a scheduled air sef\ice would 

be "iAhk only if the distance is more Ihan 300 Kms . For smaller distances, olher modes 

of transport are likely to pro"e more economical. 

It is therefore recommended that unless the te rrain or natural obstacles make it 

necessary, short haul operations whether by Indi an Airlines or Vayudool should be 

permitted only after Ihe economics or' lhese operations has been worked oul on the 

basis of a 'no fare subsidy' and after working OUI the resource cost to the nation. If 

this approach is not adopted. there is a danger of costly and unjustified proliferation 

of short haul services resulting in a loss to the Indian economy. 

Helicopter Corporation of India ~.' 

Recently, the GOYemment had announced the formalion of the Helicopler Corporal ion 

of India, as an aUIOftOmOUS Corporation in Ihe avialion seclOr. Howe"er, apart from 

Ihe facl Ihal Ihis Corporation is stil l in a very nascent stage , there were olher reasons 

enumeraled below, because of which Ihe Group decided not to evaluale Ihe likely gro"1h 

and inveSlment in this ¢6rporalion. 

The Pelrolium Sector has a requirement of rOlati ng wing aircrafl for trans~ning men 

and maleriallo suppOrt ils off-shore operalions . Additionally, il requires some spe::ial 

purpose Helicople rs for on:shore work, which need eXlernal crane capabi lilY and for 

surveilla n e o f pipelines and installations. 

Bccause of its high cost the requirement of H elicopters purely for civil transport 

needs is very minimal, except in rare cases where the nalure of Ihe lerrain l' r 

other specia l reasons do not permil Ihe use of o ther modes of transport. Because 

of the prohibitive cost of tra nsport bv Helicople rs its use is extremelv limiled 

even in hi ghl y developed counlries . 

In view of !he above,. !he Group fe l! !hal Helioopter operatio~ are unlikely to become a part 

of Ihe Indian Civil Air Transport Sector within !he foreseeable future . The operations 

that may occ ur in Ihe Ci vil Seclor by Helicopters are likely to bc only marginal. The 

G rou p "ould therefore like 10 recommend Iha l, since Ihe Helicopler Corporal ion ..ill 

not be contributing 10 the Ci" il Ai'r Transport ma rkel 10 any significam eXlen l , : he 

fund, JII(H;'lcd 10 ihi s organization should nOI be OUI of Ihe aliocal ions for Ihe cCvil 

5C":l C'r . 
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10. 	 Air Taxi Service: 

10.1 	 ' It is felt that Air Taxi Services will help promotion of touriS( traffic as this would enable 

tourists to visit places of interest which tOday are not easily accessible or, where they 

are accessible, to do so in much greater comfort and in much shorter time. The aircraft 

available in the country suitable for this purpose, however, arc hardly any and import " 
of up to 10 seater aircraft would be neetled which would m'ean foreign exchange 

outgo, 

10,2 	 While the introduction of Air Taxi Services'is recommended, it will be necessary 

for '.he government to cardully detennine the number of operators to be approved 

for this purpose and the total number of aircraft and their value, 

11.1 	 Total Investment 00 Fleet Acquisition 

The tOlal investment up to the year 2000 required for the purchase of aircraft by 

the three national carriers would be as given in the table below: 

Air-India 

Indian Airlines 
, Yayudoot 

(Rs, in crores-1985-86 Prices) 

1986-90 1991-95 1996-2000 1986-2000 

1746.00 1942.00 2385.00 6073,00 

1768,00 " 2382,00 4848.00 8998 .00 

100.02 92.55 148.93 34 1.50 

3614,02 4416,55 7381.93 ' 15,412.50 

• 

... 

, .~ 
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CHAPTER 1/1 

DEVELOPMENT OF TOllRIST TRAFFIC 

1.1 With so many competing demands for resources, investments in the civil aviation sector 
in India would need growth in international tourISm as their primary justification. 

Because of geographical reasons, the vast majority of tourists coming to India arrive 
(and depan) by air. In 1974, 81.8"10 of foreign tourists arrived by air. which has increased 
to 88.2"10 in 1977 and 89.6"10 in 1984. Once having arri ved in India the tourists are 

again largely dependent on air transport for their movements within the country. This 
is so not only because of the vastness of the country. but also because, unlike in Europe. 

USA or other developed countries. we do not have a road/ coach system offering the 
necessary quality of service. 

1.2 

• 
• 

So far as tourism as an industry is concerned, ours is a story of lost op·portunities. 

India's share of world (ourist traffic, betwten 8,00,000 to I million per annum, is a 
dismal 0.29%. Many tiny countries and far-flung islands succeed in attracting a far 

larger number. What is even more worrisome is the fact that inspite of the small base, 
the growth has been almost negligible in the past few years. However, despite such 
slow growth, foreign exchange earnings from tourism ha\'e increased significantly. This 
can be seen fron. the data obtained from DG Tourism's office as regards 'number of 
tourists and RBI as regards earnings and shown in the Table below : 

FOREIGN EXCHANGE EARNINGS FROM TOURJSTS 1;\ I:\DIA 

Rs. in crores 

Year 

19131- 74 
1974 - 75 

1975 -76 
1976 _. 77 

1977-78 

1978 -'9 
1979 - gO 

19~O - 81 

1981 - 82 

i 982 - 83 

1983  8~ 

1984 - 85 

1985- Sb 

No. of Tourists 

408,121 

440.484 

475.941 

561.405 

667,380 

756,940 

780.197 

816.144 

851.713 

865.139 

905.980 

801 ,336 

875.575 

Estimated Earnings 

Current Prices 1975176 Prices 

56.50 75.43 

94.00 97 .71 

189.60 189 .60 

285.00 290.52 

530.00 502 .94 

565.30 537 .36 

920.00 784 .% 
1166.30 827 16 

1063.90 67292 

1130.60 715.57 

1225 .00 66900 

1300.00 664 .00 

N.A NA 
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1.3 

1.6 

It is seen that even in real terms earnings from tourism increased in the decade between 
1973-74 and 1982-83 by 28.4% per annum (compound ,· d ) . Si nce 1979-80, however. 

the situation has bee" alarmingly stagnant. 

I .J There are many reasons for our inabilit y to attract lOurist s 10 India. As mentioned 
earlier, most of the lOurists to the country arrive by air, and their first task on landing 
obviously is to clear immigration and customs - a task that is perfonned most smoothly 
and unobtrusively at the airports of countries who are eager to attract tourists, but 

which, more often than not becomes a time consuming ordeal for the ordinary tourist 

to India . Since there is a wide choice of de stin ations worldwide available to 
him it is more than likely that, having und.ergone this ordeal once, the tourist 

would opt for some other place for his nex t holiday . 

Wh il e it is realized tha t collections from customs duties are a major source of 

. revenue , that should not be the enticement so far as foreign tourists are concerned for 
the gains to the country's economy from a steady increase in the number of tourists 
would much exceed what they currently pay by way of customs duties. We should make 
separate arrangements particularly at Delhi and Bombay for immigration and customs 
clearance of foreign passport holders, with specially trained staff so that their progress 

is unhampered and smooth. Stringent and thorough customs checks are necessary to 
discourage smuggling rather than for collecting revenues from foreign tourists. It is 

therefore of paramount importance that special emphasis is placed on developing better 
customs intelligence and techniques that will dis~guish between the genuine touris t 
and the smuggler. The Government might also examine the possibility of inflight 
clearance on certain selected flights. On long distance, high density , non -stop flights, 
sav from UKfEurope to India , an immigration-cum-customs officer boarding the 

flight at the last point i.e. London or Paris or Frankfurt could perfonn the immigration 
clearance on board if he carried with him the visadex list. The passengers can be as ked 

also nor. only to complete their disembarkation cards in flight but also slightly modified 
customs clearance forms . The officer can examine those forms, on the basis of which 
most of the passengers can be cleared to walk through while the remaining requ ired 
to stay bade for a detailed check . This can be supplemented by a couple of precleared 

passengers being held back for a surprise check. Apart from speeding .up clearance, 
this would also ease the pressure on airport terminals considerably. It would also help 
if the present somewhat cumbersome procedures for tourists 10 import and re export 

their cameras and binoculars etc. could be simplified' to reduce the waiting time o n 
this account. 

There is also need for larger investment in improving and modernizing the infrastructure 

used by tourists. This investment should be particularly to improve roads and hotels 
and bringing them wherever possible up to the international standards. In the Seventh 
Five -Year Plan a sum of Rs. 326 c.rores has been earmarked for the tourism secto r 
which is less than a third of the direct foreign exchange earnings from tourism estimated 
for the year 1982-83 . While increas ing infrastructural investment, it is very essenti al 

.. 
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1.8 

r.9 

not to friteer away substantial parts of the allocated funds in making small allocations 

, to a large number of places with litt'le or no immediate tourist potential. While different 

states and regions may naturally be anxious to secure inYe5tments in the various places 

of interest in their territories, to achieve quick results this Group recommends Ihat 

the inveslments to improve infrastructure in the next few years should be mainly 

concentrated on points which offer special attraction to foreign tourists such as Agra, 
Goa. Jaipur , Khajuraho. Konarak, Mahabalipuram. Snnagar. Tri vandrum-Ko yalam. 

Udaipur , Varanasi etc. 

The importance ,of the ' seasonal nature of international tourism due to the 

different climatic conditions prevailing in temperate and tropical earth zones must also 

be recognised. While lnelia's sunny weather for most of the year is an attraction to 

people from countries in which they are over-exposed eYery year to long periods of 

dismally cold and wet weather, they can be reasonably attracted during our burning 

summers only to our hill stations and our beaches, on which we should concentrate 

our efforts. There are signs that our beaches are becoming widely known and appreciated 

in the world of tourism. 

The first and tourist attractions. if forem~uirement for upgrading India's 

an additional fWO 'fuillion international visitors are hopefully to be attracted to 

India, will be for the provision of adequate hOlel accommodalion in the three, 

four and five star categories demanded bv foreign tOUriSIS, for which about 50.000 
adclitional rooms ·will be required to be built by the end of the century. Secondly, 

we need decent ro"ads to connect the hotels with the airport, Fortunately. the 

expansion of 'hotel capacity can be provided entire Iv by the private and joint 

, seClOrs at minimal COS! in foreign exchange. What will be required is for the 

Governments both at the Centre and in the States to recognise the importance 

and need for expanding the Country's hotel capacity. and for that purpose to 

recognise the hotel industry as an export-oriented one to which the 'fiscal and 

other incentives available 10 other export industries and sho uld be extended. 

One of the main obstac les to achieving an in(rease in international tourism in India 

has been the serious deficiency in travel ftcilities from the main pcints of arrival in 
th e country to the centres of tourist attraction which tOurists want to yisit and stay 

at. The growth of air travel capacity during the next fourteen year> will haye to meet 

much of that need , but must be supplemented by a reasonable road system which today 
is sadl v deficlent The cost of making up for the deficiencv here will have to be met b, 

theCe~tral Or Slate Governments Or a' combination of both.fortunately at no foreign 

exchange expendi ture. As improvements in the road system to cater to tourist need s 

will be mainly to supplement air travel, the extra mileage of good roads involved would 

be relat ively small and can be developed on a financially viable basis . 



--- --

1.10 	 "In allocating additional funds for the development in view the intention should be to 

bring the entire touristic infrastructure up to international standards in every respect, 
including connections to internal destinations from international airports, luxury coach 

services, hotel s of various 'stars', guided tours, cleanliness, and reasonable freedom 
from several irritants which today plague tourists everywhere in our country, viz. 

beggars, tou ts and cheats in different garbs, and remo val of the ban on photography 

except where such a ban is really necessary. 

1.11 	 There are a few locations which are primarily meant for mountaineers and trekkers. 

Their development should also be pursued on special ised li nes for which the advice 

and collaboration of foreign experts may be well wort h securing for some years. This 

is a form of tourism which has shown enormous populluity and growth in Europe 

and America. 

1.12 	 We have considerable potential to attract trekkers from abroad in view of the extensive. 
Himalayan range. In this area also there is need for improving the infrastructure, and 
iacilities for trekkers, like clean accommodation, better communication facilities, and 

better roads. ;' 
, 

J 
1.13 	 So far as traffic out of the country is concerned, only 12 to 15"7. of India originating 

uaffic consists of leisure tourists. The bulk of other travellers are on business (private 
sector and government), or travelling to their places of employment. In this case the 
one improvement needed is to rationaJi4 and systematize the present system of outgoing 

customs check which tends to retard the flow of traffic in the terminal building. 

1.14 	 There should also be a greater co-ordination between Air India and Indian Airlines 

in the matter of reservation procedures for foreign tourists covering both international 
and domestic centres since this seems to be a recurrent complaint from visitors to India. 

1.15 	 In the endeavour to achieve accelerated growth of tourism, apart from the foregoing, 
the follOwing policy issues were also considered by the Group: 

I) 	 Establishing a liberal charter policy. so that India can be offered to foreign tourists 
at reasonably priced holiday packages. 

2) 	 A liberal bilateral policy that would permit foreign airlines to operate new services 
to India irrespective of reciprocity provided such airlines show capacity to generate 
additional tourist traffic to India . 

3) 	 Opening more airports in India to direct operations by international airlines. 

4) 	 Use of Air Taxis for tourists to reach certain destinations comfortably and speedily. 
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The above suggestions when looked at in isolation and purely from the point of 

encouraging tourism could certainly be effective in increasing tourist traffic into the 

country. However, implementation of these suggestions needs to be examined in the 

context of the overall effect they will have on the natio nal economy in general and civil 
aviation and air transport in particular. 

1.17 	 The Group feel s that charters should be liberally allo wed as long as the price of the 

total tour package (air fare + cost of ground arrangements) is not less than the 

promotional fares applicable on scheduled air services to/ from India . While a more 

liberal charter policy will clearly be beneficial, the same degree of liberlization in /1 / 
exchanging bilateral rights for scheduled services and opening up of more airports for vi 
direct international operations may not be quite so beneficial, particularly in so far 

as the foreign exchange outgo is concerned. Operation of Air Taxi Services to/ from 

destinations of tourist interest should certainly prove attractive to tourists and has been 

covered in somewhat gleater detail in a separate paragraph elsewhere. 
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CHAPTER IV 

SOCIAL COST/BENEFIT OF CIVIL AVIATION 

The size and geographical position of I ndia endow air transport with a special role 

nO t only in providing rapid communications, but also in mobilising the national 

resources, in stimulating investments, commerce, foreign trade and of coune, tourism. 

This special role is further accentuated by the fact that our road and rail systems are 

not quite equipped to provide the desired service to the international tourists. Thus, 

in the promotion and carriage of international tourist traffic, both into and within 

the country: civil aviation is even more dominant than the other industries. 

1.1 

1.2 	 The benefits to th0 country from civil aviation arc la rgely in the following areas: 

I) Development of Tourism and Foreign Exchange Earnings. 

2) Development of Trade and Commerce. 

3) Generation of Employment. 

4) Contribution to national income accounts. 

ell 

1.3 	 In view of the very large investments needed for the civil aviation sectol upto the year 

2000, the Planning ·Group had asked Tata Economic Consultancy Services (TECS) 

to undertake an exercise to estimate the incremental cost and benefits of future 

investments in the civil aviation sector. Details of this analysis are contained in section 

4 of I.he TECS report. (Annexure 1- seperate volum e). The analysis has assessed the 

benefits vis-a-vis COStS from the point of view of the economy as a whole, and the 

COStS and benefits have been estimated at their economic value. 

1.4 	 The basic assumption used in that analysis is that Ai r India, Indian Airlines and the 

existing airports in the country are already operating at their maximum capacity and, 

therefore, to carry additional traffLc, additional invest ments in aircraft suppo.ning 

equipment and airports"will be required. 

1.5 	 Costs and benefits have been identified and quantified on the basis of the " With! 

Without" principle. according to which incremental COStS and incremental benefits 

are considered in twO situations - one "With Project" (i.e. the case where future 

investments are made in civil aviation) and the other "Without Project" (i.e . 

where no further investments are made in civil aviation, but where additional investmenl 

would be required in surface transport, viz. road and rail). 

1.6 On the cost side, estimates have been made for all items of incremental infrastructu r" 
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for air transportation in the "With Project" situation and for incremental ground 
transport systems infrastructure in the "Without Project" situation . All costs have 
been broken down into local and foreign exchange components, where possible. 

The benefits have been quantified in terms of the income generated in the economy 

as a result of tourist (domestic and foreign) expenditures , the value added by Airlndia 
and landing fees received by lAAI from foreign airlines. These benefits have been 
reduced by the drain on foreign exchange caused by I ndian travellers going abroad 
on the FTS . 

1.8 	 Appendices IIA and lIB at the end of this report give in detail the incremental costs 
and incremental benefits up to the year 1990/ 9 I , Based On this study the incremental 
benefits are expected to increase from Rs. 216.45 crores in 1986/ 87 to Rs , 888,20 crores 
in 1989/ 90, The incremental benefit/.cost ratio works Out to 1.8 indicating that benefits 
of additional in\'eltments in the civil aviation sector are substantially greater than 
the costs, and the economy will benefit from additional investments made in the civil 
aviation sector. 

1.9 	 Growth of foreign tourism has been considered to be the major reason for supporting ~ 
development and investment in the ' civil aviation sector. During the Group's 
deliberations, questions were raised as to whether the role of tourism as an income 
generator more so as a foreign exchange income generator for the economy is being 
overplayed, and whether in assessing the value of tourism, due account was being taken 
of the costs incurred in providing the very extensive infrastructure. In this connection, 
it was also pointed out that a large volume of traffic ostensibly falling in category 
of tourists really consisted of ethnic Indians visiting India, to spend time with relatives 
or to a!lend religious ceremonies erc: It can 'be assumed that the contribution from 
this category of \' isitors to the {s>reign 'exchange earning and in fact eve n the rupee 
earning is not significant. 

1.10 	 The Group did nOt have this matter studied in any great detail for this really has to 
be the subject of a separate full fledged study, However, relying on the findings of 
the 'Comparative Stuuy of Incentives for Invisible Earnings through Tourism' published 
by the Indian Institute of Foreign Trade, the Group thought that even after making 
allowance for the above factors, international tourism is likely to make a substantial 
contribution to the economy and continues to be an important reason for supporting 
de\'elop melll 0f civ il aviation in the country , 

1.11 	 In so for as generation of employment both prima ,,' and secondary is concerned, once 
again the Grour uid not have a detailed study done and to its knowledge th e la st such 
study done was the one in 1972 by the Indian Institute of Management. Ahmedabad 
according to which in 1968 the ratio of prima ry em ployment to tOlal employment in 
civil aviation wa, I :5, In so far as the net foreign exchange contribution by the sector 
is concerne~ , th i" fo rm, a separatechapler in thi, reporl, 

27 

I 



1.12 Taking all factors into consideration, the Group concludes that the civil aviation sector 

is an important cOlltributor 10 the nation's economy and addi tional investments in 

the sector, made judiciously, should prove highly bO ll oiiciJI. 

" 

• 
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CHAPTER V 

AIRPORT &. AIRPORT FACILITIES 

I, I 	 The repon of Working Group II (Annexure II-separate volume) provides the necessary 

details on development of airport and airport facilities, The facilities and services 

provided by India need considerable improvements to bring them up to the international 

standards, particularly in the air traffic services, communications and approach aids 

at domesti~ airports . Many reasons were put forward before the Group for this 

state of affairs-lack of funds , lack of planning, time consuming procedures for 

procurement, lead time for indigenous development, inadequacy of reliable 
communication networks etc. There was unanimity, however, On the view that the 

situation is not satisfactory. 

1.2 	 It is imperative that facilities and services recommended bv- ICAO as also am' . other 

facilit ies r~quired for safe operation of aircraft both at domestic and international 

airports should be implemented without undue delay . 

1.3 	 However, real izing t hat there are resource constraints, the Group sugges:s 

implementation of the recommendations made in the report of Working Group II 

with the following observations: 

2 	 Bol'hbs)' Airport 

2.1 	 The d~tails of passenger and cargo traffic currently handled al Bombay Airport an': 

likely gro wth in five-year periods up to the year 2000 A.D. ma,' be seen in the 

report of Working Group II. 

2.2 	 In so far as the Terminal complexes are concerned, lhere appears to be an immedia ,. :, 

requirement for commencing work on Module III of the inlernalional lerminal com pie> 

so as to meel the requirements up to 1995,when the Bombay Airpon will reach salUratior: 

poinl bOlh in lerms of terminal and runw3.Y capacity . The domestic tra ffi c a[ Bornb2. :· 
Airport is c" pected to increase to 6.3 million s in lhe "ear 1989-90. 9. , m::!ions ::: 

1994 -95 a nd 14 millions in the year 2000. Therefore, th .ere is immedl al c c,~ed r.:: 
expanSIo n a nd moderni salion of Ihe Domeslic Term inal to pre"enl ils ( a r a Cil ' sa:ur3Iio -:c 

before 199;' . 

2J 	 Immediale measures have also to be taken for modernisalion of lhe Air T raf 'i, o m r: 

System, impro\'ement of the taxiway layout, runwa y car~c i (y and to the ~\(cnt ~ssi b;~ . 

considering o u, geographical localion, spreading o f nighls more e\C ~ ly du"c g da .' 

and night 10 e<1>l' the situation. The eSlabli shm e nt of an eng.ineering ' Suh Ba;e '. 1::, 
Air-India al Dclhiand al olher smaller airro rt s h~' Indian Airlines ma" ru n ~.a he L: 

in del,,,·inl,'. Ihe sa luralion point to 20()(J A .D . 
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J. 	 New International Airport 

J.I It is necessary to acquire land at a suitable locatio n and commence development "'C' 
'so that the new airport would be available in the beginning of 2000 A.D. It is understv·: 

that the site at Mandava-Rewas. situated abo ul <)0 Kms from Bombay Fon ~ , ~ . 

is being considered for the new airport. In its discussions on the subject, the Grc.·_ ; 

had serious doubts on the suitability of this site . In view of the massive inves{mec', 

involved, and the irreversible nature of the decision once it is taken, the matter r ~' \ 
to be examined critically from the point of view of convenience and speedy acce" ' 

Bombay. The Group recommends that a separate group of experts , should " 

. immediately appoinled to study the available options and submit a feasibility rev e 
' 

to the Govern",ent for a' suitable site for the new Bombay' Internatinal Airport, 'j C, ' 

expert Group should include a couple of international experts with the reqUl'.. :, 

specialised background and experience. 

4, ' Delhi A irport 

4.1 	 The details of traffic handled and future projections may be seen 10 the repon c" 
Working Group II. 

4.2 	 The new inlernational terminal building was commissioned in May. 1986 which wo u," 

meel the requirements up 10 1990. The construclion of the second Module should h, 

initiated as soon as possible. wit h which the requirements up to 2000 A. D:, would be'?n<t 

4.3 	 The planned first Module for domestic traffic with a capacity to handle 4.S mil hor 

passengers can be commissioned by 1990 if the work is started immediately. The ",or, 
on second and third Modules should be started by 1990 and 1997 respectively, '1 hr 

• 
work on {he second cargo terminal should also be commenced by 1995 to meel Ih, . 

• 
requirements up to 2000 A,D. 

4.4 	 The exisling runway capacity is considered adequate up to 2000 A.D. However. Ih, 

work on a parallel runway should commence in the later part of 1990s to meet Ih! 

traffic requirements after 2000 A.D. 

5.· 	 Madras Airport 

5.1 	 The present domestic terminal is likely to be saturated .by 1990. The Group forc'"'' 
the need for a second terminal 10 cater for the requirements upto 1993 and with additioru 

and alterations these two terminal will meet the requirements up to the year·2()OO, 

5.2 In the Group's view there is immediate need for commencing the work on the I I<' 

international terminal which will cater to the traffic requirements up to 1993 and w," 
additions/ alterations will meet the requirements u p to 2000. 
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6· 	 Calcutta Airport 

The first Module of the new domestic terminal is proposed to be commissioned by 

1990 and will meet the requirements of domestic passenger traffic up to the yearl995. 

Therefore, the \\ork on the second Module of domestic terminal will have to be 

commenced by 1992 in order that it can be commissioned by 1995. Once the proposed 

first Module of domestic tenninal is commissioned by 1990, the present terminal building 

will be used exdusively for international traffic and will be able to cater for the 

international passenger traffic requirements up to the year 2000. 

6.1 

6.2 	 The main runwa y 0lR/19L will meet the requirements up to 2000A.D. The existing 

paraliel Runway 0 I L/ 19R may be lengthened and strengthened for occasional use by 

wide bodied aircraft. 

7. 	 General 

7.1 	 The requirements of international operations as envisaged in the ICAO Air 

Navigation Plan would have been adequately met with the recommended expansion 

plans at the four major international airports in India. 

hi ~, '1.'0'1.

7.2 	 However, improvement is required in the pavement bearing strength of the runways, 
p ~}lou IJ ~~ 

taxi tracks and manoveuring areas. Though the manoveuring areas were originall~'
ulJ t:,,~~ 

constructed with bearing strength of LCN 90 to 100, it is found that the Pavement 

• 	 Classification Number (PCN) values of these mano veuring areas are much lower than
" . i I o' 

the Aircraft Classification (A CN) of aircraft currently operating at these airportS. This 

require. rectification by strengthening the manoveuring areas in stages so as to match
1 

the PCN 	and ACN values . 
., ',- 1 . .. 

Domestic Airports8· 

Regarding the requirementS of domestic airports, the largest aircraft currently operated8.1 
by Indian Airlines is the A300 which should be the adequate size up to 2000 A.D. Ii 

any larger aircraft were to be used it would be only' between airports alread y used c~ 

Air India's 747. The Group recommends that a minimum oi i 500 ft . of runWa\' wit ~ 
bearing strength to meet the requirements of A3 00 aircraft should ce a vailable at 2 '., 

airportS where t hese aircraft are planned to be operated. To begin with. the runway, 

at Cochin, " atna and Varanasi should be upgraded to be commensurate with Ihe abo'· e 

req ulrem~nt:-. . The rUOWflYS, taxiways and other facilities at the follo\\;ng airrOrt ,;, ::.hOU1; 

be uppa;kj 10 meet the requirements of B737 aircraft: 

Nasik. Port B14", Tirupati, Vij ay wada. Kota. Belgaum. Tczpur. Lu dh ianc . 

De hrad un . Jaba li'ur, Allahabad, Gorakhpur. (oimbatore and K,·; i1od . 
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be improved to meet the domestic traffic and internationa l operations on scheduled 

or non-sc heduled ba sis . 

8.3 Ahmedabad. Nagpur and Trivandrum should be developed as international alternates 

with a view to conserve fuel. 

9· 	 Land Zoning 

9.1 The development of airports in I ndia has often been an adhoc exercise to meet shon 

term requirements and making additions as the requirements increase. This is both 

inefficient and costly in the long run. It is imperati ve tilat airport development should 

hencefon.h be planned on a long term basis with adequate provision- for major expansion 

in future . For this. advance acquisition of land, city pla nning and zoning are required. 

9.2 	 The Group also. noticed that a number of obstructions in the take-aff and appraach 

areas have been allawed to. be erected affecting safety in emergencies and necessitating 

displacement of landing thresholds and Or limiting the take -off disiances available. 

The Graup recommends that strict contral shauld be exercised in nat permitting 

constructions alang the take-off and approach areas to. canfarm to. the obstacle 

clearance surfaces prescribed by ICAO and effart s shauld be made to remave such .. 

obstructians already existing at many airparts in India. 

10. 	 Visual AIds " 
10.1 	 The Graup recammends that High Intensity Run way Lighting shauld be pravided by 

1990 at Trivandrum. Amritsar. Udaipur, Bhopal, Guwahati, Nagpur, Jaipur, Varanasi, 

Lucknow, Khajuraho and Srinagar. 

10.2 	 Simple approach lighting should be installed at Lucknow, Amritsar, Nagpur, Varanasi. 

Vadodra, and Bhapal by 1990. Precision Approach Lighting should be installed at 

Ahmedabad, Hyderabad, Trivandrum, Gaa and Guwahati by 1990. 

10.3 	 PAPI ,,",auld be installed at all domestic airports. Where' VASl'S' configuration requir~ 

upgradatian ar replacement, PAPI should be installed. 

lOA 	 Cat II lighting is available at Bambay and Delhi airparts presently. This lighting system 

meets the requirements of ICAO specifications. Since t/le ILS at these twa aeradromes 

have not been declared fit far Cat II aperations so. far, operations under Cat II minima 

cannot be conducted presently. Obstacles in the approach area at Bombay airport restrict 

the lowering of the decision height. Considering the fact that availability af improved 

lighting system would reduce the chances of diversion even under extremely adverse 

weather conditions. the Gr;,up recommends commencement of Cat II operations at 

Bombay and De lhi airports wherever possible and installatin of Cat II lighting at other 
international airpOrts also . 
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II , 	 Search &: Rescue 

11.1 	 USA & USS R a rc ex perimenling with Search & Rescue Satellites (SARSAT and 

COSMOS resp"' Ltv ely) and the feasibility of India joining these program mes may be 

considered by ;he Go vernment. 

11.2 	 II is noted Ih a t the government has set up a commillce with the Departmcnt of Space 

as the agency to examine such a feasibility, It is recommended that all concerned agencies 

be in volved together with the Department of Space at the national / international ;"'el 

of delibera tions on this malter. 

t2. 	 Radio Navig ation Aids 

12, I 	 ICAO re commends that the planning of navigation aids should be on a svstem basis 

recognising that requiremems for both long range and shan range "Jay be met by S<lmc 

aircraft with self conlained aids and it is practicable in some cases to establish ATS 

routes not provided with station referenced aids for these aircrafts , 

12,2 	 Application of Satellite te<:hniques for navigation is under consideration of ICAO FANS 

(Future Air Navigation Systems) Commillee, and implementation will be preceded 

by advance notice period. India should therefore keep abreast of all the developments 

in these aspec!s and take necessary action, 

• 
12.3 	 Radio aids for enroute navigation are nOi considered adequate. The ATS route hou ld 

be properly defined by the installation of VORs and DMEs to permit ac;:unte 

navigation. 

12 .4 	 ILS is now a\ ailable at some aerodromes through which Indian Airl i ~es operate jet
" aircraft. An ILS is necessary for safe operation of jet transport aircraft of the C2 ; egOt~ 

B737 and abo\ e . The Group, therefore, recommends tbat all airpOrts wh ere jet ai:.:raft 

operate. ILS be provided and mainta ined to Cat II Signal Quality . and I LS <houle 

also be inst a lled on Runway 09 at Bombay and Runway 10 al Delhi. 

13, 	 Microwave La nding S},stem 

13.1 	 ICAO has plan ned replacement of ILS with Microwave Landing System (~1 L I· ~\L S 

can provide 1\\ u l iple/ segmenled Glide Slope and curved approaches , T he ILS ~IL S 

Tran itio n P lan envisages that all ILS installalions should be phased OUI d ur :cg .he 

period 199810 20()() A .D, However. chageover to MLS can begin h om 1St Jocuu y . 

1995, Aircra fl \<ill ha\'e to carry airborne equipment compatible with ILS , 'vIL5 ira", 

1995 to 2000 ,A.D. II is recommended that replacement of ILS with ~1LS at Ihe iou, 

main interna tio nal airports should be planned sometime allcr 1995 ' I h~[ lht 

changco\'cr 10 \ 1 LS lakes place before 2000. 
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14. 	 Aeronautical Communications 

14 . 1 The existing Aeronautical Fixed Telecommunication Network (AFfN) circuits in India 

do not meet the transit time criteria of 5 to 10 minutes laid down by ICAO du e to 

inadequacy of me;sage handling system at vario", COM Centres, poor perfor mance 

of leased telecomm unication circuits and absclKc of automa tic trunk switching sys tem 
in the ground based telephone network. Inadequacy o j intercentre communicat ions 

jeopardises the safety of aircraft operations due to non- rc'C<ipt / Iate receipt of imp6n ant 

co- ordination messages, leading . to increased coc pit workload in the form of 

additional position reporting, relaying of flight plan data etc. 

14.2 	 The Group thereiore recommends high priority In if\1 proving the AFS as indicated 
~I~: . 

1. 	 Induction of AMSS (Automatic Message Switching System) and data links (ODI N) 

at Bombay, Delhi and Calcutta, by 1990 . 

2. 	 UHF/ Microwave links between Airport terminals and city .telecommunicatio n 

terminals at Bombay, Delhi, Calcutta, Madras and Nagpur by 1990. 

3. 	 Establishment of dedicated Satellite Earth Stations at Airport tenninals at Bombay. 

Delhi, Calcutta and Madras by 1990. 

o 
4. 	 Installation of UHF/Microwave links and Satellite Earth Stations at other centres 

should be planned on a progressive basis to cover the whole of India. 

5. 	 The existing WT Circuits should be replaced with L TT Circuits andlor prov idedI' 
with dedicated Satellite Earth Stations to ensure speedy and adequalr 

communications network. 

14.3 	 The existing direct speech circuits are not 'compatible for automatic trunk switchinF 

between controller to controller to permit contact within IS seconds as per ICAO criteri, 

due to the various performance limitations of the telephone circuits. The R/ T circuit> 

also have inherent deficiencies. The Group recommends the foUowing action to eliminate 
these problems: 

i)· 	 Introduction of aUlOmatic trunk SWitching on telecommunication leased circuil 
at Bombay. Calcutta, Delhi, Madras and Nagpu r by 1990. 

ii) 	 Enlargement of automatic trunk switching on telecommunication leased cirCUli · 
to cover alI the aerodromes by 1995 . 

iii) 	 Con ve rsion of HFRT DSB Circuits to SS B Mode by 1997. 
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iv) ESlablishment of UHF/Microwave links between receiving stations and terminal 

buildings at Bombay, Calcutta. Delhi, Madras and Nagpur by 1990 and at all 

other " ..'rports by 1995. 

15. Aeronaulkal ~'1obile Service (AMS) 

15.1 Standards for an integrated communication, navigation and sUf\'eillance system based 
f on satellite technOlogy are in the offing and it is expected that an interim data only 

satellite communication service is likely to be introduced within the next few years. 

