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MANAGEMENT ANALYSIS & PLAN

INTRODUCTION:

This section assesses the present situation and the future development and
operation of Saigon International Airport from management and administra-
tive points of view. Recommendations are provided for administrative and
organizational steps which should be taken so that airport management,
organization, operation and development will be in tune with projected

national, regional and lccal air transportation needs, goals and objectives.

The tendency of modern management throughout the world is becoming
more and more oriented toward the accomplishment of systematically
structured organizational goals, priorities, objectives and programs. It is
the primary management recommendation of the consultant that Saigon
International Airport formally adopt that philosophy and that, as far as
pcssible, this be accomplished within a hierarchy of goals, priorities and

objectives of the Government of South Vietnam.

The practical implication of adoption of this management philosophy is that

a hierarchically-structured set of general Saigon International Airport goals
must be defined and documented. These goals must then be expanded into
specific time-constrained and, when possible, quantified objectives, which

in turn can be achieved through the completion of operational, capital improve-

ment, maintenance, staff improvement and other planned and budgeted programs.
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The attached table (Figure 1) provides a recommended set of top and first
level goals for Saigon International Airport which, it is assumed, could be
integrated with corresponding sets of national and regional goals, objectives,
program plans and budgets. The table also describes critical management
requirements which must be fulfilled in order to achieve these defined goals,
Organizational and procedural requirements for the Saigon International Air-
port management system can be derived by comparing these goal-related
management requirements with the characteristics of the existing system,
and then identifying and defining deficiencies which must be corrected and

integrated with already acceptable characteristics.

The following "Background' section provides informationr describing the
existing Tan Son Nhut management system. The existing system will then
be assessed against projected managerent requirements, shortcomings will
be identified and recommendations will be made for organizational and pro-

cedural upgrading necessary to achieve Saigon International Airport goals.

BACKGRCUND:

The management of Saigon International Airport today is at a critical cross-
roads. Immediate decisions must be made to determine the short and long
range goals, policies, organizational structure and overall methods of
operation for the management and direction of the airport during the current
and projected growth and expansion period. The requirements for airpert
growth and expansion will become more critical as the tempo of the current

war decreases, as domestic and international communication and trade are



Figure 1

PRELIMINARY GOALS FOR SAIGON INTERNATIONAL AIRPORT

Prime Goal: Provide facilities and services required for the Saigon Metropo-
litan Area to become a major transportation hub of Southeast Asia and to con-
tribute to the achievement of national and local goals related to air commerce

to, from and within the Republic of Vietnam.

1. Assure safe, expeditious movement and storage of domestic and
international commercial aircraft, passengers and cargo as well

as ground equipment, employees and visitors.

N

Assure maintenance of airport staff, property, facilities and

equipment to optimal standards commensurate with current and

planned airport investments, operating requirements and safety.

3. Establish sufficient revenues and retained income to develop and
carry out programs resulting in a financially and operationally self-
sustaining and continually developing enterprise.

4, Provide support to the national defense with minimal impairment

to the self-sufficiency and safety of the civil airport system.

11
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1. Assure safe, expeditious movementi and storage of domestic

and international commercial aircraft, passengers and cargo

as well as ground equipment,

SUB-GOAILS

employees and visitors.

MANAGEMENT REQUIREMENTS

1.

Participate in national develop-
ment planning and integrate SIA
plans with national short and long

range plans,

There must be a set of national goals,

priorities, policies, plans and pro-
grams, aimed toward encouraging
and facilitating inter and intra-national

commerce and tourism,

*There must be professional planning

and analysis capability within civil
aviation and also liaison with other
affected government agencies and the

private sector.

1.

Participate in regional planning
and integrate airport system
planning, development and opera-
tions with Saigon Metropolitan
Area transportation, economic,
environmental and urban plan-

ning and development.

*There must be regional and local

goals, policies, plans, priorities and
programs with which to integrate and
which define environmental considera-

tions.

* There must be professional planning

and analysis capability within civil
aviation and also liaison with other
affected government agencies and the

private sector.




SUB-GOALS

MANAGEMENT REQUIREMENTS

1.

Provide an airport environment
and functions which will serve
domestic and international
passengers as well as visitors

and on-site employees.

- Saigon Airport will require ability to

provide equivalent or higher standards
of service than other airports in the re-
gion in order to bolster national pres-
tige and tc satisfy the domestic or
international traveler, visitors and

employees.

1.

Assure effective on and off-

site access, egress and ex-

peditious processing, move-
ment and holding for passen-
gers, baggage, visitors,

employees and ground vehicles.

- Requires ability to provide adequate ter-]

minal facilities and handling procedures
to provide expeditious commercial and

official processing of passengers, bag-
gage and cargos for current and pro-

jected traffic levels.

1.

Assure effective on and off-
site access, egress and on-
site processing, movement

and holding of cargo.

- Requires ability to provide adequate

ground transportation ways to assure
movement of transporters carrying
passengers, baggage, cargo, visitors
and employees in and out of the airport
and between various activity points

within the airport.

1.

Assure capability to safely
accept and operate commercial
aircraft under all normally ac-

cepted flight conditions.

- Requires ability to provide adequate

airfield facilities, equipment and pro-
cedures safely to support current and
projected aircraft traffic requirements.

Continued.....

13
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MANAGEMENT REQUIREMENTS

* Requires cooperative interfacing and

effecti ve coordination with surrounding
political jurisdictions in order to ac-
quire necessary support areas and
facilities outside the airport for both

ground and air operations.

SUB-GOALS
|
1.6 (Cont'd.)
1.7 Facilitate aircraft service and

maintenance operations.

- Requires ability to assure availability

of aircraft servicing functions and sup-

porting facilities and utilities.

* Requires ability to assure availability

of space for aircraft maintenance
activities; also support utilities and

services as appropriate,

1.8 Assure security from crime,
accidents and fire for aircraft,
structures, passengers, cargo,
ground equipment, employees

and visitors.

- Requires capability to plan and imple-

ment accident, crime and fire preven-

tion programs.

* Requires ability to combat crime in

areas of airport jurisdiction in coordi-
nation with local law enforcement

agencies.

- Requires ability to extinguish aircraft,

structural and other type fires on air-

port property.

* Requires ability to assure emergency

niedical care for aczcident vietims and

others.




2. Assure maintenance of airport staff, property, facilities and

equipment to optimal standards commensurate with current and

planned airport investments, operating requirements and safety.

SUB-GOALS

MANAGEMENT REQUIREMENTS

2.

1

Assure maintenance of airport
staff capabilities at optimal
levels to satisfy administration,
operational and maintenance

requirements.

* Requires ability to analyze and plan

* Requires ability to administer per-

*Requires ability to budget and imple-

*Requires ability to develop staff capa-

staff requirements.

so.nel matters and salaries, to
assure attraction, training and reten-

tion of competent personnel.

ment required staffing skills and

levels.,

bilities and to advance personnel
through various professional and

management positions.

.2

Assure maintenance of airport
property, facilities and equip-
ment to optimal standards com-
mensurate with investment,
operating requirements and

safety.

*Requires capability to analyze and plan

‘Requires capability to budget and imple-

maintenance and financial requirements
and to trade-off versus safety and

operational demands.

ment at required levels for personnel,
materials and maintenance equipment

and facilities,

15



3. Establish sufficient revenues and retained income to operate

and maintain the airport and to develop and carry out programs

resulting in a financially self-sustaining and continually develop-

ing enterprise.

SUB-GOALS MANAGEMENT REQUIREMENTS
3.1 Generate annual domestic and . Requires analytical capability and
foreign exchange revenues at accounting system to assess finan-
least adequate to cover costs cial requirements.
of administration, operations, - Requires ability to plan and generate
maintenance, depreciation, in- required levels of revenues through
vestment, debt servicing and various fees and tariffs.
debt repayment. « Requires ability to borrow funds,
if required, and to service and repay
domestic and foreign debts.

- Requires ability to expeditiously ad-
minister and account for financial
matters, budgets, receivables and
payables.

3.2 Retain domestic and foreign - Requires ability to retain and ''plow-

exchange income at least ade-
quate to support financing of
operations and maintenance
as well as planned capital and

staff improvements.

back' domestic and foreign exchange
revenues into airport improvements

and upkeep.

+ Requires legal and procedural ability

to enter into contracts to provide and
receive services involving considera-

tion.




4. Provide support to the national defense with minimal impairment

to the self-sufficiency and safety of the civil airport system.

SUB-GOALS MANAGEMENT REQUIREMENTS

4.1 Provide support to military air {* Requires high level civil-military coop -
operations at agreed upon traffic | eration to assure national and local goals
levels and operational procedures| and priorities are defined and that
commensurate with natioral de- agreements are made to attain and up-
fense, aeronautical safety, and hold these goals and priorities as rela-
civil transportatiol. requirements, ted to airport management and opera-

tions.

4,2 Assure financial and operational |* Requires high level civil-military coop-
support from the military, as re-| 2ration to assure that military users con-
quired, to underwrite usage of tribute their fair share to upkeep and
international airport airfield development of the airport.
facilities and services.

4.3 Interface with base security * Requires ability to coordinate with base

measures required for national

defense.

defense organization as long as security

threat exists.

17
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resumed, and consequently as demands for movement of passengers and

cargo are increased.

Although international passenger demand is projected with a several year
delay prior to its slow upturn, domestic passenger traffic demand should
grow more quickly, even though limited initially by the capacity of the air
transportation system. This domestic traffic demand is setting imminent
requirements for expanded and more efficient airport facilities and services
while the delayed increase in international demand merely allows a little more
time before similar upgrading must be accomplished in that area. Projected
growth of cargo traffic will also necessitate upgrading of the cargo handling
system, although at a much lower relative magnitud= and a later time period.
These required improvements can only become available as an outgrowth of

a management system and policies which are capable of effectively directing
and facilitating goal-oriented decisions and activities during day~to-day

operations and future planning.

The existing management system for Saigon Tan Son Nhut International Airport
(STIA) is the result of an evolutionary process which began following French

withdrawal and the partition of Vietnam in 1954.

During the French Colonial Period, prior to 1954, the government organization
related to STIA approximated the system used in France. Under that system,
management of the airport was centralized under the Ministry of Public Works,
through the Director-General of Civil Aviation, to an STIA Commandant who

exercised full authority and control over airport-related activities. The



Figure 2

MILLIONS OF PASSENGERS
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Projected Passenger Volume-Comparative Analysis
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Figure 3

VIETNAM AVIATION ORGANIZATION PRIOR TO 1954
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engineering, constructi on and maintenance functions were conducted under
agreement by an organization comparable to the present Ministry of Public
Works-Directorate of Air Bases (DAB). This directorate, along with the
meteorology organization, was also part of the Civil Aviation Directorate-
General. STIA at that time operated under national conditions of ''semi-

normalcy'' and with financial support from the Frerci.

After 1954, the French withdrew and tne formerly unified country was partitioned;
a new government was established in South Vietnam. Between 1954 and 1965
the civil aviation-related functions of the old Ministry of Public Works be-
came divided between the ncw Ministry of Public Works (which retained the
DAB responsibilities) and the Ministry of Transportation and Post (which
acquired the responsibility for aeronautical and ground operations, including
civil airports operation and meteorology responsibilities). For several years
after 1956, top policy guidance and direction were supplied to STIA by a
"National Committee for Facilitation of Air Transportation" composed of

high level representatives of interested government and private sector areas.
This committee was disbanded several years ago after having become pro-
gressively deemphasized. Currently, the only top level guidance and direction
for STIA administration is provided by line organization direction through the

Directorate of Civil Aviation.

The authority of the Commandant was diminished steadily as national survival
was threatened, military requirements were increased, and the Tan Son Nhut

facility was utilized more and more to support the war effort. Areas west of

21
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the north-south runway came under rmilitary jurisdiction while the runways
and taxiways became joint-use areas under the Civilian Commandant's
operational control In addition, over the years, key administrative functions
such as financial management, personnel management and property manage-
ment have mainly been v::sumed by the Director of Civil Aviation and his

directorate staff.

In 1965, as a result of greatly increased hostilities and military air operations,
the entire Tan Son Nhut area became a restricted-access military zone under
security-related control of a Military Commander. The STIA Commandant
currently acts in the role of his civilian assistant. Overall military control

is expected to continue until hostilities decline and major security threats

have been removed.

The Ministry of Public Works-DAB meanwhile has retained the responsibility
for developmer:t and maintenance of STTA joint-use areas and for facilities
design, development and major maintenance utilizing restricted financing

from Vietnamese government budgets and some outside support.

All STIA revenues and foreign exchange derived from airport operation, leases
and concessions are deposited immediately in the government national treasury
as part of the general fund and at no time come under the control of airr..rt
management for retention and direct application to airport needs. Financing
for airport development, maintenance and operation is allocated annually by
Congress as a line item budget in response to a budget request, just as for

non-revenue generating GVN organizations. Inasmuch as government finances
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Figure 4c

OVERALL ORGANIZATION ASSESSMENT ----- PRESENT ORGANIZATION

Organizational Concept
Description

Advantages

Disadvantages

DCA Operation of <ivil STIA
with DCA control over finances,
operating policies. Minor
maintenance allocated by DAB.

DAB Responsible for overall
land use, engineering, capital
improvement, major mainte-
rance as a ''Natinnal Aviation
Property'.

ST1A Tenant function on a mili-
tarized "'National Aviation Pro-

perty'.

STIA At division level under
Dir. of Civil Aviation for all
but security problems (TSN
Mil. Zone responsible for
security and land use.)

STIA Limited in fuctional
authority including critical
areas of finance, personnel,
capital improvement, major
maintenance, security, fire
protection.

All Others Perform func-
tions "'in association with"
STIA, DCA and DAB.

General

rovides close governmental
control over all phases of
operations, administration,
finance and security.

Responsibility for vital func-
tions at STIA dispersed among
many governmental organiza-
tions.

Major improvements restricted
by lack of contirol of revenues.

Maintenance restricted by
lack of adequate revenues,

Mili

tary

Overall control over TSN
area land use, security uses,

Civilian co-user could ¢on-
ceivably interfere with mili-
tary usage and security.




Figure 5

Comparative STIA Operations & Maintenance Demands VS. Resource Allocations (1963 £ 1970)
Demand Source 1963 1970 Change LChangq Resource Application 1963 1970 Change [¢ Change
Total Aircraft Movements | 122,470 850,820 +728,350 | +595¢ | Total Aeronautical
& Tech, Personnel 33 64 +3) +9 49
Commercial A/C Movements 30,000 38,269 +8,269 +28:7 § Total Admin. &
Other Personnel 196 19 -87 “hby
Commerc al Passengers 328,500 | 1,864,200 +#1,535,700 | +467z ) Operating Fund $1,834,000 $8,743,000 +56,909,000( +377¢
(tncluding Nilitary
Commercial) Operating Fund Alloc.
per Aircraft Movement $61.1 $228.5 S167. 41 +2747
Operating Fund Alloc.
per Commercial! Passen-
ger $5.6 $h.7 -%0.9 -167
Total Termina)l Mainte- Building Maintenance
nance Area (m?) 8,000 10,000 +2,000| +207§ Personnel 85 41 ~hy -52¢
Buitding Maintenance
Personne! per m2 .0t L0l -.0069 -637
Building Maintenance
Fund $583,300 $1,218,000 +$634,700( #1107
Building Maintenance
Fund per m2 $72.9 $121.8 $48.9 +672
Building Maintenance
fund per Commercial
Passenger $1.8 $50.7 =511 -637
Total Runway & Ramp Airfield Main*enance
Maintenance Area (m2) 620,000 858,000 +238,000 +382] Fund $4,580,000| 516,560,000 +$11,980,000| +2602
Airfield Maintenance
Fund per m $7.4 $19.3 +511.9] +161%
Airfield Maintenance
per Aircraft Movement $152.7 $432.7 +5280.0] +18372
Note: 1963-1970 Inflation i.e. To keep even with inflation, (A1l funds-current VNS)
1970 VNS Worth approxi- 1963 funds tevels must have
mately 304 of 1967 VNS increased by at least 334z, Source: STIA Annual Report-
1970
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are quite spartan at present, and under severe inflationary pressures
coupled to wartime demands and priorities, STIA operational and capital
authorized budget expenditure levels consistently fall far below required
levels. This has led to virtual cessation or curtailment of STIA staff per-
formance of some important non-aeronautical functions (including fire
fighting and maintenance of terminal facilities) as non-technical STIA staffing
levels have been cut drastically. These cuts have been made even though
passenger-stimulated demand for services have increased. (See Figure 5)
Limited capital budgets for DAB airfield maintenance activities has retarded

critical runway, taxiway and apron maintenance in spite of U.S. support.

Several key airport-related functions presently are carried out at STIA by

other tenant governmental organizations with little or no planning, direction

or on-site control exerted by STIA management. These include immigration

and law enforcement (by Ministry of Interior-National Police); customs (by
Ministry of Finance); and public health (by Ministry of Health). Large portions
of the officially "'civilian' areas of Tan Son Nhut are occupied by non-commercial
activities, including the U.S. Air Force, MACV, Air America and the

Vietnamese military.

Some outside support is provided to STIA for fire protection and airfield
maintenance by the military, and is justified to insure adequate protection for
their own operations, facilities and equipment. Drafted military personnel on
detached duty to STIA with premium pay man most air controller functions;

beginning civil service salary scales presently are too low to attract new

civilian employees.



Because of prohibitive GVN vendor contracting policies and administrative
procedures, coupled with security restrictions on entry of potential money-
spending visitors, STIA management presently is severely hampered in its
ability to attract top-grade revenue-producing retail concessionaries and
lessees. For example, potential profits from gift shops and automobile park-
ing are minimal under present conditions and prospective concessionaires

show little or no interest in bidding. Restaurant, snack bar and lounge
operations presently must be grouped under one concession contract in order

to provide adequate profit potential for attracting bids. Current low level
government operating budgets do not allow for adequate payment to stimulate
private contractors' bids for non-revenue producing activities such as janitorial
service or trash disposal. Concurrently, low beginning civil service pay scales
do not attract potential employees to perform these functions as airport staff

members.

Special measures must often be taken to provide required functions. For
example, because of lack of STIA staff and purchasing capability in the mainte-
nance function, terminal interior lighting maintenance responsibilities will be

attached as a rider to a new restaurant concession contract.

The "Current Airport Functions Performance' table (summarized in Figure 6)
and detailed in supporting table (''Saigon Tan Son Nhut Functions Versus
Responsibility-Current') provide more specific information related to present
airport activities status and allows comparison of current conditions with

previously cited management requirements for accomplishing airport goals,

27
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Figure 6
SUMMARY OF CURRENT AIRPORT FUNCTIONS PERFORMANCE
(Detatled Discussion in Supporting Table)
Current Observations

Function

General Management

Goals, Objectives and Priorities
Definition

Lack of explicat organtzed cnal aviation- relate

national and vegronal couls, priorities,
pulicies and plans caases lack of top-level
cudonee Tor woiation and arrport planming and
buduoeting.

. Responsibihity tor STEA Tunctions is

diffused among several GVN Groantzations.

Operations (continued)

Passenger and Visitor Services

- No centralized passenger flight information

service - often none provided for delays,

ete. No passenger ramp transportation. Some
amenities deficient or lacking (e g., samtary,
restaurant, money exchange)

sShort and l.ong-Range Planming and
Budgeting

< STIA planming and budgeting  diffused among

several orgamsations.

No formal long-range planmng 'n the GUN
system. (Initial program underway for
Xblic Works),

Ground  Transportation

- No mechanized ramp transportation at present

Security restrictions g nmnimize passenger
and visitor requirements for roadways and
parking.

Records (landing, takeoff, atrcraft
and AVN (rew certfications, cte.)

I muted information analvsis capability res-
tricts amonnt of benetits dertved from data.

Pdlicies and Procedures
Definition

*3TIA poliey definition diffused among several

orgamzations.

Operations Admin istration

Tamited STIA staff restricts scope
of administrative activities,

rect Airport Activities {(Assure
implementation of pelicies, procedares,
plans, programs.)

- Direction of activities at 5.

are only
nommally ander STIA management which is
Limited mmnly to aeronautical questions,
minor ternunal mamtenance and some low kKey
staff sdmimistration to backup DCA activities,

Immigration, Customs, Public
Health

Gioveramental agencies function at STIA as
independent operations.

Airport Maintenance

Airficld Maintenance

Responsibility for awielo maintenance split
between two ministries.

Coordination of Non-3TIA Orgumiza-
tions Functioning in Conjunction with
STIA

< Alueh of the activaty being conducted at STIA by

outside organizations s carried out with hittle
orno direet control by ST1A management. (e, g,
ramip and termnal security s deficient.)

Aeronautweal Equipment Maintenance

Responsibility =plit between two ministries.

Facilities Maintenance

- STIA terminal maintenance responsibilities

currently low budget, low key and inadequately
performed.  Oherall respensivility diffused

Operations

Termimal Area Flight Control,
Ground Control

- Responsibility for various aspects split among

ral government organizations.

Access Hgress Maintenance

- STILIA access system s responsibility of another

mintstry and outside jurisdictions.

Vehicle and Equipment Alaintenance

- Non-aeronautical and vehicle maintenance

under-tadpeted, underswaffed.

Meteorology Services

- Services provided by tenant Dreciorate of

Meteorology.

Utilities Maintenance

Utilities mawintenance mainly responsibility of
another ministry.

Aircraft Services

- Responsibility spread among several entities.

Maintenance Administration

- Maintenance administration responsibility

diffused among many organizations.




Figure 6

Security and Fire Protection

Aircraft Fire and Rescue and
Prevention

- STLA organization presently not capable of
carryving out fire and rescue responsibility
must detault to VINALL

General Administration

Personnel and Tramning

- Prime responsibility for STIA at DCA level.
STIA maintains informal records.

Ambulance and First Aid

*STIA has no capability at present - muast
depend on VNATF and local hospitals’
capabilities,

Facilities Fire and Rescue and
Prevention

Waoe  and Salary Administration

s STIA has Hittle or bo role 1n determining
salary budgets or taff classifications -
mtormal records kept.,

-Inadequate STIA capability,

Office Servicees

Low prot:le function.

Law Enforcement

*STIA has no direct authority - National
Police coversge spotty. Ahilitary security
meas=sures {111 the ap.

Base Defense and Security

s Prime responsibility of mulitary.

Field Safety Inspection

-All interested parties participate.

Financial Admimstration

Fiscal Planning and Budgeting

Responsibility diffuse,

- STIA management has only the capability to

reques, budgeted funds from the national

budget for operastions and minor maintenance.

Staff salaries budgets are completely out of STiA
hands while capital budgets are only

indirectly mfluenced.

Industrial and General Accident
Prevention

*Neo ormal industrial acodent prevention
program in evidence (e, g, -ramp safety
procedures, ear protection, }

Security Administration

“No tull <eale program run by ST1A - only
military  scems to be at full profile.

General Accounting and Book-
keeping

Information diffused.

- No real accounting function anywhere, STIA
attempts to track funds expenditures using
avatlable date only.