This will improve the coverage and enlarge channel capacit,·. The DOT/DOE are 

planning a Network for data communication using INSAT Ie between various reg

ional/district centres. The civil aviation sector should use this facility for data ex

change between various aviation information centres , and they should also explore 

the possibility of utilising the Indian Satellite programme for aeronautical communi
cation purposes . 

16. Air Traffic Sen'ices 

16.1 Area Control Service in place of advisory/flight information service now provided on 

all ATS routes is long overdue. Adequate VHF coverage throughout India is not 

provided at present. A number of Remote Controlled Air-Ground stations (RCAG) 

are being set-up to enlarge VHF coverage throughout the landmass of India . This 

process shoula be accelerated. Radar coverage is primarily restricted to terminal ar"eas 

at Bombay, Calcutta, Delhi, Madras and Bangalore. Primary radars (ARSR and ASR) 

should be exte nd ed to selected terminal areas like Ahmedabad, Nagpur, Trivandrum, 

Varanasi, Hydcrabad and Vishakhapatnam by 1990 and to other locations subsequently: 

Secondary Su rvei llance Radar (SSR) is selectively used only at Bombay, and it is 

: 
recom me nded thai SSR co verage should be provided to cover a ll the ATS routes as 

earl y as possi ble , ta king into account the development of Monopu lse SSR with \ ·looe - S 

(Data link). ATe automation with processi ng of primary and ~econdary rad J ' mput s 

by ATC compu ters should be introduced at Bombay, and Delhi on a prior ity basis . 

togeth e r wi th self- co ntained modern Technical Blocks capable of handlin g the future 

growth in traffic on a sectorized basis. 

16.2 With a view to ta ki ng ma, imum advantage of SS R, all aircrafl in dome stic operallons 

should be equip ped with airborne ATe transponde r compatit-Ie with the SS R "'ithin 

a st ip ulated date . sa\' 1995. 

16.3 Preci <io ll A pp roach Radar (PAR) has been installed at Bombay. Calcutta. Dell;, and 

Madras. P.A.R ha s been withdrawn throughout the world with the exceptio n o f a fe'" 

airport s. as pi lo ts prefer use of ILS rather than PAR. Since PAR is no more an IeAO 

recom mended iac ilit )'. replacement of the ex istin g PARs b\' n~w equipme nt , ~ ould 

b~ unJ e..' Tia ken. The sen iLe howe ver ma y be provided as long a5 the ex is ting e QUl i m C11: 

can ~ 1..e;-" ~ t.!'''. '.: c~~bk . 

35 



I7. ATS Routes 

17. ~los, of the domestic routes in India have been straighlened out. Further efforts ar, 

neCe<isary to straighten the remaining domestic and international routes as far a5 

praclicable. Such routes are: 

Bombay  Karachi, Delhi - Karachi, Delhi - Laho re  Kabul, Bombay  Delhi, 

Hyderabad  Calcutta, Delhi - Srinagar , Delhi - Amritsar, Hyderabad  Bombay, 

BO(flbay - Yisha khapatnam, Bombay  Madras, Calcutta - Bhubaneshwar, 

Delhi - Chandigarh, Mandasol<' - Karachi. 

li.2 The increase in route mileage is mainly due to the existence of prohibited, restric ted 

and danger areas . The Group, therefore, recom mends that a High-level Committee 

com prising members from Civil Aviation Department, National Airports Authorit y. 

Defence Services, Indian Airlines and Air India should be constituted to consider 

feasibility of straightening out the ATS route net-work. The Committee shou ld 

examine the type of restricted areas, the extent of activity, the possibility of permit l i n~ 

aircraft operations above certain flight levels, e.g . F L 240, permitting operalions during 

hours when the areas are not active, elc. 

18 . Civil Military Co  Ordination 

• 

18.1 The airspace is shared by the civil and military Users. The existence of reslri ted 

prohibited and danger areas under the control o f the military adds to t~e complexil ic. 

of air traffic management. India has implemented Air Defence 'Identification Zo nt:! 

(ADIZ) in the western sector requiring civil aircraft to obtain Air Defence Clearan" 

from Flight Information Centres ten minutes before emering the Indian territory . Simil~ 

clearance is also required from ATC before take-off. 

18.2 The optimum use of airspace with a maximum degree of safety, regularity and efficie lJ(\ 

can be ensured only with appropriate civil military co-ordination between civil AT! 

units and military operational controllAir Defence units sO as to ensure integratio: 

or seggregation of civil and military air traffic . Further, it is noted that occassional;: 

there exists good co- ordination in ground navigation and communication faci liti<' 

of bOth civil and military installations. The Group, therefore, recommends that th,u 

should be a wider co-ordination on institutional basis between civil and m ilital 

authorities and the need for civil aircraft to obtain air defence clearanc; should ~ 
dispensed with. 

19 . Indigenisation 

19. I The Group has taken note of the fact that a number of items of communication ,: 

na' 'gation equipment have been developed and manufactured in India and this sho 

be enco uraged. Considerable time and effo n s are necessary for devel o ping. 
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manufac tunng equipment according to international specifications. A projection of 
requirement should. !herefCJre. be made sufficiently in ad vance SO as 10 enable 
indigenous indust ries to supply the equipmenl either on their own development 0' 

through collaboratior. and a balance should be strucks 10 ensure that equipmem whicr. 
can nOI be produced indigenously in the given lime should be imported 10 ensure 
upgradation of the services to international standards without loss of time on a plannec 
basis. 

Meteoro logical "e""ices 

The Meteorological services provided at international and domestic airpons are 
considered adequate. The Indian Meteorological Department has plans for upgrading 
existing Meteorological offices and also establishing additional offices at airpom where 
Vayudoot services operate . Such upgradation should include speedier disseminatior. 
of meteorologica!. data through use of computers and satellite communication services. 

ICAO has designated New Delhi as one of the Regional Area forecast Centres. Steps 
should be taken 10 implement this recommendation. 

20.3 	 The airlines have doubts regarding the accuracy of Runway Visual Range measurements 
provided by Skopograph instruments installed at Bombay, Delhi and Calcutta airpons . 

The Group recommends that the accuracy of this equipment should be checked anc 
calibrated taking into account th e environmemal conditions so as to provide 
representative Runway Visual Range measurements for landing and depaning aircraft. 
The Group also noted that an equipment of superior performance has been developec 
successfully by the National Aeronautical Laboratory and recommends that this be 
taken up for production 10 .meet requirements at our airports . 

o 
21. 	 Investment Required 

21.1 	 The IOtal investment required for development of Airports and Airport facilities for 
the neXI fifte en years is likely to be around Rs. 3000 crores (a11985/86 prices) whid: 
includes Rs. 1500 as the cost. of acquiring land for Bombay airpon bUI excludes cosc 
of its development. Itemwise details of this inveslment are giv en in Ihe rcpan of 
Working Group III. The lable below indicales the broad areas of inveslmenl 

37 




II 

III 

IV 
IV 
VI 

Terminal Complexes 

Development .COSt of present 

Bombay, Delhi, Calcutta, 

Mad ras irports 

Domestic Airports 

Sub Total : 

COSt of land acquisi tion for 

New Bombay Airport 

Navigational and Approach 

a ids 

Communication facilities 

A ir Traffic Services 

General 

TOtal : 

150 . II 

IOU5 

25 1. 62 

1,500.00 

80 .14 

32 .66 

23 . 19 

39.90 

2,1 43. 51 

199512 

(Rs. in crOTes) 

!82.51 

205.05 

387.56 

56.93 

26.94 

276.46 

50.40 

798.29 

36.03 

9.00 

:!5 .63 

601 

76.66 

Grand Total ; Rs, 3,OIS.4.6 

I 

• 
• 

crores 
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CHAPTER VI 

MANPOWER DEVELOPMENT & PRODUCTIVITY 

1. 1 	 The civil aviation sector requires highly skilled manpc,wer to operate, maintain and 

manage the high technology equipment and s,'s tems used in this sector, The effectivity 

and efficiency of operations in the sector, therefore, depen ds largel,' o n the qualit,' 

and productivity of the manpower employed , Cenain 5pecifi~ categories such as Pilots 

& Engineers take vears of training and development to attain th e desired levels of 

proficiency , It has also been ex perienced in the past that fully trained sta ff particularly 

such as pilots and engineers and lately those who ha"e been trained in real time computer 

systems arJ svphoned off by other airlines in the region and it will be in the interest 

of the country to train more than the required number so as to provide for such 

contingencies, 

1,2 	 In the category of pilots, there has been a sizeable gap between the training and 

development facilities currently available and the requirements of airlines for coounercial 

operations, T he establishment of the Ind ira Gandhi Flying Academy is a step in the 

right direction to provide the basic material for pilots of requisite quality and sle W 

for the airlines. It is recommended that the policy' shou ld be to absorb pilots trainee 

by the Indira Gandhi Flying Academy into Vayudoot or to Indian Airlines, and from 

there to release experienced pilots to Air Ind ia in a planned manner. 
• 

1.3 	 To ensure hi gher standards and minimum training time, the early development of skillK 

ground person nel like Aircraft Engineers , Technicians, ATC Controllers an': 

maintenance personnel for communication and navigation equipment should be job 

related. The G roup,therefore.recommends that a Committee should be set up witt 

repre sentat ives of the airlines. DGCA and various technical educational institutes 0: 
importance in the co untry to review their syllabi to thi s en! It is also recommendK 

that ' a common Civil Aviation Training Board to coordinate and oversee the trainin, 

and development activ ities in this sector should be set up , 

2. 	 Manpower Projectio ns-Airlines 

2.1 	 The requir ements in key categories in the airli ne seCto r ha' e been pro jected in lie, ! 

with the fl eet augmen tation programmes rec om mended by the G roup. T he manpo"e, 

proj ec tion s hav e been made according to the exiS: lng lev els o f product i' It)' as " ell a.' 
on Ihe oa,i, d 'cn ~ic achievable producti"it y' improvement s as recommended \;v t',O 

Group whic h are briefly ,listed below: 

<al 	 Pro",;o n should be made for usinf m ultiple cre" on s.:heduled fl ights to cn a b, ~ 

lo ng haul/nnn·sto p flights which is nnw the acccp ted industr\' p r~c ti cc , Ti n-.~ 

off al ",,'C ",Inch is half the number of ho ur' OW ,) , (rL' m base + 2~ hours shau l.: 

he rvcdlll'cJ 1> 1 " maximum o( 4 day', . Tr;ln ' hil'ment " j cre" b,' ot he r carrier; 
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should be done in the normal course to avoid prolonged layover at outstations. 
There should be a common stand-by crew when required to cover more flights . 

(b) 	 There is need to revamp the existing pattern of training and progression of pi1011 

from a lower category to a higher category of aircraft 10 reduce the training lime. 

(cl 	 There is scope for reducing the cabin crew complement on our flights to bring 
it in line with international standards 

(dl 	 There should be inter·changeability of functions between. hostesses and pursell 
which does not exist today. 

(e) 	 In the categories of technicians and engineers productivity can be considerably 
improved wilh a change in certification· procedures as practised by other airlines. 
A system of lask approval on rOUline maintenance aClivities may be intrmiuced I 
with job flexibility and interchangeability. Some important changes in certification 
and approval procedures for aircrafl maintenance suggested by Working Gro:l; 
1lI to achieve overall improvement in productivity and efficiency are recommend,l 
for approval. 

2.2 	 It is observed that there are certain constraints imposed by existing coUective agreemer., 
Wilh the unions which may come iA Ihe way of implementation of some of the\< 
measures. Also, with respect to the changes in the certification procedures suggeslr; 
by t.he Group, Indian Aircraft rules on this subject may have to be modified. The Grou; 
recommends a Committee consistiJ1g of reprsematives from the Airlines, DGCA, an, 
the Administrative Ministry should be constituted to go into the subject further ar. 
develop working methodologies . 

• 
2.3 	 If it becomes difficult for the coostituent units to achieve these productivi 

improvements, then it may become necessary for the Government to arbitrate in It: 
mailer since their achievement is definitely in the national interest. 

2.4 	 As regards manpower requirements for categories such as ground support personn<. 
management and computer .services, traffic and administrative staff, a co-relation . ... 
increased autOmation in the near fUlure has 10 be kept in mind. In some areas, :' 
possibility of contracting out certain services 10 outside agencies should be given sen' 
attention. 

2.5 	 The Group al so took note of the emerging regional co-operiuion among the SOL 

Asian contries. There is some scope for sharing Ihe maintenance and overhaul, sirnula: 
and training f"ilities . This should be pursued with the regional carriers/governnT 
to ,void dupl ica lion in installation of equipment and consequent under·ul ili<all' 

The manpower projections for cenain key categories in the airlines as per Ihe ex;<' 
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4.1 

productivity norms as well ilS the revised productivity nom!s are given in the statement 

annexed to th is chilpter 

Organisations other than the Airlines 

The requirements of skilled and unskilled manpower for the various wings of other 

infrastructural organisations in the civil aviation sector have been studied by the Werking 

Group IIi and incorporated in their report. 

The Group observed that manpower/ productivity norms have been clearly identified 

and developed in the airlines and since most of these norms are in international usage 

i.e. ATKM's per employee, RTKM's per employee, Manhours per overhaul and other 

norms indicating productivity of pilots and cabin crew etc. it is relatively easy to identify 

areas where improvements in productivity are needed. H owever, similar productivity 

nonns for the various categories of staff in infrastructural organisations are not rqdily 

available. Thus, while it has been possible to suggest modified productivity norms for 

certain categories of staff in the airlines through a careful comparison with what has 

been internationally achieved, the same exercise was not possible in these organisations 

since the basic norms of productivity in these organisations have not been del·eloped. 

Therefore, the Working Group had to evolve its own nonns at the macro level .. ithout 

the possibility of rational comparisons, in assessing the manpower requirements. In 

view nf this , the Planning Group recommends that a separate detailed study should
• 

be conducted in these organisations to evolve acceptable productivity norms and. . 

thereafter to identify areas which need improvement. 

Subject to the above obsavations, ·the Group assessed the future manpower needs io 

the infrastructural units such as NAA, lAAI and Civil Aviation Department on the 

following basis: " 

National Airports Authority 

In assessing the future manpower needs in the various units of NAA luch as 

Communications Air Traffic Control Equipment Directorate and Training e:: .. the 

following assumfltions have been made: 

(a) 	 All the Airports were. classified as per the traffic density as recommended b~" 

Group II; 

(b) 	 The ~pdate of equipment resulting from technOlogical advancements for~:alt t::
Group II fo r the Plan Period was take n lOto conSiderati on; 

(s:) 	 T he ma npower norms were worke d UI assuming that the maintenance c ~ 
communication equipment will be carried out at the slation level. regi r.allevo; 

as \\'L' II a' t1C Ccntral Workshop in licu of the present practice of car"ing 0'_; 
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all levels of maintenance at the respective stations; 

(d) 	 In case of Air Traffic Control, it was considered th at the manpower augmentation 

for Group II to Group V Airports should be for upgradation of the AirportS only 
and not for increased volume , while in case of Group I airports such as Bombay , 

Delhi , Madras and Calcutta, the upgradation of the airpons alongwith the 

increase in traffic would be taken into account . 

5. 	 Io.ternatlonal AIrports Authority of India 

5.1 The manpower requirements for various categories of IAA I have been based on the 
Investment Schedule proposed by Working Group rI , and on the projected traffic levels. 

6. 	 ClvU AvlatJon Depanmeri t 

6.1 	 The manpower requirements of the various wings of the Civil Aviation Dept. such 
as Airworthiness Directorate, Air Safety, Training & Licensing, etc., have been based 
on the foUowing factors: 

(a) 	 Expected fleet augmentation by the various airlines in India. 

(b) 	 Nature of specialisation required for various activities. 

o 
(c) 	 Increase in staff strength projected for the airlines as well as changes in licensing 

systems proposed. 

Training 

7.1 	 While training is of utmost importance in all areas, the Group placed special emphasis 

on certain categories such as Pilots and Engineers etc. due to their specialised training 
requirements and also the long gestation period and the high cost involved in training 
them. 

7.2 	 The key C<ltegories are Pilots, Maintenance Engineers (A.ircraft), ATClCommunica
tion Personnel and Airworthiness! Air Safety Personnel. 

• 
7.3 While the complete details on training needs and suggested changes are contained in 

the repon of the Working Group III, some major points for implementation are listed 
below : 

PUots: The Group feels that the Indira Gandhi Flying Academy can provide weU
trained Pilots with Commercial Pilots' Licence (CPL). It is suggested that the existing 
Flying Clubs should be upgraded to provide PPL training for fresh entrants as it will 

not be possible for the Indira Gandhi Flying Academy to meet the total requirements 
projected dUring the Plan period. 
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7.4 	 To ensure th e quaJity of PPL training, the Ground Technical Course and the Flight 

Training should'be upgraded with standardisation in training methodology. However, 

the Commercial Pilots' Licence training should be only at the Indira Gandhi Flying 

Academy, II is felt that the syllabus for the CPL should be of a compatible nature 

with the basic wing level training of lAF to ensure inter-changeabilit\·_ 

~ ,5 	 The ai rlines ma,' sponsor training of PPL ho lders in India to the Fls-!ng Academy 

depending on their needs. 

7.6 	 It is suggested that no separate examination should be conducted beyond CPL for ,-\L TP 

requirements. The CPL requirements may be supplemented by an orientation training 

for award of ALTP and this training should be conducted at the Flying Academ\', 

7.7 	 The basic requirements for award of ALTP with respect to Pilot- in-Command 

experience should be restricted to 250 hrs, 

7.8 	 The Group recommends that the induction of pilots to the airlines should be made 

through Vayudoot and as Second Officers in large multi-engine heavy aircraft. 

8. 	 Engineers/TechniCians (Aircraft MaInt.) : 

The present private institutions offering 3 years' Diploma Courses can be upgraded8. I 
to provide consistent and quality standards of training. For this purpose, il is suggested 

that the syllabus and the practical orientation of these courses should be monitored 

by DGCA and the system of accrediting these institutions should be de\eloped, The 

course "Content of this programme should be equivalent to that of the Diploma in 

Engineering awarded by any state Board. 

Candidates successfully coming oul of this programme may be absorbed as Irain",,,8,2 
technicians in Ihe airline industry, After induction into the airline, the orientation 

training and advance technical training may be provided al the airlines, 

8,3 	 Apart from thes e institutions, it is suggesled that Ihe Indira Gandhi Aeadem\ rna:, 
also de\'elop a technician's training programme. This will be economical as "ell,"' 

expedient as in the process the Academy's maintenance needs would be me;. wh"" 

on the ot her hon d lesser in\'estment would be needed for Ihe techniCians' 1,2inin" 

In case or [ng in ·.:crs. it will be ad\'isablc to de\"(: lop a fou r _ye2.r programr;,c for ~~a i n ir: :::8,4 
of Engineer s 31 'he Indira Gandhi A.;:adem\', The induction le\'el of Ihe"e (rair,,,,,, ca;-, 

be al the B.Sc, Ie\'el. Tne candidates coming out of this Academy will po~sess Ihe ba;I,c 

Aircraft tY1ainlenance licence 10 be absorbed as Junior engineers in th" airlines, Tt:e 

in ~ ser~'ice trai ning· programme of the airlines \\-ill take care of fUlure :rainir.g nee:::,: 

specific 10 t li e I\'P" of aircraft and for liccn:e endorsement. 
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8.5 	 Whilst the licenced Engineers trained at the IG Academy would orient towards inspection 

duties only, in order to take care of the advancements in the aircraft engineering 

technology .. it is essential to have technically qualified Engineers with basic engineering 
education at academic level. For this purpose, som~ of the educational institutions 

such as I IT with nearness to the airlines/aircraft industry base can be asked to develop 

a five year integrated programme with specific emphasis o n aircraft maintenance 
engineering. 

8.6 	 The course content may be planned in consultation with the airline industry and the 
educational institutions. The candidates coming out of these institutions may be 
absorbed as Junior engineers and employed in anyone of the branches of Aircraft 
Maintenance as required by the airlines. It may be added that successful completion 

of this programme may be deemed to include the basic aircraft maintenance licence 
requirements. These Engineers will have the flexibility to be absorbed either in 

maintenance/overhaul areas or in technical support services such as quality control, 
production planning, industrial engineering etc. 

9. 	 TraJ.nlnll requirement of Alrwortblness and Air safety Officer! : 

9.1 	 It is recommended that Graduate Engineers selected for this wing should be provided 

with orientation training at Headquarters and R'gional centres initially. Specific and 
specialised training under various aircraft and aircraft systems can be given at the 
respective airline facilities. 

10. 	 Communkatlons and ATC : 

10.1 	 The technical personnel of this category are currently trained at the Civil Aviation 
Training Centre, Allahabad. The facilities at this Training Centre are not adequate 
even for lbe present requirements and the Group recommends augmentation of training 

facilities at CATC for ATC and Communication personnel keeping in view the 
tecllflological advancements forecasted. The training requirements specified for various 
categories include initial induction training as well advanced training. Periodic refresher 
courses are also necessary. 

10.2 	 Considering the inter-relationship of training requirements of various categories the 
Group recom'mends formation of a common Civi~ Aviation Training Board to monitor 
and oversee the training standards/training policies and modificatioll5 needed from, 
time to time as per changing circumstances for the entire industry. 

10.3 	 Apart from the categories of technical personnel, there are also training requirements 
of other categories within the airlines such as inflight service personnel, traffic staff, 
etc. Howe"er, as training of these categories is restricted to airline operations only, 
no separate suggestions regarding infrastructure are necessary apart from augmenting 
the existing airline training systems. 
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10.4 	 , Since it is p<iss ible that the recommended producti vi ty improvements may not come 

about or may be achieved only partially. the projected requirements in technical 

categories of airline staff have been given in the tabl e below on both the 
bases , For other unit~ 

Group III. 

Category 

Pilots 
Cab in Crew 
A l c Technicians 

Alc Engineers 
(Licensed) 

Alc Engineers 
(Non licensed) 

Pilots 
Cabin Crew 
Technic ia n~ 
1\1c E ngineers 

(Licensed) 

A I c Engineers 
( :'-J on li censed) 

the projections are contained in the repon of Working 

Existing Improved 
Productivity Norms Productivity Norms 

1985 	 1990 1995 woo 1990 1995 2000 

AIR I:-.iDIA 

256 412 518 708 
1800 2336 2800 3666 
1941 2949 3654 4806 

578 879 1089 1432 

147 201 249 327 

330 
1552 
1590 

450 
1782 
21 74 

570 
2311 
2748 

191 261 330 

286 391 495 

INDIAN AIRLINES 


384 764 1060 1973 
695 1452 2452 4444 

2221 2420 3854 7176 

705 718 1140 2124 

236 256 408 760 

692 
1373 
3231 

956 
2320 
3597 

J7 §0 
~334 

6693 

388 432 8m 

582 647 1205 
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CHAPTER VII 


AUTOMATION 


1.1 AUlOmation in various services and applications in the c ivil nviation seClOr now covers 

areas such as passenger safety and comfon, passenger and cargo movement a nd 

handling, decision making, cost optimisation, prod uct ivit y improve ment etc .. While 

it is clear that one cannot afford to lag liehind in use o f modern technology in computers, 

it is necessary that the aUlOmation ' schemes should be int roduced carefu ll y keeping 

In view the expansion plans and adaptivity of such <chemes to local conditions . 

. 2 	 The following are the major areas in the aviation sector where automation! 

computerisation has already been introduced or is likely to be introduced in the near 

future . This is the world, and not a n Indian sce nario : ~ 

(i) 	 Information transmission 

Atomatic message Switching 

Air traffic con trol 

Vo ice and data communication links between various centres 

Use of national/international satellite services 

Facsimile transmission 

Information Transmission monitoring 

(ii) 	Dat a ~ rocessing and dissemination of input s recci ved from navig.a tion senso r 

Long and Short Range Radars 

Navigational aids of va rious types 


Weather repons-radars and 'satellites 


(iii) . Passenger and Baggage Handling 


Computerised reservations 


Self ticketing & self check in 


Computerised passpon/ visa contro l 


I n flight co mmunication fac:lity 


Information Disp la y terminals / boa rds 


F ire / Explosive alarms 


Computer contro ll ed baggage loadin g 


Electrically operated baggage conveyors . 
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(iv) Training 

Aircraft 	C OCKpit Simulator 

Air Traffic Control Simulator 

Computer Aided Training System (CATS) for flight crew and equipment 
maintenance personnel 

(v) Airport operations 

A VECS-computerised control system for airport ground vehicles 

Powerful 	High speed runway sweepers 

Bi rd rppulsers on airports 

(vi) Aircraft operations 

Central Control Unit to ease pilot's workload in cockpit 

Automated test equipment/jigs 

Inflight monitoring/control and data transfer/access to ground computer. 

1.3 	 Some of these applications ha\'e already been introduced in India, while most others 

will no doubt have to be gradually introduced in due COurse, 

1.4 	 As regards the d~ta exchange between the various centres. it should be possible for 

the aviation sector to become a subscriber of satellite based Indian National Satellite 

(INSAT) Business Telcom Network being planned bv Department of Telecommuni

cations (DOT) and Department of Electronics (DOE). Dedlcated Pul se Coded 

Modulation/Ultra High Frequencv (PCMluHF) links merely to combat the problems 

of local links will be an expensive solution. Already certain sectors concerned with 

aviation .are heing provided with computer terminals for data handling . It should be 

possille to link such centres with the other aviation centres through the Business 

Network. It is suggested that considering the total requirement in the aviation sector. 

maximum use of Public Switched Data Network (PSDN) should be made in addition 

to the Business Network. There is no single network solution to the requirement. 

1.5 	 Automation in office functions should be expedited , with priority being given to 

electronic mail, electronic filing, directory, word processing/data base management, 
information transfer between personal computers etc. 

1.6 The requirements oi computers for aviation sector should be worked out so that th " 

could be lOo ked at from making the same available locally. I t is suggested that a grou;> 
Is set 'up to examine requirements of automation in aviation sector and implementation. 

Both Air · lndia and Indian Airlines hav e by now computerised not only appllcatiom 

in\'ol ....:ing f\nancial. marketing, engineering, inventory and other corporate reports. 

but have also progressed considerably tOwards computerising the services for passenger 

and cargo custo mers by acquiring on -line real time computer systems. 
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Co - ordination be tween Airlines, IAAI and OGCA : 

: .1 	 T h o DireclOr General of Civil Aviati on (DGCA) is a lso installing a computer system 

foe their message sw itchin g applications. However, muc h greater computerisation of 

the administrati ve a nd se rvicc fonctions of the DCCA and the IAAI will have to be 

undenak.en in the coming years in order to imrr.Jvc the mformation systems, 
managemen t con trol and services to the customers. The ent ire traffic control system 

"i U rcqu ire 100ai computerisation with the traffic controllers' mon tl o rs getting uptodate 

in formation received b)' the computer sys tem directly i rom the aircra ft within the rang~ 

of the system which would also be updated by dara recei ved on n ight plans filed. by 

the despatches o f various airlines for arriving and departing ai rcraft. 

::.2 	 Since there are several interconnecting requirements of informat io n between the airlines, 

the DCCA and the A irport Authority :n the areas of night a rrivals and departures. 

despatch of the fli ght plans and traffic control, the Grou p recommends that it would 

be desirable to maint ain close co-ordination between the computer applications 

developments in the areas of message switching taking place in these th ree organisations 

so as to facilitate computer to computer exchange of messal!~s of common interest 

be tween them and thus avoid delays in making vital informa tion bout night arrivals 

and departures available to the travelling public. 

3. 	 Future Pls.nning for co mpulerisation in Airlines; 

3.1 	 'Onlike in the past, now the primary use of computers in airlines is for providing 

improved services to passengers and cargo customers and in corporate decision -making 

in marketing, finance or planning. The volume of traffic and air craft 'movements 10 

be handled by the airlines would require the use of computer communications networks 

and micro-pr ocessors at various points of movement of baggage, cargo or vehicular 

traffic in the operational areas . The high investments ~n. airc raft and airports in the 

coming years would demand improvements in the level of efficiency and productivi ty 

which would require extensive use of computers. Since safety and security of passengers 

both on ground and during night may continue to be a matter of concern for the ci vil 

aviation industry, both the aircraft manufacturers and sa fety specialists have been 

pushing ahead the application of computer technol0gy in the des ig n of aircraft as well 

as design of systems for screening of passengers. baggage and cargo on ground and 

it will be necessary to continuously moniror such developments and take advantage 

of them in order to make a ir travel safer and smoother. Computer systems will enable 

quicker turnaround of aircraft, on-line monitoring of various aircraft systems during 

the f1ight. on-line capture and analysis of such dara by ground computers which will 

in lurn enable the ma intenance engineers to stan corrective action on any defective 

syst~ms soon after the aircraft relurns to ground and then cut down the turn around 

time for the aircraft. The gap in using . computer communications technology fo r, 

providing senices to customers between the progressi ve countries and India was as 

high as I. ~ yea rs for the lirst arpli cations viz . Passenger Reservations. Wirh each 
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subsequent application such as F~re Display, Ticketing, Departure Control or Cargo 

computerisation, the gap is steadily diminishing. It should be the endeavour of the 

airlines to catch up with or come close to the other international carrier> latest by 

1995 by giving high priority to computerization in their future plans. 

4 Investmenl5 in Information technology: 

4 .1 The investments in computer communications systems are likely to be substantial and 

probably as high as 5 to 10"10 of the investment o n aircraft during the next decade, 

and provisions in the plans should be made accordingly. 

4.2 · The Group feels that computerisation needs to be viewed as an esential facility to 

maintain efficiency and competitiveness and the investments required for 

computerisation need to be treated in priority at par with the investments for aircraft. 

It would be advisable if the necessary provisions for the procurement of computer 

systems to 1ett the requirements of growth in tra-ffic are built into the fleet investment 

plans of the Corporation . 

5 	 Parti cipation in Ind ustry systems: 

5.1 	 The Government of India has maintained a policy of making computer hardware and 

the essential software available to the airlines even if it involves import of sucb equipment 
• because o f (I) the advanced nature of airline application, (2) in order to deyelop 

• indigenous skills, and (3) for reason of maintaining confidentiality of data. 

5.2 	 While there can be no querrel with this policy , use of external computer services does 

become necessary where there is need to capture essential operational or industry 

information expeditiously. It would need much larger effort and much longer time 

to produce the same information in house. lATA has~et up several community projects 

for (I) tracking lost baggage, (2) exchanging uplift and revenue information from traffic 

uplifted by other airlines, (3) quick updating of information on the availability of seats 

on the flights of participating airlines directly between computer systems. (4) Quick 

access to a ce ntral computerised data base of rapidly chariging fares and tariffs, (5) 

quick access to industry marketing and financial statistics for forecasting and planning . 

5.3 	 The Group recommends that whenever special needs such as a industry wide information 

. base, or exchange o f operational information exist, and co-operative e : fort is the 

speedie r and chea pe r solution, there is a strong Justification for the airlines fo r 

partici pating in such activities. 

6. 	 Da ta communications facUlties within IndIa 

6. 1 One of the mdjor bottlenecks in extending co m puterised se,,·ices to newe-: cities an e 

airports through which the airlines ope rate within India is the non-av~Ji abilit\· o t 
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telecommunications links of high quality within a city fro m the local Telecom Centre 

of the reservations offices or to the airport offices of the· airlines . In other countries, 

Pulse Code Modulate (PCM) Or Ultra High Frequpncy (U HF) links have been provided 

for such within city traffic. These are of high quality and reliability but involve a 

substantial investment. 

6.2 	 In view of the high investment involved for such within cit y telecommunications links 

the Group recommends that it would be highly desir able for the airl ines to co· ordinate 

their efforts in terms of location of their reservatio ns offices in the cities. It is 

recommel)ded that the Department of Telecommun ica tions should take urgent steps 

to set up a high quality and high reliability Public Data :'-Ietwork 10 which the airlines, 

the airport authorities and the Department of Civil Aviat io n would be able 10 connect 

their respective computer systems and take ad vant age of the quality and reliability 

offered by such networks. 

7. 	 Integnlled voice, data, facsimile networks: 

7.1 	 In other parts of the world, the Telecommunications authorities are a lready working 

on integrated digitai networks which would facilitat e transportation not only of data 

and voice but also of facsimile images and graphics. The DOT also has plans 10 set 

up such networks in India in the next decade. 

7.2 	 It is recommended that the organisations in the civil aviation industry sho uld tal<o the 

initiative to register their specific requirements well in ad vance so that these requirements 

can be taken into account by the designers of the satellite based domestic 

communications networks planned by the DOT. 

8 	 Interlinking with travel agents, hotels, banks: 

• 
8.1 	 The airlines have 10 interact with a number of other agencies with whom they have 

to carry out business dealings either in terms of transfe r of goods and passengers or 

by obtaining their help in booking passengers and cargo or by settling accounts through 

a Bank Settlement Plan or Clearing House between the airlines . It is necessary for 

the airlines to establish linkages with the computer systems of the travel agent 

community, the customs authorities as well as the banks in order to expedite the 

processing of information and providing a faster service to the cuslOmers. 

9 	 INMARSAT: 

9.1 	 Air India and Indian Airlines have already been members of SITA , the 

telecommunications community organisations of the airlines. Another community 

organisation which is now in the process of setting up a worldwide satellite -based 

communications network for the shipping industry in IN!'.IA RSAT . This organisation 

proposes to provide both digital and voice communicatio ns between the ships on the 
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 high seas and various ground statioos as well as with the Headquarters of the respective 
ded vessels. The INMARSAT network has been offered through SITA to the airline mdUStry 

so as to facilit a le vOice ~ommunicalion between the Commanders and Ihe Ground 

stations as well as between the travelling passengers. The INMARSAT network also 

facilitates transmitting the performance monitoring data recorded during a flight to 

the computer systems of respective airlines through the nearest ground stallcn and 
ate the SITA network in flight. The experimental studies on the use of INMARSAT ior 

t is transferring voice and digital information recorded on the performance of aircraft 
~P\ systems in flight to the ground stations or the host computers will begin in 1987 ior 
e;, the Trans -Atlantic flights and in 1988 for the Trans - Indian Ocean. The Group 
C\. recommends that Air India should participate in this system by installing the 

appropriate equipment on its aircraft. At the same time, it \\till be necessary for the 

DOT and the Overseas Communications Services to suppon the airlines and shipping 

industries in the COuntry by setting up the necessary ground stations. 