Facilities Engineering

Facilities Research and Planning

-Prime responsibility for STIA 5 under
DAB with STIA mput.

Payroll and Timekeeping

+STIA only in the loop informally. Prime
fimction accomplished elsewhere.

Specif, and Standards Definition

© Prime responsibility under DAB with ST1A
mput,

Accounts Receivable and Payable

+STIA out of revenues loop. Only prepares
recervable invoices and payable vouchers.
STIA retams no revenues.  Bill paying very
=low and costlv. No foreign exchange collected.

Audit

- No aff available for STIA audit function.

Design

- Prime responsibility under DAB with STIA
coordination.

Financial Administration

- Limited to low level bookkeeping effort
at STIA because of GVN financial proeedures.

Project Control

- Prime resvonsibility under DA,

Contractor [ iaison and Inspection

- Prime responsibility under DAR,

Tenant Support

- Responsibility diffused.

Engineering Administration

- Prime responsibility under DAB.
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Property Management

l.ease and Concession Acquisition
and Negotiation

Because of lack of staff depth, leases and
concessions acquisition procedures lack

the negotiation and selection policies normally
found elsewhere,

Lease and Concession Administra-
tion

Because of lack of staff depth, surveillance and
control of agreements is difficult and spotty.

[.and Use Development

Responsibility diffused among several
ministries,

L.and Use Administration

Diffused among several agencies,

Purchasing

Procurement

Prime responsibility fe.. STIA related procure-
ments is spread amonyg several government
organizations. No final authorization can be
made by STIA matagement.

Storage/Warehousing

l.ow level capability at STIA,

Stock Issue and Inventory Control

Low level capability at STIA.

Contracts Administration

Tied to whomever is responsible fora particular
procurement.

Fublic Relations

Comnuanity Relations

No formal program in existence.

Tours and Promotions

No formal program in existence.

[.egal

Agreement and Contract Review

DCA retained counsel available when required,

Counscling

DCA retained counsel available when required

Economics

Air Travel Analysis and Forecast

No centralized capability.

Aviation Economics

No centralized capability,

Rates and Charges Analysis

No centralized capability.




CONCLUSIONS:

In summary, it has been found that the STIA organization presently conducts
Saigon area aeronautical control functions as well as selected airport adminis-
trative and maintenance responsibilities with often inadequate staffing and
funded solely by a severely depleted annual governmental budget. Activities
are carried out with a minimum of formal policy guidance from high level
governmental or interfacing local jurisdictions while additional key functions

are shared with or performed primarily by other governmental organizations.

More specific assessment of STIA goals and management requirements reveals

the following major deficiencies if no corrective action is taken.

Prime Goal: Pr‘oviae facilities and services required for the Saigon Metropol-
itan Area to become a major transportation hub of southeast Asia and to con-
tribute to the achievements of national and local goals related to air commerce
to, from and within the Republic of Vietnam.

Goal 1. 0: Assure safe, expeditious movement and storage of domestic and
international commercial aircraft, passengers and cargo, as well as ground
equipment, employees and visitors.

Sub-Goal 1.1: Participate in national development planning and integrate

Saigon International Airport plans with national short and long-range plans.

Comment: At pre..ent, there is no known organized set of top level GVN goals,
priorities or plans related to commerce, transportation and tourism which

can be used for guidance in planning airport development and operations.

(A broadly constituted airport-directing body, including representation from
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key GVN and private sector areas could provide necessary and appropriate
guidance and direction for airport plenning and operations notwithstanding

the lack of formalized higher level policies).

Comment: At present, there is no centralized planning and analysis capability

within Saigon Airport or c.vil aviation organizations for continually evaluating
national aviation system requirements and coordinating them with affected

areas of the public and private sector.

(A centralized planning and analysis capability could be established within the
Saigon Airport organization or within the Directorate of Civil Aviation for
assessing on a continuing basis, overall and SIA aspects of civil aviation
related to overall transportation. This activity would provide inpul for
specific Saigon Airport planning and development activities. )

Sub-Goal 1. 2: Participate in regional planning and integrate airport

system planning, development and operations with Saigon Metropolitan
Area transportation, economic, environmental and urban planning and

development.

Comment: At present, there is no known organized set of regional goals,

priorities or plans related to commercial transportation, tourism, economic
or environmental consideratinns which can be useful in integrating airport

developments and operations with the surrounding community.

(A broadly constituted airport directing body, made up partly of representatives

of various regional sectors affected by the airport operation, could provide



necessary and appropriate guidance and direction for planning on a regional

basis in spite of a lack of formalized local or regional planning.)

Comment- At present, there is no centralized planning and analysis capa-
bility in the Saigon Airport or civil aviation organizations to analyze require-
ments and develop overall airport plans for integration with the surrounding

community.

(A centralized planning and analysis function within the Directorate of Civil
Aviation or the Saigon International Airport organization would, if adequately
staffed and chartered, allow analytical interfacing with the surrounding com-

munities in order to tie airport, local and regional plans together,)

Sub-Goal 1, 3: Provide an airport environment and functions which will

serve domestic and international passengers as well as visitors and on-site

employees.

Comment: Under the present system of airport financing and low governmental
budget levels, terminal maintenance and improvement has not kept up with
requirements demanded by increasing passenger traffic levels. Minimal

retail revenue-producing prospects have curtailed provision of public services
and special amenities normally expected at first-rate international airports
(Opened access to the public at the cessation of general hostilities will provide
more potential customers to bolster revenue-producing retail activities and
will allow the application uf these additional revenues to airport development
and maintenance. If airport revenues can be retained for airport use, terminal

and other passenger servicing facilities can be expanded as required, main-
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tained in attractive condition and allowed to provide the normal amenities

expected at first rate international airports.)

Sub-Goal 1. 4: Assure effective on and off-site access, egress and

expeditious processing, movement and holding for passengers, baggage,

visitors, employees and ground vehicles,

Comment; The ability of Saigon Airport to provide c:dequate terminal facilities

as well as adequate ground transportation for ever-increasing numbers of
passengers is severely curtailed by restrictive administrative procedures and
low level financing available under present conditions. In addition, a require-
ment also exists for effective interfacing with surrounding communities so
that future access and egress routes can be properly planned and financed
taking into account requirements imposed upon the surrounding region as

well as those required for implementation within the airport itself.

(The organization entrusted with the management and operation of the Saigon
Airport must be allowed to plan, implement and finance programs necessary
for the enhancement and maintenance of those airport facilities required to
support current and projected traffic demands. Present conditions inhibit

or preclude such activities. )

Sub-Goal 1. 5: Assure effective on and off-site access, egress and on-site

processing, movement and holding for air cargo.

Comment: The same conditions apply for cargo processing as were discussed

above for passengers and other personnel. Adequate facilities will be required

in the future as air cargo demand increases. Airport management presently is



inhibited in its ability to plan, finance and carry out programs for enlarging
the cargo capacity of the airport.

(As discussed above under Sub-Goal 1.4, airport management should be pro-
vided with the means to become more effective in its ability to provide facilities
and other requirements for cargo handling at Saigon Airport. A more authorita-
tive management organization working together with local political jurisdictions,

airlines and freight-handling companies would be able to solve these problems.)

Sub-Goal 1.6: Assure capability safely to accept, store and operate com-

mercial aircraft under all normally accepted flight conditions.

Comments: Under the present administrative and financial management system,
with minimal budgets allocated on an annual basis, airport management and DAB
are almost prohibited from funding adequate planning and implementation of
capital development programs required to accept anticipated traffic levels.

At present, this is particularly true related to providing apron areas with
adequate strength to support heavy airc.aft and for repairing already wear-
damaged runways and taxiways. Major financing support for past maintenance
and upgrading of facilities and equipment have been provided mainly from
outside sources including U. S, Aid and the U.S. Military.

(A centralized authority should be provided to assure adequate analysis of
requirements for airport operations and also to allow centralized planning of
capital development programs and acquisition of appropriate funds required

for these developments. In addition, administrative and financial policies
should allow for acquiring adequate funding to support maintenance operations

for these heavy investment items. )
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(Operational personnel presently are supplied in great part by the military
and budget augmentation is required in order to conduct tt ese activities
with a trained civilian staff in the future. Attracting airport staff of the
highest caliber will require the ability to establish professional, wage and
salary standards commensurate with the high level technical abilities of

these personnel.)

Sub-Goal 1. 7: Facilitate aircraft service and maintenance operations,

Comment: Under present conditions, maintenance and service of aircraft

primarily is contracted for several airlines by Air Vietnam while the re-
maining airlines perform these operations using their own staffs. Mainte-
nance facilities primarily are provided under the auspices of Air Vietnam.
(It might be appropriate during future increased aircraft operation periods
that the Saigon Airport provide leased land or maintenance facilities for
airline use. In order to provide these capabilities, airport management
must be chartered to plan land use and to fund, develop and operate these

types of facilities. )

(Aircraft servicing and ramp services also could be provided under an
augmented airport organization or under contract to a servicing specialist

company. )

Sub-Goal 1. 8: Assure security from crime, accidents and fire for air-

craft, structures, passengers, cargo, ground equipment, employees and

visitors.



Comment: Under present conditions, crime prevention is entrusted indirectly
to the military in their security role, and directly to the National Police in
their crime prevention role. Both of these activities virtually are out of the
control of the airport organization which presently has no security staff

capabilities.

Fire fighting by airport personnel is now mai'nly confined to a limited ability
to fight aircraft fires. This function, under current constrained budget
conditions, has primarily been turned over to the Vietnamese Air Force
inasmuch as the civilian airport fire-fighting staff is under-manned and fire-
fighting equipment maintenance has not been sustained. Structural fire-
‘ighting is mainly entrusted to the Saigon Fire Department with a long re-
action time required for city fire-fighting equipment to appear at a fire scene.
Formalized fire and industrial or public accident prevention programs appear
to be non-existent at present.

(If it is assumed that Saigon Airport should assume responsbility for its on-
site fire fighting, crime and accident prevention, airport management will
require the ability to staff, train and equip their organization for these func-
tions. Implicit is the ability to plan and fund these activities with airport

revenues. )

Goal 2.0: Assure maintenance of airport staff, property, facilities and equip-
ment to optimal standards commensurate with current and planned airport

investments, operating requirements and safety.
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Sub-Goal 2.1: Assure maintenance of airport staff capabilities at optimal

levels to satisfy administration, operational and maintenance requirements.

Comment: Under current budget levels and wage, salary and personnel

administration policies, creation and maintenance of airport staff capabilities
is difficult in most areas. Aeronautical personnel are mostly detached premium-
salaried military staff assigned to the airport and whu have been trained either
in the U.S. or by United States staff personnel. Civilian personnel are hired
and paid under existing civil service pay grades and attraction of new personnel
at these beginning levels is extremely difficult. Periodic training of non-
aeronautical staff is conducted on-the-job. Overall ~esults are that technical
(aeronautical) personnel staffing levels are sustained mainly as a result of
relatively higher budgets in this area and the military assignment nature of
their duties, while staffing in other administrative and non-technical areas

are greatly belowlevels required to support the scale of operations being
conducted at the airport. (Refer to Figure 5 for comparative 1963-1970
financing and staffing levels.) Senior personnel are retained on the staff
mainly as a result of their higher level seniority salary and dependency
allowances.

(In order to assure retention of aeronautical personnel after military

assignees are removed or permanently assigned to the DCA staff, DCA or

the airport organization should be empowered to provide salaries and

positions competitive with private industry. Modification of existing ad-

ministrative and financial policies would provide airport management with



the ability to budget and implement required staff augmentation programs
while a program of staff training would continuously up-grade the caliber

of services which can be offered.)