9.2 In view of the fast developments in communication and computer technology, it '~-as 
1~ difficult for the Group to quantify the investments required in implementing each of 

Ita these recommendations . A cenain percentage of the total investment in the civil 
ot aviation sector needs however to be specifically set aside for automation and the Group 

recommends that based on industry experience and rough current estimates. 'his 

percentage can be put at 7 to/. of the investments in aircraft and other facilities that 
he are proposed to be provided at the airports. Based on this the total in\'estment en\is<.ged 
!< by the Group in this respect may be around Rs. 1,229.50 crores. 
Ie 
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CHAPTER YIIl 

ORGA~ISATION STRUCT RE FOR THE ClYIL AVI ATION SECTOR 

1.1 	 Under we presenl organisation Structure, the four principals cOnStilUcnts of the sector 

viz. Air India, India Airlines , IA.AI and the newly formed Nali nal AIrports Authority 

function as autonomous uni ts under the Ministry of Ci,il Avialion. There is a limited 

eXlent of commo.nality al the Board le\el, and inter organizational co-ordination is 

achieved through the Minist[\·. There has been a feeling , wobably quile JUSlified, 

that the degree of co-ordination and co-operation has b~en inadequale and that a 

mechanism needs to be evoived which will ensure much closer co-ordination. 

1.2 	 There are several alternatives which Cdn be considered in order to achieve this: 

I. 	 The airlines to remain separale organisations with such facili,ies or operations to 

be combined as have commonalilY and are cost effective. 

2. 	 Having a holding Company for Air India, Indian Airlines and/or Vayudoot. 

3. 	 Having a Holding Company for lAAI and NAA also. 

4. 	 Merger of Air India and Indian Airlines. 

Il does appear that if the desired degree of co-ordinated working has not been achieved 

within the sector, lhen il is primarily due to there being no system for monitoring and 

ensuring such co- ordination. This, as weU as the possibililY of some economies expected 

to be achieved, makes the idea of a merger prima fac ie attractive. In viewing this 

proposition, however, some important f~ctors /faVe l a be borne tn mind . . 

1.3 	 Air India's operations are of a nature where it has to keep in step with the other 

international carriers and ha9>to be a highly competitive organisation with standards 

in all respects no lower lhan the best in the world. Indian Airlines, because of the 

different environment in which it operates, is under no such compUlsion and it is enough 

if it provides low cost but safe and reasonably efficient services. An outright merger 

of the two carriers is, therefore, a step whose strategic and konomic consequences 

have to be carefuUy evaluated. Obviously, much can be done in the direction of merging 

of technical facilities, inter-linkage of international traffic with domestic, training, 

pilot requirements, ground handling facilities, computerisation etc. and savings can 

be effected bOlh in financial and manpower terms. 

1.4 	 The concept of a Holding Company for the airlines and the lWO airport authorities 

seems 10 offer many advantages and fewer risks. It has the advantage of co-ordinated 

policy formulations and controls both in terms of corporate planning and optimum 
utilisation of resources. The Planning Group, however, decided not to examine this 

matter in greater depth since during the course of its deliberations, there was an 

announcement by the Government selling up an expert group which is required to study 
and repon on the matter. 
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The Group has observed that there appears to be absence of a long-term plan for 

developmert of (lvil aviation sector and thus infrastructural facilities have lagged 

behind the development of airlines. There is a strong need for selling up a machinery 

which would ell-ordinate the plans and activities of various units of civil aviation 

in a properly integrated manner, Such a need was recognised by the civil aviation 

Review Commillee in 1975 and the Estimates Committee. Slibseqnently the l\ational 

Transpofl Polic y Commillee also made a similar recommendation. 

1.5 

1.6 	 It is neces sary to have a system where the preliminary planning is done by each unit 

but the overall plan is framed by a commillee whiCh represents the three airlines, the 

two Airport Authorities and the DGCA. To make the system more effective, it will 

be necessary to strengthen and streamline the Planning Department in the various units 

which at present seems to bewoefully week in all the organisations. In some of them, 

such a set up is nonexistent. Unless this is rectified, it is not unlikely that the progress 

of these units towards th·e 21st Century will be marred by errors and lapses. 

1.7 	 In looking at the organization~1 structure, the Group also considered the possibility 

of restructuring the routes of the national airlines. 

1.8 	 Whereas the Group is of the view that present route structure of Air India and 

Indian Airlines should be maintained there appears to be some need for a limited 

route rationalisation on the domestic sector. The Group suggests that there should 

be better apportionment of routes between Indian Airlines and Vayudoot and secon

dary routes in the doIflesti': sector requiring aircraft capacity of 40150 plus seats 

should be allocated to Vayudoot, while Indian Airlines should concentrate on trunk 

and other primary routes . . Alongwith this, it should be ensured that Vanldoot 

continues to maintain its low cost structure and make minimum demands on infras

tructural faci lities and use either cheap Turbo Prop aircraft or aircraft which wouk! 

progressively have domestic content. " 
1.9 	 While reviewing the organisational set up of the National airlines and their relationsllip 

with the Gove rnment the Group is of the view that it is necessary to give greater 

autonomy than exists today to the national airlines. 

1.10 	 It is axiomatic that the success of any business or industrial enterprise , however .. ell 

concei ved or equipped, depends largely on the efficiency and drive of its management. 

This axiom is particularly true where the business is a fast-moving and f"-"-fTowm g 

one , in which the company serves individuaL customers, and all the more so whe" it 

opcrates in a strongly competitive market in which it must fight not only for gro"' ·th 

but often also for survival_ The airline industry is a typic<-: example of this. Even thoqh 

I ndian Airlines is a monopoly, the very fact and the highly vocal and influential charac.er 

of the sector of the community it serves, makes it as vulnerable to criticism and puttic 

assessment of i~s performance <LS Air India which has to face fierce internatio::lal 

competition _Wh ile they are both expected to be profitable, Indian Airlines is me<LSuced 

mOr< bY Ih e "xtent to which it satisfies the needs of the Indian travelling public for 
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convenient timings and punctuality, and Air India bi its international reputation and 

its success or failure in obtaining an adeq uate share o f the market. 

1.11 	 To meet these criteria, the Planning Group stro ng l; feels that the Airlines sho uld te 
allowed the managerial freedom and f1exibility of management, particularly in regard 

to commercial decisions, which {hey need, which is ar from the case today when 

Government exercises control nOt only in matters of broaq policy but even in the airlines ' 

day· to- day affairs. This system, equivalent to departmental management by the 

Government of India, is not only time - wasting but also not conducive to maintaining 

the management's morale and staff discipline. 

I.l2 	 The Chairman and Member-Convener of this Group recently Visited Singapore and. 

S\"dney in order to study the operation and manageri al practices of-Singapore Airlines 

and Qantas. Qantas, as a' wholly owned governmtnt public sector enterprise of 3 

similu size and ope rating similar equipment as Air India , is strikingly different in 

respect of its management and the attitude and philosophy of its Government. The 

/<Jovernment of Australiaappoints the whole Board of Directors but without including 

./ iri It an y gov~al. The Group suggests that on Similar hnes the Boards 

of the Nationalairlines should have much more representation of eminent profession' 

als from concerned fieids, representatives from user, ' groups, etc. The Minister in ...
charge of civil aviation himself and ·the Chairman and Board Members of Qantal 

whom Mr. Tata and Mr. Sharma met confirmed the ·total freedom of management 

extended to Qantas except in matters involving inter-government negotiations and 

treaties. Similar conditions aFe known to prevaiiinonler countnes webas France 

and Germany where the airlines are also wholly government owned. 

1.13 	 It is recommended that, except in regard to major policy and budgetary issues, the 

managements of the Airlines be freed from ministerial or bureaucratic control and
•

be allowed to run the airline as a commercial enterprise under the supervision of an 
independent, non-official Board of Directors . This was, in practice, the situation as 

it existed until about eight years ago when total administrative control seems to have 

passed into the hands of the Ministry of Civil Aviation. 

1.14 	 This Group would even like to recommend that, in order to make Air India ill 

commercially oriented as possible and to give it the maximum ability to compete in 

international air transport, the Government of India should consider the possibililY 

of convening the Corporation info a joint-stock company and releasing a pan of 

its equity capital for public investment. TheGroup-currs1l:Iers that the discipline of th 

balance sheet is a mOre effective watchdog and judge of performance than that obtained 

by bureaucratic supervision and control. While the same possibility should also be 
considered for Indian Airlines, the Group recognises that, in the light of its b~ing, 

monopoly and also of cenain social and security factors, a greater measure of control 

may be necessary in its case . 
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CHAPTER IX 


FINANCE 


I . I 	 Based on 'he a ircraft and related requirements for th c airlines, the developments of 

airpo rt s and other infrastructure, training requirement s etc .. and t:H<.ing into account 

the improvement s in productivity and efficiency now recommended, the Planning Group 

estimates that the total financial outlay (at 1985186 Prices) for the civil aviation seelOr 

is likely to be nea rly 20.000 crores during Ihe period 1986/ 2000, broken down into 
five year periods as under ·: 

Rs. in crores Total 

1986/ 90 1991195 199612000 1986/ 2000 

Air-India 1746.00 1942 .00 2385.00 6073.00 
Indian Airlines 1768.00 2382.00 4848.00 8998.00 
Vayudool 100 .02 92.55 148 .93 · 341.50 
Airpons and Airport 

fa cili ties 643.51 798.29 76 .66 1518.46 
New Bombay A irpo rt 1500.00 1500.00 

(acquisilion of land only) 

Automalion 300 .50 362.00 567.00 1229 .50 

Total 	 6058 .03 5576 .84 8025.59 19.660.46 

1.2 	 The Government' s declared objective is to make the civ il aviation sector self-financing. 

While this is a perfeclly acceptabl e requirement, it is extremely doubtful if the sector 

can genera Ie interna l resources of this magnitude 10 meel il s replacement and gro"u, 

plans and wi ll require budgetery suPPOrt. 
I" 

.3 	 To minim i~c Ihe requirement of budgetery support the Group has looked at (i) impro\'tng 

u tili sali on o f a irc raft thereby reducing COStS ·(ii) poss ibilities of augmen ting internal 

reso urces o f the va rio us units a nd (iii) raising finance Ihrough external resource:;. 

The Group ' , recommendations are as under 

2. 	 Utilisation o f aircraft: 

2. 1 	 A compar ilon o f Air India and Indi an Airlines utilization levels with Ihose of oeber 

selected airli ne indicates that wh il e both th e National Carr iers are performing <.,: a 

reasonab l ~ sat isfacto ry level, there is some sco pe for improvement. 

The major fac lO rs whi ch influence Ihe utilisation of aircraft are (i) type of fleet. , ii) 2.2 
route structu re a nd (iii) average age of the fl eet. Taking into aceo'unt the a bove faCl c,,"s. 

Ihe follo\\ ing no mlS are suggested for utilisation of aircraft by Air India. Indian Airlines 

and Vayu dool 
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747 On Ihe basi s of Ihe rresenl roule ' Irllc l"re ),RilU hour; 

(average fleet age 10 years) . . 

This could go ur IQ 4000 hours if a'·';f3 ~c fL·," 

AJOO-B4 
age is 5 years Or less . 

Based on Ihe rresenl type of operalion ),200 hOllr, • 
(average fleet age 4 years) (rresenl ulili salion) 

AJIO Based on proposed operaling patle·rn ( up 10 ),500 hours 

average age of 5 years) . 

Indian Airli nes 

AJOO-B4 

B-737 

A300 
320 

Based o n present patlern of operations (average 

age of fleet 7 years) . 

Shan haul operations (average age of neet 
9 years) . 

Initial period Upto 5 years 

3,000'13 ,200 hours 

2,800 hours 

J ,000 hours 

The Managing Director of Indian Airlines, however. had some reservations regarding 

the feasibility of their achieving the utilization leve Is indica ted for the Airbus fleet. 

Vayudold 

Turbo Prop 

aircraft. 

2,400 hours 

3. Nonns for achieving Load Factors 

J.l Whilsl it is neither appropriate nor possible to fix·any norms ror utilisation of capaeil Y 

as a guiding principle, it may be stated that a route may bc operated only if all the 

COSIS are mel and if the route feeds another route, it should atleast meet the cash COSIS 

or operations. 

In case It is considered esse ntial to have certain route ' oreratcd inspite of their not 

satisfying this principle, the airlines should be compensated ror the difference between 

Ihe operaling COSt and the revenue. This would enable Ihe Governmenr 10 assess the 

economic loss when uneconomic routes have 10 be orer"1 cd fo r ,ociol POlil ical reasons. 

, 

. 
• 

4 . lnlernal !{esources : 

4.1 The lWO major components of Internal Resources are Profits and Depreciation . 

A.s far as profils are concerned, Air India and Indian Airlines ha,·e been making 

considerable profils for Ihe lasl 10 years except two ,·ears (1979/80 and 1980181 ). The 

rrofit' of IAAI has also been consistenrly increasing. though Ihis has been achieved 

sokly b,· incr ea,ing landing fees and parking charges reriodically . 
I 
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4.2 	 The financial performance of Vayudoot indicates that it has been making losses jf aU 

direct and indirect subsidies are taken into account. Howe"er, this is understandable 
in a new unit. 

5. 	 Depreciation 

5.1 	 Apart from profits, the other component of internal reSOurces is depreciation . In the 

past, Indian Airlines has been providing for depreciation at a level less than .hat i, 

allowed under IncomeTax laws. The fares/rates fixed on lower depreciation mean th aI 

these are not COSI based. The internal resources of Indian Airlines would hale been 

at a higher level if the full depreciation allowed under the Income Tax laws .ere to 

be taken into account. 

5.2 	 It might be considered that Indian Airlines should work out depreciation on the basis 

of 7/ 8 years and on this basis evolve their fares and rates. The advantage of such a 

procedure would be that both Indian Airlines and Vayudoot would have sufficient 

resources to compensate for increase in the capital cost of aircraft. This procedure 

would be somewhat akin to the concept of computing depreciation On the basis of 

replacement cost. Additionally. this procedure would provide flexibility in persuing 

appropriate replacement policies aimed at achieving higher profitability and maximising 

the revenues. Adoption of a similar policy for Air India, while it would not help in 

its primary policies, would greatly assist the airline in its fleet renewal programme. 

5.3 	 As far as IAAI is concerned, the working Group felt that computation of depreciation 

should be on the basis of replacement cost. Such a procedure would enable IAAI to 

fix appropriate airport charges and provide support in negotiating for landing and 

parking charges with lAA!. 

SA 	 Cgupled with the improvements in productivity of equipment and manpower and 

reducing the uni t cost, there is some scope for improving revenues on the domesti·: 

sectors through more appropriate and judiciously conceived priCing policies . 

5.5 	 The Group recommends the selling up of a small (say J to 4 members) Independem 

Airfares Committee consisting of professionals to monitor the domestic fares and deal 

with all requests for adjustments in fares in future. 

6. 	 External Resources : 

In addition to augmenting finances through Internal Resources the Group suggeSL5 

the fo llowing measures to raise finances from external resources: 

6.1 	 Lease rin ancin!( : 

It should be possibk for both the national airlines to acquire aircraft on lease-whiCl 

may be either financial leases or operating leases. In case of financial leases, wh i>. 

leveraged leases ha--e for the time being become difficult to secure aue to changes t!l 

laws of ca untrie<, which were the sources of such transactions. ordinary non-leverage-.j 
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le:ases are readily available. However, these leases run into a kw technical problems 

i:-1 India. 

1).2 	 Foreign leas in' companies registered outside India and no t carrying on business in 

I:;dia are not allowed to register aircraft in India. If ir India o r Indian Airlines have 

l:> operate aircraftlea, ed under thi s arrangement, then it is essent ial tha( such aircraft 

".:e permitted to be registered in India, without which suc h leases may be difficult. 

6.3 Secondly, interest payable on loans raised through tradit ional financing is exempt from 

..·;thholding t es. Howev r, in case of leases from foreign lesso rs the entire lease rental 

~",yment attracts withholding taxes at 73.5"'0 unless such lessors a re residents in the 

c:> untry with whom Ind ia has a double taxation avoidance agreement. If leasing is to 

to;: en~ouraged as a major tool for the airlines' grO\> th, this pr ovision should be 

~ tlolished. 

6.4 	 The advantage in financial leases wou ld be that the Government may be able to keep 

[jeir quantum out of its foreign debt figure and thus they would not impair the country 's 

c-orrowing ability. Operating leases in any case do nOI fi gu re in the fo reign debt and 

C:l fact would not even be on th e balance sheets of the ai rlines. 

7. 	 Privalisatioo : 

7.1 	 Since the Government may not find it possible to provide additional equity capital 

[0 the various unit s in the sector due to paucity of resources, it may be wonhwhile 

[0 consider partial privatisation of these units with the majority holdi ng remaining 

"'ith the Government. There are three avenues of pri vatisation viz: 

(il 	 Partial equity holding by the staff of the organization :This can be only a minor
• 

source of providing equity . There should be no objection to this since this would ,
• 

in fact, improve morale and increase employee commitment. 

(ii) 	 Resideotlndian Nationals :This can be a much larger source for increasing the 

capital base of the organisations and improving their borrowing power. The Group 

recommends this avenue. 

(iii) 	 Non-resident Indians : This can be a very major source of addi tional equity . but 
thi; has other implications which the Government may need to examine. 

7 .2 	 In case of an organisation like Air India, its co nv ersion into a joint stock company 

",ith a pan oi its eq uity capital being re leased fo r public investment would. in fact, 

belp to give it greater commercia l orientation and user sensi tivi ty . 

7.3 However, in making these suggestions, the Group recogn izes that this is a matter of 

overall national policy and there may be o ther factors inOuencing the approach to the 
subject . 
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8. 	 International Airports Authority of India 

8.1 As mentioned earlier, IAAI have been earning profits. However, it has been able to 

provide for only 60 to 70"10 of its expenditure and the balance is provided through 

budgetary suppon. Also it has been able to increase its profits solely by increasing 

landing fees and parking charges coupled with some increase in traffic. 

8.2 The Group felt that there has been 100 much emphasis on raising resources through 

periodical increases in landing fees etc. Our landing fees are already high by international 

standards and can no longer be treated a source of ever increasing gains. The situation 

elsewhere seems 10 be different and it is the trading concessions ego shop rentals, 

hoardings, advertising. percentage on sale, duty free shops and entertainment etc. which 

provide the bulk of the resources for the Airport Authorities. This is so in U.K., Hong 

Kong, Singapore, Australia etc. where between 50 to 60% of the revenue is from trading 

concessions. This is a much more acceptable method of rais41g resources and it is 

necessary that lAAI pay due attention to it. This would also mean that in planning 

of futureltcrminal buildings, adequate areas will have to be earmarked for providing 

such services. 

9. 	 DirKlor General Civil Aviation/National ldrports Authority 

9.1 	 Route navjga tion and landing charges are the sources of revenue for DGCAlNA.A. 

ICAO has gLven certain guidelines to compute cost of landing aids and navigation 

fac ilities and according to the guidelines, full cost for providing such facllities sho u.lj 

be recovered from the users. However, DGCA/NAA have not been able to do so becaUS<O. 

the D GCA (be fore the fonnation o( NAA) was not maintaining acco unts on a 

commercial basis. 

" 
9.2 	 With the farm ation ofNAA, it will not be possible to determine the cost of pFOviding 

such fa cil iti es and, therefore, it will be possible to levy charges in relation to the cost. 

The G ro up is o f the view that the services provided by NAA should be flil ly recoveree 
fr om the a ir passengers. However, considering the subsidised rates charged by DGCA 
in lhe past , il may nOI be feasible 10 increa.se these charges drastically in a short pe ric-:' 

of l ime , a nd they will have to be stepped up gradually. 

9.3 	 Va~'Udoo t is 110\ paying the present rate of charges to NAA. Since AA is alreac, 

subs id ising aJr l,a ssengers, it is nOI appropri ate to build in further su sid ies int o l~' 
system . Like t he lAA1, NAA has also sco pe . though relalively limil ed . for ro j",, ;: 

reso urces th rou gh trading concessions and it is lll'('!l.sary Ih;Jt they should dl ;1\" .. ~. 

pla ns to d("l' 'i (j . 
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CHAPTER X 


CIVIL AVIATION & NET FOREIGN EXCHA NGE BALANCE 


1.1 The Group realized that in projecting and recommending a ce rtain level of investment 

in the civil aviatio n seClOr uptO the year 2()()(), the element of foreign exchange in 

that investment will become a major consuaint, and possibly an important consideration 

in approving the investments. It was, therefore, considered necessary to have a detailed 

study done of the net foreign exchange balance for the indi vidual constituents and 

of the entire civil aviation sector as a whole . This task ws assigned 10 'a professional 

consultant who se repon forms Annexure V.  (separate volume) . 

. 2 The consultant's report gives the estimated costs lO be incurred in foreign exchange 

on the basis of likely cost escalation> in different areas and the estimates of foreign 

exchange revenues unoer different scenarios of growth rdte. The foreign exchange 

costs have been wor~cd out at different levels of growth rates i.e. the costs likely 

10 be incurreo in f'ursuing a certain level of growth. The fore ign exchange earnings 

similarly begin with a sce nario of constant yields and proceeds, therefrom to the 

vield levels which would create a ' nO surplus/no deficit' ,ilUation. Any increase in 

yield,. if commcccially ieasible, would naturally produce a positive foreign exchange 

net balance . 

1..3 

eo 
Since the time at the disposal of the Group was short and the subject presented a number 

of complexities, it was not possible for the Group to verify item by item the correctness 

of the assumptions made as regards cost escalation, the break up of the revenues as 

. bet....een rupee earnings and foreign exchange earnings. and the commercial feasibility 

of aChieving different levels of yields. To that extent, the results of the study should 

~ treated mainly of an indicative nature, to be used as guidelines by the Managements 

of the airlines and other constituent units in the formulation of their policies as regards 

costs and revenues so that paucity of foreign -exchange resources does not become a 

constraint in pursuing a growth rate which may otherwise be achievable and desirable . 

2 Indian Airlines 

2.1 The table below gives the foreign exchange cost, foreig n exchange revenue and/he 

foreign exchange deficit for Indian Airlines for a growt h rate of 10.007., V 
Foreigo ExChange 

CoSI 
Foreign Excbange 

Re' ·eoue 

Foreign Exchange 
Deficil 

IV S S Million) 

1986 -91 1,547 693 854 

1991-96 4,785 985 3,800 

1996-2001 12,768 1,556 11,21 2 

The figures of foreign exchange deficit look absurd because this is the scenario based 

on escalation in costs but no increase in yields. At di fferent levels of growth, varying 

yield incr ~ases would be required to break even or' to in fact produce a surplus . 

+ 




, 
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3. 	 Air India 

3.1 	 As far as Air India is concerned the study gives the following picture: 

Foreign Excbange Foreign Exchange Foreign Exchange 
Revenue Cost Deficit 

(U S $ M il/i()n) 

1986 - 90 	 3,193 3,368 175 
1990-95 	 5,576 8,526 2950 
1995 - 2000 7,435 16,512 . 9077 
Total 	 16,204 28,406 12,202 

3.2 The above deficit gets wiped out at a yield increase of 7"10 which is no~far from what 

has been historically achieved . It is the Groups view that the actual picture is likely 

to be considerably brighter: Firstly, in determining the projected fuel costs, the study 

has used base figures which are no longer valid. This is because in the last few months 

there has been a sharp decline in fuel prices-atleast out,ide India. Since fuel forms 

the single largest component of the airlines'operating costs,there is obviously an element 

of considerable over estimation in costs. The same is true though to a lesser extent, 

of interest rat es for long term ftnancing . 

• 
4. 	 Another factor to be taken into account is that with the stefl' that are being contemplated 

to increase tourist traffic into India,. the proportion of touri;t traffic to the total incoming 

traffic (which is around 40.,. at present) is bound to go up since there has been vi.rtuaUy 

no growth in the last few years. This will have the effect of increasing the foreign 

exchange content of revenues not only of Air India but of Indian Airliges as well. 

The increased tourist traffic, ....ill in turn, have its multiplier effect on foreign exchange 

earnings by other segments of the economy like hotels, industry, road transport etc. 

The Group, while realising that these latter earnings will nOt be directly credited ·to 

the civil aviation sector, considers that this benefit to the economy should also be taken 

into accoun, when the needs of foreign exchange resources for the civil aviation sector 

are considered . 

5. 	 Also takin g into account the long time span of upto l1XJO, there is likely to be an 

increaSing. degree of indigenization which will help to further bring aown the (oreign 

exchange toSt5 . 

6. 	 The Group therdore came to the conclusion that taking into account the progressive 

improvemen t in yields, likely increase in tourist traffic, a more stable situation in fuel 

prices . ahd some degree of increased indigen izati o n , thore will be adequate toreign 
ex cha nge su rpl us genera ted by the civil av iati o n sew,r . 
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7. 	 Notwithstanding the position envisaged by the Group of civil avia tion generating 

adequate for eign exchange fo r its development it is imrortant that every effort must 

be made by e\'eryo ne concerned to reduce the foreign excha nge cost s and in creasing 

. foreign exchange revenues . Towards this end the G roup recommends that: 

I . 	 Aircra ft acquisiti n pl ans should be prepared j udiciously and sudden increases 

and decreases in fleet si zes should be avoid ed. 

2. 	 Reduction in repa ir costs is achievable by redllcing as far as possible outside repairs 

and through grcntcr co-ordination between the airlines a nd greater poo li ng o f 

available resourc es . 

3. 	 Utmost control on COS\S, particularly admin istr a tive costs should be exercised . 

4 . 	 Constant efforts must be made towards increasi ng revenues from international 

. traffic by increaSing yield s and the traffix mix . 

• 

• 
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CHAPTER XI 

SUMMARY OF RECOMME;\OATIO-';S 

A brief :-. tJllHlIa ry or (he rc('ommcndalioll s ctliliaillcd in thi~ reran i... gi, ell r.~\i)\~. 

I. 	 In order (0 rlJ, Yits proper role in carriage of pJ'''eilger and cargo naJric on the d l; :n~, ti( 

sector, IIHlian t\irlincs should plan for an ~lJ.nual gro\\ th rale or II. SlIio in pa~~n~('r 

Iraffic alld of 11 .2°:0 in cargo Iraffi c. ,/ 

/' 

2 . 	 Internalional k;ssellger Iraffic inl O and oul at India is likely 10 groll· al an "nnual 

raleof60Jn in Ihe ne.'1 15 years. Ii should be possib le for Air India, howe,·cr. 10 i;c.pro 'e 

ils pre,enl sharc of the markel and achievc a gro\\'lh rale of 6.90:'0 per ann e '" 

3. 	 This improvement in market share should be possible panicula,I,' t>~. Ai: India 

improving its performance in the Soulh East Asian. the European and the l'S ..\ "·.a,ket' 

through increase d capacity and through deployment of the right Iype of aircr,,': a nd 

operation of faster services. 

4. 	 With a determined and well plan ned approach. it should be possible to achie'·. a rate 

of growth of 10"'0 in international touris t traffic Jnto India . If this happens. I r,~ n the 

overall growtll of passenger traffic into and out of 19dia would go up from 60-0 ' 0 ~o'n . 

5. . At the recommen ded level of growth rates, the requirement of aircraft for replaceme nl 

and growth and the corresponding level of investments would be as follow .1 : 

Air India Indian Airlines Vayudoot 

Number of a ' rc raft 45 193 52 
Invest ment (Rupees 

in crores - 85/86 

prices) 6.073 

6. 	 In so far as Vayudoot is concerned. il is essenlial that it should gro..... like 

Air India. and Indian Airlines within the fr amework of a co-ordinated and 

proper lv e va luated plan . It should rem31U a low COSt operation. mak ing mUlJmal 

demand s pn the infrastructure. 

7. 	 As a general g uidelin e, air services for di stances le ss than 300 kms. are nOI H~!y to 

be economic,,1 as compared to other modes of Irans pon. Therefore . excep l wher~ {he 

terrain or natual ohsta-c1e s makes il nece~sa r y. \ ery short haul o~rationc; sh":'l :J!d be 

undcnakc ll olll,- cflCr a detailed s iudy. and alt e r " ' lrking Olll Ihe COSIIO Ihe na;"mal 

cconom~·. 



8. 	 In so far as the Helicopter Corporation of India is concerned . it is felt that helicopters, 

due to their very high cost of operation, have only a very minor role to play in civil 

aviation and th eir use' is likely to be conrmed primarily to other seclors. In view of 

this, it is recommended that investments in helicopters should! in fact, be kept out 

of the allocation for the civil aviation sector. 

9. 	 Air Taxi services can play ,a role in promoting touri st tra rtie. For this purpose, the 

Government may consider some import of aircraft upto 10 seater capacity for a limited 

number of operators. 

10, 	 The growth in tourism has been nearly sta~t and it is necessary to take several steps 

to improve the situation. Quicker immigration and .customs clearance of lOurists should 

be aimed at by having separate counters, particularly at Bombay and Delhi for clearance 

of foreign passport holders, The feasibility of introducing on non·stop long haul flights, 

inflight immigration and customs clearance should De examined, 

II. 	 Larger investments to improve and modernize the infrastructure are necessary and the 

outlay in the current plan of Rs. 326 crores needs to be substantially increased, 

12. 	 The funds allocated for the tourism sector should be used for developing some selected 

and popular places of tourist interest such"as Agra, Jaipur, Srinagar, Varanasi, Goa 

etc. to bring the infrastructural facilities at these places to the intemationallevel, instead 

of frittering away sums of money on less important places with no immediate potential . 

13. 	 It would be advisable to plan for additional ,50,000 hotel rooms of the three,fo'ur and 

five star category . This can easily be done in the private seclOr. 
• 

14. 	 The hotel industry should be recognised <IS an export oriented industry. 

15. 	 In view of the tremendous potential for trekking and mountaineering in India, 

development of this traffic should also be given special attention by bringing the facilities 

for trekkers to international standards. It may be advisable to avail of the services 

of a couple of international experts in the matter. 

16. 	 In evaluating the social cost (benefits of civil aviation sector to the national 

economy, the conclusion was that investments in the civil aviation sector would 

produce a positive return and prove beneficial to the national economy. 

17. Due to lack of co-ordinated development in the past, the airports and airport facilities 

have been lagging behind . The recommendations made in the report of the Working 

Group II should be implemented with special emphasi s on the following items. 

18. 	 It is necessary to acquire land and commence development work for a new international 

airport at Bombay. However, the site for this will have lO be selected most carefully 
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keepi ng all fact ol's in mind, par!l~ularly easy access to Bombay. lL will be ajl iseahle 

to get thi , matter examined on a priority basi s by an expert group which shoulC include 

a co u ple of international experts with the requis lle background and experience. 

19. The ,,"o rk on Module III of the internatio nal Terminal Com plex of Bon ,ha. ;h(" dd 

be commenced Immediatel\'. 

20. · The C' on~ lfUCtio n of a s('con d moduk for [he Ind ira Gan dhi international .-\:~~ 0:; Jl 

Dclhi , hould he initi ated , and "ork on the second module fordomcstic IrJ I: ., , hl'u IJ 

comme nce by 1990 . 

21 . The wo rk on the second module of th e Calcutta Domestic Terminal '~.o·J ld he 

commen ced by 1992. 

22. Airport delelo pment should be planned on a long term basis with adequate peol'ision 

for future expa nsion . for this ad vance land Zoning and planning is e5)en ,'al. 

2.'. A projec tion o f navigation and communication equipment required on a planned 
basis should be made sufficienllv in advance (say 3 years) to enahle indig.enou, j e ' e lor

men t/manufacture of equipment or Manufacture in Collaboration whereve r kasihk . 

2A. Aeronaut ica l communications should be provided as per the criteria la id dOll n ~:. 

in order not to jeopardize safety of aircra ft operation s. 

IC ,Q 

25 . Plans should be made out for induction by 1990 of Automatic Message Switching svstem 

and Dat a L inks at Bombay, Delhi and Calcutta. HfIMicrowal'c linb betwecc: airpo rt 
• 

terminals and citv telecommunication terminals at Bomba\', Delh i. Calcutt a. \Iadras- . -
and Nagpur; and establishment by the same date o f dedicated satel li te cart ~. ;(ations 

at airpOrt terminals at Bombay, Delhi, Calcutta and Madras. 

2h. I nstaliation o f UHF( microwave links and satellite earth stations at o t her centre-- should 

be planned o n a progressive basis to cover the whole o f Indi a. 

There should be greater co-ordination between cil'il and military authoriti", and th e 

need for civil aircraft to obtain air defence clearance should be dispensed "'i th. 
I 

eX . For develop men t of airport s and airport faciliti es, investment s of (he foll o,,;c.g o rder 

wo uld be needed upt O the I'ear 2000. 

Term inal C omplexes 

Nal i ~ali('ln,,1 &. Approach Aids 

\.."ummu Ili~al il\[ i faciiities 

Ai r 1 r:.ffic '\CI viles 
(jenera! 

I.and loq for Bomba l Airport 

1986-2000 


(Rs. in Crores - 85f86 Pnces) 


639.18 

173 . 10 
6~ . (,(l 

54128 

96.30 

1,500.00 

3.01846 

http:1,500.00


::9. 	 There are several areas where productivity of key tech nical personnel like pilots and 

engineers and of cabin crew can be improved. These improvements, if achieved, can 

substantially reduce the manpower requirements and make operations more economical. 

]0. 	 If the constituent units find it difficult to achieve these impovements due to constraint s 

of coUective agreemenls e tc., it may become necessary for the Government to arbitrate 

in the mailer. 

31. 	 For lAAl, NAA & DGCA a separate detailed study should be conducted to evo lve 

suitable productivity norms since none exist at prese nt. 

32. 	 For· training of pilots, the existing flying clubs can be upgraded to provide PPL training 

for fresh entrant s as it will no! be possible for the Indira Gandhi Uran Academy to 

meet the proposed requirements. 

33. 	 The basic requirements for award of ALTP with resp<ct to experience should be 

restricted to 250 hours . 

34. 	 The induction of Pilots to the airlines should be made through Vayudoot and second 

officers in large multi engine heavy aircraft. 

35. 	 For training of Engineers and Technicians, the syllabus and the practical orientation 

of courses offered by private institutions should be monitored by DGCA and the system 

of accrediting these institutions should be developed . 

36. 	 It "'ill be economical for the Indira Gandhi Academy to develop a Technicians' training 

programme. 

• 
37. 	 For Engineers' training it is considered advisable to develop a four year programme 

with induction level of these trainees at B.Sc. level. 

38. 	 To take care of the advancement in the aircraft engineering technology. educational 

institutions such as lIT should be asked to develop a five year integrated programme 

"'ith specific emphasis on aircrnft maintenance engineering. 

]9 . 	 The aviation sector should become a subscriber of sa te llite based (INSAT ) "ctwork 

being planned bv DOT and DOE. 

-lO. 	 Automation in office functions with priority to electronic mail, electronic filing , word 

processing/data base management etc . shOUld be expedited. 

I 
'I. It is recommended that a group is set up to exam ine the requirements of automation 

in aviation sector. 
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42. It should be necessary to maintain close co-ordination between the computer applications 

developments in the areas of message switching taking place in these three organizations 

43. It would t>e the endeavour of the airlines catch up with the international carriers latest 

by 1995 by giving high priority to computerization in their future plans. 

44. It would be advisable if the necessary provisions for the procurement of computer 

systems to m eet the requirements of growth in traffic area are built into t he fleet 

investment plans of the Corporation. 

45. Organizations in the eivil aviation industry should register their specific requirements 

well in advance so that they can be taken into account for the satellite based domestic 

communications network planned by the DOT. 

46. Air India should participate in the INMARSAT system by in stalling appropriate 

equipment on its aircraft and DOT should set up the necessary ground s tations . 

47. Investment in automation at 7'/,"7. of the investments in aircraft and other proposed 

facilities for airports. which will approximately be around Rs. 1230 crores, may be 

needed u pta 2000 A. D. 

48. There is clearly scope for a greater degree of co-ordination and co-operation between 

the various constituents of the civil aviation sector. 

49. Formulation of a holding company exercising many of the powers presently vesting 

in the Government could be a possible solution. However, this matter is being preSentty 

examined by a separate expert Group set up by the Government for the purpme. 

, 
50. There is need to give much more autonomy to the Airlines than they enjoy at present, 

whereby they seem gradually to have become almost like departments of the 

Governm ents . 

51. The Boards of Directors of Airlines should contain few bureaucrats and there should 

be a much larger representation from profession.s. industry and trade. 

52. There is need to strengthen the Planning set up in all the constituents units si oce at 

.present these are extremely deficient Or non-existent. 

53. There should be better apportionment of routes between Indian Airlines and VaYlldoot. 

Secondary route s requiring capacity of 40/50 + seats should be alloted to Va)lldoot 

while Indian Airlines should concentrate on trunk and other primary routes. 

54. The total investment in the civil aviation sector upto year 2000 is likely to b.; oi the 

order of around Rs. 20,000 crores most of it in the national airlines, who may not 

find it possible to meet the entire investment out of their internal resources and may 

require som e budgetar y support. 

55. In order to improve availability of resources ex ternall y, several steps can be taken as 

given below . 
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56. 	 l ease financing ,hould Ix: made easier by changing the ex isting regulations relating 
to registrati o n of aircraft. withholding taxes etc. 

rhe p(\,sibi lits ,)\" raisi ng addit ional equity capita l for the a irlines, particularly Air 

I"d:a, th'(\ugh [l2r:ial [lrivat iLation by offering equity holding 10 the staff and to resident 

Ind\an~ j<.. 	 also 1"C' ''::0m mcIHk J . 

5~. 	 I-"AI. and to a lesser "'tent , NAA, should endeavour to develop other sources of 

;Iluc'<lsing re"e'I".u..;' from lrading ~oncessivns like shop renra ls. hoardings, advertising, 

percentage (' n ,a le, duty ;re<: ,hops etc. in,ttad of relaying only on landing and other 
fees. 

59. The fore:~n exchange w"lJ'Onent of ~he total im estmem is likel y to be a constraint 

in approving the inveslrr.\' t1ts. Through an appropriate comrol on costS and steps to 

increase revenue, the ci \i : "viati,)1l sector should ~ able [Q achieve a po5itive net for eign 
exchange balance . 

60 . It is recommended that a "Tl1all (sa>' 3 to 4 member) independent Airfares Committee 

should be 5<'t up 10 monitorthe domestic fares and deal with all requests for adjustments 
in fares tD fU1ure. 
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APPEl\-n1X _ 

COMPOSITION AND TERMS OF REFERENCE OF 
WORKING GROUPS 

WORKING GROUP I - TRAFFIC FORECASTS 

Members each from : I Ai r Ind ia 

2. 	 Indian Airlines 

3. 	 V2y udoot 

4 . 	 Department of Tourism 

Coordinators: 	 Mr. K,L. Thapar 

Me C. L. Sharma 

Dr. H .K. Paranjape 

Terms .of Reference 

Ref. 	to Governmental Notification 

i) 	 To study the past t re nd s in growth of passe nger traffic and air cargo including deve lop ments 


in the patterns of air services ov<:r the last two decades and projected developments for tbe 


period end ing 2000 A . D . based on the inter-modal alloca tion of traffi c, appropriately phase-d 


over 5 years qeriod ending 1990. 1995 a nd 2000 AD. 


ii) To review the existing network of airlines with a view to restructuring them to the extenl 

necessary taking into account the future role of air t ran spo rt in the planned development of 

the country. 	 • 

v) 	 To assess the req ui rem ent s of ai rcra ft and related equipment up to 2000 A.D .appropriatefy 

phased over 5 year periods . 

Guidelines 

The 	Wo rking Grou p W ill 
..,. 

" a) 	 Analyse hist orical data on ai r traffic growth a nd determine the anticipated growth in pax. 

and cargo traffic ;e parately with respect to in terna tional. domes t ic and regional trafficaud 

the comp osi tion of pa x. traffic by maj o r segments namely ethnic . to uri st and business; 

b) 	 co nsider the im pac t of shift of t raffic to civil avia t ion from ot he r mod es of transpOrt; 

c) 	 exa mine' existing rou te netw ork and identi fy a reas for realignment/expansion; 

d ) 	 layd ow n prin ciples g overning d e velopment of d o mesti c intercity transport o f shOr1·h~ ..,' 

nat UTe vis-a-\. is o the r mod es of t fa nsport in terms of resou rce alloca tio n and eco nomic soc~ I 

bendi 15 ; 

e ) 	 a ssess th e na ti ona I ca rri e r' s sha re o f pa x, a nd cargo tra ffi c flow s a nd thei r airc raft and 'relato:o" 

equipment re qui reme nt s; 

f) 	 ide nt ify speci fic p la ces of touris t interest which requ ire co nce ntrat ed de velo pment and a !;., 

place s which co uld be developed in fut ure; 

g) other re lat ed 	ma tt cf'. 

Note 	:It is p roposed to engage a co nsult a ncy fi rm to assist th e Group , T he Group can also Co-<o:" 

ad dit iona l mrmhcr~ a , necessa ry . 



----

WORKING GROUP" - AIRPORTS & AIRPORT FACILITIES 


Members e2ch from: 	 Coordinators : 

I. 	 Dept. of Civil Aviation (DGCA) Air Marshal C. K.S . Raje 
, 

IAAI 	 Ca pt. K. Chad ha 

J. 	 IAF Prof. R . Narasirnha 

4. 	 Meteorological Department 

5. 	 Air India 

6. 	 Indian Ai rlines 

7. 	 Dept . of Electronics (Mr. Arora) 

Terms of Reference 

Rd. to Governmental Notification 

iii) 	 To rna ke a n asse ssment of t he existing tech nologies a nd tech nological deve loprne nt foreeaSlS 

in the next 15 years in the Civil Aviatlon Sector and to consider their applic~b .ility and 
adaptability to indian conditions with dlJe regard to the econ omics of different technologies 

for 	long term options. 

vi) 	 To assess require ments of inf rastruc~\lrefacilit iesat international as well as domestic airports 
up to 2000 A. D. 

vii) 	 To assess the r~quiremcn ts of communication and navi ga tio n infrastructure for safe and 

efficient operation of aircraft. 

Guid.li~ 

The 	Working Group ",ill : 

a) 	 consider the traffiC forecasts· and. determine the extent of deve!opment and other 

requirements at existing' new international and domestic airports for: 

passengor and cargo handling 

runways. taxiways. apron fa ci litie s 


visual aids 


search and rescue facilities. 


b) ass<ss air traffic se rvices requirements·in terms of: 


airspace management including Al'S routes. restricted/prohibited / danger areas 


terminal an~a and en route navigat ion air requirement s 


communic~l[ion facilities (fixed and mo~jle) 

radar facilities 

approach a ids 

meteorological services 


surface movement conlro\ requirements 


where requi red. identify redundant facilities fo r withdrawal. 
 /
Note: 	 The Working Group should take ,n'to account the lC'AO Regional Plan and airline 

requiremc:ms . 

The Group can COOpt additional members as necessa ry. The requirements sho uld be 
assessed 	for 5 year period sending 1990. 1995 and 2000' A . D. 
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WORKING GRO U P III - M ANPOWER DEVELOPMENT & PRODUCTIVITY 

Membe~ each from: I. Dept. of Civil 'Aviatiao (DGCA) 

2. IAAI 

3. Air India 

4. Indian Airlines 

Coordinalor : Me H .C. Kapoor 

Terms of Rtf.",nce 

Ref. to Govtmmen lal Notification 

iv) To study the productivit y and efficiency of the various constituent units of civil aviation 

sector with a view to recomme nding suitable norms and mea sure s to improve producti"';t y. 

viii) To assess the manpower needs for the development of civil aviation sector and recommend 

appropriate training programmes a nd other measu res for man power development consistent 

with future development plans and projected technological changes . 

Guidelines 

The working Group will : 

a) study manpower requirements for airlines and' civil aviation sectors; 

b) examine the product ivity and efficiency ofmanl'Oweremployed in airlines. DG CA. IAAI et c . 

.and suggest ways a nd means of impro\'ing them ; • 

c) assess the adequacy of training facilities and to assess the capacity to moet future need, of 

airlines; 

d) the assessment of requirements should be done fo r the 5-yea r period ending 1990. I99S and 

2000 A .D .; 

e) o ther related mailers . 

Note :The Work ing Group can coopt additional members as nece ssary 

71 




WOR K ING GRO UP IV ORGAN ISATION AND FINANCE 

Coordin.IO" :Members each from : 

I. Dept. of Civil Aviation (DGC A) Air Marshal M.S.D. Wollen 

Mr. I::.G. Appusa my 2. C ivil Aviation Security 

3. Planning Commission 	 Dr. H. K. Paranj.pc 

4. 	 IA A! 

5. Air India 

6. 	 Indian Airlines 

Ttrm. of Rtference 

Rtf. 10 Govemmental Nollfic.tion 

iv) 	 to study the productivity and efficiency of the various constitue nt units of civil aviatio n 

sector 'With a view to recommending suitable norms and measur'es to improve produc(jvlI Y. 

ix) 	 To recommend policy changes consistent with future development plans inclUding finan cia I. 
operational and pricing policies to ensure development of the se tor on a sound commercial 

basis. 

x) To recommend organisational and institutional measures to systematise long term plann ing 

for the sector on a sound technical and economic· basis. 
c 

Guidelines 

The working Group will : 
I 

a) assess the availability and allocation of financial resOUrces fo r civil aviation development: 


b) determine the method of raising finances for providing civil aviation infrastructure faciliti es : 


c) examine the pricing policies of the national airlines; 


d) examine the utilisation of aircraft and other equipment available with airlines and also the 


facilities at airports etc. and suggest ways and means of improving them; 

e) review organisational structure of the Civil Aviation Department, IAAI and NAAI. with 
particular reference to : 

management of international and domestic airpo~s 

)= 
provision of air traffic services. communication. navigation facilities 


regulatory fUlictions such as licensing of aircraft and personnel, tariffs and bilateral 
------_ _ -c>agreements etc; 	 "7 

f) consider the need for establishing and Central Civil Aviation Security Force; 

g) other related rna tiers . 

Note :The Working Group can coopt members as necessary . 

The Assessment of requirements should be done for the five-year period ending 1990, 1995 
and 2000 A.D. 
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NAMES OF WORKING GROUP MEMBERS 

<:fWlr I, (THAFFIC FORf.[ASTS) MF:MRf.RS 

"i r Ior! i~1 

I:HhM1/\l rli m-' 

Vay'UdOOl 

Deptt. or Tourism 

Me. H,I(. Malik, Commercial Directur 

Mr R, Prasad, Dir, or Planning or 
Mr. G,j( , Agarwal. Sr, Dy, Planning Man"~<:f 

Mr, Harsh Vardhan, General Manager 

Mr. Rame<h Chandra, Add, D,G" 
Tourism 

-.J 
(;HOlll' " ,(AIHPORTS & AIRPORT FACILITIES) 

'..,..) 

D(;,A 

IAAI 

1/\1

MClel)lt .l n~,y Dertl. 

Air ',nel;1I 

Indian Airline s 

nCrHI. of Flcclronic.~ 

Mr. R,R. Chandramnuli , Dir. nr 
Aerodromes . 

Mr , K. K . Sud, Member (Enginterin~) 

AVM p, Sin~ 

Mr. S.K , Dos , 1).(;. 


Capl. K.G. Ran. Dlr. of Operalions 


Mr. R. Prasad . Dir. of Planninp or 

Mr., G.K, Agarwa l. Sr. Dy.flanning Manager 

Mr . R.K. Arora . Joinl ~eCrt:lary 

APPENDIX , I 

CO·OROINATORS 

Mr K.L. 'fhar"" Advi.sor 
(Tran sp ort). Pl a nn in~ 

('om mi s.siorr:-

Mr C, I .. Sharma. D\,. M. I). 
Air India. 

Dr, H. K. Para nja pc 
Economist. 

Air Marshal ('.K .S. Ride. 
Chairman. NAA 

Cap t. K. Ch adha . M fl. 
I mJ ia n A irli n("s. 

ProL R. NCl Ta \ imh ;. , 
Dirl'cfof. NA 1 
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GROLIP III : (MANPOWER DEVELOPMENT &< PHODlICTlVITY) 

OG('A 

fAAI 

Air India 

Indian Airlines 

Mr. S.P. MurYlI, r~ir. (A.W.), 
Bombay Airporl. 

Mr. G.S . Gu pla . Member (Fin. & Admn.) 

Mr. H.C. Kapoor . Dy . MD 

Mr. Ash o k Bbushan. 
Chid Indu Slrial Engine er. 

GROLIP IV : (OHGANlSATION & FINANCE) 

DGCA 

-.J 
~ 

(Civil Aviation Security Deleted) 

Planning Commission 

IAAI 

Air India 

Indian Airlines 

Mr.T.S. Venkataraman, 
Dir. of Commn. (T&M). DGCA. Headquar!ers 

Mr. B.N. Puri. Sr . Research Officer, 
Transrort Wing 

Mr. G.S . Gup la , Mem ber 

(Fin . & Ad mn .) 


Mr . V.R. Kul karn i. Di r. o f Fi nunce 


Mr . R.N. Saxena. Sr. ArC (Planning) 


Mr. B.S. nus . Ad visor. 
Golden To bacco Co. lid. 

Af'f'~.I")IX I (Conld.) 

CO-OIWINATOHS 

Mr. H.C. Kapoor. 
Dy . MD . Air-India. 

Air Marsha l 
M.S.D. Wollen , 
Chairman. HAl.. 

Mr. K.G . Appusamy 

Dr. H. K. Par.nj,,!"" 
Economis.t. 

I • 
II 

• 

• • " 
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"PPF.Nll IX "" 

TABLE 

INCREMENTAL COSTS 
(Rs . erores) 

1986-S7 1987-88 1988-89 1989-90 1990-91' 

Local F.E. Local F.E. Local F.E . Local F. E. Local F E. 

.\ 	 1:" ( IlEM . A IIl I~VEST\lENT 

I 	 " i' clan : 
A n- India 20.04 122.92 18..17 135 .J3 32.98 194.25 28 . .1.1 ! 78 .98 

1)\ 14 .61 87.47 14 .85 102 .09 21.13 163 .30 15.52 169 .60 

Sub-lOlA I .1 4.65 210.39 13.22 2)7 .42 54 . 11 357 .55 43 .85 34858 104 .00 112.1 .59 

1. 	 Other Equipment : 

Air India 64.06 17.24 51.42 16.31 37.61 11.02 31.12 9.52 

IA .19.45 2.70 37.71 2.43 39 .39 2.71 20. 18 2.27 
-' 
'J> 	 Sub·total 10.1 .51 19.94 89 . 1.1 IS .74 77.00 13 .73 51.)0 II. 79 16 .47 .1 .67 

.1 . 	 Airport... : 
1)\)\ I 51 15 000 60 . .18 0.00 60 .53 0.00 47 .54 0.00 

f) (;CA 8 1.98 9.4.1 SO .93 9.42 74.45 1.1.8 I 04 .32 15 .90 

Stlh-tolal m . 13 9.43 141.) I • 9.42 134.98 lUI 111 .X6 15.90 0.00 0.00 

4 	 60 . .1.1 0 .00 60 .3.1' 
. 

C. N. R & ° 	 000 60 .3.1 0.00 60 . .1.1 000 275 .9~ 0 00 

5. 	 Met . Dept. 1. 10 0.56 1.10 0 .56 1. 10 0.56 1. 10 0 .56 I4..1J 2.46--- _. .-._-- -- 
Total (I 5) 3J2 .72 240.32 325 .09 266. 14 J27 .52 385.65 26X.44 .176.S3 470.75 1129 .72 

Ajd ust. ractor 1.00 1.23 1.00 1.25 1.00 1. 25 1.00 1.25 1.00 1.25 
(25 premium for F . E.) 

•
FrONOMIC COS T .112 .72 JOO.40 323.09 J32.68 J27.52 482.06 26R.44 471.04 470 .75 1412 . 15. 	- - -- 

(('onld .... ) 

http:112.1.59
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APPFNnlX IIA (" onld . ) 

TA BLt: (Conld.) 

(H",. <.:/,or \.'Jr, ) 

1986·87 19BHB 19RR·R9 1989-90 1990-91 ' 

Local F.E. LocHI 1'.1'. I.neal Y . I,OI.:u I ~ T . l.oC1I I 1'.1'. 

B. 	 INCREM. RAIL INVESTMENT 

Increm . m .. R I'K M 210 .45 0.00 

1n vest. cost 0.43 000 
(Rs. 	per RPKM) 

TOlal invest. 9.05 0.00 
(R •. cror«) 

Adjust facto r 1.00 1.25 
(25% premium for F . E.) 


ECONOMIC COST 9.05 0.00 


NET ECONOMIC..... 

0- COS ( ~ A-B) 323.67 300.40 


I 
I Present value 228.99 268.2l 

@12% 


TOI.l PV 3112.45 

(Rs. crores) 


36D9 000 413.27 0.00 464.72 0.00 

0.43 0.00 0.43 0.0" 0.43 000 

15.8 1 0.00 17 .77 0.00 19.9X 0.00 MO.~7 0.00 

1.00 1.25 1.00 1.25 1.00 U5 1.00 1.2.1 

15.81 0.00 17 .7J 0.00 19.98 0.00 80 .61 000 

309 .2B 332.68 309 .75 482.06 248.46 471.84 390.08 1412. 15 

246.56 265.21 220.47 343 . 12 157.90 299.35 22U4 BO 1.29 

Source of COSI 0818 : Ite m!i L 2. 3 : Re pon of Ih e Working Group on Civil Air Transport for Seve nth Fiv< Year Plan . 

lI em. ~.s Rc: port of the Workin~ Gro up (I C'onstilUl<.'U b)' the" P lll nl1in~ (;roup on 
C ivil Avia tion o n Airporls &. A irport Faci ti t i('~ . 

C.N .R .&' 0 : Communication. Nnvigational Aids , Radar & Olht: r F<!~iljl i~·I,. 

Me l. De pl. Meteorological Dep:utmcnt. 

Not~: • 	 The lasl 2 columns marked by an aster is k contain eSlimated prescOi va lues (@ 12%) in 1990~91 of the ~ t,cam of C0:-. I., 

likely 10 b< incurr<d during 1990-9 1 to 1994·95. 

o 

.~ 
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TABLE 

INCREMENTAL BENEFITS 

1985-86 1986-87 19 87-88 1988-89 

td'PENlllX JIB 

1989 -90 1990·9 1 

---J 
---J 

01 

In coml: (icneralcd by 
I (l un\' I ,\pt'Udllurc 

Domc~li c : 

Proj. T raffic 
(miL R PKM) 

lncrem. m. RPKM 

Incrern. Tourists 

(av. lead-800 Km .) 

l.tSS intern . tourists 

Net Domestic touris ts 

Per CAp. Expend. ( Rs.) 

Totnl Expen d. (Rs . cfores) 

Income Mull iplk r 

In come GenerAled 
(Rs. crores) 

% of tourists who nlily not 

in 'Ab .~ence of ai r service 

Net income genera ted 

tra vel 

3550.00 3824.87 

274 .87 

343588 

J4108 

)09480 

1779.00 

5506 

1.20 

176, I H 

, 15. 00 

26.43 

42 86.60 

736.60 

920744 

70685 

850059 

1779.00 

151.23 

3.20 
483.92 

15.00 

72.59 

4803.94 

1253.94 

1567425 

1096 16 

1457809 

17 79.00 

259 .34 

320 

829. 90 

15 .00 

124.49 

5383.89 

1833. 89 

2292363 

151134 

2141228 

1779.00 

.180.92 

320 

12 18.% 

15 .00 

IRH4 142X. 14* 

IConld ... ) 



AI'I'ENIlIX 1111 (Cu"t d ,) 

TABLE (eonld,) 

19 R5-X6 19R6-R7 19R7-HH 19RH· H'J 19R9-90 1990-91 

b) International : 

·Proj. Incoming Traffic 

SoW Pa cifi c 1m, RPK M) f20 ,RI 230 .97 , 241.~0 252.72 2~'U\ 

Increm , m, R PK M Ib,16 20.80 .11 ,92 4,1 55 

Average lead IKm) 88~0 .00 R850,OO BX50.00 8H50.00 

Inerem . pa ssengers 1149 2350 3006 492 1 

Inerem . Foreign Tourists·· 574 1175 1803 2460 

Europe (m , RPKM) 2697,09 2872 ,84 3056.80 3249.51 3451.48 

--.] 
Increm , m, R PK M I7~, 75 3~9 , 71 552.42 754.3 8 

::xl 
Average lead (Km) M50,00 6550.00 6550.00 6550 (Ill 

Incrtm. Passengers 26832 54918 84.138 115 I73 

Increm . Foreign Tourists·· 13416 27459 42169 57587 

Middle East (m , RPKM) 2 I 94.43 2277.1 8 2362,04 2452, I 5 2542 .4 I 

Incre m, m. RPKM 82,75 168.61 257,7 I 347 .98 

Average lead (Km) 2760 .00 2760,00 2760 ,00 2760.00 

Incoming Foreig n Tou r 80000 83016 86 )46 89:19 3 92764 

Inerem . Foreign Tourists · · 3016 6146 9393 117M 

N. America 1m , RPKM ) 998 06 1072 ,06 1154,14 1242.51 1]37 .64 

Increm. m. RPKM 73,99 156,08 244.44 339 57 

Average lead (Km) 12514 ,00 125'14.00 12514,00 12514.00 

Increm. Passengers 591.1 12472 19534 27 136 

Inerem. Foreign Tourists'" 2956 62.16 9767 1.15 6X 

(COI1I <1 .. . ) 

--j 
-( r < 

http:12514.00
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,\PPENDIX IIH leonid . ; 

TABLE (Conld.) 

- -  --

---_. 
I qKH~ 19Ho-K7 19R7-R8 19RR-89 19R9-90 1990-<) I 

c- \\ A I 11 1.:.1 {m . RI' ;" \01. 

inl.:rt' m rt1 RPKM 

..\\t" r~1}'L· ll'iul (KOl I 

I!'h' rc m P ' I " 'iit·n .!Z "'r ~ 

Inor m f llrc l,en lrll lfl'lh · · 

9UH QUI 

4.41 

7H .1? 1)0 

5~~ 

2R2 

105.25 

10 9 6 

78.1 2 00 

1400 

700 

1(1'1 .61 

ID1 

78.1200 

1957 

979 

111.95 

19.00 

7812.00 

25 II 
1255 

~- F J\si:\ lIn. R.PKM) 

InerrOl nI . RPKM 

A vl'ra)!.c 1.L:;tu (Kill.) 

7 h1, 57 K42.99 

71>.41 

14%,IXI 

927.02 

11>0 ,44 

.1496 .00 

101942 

252R5 

.14<)6 ,IXI 

I 121.04 

154.4 7 

14 'JI, ,1)0 

II Kll'II1-~ P<ls:-.cng~ r" 21857 45893 72J26 10lW2 

-' 
Inere m. f:()r('i~n "rr)uris i"· · 

\;i·E A... i;, (rn. RPKM t 

Int' fem. n l , R PK ~t 

298,84 

10929 

,1 i"7 .)7
• 

18 ,51 

22947 

117.05 

38 ,20 

16161 

158.51 

59 ,67 

50691> 

180.84 

noo 
1\ \"t'f ;I~C k nd (Km l 

i'rlL"rc rn. Pa .. sc n ~t'r 

5)16.00 

1473 

51)6.00 

71W 

51)6,00 

11182 

5))1> .00 

1531>7 

Inl"fCIll . I- nrc ig n "1 nuri' I\ · · 1711> )580 5591 71>81 

E. Africa 1m. RP KMI : III ,HI ::20. 77 2,11 . 11 2420 I 25141 

Innl'1II 111. RI'KM 9.9f, 20 ,12 ,1120 42 .1>0 

t\\'C';l~t: lI::ld (K m) 

Incrt'!l1. Pa<i .~e ng c r-c; 

Inol' m I'nrri~n T() uri .~!.,·· 

4159 00 

2.196 

II OR 

4159 .00 

4885 

2442 

4159 ,110 

7502 

1751 

4159 ,00 

10242 

j 121 --- -
l owl Inc-rem. Tou rt s: t!o 14108 701>85 10'1616 151 J)4 

':ti C'fllIl IU"" h) JTi~n "1,' u rbl.'i .110 ,1R MJ2) QQ7~1 I ,17 ~.12 

(('onttl , ) 



TABtE (Conld .) 

AI'I'ENIIIX 111 1 1\ ·,,"hl .1 

19 ~5-~6 1986-87 19K7· KK 19KK·K9 1989-90 19QO·Q I 

x 
::0 

2. 

Per Capita Expend . (Rs .) 

Total Expend . (Rs. croros) 

Direct Inc. Multipl ier 

Direct Inc . Generated 

( Rs. cro re s) 

Di rect Inc . Gene rated applYing 

premium of 25% (Rs. crorcs) 

lnd irect " Induce d Inc. 

Milt iplirr 

Indirect inc . Gtneratcd (R ~ . (.:rores) 

Total Income Generated (Rs. cforcs) 

TOTAL INCOME GENERATED 

Domestic ... Foreign (Rs . crores) 

Incremental Value added 

hy Air India 

Est . of val ue adde d (R s. crorcs) 

Incrcm. valw.: added ( R s. eJ()res) 

192. 19 

113 19 .00 

35. 13 

0.30 
13.70 

17.13 

2.8 1 

9R .72 

115K5 

142.27 

284.09 

91.90 
\) 

IU19 .00 

nR I 
0.39 

2K.39 

35.49 

H I 

204 .59 

24008 

312.67 

350.78 

158 59 

I I] 19.00 

112.9 1 

0.39 

44.03 

55 04 

2.81 

317.27 

37DI 

496 .80 

426. 7·1 

234.55 

11319.00 

155.67 

0 .39 

60 .7 1 

7H9 

C81 

4.17 ,44 

S ID3 

696.17 

463.76 

:"157 

4009.5~· 

~4J7.69 · 

:!n: ~O · 

IConld .. ) 

• 1 
•r 
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APPENUIX IIU (Co nld .) 

TABLE (Conld. ) 

3. Landings F,,, fr om 

Foreign Airlines 

Est. of Landing Fees (Rs . crOft".' 

Inerem . Landing Fees 

TOTAL BENEFITS ( I t2 t 3) 

(R • . c ro res ) 

DRAIN ON FOREIGN EXCHANGE 

'Outward 	 Indian tourist 

Incn:m. Indian fcun!!:t 

% (ravelling on FTS 

No . of Indian. On FTS 

FTS drain @ S ~OO ea ch (US S) 

Drain @ US S 1 = Rs . 12 (Rs. cro res) 

Dra in with premium of 2~% 
( R • . n ores ) 

. NET BENEFITS 

(lkndits 1<" drain ) 
(Rs. crores) 

PV of Benefill @ 12% 

TOlal Present Value 
(R,. n o rc ,) 

198~-86 1986-87 1987-88 1988-89 1989-90 1990-9 1 

18 .65 22.38 26.85 32.22 38 .67 

i .n 8.20 13.57 20 .02 156.) 7' 

237 .90 479.46 744.92 987 .76 7715.26 ' 

1787697 
• 

• 1966467 2163114 2379425 2617368 

178770 375417 591728 829671 

16.00 16.00 16.00 16.00 

28603 60067 94676 132747 

1430 1600 30033360 47338240 66373680 

17. 16 36.04 ~6 . 81 79.65 

21.4~ 4505 7101 99 . ~6 777 .65 ' 

2 16.45 4] 4.41 673.91 RNN .20 69,7.61 ' 

193 .2 6' 346.3 I 479 .oR 564 .47 ,9 .1659' 

5520.]0 

-----------------------------------------------_.--- -
Noll' ; 	 Vllllle~ dClltI[ C"cJ hy nn u .• lc r iAIc lire" th e r .'!.l i lTllll rd r,r,rlll vll h, n ((tV I~%) i, l 19(.)0-1'1 \11 Ih e' slrcnm () f h~·n("ril." III 

drain accruing during 1990-9 1 to 2005-06 . 

•• hKlrnlr!\IMI fOl r i~ll IOllfillh ('qOul half of Ih l' inrlfl1lrtlr nl p" ,,,,,cntlrrlL 



AJ' I'ENDIX III 

INVESTMENT REQUIRED FO R AIRPORT & AI RPOR T FACILITIES 

Rd _ W() rk ing PRIO RIT Y 
F.3.c ilities Required Group" 

Report -
Para No. By 1990 1990-,5 1995-2DOO 

t Rs . in CrM~~) 

L HR M 1:-;AL CO MPlEX 

Bomb., Airport 

i) J II Inlerna ti ona l Module 5. 1.3 39.1) 2 

Ii) Parallel Taxiway wilh 

high speed exits 7.5 .7 1.80 

iii) $,(ocond Airport for Bombay 5. 1.10 I 500 DO 

(.kuru: Airport 

i) Domeslic Module I 5.3.4 19 .51 

ii) Domestic Module II 5.3.4 19 .51 

D<lhi Airport 

i) Domestic Module J 5.2.4 80.00 

ii} Domestic Module II 5.2.4 80.00 

iii) inlemaiional Module [J 5.2.2 80.DO "'
iv) II Cargo terminal 5.2.6 3. DO 

M.d,... Airport 

• 
• 

i) New International Termina l 5.4.2 

. Ii) n Domestic Terminal 5.4.4 

9 .84 

x 

DomHric Airports 

i) Rr W extension at 
Ahmedabad. ele. 7.20.1/2/3 36.90 10l.DO 

Ii) Tcnninal facilities 7 .20.4/6 32.05 91. 75 

iii) Cargo Facilities 32 .5 12.30 

II. NAVJGA1l0N1APPROACH AIDS 

i) Installati-on of I LS at 
domestic airports and 
R I W 09 at Bombay and 
R/ W 10 al Delhi . 7.5. 12 24.51 10 .)6 11.S4 

i i) Mi-crowave Landing.! Sys te m 7.5.8 8.00 
iii) vORSDEM's. TVOR,. 

DVOR's 7.5.13/14 44 .28 18. 27 5.)9 

iv) Runway{approach lighting 
system VASlS/ PAPI 7.14.2/314 11 .35 28.30 10.80 
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APPUillIX III I(onld .) 

Ref. Workin~ PRIORITY 
Facill'lCS Required Group II 

Repon -
Para No . By 199() 199() 195 1995 12000 

(Rs. in crores) 

III. COMMUNlCATION FACILITIES 

i) 	 VH F cove rage throu(!hout 
India 7 .3.6,7 .7. 1 0 .40 0.25 

·1 ii) Replacem ent o f YH F 
equipment \ 7 .7. 1 1.50 6.34 

iii) H F SS B on d omestic routes 7.7.2 3.30 0.25 

iv) Automatic Message Switching., 
System & data links 7.9 . 1 6.00 

v) Satellite Earth~s Stations 7.9. 1 4.50 3.60 9.00 

vi) VH F/ Microwave links 
between Airport and ci ty 

centrc.<. 7 .9. 1/2 0 .80 ).40 

. vii) MAS (Wn circu its to be 
upgraded to LTT circuits 7 .9 . 1 	 0 .17 1.21 

•
viii) Automatic. Trun k 

Switchin ~ D SC A TS • 
eircuils 7 .9 .2 0 .15 0. 18 

ix) Voice Controlled 
Communication 
Switching System 7.9 ,5 9,88 4.55 

x) Eltclfonic Intercom and 
Teleph o ne Exchanges 7,9.4 2,J6 220 

xi) Speech Recorders 7, II 2,76 396 

xii) ATI S b road C'a st i n~ facili ty 7, 10 ,1/2 0 .84 1.00 

(Conld. ) 

HJ 


I 



·-,PPENDIX III (Conld .) 