Sub-Goal 2.2: Assure maintenance of airport property, facilities and

equipment to optimal standards commensurate with investment, opera-

ting requirements and safety.

Comment: A centralized capability is required to analyze, plan and imple-
ment airport maintenance activities at all levels. Under present adminis-
trative conditions, these runctions are dispersed among various governmental
organizations, whichoften are not in the same ministry. In addition, overall
GVN low-level non-military budgets place severe restrictions on the ability
of any single directorate to maintain various airport physical elements. Over-
all results of this deficiency include physical degradation of such investments
as runway, ramp and taxiway surfaces and terminal facilities.

(Revised administrative and financial policies could facilitate maintenance
analysis, planning and program implementation by the airport organization

if they provide for adequate control over revenues, finances, and staffing.
These revised policies shouvld also provide the ability to contract directly

and to promptly pay for the purchase of goods énd services from optimal

domestic or foreign sources from an airport standpoint.)

Goal 3.0: Establish sufficient revenues and retained income to develop and
carry cut programs resulting in a financially and operationally self-

sustaining and continually developing enterprise.
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Sub-Goal 3.1: Generate annual domestic and foreign exchange revenues

at least adequate to cover costs of administration, operations, mainte-
nance, depreciation, capital improvement, debt servicing and debt

repayment.

Comment: Present governmental policies do not allow direct application of
airport-generated revenues for operation, development or maintenance of

the airport nor do they allow collection of international fees in foreign exchange
currencies. In addition, current staff capabilities do not provide the analytical
capability required to assess financial needs or to conduct full scale account-
ing procedures necessary to administer financial matters such as budgets,
receivables and payables. All finances are c¢erived from annual Vietnamese
governmental budgets supplemented in part during the last few years by

United States military and foreign aid funds.

(Generation of revenues is a function of the ability to develop sources of
domestic and foreign exchange revenue-including airline operations and retail
operations-and then facilitating customer or tenant spending so that these rev-
enues are in fact generated and placed under the control of the airport admini-

stration.

Generation of additional revenues in the future will require ability to adjust
fees and tariffs to appropriate levels commensurate with requirements for
operating and maintaining the airport--this in turn necessitates the ability to
define and analyze total airport costs. Generation of revenue also will depend
upon the ability of the airport administration to collect foreign exchange fees

and allow potential retail customers to enter the airport facilities where they



can become active domestic revenue sources. The airport organization should
be provided with staff capability to evaluate airpc~t financial requirements and
to determine the proper levels and sources of revenues required to service

debts and to cover annual operations and maintenance. )

Sub-Goal 3, 2: Retain domestic and foreign exchange income at least

adequate to support financing of operations and maintenance as well as to

support planned capital and staff improvements.

Comment: Under current governmental policies, revenue derived from air-
port operation is all in domestic currency and is not retained or administered
by the airport staff. This income is turned over to the government treasury
by the payee and it becomes part of the general fund from which airport (and
other) budgets are allocated on an annual basis. Airport budgets allocated at
the present time do not necessarily bear a resemblance to the revenues gen-
erated or to the actual financial requirements for operating the airport.

(Legal and procedural steps should be taken to allow the airport administration
to retain derived domestic and foreign exchange income so that it may be
"plowed back' into airport operations and improvements. In addition, airport
staff capability should be augmented to include a financial management function
which covers accounting, controller and audit functions normally found in
commercial business enterprises. This will assure that financial transactions
take place within a commercialized business-like atmosphere and under

appropriate management control. Main financial policy guidelines could be
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defined by a broadly constituted airport directing body. )

Goal 4.0: Provide support to the national defense with minimal impairment

to the self-sufficiency and safety of the civil airport system.

Sub-Goal 4.1: Provide support to military air activities at agreed upon

traffic levels and operational procedures commensurate with national

defense, aeronautical safety and civil transportation requirements.

Comment: At present, the majority of aircraft operations at Saigon Tan Son

Nhut International Airport are conducted by the military. The level has
declined greatly with the de-escalation of the war and the shift of military
operations to other bases, but nevertheless, will probably be sustained at
a high enougn level in the near future to constitute a highly significant consi-
deration while conducting the increasing commercial operations of the civil

sector.

Relatively low levels of civil air operations coupled with a functionally
adequate liaison between the military and the civil authorities have resulted
in no significant problems under past and current conditions. However, in the
future, with increased civil air operations, airline network scheduling re-
quirements must be considered and civil-military joint-tenancy and opera-
tional agreements will be necessary to avoid conflict.

(Major policies for operational control of the airport can be kept timely in
the future if a broadly constituted directing body is provided to establish high

level agreements and broad operating guidelines for which civil and military



authorities would be responsible. Day-to-day operating problems can be
resolved at the working level if such guidelines previously have been es-
tablished and recognized at the highest levels. These policy guidelines
should be flexible so that as changing defense and civil conditions arise,

they may be modified to accommodate these changes.)

Sub-Goal 4.2: Assure financial and operational support from the military,

as required, to underwrite their usage of Saigon International Airport

facilities and services.

Comment: Presently, with over-all governmental budgets supplying the
funds to operate the airport, the military budget includes their present con-
tribution to the operating and maintenance costs of the airport. These funds
are then applied directly to the appropriate programs or operations,
Activities or programs funded in this manner do not come under the adminis-
trative or financial control of the civil authorities and as a result are not now
accounted for as part of the operating costs of the airport.

(The achievement of a viable, business-oriented civilian operation at Saigon
International Airport, will require top level joint tenancy and operating
agreements between civil and military authorities. These agreements should
assure that the military will contribute their proportional share of support to
airport upkeep and development. Policies will be required to establish the
exact methods of administration and control for these funds and projects and
could include a direct annual GVN grant to the airport which includes the

military share of "common use area' funds. These matters could, conceivably
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be settled through the auspices of an overall directing body, working in

concert with the highest levels of government.)

Sub-Goal 4. 3: Interface with base security measures required for national

defense.

Comment: Under present conditions, access to the civilian Tan Son Nhut

terminal is restricted for non-passenger civilians by military security
measures. General access passes are issued to cleared personnel and

their vehicles while uncleared civilians must apply for special passes in
order to gain access to the terminal. This condition not only limits the
number of potential revenue-producing visitors allowed to visit the terminal,
but also restricts selection of personnel who can be hired by various conces-
sionaires and contractors resident at the airport. At present, Saigon Airport
management has no direct influence over base access policies and is only
related to the security administration of the base by virtue of the civilian
airport Commandant's delegated authority to endorse land use permits and
to coordinate in other matters in his role as civilian assistant to the TSN
Military Zone Commander.

(It is anticipated that improved national security conditions in the future will
allow relaxation of restrictive base access rules. It is conceivable that a
properly constituted civilian airport management organization could be au-
thorized to isolate physically the civilian portions of the Tan Son Nhut prop=
erty so that a special civilian force could administer relatively more re-

laxed access security measures. Under these conditions, there would still



be some control over admittance to the airport but it would not need to be as
severely restrictive as is the case with the entire installation under military
control. This approach could in turn lead to a situation in future years where
there would be unrestricted access to the civilian portion of the base opera-

ting totally under the administration of civil authorities.)
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RECOMMENDATIONS:

If Saigon Iaternational Airport is to achieve the primary goal of becoming a
major hub of the Southeast Asia area and thus contribute to the achievement
of Vietnam national and local goals, its administration and operations must
be mainiained on a high plane as an integral part of the regional and world
wide air transportation system. In order to do this, Saigon International
Airport (SIA) must not only keep pace with the rest of the system by adopting
modern technological advances, but must also utilize up-to-date management
philosophy and techniques required to overcome shortcomings discussed in
the "Conclusions'' section of this report. The management organization of
the airport: (1) must have available for its use adequate resources to carry
out programs; (2) must have broad-based authority to direct the accomplish-
ment of these programs and day-to-day operations; (3) must have flexi-
bility to modify plans or to re-plan, as required, to adapt to changes in the
surrounding transportation system or in the SIA physical, socio-economic or

political operating environment.

In the opinion of the consultant, these criteria cannot be satisfied through con-
tinuation of the existing management philosophy and system at Saigon Airport.
The current trend, as similar problems are faced at airports throughout the
world, is toward the formation of #utonomous or semi-autonomous airport
agencies under government top-level guidance and control. These agencies
are endowed with various degrees of freedom in their conduct of lonr-range

planning, day-to-day operations, retention of airport-derived revenues and



application of these revenues to finance airport operations and programs.

The following series of baseline recommendations are based upon the recog-
nition of existing deficiencies, upon SIA management system requirements
and upon world-wide trends currently effecting meaningful progress in the

field of general management and airport management.

A. RECOMMENDED MANAGEMENT POLICIES

Management Philosophy: It is recommended that Saigon International

Airport be operated with a commercial enternrise philosophy as an
autonomous budget center and management entity under the general
policy direction of a broadly constituted Board of Directors res-
ponsible to the GVN ministry for civil aviation.

As discussed in an earlier section, it is also recommended that a
modern "program planning and budgeting' philosophy be adopted
whereby all policies, decisions, programs, budgets and plans are
oriented toward the achievement of explicate goals and objectives.

A recommended set of goals has been provided in Figure 1.

Operating Philosophy: It is recommended that Saigon International

Airport adopt a prime operating concept whereby the airport organi-

zation, as much as possible, functions in the role of '""General Manager''.

In this role, Saigon International Airport management and staff would
be responsible for the performance of all airport functions, but would

be free, when it is advantageous, to contract with other governmental
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agencies or private sector enterprises for the actual conduct of work.
Airport management ultimately would be responsible for adequate
conduct of contracted ''specialized' functions (for example, ramp trans-
portation or aircraft servicing.) Airport personnel wouid be directly
responsible for the actual performance of ""common use'' activities,
including fire and police protection, common area terminal maintenance
and passenger flight information. Figure 7 presents a recap of current
conditions, as well as recommendations for future allocations of air-
port functions to SIA management and to private or governmental

sector organizations.

Tenants such as airlines, on-site governmental agencies or conces-
sionaires would provide personnel, equipment, supplies and services
required to operate their business within the leased areas allocated
by airport management. They would be free to contract directly with
service vendors or through airport management for specialized sup-
port services (such as office cleaning) while maintenance of facilities
(such as lighting and air conditioning) could be provided by the airport
organization. SIA would exert administrative control over on-site
activities of tenant GVN agencies in order to facilitate optimized

application of resources to satisfy service needs.

As an autonomous budget center, Saigon International Airport ultimately
would be effectively self-supporting and would be responsible for the

analysis of financial requirements, for financial planning, for collection



‘igure 7

RECOMAMENDED AIRPORT FUNCTION RESPONSIBILITIES

“unction

Current
Observations

l

RICOMMENDIE

D ALLOCATIONS

1l
Saigon Int'l. Airport Authority

Vietnamese Governnaent

Other

[ieneral Management

Goals, Objectives & ]
Priorities~-Definition

Lack of explicit orgamived
civil aviation related
notional and regonal pooalsy
priovities, policres and
plans causes lack of top-
leved gurdance for aviation
and airport planning and
budgeting,  Responsibibity
tor STIA functions is
diffused among seveeal
GVUN organizations,

Bouard of Directors & ST\ Statf,

Key GUN organizations repre-
sented on Board of Directors

Key private see-
tor and airline
interests repre-
sented on Board of
Directors.

Short & Long Range
Planning & Budgeting

STIA planning and budget-
ing diffused among several
organizutrons. No formal
long-range planning in the
GVN system, (Initial at-
tempt underway for
Public Works. )

SIA Staff. Bused on Board of
Directors' Guidelines.