Ref. Wo rk ing 	 P R IO RITY 
Faciliti~s Required 	 Gro up II -----

Reporl 
~Pa ra Ner, By 1990 1990: 95 1995 ; 2000 

(R s. in c ro res) 

[v. 	AIR TR .-'ffIC SERVICES 

: I SS R coverage 7.8 . I 37 .01.) 1> 1.1 0 

1:1 AUlOmation of ATC & 
Technica[ B[ocks 7. [5 /7.20.7 [ 5.00 15 .00 


!', I Termi nal .-\rea Radars & Air 

Route Surveillance Radars 7.8. [ [ 30.40 [66.80 


" I Digita l VDF equ ipment 7.5.15 3.90 1.05 1.50 


, \ Me teorologica l Facilities 4 .2 / 4.3 1[ .1 4 23.8 1 23 . 13 


" I Rc~uc and Fire 

Fi~hting equipment 


First aid . 7. 19 4 [.15 8.70 1.00 


~ G["ERAl 


i ) Modernisation of Civil 

Aviation Traini ng Centre! 

Regiona6T rain ing Cent res 7. 18 6.00 6.00 6.00 


ii ) Computcrisarion of inven to ry 

control and sys tem engineering 

m~nage~nt 7.21 122 1.00 


iii) Test equipmenl 3 UO 42.00 


i'-l Re£!:i o nal \-fainfena nce Ce nlre~ 2.-«l 2.40 
• 
Total expe nditure 2. 143 .5 1 798 .29 81 .00 

.... 
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SUPPLEMENTARY NOTE 
By Dr. H.K. Paranjape 

(In view ofDr. P:uanjape holding some different views on some ofrhe issues aseparare note 
giving his views ha.t;;been reproduced in the fol/owing suppJemenlarynote asperhis request) 

1.( 1.01) 	 One major su bject o n which I find myself in considerable disagreement with my coUeagues in 

the Planning Group is regarding the development of international tourism as a major justi ficatioo 

for the investment in [he civil aviation sector . The Group quite clearly points OUl (hat ' 'with so 

man y competing demands for resources, investments in the civil aviation sector in India 

wculd need growth in international tourism as their primary justification". And again, -international 

tourism is like ly to make a substantial contribution to the economy and continues to be an 

important reason for supporting development of civil aviation in the co untry", 

(1.02) 	 My doubts about this reliance on the development o( international tourism as an important 

service industry in our country arises OD both economic and non-economic - o r not strictly 

economic - grounds. My objection on economic grounds is that the justification for investment 

in tourum and related sectors has not been satisfactorily proved up to now by any well 

orgartised and documented study. The Report clearly states that '"the Group did not have t1lls 

matter studied in any great detail for this realy has to be the subject of a separate [uU {Iedged 

study". In (act, at one stage, there was some tallt about the Planning Commission itself setting 

up a parallel Study Group on this subject. But this has not happened up to now. The Group b", 

therefore relied on the findings o[ a study conducted by the Indian Institute o( Foreign Trade 

and published under the title "a Comparative Study o( Incentives [or Invisible Earnings through 

Tourism n. This C; not the place to go into a detailed examination and criticism o( the methodology 

adopted and the conclusions o[ this study. I should only mention here that there are many 

inadequacies in the methodology as well as in the nature o( data used in that study which will 

need funher examination .• therefore cannot agree that the justification fo r the deveJ.opmeot 

o( tourism has been weU supporteG as a result o[ that study . 

(1.03) A further and importan t a.:,pect o f development of lourism facilities is that. to be vi~ble . lbe 

facilities which are created - especially if they are in the private sector, as most of them are

should be available (or use by domestic tourists and other do mestic users . While no data are 

available about the proportion of international and domestic users of diflerent tourists facilities. 

especially those like 5-Star Ho tels. it is well known that th ese are patronised to a very large 

extent by Indians, mainly those who are able to put this expenditure on business account. The 

Group points OUI th ai , if the e xpected number of international visitors are to be attracted, tile 

provision of adequat e hotel accommodation of a standard demanded by foreign tourists mUSt 

be given high prio rity, and it was necessary therefore '10 recognise the hotel industry as an 

export"rienlcd one to which th e fiscal and o ther incentives available to other export indu stries 

shnuld be extendt:d". Jt needs 10 be pointed out (hal. wh en suc h fa cilities or concessions ar~ 

given for th e setfi ng up of wh at are called export-ori ented industries. (he condition is usually 

put (hat not morc Lhan a very small proportion of th ~ OUlput o f the indusrry can be sold in the 

domestic mar'cl. the bul k o ( it being exported. Unless such a co ndition can be imposed on tbe 

hotel ind ustry. Iht: extens ion of benefits like low interest lo ans. special allocation of foreign 
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exchange , i:i..IlLHmenl of valuabk land at speciaJ prices atId various .'iubsidie!:i will in eCfeel be 10 a 

significant exlenl used for subsidising Ihe consumption of the: rich and (he afnuenl in the 

country. This is also likely 10 be the resuh of many other facilities which are usually justified in 

the name of international tourism . Any condition that these fac ilities will be available onl y to 

inte'm3tionaJ tOuriStS, or that the payments for them must be in foreign exchange . Is unlikely {Q 

be acceptable to those who organi st' such facilities . and justifiably so as the investment would 

not then remain viable . 

'1.04 J 	 I wQuld also like (0 emphasise that there are indirect COStS of co urism which tend to be ignored 

in most discus::si-ons on the su bject. As Prof. Amanya Sen recently pointed out in another 

context, i{ is [rue that the yard-s{j ck of 'Well-being" is difficult to use as compared [0 th al of 

GNP; but it is generally accepted that the enhancement o f GNP is desirable not for its own 

sake , but for what it does (0 the w~lJ-being of a nation . Without going intodelails ~ fortha t is a 

separate subjecl by itself - I should only mention that hazards like the growth of smuggling. 

prostitution . espionage . and drug-addiction are unavoidable if tourism is looked upon as a 

major service industry to be develo ped for earning foreign excbange. This is especially so in n 

poor counrry like ours where the numtx:r o f the destitu te and unemployed is very large. and 4 ... 

mere appears to be no early end to such a situation. The Group suggests that tourists should be 
saved from irritants which today pl~gue them "everywhere in our country, viz., beggars. (Outs 

and cheats in different garbs". Is this possible? Can .....e create tourist "islands" i':l the country 

which are very different from its other parts? Can ..... e ban the movement of Indian citizens {o 

any of these "islands-' Experience of sucb tourist centres as Bangkok or Manila, o r the li llie 

experience we bave had in places like Goa. sbould surely sugges t some second thoughts in th i., 

ma(ter. 
• 

11.05) 	 It is rrue that the development of tOllrism as a major service industry for developing countries is 

a part of tbe presently established development doctrine. As V. S . Naipaul has stated. "Every 

poor country ac cepts tourism as an unavoidable deg-Tadalion',. But I am not sure thaI this is 

really unavoidable . The hazards which I mentiond above are especially troublesome in an 

open - almost porous - society ours. Even for countries like Yogoslavia or - in the last 

few years - China, enough infonnatioo is available about the corrupting influence of large 

scale tourism. But in such controlled societies. such influences can perhaps be kept under 

limits. I would plead that a country like ours should take a more careful look at the pros and 

cons of the matter before blindly following the ad_ice of development advisors. especially 

from the affluent world. 

11.06) 	 I should make it clear that my position is not that our country should not be o pen for travel by 

international visitors who are interested. on that facilities in keeping with our own developme.nt 

- o r perhaps even a degree better - should nOt be made available for them . The o nly limit 

would be the necessary care fo r the standards of security and publi c moral ity which we 

consider appropriate (or our national requiremencs . Similarly, the only limitation on Ind ians 

visiting abroad sho uld be the difficulty that Ihe cou nt,,· faces - and is likely to continue to fac e 

for the nexr ten or fifteen years - regarding foreign exchange . My objection is .to the attempt 

to treat tourism as an industry which the country should artempt (0 develop and exploit (or 
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eamin,g roreign exchange. Such an approach has hazards" which. in my opinion. ha'.-e nor 
recc:!i,,'ed proper attention . 

I> ("/ Y'II.• Ih,,,1I; f~'~ I,,"rt\1 " .t{,>II"lfJlIIJ/""·' a mi"(Jr'lIlt~Qnl'l" BUI I h ... ,nUr/(f Indu.llfY " ccu[>if'J fUJI "lace in fhf ,", 
I)! Ihi. , ~"'U "I r:'J :;o m.) I" ,.,IJ. . 'H ,0 Temn/e a , F,i i IrllJnu.. I"h('1 <"urn th .' "GIII't'1 inl o (,ara."let. cTr)dc Ih(?{r" ,.", 
,''''"Im /'',t/ , j h " truTh ,II'.) ' (l Ii-, Ihelr mu' : , II " .J ::.,,,f;,Jll'ho',, ,,m¥;,,.r, 'f' rl'udin 'l ~ /()fHJ' ("(Jrt"Uf' /If)fl. t ' ·.,/H rr 
/< d , 'II J II .,. ' , ' hU ll' "'. _"C'.tnnl{l./ lio" ./I! ,) \ '/', ,hi' H ") ~/.! '\rlh'/f' 1\<1,·,,1.,,- - r1" , (. '<lII-r;,rl~ 

11.071 	 I r~:lltse (h at m in e is a ve ry lonesome view in this maUer. The Group as a wh ole is goi n~ iargely 

hy wha t is accep fed both within the country and abroad as an established doctrine. I did nor 

tht..' rdore expect 10 convert my colleagues ru my ~inl l) f view. AI the same lime, I d0 r. ::{ Ihink 

I sh all hoe- honest to myself if I did nOt point out my strong reservarions o n (his·matter. ~cialJy 

because the growth of tourism is treated as the m ost major justificatio n for the g ro l,l,'th o f civil 

aviation in the country . 

2.(2.01 ) 	 The other aspect regarding which I need t() make some specific JX>inL'i separa tely is a:'o)ut the 

proposed investment in the civil aviation sector over the next IS yean:. Of course, th~ G roup 

has been very" careful in its assessment and. while Slating the conclusio ns, it has been said. 

-additional investments in the sector, made judiciously, should prove highly beneficial·· '"",ph as is
• 

added). This conclusion is unexpectionable. 

(2.02) But even then. the magnitudes of investment proposed are SO large that some specific CO.::lrnents 

appear to me to be nec essary. The investmenr in this sector over the ne:ttt J 5 years has ~n put 

at Rs . 19.660 crores at 1985-86 prices. This may be co ntrasted ",;th the proposed eSUl::late of 

, OUIlay on this sector during the Seventh Plan period by the Planning Commission a, Rs . 7.'08 

crores . II is interesting to nOte that, as against this estimate, fo r the Seventh Plan period. the 

Group es tima tes an outlay of Rs.6.0S8 crores , which is eight times the Plan e stim~. The 

estimate for the next 15 year period at 26 limes the Seventh Plan es!imate foll o..-"') . The 

magnitude of this proposed outlay can be beller unders.ood if it is compared wi.h the V:"P"ra'e 

Plan for the sam e period prepared by the Indian Railways . The outlay indicated there is 

Rs. ~S.OOO crores as agains< the proposed Seven th Plan outlay of Rs. 12.334 crore>- Even 

aJlowing for the faot th a I civil aviation is a capital intensive sec tor. the contrast bet'oA:tl;::n the 

estimat e fo r lh · Rai lways which are ex~cled [0 caler by 2cxx) A.D. 10 passen ge r traffic0f over 

400 bill ion passenger kms. and goods traffic of over ~l() hill ion 'iTKms. with 'he p,,?Osed 

aviation investment with a traffic which would not exceed even 2';.., of this should surel~ ~ vef! 

carefully noted. The Group has of course put its case very cauliously: but its overalla.;"::;roach 

of supporting su ch a magnitude of outlay cannol but give the wro ng signal~ to (he plan~~. the 

Cidministrato rs as weI! as the public . Thi s matter becomes aJ! the more cruciaJ as it i~ o:::l i II ed 

th a i the obje ctive o f making this seClo r self-financing is unlikely to be ac hi eved, anc :..'at a'1 

oullay of (his m agn itude ··will requir~ budgelOry suppon ··. In a s ituatio n such as the : .)untr:

will con{ muc 10 face of ~carcity of investment resources, [he ,-!uestion of {he apr~ : priate 

prio nlY rl, r (he clvilavialio n sector cann o t be ignored by thost: who think o f pe;'"~cc [i\e 

plans . 

One poi nt made in the Repon. is [hat.lf It:a5e financin g is resorted 10 an d if cena in con .::-ssio ru 

lik ~ tax r::.:empllo lls are also provided 10 kaslng l.:ompanies re)!i s tered in India. it sb(" uld ~ 

pos,,!J!bh.: (n ease l~e difficult~ abvu{ (he' avail a bility of resources fo r o utlay. including .::apirai 

ou t la ys [n fn rc: i?n t: xchan ge. \\·hal needs [ 0 be underlin~d is th at. under any su c h arr ar.~:nen {. 

I:.'\'~n if th~ c;lpu .d o utlay at any o ne stage could he k~pt lo w. regular payments in :o reign 
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I::xchange will have to be made and, unless the lea.3ing ral e.s cOlltinuc (0 be very favourable. the 

total foreign exchange outgo over the whole period may be mu ch larger. Whether the civil 

aviation sector will create a foreign exchange balance which would make j( possible for such 

payments to be made is not clearly established. 

12.04/ 	 Regarding the overall (oreign exchange impact of the worlcing of t ~i s sector , the Group has 

relied upon a consultam's report. h is admiHed in [he Group 's Report that it has not been 

possible for the Group to verify item by item the ""erectness of the assumptions made regarding 

var!~I " '; elements in that calculation. It is therefore stated that the results of the study have 1O be 

treated mainly as ind.ica~v~. to be used as guidelines in the formulation of policies. rather than. 

as firm conclusions for basing f~{ure estimates. As [hI! report of the consultant txcame 

available only in the last stages of the Group's work . I have also had no opportunity of 

exar.il:::::ing it. I cannot therefore do betrer than underline the conclusion that the matter needs 

further careful study . 

a.os) 	 I would however hesitate lO suppon the conclusion thal ··laking into aCC0U!!! the progressive 

.improvement in yields, likely increase in tourist traffic, a more stable situation in ·fuel prices. 

and some degree of increased indigenisation, there will be adequate foreign exchange surplus 

generated by the civil aviation sector". I would moreover suggest two points to help fo~ula(e 

guidelines regarding (he future development of civil aviation The first would Ix that the· 

development for domestic purposes should be based on a firm estimate that the foreign 

exchange balane would be a favourable one, keeping in view the necessity to adopt an appropriate 

shadow price for fo reign exchange in view of the fact that a very large part of the domestic 

traffic pa)'li for its travel from business or public accounts. If any net foreign exchange expenditure · ~ 

has to be made for this part of the aviation sector, it will have to be very carefully examined and 

specially justified. InternatioDal aviation by a country like Inrua is justifiable in the long run 

only to the extent that it provides a net foreign exchange balance, with tbe exchange rate 

properly valued at an appropriate shadow price (as attempted in the cost-benefit anal)'liis 

• prepared by the TECS ) . 

,206) 	 Regarrung the justification for the very large outlay which may have to be incurred on ~he civil 

aviation sector, the Group had a cost-benefit analysis done by the TEeS. It is not possible bere 

to go into a detailed examin arion of that analysis. 1 would only make the point [hat the 

incremenraJ benefiUcost ratio works out at 1.8 in that estimate after allowing for not only tbe 

direct benefits flowing from the investment in the civil aviation sector but also adding the 

benefits estimated to be flowing from domestic and foreign tourism in the rest of the economy. 

The statistical basis for the data about the benefits from tourism is both meagre and outdated; 

and I am not sure about the validity of these calculations. Moreover, the investment private 

and pu blic in the tourism sector will have to be added to the proposed investment in civil 

aviation for a proper benefit / cost examination. In any case, the whole maUer would inevitably 

require far more thorough examination before any such conclusions can be arrived at to 

SUppOCl the very large oullay indicated. 

.2.07) 	 Regarding employment resulting from the investment, some indication about the possible 

relationship between primary and secondary employment gener"tion - based on l%8data 

has been mentioned in the Report. But what is far more .Inportam when considering (he 
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ge neration of employment is the investment /employment relationship in the particular sector. 

It is quite o bvious that civil aviatioh being a very investment intensive one, its capacity to 

genera te employment is likely to be much less than that , for e.ample, from that of investment 

in tbe Railways. 

(2.08) 	 It may be objected that, when the Group itself has been very cautious in slAting its fmal 

co nclusions regarding proposed investment. wby is it tbought necessary to mention all tbese 

considerations SO elaborately? My justification for doing so is that, while I bave no differenec 

Mth the overall conclusion of the Group. one should no t ignore the fact that the civil aviatio<! 

sector has very powerful support and is therefore likely to get away with a larger thaD appropriale 

share of national resources. Not only are its clients rich and powerful, but tbose working ~ the 

sector as well as tbe suppliers of its major equipments from wen organised influence groups. 

The fact that the outlay allotted to this sector by tbe Planning Commission for the wbole 

Seventh Plan period has already been exceeded in the initial two years or SO. should be a good 

indication of the strength of this lobby. Even though the Group in its Report h'; very clearly 

indicated the limitations regarding furtber possi ble growth of short haul air operations, and the 

constraints which wiU have to be overcome for permitting the growth o f belicopter and air-ta.li 

services, the plans being announced - and P.artJy implemented - by organisations like 

Vayudoot and the Helicopter Corporation cannot but underline the importance of the plannen 

- and citizens - interested in ensuring the observations of p.roper priorities in the UJC of 

national resources to lay stress on the resource constraint aspect. The glamour of the civil 

aviation sector should"not blind planners and policy makers to the real costs of developing 

such facilities . and the sense of priorities which should govern decisions relating to ir. 

" 
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tJ IRECTORS' REPORT 2003-2004 
The Airports Authority of India (AAI) completed nine 

years of successful operations on 31 March, 2004. The 

Authority recorded all round progress in its acti vities . 

- ' ~J A NCIPL ?ERFOPMANCE 

I,' A ut~1 0 rity achieved higher revenues amountiflg to 

Rs.2630.S 9 crores,which is the highest so fA r despi te the 

constraints faced by the Authority coupled w ith 

Government decision to reduce ai rport charges and 

other fac:ors. The Authority ha s utilized its resources in a 

very judiCious manner to achieve the best resultsso far 

' he r ;nancial HighlightS of AAI for the year /003-04 are 

as Ullder: 

(Rupees in croresi 

Partlcialars ' • . . . ' .... .. ' 

2630.59 

'" . .... . 

J . Revenue 

•f b. Expenditure 	 208663 1887.44 

c. Profit befo re Tax 	 543.96 497.05 

d. Provision forTay 	 229.00 215.00 

282.05 e. Profit afte'Tax 	 3H.96 

I. Proposed Dividend 70.00 62 .00 

7.94 g. Taxon Dividend 	 8.97 

h. 	Appropriations to Reserves: 


Ii) Specific Reserves 


Iii) General Res2rve I 1:~;~ , 1~;~; 
_ 1. _I_n_te_r_n_a_1R_e_s_o_u_rc_e_s_ _ _ ~~97 1_ 5_5_5_.4_4-, 

~Qn : & SP. fVloeS 
147. 

Trading 
Conc..essions 

178.01 

Public Admission 
Fees 
2096 Passenger 

$ervlr.e 
Fees 

42G.60 

Other Misc, 
lroco,ne 
270.53 

Terminal 
NaYlgalillnal 

Larhiing Ch3rge::: 
10:.1.48 

ROlfe 
N<lvigaliOnal 

Facilities 
Chlrges 
730.25 

Lar.ding. 
Parking & 
HO'Jsing 

Fees 
495.82 

..~ 
"l'''' -_ 

TOTAL EXPENDITURE 
RS.Z086.63 CRORES 

. Other Operalmg Expenses 
40 I <:') Pay and 

Secullly \ .-/ AIIO'o'o<)r"IC~ 

E,pen._ ~~-_~ N O" " ?S l ~r=-~ ~ 

Elee";c;ty 0.00 
Waler Charges . 

122.22 

_ ~ 
/ 

~ ; 
- .. __ 

----- / )'-1.')
.,1. ~ F .' _............. Inarong 

Consumption 0 1" 
SIO d S 

res an pares 
65.79 

A \ & 
epa.,.

Maintenance 
183.68 

\ 

OOpreCI& ilon 
'3 76 98 

- Chargee; 
( Inlefes t ~a'" 

~ 

CAPITAL STRUCTURE 
The Capital Structu re of the Au thorityas on 1.4.2004 and 

1.4.2003 isgiven below: 

(.qupees in acres) 

Partkulars 01.04.2004 01.04.2003 

Governme<1t Capital 416.63 405.:;9 

Reserves& Su rplus 2602.55 2317.07 

Lon g Term Loans 145.23 225.73 

NNWOrth 	 26 17.95 2370.93 

Capital Employed 2698.26 2534.68 

. Working Capita l 896.70 820.52 

PAYMENTS TO GOVERNMENT 
During the yedr, the foll owing payments were made to 

the Government of India: 

(Rupees in crores) 

Dividend 6/.00 

Guarantee Fees 1.64 

Interest on Government Budgetary Support Loan 1.91 

Prepayment! RepaymentofGovernment Loans 2330 

TOTAL 	 88.85 

P,WMENTS FROM GO'lERNMENr 

During the year, the Authority rece ived Rs. 22.08 crores 

from Govt. a5 Budgetary Su pport and Rs. 4.50 (fores 

from NEC as Grant for development and upgradation of 

infrastructura l facilities at ci r~o rts in the North Eastern 

Region of the count'y. 

http:RS.Z086.63
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Pre~entation (II O:vidend Cheque by Chairman , P. AI 

to the !!""Ie;) Hon"ble Minister 01 Clvi: Avia.tion Shri R8.jiv Prat~p Rudy 


OREIGN EXCHAt~GE 

During the year 2003-04, iln amourlt of app~ox. 

Rs. 154.32 crores was incurred on purchase of capital 

goods, spare parts, foreign travel, repaymei1t of foreign 

loans, etc. The deemed foreign exchange earnings of the 

/\uthority were Rs. 787 .08 crores. 

AIRPORT CHARGES ;AN OVERVIEW 

. The airport charges were due for upwa ~d revision w.e.f 

1A.2003. However, the Gove~n",ent directed AAI to 

defer tnis re',ision by one more year upto Murch 2005. 

Gover" ment has decided that TNLC charges at the 

international ";rpc·rts at Delhi, Mumbai, Chennai, 

Kolkata and Tri',3ndrum are to be r"duced by 25% of 

current rates for domestic flights w.e I. 1A.2003. Landing 

charges hove also been reduced by 15% of current rate s 

for domestic flights w.e.f. 12.2.2004 subject to the 

condition that airport charges are paid within (he credit 

period of 15 days . 

f>.s per the recommendatiom contained in the draft 

Report of :he Cumminee on a Road Map fOI the Ci vil 

Aviation Sector headed by Shri Naresh Chandra, the 

• 

Government hos completel y Wi'ived the lilnding 

charges in respect of aircraft of 80 seats and below and 

he:icopters of all types w.eJ.12.2.2004. 

ANNUAL PLAN 
The Capita l Expenditure during L003-04 was Rs. 566.22 

crores compared to Rs,44S.66 crores in the year 2002-0j, 

an incr2ase of 27% over the previous year.This has been 

possible due to a numlJer of , teps initiated by the 

Authority like close monitorir.9 of progress of ongoing 

wo rks at regional "nci corporate r,eadquarters level , 

foll()w-up with the Stat" Govt. for acquisition of land and 

rRn IO',al of encroachments etc. 

TRAFFIC HANOLED 

Passengers in numbers 16624911 32076530 48701441 
Handled 

Caryo in tonnes 6q3173 I 375029 1068202 

,,. 


• 
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JR K S COMPLETED AND FACILITIES 
PROVIDED 

AERODROME WORKS' 

I"d ira Gand; ,i International Airport, Delh i 


I ~-.,.
I ' 

:UTE Compallbl f; check 'in coun rers al r CfrT, inal ll. iGI Ai rpo~t 

T"r~e additional security booths l''1 ith exciusive gates 

proviued at In ternationalTerminal 

Replacement o f false ceiling in secu,ity hold area at 

Internat ional Terminal. 

N(w state-of-th e-art Courier te rm inal commissio;led. 

Si x nos. Conveyor belts re['ll~ c<?d in the arrival area of 

International Terminal . 

Departure conveyor ,ystem at Interna tionzl Terminal 

has been extended as part of passenge(facilitati on. 

Workon rainwater harvesting compiekd. 

~J ew state-of-the-"r t facilitation COdnter I nanned by 

AAi , Department of Tourism, C("tom5 and Ai" ines 

commissioned at Internat ional Arr i'lal Termi na l. 

Comm Cl Il User Terminal Equipment (CUTE) fa(ility 

provided at check-in row, 3 & 4 wi th compatible 

check-in desks and Electron ic r ligh\ Detail Display 

System at the Internatio nal Depil'lure Wing. 

Chhatrapati Shivaji Interr.ational Airport, Mumbai 

Recorpet ir,g of runway 09-2 7. 

i Ou r no, .of lowering type Apron lighting towers we rp 

installed to illuminate rear aircraft park ing stands nos. 

34 to 40A at Apron 1 B. Add it ional fo ur nos. apron 
lighting masts installed. 

Four nos. escalators at InternationalTermina l-2 A were 
replaced. 

Lounge for non-scheduled c >,c rators commiss ioned. 

~t. ji Sub'1a s Chandra Bose Inte ,at ' on 
Airp ort , Kol~ a ta 

New hangar was comm il Sioned. 

(hennal Interne-t io na1 Airport, Chel,nai 

txrensio il and modification of the new ly COlls trU cceo 
Anna International fermlnal. 

Re-carpeling o f runway 07 -25 carried out. 

Sewera'le treatmenT planr and CO r , ne~ led works werE, 
com:T'lissioned. 

N~'.v aero-l in k anci ul "'d~ corridor for ,,, rcra ft pa'~i n g 
srand no. 26 incluoing dtro-bridge and co'mruction 
" f atrium a t KacnaraJ Dom es t i c Tu m in ,, 1 
wmr.1 issioned. 

Water softening piant for trea tment of 'Nater ha, been 
provided. 

Sardar Vallahl-;bhai Patel Int~rnational Airport, 

Ahm~dabad 

Constructio n of new fi re sta tio r and isolated a'rrcraft 
park ing stand_ 

CitY-Side view of '_he NelN Terminal Building at Bhuj Airport 

Other Airports 

A new moderf' passenger Termina l f! uilding wi th all 

pa ssenger facilities wascomrr.issioned at Bhuj. 



-
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Construction of boundary wall at Rajamunc"y and 
Agartala Airports . 

Resurfacing of taxiway and extension of apron, 
isolated airC'aft parking stand, extension anci 

strengthening of run,VdY and provision of CA"': II 

iighting system at Lucknow Airport. 

Construction ofTerrr,inal Ruilding at Gaggal (Kangr,,) 

and Jabalpur Airports. 

Construction of perimeter rvad at Bhavnagar, Calicut, 

Guwahati,Porbnndar and Rajkot Airports. 

Resurfacing of runwa y, apron, taxiway, construction of 

shoulders, gracling of bilSic strips, etc. at Rhavnagar 

Airport. 

Recarpeting of runway, cunstrucrio;1 of sh')ulders, 

drainage system and developmem of basic strip, etc. 

ot Porbilndar Airport 

Extension and st;'engthe'ling of apron aile w idening 
of link taxiway at Agartala Airport. 

CNS AND ATM FACILITiES 

Replacement of Instrument Landing System at 
A.gartaia, Patna, Ranchi, Vadcdra, lrichy, Varanasi and 
Jammu Airports. 

Provision of Flight Information Display System at 
Agartala, Coimbator~, Pune, Hyderabad, Trichy, 
Ahmedabad, Bhopal, Ind ore, Goa and Nagpur 
Airpcrts. 

Installation of Doppler Very High Frequency Omni 
Range (DVOR) (replacement) at Madurai, Udaipur, 
Vcdodr3 , Kanchipuram, Chennai, Mangalore and 
Jodhpur JI.irports, 

Commiss ioning ofDVOR (n ewfa:ility) at Leh. 

Installa:ion and commissioning of Di,tance 
Measuring Equipment (DME) (replacement) at JClipur, 
Leh, LucknoN and Pil'na Airports, 

• Cvmmissioning 	of Non-Direct ional Beacon (NDB) at 
Kadmath, Androth and Kalpeni Airports at 
Lakshadweep !slands. 

Co mmi ss ioning of Monopulse Se condary 
Surveillance Radar (MSSK) at Varanasi ar.d Mangalore 
Airports. 

Upgrudation of Flight Data Processing System (FOPS) 


at Kolkata and Chennai Airports , 


In stallation of FOPS at Trivandrum, Ahmedabad, 

Nagpu'r and Varanasi Ai rports. 


In,tallatirn and comrnissioni~g of Automatic f-light 

Inspection System in AAI Calibration Ur.'t. 

Installation of Radar Simulator atCAT( Allahabad. 

Procurement of 300 nos. of VHF Tran smitte rs and 

Recei vers with VDL Capabilitj for various airports for 

ai r to grou nd commu niciltior.. 

Procurement of 45 sets of VHF FM handheld walkie 

tal kie sets for CISF Personnel at various airports. 

Procurement of 383 nos. of VHF FfVI sets for va rious 

airports. 

Procurement of 30 nos. of UHF Link equiprrent for 

variousai ' ports. .. 
Installation of HF Transmitters (Replace ment) a, 

Chennai,Tri vandrum and Delhi airports for ;Jroviding 

air to ground HF communicatiun. 

Procurement of 48 nos. of Nor. Directional Beacon for 

replacement of existing equipment at various 

airports. 

Newly renovated Customs Arrival Area, IGI Airport 

OTHER PASSENGER/OPERATIONAL fACILITIES 

• 3600 	 Imported Trolleys with automatic parking 

brakes have been provided fOI convenience of 
pa ssengers at IGI, CSJ and Chennai International 
Airports. 

• 
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. ; Airfield Crash Fi re Tenders commissioned at minimum enroute alt itude was restricted upto F31 0 

selected airports. earlier). 

. To improve passenger convenience fu rther,addit ional 

, ~ 11 3 Door Frame Metal Detectors (DFMDs) and 35 1 

,d He ld Metal Detectors (HHMDs) hdve been 

.' ided for faster security checKing. 

190 Dual Energy Colour X-Ray Machines have b~en 

insta lled at va rious airports . 

flight Info'mation Display Sys tem has been upgraded 

'th the insta llation of Split Flap Boards and Plasnla 

,nito" at NSCBI and IGI Airports. 

Electronic Data Interchange has bee n established 

thro'Jgh inter net in the In tegrated CM;JO 

Management System at the Cargo Complexes of 

D~ lhi , Ko:ka ta , Mumbil i and Chenna i Airports. 

• :f-driven command post to deal with aerodrome 

;ergen ci es put ill oreration at 5 International 

Airpo rts. 

AIR TRAFFIC MANAGEMENT 

'duced Vertica i Sepa,alion Minima (RVSM) has been 

.. lI plemented in Indian FIRs includ ing the Oceanic 

ai rspace between FL 290 and FL410 [both inc lusive] 

wilh effect from 2i November 2003. lmplementation 

of RVSM ensureS the availab ility o f more optimum 

flight levels to the aircraft tranSiting through Indian 

~s and also improves airspace capacity. 

ATS route P62R has been Extended from ASOPO 

(Designated 90int) to Rahimyarkhan (in Pakistan I' IR). 

Due to Mi litary airspace restrictions thi s route 

segment was O10t impl emented during Revi sed ATS 

'ute Struc ture - Asia to Middle East / Europe, South 

." (he Himalaya (E:MARSSH) roc;te s project in 200 2. 

Il.utomatic Dependent Survei llance (ADS) / Controller 

Pilot Dala Link Commu nication (CPDLC) - Trial 

operations commenced at Chennai and Kolkata . 

'0 minimum enroute altitude on route L333 ha, 

_e n lowered to F300. (Due to IAF restrictions the 

A Contingency Plan for aircraft operation during 

fog/ low visibility cond itior,; has b" en imp! :'01ented at 

IGI Airport, Delhi :0 reduce traffic congestion and 

minimize the dive'siC'n / disrup~ion. 

SURVEY & CARTOGRAPHY 

GPS Reference Stations were estal)ished for 3 airports, 

na mely, Lucknow, Kanpur and Pondicherry to achieve 

to,e co-ordi nates in WGS-84 system. 

The ICAO require s mapping of Aerodrome Charts. The 

Cartography Unit has done the aL'tom~ (ion of 

m ap p ing proces s. Aite r compu t erizi ng the 

Aerodrome Charts and Fal king and DOCKing Char ts of 

15 airports (includ ing international and domestiC 

(ustom ai'ports). it is now heading towards the 

computerization of "ATS Routes Chart" of the l!1dian 

air space coverir.g the FIRs. 

Consu l tanc y se rvice s on payment basis were 


provided for the su rvey of proposed heliport 5ile at 


, Amby Vall ey, Sahara Lake City near Lor.avala for M/ s 


,I' 	 Sahara India Commercial Corpora tion Ltd. alld to 

Andaman & Nicobar Administrat ion . 

AIRP OR T :; P, UTHOR I TY OF I ND IA 

( A M END MEN Tl A CT, :l 0 0 3 

The Airports Authority of India (Amendment) Act, 2003 

was enacted in September, 2003. This Amendment to 

the AAI Act of 1994 inter-iJlia provic!es tor (I) exclusion 

of private airports (like BIAL) from the ambit of "AI Act, 

but excluding Air Traffic Services and S~(urity 

(ii) authorizing AAI to charge Advan<;e-8eve!opment ~ee 

(ADF) for the development / t;;;adation of existing 

airports, (iii ) setting up of Greenfield airports , 

(iv) all(horiz ing AAI to transfer the operiltions and 

managemen t of its existing airports by way of!ong-term 

lease to pri vate players and (v) seek; te> orever,t and 

remove encroachments of airport iands.The provisions 

• 
-----------------~ 'Jl... ,1ft.! .... 
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Hon'ble Minister of Civil Aviation, Shri Praful Patel, lighiing lamp on the occasion of ,9trl Anniversary Celebration of AAI 

of Airports Authority of india (Amendment) Act, 2003 

came into effect w.e.f.1 ' July,2004. 

STATlIS ON HiE RE5TRUCTURING OF DELHI 

AND MUMBAI AIRPORTS 

To advise AAI I MCA for tht? rcstrlJcturing of Delhi 

and Mumbai airports through the formation of two 

separate Joint Venture CompJnies (Transaction), 

M/s.ABN· AMRa Asia CorpOl ate Finance (I) Pvt. Ltd. were 

selected and appointed as Financial Consultant. 

Mis. A9N . AMRa (FC) commenced their work from the 

firs! week of January 2004. 8ased on the 

recommendations of fC and after getting the approval 

of Empowered Group of Ministers (EGOM), t~'le 

Invitation to Register Expression of Interest (ITREOI) 

document was issued on 17 ' Februa,y, 2004 with ,h:: 

o 

last dale of submission of Expression of Interest (EOI) on 

4 June,20C4. 

STATUS· C;RE!:NFIELD AIRPOIHS . 
BAN GALORE:: INTERNATIONAL AIRPORT 

The Concession Agreernent (CA) finalized by the 
Working Group was approved by the Cabinet in its 

meeting held on 21' Januory 2004. On the approved 
version of the CA, I3IAL had reservations on certain 
clauses as amended by the Law Ministry. 

STArliS . GREENriELD AIRPORTS · 
HYDEHA8AD iNTERNATlONAlA.!RPORT 

After signing the Sharehoiders Agreement, Sta te 

Support Agreement ilna Land Lease Agreement on 30" 
September, 2003, the private 9romoters (GMR· MAH8) 
rroceeded further to prepare the Detailed Project 
Report (DPR) 

• 

,. • 
Airports Authority of India 

~------------------------.,.. ""'"~ NIAMAR conduc!ed 12 programn ,es for forei.qn 
o on Training & S!andardiz?tion ;n ATM held . were attended by 50 foreign 
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Relurbished Airside Corridor 
of Hyderabad International Airport 

CITY SIDE DEVE'...OP M ENT Of- NO!'l - MFTKO 

AIRPORTS 

The '~imy of C;vil Aviation had circula ted a concept 

pap n August 2002 fnrCity Side Development of Non- '" 

Metro Airpo'ts through Private Sector participation.The 

airports identified for the purpose ere - Ahmedaoa ci, 

Amritsar, Guwahati, Goa, Jaipur, Lucknow, Mangalore, 

Mad ura i, Udaipur, T riV3 ndrum. 

Acti has been initiated fo, appointmen t of Indian 

Finall,Ial Consultant (IFC) and Global Technica l Advisor 

(GTA) who wi ll as si st AAI in identifying the vi abilit y of 

landside activities inclu ding the terminal build ing for 

private sector participation thro~gh joint ve nture 

company,specific to each airport . 

The . :hitectu ral Design of Ahmedabad Airpo rt has 

ne I been ~·e lected by a Jury headed by Secretary, Ministry of 
,t; C,v,l .lIviation, Member (Planning), President, Council of 

_d Architecture, two renowned Indian Architects and one 

·in Architect from Hopg Kong in favour of Mi s Kothari 

Assor ' tes Pvt. Ltd., New Delhi and CPG Consul ta nts Pvt. 

~td. -Japore. A, regards Trivandrum Airport, f,esh 

design entries have been called from the short li sted 
bidders. 

r€ 

) ISO CERTII' ICATIONOF AIRPORTS 
8) 


:t ,~AI ;, -ommi tted to provine effective Qua lity 


Mana ,e"t System (Qrv,S) at Airports. in this di reLtioll, 

-
• 


AAI has already obtai ned ISO 900 1-2000Certification for 

Ahmedabad, Chennai, Coimbatore, Jaipur, Kolkata and 

Mumbai Airports. During the year 2003-04, ISO 

Certification for Mangalore (1 July, 2003) an d ,,004-05 

ISO Certification for Pune Airport (26 April , 2004) has 

been oblai~ed. Certification of at least four more 

Airports is targeted as per MOU signed wi th the Ministly 

of C'/i l Aviation for the year 2004-05. 

TRAINING 

Civil hviationTraining College, Allahabad 

The Civil Aviation Training Colle<)e (CATC), popularly 

known as CATC-Allahabad was p.stablished in the year 

1948. It is a training establi shment of AAI dedicated to 

training in the are" of AirTraff,c Manage,nent (ATM) and 

Communication, Navigation & Surveillance (CNS). It :s 

i fully equipped with modern training aids and Ins 19 

fully 3ir-conditioned ciass-rooms, n lab room s for CNS 

equipment, 7 labs for ATM, L;brary and Auditorium . Thp. 

hostel accomn'odation at CATC consist5 of 42 sif'gle 

occupanc)' rooms, 136 double occupancy rooms end 28 

sing le occu pancy rooms for foreig n visitors. 

CATe-Aliahabad is aiso having a TRAINAIR unit for STP 

development. 

During the year in 26 courses 163 crainees were train ed 

in CNS st ream and in 29 cou,ses 250 trainee, were 

trai ned in ATM stream - totaling in 55 courses 413 

trainees. 

A view o~ CATe Campus at Al lahab'ld 

o 
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Workshop on Training & Standardiz?tion ,n ATM held 

from 18.2.2004 to 20.2.2004. 

National Institute of Aviation Management .a.nd 

Rese",ch (Nlr. ~,~AR) 

National Institute of Aviation Management & Research 

(NIAMAR), f> reviously called "Institute v f Aviatiun 

Management (lAM)", ~as esta~lish ed ie, the year 1986. J 

It imparts train ir ,g in all di~ciplines of Airport 

Management. 

NIAMAR con ducts ,pecialized course in Airport 

Operations, Airport Enginee r ing, Constructio n, 

Comme rcial, Cargo 3nd Pers onnel Ma nag ement . 

NIAMAR is a merr.ber of the ICAO-TRAINAIR Programme 

and he s developed SDndardized Tra inir.g Peckages 

(STPs) on 'Bi rd Hazard Control Management'. NIAMAR 

also conducts lATA recogni zed T)anc;c~0u, Goods 

Regulatior,,' course. To work together in the train ing 

a'ea, NIAMAR has ,igned MoU w ith (!lTe. Thailand, 

Airport De Paris Training Centre, France and MDI, 

Gurgaon. 

NIAMAR is fully equipped with the late;t trai~ing aids. It 

has a res idential complex with 30 fu ll y furnished air

cond itioned room s and recreation facilities etc. 

During the year NIANiAR conduc t2d 89 programmes 

parricipa;ed by 12nempieyees. 

Thi s inc ludes sp"cialized training p'ogrammes on 

DangereusGoods Regu la:ions for nandling d~ngerous / 

r.aza rd vus goods ot the Cargo ;errninals for the safe air 

carria£c ;)f ex~)ort cargo th roug h feur metre airport s. 

AAI has 46 lATA / DGCA treined professionals posted at 

feur metro airpor;s. 

Three CISF Progrilmmes on "Cus tomer Care ana 

\. 	 Pa ssenger Facilitatioll" were cond ucted at NIAMAR, 

w hich were attended by 71 officers (40 CISF persorlnel 

and 31 AA I o fficer s) of th e level .of Assistant 

Commandants upte Senio r (on,mandants from CISF 

and AirrortDi,ectors/ Ai,port :'1-charge. 

G) 


NIAMAR cond ucted 12 programn ,es fer foreign 

participants wh ich we re attended by SO fereign 

participants fr om different countries li ke Bangladesh, 

. Brunei, Combodia, China, Hong Kong, .Japan, Maldives, 

Nepal, Phillipines, Republic of Korea, Singapere. Sri ..
Lan ka.Thai ldnd,Tonga and Vietnam. 

The fellowi ng Internati'Jna I Werk shops were aho 

condu(ted at NIAMAR: 

1. 	 International V/o rkshop on "Aeredrome Safety 

Audit" in asseciation with Air Services, Austral ia 

(18 - 22 . Aug~st , 2003). 

2. 	 Two International Programm es on "Ai'po, t 

Management" by IN DO-EU Civil Av iation Projec 

from 8 · te 17 April and 7 · to ~ 6 October, 2003 

respectively. 

Fire Serv ices Training Cellege (rs,C),Kolkata 

The ~ire Se r'Jices Tr aining Co lle g~ (FSTC) WilS 

establ:shed in 1960 "nd is ('ngdged in .orovidiClg Bas ;~ 

Refresher and Advan(e fire fighting trair.ing to all 

grades of Fi re Service personnel. including officers level, 

and prepares them for ha ndling aircraft and airport 

insta llations fire . The training curricu lu m is upgraJer! 

fr om time to time to i~clude requirement of late5t 

Aviation Technology and it conforms to ICAO 

requireme"ts. 

During the year the total number of trainees passed out 

from FST(,Kolkdta-AAI 218andl~PM 163. 
~ 

Construction ef new gdrdges wi th model fire statien and 

;wirroming pool at " STC, Kolkilta i, curr"ntly being 

undertaken. 

Tra inees frem Bhutan,IGR.UA & CIAL Cochin ere trained 

at FSTC. 

Testing cha'yes foo Foarn Compou'1d in confirmatior. te 

BIS 4989 have been incr~ased to Rs.6000/- per sample. 

Fire Training Centre (FTC), New Delhi 

Fire Training (en t r~ (FTC) ar New Delhi was establ isred 
in 1q72 to pro'Jide trdining to Airpert Fire Servic 

4 
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p,,,sonnel as per ICAO guidelines. FTC imparts training 
with the prime objective of preparing fire personnel for 
dedicated roles and responsibi lit ies. upgradation of 
knowledge, skills, understanding and attitude io enable 
lllPm to perform their role effectively.competently and 

'fy, ··minimizing . the I;kel i~ood of accidents · and· 
,. .rib to personnel and handl ing & main:air. ing 
equipment in order to deal with the major ai rcraft fire by 
means of a most carefully planned and rig orously 
(ollowed programme of training. 

To 	 achieve the 5e aims, Drills, Sim ulation & Mock 
'cises are conducted. The trair,ings Imparted at FTC 
registPred in the ICAO Directory. The FTC I'as a 

residentia l complex wi th fully furnished 16 room sand 8 
dormitories to accommodate 64 persons. 

.. 
fhe trai ning standard has beeCl upgraded flom time to 
I;me as per the latest aviation requirements. The 

'Wing traiCling courses are organized at nc -BaSic 
.ning Course (For n~w recruits),Promotional Courses . 

(3 Categories) and RefresherCou'ses (3 C"tegories). 

During the year '13 courses were organized at FTC and 
172 traineesfrom various !evels were trained. 

~----- - --'-""" 

Release 01 "Kalyanmayee Souvenir of Northern Region" 
by Chairman. AAI. Shri K. R;;malingam and 

President 01 Kalyanmayee Mrs. UmC', Aamalingrlm 

KAlYANMAYEE 

In Airports !\uthority of India. the Women Welfare 
b, 'ciation called Kalyanmayee, has bpen actively 
or, . .,Iveci in Wnmens' Welfare activities. The main 3im of 

-

Kalyanmayee is to carry out social, cultural a~d 

educa tional activities for the benefit of the Members 
and their families.so as to promote and imbibe a feeling 
of ;,armony and belongingness w ith the oraanization. 
The organization invo lves wom~n in tht: activities such 
as yoga; ·beautY carei medical '-and health ··awarenes, 

jjrogramme. 

The laleot sla le-ol-the-an i'iight Calib,ation Unit 01 FlU 
lilled in Ihe FlU aircra~ 01AAI 

HUMAN RESOURCE MANAGEMENT 
Th e Authority has been making consistent efforts to 
impart training to as many personnel as possible so that 
they are better equipped and their ski ll s upgraded for 
efficient discharge of their duties.Apart from sending of 
seClio, executives to various cou,ses in reputed 
Management Institutes in India and abroad. the 
Authority has ~ Iso taken steps to have coliab0ration 
with foreign institu tioo> and ·Jr.iversities to bring GL'est 
Facli ity to impart training \'0 Ou' officers at NI

lates 

that th 
th 

' 
(ATC, etc. This is in Jddi,ion to the various i '-II'UU'~' 
refresher courses and training programmes conauc'eCli 
t o keep emp loyees abreast with the 
developments ill tech'1ology and office methods, 
also continued to lay stress on informatioll shoring 
the employees at al l levels so that the employees 
together with the management in meeting the ta 
set for the organizaticn. Redressal of the gl'icvances i 
also undertaken on a continuous basis S0 
employ~es are responsive to the needs of 
'nan~geme'1t i'1 dischargi.lg the ir functions 
responsibil ities. 

http:dischargi.lg
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iNFORMATI ON TECHNOLOGY 

.·,formation Technology Direct::>rate continued to make 
: urther progress in transforming the work culture of the 

o rga ~ ;zation with a view to bring about better 

effic iency and >peed of working especialiy in areas like 

Project Monitoring of the various Civi l and Elec trical 

wo : ks etc. Th e fo ll owing 1100) 01' p ' oil'( t s vJ~ ' e 

implemented by the' IT Direc torate dUIlnq the 'I ,~ ar 

under review: 

L 00· li ne Projec t Mon ito ring System 

II . Nc wor~ DiagnoSlicToois P ' O)eCI 

Iii. Inventory & Ma intenance Manclgemenl Applio tion 

Package 

IV. Air Tra ffic Bill ing S)'st.em 

·if. Integra ted F'r:ar. cial & Persollnel Informetion 

Ma:1agel11en. Sy~:em 

I\\::>re ernployees hJve been provided wi th cO'l1puter 

fac ilit i ~s to enha'lce thei r working capabili ty with a view 

to meet the objec tives cf the ::> rgcn:za tion. These 

fac ii:ties h2v~ been added at the Corpora te Office o f AAI, 

Opera tional Offj~e, at GU''Jaon Road and also at va' ious 
airports across the countr y. 

Ir, add iti o n , pr oposa l s a re u n der way for 

implementation of the foilowing project s: 

i. 	 A; rport Information Management System at IGI 
Airport 

ii . Virtual Priva te Network (VPN) Set·up for AAI for web 

connec tivity o f all 126oirpor ts to Corporate Hqrs 

iii. 	 Video Conferencing System at 13 Airports for 
interac tive management me2ting 

iv. GIS based ~oftwa rE for Cartography Mapping and 
Land Asset Man~gement 

v. 	 Freq ue ncv Ma n age m ~ n; Sys t em fo r CNS
Operaticns 

vi. 	 Fl ight Slot Allocation System for operations 

V II. 	 No Objection Certi ficate (NOC) Clearance System 
for Public Util ity 

viii . Extension of Intranet to 20 11I'0re ai ' ports ;o fac ilitate 
use of web based ente'pri s2 lT solutions 

ix. 	 Content Manag~m~n t Sys (em to make AI'. I website 
interacti ve 

Information Technology Directorate snail be the first 

Directorate in the Corporate Office of AAI to get ISO 

9001 :2000 Certificate for its fu nctional responsibility. 

INDUSTRIAL RELATIONS 

The industrial re lations remained by and latge co rci ial 
during ~ he Y::",Jf. 

Newly instal!ed Hadar Simulat~r a: CATC Al/ahabed 

RE PRESENTAT IO rJ OF SC s / STs 

It is a con tinuous endeavo~ r on the part o f the 

Ma nagemer t to implement, in l ett~ r and spicit. 

Presidential Directi ves on reservation of SCs and STs. 

Interactions wi'ch the Representatives of AAI SC & ST 

Empl oyees Wel fa ' e Assoc ia ti or. an d Nation al 

Com mission for SCs & STs have helped in achieving not 

only the requisite perc"ntage in recrui tment and 

pr ::> motions but has also hE:lped in timely resolving 

griev~n c"s oi employees. This year AAI hes launched 

Sj?<?cia! Recruitl1l'en: D, ive to fiil up backlog of vacancies 

w hich w ill further improve the percentageof SC & STs in 

the services. 

Replesenta tion or SCsI STs in Ailports Authority o f In d id 

asoI1 31.3.2004 isgiven below: 

Total To tal % lM't 
% 

No. of No. of of No. of of 
employees SCs SCs STs STs 

20285 5i69 25.48 i ' 033 i 5.09 

." 
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Pr. OGRESSIVE USE OF HINDI 

Implementation of Offic; , 1 Language & Ru les made 

mal Offices Ii< ar vario"s Airports to encuurage l:,e 

thereunder is en sured in AAI . Dur.inq the yea r. 

work: hops 10 <eminars on Hind ' were hele: at CHQ. 

". I~ ' 
, oyees for the use of Hindi . employees 've'e given 

li d ,11 [;9 in Hi nai TYiJing. Stenog raphy & Con,puters. 

Mee 1i ng 5 of Official L~ng",Jg e Imp le l1W nt iHio n 

Co mmittee Wt,U C held to review t:)e progr 55. During the 

./ 1 'If the follnwing achievements wert' m..~de in th e 

' 'l lCntd[lCm of Orficial l angu age ,.o licies ,1ncl Ih 

)t iun umongst the em plcyees:· 

All India Official Language training p ..ogramm~s 

'" ere -:- ond ' lr: ted by various c1 g c nC I~S. Of:'jLiJI 

LJngu t,ge Im plernl? nt ation on"'imi n ees we re 

"r(j;l r !J' on r ~gular ir. ! ~ 'rva l s W r t2v i ~w tile 

':gr 5S of Implernentalic 'l of Officia l Languag ,n 

-C;, qh Q and f;eld s t atio ~s. 

n',e seco nd sub committee of the ~ar l;c:mcllt a ry 

Com~1i tte ,= on t~, e Official l.anguJg e ha s insi')ccted 

Nagpur, Vizag, Silchar Airport s and the office of 

Q2gional Executive Director, Northern Reg;on, office 

. Airpor: Direc:or, Chen nai and Mumb"i . 

~AI had organiz~d 'Hindi Noting and Drafting 

Competition' for the employees of all PSUs cf the 

G0vt of India and provided Offi(i~ 1 Lang uage Shield 

to Delhi Tow n Official Language Implementation 

r mmi!tee (Undertaking). 

ndi Pakhw2ra' was orgar.ized by almost all the 

offices of AAI dIning which var'ous com !=,ctiti0ns 

were organized and (~s il prizes were giver. ior 

Outstanding Performance. 

VI' "NCE DEPARTMENT ,i 

The " '!;Ition(€ DepiHtment con tinued to lay emphasis on 

strengthening preventive vigilance aspects in AAI. 

Complaints were promptl y acted upon to check 

malprac tices and prevent conupt practices. information 

Technology tools are bei"g used for underta king 

pre\' ';ve vigi!~nce . The guidelines of the Centraf 

Vig il ... ce l om mis>io n are being folio'",ed while 

-


'l"'" odt~ ..... 

"nd ertaking vigilance work in AAI. Vigilance Awareness 

Week was observed at the various airports in November 

2003 to creat e ind ividual sen siti vi ty as well. as 

Organizationa l Awareness as an effective tool to achieve 

the Corpora te Missi cn. 

S:.li S N2'r. AirpOr1 Ol,-ector. IGI AIrport receiving a'Nard insllluled 

oy :dlnlSlry of Touns! for b I c)Jnlalncd Inlernarrollal Alrpcn 


fr o:n Iht:! U'",cn TOUrism Mlr'~ter, Shrl .Iagmohan 


EV~NTS OCC URR FD 
2004 

Ar-T ER 3 1 MARO.. , 

RI:STRUCTURING 

AIRPORTS 
OF DELHI AND MUMBAI 

Subseyuent to formation of the new Govprnment in 

May 2004, the Hon'ble Minister of State for Civil 

Av iation discussed in detail few critical issues 

re lating to the Tran sac tion includi,)g the qua"tum of 

breign direct investmeNS. In order te address these 

cri t;cal i ~su e s, the las: date of su bmiss ;on of EOI W i'S 

extended to 20 July, 2004. The EGOM h,s been re

constituted by' the Governrnent under the 

Chairmanship of Defence Minister and comprisi r,y 

tile Finance Minister, Civil Avi~ticn Minister and Law 

Mini ster wh ich will take the Transactio n fo rward . 

ThE; EGOM in its meeting held on 21 June 2004 

approved the appointment of a Global Techni(al 

Adviser (GTA) and the Legal Consultant besides 

ce rta in changes in the ITREOI docurnent. A proposal 

for appoir.t no~n t o f ar' Accountirlg and Ta x Advisor in 

connection with the Transacti on is un hand. 



Airports Authority of India~-------------------
Greenfield Airports 

Bangalore International Airport 

After discussions on those clauses on which BIAL had 

certain reservat ions and after mak;"g appropriate 

amendments or o therwi se, the CA w:s put to the 

Cabinet once again for its approvdl. rhe Cabinet in its 

meeting on 15 ' Ju ne, 2004 approved the revised CA.The 

CA, as approved by the Cabinet, was signed on 5 July, 

2004. 

Gther importallt Agreements, which are to be executed 

by SIAL after the signing of CA are Communication, 

Navigation, Surveillance / AirTraffic Mdnagement (C:'>IS / 

ATM) Agreeme~t with AAI, State Suppert AgrEe~ent, 

Land Le~se Agreement with GO',prnment of KM~ataka 

and Findncing Agreernent with L"'nders (lCiCI Ban k) . 

The financial closure is expected to be achieved shortly. 

The target opening date for the new airport is 33 

mont"s from the date cf financial clese. 

Hyderabad 1:1ternational Airport 

The Detailed Project Rerol t (DPR) prepared by the 

private promoters is under scrutiny by AA!. 

Hyderabad Internatienal Airport Limited (H IAL) have 

submitted draft Concess ion Agreement to MCA and Alii, 

which is underdi scuss ior.s. 

MoU between AI\I and CO;1(Ordia University 

A Memorandum of Understar.ding (MoU) has ceen 

sig ned betwEen Airports Authority of India ar.d 

CorKol dia University, Montreal,Canada en 22.4.2004 for 

cooperation betwee n th ~ two in stitution s for 

developing National In stitute of Aviation Management 

and Re~~a rc!~ (NIAMAR) as ~ n Institute of excellence in 

the field (If aviat ion ma~emeN . The areas of 

(ooperation are: de~lOi5i'i1eni and training of aviation 

management, lesearch and development, developing 

and delivery of SPeCific short term CErtificate courses .I 
programm~s and training, any other field of mutual 

intere;ts. This MoU will remain valid for d period of five 

years dncJ may be renewed with mut'Jdl consent. 

OtherWorksCompleted 

Extension of runway, construction of isolated aircaft 

parking stand , perimeter road and allied works at 
•Agartala Airport . 

3 nos. esca lators have been replaced with latest 

version of escalators having additional saf ty 

features at Ind i ra Gand hi International Airport, Delhi. 

Installation of Survei llance ccrv at Imphal, 

GuwClhati,Bagdogra and Aga rtala Airpo rt s. 

I nstallation of Radar Simula tor at CAT( Allahabad. 

Installation of DVOR at Mumbai, Bellary and 

Hvderabad Airports. 

Jv.A·JOR ! N;: I1 AS T R UC T UKE WO P-V,) 1 
PLAHN [D DURING 20CJ4· 2lJl)~·1 
ind;,a C:a ndl,i !nlern ~ ti c> n al Airport, Delhi 

State·uf·the·Art Facilitation Counter al TermioaHl, IGI Airpon 

Modification and expansion of Termina l-1 B, Arrival 


Block,Terrninal·1 A,roads and car park. 


Construction of nnultilevel car park. 


Construction of aud itorium near NIAMAR for 4CO 


persons capacity. 


c Modifications of Domestic Terminal fnr Private 
Airlines. 


Creation of additional check-in·counters and 


conveyor system in dep~;turc lounge ai 


l ~ternationalTerm inal. 




lia 

aft 

at 
~ 

:? ' : 

~ly 

ilL 

,al. 

nd 

J 

ivai 
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construction of parallel rUl'way p. connecting 

taxiways. 

Modification o f exis,;ng aircraft parking stand no. 37

40 to accor.,moda:c B-73 7-800 type of aircraft. 

"s truct ion of barracks for commandos ' and 

securit y forces 0 f CISF. 

• 	 Renovation of Ceremonial Lounge at Inter'1ational 

Terminal. 

- ,nst ruction of aJmin;strative building. 

Jvision of 'visua l Docking Guidance System at 

International Terminal. 

Additional standby air-conditioning plant ar 

Domes;ic Tt'rm'nal and replacement of 2 nos. air 

nd ition ing piant at Dumest ic uepcr tur2 Building. 

. " ,struction of "pid taxiway. 

Chhatrapati Shivaji Internat;onal Airport, Mumbai 

Cybar Cafe situated al Term!nall-S . CSI Airp0r1. , Mumbai 

Expansion and modifica tion of Terminal-1 B. rOilds 
e i car park. 

l 'Jnstruct ion of 14 nos. remote aircraft parking 
stonas. 

• 	 Modificat ion ofCar park at In terna tionalTerminal. 

CO"struction of interim Cargo FACT shed. 

I.. "' rnational CourierTerminal. 

1::, >-,ortCa rgo terminal (Phas",- l il A). 

-

" 	.... . 
• 	 Extension of 8-3 taxiway towards runway 

beginning. 

Modification & extension of the exis t 
InternationalTerminal Bui lding-2B. 

Construction of Naval Aviaiion Enclave (Dep 
work) . 

Strengthening and improvemen~ of secont 
runway. 

C<'nstruction of taxiwa y parallel to secon< 
run way 14/32 beginnlng from 32 upt;) main run 
& further extended upto B-3 taxiway. 

Construction of link ta xiway connecting new hal 
area w,th the mai n run way. 

Construction of addiriona: 4 nos. domestic ai r· 
parking stands. 

Construction o f 2 no; . r.ang 3rs fo r non-sch~d 
operat() rs. 

Construction of Hel iport ':In the west sid~ cf 
37 beginning. 

~odifica tion s to ex;;t ing bridge over Mithi RiVE 
main runway at 27 beginning. 

Extensior, o f main runway 09/27 ot the 09 begin 
for clear length of /. km from intersection holdir 
runways . 

Construction of night parkin:! aircraft parking st 

inc luding link taxiway from "",way 14/32 or· 

wes t of Runway 32. 


Con;truction of Office Building for BCA5. 


Provision of Visual Docking Guidance Sy ' 

(VDGS) 


NE:taji <;ubhas Chandra (Jose Interllational Air 
Kolkata 

• 	 Construction of Integrated Cargo complex . 

Modification / extension of I ~ternational 

(Phose-II) 

Con s tructio~ of facilitation lobby, linking corri 

"Circu lar Railway" from Cum-Dum to NSCBI Ai 



,. 	 Up-gradation of fire fighting system f~ r International 

terminal building and cargo comp lex. 

Construction of hangars (3 nos.). 

Extension of Secondary runway by440 m. 

Chennai International Airport. C~ennai 

Construction of Phase-II of Administrative Bui lding. 

Const r ~ction of ca r park and boundary wall at An na 

Internationa l Term inal phas,,-1. 

Modification of Anna InternationalTermi nal (Ph-II ) 

- Construction of building conn2cting old & new 

Interna t ional T ermina I s. 

- Conversion of existing international departure ha li 

in to arrival hdl l. 

Construction of Integra ted Cargo Termina l Dhase-!I 
., 

Construction of su bway f flyover in front o fTri shulam 

railwil y ,tation. 

Construction of apror, for aircr~ft !Jarking stand no. 

35 ~ncl hard stand. 


Const ru ction of barracks for commandos and 


security forces ofCISF. 


Extension of pa rallel taxiway from Delta taxiway to 

secondary runway. 

Provision ofVisual Docking Guidance System (VDGS). 

, Construction ofha'1gars (5 nos.). 

Trivandrum International Airport , 

Thir..van3nthapur~m 

Constru~tion of new Internationai Termi nal Compl2x 

across Chaka i Cana l. 

Provision of~erobridge at Internationa lTerminal. 

Sardar Vallabhbhai Patel International Airport, 

Ahmedabad 

Construction of new Domes tic Arrival. 


Construction of new International ;erminal 9uilding. 


m 

Aerodro'lleWorks 

Development of Deh radu n Airport 

Development of new . Civil Enclave at Jaisai 

Airport . 


CoroSl'uction of Terminal Bu ild ing at Khajuraho, K 


Udaipu r, Va rana si, Agatti end Visakhapat : 


Airpor ts. 


Expansion ofTerminal Building ard alliec wor 


Sri nagar Airport 


Extension of runway at Aurangabad Airpor t 


Extension and resurfacing of rUflw3Y at Ra 


Airport. 


Strengthen ing and ex tensron of r~nway at Ma C: 


Airport 


Const ruction of l'1ternational T.ormir.a r Bu ildin 


M~dura i Air;:>ort . 

CNS and ATM Facilities 

Procurement of 26 High Power DMEs and l ' 


DMEs. 


Provision ofDigita i lioice Recorders at 31 location 


Dedicated Satellite Communication Network to 


airports. 


Provision of Voice Communication & Control Sys 


(VCC)) dt f"'umbai, Del hi, HydPrabad, Ahmedal 


Trivandrum, Guwahati, Nagpur airports 3nd C 


Alla:13bad. 


N"tworking of rJdars located at Nagpur, Varar 


Guwahati and Berhampui'. 


Aerodrome Sim:.r lator at CA;C, Allahabad . 


Procurement of a high altitude aircraft '" 


Automatic Flight Insp2ction 5yst"m for calibrat 


purpose~ . 

http:T.ormir.ar
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C'c ,an. AAI , along with Delegales and Regional Direclor, ICAO, 
,ngkok Regional Oifice during Ihe APANPIRGI15 Meeling 

SOARD 01: DIRECTORS 

During the lear, the follow ing changes took place in the 

c')mposition of the Board: 

Sh .K. Narula reti red from the services of Airports 

Pou : .vrity of India on atlaining the age of superannua

tion on 3 t' January. 2004. He was Men ,ber (Per;orn,,1& 

Admini stration) from 26 ' August, 1997 to 31 January, 

2004 and was also officiating Chairman of AAI from 

1.1 - ' 02 to 31.1.2004. 

The ..l inistry of Civi l Aviation vide their letter Number 

AV-ll01S/00 1/ 2001 - AAI dated 31 January. 2004 

appointed Dr. NasiM Zaidi, Joint Secretary, Ministry of 

Gvil Aviation,to hold fuli addi tional charge of th" post of 

Cha irman, Airports Authority of India, in addition to his 

OWl' ' esent duties anc respo;lsibiliti es with effect from 

Jfternoo," of 31.01.2004 till 16.03.7004 or till a ~egular 

incumbent ,s appointed, whichever is earlier. 

}he Ministry of Civ il Aviation v ide their letter 

No.AV.1101S/001/2001 - AAI dated 9" March, 2004 

zpp 1ted Shri K. Ramalingam, Membe~ (Planning) and 

hoIG ,:1g addi tional charge o f the post of Member 

(Operations), as Chai rmar, of Airports Authc rity of India 

for a p~r;cd of five years from the date of hi, taking over 

charge of the post or till the date of his superannuation 

Or unti l further orders whichever ev"nt occurs earner. 

:hri amalingam assume1 charge of the post of 

<..hai',l1a n on 11 .03.2004 . ,l 

.. ., 

The Board placed on record its highest appreciation of 

the va luable and di stinguished services rendered by 

Shri S.K. Narula during his tenure both as Member 

(Personnel & Administration) and Chairman of Airports 

Autr.ority of India. The Board also placed on record its 

highest appr~c;a tio n of t~e va lu,ble service s re"dered 

by Dr. S.N.A. Zaidi, Joint Secretary, Ministry of Civi l 

Aviation during his tenure as Offic iating Chairman of 

AirportsAuthority of Indi2. 

Ason 31 March, ~004 , the Board of Airports Authorityof 

Ir,dia consisted of the following Members: 

1. Sh~i K.Ramalingam - Chairman 

2. Sh ri Satendra Singh - DGCA & Ex-offi cio Member 

, Shri V.Subramanian - Part -t ime f"'ember 

4. Dr.S.N.A.Zaid; - Par~- t i ,ne MeMber 

S. Shri Sunil Arora · Part-time Member 

6. ShriTK.Mitra - Part-time Member 

7. Shri VDV Prasad Rao - Member (Finance) 

ACKNOWLEDGEMENTS 

The Authority plac~s on record its a ppreciation of the 

si ncere efforts and contribution made by the employees 

atail leveis. 

The Authority also acknowledges the assistance and 

support given by the Ministry of Civil Aviation, DGCA, 

Comptroller & Auditor General of India and other 

Goverr,ment Departments, Airl ines and othe~ ~genci"'s . 

The Authority al so wish es to place on record the s"pport 

arid cooperation received from the Reg ional Office of 

ICAO at Bangkok as well as the ICAO Headq uarters at 

Montreal in various fa cets of the functioning of the 

Authority. 

On behalfof 
AInPORTS AUTHORITY OF INDIA 

Place: ~lewDelhi (K. RAM!\LlNGAM ) 
Dote: 28" July,2004 CHAIRMAN 

..----------~--------------------------------------------------------------
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2003-2004 2002-2003 

7% 7% 

4 50,0~._""", 45% 

-
2% 1% 4% 1% 

° Current Liabilities ° Capital ° Reserves & Surplus 

L-_ _ ___ _ __ __ a _ ()_ _ __a_n_s___ _ _____________~O Loa_n s_f_rO_m_G ov_,. of_ln_U_i_ ____ Ot_he_'_Lo . 

WHAT WE OWE 

Rs. in crores ~-

Capita l 

Re$erves& Surplus 

Loans from Govt.of India 

Other Loans 

Current Liabi lities 

Total 

• 


416.63 405.59 

2602.55 231 7.07 

2,04 16,80 

143.19 208.93 

2612.64 2501./6 

5777.05 5450.15 .. 