Policies & Procedures
Nefinition

STIA policy definition
diffused among several
organizations.

SIA Statf

International agreements coord-
inated via Ministry of Voreign
Affairs.

International
Agreement coord-
inated with airlines

Dircect Airport Activitics
{(Assure implementation
of policies, procedures,
plans, programs)

hirection of netivitics at
STIA are only nominally
under STIA management
which is limited muinly to
sceronautical operations,
minm termanal mainten-
ance and some low key
staff admintstration to
back up DCA activities.

SLA Staff

f'unction

Currcnt
Obhservations

RECOMMEN]

D ATTOCATIONS

Airport Authority

Other

General Managemaoent (Cont (LY

Coordination of non- STEA
Organtzations functioning in
conunction with STIA,

Much of the activity being
conducted at STIA by out-
side organizations 1» car-
riced with little ornodires
control by STIA manage-
ment. (¢, g, -Ramp and
terminal securty is
deficient)

STA Staff

Vietnamese Government

Operations

Terminal Area Flight,
Control; Ground Control

Responsibility for vurious
aspects split among sev-
eral povernment organi-
scations.,

S1A Staff, initially at least.

In future, could be turned over
to Civil Aviation organization, if
budgets are available,

AMeteorology Services

Service provided by tenantl

Duectorate  of Meteorol-

Oy,

Tenant Meteorology Directorate,

none provided for deluays,
cte. No PAN ramp trans-
portation. Some amenities)
deficient or lacking (e, g, -
sanitary, restaurant,
money exchange. )

veneral use areas,

Alrcraft Services Responsibility spread SEA tatf for acronauticul info. & | Public works support for facil-  [Airlines and con-
among several entities, tlight clearances. SIA provide tties, tractor for fuel,
general fucilities, foodd, maint., cte,
Jassenger & Visitor No centralized passenger || SIA provide PAX flight info, Airlines-input to
Services thight info. service-often system for gen'ls use. Provide flight info. system.

Contractors-park-
ing service rotail
services,

Ground Transporiation

No mechamzed ramp
transportation at prescent.
Securtty restrictions min-
imize passenger and visi-
tor req'ts. for roadways
and parking,

“STA Statf administers

Public works support, as req'd.
for facilitics on-site.

Airport qeeess-

Coordinate with
surronnding cities
for wavs, Airlines
and’or contractor
for transporter,

Dasip toaxon-Cai e,
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Function

RECOMMENDED ALT.OCATIONS

Current
Observations

Saigon Int'l. Airport Authority

Vietnnmese (Government

Other

Records (landing, take-off,
aircraft & crew certificat-
iong, etc.)

Limited information analy-
sis capability restricts
amount of benefits derived
from data.

SIA Staff

Operations Admin.

Limited STIA staff capa=~
bility restricts scope of
administrative activities,

SIA Staff

Immigration, Customs,
Public Health

Governmental .gencies
function independently.

SIA Staff interface-administrative
control at STIA level,

Responstble ministries operate

as tenants,

i\irport Maintenance

Airfield

Maintenance

Responsibility for airfield
mamntenance split between
two ministries,

SIA prime responsibility.

Public works support, as req'd.

Contractor support
if appropriate.

Acronautical Ground Fquip,
AMaintenance

le, g, - NAVAIDS, landing
aids)

Responsibility split
between two ministries,

SIA prime responsibility,
at least,

initially

In future, could be turned over
to civil aviation organization, if

budgets arc available. Public

works support, if required, nt

present,

Contractor support
if appropriate.

Facilities Maintenance

STIA terminal maint. res-
ponsibilities currently low
budget, low key and inad-
cquately performed. Overd
ull responsibility diffused.

SIA prime responsibility.

Public works support, as req'd.

Contractor support
if appropriate,

Access/Egress Maint.

STIA access gystem is

regponsibility of another
ministry and outside juris-
dictions.

SIA prime responsibility within
airport boundary,

Public works support, as req'd.

Surrounding juris-
dictions maintain
own facilities out-
side STIA bndry,

Vehicle & Fquipment

Non-acronautical and

SIA prime respongibility

Contractor and

Muaintenance vehicle maintenance under vendor support, if
budgeted, under-staffed, appropriate.
Utilities Maintenance ['tilities maintenance SIA Staff interface with utility Public works support, as req'd.
mainly responsibility of agencies, Utilities agencies support, as
another ministry, req'd.
F RECOMMENDED ALT OCATIONS
Current
Function Observations Saigon Int'l. Airport Authority Vietnamese Government Other

Atrport Mainfenance {cont’d
Maintenance Admin,

AMuintenance admin, res-
ponstbility diffused among
many orpganizations,

SIA prime responsibility

except for utilities,

Security & Fire Protection

Aircraft Iire & Rescue
& Prevention

STIA organization present-
ly not capable of carrying
out fire and rescue respond
gibility must default to
VNAFE.

SIA prime x'csponsibility-ultimuteJ
ly full capability,

\NAF gupport, as required,

Ambulance and First Ad

STIA has no capability at
present. Must depend on
VNAF and local hospitals!
capabilitics.

SIA prime responsibility

Government medical support, if

required.

Contractor or
private medical
support, if req'd.

Facilities Fire & Redcue
& Prevention

Inadequate STIA capability

SIA prime responsibility-ultimated
ly full capability.

Saigon City Fire Dept. support,

as required,

Law Enforcement

STIA hes no direct author-
ity=National Police cover-
age spotty. Alilitary sec-
urity measures fill the gap

SIA prime rvsponﬂlbili(y-ultm‘mlq
ly full capability.

National police support, us
required,

Base Defense & Security

Prime responsibility of
military

SIA coordinate with VN military
at first ~assume prime respon-
sibility for civil areas later.

VN military for overall at firgt-

only mulitary areas later,

Field Safety Inspection

All interested parties
participate.

SIA prime responsibility.

Public works support, as req'd,

Airlines back-up.
Contractor support,
as required,

Accident Prevention
Industrial & General

NO formal mdnstral aecr-
dent prevention program in
evidence (e, g, -ramp safady
[)I‘(thllh‘, ear protection, )

SLA prime responsibility,

National police support, as
required for traffic safety.

Airport and tenant
suppart,

Security Admin.

No full scale program run
by STIA-only mititary

seems to be at full profile,

SIA responsibility in coord. with
VN military.

VN military parallel responsi-

hility.
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Function

RECOMMENDED ALILOCATIONS

Current
Observations

Saipgon Int'l. Airport Authority

Vietnamese Government

Other

Financial Administration

Fiscal Planning &
Budgeting

Responsibility diffused.
STIA management has only
the capability to request
budgeted funds from the
national budget for op'ns.

4 and minor mairtenance,

Staff salaries budgets are
completely ouvg ol STIA
hands while -apitol bud-
gets are only indirectly
influenced,

SIA

Public works support, as req'd,

Contractor support)
a8 appropriate.

Gen'l Accounting &
Bookkeeping

[nformation diffused, No
real accounting function
unywhere. STIA attempts
to track funds expenditures
using avaitable datw only.

SIA

Payroll & Timekeeping

STIA only in the loop in-
formally. Prime function
accomplished elsewhere,

Accounts Receivable &
Payable

STIA out of revenues loop.
Only prepares receivables
invoices and pavable
vouchers. STIA retains no
revenues. Bill paying very
slow and costly,

Audit

No staff avaitable for STIA
audit function,

SIA

Contractor support
as aporopriate.

Financial Admin,

Limited to low level book-
keeping cffort at STIA
hecause of GVN financial
procedures,

SIA

Function

Current
Obsgervations

RECOMMUENDED ALLOCATIONS

Saigon Int'l. Airport Authority

Vietnnmese Government

Other

Facilities Enginecring

FFacilities Research &
Planning

Pirime responsibitity for
STIA is under DAB with
STIA input,

SIA prime responsibility for gen-
cral requirements and master
plans.

Public works support, as req'd,

Contractor support
ii appropriate.

Specif. & Standards Defin.

Prime responsibility under]
DAB with STIA input,

S\ prime responsibility for
technical policy,

Public works support, as req'd.

Contractor support
if appropriate.

Design

Prime responsibility under
DAB with STIA coordinat-
ion.

SLA prime responsibility for
design requirements,

Public works support, as req'd,

Contractor support
il appropriate.

Project Control

Prime responsibility
under DAB.

S1A prime responsibility,

Contractor Liaison &
Inspection

Prime responsibility
under DARB,

SIA prime responsibility,

Public works support, as req'd,

Tenant Support

Responsibility diffised,

SIA prime responsibility

Public works support, as req'd,

Contructor support
if appropriate,

Engr'g. Admin,

Prime responsibility
under DAR.

SIA prime responsibility,

General Administration

Pergonnel & Training

Prime responsibility for
STIA at DCA level. STIA
maintains informal ree-
ords,

SIA

Support as required,

Support as req'd.

Wage & Sulary Admin,

STIA has Titile or no role
in determining salary bud-
gets or staff classification
-informal records kept,

SIA

Contractor support
as required,

Office Services

Low key function

SIA
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Function

Current
Observations

[ RECOMMENDED ALLOCATIONS

—
Saigon Int'l, Airport Authority

Viethamese (Government

Other

Property Muanagement

Lease & Concession Because of lack of staff SiA
Acquisition & Negotiation depth, leases and conces-
sions acquisition proced-
ures lack the negotiation
and selection practices
normally found clsewhere.
L.easc & Concession Because of lack of staff SIA
Administration depth, surveillance and
control of agreements 13
difficult and spotty.
Land Use Development Responsibility diffused SIA Public works support, as req'd. [Contractor support
among several ministrics, VN military coordination, as as appropriate.
req'd.
Land Use Administration Diffused among several SIA
agencies.
Purchasing
Procurement Prime responsibility for SIA GVN central purchasing support, [Vendor support, ag
STLA-related procurement as required. appropriate.
is sprcad among several
government organizations.
No final authorization cun
be mude by STIA munage-
ment.
Storage/warchousing Low level capability at SIA
STLA.
STocK I8suc & Tnveniory low level capability at STA
Control STIA
Contracts Admin, Tied 1o whomever is res- ||SIA
ponsible for a particular
procurement.
RECOMMENDED ALL.OCATIONS
Current
Function Ohservations Saigon Int'l. Airport Authority Vietnamese Government Other

Public Relations

Community Relations

No formal program in
existence,

SIA Board of Dircctors and Staff

Tours & Promotions

No fermal program :n
cxistence,

SIA

Legal

Agreement & Contract

DCA-retained counsel

SIA prime responsibility.

Contracted counsel

Air Travel Analysis & Forecasy

No centralized capability,

SIA prime responsibility.

Civil aviation and DAB support,
as required.

Review available when required, if appropriate.
Counseling DCA retained counsel SIA prime responsibility, Support by Gov't. Counsel if Contracted law
availuble when required, required. gervice,
Economics

Contractor or Int'l
Org'n support, as
appropriate.

Aviation Economics

No centralized capability.

SIA prime responsibility.

Civil aviation and DAB support,
as required,

Contractor or [nt'l
Org'n support, as
appropriate.

Rates & Charges Analysis

No centralized capability.

SIA prime responsibility.

Civil nviation, foreign Affairs
support, as required.

Contractor, air-
lines, concession-
aires or int'l
org'n. support, as

appropriate.
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of domestic and foreign exchange revenues and for the budgeting and
disbursement of these revenues to support related airport operations,
development and maintenance. In addition, the airport authority would
be legally constituted to borrow money from the Government of Vietnam,
from commercial or private lenders, or from international financial

institutions.

Instead of the classical governmental expenditure monitoring approach,
a business type accounting system will be required to establish and
maintain a complete spectrum of accounts and reports, and to support
analysis of projected financial requirements. These records would
also provide background information necessary to borrow funds or to

justify government support, if required.

The Saigon International Airport would operate, at least in the fore-
seeable future, as a civilian activity and joint tenant with the military
at the "Tan Son Nhut National Aviation Property." However, top-level
decisions will be required to define SIA relationships to the Ministry
of Public Works-Department of Air Bases (DAB) and the military

with respect to the "National Aviation Property Concept, "

SIA could (1) acquire land use and administrative responsibility and
control over essential on-hand or future acquired civil assets at TSN,
or (2) could remain as a tenant using property and facilities still
nominally controlled by DAB. It is recommended that option (1) be

implemented. In any case, agreements for joint tenancy with the
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military would be required at the highest level to assure a compatible
relationship which will allow conduct of civilian activities without de-
gradation of, or unreasonable interference from, national defense re-

quirements or vice versa.

RECOMMENDED ORGANIZATIONAL CONCEPT

Authority Concept: The recommended SIA organization structure con-

cept and summary functional allocation is presented in Figure 8. A
recommended organization structure is provided along with an assess-
ment of the concept from civilian and military standpoints. It will be
noted that prime responsibility for all functions described on the
"Proposed Functions vs. Responsibility Table (Figure 7) are covered

by the proposed organization plan.

As will be discussed under "Overall Relationship Concept', below, the
recommended relationship of the Authority to the Vietnamese govern-
ment structure is via direct responsibility of the Authority (including
the Board of Directors and staff) to the Minister of Transportation and

Post, or whatever ministry has responsibility for civil aviation,

The Board of Directors is envisioned as a general policy-making and

public relations organization, which assures all vital government and
private interests are adequately represented and which resolves top-
level disputes or conflicts of interest. The make-up of the Board of
Directors would include high level representatives from various sectors

who must be vitally interested in the advancement of civil aviation as a



Figure Ba SAIGON INTERNATIONAL AIRPORT AUTHORITY
RECOMMENDED ORGANIZATION STRUCTURE

Ministry of GVN
ll Responsible for Civil Aviation
(See Fig. 10)

- Recommended Ly . Approve goals, prionities, policies, major programs
Minister Transportation & Post SIA Autharity and annual budgets recommendud by General Manager.
Appointed by Prime Miniter ' Board of Directors Approve major contracts and feases,
(See Fig. 9)

General Management. Overall direction of SIA with
Board of Ditectors. Prowide policy yuidehnes to SIA
statt. Coordination with GVN and other Sectors
Recommend goals, policis, prionties, major problems
and annual budgets to Board of Duectors,

Appotinted by
Board of Directors,
Responsible only to
Board of Directors.

SIA Authority
General Manager

Public Relations
Legal
Specisl Assignments

Appointed by Gen. Mgr. Special
Assistant

Recommended by
Genaral Manager — Appointed by
Board of Directors

SIA Authority

Day-to-day operations responsibility
Deputy General Manager

Airport Solve lower level day-to-day problems.
e e o —— Coordinating Local representatives of all private and
Committee government organizations active at airport,

{Recommended by Gen. Mgr. — Appointed by Board ot Directors)

Asst. General Manager Asst. General Manager Asst. General Manager
Adrministration Opgrations & Planning &

& Finance Maintenance Engineering
General Administration, Operations, Maintenance, Facilities Engineering,
Financial Administration, Secutity and Fire Protection, Property Management,

Puschasing, Suppaort Support Economics, Support
General Managerent Genera! Management General Management
Note: {Functions refer to Figure 7)

Figure 8b
SAIGON INTERNATIONAL AIRPORT AUTHORITY ORGANIZATION CONCEPT ASSESSMENT
ORGANIZATIONAL ORGANIZATIONAL
GOAL CONCEPT DESCRIPTION ADVANTAGES NISADVANTAGES
Genera
"Full Function” Autonomous | Full Function "General Provide GVN with a self- o Some GVN organizations'
authority supporting regional | Manager' operation-ability| supporting agency contribu- "Status=-Quo" will be dis-
and national goals on finan- to contract, as required, ting to national welfare on a turbed as they lose airport-
cially self supporting basis, for gupport gervices and business-like basis.  SIA related prime authorities,
muterials, ability to bor- [given sbility to recruit, train |o Inadequately controlled SIA
row money, retain funds, {and r o ain hghest caliber Authority could tend to go
expend funds directly. persounel at adequate salary its own way.
Generanly constituted levels. Iacilitutes SIA
policy directing body to ability to gear itself to long
provide goal and policy range goals and programs
oriented guidance to SIA under direction of a broad
management., gpectrum Board of Dircectors,
Direct application of airport
generated revenues to im-
prove and maintain highest
level operations, facilities,
services,
PRO - MILITARY CONSIDERATIONS - CON
o Removes sormne malitary re-|o Military loscs some author
CONCLUSIONS & CRITICAL CONSIDFERATIONS gponsibility for base costs, ity eventually over Tan Son
May need imitial government mvestment until retained o Military can still retan Nhut civilian arcas to pre-
earnings proves power to acquire commercial or other overall base defenses fune- 1965 tevel.
non-GVN funding.  Must determine 1f SIA g 10 reman tion & provide some o Civilian traffic mmereasces
a tenant aboard "National Aviation Property' or if it support functions under may tend to impinge on
will acquire complete control undor & long term agree- agreement to SIA. military requirements in
ment with GVN.  Security control measures policy must o SIA beemes single organ- later years unless military
be renewed repularly to provide waereagsing control of 1zational contact point, requirements decline,

SIA management (over civil arcas). Overall policies must
be derived at Board of Directors level, Appears to be

no prolibitive military congideration aside from current
base security requirements,
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Vietnamese national resource and who are readily available to provide

their services on a productive basis.

Representatives of both the government and private sectors would be
nominated by the Minister of Transportation and Post for approval and
appointment by the Prime Minister. The attached table (Figure 9)
provides a summarized Board of Directors membership structure.
The primary criteria for Board concept selection should be to provide
adequate representation for the needs of all sectors concerned with the
operation of the airport. The concept should preclude domination of
the Authority by any specific governmental or private interest group
which would interfere with the achievement of SIA goals. It is recom-
mended that the Minister of Transportation and Post, or his represen-
tative, serve as Chairman in order to assure adequate interface with

the Ministry and adequate prestige for the SIA Board of Directors.

Overall Relationship Concept: The concept provided in Figure 10 results

in minimal change to existing government structure with the Authority
directly responsible to the Minister of Transportation and Post. It
is comparable to the concept presently applied with other GVN authori-

ties.

RECOMMENDED MANAGEMENT PROGRAMS

Reorganization Program: Reorganization of the current Saigon Tan

Son Nhut International Airport organization and associated functions

into a fully constituted, ''full function'" airport Authority will require



Figure 9 SIA AUTHORITY-BOARD OF DIRECTORS REPRESENTATION

Chairman Mimister Transpartation and Post ot
may be appointed by Minister Transportation and Post

Government
Sector

Private
Sector

] - ]

1

. . . - ner. mmunit : N
GVN National Aegional/Local Mititary Airline Ge&”é:n‘r:!(v’nercial Y Financial
Level R ati Aepresentation Repr i . Representati
epresentation epresentati epresentation Representation Representation epresentation
Ong or more representatives Saigon City Une tepresentative Board of Airhne Repretentatives Chamber of Commerce, Bureau of Bank ar Financiat
covering hey, effected muvstcies Hegional representing all mditary Tourism, private citrzens

of authonities with inferest or expertise

Chaitman and membets nominated by Minister Transportahion & Post or other rministries and oticially appointed by Prime Minister — All interested in aviation and available for productive setvice,
Spectrum ol aptions range from
1. Al government members ~ Could ellow goal and pulicy determination 1o become potitically submerged father than aviation advancement uriented.
2. Mix of governmant and private members — Weighted 1o establish desirable power balance. Gives both sectors a chance to be heard for benefit of S1A & VN godls.
3. All private sactor membars - Would assure ultimate government control of oveiride va10 1s provided to GVN. Would pravide more commercially onented direction.
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RAECOMMENDED VIETNAM AVIATION ORGANIZATION

=gt

Legat

<>

1 | ] l

| | 1

Minister ot Minisier of Minister of Minister ot Minister Minister Minister of
National Foreign Transportation] Public of of Finance &
Defense Atfais and Post Works Interior Health Foregn Aid
_——T - ~ 1 —
[ 1 l Trade L 1 ) l l I l
Agwements Saigon Int’l ;
Capital Saigon Int . I
M.]p.;;:v c:xﬁfm’ AA"NDO" DuecO('umle Due\“l'uule Vi:r."am Du;lm National Saigon Dir.—Gen'l,
District Bﬂ\l\:l" ‘:',"[l)vm Civil Aviation Meteorology Autherity Air Bases l Police City Customs
1 I
l ] H ' — — ] | |
Commander Commander Commander Saigon Int’l I ]
TSN T Connit Airport Capitol Sawgon City Zone 1)
Sensitive Aw ’ Mil:tary [ Authurity | [ Construction Maintenance Police Health Div. Customs.
Area Duwisiun Zone Matters General Mgr : :
l [ A 1 Lsm Suppt lsu Support ] ] l
Commander i
Base SIA Air SIA Airport Airpoy
TSN - P pont
N Sunport Au;?;:)'l'lry Control SI/; Weather Police Health StA Customs
res Wing Detachment urean Department Section Section
lMlhlny Uity & Lf;uuptl( Grop | TR TI— L Imemugration
Detense Group Fire Frgnting Support
fincluding VNAE Arport Mant Suppurt
Defense Greup,
Airport Police
Army Detense
Grouph
NOTE: {1 SIA provides “stminisirative control™ for on tite sctinties of lenanl GYN Sgencors tRrough 00 Site WPervisors Agencws Pruwite apfxopniate peiso wil, mesny and
(ocedute guidehing o 51A for hest accomplishment of assigned tatks Allocation ol persannel and tesources coordinated with S1A management
121 S1A 2 contrilien may be wibmidized by tunds denved from a future “aitways use tan” . mpoed and controtied by Directorate of Croil Aviation,
m
VIETNAM AVIATION ORGANIZATION CONCEPT ASSESSMENT
¥
ORGANIZATIONAL
-
ORGANIZATIONAL GOAL CONCEPT DESCRIPTION ADVANTAGES DISADVANTAGES

Allows ready assimilation
of new authority organiza-
tion into the existing GVN
structure -similar to
already "in place' authori-
ties.

Full function "General Man-
ager'' Operations within
existing Ministry structure;
responsible directly to the
Minister.

Full function airport author-
ity at top level in the Min-
istry of Transportation and
Post.

(Minimum Ministry change)

CONCLUSIONS

A relatively simple transition concept resulting in minimal
disruption of GVN structure and functional allocations.

SIA authority not related to
a centralized, full function
Civil Aviation organization
which would integrate all
aspects of civil aviation
with other transport and
communication modes.
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action at the highest levels of the Vietnamese government. The re-
commended plan for reorganization is described in Section D. Major

considerations for the reorganization program are discussed below.

Under current law, autonomous status is awarded to governmental
agencies only with the approval of Congress. A draft resolution must
be provided to Congress by the President or the Prime Minister follow-
ing an agreement-in-principle between the Ministers in Cabinet. This
type resolution usually is initiated by an interested ministry, and re-
flects the results of a thorough study and analysis of requirements,
plans, and benefits to be derived versus financial and other ''costs' to

the government.