'I 9th Ar.:1ual Report 2003-2004 -------------------~ 
FINANCIAL HIGHL1GHTS 

r 
2003-2004 2002-2003 

1% 10/0I
• 

'f 
o Current Assets Fi xed Assets (Net) • Work in Progress o Investments 

WHAT WE OWN 

Rs. in crores 

~ 
~ Fixed Assets (Net) 1801.56 1714.16 

It Work in Progress 456.15 402.56 

Investments 10.00 11.15 

Current Assets 3509.34 3322.28 

Total 5777.05 5450.15 

t
~ 

G> 
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-PERFORMANCE AT A GLANC~ 


2003-04 2001 -02 2000-01 1999-00 1998-99 PARTICULARS UNITS 2002-03 

SOUI'CES OF FUNDS 
Rs. j;"\ croreo;- 416 .63 405 .,9 38E.79 355.09 350.13 337.63. Pa id up Ca pi ' " 

2.04 16.80 26 .87 35 .55 57.35 49. ~Loans from Govt . of India 

l oan portie n of Comme ncij',g Capita: 26.25 63 .00 73.50 8400 

296.22 3 14.97 332.94Loans - Others 1"3.19 20893 262.69 

Rese rves & Su rplus 2,602.55 2,, 17.07 2,023.49 1,715.58 1.534 .73 1,273.53 

To tal 3.164.41 2,948 .39 2,728.09 2,475.44 2,330.68 2,077 .22 

APPLICATION OF FUNDS 

Fixed Assets (Less De;>rec.) 1,801.56 1,71 4.16 1,65" .97 1 ,55539 1,447.86 1,175.05 

Work jf") Pro!=lress 456.15 402.56 317.38 409.27 44{'.72 09199 

Investments 10.00 11.15 14.12 18.28 18.)8 1B.la 

896.70 820.52 741 .62 ~92.50 404.59 261.4 5 

Deferred Revenue Exoenditu re 

Workin" Ca pitol 
15.23 30. 

Total 3,164.41 2,943.39 2,728.09 2,475.44 2,330.68 2,077. 

INCOME & PROFIT 

Revenue 2,630.59 2,384.49 1,244 .84 1,873.44 1,691.28 1,591.27 

Expenditure 2,086 .63 1,88 / .44 1.767.86 1,514.36 1.346.55 1)55049 

Profit befe;e tax 543.96 497.05 476 .98 359.08 344.73 335.7 

Provision for tax 229.00 215.00 210.00 145.00 133.35 127.37 

Profit after tax 314.96 282.05 266 .98 214.08 211 .38 208.41 

APPROPRIATION 

General Reserve 141.59 127 .27 194.82 136.1\7 127.30 1~0.38 

Specific Reserves 94.40 84.84 17.16 22.31 32.50 22. ; 3 

Proposed Divider.ci 7e.On 62 .00 55 .00 50.00 42.28 416a 

Tax on PrQPused Dividend 8.97 7.94 5.10 9.30 4.17 

Total 314.96 282.05 266.98 214.08 211 .36 208.41 

NETWORrH 2,617 .95 2,370.93 2,142.Cl 1.88032 1.691 .15 1,417.23 


(5h~re Capital +Gen. Rese;ve + 

Specific Reserves - Def. Rev t Xp) 


CAPITAL EMPLOYED 2,698.26 2,534.68 2,396.5 9 2,O~7.89 1,852.45 1,437.0J 


(l'iet Fixed Asseto + Workins Ca pita l) 


Current ,,"ssets 3,509.34 3,322.28 2,881.91 1,60920 2.356. 14 2,006 .6 1 


(urrent liabilities /.,612 .64 2,501.76 2,140.29 2,11S.7G 1,951.55 1,745.16 


Working Capital 896.70 820.52 741 .62 492.50 404.59 261.45 .. 

~ 
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PARTICULARS 

O-'~:: R FACTORS 


A 
 [ion to Fixed Asset~ 


Sundry Debtors less Provision 


No. o f employees in position 


Aircraft Movements 


P ao.;~e n gt' r M oveme nts 


( o Handled 


"ATIOS 

?rofit AfterT3X to t\ , ' Worth 

Profit Before Tax to Car;t,,: [mphyed 

p. 'it AfterTax to Ca~i tal Employed 

lver to Capita: tm~loyed 


( \ 1: I'ent R.a(!o 


Profit Before Tax to Tota l Revenue 


Profit After Tax toTotal Revenue 


Average Debt Collection Period 


,~ ·f Aircraft Movements per employee 

R we per employee 

Revence Exp. Per emp loyee 

MlNUAL PLAN 

Pial ' Outlay 

-< At ,I Capital Exp~nditure 

l FINANCED AS UNDER: 
7 
 Internal Resou,ces Utilised 

North Ealle rn Cuu ncil Grant 

Buc' - etJry Suppert Rece iv~d from Govt 

Ot Resources 

Loan from MIP,DS 

Funded frolTo MOD/AP Govt.
13 


Scheme funded by HP Govt 

Foreign Loans .1 


6 


15 


~ 
- ----- --------------- " ... ..r.d ".-~ I 

PERFORMANCE AT A GLANCE 

UNITS 2003-04 2002 -03 2001 -02 2000-01 1999-00 1998-99 


Rs. in crares 464.93 400.54 411.38 382.75 5u7.90 3845 1 


530. 13 536.68 426.39 315.57 271.60 300.62 


Nos. 20285 21015 20807 20541 206 14 208 13 


Nos.'Onos 637 561 5 10 490 468 


48691 43988 40003 42025 39004 36974 


Tons'OOOs 1068 982 853 846 797 699 


Percentage 	 12% 12% 12 'l~ 1 a; 12'1'lJ 1 5"" 

200/0 20% 2C% 18 19% 23"0 

17% 11% 11 % l C% 11 % 15'l-0 

~7% 94% 94u/o 91 % 91% 111% 

1.38: 1 1.33:1 1.35:1 1.23:1 1.J.0: 1 1.15:1 


Per ':ent;;lg'? 21% 21 c/o 21 ufo 19% 20% 21 % 


12% 1 2% 12 0/:) 11 % 12% 13% 


Days 200 188 164 134 130 147 


No s. 32 27 25 24 23 20 


Rs. in '000 1,297 1,135 1,079 9 12 820 765 


Rs. in '000 1,029 898 850 737 653 603 


Rs.in crores 800.00 717.29 554.59 527 .24 625 .04 538 .12 


566.22 44566 319 49 348 .00 36C.63 3 19.87 


516.14 383.04 255. 15 282.80 3 ~ 3.13 278.61 

4.50 25 .00 20 .00 20.00 15.00 

n08 33.59 40.24 25.20 25.00 25.00 

1.50 7.00 

23.50 

4.03 

41 0 20 .00 9.25 

TOTAL 566.22 445.66 319.49 348.00 360.63 319.87 



~ 1" . 'rt,·, ...., --------------------  - -
Airports Authority of India 

PREVIOUS 
2002-03 

Rupees 

405,58,64.749 

262,03,25 ,765 

1580,08,9 1.400 

89,70,00.800 

342,8 1,94,986 

21,21, 10,768 

21,2 i ,1C,768 

225,73,37.472 

')96,94,17,647 

I S04,82.32,148 

SI. No. CAPITAL & LIABILITIES 	 SCHEDULE 

1. CAPITAL ACCOUNT 	 A 

2. 	 RESERVES AND SUKPLUS 

(il Capi tal Re serve 

(ii) General Reserve 

(iii ) Any Other Reserve 

Fi xed Asset s Replacement Re-se(ve 

Obsolescpnce Rese rve 

Com ingency Reser\'e 

(iv) P 11 LAic ba lance as por App ro[>ri3tion Alc 

3. CAPITAL GRANTS 	 B 

4. 	 BORROWINGS C 

- SECURED 

- UNSECURED 

5. 	 CURRENT LIABILITIES & PROVISIONS 

I i) liabi lit ies D 

(i i) PrO'/is ions 	 E 

CURRENT YEAR 
2003-04 

Rupees 

41 6.62.64,749 

266,53,25,764 

1721,68, 15,570 

134,70,00,000 

390,0 1,69,707 

44,80,98, I 28 

44,80,98, I 28 

145.23,00,859 

1063,02,78,224 

1549,61,25,11 8 

_ _ _ f:..::OTAL_ _ 5777,04,76,247 5450,14,85.BOJ 

CONTINGENT LIABILITIES 

NOTES ~ORM!NG PI\RT OF TH

I\CCOUNTING POliCIES 

E ACCOUNTS 

S 

T 

U 

SCHEDULES A TO U ATTACHED FOP.M AN INTEGRAL PART OF BALANCE S~EET AND PROFIT AND LOSS ACCOUNT. 

~~ 
~ 

Place : New Delh i (M .e. K!SHOIlE) (J.M _KHARBAN[)A ) 
Dated : 18.06.2004 Company Secretary hecutive Dire ctor (F&A) 
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-:t1tJU3Jd: 133tfj'UflfUUJit3:Ur.:
51. No. PROPERTY & ASSETS SCHEDULE 

FIXED ASSETS 

i) Gross Block F 

6. 

Lf: :i~ : Deprt.::c i(llion 
Net Block 

ii l Capital Work-in -Prog(ess G 

7. INVESTMENTS H 

8. CIJR:1ENT ASSETS 

I) Stol es /I; Spares 

ii) Sundry::lebtorsr,. i ii ) Cash & Ba" , Bala nce J 

r 
IV) Deposit s, lo"n~ imd Advan ces K 

v; Interest Aco ued 0') Invesrmen t s/ Ceposjl ~ 

vi) A.I1Y Otn : itf'm 

(id ?r cp()iQ f.r. '(p0n"~sf Ib) Incom e Jcc rued but not dup 

9. MISCELLANEOUS EXPENDITURE 

(to the extent not w~l tte n off or adjusted . 

10. PROFIT & LOSS ACCOUNT 


(Debit Balance) 


11 . ASSETS EARMARKED AGAINST DePOSITS 

HELD ON ACCOUIH OF OTHERS 

CURRENT YEAR 

2003-04 

P.upees 

PREVIOUS YEAR 

20J2-03 

R·.Jpees 

4788,2 1,1'1 ,747 

2986,64,91 ,55S 

1801,56,20,192 

4S6, 15,27, 177 

4323,2/,6 1,974 

2609,11,83, 248 

1714,1 5,78,726 

102.55,88,368 

9.99,76,350 11 ,15.00,000 

4,08,44,073 

530,13,09,23 2 

1250,63.00,827 

158 ;,78,77,376 

49,51,89,43 1 

3,39,9 S,93~ 

536,1'7.99.3 35 

111 0.1 2,31,492 

)45 1 ,03, 83A 7~ 

11 4,98,1 6,632 

3,67,67,037 

89,50,64,552 

4,;: U 9,869 

10 1,83,9 1,966 

TOTAL 5777,04,76,247 5450,14,&5,8G3 

IV.D.V. PRASAn RAO) 
M ember (Finance) 

-

~ 

IK. F<AMALINGAM) 

Chairman 



Airports Authority of India~------------------------'I '''" >of"" ~.. 

51 , No. 	 EXPENSES 

1. 	 PAY AND ALLOWANCES 

2. 	 OTHER STAFF COST 

3. 	 OPERATING EXPENSES 

4. 	 OTHER ADMINISTRATIVE AND MISe. EXPENSES 

5. 	 DEPRECIATION 

6. 	 FINANCING CHARGES 

7. 	 PROVISIDrJS 

Provision for Doub:ful Gebts 

Provision fer in come TdX 

8. 	 LOSS FROM FOREIGN PROJECTS (NET) 

9. 	 EXTRA-ORD!NARY ITEMS 

10. 	 PRIOR PERIOD ADJUSTMENTS (NET) 

11. 	 NET PROFIT CARRIED OVER TO PROFIT AND 
LOSS APPROPRI!\TION ACCOUNT 

SCHEDULE 

L 


M 


o 

p 

Q 

CURRENT YEAR PREVIOUS YEAft 

2003-04 2002-03 

Rupees 	 ~upees 

576,54,26,028 657,49,3. ' 11 

164,06,23,828 116,72,5'; ,751 

684,41 ,5 1,541 598,72,27,832 

148,44,34,210 75,96,4 7.6 15 

376,97,81,978 343,33,5~ , 792 

8,24,88,743 ',4.37,22,866 

114,20,16,438 5 1,35,07 _ 3 

229,00,00,000 21S.CO,OO,000 

13,74,36,3 37 29,47,10,497 

314,95,61,11 1 282,00.45,181 

14 

Note:- Exp~ nditurE: incurred in Foreign (urrer1cy durin;, the Financial year on account of Purchase ofCapitZlI Goods, 

Spare parts, Fore:gl'l Travel, Con sultancy, Repayment of foreign Loans & Interest and other matter wa ~ Rs.154.32 crores. 


Place : ~Jew DE'lhi (M .e. KISHORE) U.M. KHARBANDA) 
Dated : 18.06.2004 Company Secretary Executive Director ( r-&A~ 

http:Rs.154.32


9th nnual Report 2003-2004 	 ~- -------------------- ~".. ~ ..... 

51. No. 	 INCOME 

12. 	 TRAFFIC REVENUE 

Route Navisation~1 Facilities Charges 

Land ing Fees 

Parking and Hous ing Fees 

Terminal Navigatio nal Landing Charges 

Passenger Service Fees 

13. 	 NON TRAFFIC REVENUE 

Pubiir Admission Fec~ 

Tr~ding Concessions 

Rent & Se rvices 

14. 	 CARGO REVENUE 

15. 	 OTHER MISCELLANEOUS INCOME 

16. 	 PROFIT FROM FOREIGN PROJECTS 

17. 	 EXTRA-ORDINARY ITEMS 

18. 	 PRIOR PERIOD JI.DJUSTMENTS (NH) 

19. 	 NET LOSS CARRIED OVER TO PROFIT AND 
LOSS APPROPRIATION ACCOUNT 

~qm;)ULE 

R 

P 


Q 


CURRENT YEAR 

2003-04 

ilupees 

,38,24,82,685 

477,5i,85,796 

18,24,31,589 

103,47,56,000 

426,60,37,379 

20,95,95,882 

1 73,0 1,22,037 

147,73,93,C68 

249,19,57,691 

248,66,04,0 75 

21,87,54,012 

PREVIOUS YEAR 

2002-03 

Rupees 

684,84,22,5 24 

439,27,98,619 

16,57,02.490 

120,2:<,36.811 

395,8 1,60,220 

19,03,09,380 

167,.. 2,04,256 

12630,58,597 

242,54.69,601 

i 11.92,02,164 

47,38,646 

TOTAL 2630,59,10,214 2384,4.9,03,Y08 

(V,D.V. PRASAD RAO) (K. RAMALINGAM ) 
Member (Finance ) ChairmC!rI 

-
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; Airports Authority of India 

·~)#ij:j!+ftj4J;{')4j1@i[·UttRl(.liUi.g·)i'W"Pi'3N'13II'h'@'it3:i?HtJ 


i~O. PARTICULARS 

Net Loss brought forward from Profit & Loss 

Account, if any, or transferred to Balance Sheet 

as Acct.;mulated Loss 

,.. , Transferred to Fixed Assets Replacement R2serve 

). Transferred w Other Reserves 

(i) Contingency Reserve 

(ii) Obsolescence Reserve 

4 . Proposed Dividend 

S. Tax on Proposed Dividend 

6. Transierred to General ReservE 

TOTAL 

.~~,
~ 

Place: New Delhi (M.e. K1SHQREI 
Dared :18.06.2004 Company Secretary 

CURRENT YEAR 

2003-04 
Rupees 

47,19,74,721 

23,59,87,360 

23,59,87,36C 

70,00,00,000 

8,96,87,500 

141 ,59,24,1/C 

PREVIOUS YEAI! 

2002-03 
Rupees 

42,42,21,536 

21 ,21,10,768 

21 ,21,10,768 

62,00,00,000 

7,94,37, 5 ) 

127,26,64 .609 

314,95,61,111 282,05,45,181 


(J.M. KHAHBANOA) 
EKecutive Director (F&AJ 

.•~ 

.. 


mailto:ij:j!+ftj4J;{')4j1@i[�UttRl(.liUi.g�)i'W"Pi'3N'13II'h'@'it3:i?HtJ
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SLNO, PARTICULARS CURRENT YEAR PREVIOUS YEAR 
2003-0.. 2002-03 
Rilpees Rupees 

7. Net Profit brought forward from Profit & Loss Account 314,95,61,111 282,05,45,181 

TOTAL 314,95,61,111 282,05,45,181 


Uh~ 
(V,D,V. FRASAD RAO) (f(, RAMALINGAM) 
Member (Finance) Chairman 

-



-------------------

Airports Authority of India~--------------------------
SCHEDUL-E-~ A

CAPITA:" ACCOUNT 

PARTICULARS CURR':NT YEAR PREVIOU!. YEM 
2003-0'1 2002-0~ 

Rupees Rupees 

Commencing Capita l 209,00,00,000 209,00,00,000 

Equity Portion of Budgetary Support 207,62,64,749 196,58,64,749 

TOTAL 416,62,64,749 405,58,64,749 

. SCt:lEDULE ~. 8 · . 

CAPITAL GRANTS 

PARTICULARS CURRENT YEAR PREVIOUS YEAR 
2003-04 2002-03 
Rupees Rupees 

Grants receive:ifrom; 

, . Centra l Government 

2. State GO'/erm"ent 

3. Any othe r Agency 

TOTAL 
-----------------------------------~ 

.. 




f· 
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, .. SC~DULE - C 

BORROWINGS 
• 

PARTlCllLARS CURRENT YEAR PREVIOUS YEAR 
2003-04 200L-03 
Rupees Rupees 

A. Secured: 

1. Domestic 

2. Foreign 

B. Unse~urerl : 

1. Provided by the Central Government U/s23(bi of A.AI A.a. 2,04,00,000 16}9.S(),OOO 

2. Foreign Loans 

(a) Guaral.teed to the extent by 

I. Govt. of innia 114,49,39,775 159,41,88,248 

II .Other iOdns & advancE's 

3. Other Loans 28,69,61,084 49,5 1,99,22 4 

C.lnterest accrued & due on the above 

i 
f 14S,23,00,85-=9 ....:3;.:.,3 4....:2_ TOTAL : __--=2:-.:2:.::5.:.:,7 :_7....:,....:7=

('ut of above loans, RS.79.76 cro res are Short-term loa ns. 

-


http:RS.79.76


~------------------------ Airports Authority of India 
'J"n ,~<" u, 

. SCHEDULE - D. .. . 
CURRENT LIABILITIES 

PARTICULARS 

LI ABILITY FOR : 

- Goods Supplied/Work Done - Capital 

- Gocds Supplied/Work Dune - Revenue 

- Pay £, Allowa nces and Exg ratia 

- Provident Fund 

- M'Jnicipal Ta xes 
- Arbitration 

- Recoveries Awaiting Remittance 

- Benevolent Fund 

- Met Expenses 

- Other Expenses 

Sundry Creditors 

Liquidated Damages 

An!i-hijac~ing ExpensE's 

Works Ta .~ P"nding Remittance 

CISF Expenditu re 

Gove~nment Reconcilidtio'1 ,",CCOLlnt 

Security Deposits, tarnest Money Deposi t 

interest AccroJed But Not DlJe on Loans: 
- indian Loans 


. Foreign Loans 


- Commencing Capital 


Income Received In Advance But Not Due 

Advances From Clie;ots 

Deposit for Deposit Works 

Deposit Work by CPWD 

Bureau of Civii Aviation Security Deposi t 

income Helo:l Unner Susrense 

Miscellaneous Deposits 

.. 

CURRENT YEAR 
1003-04 
Rupees 

57,65,63,348 

28,42,82,842 
142A 1 ,65,806 

- 1,88,22,743 

25,62,17,937 
16,09,269 

6,61,53,075 
-1,19,64,406 

143,42,32,145 

124,94,15,288 

2,72,54,859 

6,50,77,060 

156,90,52,223 

75,06,747 

49,91,57,003 

3,56,01,192 

70,63,02,629 

1,01,18,202 

1,59,64,313 
167,60,56,849 

18,17,50,994 

17,72,56,039 

22,56,94,7R~, 

12,18,220 

17,04,04,547 

PREVIOUS YEAR 
2002~03 

Rupees 

57,5'1,12,684 

17,02,98,560 

162,79,eO,050 

37,07,245 .t 

20,62,78,075 

16,09,269 


5,95,51,200 


-81,83,53 9 

125,19,22,269 


103,22,59,643 


3,68,73,3 72 


4,33,26,418 


150,49,48,180 

81,42,211 

28,32,05,555 ~ 

20,01,192 

S 7,56.54,549 

1,50,67,1 ')6 


2,53,43,150 


167,60,56,849 


11 ,74,96,843 

22,16,15,756 

2R,97,1 2,094 

12,18,220 

58,17,046 -
24,16,03,560 


TOTAL 1063,02,78,224 996,94,17,647 
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PROVISIONS 

PJ\RTlClJLARS 

Income Tax 

-India 

- Abroad 

Exchange Fluctuation 

Proposed Dividend 

Tex on Dividend 

Others 

... 


SCHEDULE-E 


ClJRRENT YEAR 
2003-04 

Rupees 

970,50,11,119 

70,00,00,000 

8,96,87,500 

500,14,26,499 

PREVIOlJS YEAR 
20('2-03 

Rupees 

958,11,66,120 

15,12,35,456 

29,56,25,181 

62,00,00,000 

7,94,37,500 

432,07,67,991 

TOTAL 1549,61,25,118 1504,82,32,248 




Airports Authority of India 

SCHEDUJ.~ - F_

FIXED ASSETS 
GROSS BLOCK 

- " PARTICUL.:IRS DEP ASON ADDITlm~S ADJ . ASON 

flATE 1.04.2003 INCLUDING DELETIONS 31.03.~004 

% TRANSFEflS INCL. TRANSFERS , 
Rupees Rupe~s Rupees Rupees 

LAND 
Freehold 129.69,66.942 8,08,80,8<6 6, 15, 11 ,504 131 ,63,36,264 

Leasehold 62,31,241 62,31 ,241 

RUNWAYS,TAX IWAYS, APKONS, 
ROADS, BRIDGES &C ULVERTS 12.17 933,41 ,01,965 66,10.07, 141 30,36, 186 999,20,72,920 

BUilDINGS FREFHOLD 
aITe rm i ~a l s/Ot hc r Bu;ldings 73 1 837,41.iS ,363 106,29,04,056 24,12,94,504 919,57,84,9 15 

bl Te r.1 porary Bui!dio gs 100.00 12,91 ,32,139 76,21 ,295 20,97,989 13,46,55,444 

cl Rzs idential 4.00 102,16,28,496 15,25.24 ,094 2,o/., 36,M43 114,79, 15,747 

dlOthero 7.3 i 27,65, : 5,746 t , 14,40 5 13 : 6,08,7 17 28,63,47,543 

A . 
BUILDINGS LEASEHOLD 7.3 i 3,04,48,626 3,04,48,626 

5ECIJRiT ( FEN C!NG 100.00 L6,39,20,949 2,57,65,417 62,3 1,621 28,34,54,744 

BOU NOAPYWALL. (O?FnATIONAL) 7.31 54,70,33,399 7,87,75,634 59,51 ,376 6 1,98,57,658 

BOUNDARYWALL (RESIDeNTIAL) 4.00 65,5 6,4~8 2,50,87,864 3, 1 6,~~,362 

PLANT &iv1ACH IN ERY 12.17 1119,92,39,772 B7,70,50,309 13,44,42,434 1194,18,47.646 

TOOLS & EQUIPMENT5 
X-Ray Baggdge Maccines 12.17 83,02,49,750 42,74,83,245 4,41 ,95,Q73 121,35,37,922 

Others 12.17 67,16,04,035 15,23, 10,064 82,0 1,367 81,57,12,732 

I'URNITIJRE & FIXTURES 20.00 38,20,00,107 19,04, 72,832 5,15,96,998 102,08,75,940 

VEHICLES 
Crash F;rcTenders& rire 19.19 99,83,60,954 40,62,71,75 2 31, 17,017 140,15,15,68') _ 

Fighting Eqcipments 
Others 12.17 49,95 ,34,654 5,58,48,731 5,4 2,5 3,632 50,11,29,754 

AIRCRAFT 24.34 29,:;5 ,00,000 26,04,02,886 55.,39,02,886 

ELECTRICAL INSTALLATIONS 12. 17 622,13,03,982 88,50,09,475 17,18,56,733 693,44,56,723 

OTHF. ROFFICE APPUA NCE5 20.00 28,37,09,145 6,60,22,507 8,28,194 34,89,03,458 

LIBRARY BOOKS 100.00 11,99,435 56,000 56,000 11,99,430 

ANY OTHER ASSET 12.17 2,63,96,993 3,62,32,031 52,506 6,25,70,517 

TOTAL 4319,38, 10,192 546,31,66,670 81,65,6e,695 4784,04,08,167 
ASSU S AT PROJECTS 

al Dome5 tic Projects 3,89,51,782 30,03 ,521 2,51 ,723 4,17,03,580 
0) Foreign Drojects -----

GRANDTOTAL 4323,27,61 ,974 546,61,70,192 81,68,20,419 4183,21,11,747 
PHEVIOUS YEARFIGLIRES 3922,73 , 7 P" 767 431 ,73,57,462 31 ,19,74, :; 55 4323,27,61,974 
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DEPRECIATION .' PROVIDED PROVIDED ADJ. OF lJHO NET B:'OCK NET BLOCK 
UPTO DURING THE SALEI 31.03.2004 AS ON ASON 

1.04.2003 YEAr: TRANSFER 31 .03.2004 31.03.2003 
Rupees Rupees Ru;> ees Kupe.: s Rupees Kupees 

131 ,63,36,264 129,69,66,942 

1,11 ,015 12,335 1,23 ,350 6 1,07,891 61 ,20,226 

596,49,76,923 80,68,')9,92 1 677,18,46,844 322,02,26,076 336,98,76,983 

"25,67,67,814 57,19,57, :94 1,65,882 ~S2 , 85,59, 126 436,72, 25,789 41 1,66,55,6 10 
12,91 ,3:<, 139 55,23 .305 13A6,55,444 
29,25 ,Lj,756 4,49,,7,R 18 33,74,63,:> 73 81,04,52,173 72,9 '1.02,741 
17,40,05.1'2 1,88,04,823 19,~8/)9.96S 9,35,37,578 10,25, I0,604 

3,04,3 7,224 8,141 5,645 3,04.39.720 8,907 : 1,402 

26,39,20,9S0 1,95,33,795 28,34,54.744 
10,37,B2,400 6,36,59,948 16,74,42.349 45,'4,15,309 44,33,CI,728 

65.05,77 1 ,;>,05, 103 63,00,668 2,53,43,694 

768,6 1,43,058 108.39,64.690 -1,08,70,590 878,09.78,339 316,08,69,307 35 1,30,96,7 13 

56,2 2,85,859 10,09,93,983 1,99,33,544 64,33,46,298 57,01,9 1,624 26,79,63,892 
51,90,62,072 5,04,48,263 -2,66,23,922 59,61,34,257 2 1,95,78,475 15,25,41,963 

66,97,34,949 11 ,50,77,993 24,4 65 78,47,88,476 23,60,87,464 21,22,65,158 

80.07,23,925 13,18,12,259 7,05,4 70 93,18,30,7 14 46,96,84,975 19,76.37,028... 
34,88,0~,661 3,99,60,159 4,1U,,6,802 34,77,38,017 15,33,9 1,736 i 5,07,29,994 

I 
I 

29,35,00,000 6.33,82,06, 35,68,82,063 19,70')0,824 

372,49, 15,291 65,14,74,321i 2,41,27.348 435,22,62,269 258)1,94,455 249,63,88,690 

22,45,06.1 10 4.36,60,083 8,28,194 26,l3.37,999 8, 15,65,459 5,92,03,035 

11 ,99,435 11,99,435 

39,99,378 1,03,56,368 1,43,55,74b 4,82,20,711 2,23,97,615 

26057039871 382 22,32,361 4 ,9322,838 298 2,99 49,3g 5 1801,04,58,773 171 3,67,70,323 

3,41,43,378 25,09,901 1,11, 119 3,65,42. 160 51 ,61,419 48,08,403 

---- !!09, 11 ,83,249 3f2,47,42,262 4 ,94,33,957 29116,64,91,555 1801 ,56,20,192 171 4, 15,78,726 
225 7.77,06 ,101 344,S6, 2~ , 370 3,51 ,52,223 2609, 11 ,83,248 171 4,15,78,726 1654,% ,72,666... 

-
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. -SCHeDULE· G 

CAPITAL WORK IN PROGRESS 

PARTICULARS 

WI.P. - Airports 

W!.P. - Proj-ects 

TOTAL 456, 15,27,177 


INVESTMENTS AT COST 

PARTICULARS 

Long Term Investments (ar Cost) 

Snort T2rm Investments (Lower of 

Cost and Fair Value/ Market Value) 

CUR!lENT'IEAR 
2003-04 
Rupees 

269,72,40,099 

180,42,87,078 

CURRENT YEAR 
2003-04 
Rupees 

9,99,76,350 

Airports Authority of India 

~ 

PRIOVIOUS YEAR 
2n02-03 
Rupees 

217,34,14,976 

185,2 1,73,392 

402,55,Sg,368 

PREVIOUS YEAR 
2002-03 
Rupees 

11,15,00,000 

TOTAL 9,99,76,350 11,15,00,000 
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SCHEDULE-I 

SUNDRY DEBTORS 

PARTICULARS CURRENT YEAR PREVIO:JS YEAR 
2003-04 1002-03 
Rupees Rupees 

3U NDRY DEBTORS 

Debts outstanding for a period less than 6 months 304,47.18.251 238.35 ,75.363 

Debts outstanding for a period rr,ore tr.an 6 months 605.32 .94,041 563,79 ,10.595 

Less : :='rovision for Clad and Doubtfu l Debts 379.67 .03.060 265,46.86 .623 

I 
1
I 

'>

TOTAL 530.13,09,232 536,67 ,99 ,335I ---------------------

2articulars of Sundry Debtors 

a) Debts considered good anti in respect ()f 
which the Authority is fully secu red 45.95,56.808 46.60.84.637 

-, 
b) Detts c:onsidered good for which the 

A'-i thority holds no security other than t ~,e 484.17 ,52,424 490.07.1 4.698 

Debtors' personal security 

c) Debts considered doubtful anti provided fo~ 379.67.03,060 265,40.86,623 

TOTAL 909,80,12,292 802,14,85,958 ----------------- ---------~~~--------~ 

-----------------------------''""'-1>-' 

~1I ,.... .................... ,.., ..... , <L..vvv-'vv ...... 


-------------------------------~ 1«" "'~., <;." 
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SCHEDULE-J 

CASH AND SANK BALANCES 

PARTICULARS CURRENT YEAR 
2003-04 
Rupees 

PREVIOUS YEAR 
2002-03 
Rupees 

'Y 

Ca, h and Stamps 

Cheques in Hand 

" 
1,60,41,943 

11,87,84,766 

1,20, 6~,776 

11 .28,53.248 

Rer,lit'ances in Transit 14,28,87,727 6.2L.73,3 11 

Short Term Deposits with Banks 

."'broad 

India 1095,49,10,630 922,74,72.2()O -'. 

BanK oalJnces in Current Account 

Abroad 

Indio 124,31,32,786 165,2 1,32,498 

Exchange Earners Foreign Currency Accou:lts 3.05,42,975 3,44,34,459 

Cash in Transit 

TOTAL 1250,63,00,827 1110,12,31,492 

;0. -

Note: 

1. 	 The balance lying with Sch2duled banks on current accounts. call accounts 2!'ld deposit accounts is 
RS .1222,85,86,391. 

2. 	 Cetails of name of the bilnker other than Schedu led barlks and the balances lying with each ban ker 
on current accounts, cali accounts and maximum amount outstanding at any tiM!" durirg the yea ~ 

from each sllch banker is as u nder:- NIL 

3. 	 The natu re of interest. if any of any member or lois r21dtive in each of the bankers (o ther than Scheduled 
banks) reterred tv in (2) abeve. NIL 

~ 

G 
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DEPOSITS, LOANS &ADVANCES 

P':'RTI(lILARS 

Inter-Divisional Bal ance s 


Adva nce s to Staff 


.Jvances for Purchases 


.i ther Advances 


Deposits 


Loa" to Vayudooc 


'levance Income Ta x & lOS 


India 


Abroad 


Interest Accrued/Due on Loans 


Prepaid Expenses (Please refer Balance Sheet) 

".mount Due from GOVEr~ment Budgetary Support 

Jeposits wi th State Electricity Board 

Other Deposits 

~ ------------------- '1'''''',., . ,.. 

SCHEO'OLE-K_ 


CU:lREN7 YEAR 
2003-04 . 

Rupees 

280,50,74,476 

10,19,48,470 

45,10,54,077 

10,62, 13,403 

10,119,28,187 

1197,54,01,544 

18,40,54,928 

8,52,02,291 

PREVI:JUS YEAR 
2002-03 
Rupe~s 

260,52,43,4)8 

20,60,43,112 

64,00,89,343 

1U~,6!,548 

',0.8928,187 

105 3,55,92,025 

4,24,63,2 12 

17,07,15,232 

8,81,41 ,359 

TOTAL 1581,78,77,376 1451,03,83,'176 


PAkTICULI'.RS OF DEPOSITS, LOAN S & AOVA~ICES 

a) Deposits, ioans & Advances cvns idered good 
and in respect of which the Authority is fully secured 

b) 	 Deposits, Loa~s & Advaroce~ considere.J good for 
which the Authority holds no security other than 
the debtors personal security 

c) 	 Deposits, Loans & Adva nces co nsidered 
doubtful and provided for 

153 5,67.79,946 

46,10.97,430 

NIL 

NlJte: During the year loans and advances g~antE'd to Members and Chairman are as follows: 

i) Oebts/Loa"s ann advances 0(;<' froon Chairman/Me mbers on 31.03 .2004 RS. 4A5 La~ hs. 

ii) Maximum amount due from MembersIChairman at any time during the year Rs. 5.71 Lakh s. 

http:PAkTICULI'.RS


· , 
Airports Authority of India ~-------------------------:I".... ..".~ ... 

SCHEDULE-L 


PAY AND ALLOWANCES 
.... 

PARTICULAR:; CU~RENT YEAR PREVIOUS YEAR 
2003-04 2001-03 
Rupees Rupees 

Pay and Allowances 447,90,97,973 477,01 ,61,9~3 

Contribution to Provident Fund 43,89,80,707 40,6Ll,02,193 

Gratuity 27,66,82,000 87,90,94,500 

Ove rtime 35,72,04,118 29,67,12,834 

Leave Salary 27,97,904 32,54,228 

8on;.Js/ Exgralia 20,85,49360 21 ,71 ,59,079 

Wage, to Daily Wage Staff 21 ,13,966 21.47 . .354 

""
TOTAL 576,54,26,028 657,49,32,111 

, SCHE[)ULE -'M' 
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. SCHEDULE - N 

OPERATING EXPENSES 

"ARTICUlAr.S CURRENT YEAR PR:::VIOUS YEAR 
2003-04 2002-03 
Rupees Rupees 

Repairs and Maintenance 

R& NI- Civ il Works 91,43,97,95 1 69,00,48,134 

R& M- Electrical Works 31,45,42,275 40,05,58,954 

R& M-IJEehicies 4,57,08.359 5,41,79,415 

R& M- Plant and Mach;nery 12,38,02,224 10,94,56.008 

R & IVl - Elecrronics 33,99,49,373 7 , ~6, 3i , 77S 

R& M- Eq'J:pmen:s 5,40,49,13 1 4,b I ,3 4,873 

:onsumption of Stores and Sp3rt!s 65,78,50,226 67,75,24,583 

Electricity and Water Charge, 

Gross Charges 165,86,64,410 157,25,01,412 

Less: Recoverie~ -45,09,98,483 -42,30,06,950 

':ent, Rates and Taxes 47,70,098 33,77.204 

Insuran;::e Premium 4,54,60,838 3,99.34,375 

Advertisement and Publicity 8,50,64,878 6,81,44,540 

External Services 

lIunicipal Taxe~ 20,22,80,28 1 17,27,63,728 

Meterological Charges 22,00,00,OCO 20,00,00,000 

Other Operating ExpensEs 

- Security Expenditure: 

( I SF 176,20,15,499 157,88,23,917 

State Police & Others 11 ,25,45,189 10,82,15,86C 

- Other Expenses 75.34,49,293 60,89,39,944 

TOTAL 684,41,51,541 598,72,27,832 
--------------------.-----~------~~~~----~~~.----
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SCHEDULE-O 

OTHER ADMINISTRATIVE AND MISCELLANEOUS EXPENSES 

PARTICULARS CURRENT YEAR 

200::!·04 
Rupees 

Expenditure of CHQ cn: 
(I) Repairs and Maintenance 4,44,21,483 

(II) Insurance Premium 55,66,926 

(III) Electricity and Water Charges 1,44,83,314 

(IV) Rent, Rates and Taxes 2,652 

Advertisement 3,02,49,187 

Boa;"d Member's Remuneration 24 ,25 ,32L 

Interest: 
(I) On Long Term Loan s (Plea se refer P& L Account) 
(II ) On Cash Credit 
(III ) On Bonds / Debentures etc 

Legal Expenses 3.37,52,104 

Audit Fees 1,10,72,S20 

Cor,su ltancy Services 
(I) Expenditure on Domestic Projects 81,96,435 
(II) Expenditure on Foreign Projects 94,98,102 

Donations 

Postage, Telegrams and Telex Charges 72,79,711 

Telephone, Fa x, Internet Charges etc., 12,18,07,769 

Printing & Stationery 7,15,34,635 

Lease Rentals 70,424 

Fees Paid to Outsiders for Services 1,51,11 .927 

Training of Workers and Supervisors 69,29,837 

Freig ht Charges 29,04,690 

Travelling Charges 25,7/,42,444 

Resea;"ch and Development - Airport Development 7,09,880 

Loss on Assets Sold or Scrapped 

Miscellaneous Expenses 84,06,7<1,848 

PREVIOUS YEAR 
2002·/)3 
Rupees 

.,. 

3,86, 18,334 
15,72,747 

1,46,46,723 

1,72,98,256 

25,53,948 

J.. 

2,49,34,584 

95,07,816 

3,13,93,9ge 
7,3~0 

69,34,626 

10,50,40,724 

5,65,45,73<1 

1,14,100 

1,42,1 1,049 

54,54,137 

27,90,186 

24,38,95,071 

17,65,739 

4,69,655 

18,18,92,838 

,.. 

TOTAL 148,44 ,34,210 75,96,47,615 

-
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SCHEDULE-l> 

EXTRA-ORDINARY EXPENSES/ INCOME· 

PARTICULAR:; CllRRENT YEAP PREVIOUS Y!:AR 
2003-04 . 2002-03 
Rupt!es Rupees 

EXPENS ES - 76,10,007 


INCOME 22,63,64,0 19 


TOTAL 21,87,54,012 




Airports Authority of India 
".., o<l '~ ~ ..~-----=~;;;;

SCHEDULE-Q 

PRIOR .DERIOD ADJUSTMENTS (NET) 

PARTICULARS 

EXPENDITURE 

Pay & Allowances 

Ot her Staff Cost 

Operating Expense; 

Other Adminisuative and Mise. Expen,es 

Deprec iatiol1 

r-inan cing ChMges 

CURRENT YEAR 
7003-04 
Rupees 

14,89,934 

1,25,134 

14, 16,42,725 

70,76,431 

5,49.60,286 

- 49,55,98 1 

.,. 
PREVIOUS YEAR 

2002-03 
Rupees 

-7,89,94,887 

- 2,58,63,677 

. ·3.15,22,033 

- 10,51,77,175 

2.52,74,576 

Grand Total 20,03,38,519 -21,62,83,197 

INCOME 

Traffic RevenlJe 

Route Navig cJ(ior,al faci li ties charges 

Landing Fees 

Parking and Housi:lg Fees 

Termina l Navigationa l ~and ing Charges 

Passenger Serv ice Fees 

- 6,40,39,85 1 

- 9,78,985 

- 1,653 

3,26,57,749 

- 2,36,85,860 

- 2,35,08,654 

17,856 

- 7,572 

Total -3,23,62,739 -4,71,34,229 

Non Traffic Revenue 

Public Admi ssion Fees 

Tradi ng COOlcessiof's 

Rent & Se ' vices 

- 18,007 

- 9,67,4 1,787 

2,7 1 ,59 , ~ 1 4 

-~ 

1,56, 32,570 

- 37,80,72,693 

Total -6,96,00,280 - 36,24,40,122- - -
Cargo Revenue 

Other Misc.lncome 16,48,65,212 - 10,13,69,343 

Total Misc.lncome 16,48,65,212 -10,13,69,343 

Grand Total 6,29,02,192 - 51,09,93,694 

Prior Period Adjustment (Net) 13,74,36,337 29,47,10,497 
'.' 

G 
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SCHEDULE-R 


OTHER MISCELLANEOUS INCOME 

PARTICULARS 

Interest on Term Deposits 

Income from Consultancy Services 

Car Parking 

Left Luggage Facilities 

Profit on Sale of Fixed Assets 

Interest on Staff Advances 

Other Interest i!1come 

Miscf.:llaneous Income 

CURRENT YEAR 
2003·04 
Rupees 

99,12,72,699 

13,07,112 

26,60,95,423 

29,32,360 

7,90,75,631 

2,40,97,541 

48,62,90,431 

63,55,32,878 

PREVIOUS YEAR 
2002·0J 
Rupees 

100,55,20,255 

8,16.750 

20,79,47,736 

27,97,053 

37,43,994 

2,02,24,983 

64,53,852 

47,16,97,541 

-----------"
TOTAL 248,66,04,075 171,92,02,164 


. - SCHEDUL~: S . 

CONTINGENT LIABILITIES 

PARTICULARS CURRENT YEAR PREVIOUS YEAR 
2003-04 2002-03 

Rs. ill Lakhs 

I. Claims not acknowledged as Debts: 
1 . Land Cases 8,350 12,964 
2. Compensation claims of Accident 
3. Cases under Arbitration 
4. Claim against Cargo 
5. Court Cases 
6.Sales Tax/Municipal Tax/Income Tax etc. 

5,193 
17,057 
2,084 

17,214 
12,561 

2,087 
22,200 

1,796 
12,006 

4,605 

II. Counter Guarantee given to State Bank of 
India for loan from M/s.Eksport Finans, Norway 
outstanding at the end of the year. 

III. Others 2,437 894 

TOTAL 64,896 56,552 

= 
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Airports Authority of 

'!WULE  T 

(NOTES FORMING PART OFTHE ACCOUNTS :2003-2004) 

The Accounts are presented in the format notified by the Government vide Notificution No. 515 dated 6 
2003 under AirportsAuthorityof:ndia (Annual Report and Annual Statement ofAccounts) Rules, 20n3 "\ 

The terms and conditiuns of transfer of land between the Mi, ,istry ofO"fe'lce and the erstwhile NAA/IAAI are yet 

to be decided. 

The levy of Royalty on G~ossTurnover from Ground Handling Services at Airports by national carriers' Air India 

and Indian Airlines has been taken up through Ministry of Civil Aviation.These airlines are disputing levy of such 
charges. Pending directives from the Minis:ry, no effect has been considered durir.g the year on account of the 

same. 

MOU was signed between AAI and Cochi" il"'ternational Airport Limited (ClAL) in June 1999, which is not being 

honoured by ClAL. As ClAI_ has not agreed for treating the value of the equipments installed at ClAL as AMI 

equity, the same are show" undRr the assets of AAI. As the matter regarding payment tor the eNS AIM Services 
being provided by AAI ro CIAL is under discussion with Ministry of Civil Aviation, the amount due from CI~LQn 

this account has not been considerpd.CAL Board has not accepted the MOU signed with AAL 

In respect of Hulule Airport project Maldives,arbitration claims have been lOdged by AAI again$t Mis Dalmiya to 
an '?xtent of US $ 10,76,297 and Mis Dalmlya has also made> counter claims to an extent of US $ 1,76,40,447 

agair.st erstwhile IAAI. The arbitration award which was in favour of Mis Dalmiya in respect cf Hulule Airport 

Project, Maldives has been contested in Court and pending final declsion in the High Court an amount of Rs.2.42 

crores (including interest of RS.O,61 crores) and Rs.0.22 crore towards differential interest have been deposi~eoj as 
per directives 0fthe CourtThe Hon'ble Court has further directed AAI to pay an interest of RS.2,61 crores f,x ,he 

period from the date of arbitration till the date of award, AAI has gone on appeal against this direction which is 

pending before Hon'ble High Court at Delhi. 

The Government has appointed an arbitrator to ~rbitrate between Indian Airlines Ltd. and the Authcrity to 

resolvethedi,putes between both the parties. Arbitration award is awaited. 

Balances in Advancesl customers accounts/llabilit"s are subject to confirrnatior, and recondliatior. .. 

. ' 702 acres (approx,) of Land of AAI is under encroachment at various Airports.The process ofconstruction of land 

rE!cords is in progress. vi 
During the current year, 250 acrt's ofland from Madhya Pradesh Govt.(Khajuraho 3irport) and 772 aGes of !,nd 

from Gujarat Govt.(Surat ¥port) were handed cve>rto AAI free ofcost. 
'v ---..- ~~-.-----

Raytheon Co., USA has gone into arbitration proc<?edings against AAI and has claimed US $ 2,03,76,665 
(approx. Rs. 90 Crores as on 31.3.04) and interest thereon till their realization, as per their claim in 2001-02 in 

respect of MATS-BO Project,The Authority has also raised a claim of US $ 3,73,40,873( approx. Rs. 165 crores as on 

31.03.04) and interest thereon up to the date of paymEnt against Raytheon CO.,USA.Arbitration proceeding' are 

'" progress. 

.. 

T 

~ 

.. 

1 

J"

F 

... 
• 
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PI Standby Letter nf Cre.:';! (SLOC) for US $ 65,54,000 (approx. Rs. 30 crores as on 31.03.04) was received from 

Raytheon Company, USA as a security against the liquidated damages that might be levied on them under the 

terms of the Contract.The SlOC had expired on 31.12.2002.1n September 2003,another SlOC forUS S 65,54,000 

valid upto 31,12,2003 was issued by Raytheon Company, USA.The matter was deliberated upon in the arbitral 
~ meeting on 5 	 Dpcember 2003. As p"r the <:!;rections of the Hon'ble Arbitr~~ors, the Authority has moved an 

application dated 17 December 2003 for extension vr ti1e SlOC ~Pto 31 December 2004, with the AriJitrators 
and served il co,.,y to the Raytneon Company, USA for tiling their reply. After Raytheon's reply, which is still 

awaited, the case for extension ofSlOC will be taken upwith the Arbitrators, 

11, 	 TI.e Government has directed the Authrity to bear all security expenditure w,eJ 1.1 ,97 including outstandings 

payable for the period prior to 1.1,97.the expenditure is to be met out ofthe secu";ty cOrr1j)QIlent!lfPSF, In order 

to meet the future capital expenditure on security,the Authority has created a Reserve of Rs.4S crores during the 

yearout of the receipts from security component of Passenger Service Fee,Arms and Ammunitions belonging to 

AAI for Airport Security purposes are in the custody ofCISF. 

12 	 (i) The Authority has contributed Rs,S IGkhs towards AAI's e4uity in Bangalore International Airpo'! limited 
(8IAL), Further, an amount of Rs. 13750 lakhs was remitted by AAI to SIAL in 2002·2003 towards Pre 

I Financial Clos~ Develo~ment Costs (PFCDC). During the year, AAI has made a claim with SIAL for 
l~ Rs. 1i ,89,495/- towards travelling expenses incurred by AAI on behalf of SIAL. The amounts have been I 	 shown under advance against equity- 81Al (under the head 'Deposits,Loan> and Aovances' i'1 sch~du!e 'k') 

in terms ofShareHolders' Jl.greement signed with SIAL on 23 Janui1ry 2002, 

(ii) 	 The Authority has contributed Rs. 76,350/- as equity in Hyderabad International Airport limited (HIAL) . 

Further,an amount of Rs.2,78,67,000/- has been paid as advance against equity for funding the Pre Closing 

Date Development Costs, This amount has been shown under advance against equity - HIAL (under the 

head 'Deposits, Loans and Advances'in schedule 'k') in terms of Shareholders' Agreement signed with HIAL 

on 30" September 2003, 

13. 	 During the year, the Authority has taken over Surat Airport from the State GOliernment.Pending valuation of the 

assets taken over, no effectin the Accounts has been considered. 

~ -\, 	 In pursuance to MOCA's directions, the Authority has transferred the facility developed by APEDA towards 

Centre for Perishable Cargo at Mumbai to Air-India during the currentye~r.The amollnt payable to APE:DA by AAI 

amounting to Rs.14.03 crores is now liable to bedischarged by Air-lndia,This amount of Rs. 14,03 crores is shown 

as' Amount recoverablefrom Air-India' pending formal execution ofagreement. 

15. 	 Previous year's figures and schedules have been regrouped wherever necessary. The figures are rounded off to 
the nearest Rupee, 

~~<t_-
-------: 	 ~ =r:y ~ 

°1'lce:NewDelhi (M.C.KISHORE) (J.M. KHARBANOA) (V.D.V.PRASAORAO) (K.RAMALINGAM) 

..,.Dated: 18.06.2004 Company Secretary Exe(utive Director (F&A) Member(Finance) Chairman 

• 

http:Rs.14.03
http:31.12.2002.1n
http:31.03.04
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Airports Authority of India 

(ACCOUNTING POLICIES) 

'jrants/Subsidies received from the G::lVernment and Foreign Financial Institution, for acquisition af assets 

Jnder agreements approved by ,he Government are treated as Pr-:>moter<' contribution and shown wider 

:apital Reserve. 


ii) Depreciation is provided on Straight Une Method at the rates indicated in the Fixed Assets Schedule. 


iI) Depreciation on additions to fixed assets is charged for the full year irrespective of the month of 

installation/ completion. 


',) Amounts received in foreign exchange and credited in Indian rupees during the year are "ccounted for at 

the rates at which tne conversions took plaCE. 


(ij) The Assets and Liabilities as on 31.03.2004 in foreign currency are reflected at the exchnngE rate prevailIng 

atthe end oftheyear. 


(iii) 	 The balancE in Exchange Earners Foreign currency (EEFC) Account at the end of the year is accounted for at 

the rate prescribed by RBI for such Account 


Debts mOte than 2 years old recaverable from parties other than Government Departments are considered 
doubtful and prOVided for. 

Special Repair Works on Runways,Taxiways and Aprons to restore Pavement Classification I~umber (PCN) value I~
totheiroriginallevel are treated as Revenue Expenditure. 

Consumdble stores and spares ale charged off during the year of purcroase due to high risk of obsolescenn: on ! 
account oftechnological considerations, 

Transactions against which the ability to assess the ultimate collection with reasonable certai nty is lacking atthe 

time of raising bills like Revenue for the period beyond the validity of the contracts which are under legal 

disputes, Revenue from parties with whom cases are pending under PPE Act, Revenue from Government 

Departments, Interest on delayed payments,Cargo handling & demurrage charges(except where bills are raised 

on Airlines/Agencies), Share ofForeign Travel Tax,lnsurance Claims,lnterest on Staff advances,Passenger Service 

Fee from IAland Air India etcare accounted on cash basis. 


Deposits made with the TE'lephone Authonties for f'ewconnection3 are charged effin the year ofdeposit. I 
In respect of Df?posit Works undertaken by the Authority, net income accrued as departmental charges is 
accounted for either on receiptor on lodging ofthe final claim,whichever is earlier. 

r 	 The provision forGratuity,Earned leave and Half- pay lea ve has been made on the basis ofactuarial valuation.The 
Authority has its own Provident Fu nciTrust to which contributions are made regularly. 

Insurance claims are preferred on replacement cost basis. Any surplus in the claims received overthe actual cost 
incurred for the restoration ofassets to their origina! condition is taken toCapital Reserve Account. 

For making adjustments of Income Tax Provision and Advance Tax thereon,order u/s 250 of IncomeTax Act 1961 

is taken as the basis. 


Revenue expenditure in respect of projects is charged offto the Profit and Loss account. 

~~.e r:t UJ/~:::::.:::-::
·!.:e :New Delhi (M.C.KISHORE) (J.M.KHARBANOA) (V.D.V.PRASAO RAO) (K.RAMALINGAM)--
\:ced: 18.06.2004 Company Secretary Executive Direct0r (F&A) Member(Finance) Chairman 
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AUDIT REPORT OF THE COMPTROllER AND AUDITOR GENERAL OF INDIA 


ON THE ACCGUNTS OF AIRPORTS AUTHORITY OF INDIA FOR 


THE YEAR ENDED 31 MARCH 2004. 


Me have audited the atta~.hed Balance Sheet of the 

'irports Authority of Ir.dia (I\uthority) as at 31 March 

2004 and the Profit and Loss Account ro'theyearended 

on that date annexed thereto, under S"ction 19(2) of 

the Comptroller and Auditor General's (Duties, Power 

and COnditions of Services) Act, 1971 read with Section 

28(2) of the Airports Authority of India Act, 1994 (AAI 

Act 1994) and Airports Authority of India (Annual 

Reports and Annual Statement of Accounts) Rules, 

,! 2003 (,\AI Rules 2003). These finandal statements 

includes the accounts of 126 airports. These financial

4 statements dre the responsibility of the Authority's 
i 	 management. Our responsibility is to express an 

opinion on these financial statements based on our 

I 
i audit. 

We conducted our audit in accordance with the 

auditing standMds generally accepted in India. These 

Standards require that we plan and perform the audit 

I to obtain reasonable assurance whether the financial 

t 
statelT'ents are free from material misstatements. An 

audit includes <:xamining, on a test basis, "vidence 

supporting the amounts and disclosLlres in the 

financial statements. An audit also includes assessiny ! 
1 the accounting principles used and significapt 

estimates made by p1ar.agement, as well as evaluating1 
the overall presentation of financial statements. WeI 
believe that our audit provide, a reasonable basis for 

ou r opinion. 

Based on our audit,we report that: 

a. 	 We have obtained all [hE' informatior. and 

explanations, which to the best ofour knowledge 

and belief we'" necessary fo'r the Durposes of our 

Audit. 

b. 	 The b~lance sheet and profic ilnd loss JC( 

dealt with by this report i,ave been drawn 

the format approved by Government of 

under clause (g) suo section (2) of Section· 

theAAIAcl, 1994and Rules of AA12003. 

c. 	 In our opinion, proper books of accounts 

other relevant records have been maintainE 

the Autl10rity as required under Section 281 

[he AAI Act, 1994 in so far "s it appears frorr 

examination of sud, booksexceptthat: 

A 	 BALANCE SHEET 

1.1 	 Current liabilities and Provisions 

1.1.1 	Current Liabilities (Schedule- 0) 
Rs.l 063.03 crore 

(i) 	 This is understated by Rs 1.53 crore as it has I 

arrived at taking in to account minus baL 

under the head-provident fund. 

(ii) 	 This is understated by Rs.1.30 crore due to 

inclusion of liabilitv towards interest 

compensation (Rs.94.26 lakh) as per the C 

orders, advertisemE'nt and publicity expend 

(Rs.25.45 lakh) and overtime allowance (Rs.l 

lakh).This also resulted in overstatement of r 

byRs 1.30crore. 

(iii) 	 This is overstated by Rs.1.01 crore due to 

withdrawing balance liability (Rs.83 

towards penal interest and interest (Rs.l 

lakh) on Govt.loan which are payable nu n 

This also resuited in understatement of pmf 

RS.1.01 crore. 

I 
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'i) 

-A~ 	 Airports Authority of India
,~"'-

.1.2 Provisions :(Schedule- E) Rs.1549.61 cr:re 

This is understated by Rs26.19 crore as Rs.279.12 

crore were provided as provision towards 

Gratuity. '..eave encashment and half pay leave 

encashment against Rs.305.31 crore valued by 

Actuary. T:\is resulted in overstatement of profit 

to the same extent. 

This b understated by 8s.13.32 were due to non

provision of divid"nd as per the directions of 

Government of India. ConsequentlY, tax on 

dividend has "Iso been understated by Rs.1.71 

crore. 

This is overstated .:>y Rs.2.2S crore due ,0 ;Jon 

adjusting of excess provision made for Income 

Tax tor the period upto 1998·99 with }\dvance Tax 

for the same period ?ven after receipt of order 

under section 250 of Income Tax Act. As per the 

ac~ounting policy of the Authority.adjustment of 

provision for tax aod advance tax has to be 

carried out on receipt of order under Section 250 

of the Income Tax Act. This also resulted in 

overstatement of Advance Tax (Current Assets) to 

the extent ofRs.225crore. 

Fixed Assets (Sthedule - F) Grc;.ss Block: 

Rs.4788.21 crore 

Tl-,Is includes Fixed Asset~ amounting to RS.9.57 

crore which were retired from active use and 

pending disposal. These should have been 

shown separiltely at lower of their net book value 

and net realizable vaiueds required under A5·1O. 

This is understated by Rs.4.88 crore due to 

Classifying the completed works as Capital work· 

in-progress at Barapani and Agart;;la Airport>. 

Consequently, depreciation is also understated 

byRs.36Iakh . 

. ..... 

(iii) 	 This is f)verstatea by Rs.l.69 crore due to 

incorrect capitalrsation. Consequently, 

depreciation is overstated by Rs.29Iakh. 

(iv) 	 This is overstated by Rs.58.86 laki, due to 

incorrect capitalisation of expenditure of 

revenue nature at Bangalor~ ~nd Hydcabad 

airports. This has resulted in understatement of 

operating expe,;ses by Rs. 53.88 lakh and 

overstateMent of depreciation by Rs. 4.98 lokh 

and consequently overstatement of rrr>fit by 

Rs.53.88Iakh. 

(v) 	 Register of Fixed Assets had not been maintained 

ilt 'AD Headquarters. 

(vi) 	 Physical verification of Fixed Assets had nN been 

done at Corporate He"dquarter Offi<::e and ~ 

stations in tiorthern Region, Palam Further no 

reconciliatior, of excesses/shO! tages found 

during physical verification had been carried out 

at 13 stations of Northern Region, Palam, few 

stations of Southern Region, Chennai, Guwahati. 

Hyderabad, Bangalore, lAD (HQl. IGI Cargo, 101 

Airportand Chennai Airport selected for audit. 

'.3 	 Land Freehold (Schedule - F) (Gross Block): 

Rs.1 31 .63 erore 
1 
~The note No. 8 of Netes Forming Part of the 1 

Ac:ounts IScr,e<iule T) is deficient. as it does not 

quantify land area und"r possf25>ion of the 

Authority for which title deeds are i10t executed 

in its n3me.A test check in audit reveaiedthat:

(i) 	 Title deeds for land measuring 6389.66 Acres in 

possession of the Authority at 24 Airports in 

Northern Region WE're not executed in the name 

oftheAuthority. t 
(ii) 	 Land Records & Title deeds were not available in I 

respect of Bangalore Airport, Hyderilbad Airpc:rt 

anaWarrangal Airfield. 

, 
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(iii) Title deeds were nota·.ailable forland me~suring though possessionsOI land have been taken over 

1088 Acres in possession of the Authority at by the Authority. This resulted in overstatement 

Jabalpur,Kandwa, Rajkotand Surat airports. of Advances and understatement of Freehold 

Land by Rs.5.30 crore . .. (iv) j~O land records WHe avai:able ir. respect of land 

(ii; This is overstated by Rs.34.27 lakh rlue to non
undp, AAI (NAD) Kolkata. 

adjustment of advance pain for maintenance 
(v) 	 Land records/title deeds were not available in services. This also resulted in overstatement of 

respect of Southern Regional Office, Calicut, Profit and understatement of Operating 
Coimbatore, Madurai, Mangaiore, Trichy, and Expenses to the same extent. 
Trivandrum Airports. 

B 	 PROFIT AND LOSSACCOUNT 
(vi) 	 Land record/title deed for land measuring 

1.5 	 Expenses Provisions for DO:Jbtful Debts:6375.5S acres in possession of Authority at lAD 
!\s.114.20 croreClennai.Delhi and Mumbai were not ~xecuted in 
This is overstated !Jy Rs.35.75 lakh due tothe name of the Authority. Further 31 acres of 
incorrect provision fa' the <>mOU'lt alreadyland in po,session of the Authority at Mumbai is 

.~ received.This also 'esulted in underst~tement ofunder dispute. 
Profit to the same extent. 

(vii) 	 Further a test check revealed thot land under 
1.6 	 Prior Period Adjustment N~t: (Schedule - Q)encroachment does not include 151.88 acres of 

Rs.13.74croreland under encroachment in respect of Eastern 

Region, Kolkata, lAD Mumbai and 7 airports of (I) This includes Rs, 11.01 crore being excess liability 

Northern Region, Palam. withdr;;wn relating to works (Rs.80 lakh) amount 

adjusted against arbitration award of June 2003 
1.4 	 Current Assets (Rs.9,46 crore) and income relating to land rent 

accounted as per settlement (Rs.75.37 lakh)1.4.1 	Sundry Debtors (Schedule -I) Rs.530.13 crore 
I 	 reached in January 2004 which hcve been 
i This is overstated by Rs.51.52 lakh being the .., accounted under prior period instead of current 

amour,t clue from prh,ate parties relating to 
year in violation ofAS 5. 

licence fee for which legal suit for recovery 
(ii) 	 The pdor period irK')me is overstated by Rs.5 59initiated under Public Property Eviction (PPE) Act. 

crore due to withdrawing the current yearThis 	 has been accounted as income in
1 income instead of prior period income, which conrr~vention to Accounting Policy No.7 of theI arose due to revisior> in rates and treating of 

I 
Authority. Consequently, Sundry Debtors and 

incom2 received during the year on account ofProfit are overstilted by Rs.51.52Iakh. 
arbitration award as previous year income. 

1.4.2 Deposits, Loan and Advances (Schedule - KJ: (iii) The prior period expenditure is overstated by 
Rs.1581.79crore Rs.l.77 crore due to incorrect depreciation 

1 (i) ThiS is overstated by Rs.5.30 crore due to treating charged upto 2002-03 in respect of Bhuj and 

ofcos: paid towards purchase of land as advance Bagdogra Airports. This also resulted in 

CD 
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overstatement of Depreciati0n and E GENEnAL 
understatement of Net Assets to the same The Authority had not laid down any mechanism 
extent. for Member's Responsibility Statement 

indicating therein that in the prcparaticn of )if 

CONTINGENT LIABIliTIES (SCHEDULE - SI annual accounts, the iv1embCcs had selected such 

Contin<;ent liJbility is understated by R,.1526 accounting policies and appliecl ther", 

croredueto: consistently, and that the Members had take!', 

proper and ,ufficient care for maintainingAuthority having been made party to an 
adequateaccounting records etc. 

arbitration case between Engineering Projects 

(India) Limited & its Sub contractor to the tune of Subject to our observations in the preceding, we 
Rs.:i.27 crore. report that the Balance Sheet and Profit and los'; 

penalty of Rs.2.20 crore levied by Income Tax account dealt with by this report are In 

agreement with the books of accounts.Authorities U/s 271 (1 He) on the Authorityfor the 

Assessment year 2000·01. 
In flur opinion and to the b"st of cur information 

.i) 	 not finalising the amount of Rs. 3.79 cro~e and according to the explanations given to us, ... 
Pdyable by Authority to Bharat Electronic.s the said Balance Sheet and the Profit and Los 

Limited after rnL'tual diSCUSSIOn relating to Account read together with the Accounting 

Airports Surveillance Radars aml Monopulse Policies and Notes thereon and ~ubject to the 

Secondary Surveillar.ce Radars. The BEL has significant matters stated above and the 

shown a sum of Rs.3.79 crore as recoverable from summarized financial results presented in the 

the Authority as on 31.03.2004. Annexure to the Audit Repoft, give a true and fali 

view: 

) ACCOUNTING POLICY (SCHEDULE - U) (i) In so far as it relates to the Balan.::e Sheet, or. the 

) 	 The Accounting Policy No.6 of the Authority is State of Affairs of the Au,hority as ilt 31 March 

deficient as it allows the charging (If full value of 2004. 

stores and spares during the year of purchase >(ii) In so far as it relates to the Profit and loss Account 
irrespective of actual consumption. Stores and of the Authority, Profit for the year er,ded on that 

spares _3luing Rs.80.81 crore already charged to date. 

Profit and loss Account were lying unconsumed 

as on 31 March 2004 in respect of units test 

checked. 

lJv~·~(;i) 	 The fact that there exist post retirement medical ,
(Revathi Badil benefit scheme has not been diSclosed. The ~ Principal Director of Commercial Audit Iaccrued actuarial liability has not also been & ex-officio Member, Audit Board' 

provided for. The provisions of Accounting 	 New Delhi. I 
Standard 15 haw not been compiled with in this 

Dated: 10 November 2004 

regard. Pl:lce : New Delhi 


J 
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Annexure 

Summarised Financial Results of Airports Authority of India for the year ended 


"f 31 March 2004 by the Comptroller and Auditor General of India. 


1 Financial Position " .... , . (Rupees in crare) 
0~_000~_00__000 00 0_00_ 

The table below summarises the financial position of A;SETS 2001-02 2002-03 2003-04 
the Authority as on 31 March 2004; 

(E) Gross Biock 3922.74 4323.28 4788.21 

(Rupees in Crare) (F) Less Cumuli'tive 2267.77 2609.12 2986.65 
.._---_.. __.. Depreciationo ••~_•••___ 

LIABILITIES 2001-02 2002-032003-04 
0 ••______••____•• __•• .(G) Net Block 1654.97 1714.16 1801.56 

(A) Capital Accou r,t 388.79 405.59 416.63 (H) Capital Work·in- 317.38 402.56 456.15 

progress
(B) Borrowings ... (I) Investments 14.12 1; 15 10.00 
(i) Loans 315.81 225.73 145.13 

(J) Cilfrent Assets,Loans 2381.91 3322.28 3509.34 
(ii) Interest Accrued &due 0 0 0 

ilnd Advances 

(C) Reserves & Surplus 
(K) Deferred Revenue 0.00 0.00 0.00 

(i) Capital Reserve 225.57 262.Q3 266.53 Expenditure 

~~-- -~--(ii) General Reserve 1452.82 1580.09 1 721.68 - .. .. --...---.. .. 

Tatal 4868.38 5450.15 5777.05 
-"~~-..-.--"~~--..---"-~~~..(iii) AnyOther Reserve 345.1 474.95 614.34 -~~--..

(D) Current Liabilities & (Ll Working Capital 836.03 992.69 1087.18 

Provisions (J-DOl-B(ii)j 

•I (i) Current Liabilities & 2045.88 2329.59 2422.16 (M) Capital Employed 2491.00 2706.85 2888.74 

f Provisions (G+L) 
j 

I (ij) Provision for Gratuity 94.41 172.17 190.48 (N) NetWorth(A+C(jiJ-K) 1841.61 1985.68 2138.31 
I 
; (0) NetWorth per Rupee 4.74 4.90 5.13 

~ Total 4868.38 5450.15 5777.05 ofCapital 
"-~-..

• 
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142.61 

0.11:1 0.07:1 

(Revathi Bedil 

& ex-officio Member, Audit Board-I, 

New Delhi 

2. SUMMARYOFWORKINGRESUlTS 

The working results of the Authority as on 31 March 

2004 are summarised below: 

(Rupees in crore) 

Particular 2001-02 2002-03 2003-04 

(a) Revenue 

(I}TrafrkRevenue 1:;31.28 1656]4 1764.15 

(ii) Non·Traffic Revenue 71356 727.75 866.44 

Total 	 2244.fl4 2384.49 2630.59 
~-~~-~---. -~-~-~--~---~-~--.--------------~-------~----

(0) expenditure 1767.86 1887A4 2086.63 

(c) Net Profit Before Tax 476.98 497.05 543.96 

(d) less. Provision forTax 

tel Profit afterTax 

(f) Percentage ofProfit after 

Taxto:

0) Total Revenue 

(ii) Capital 

(iii) NetWorth 

• 


210.00 215.00 229.00 

26698 282.05 314.96 

11.89 11.83 11.97 

68.67 69.54 75.60 

14.50 14.20 14.73 

3. RATIO ANALYSIS 

(i) 	liquidity ratio:The 140.86 

percentage ofcurrent 

assets to cur rent Iiauiiities 

(including provisions and 

interestaccfued and due 

but excluding provision for 

gratuity) (JlID(Il+Blii»*1 00 

(ii) Debt-eq'Jity ratio:

(B(I)/(A+C(ii)) 0.17:1 

Principal Director of Commercial Auclit 

Dated:-1 0 November 2004 

Place:NewDelhi 

~~--------------------------
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