It is anticipated that a "Feasibility and Planning Study' would be per-
formed, sponsored by the Ministry of Transportation and Post and
financed by a planning grant from the government. The work would be
conducted by a task force of interested government and private sector
personnel supported by outside experts. The study and resolution
would be completed in one to one-and one-half years and then submitted
to the Cabinet for further consideration and action. Figure 11 provides

a suggested plan for conducting the study.

Assuming prompt approval of the resolution by the Cabinet and Congress,
the new Board of Directors would be recommended and appointed, and

would begin immediately to provide firm policy guidelines for the
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Figure 11b

Figure 11a

S. I. A. AUTHORITY FEASIBILITY AND PLANNING STUDY

TASK FORCE COMIFOSITION

GVN Scctor

Private Scctor

Consultant support - Expert counseling for management and financial
analysis, program planning and budge-ing (as
required),

IFollow Figure Y-Board of Director Recoramendations

TASKS

1. ORGANIZE TASK GROUP Appoint lLeader
Allocate Budget
Appoint Supporting Group Members & Staf(
Assign Task Responsibilities

Review and define SIA:
Goals, Policies & Priorities versus Ability
Objectives (time oriented, of existing

qualifie ]l and quantified) Organization &

Program ’lans & Budgets Management to

Define Required Changes to accomplish
Present Charter &
Management System

Define Changes, Options and ldentify "best"

Cost - Benefit Analyses

2, REVIEW & ANALYSIS

Recommend:

a. SIA Charter of Responsibilities & Authority

b. Goals

c. Objectives

d. Prioritics

c¢. General Policies & Procedures

f. Organization

g. Programs, Plans & Budgets (Pre-authority

and authority)

h. Assigned Organizational Responsibilities

Prepare ""Draft Resolution'

3. RECOMMEN DATIONS

FEASIBILITY AND PLANNING STUDY SCHEDULE

TASK

Months 0 2 4 6 8 10 12 14 18 18

1. Organize Task Group

2. Heview & Analysis

3. Recommendations

Progress Report to
Minister {fina!

B conclusions & initial

recommendations)

Initial interim
Progress Report
to Minister (initial
conclusions)

Final Progress Repurt
to Minister (final
recommendations &
“'Draft Resolution™)

Pessessceancsans

Recommended
Start: June 1972

60



organization of the Saigon Airport Authority. The reorganization
program should begin as soon as possible thereafter, in order to
provide an adequate foundation to support the airport development
program which would be already in progress to meet the traffic

demands of the mid and late 1970's and the 1980's.

Staff Improvement Program: As soon as staffing requirements, pro-

ductivity-oriented wage and salary scales and personnel policies and
procedures have been defined, the staff improvemnent program can

begin.

Capabilities of existing personnel must be evaluated against updated
job specifications for technical, administrative and support staff.
Following assessment of all staff members, decisions must be made
at least at the department head level, to deterraine whether perscnnel
would be retained on the Authority staff or transferred to the general
government civil service roles. Qualified new personnel will then

be recruited to fill vacant staff positions as employees of the Saigon
Interrational Airport Authority under Authority personnel and wage/

salary policies and procedures.

During and following the SIA reorganization, a staff personnel training
program should be implemented. Thnis program would apply regularly
scheduled on-the-~jon and/or school training for continuous mainte-
nance and upgrading of staff professional, vocational and administra-

tive capabilities at all levels.
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SIA Capital Development Program Integration: The SIA Capital

Development Program will be continued as a concurrent program

to reorganization and staff imprcvement, and will be integrated

as a major Authority activity. Financial analysis will determine
capital funds requirements and sources for future development pro-
gram administration and implementation. Authority management and
staff will administer all aspects of the program within the budgeted
levels in coordination with overall operational, maintenance, adminis-

trative and developmental functions.

SIA Financial Program: Immediate steps must be taken to provide

resources to support annual administration, operations and mainte-
nance costs at least partially until 1975 and completely from 1975 on.
These steps must be initiated immediately (possibly before Authority
status is achieved) in order to begin providing for early and mid-1970's
requirements. The ''financial planning' section covers this program

in more detail.

RECOMMENDED MANAGEMENT PLAN IMPLEMENTATION

The attached logic and flow chart (Figurel2) depicts the progression
of steps required to implement the overall Management Plan. It must
be emphasized that time-phasing of the steps in the performance of
this plan must be integrated with the conduct of the capital development
and financial programs, and {o the related demands for air passengers

and cargo transportation.



Figure 12

BASELiNE MANAGEMENT AND FINANCIAL PLAN IMPLEMENTATION LOGIC

Implement N
StA Capital Continuous o
Development v
Plan
Government financed capital
Implement improverents & Implement v
SIA Financiat major maintenance SIA Financial SIA finance
Program SIA finances annual o Program
perations (11
(Phate A) and minor maintenance {Phase B)
(1974-1880:85) {1980/85- continuous)
Conduct Acquire Cabinet & Acquire Cangressional
SIA Authornity Presidential approval o § approvat for Authority » Conduct SIA
Feasibility and tor Authority L4 status end “'start up” Ld Reorganization
Planning Study recommendation funding support
16/12-9/73) 12/73) 13774} (4/74-1977)
tmplement
SIA Statf ’ Initiat Overhaul Continued Training,
Imorovement By 1976 P " At 1978
Program
{1974-continuous)
Operate Continuous
Airport ——— >
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The total set of recommended steps and sequence are provided for
assessment by the Government of Vietnam as a baseline group of

available, reasonable options for future planning purposes.



SUPPORT MATERIAIL

Function

SAIGON_TA N SON NHUT FUNCTIONS versus RESPONSIBILITIES (Current)

Ministry of Transport & Post
(incl, -STIA-Saigon Tan Son
Nhut Airport, DCA-Directorate
of Civil Aviation)

Mimstry of Public Worke
(incl. - DADB - Directorate
of Air Bases)

Other

Current
Observations

General Management

Gomrn. Objectives o
Priorities Definition

Definiticn at all levels but not
systematically written or struct-
ured. Mainly Op'ns-oriented and
providing capital investment-
related requirements for DAD
plannug usc,

Definition at o levels but
usually not systemarically
written or structured, Mainly
property, facility and mamie -
nancc oriented, (new 4-yecor
developient plan, firs.
srgunized plan)

President and cabinet
may provide some limit-
ed definition but not sys-
tematically codified or
gtructured on an overall
national basis for direct-
ion and planning use,

Lack of explicit organ-
ized civil aviation-
related national and
regional goals, priorities,
policies and plans cauges
lack of top-level guidance
for aviation and airpo.:
planning and budgeting.
Responsibiliiy for STIA
function iz ditfused among
several GVN orgamizations

Short & Long Range
Planning & Budgeting

Current GVN budgeting system req
only, However, selected long-term
{e.g. major capital improvements)|
IDCA- Opngs. plan & budget-minor
maintenance.

pires line item planning and bud
programs are planned informa
by responsible Directorates,

maint, planning and budgeting,

DA B-Capital Improvement &

eting on an annual basis
ly on a multi-year basis
Min, -Finance, Prime ]
Minister, Congress
must approve.

STIA planning and budget-
ing diffused among sev-
eral organizations, No
formal long-range plan-
ning in the GVN system,
(Initial attempt underway
for Public Works)

Policies & Procedures
Definition

Minister Transport & Post and
Dir. Civil Aviation promulgote
operational policies and procedured
recommended by Commandant.
STIA Rutes & charges decreed by
Minigter-(Int'l. agreements-coop.
with Ministry of Foreign Affairs,

Responsibie ror land uge
capital improvement and
major matintenance policies,
(Land use planning via
military during wartime).

Tenants and other inter-
ested parties input to
STIA via ad hoc coordin-
ating committee, Min
foreign Affairs nego-
tiates int'l, air agree-

ments,

STIA policy definition
diffused among several
organizations,

Direct Airport Activi-
ties (Assure imple-
mentation of policies,
procedures, plans,
programs)

STIA Mgmt. attempts to assure
compliance with Min, of T&P

and DCA policies, related to

alr opcrations in the terminal
area, to civil ground operations
and to terminal & staff administra~
tion and day-to-day minor mainten-
ance.

DAB directs activities
related to constrvction
and most mainterance.

Actlvities of other Govt,
orpar.izations conducted
almost indenendently
(e. g, -potice, customs,
Immigration, public
health, military}.
Activities of airlines
and other commercinj
activities conducted
‘under apeclfic agrec-
ments which may be
difficult to enforce,

Direction of activities at
STIA are only nominally
under STIA management
which is limited mainly
to aeronautical questions,
minor terminal
maintenance and some
low key staff administra-
tion to back up DCA
activitles,

Coordination of Non=-
STIA Organizations
functioning in conjunction
with STIA.

STIA management may direct only
ST WA -staff activities-all other
organizations must be worked with
on a negotiation and persuasion
basls (c. g. -nat'l, police, customs,
public health, Dir. of Air Rases,
military.

Tenants and conce3sion-

alres Interface with STIA]
management day-to-day

or via coordinating com-
mittees,

Much of the activity
being conducted at STIA
by outside organizations
is carried oul with llttle
or no direct control by
STIA management, (e, g. -
Ramp and terminal
gecurity is deficlent),

Operations

Terminal Area Flight
Control; Ground Control

ST is charged with control over
all air traffic within 40 N, M. radius
and over ground traffic on all joint
uge and eivil areas.

DAB provides facilities, and
utilities required for
aeronautical op's. & control
activities. Also maintains
these facilities and utilities,

US and VN military pro-
vide most personnel for
controller functions,
Foreign aid provides
gome funds for facilities
and equipment.

Responsibility for var-
ious aspects split among
scveral government nr-
ganizations.

AMeteorology Services

Directorate of Metcorology sup-
plies aviation weather information
as an STIA tenant organization,

Service provided by
tenant Nirectorate of
Metcorology.
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Function

Ministry of Transport & Post
(Incl. -ST1A-Saigon Ton Son
Nhut Airport, DCA-Dircctorate

Ministry of Public Works
{Incl, -DAB-Directorate
of Air Bases)

Other

Current
Ohbservations

of Civil Aviation)

U[)CE BUona lconta)

Alrcralt Services

At present, provision of facilities a
atrcraft services is a joint respons
{ STIA responsible for agsuring ser-
vices provided, also release aero-
nautical info. and flight clecarances)

nd support utilities for

bility of STIA and DAB.
(DAD responsibice for con-
struction and maintenance.)

AirVietnam (under con-
tract) or indiv. airlines
gervice aircraft. Fuel-
ing by oil company con-
cession,

Responsibility spread
among several entities.

Passenger & Visgitor
Services

STIA resp. for assuring provision
of gen'l, services including auto
parking, passcenger waiting areas,
ete,

Airlines provide flight
information on own voli-
tion (many contract func-
tion to Air VN and per-
form ticketing and check
in functions.

No centralized passenger
flight info. 3ervice-often

none provided for delays,
etc. No PAX ramp tran-
gportation, Some amen-

ities deficient or lacking
(e. g. -sanitary, restaur-
ant, money exchange)

Ground Transportation

STIA respondgible for services,
however, security restrictions bar
non-cleared vehicles and personnel
from TSN. Little requirement for
passenger or visitor parking. No
ramp transportation services at
presert.

DA B responsible for const-
ructing and maintaining road-
ways and parking and coord-
ination with off-site jurisdict
ions for access/egress develq
opment in future,

Airlines provide bus
service from downtown tc
air terminal via Air
Vietnam bus. Passengerg
board aircraft on foot.

No mechanized ramp
transportation at present.
Security restrictions min-
imize passenger and visi-
tor req'ts. for roadways
and parking.

Records (landing, take-
off, aircraft & crew
certifications, etc.)

STIA accumulates aircraft move-~
ment, passenger and cargo data.
Some limited statistical analysis
conducted for planning and control
purposes. Maintain certification
records.

Provide data to STIA
staff,

Limited information
analysis capability re-
stricts amount of benefits
derived from data,

Operations Admin.

Commandant STIA and Asst. Com-
mandant for Technical Services
personally perform operations
admin. functions.

Limited STIA staff capa-
bility restricts scope of
administrative activities,

Immigration, customs,
public health

STIA management only indirectly
influences these special governmen

functions.

Responsible agencies
function as STIA tenants-
nearly independent,

Governmental agencics
function at STIA as in~
dependent operations.

Alrport Maintenance

Airfield Maintenance

Responsible for maintenance of
anceronautical lighting.

Prime responsibility for
maintenance of runways, taxiq
ways, aprons, drainagc sys-
tem,

Responsibility for air-
ficld maintenance split
between two ministries.

Acronautical Equipment
Maintenance

Prime responsibility for mainten-
ance of navalds, landing/departure
aids, ATC equipment.

DARB responsible for some
marking and lighting of avia-
tion obstructions on and off
the STIA property,

Some support to STIA
from military.

Responsibility split
between two ministries.

Facilities Maintenance

Responsibility assumed by (DCA
request)for non-structural terminat
maintenance and janitorial mainten-
ance of common arcas-low budget
available-performance restricted.

. ime responsibility for
major' maintenance includ-
ing terminal structure, tower,

aircraft fuel system,

Tenants responsgible for
janitorial maintenance of
leagsed arcas-includes
airlines, concersions,
other gov't. org. Some
material support from
military.

STIA terminal maint.
responsibilities currently
tow budget, low key and
inadequately performed.
Overall responsibility
diffused.

Access/Egress Prime responsibility for on- | Local political jurisdict- | STIA accceas system is
Maintenance site gystem and coordination | ions responsible for off- | regponsibility of another

with off-3ite political juris-
dictions.

gite system,

ministry and outside
jurisgdictions.

Vehicle & Equipment
Maintenance

Prime responsibility for mainten-
ance of STIA vehicles-and acron-
autical support equipment including
high voltage power, air conditioning
and stand-by power, Veh, mainten-
ance low budget activity.

Non-aeronautical and
vehicle maintenance
under-budgeted, wnder
staffed.

Utilities Maintenance

DAR responsible for mainten+
ance of water, clectrical
power, sewage systems,

I’I'T responsible for teled
phone and telegraph
maintenance,

Utilities maintenance
mainly responsibility of
other ministries,

Maintenance Admin,

STIA adminigters maintenance
under its jurigdiction and coordin-
ates other maintenance activities
with STIA operational requirements
~low budget most areas.

Administer maint. under
DA B jurisdiction,

Airlines administer
maint. of their arcas~
often tenants, including
gov't agencies are quite
lax.

Mainternance admin. reg-
ponsibility diffused
among many organiza-
tions.
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Function

AMinistry of Transport & Post
(Incl. -5T1A-Saigon Ton Son
Nhut Airport, DCA-Dircctorate
of Civil Aviation)

Ministry of Public Works
(Incl. -DAB-Directorate
of Air Bascs)

Other

Current
Obscrvations

Sccurity & Fire Protection

Aircraft Fire & Rescue
& Prevention

STIA officially responsible but
works at low profile because of
limited budget, stuff and on-line
cquipment maintenance problems,

VNATF, by default and
because of high tevel
cquip, and staff, present
ly assume most respon-
sibility.

STIA organization pres-
ently not capable of car-
rying out fire and rescue
regponsgibility. Must
default to VNAFE.

Ambulance and First Ald

STIA responsible-no on-line capa-
bility at present-must call focal
civil sector or VNAF.

VNALF has some capabil-
ity and can provide for
emergency.  lLocal civil-
ian hospitals provide
back-up.

STIA has no capability
at presgent. AMust depend
on VNAFE and local hos-
pitals' capabilities.

Facilities Fire & Rescue
& Prevention

STIA responsible-practicatly no
on-line capability-must rety on
Saigon City or military,

Military and local civil
fire departments avail-
able for emergency,

Inadequate STIA capa-
bility,

Law Enforcement

Nominally responsible but no dircct
authority or staff capability.

National Police respon-
sible~-but apparently low
profile ¢ffort, Min, of
Defenge appears to cover
defacto by security re-
strictions.

STIA has no direct auth-
ority- National Police
coverage spotty lilitary
gecurity measure3 fill the
gap.

Base Defense & Sccurity

Commandant STIA is civilian assist
ant to Commoander TSN Military
Zonce-cexerts influence in land use
coord. with DAR.

F DAR final word on land use
as  National AviationProp-
erty Manager.

Min. of Defense respon-
sible via TSN Military
Zone command and TSN
Sensitive PPoint, National
Police arc back-up at
ramps and gates.

Jrime responsibility of
military.

Field Safety Inspeetion

Primc resp. as operating author-
ity-function shared with DARB,
VNAL, USAF.

DAB conducts as part of
maintenance responsibilitics.

Military and airlines
ingpect g users,

All interested parties
participate,

Industrial & General
Accident Prevention

Vehicle traffic control
and accident prevention
responsibility of Nat'l,
Police-low profile effort.

No formal industrial
accident prevention pro-
gram n evidenee (o, g. -
ramp saflety procedures,
car protection),

Security Admin,

No overall admin, program cvident
except low level in areas of afe
fire and rescuc, Low budget and
staff levels in all arcas.

Main effort by military
via issuc of passes, on-
gite sccurity force and
land use control by TSN
Mil. Zone Commander.

No full scale program
run by STIA-onty mili-
tary secems to be at full
profile.

Facilities Engincering

Facilities Rescarch &
Planning

DCA/STIA provide aviation stand-
ards « req'ts. to DAB for planning
inputs, (e, g, -aireraft, passenger
and cargo data~safety information)

A& Y research and planning
condueted by staff or contract
in acronautic area to satisfy
DCA requirements-in other
areas to support STIA and
Nat'l Av. Property require-
ments,

Military conduct ag req'd
for sccurity facilities.
Surrounding civil arcas
coord. for interfacing
considerations. (¢. g. ~
access ways)

Prime responsgibility for
STIA is under DA with
STIA input.

Specif. & Standards
Defin,

DCA defines aviation-related
standards,

Fngrg. standards set by DAB
to satisfy aviation req'ts
where reg'd., otherwise set
for public works req'ts,

Prime responsibitity
under DAR with STIA
input.

Design

Coordination with DAB to assure
aeronautical standards are met,

DAR responsible for facilitiey
design-can do in-house or
contract.

Surrounding civil areas

coordinate for interfaces
(e, g, ~access ways, clear
areas and ohstructions, )

Prime responsibility
under DAR with STIA
coordination,

Project Control

DAR responsible for facil-
itics development praject
controt.

Prime responsibility
under DAR.

Contractor Lianison &
Ingpection

DA responsible for contractf
or surveillanee or van per-
form work using their own
or other gov't, agency staffs.

Prime regponsibility
under DAB
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__Function _____

Ministry of Transport & Post
{Incl. -STIA-Saigon Ton Son
Nhut Airport, DCA-Directorate
of Civil Aviation)

Ministry of Public Works
(Incl. -DAB-Directorate
of Air Pases)

Other

Current
Obsgervations

Tacilities Engmc&mng {cont™d
Tenant Support

STIA coordinates with tenants to
define their facilities requirements
-1if non=structural, can complete or
support within budget and contract-
ing restrictions,

DAR implements tenant re-
quircments if major facilities
improvements or modifica-
tions required.

Tenants can complete
minor changes in their
area {(e. g. -new ticket
counters, immigration
desks. )

Responsibility diffused.

Engr'g Admin,

No real engr'g capability except
for some top staff personnel.

DADB administers all work
done by own staff; contract-
ors or other gov't, organiza-
tions,

Prime responsibility
under DAB.

General Administration

Personnel & Training

STLV requisitions new hires via
DCA Admin, Division.

DCA maintains most personnel
functions as p.ime responsibility.,
STIA muintains informal records
and conductg staff training at low
budget level except for controllers,

Prime responsgibility fol
STIA at DCA level.
STIA maintains informa
records,

Wage & Salary Admin,

DCA maintaing primary local
responsibility. STIA maintains
informal records.

Min. of Finance maintain
master records, sal-
ary classification and
pay levels as part of total]
GVN system-budgetcd at
national level,

b STIA has little or no rol
in determining salary
budgety or staff classifl
cationg-informal record
kept,

Office Services

STIA provides own office services
with staff (low budget level), Sup-
plies from central gov't. purchas-

ing office.

l.ow profile Tunction,

IFinancial Administration

Fiscal Planning &
Rudgeting

Manpower salary budgets are pre-
defined by Min. of Finance to re-
flect 1nNation and existing staff
characteriatics.  STIA conducts
budgetary and cash planning to
cover operational functions and
minor maintenance, Budgets must
be approved und hinance authorized
by DCA, Muustry of I'ransp, and
Post, Cabinet and Congress.

In coordination with STIA and
Dir. of Civil Aviation, bud-
getary planning is conducted
for capital improvements and
major mainten, must be ap-
proved by Mimister of Public
Works, Cubinet and Congress|

Ministry of Finance ag-
scascey and adjustsg bud-
get requests. The cabin-
ct and Congress approve
the national budget., In-
ternational fees (e. g, -
landing fees) developed
with Coord. of Min,
Foreign Affairs,

Responsibility diffused,
STIA management has
only the capability to
request budgeted funds
from the national budget
for op'ns. and minor
maintenance, Staff
salarics budgets are
completely out of STIA
hands while capital bud-
gets are only indirectly
influenced,

Gen'l Accounting &
Bookkeeping

STIA " tracks” budgeted Tunds ex-
pended under its contrel and what-
ever data can be acquired of other
expenditures, Necounts kept on
line item expenditure basis only-
und contain incomplete mformation
for non-STIA adnmunistered

areas (e, g -security, capitol pro-
Jects and major maintenance costs)

DAB maintaing own account-
ing of STIA-related expend-
itures.

Other ministries main-
tain own accounts of 3T1A
relnted expenditures (e, g
-cugtoms, immigration,
law enforcement.)

Information diffused.
No integrated accounting
function anywhere. STIA
attempts to track funds,
expenditures using avail
abte data only,

Payroll & Timckeeping

STEA management informally
"tracks" staff payroll expenditures
for low key periodic reporting pur-
poses. DCA also monitors. Pay-
ment from Nat'l, Treasury.

\-related payroll handled
via Nat'l Treasury.

Ministry of Finance
maintaing master pny-
roll budgets and accounts
for all GVN employees.

STIA only in the loop
informaltly. Prime fune-
tion accomplished else-
where.

Accounts Receivable a
Payable

Recewvables mvoices preparved by
STEA stuff are released by DCA to
tenunts und Service reciprents
Collected fundas po directly into
Nat'l Tressury Pavable invoices
arce approved for puviment hy DY
anel paid directly from Nat'l Treas
ufter several months delay.

STIA-related payables and
receivables handled direetly
by Nut'l Treasury

STIA-related payables
and recervables handled
directiv by Nat'l Treas-
ury for all ministries

STIA out of revenues
loop. Only prepare re-
ceivable invoice and pay
auble vouchers. STIA re-
tains no revenues. Hill
paying very slow and
costly.

No foreign exchange
collected.




Ministry of Transport & Post
{Incl. -STIA-Saigon Ton Son

Ministry of Public Works

Nhut Airport, NDCA-Directorate {Incl. =-DAB-Directorate Current
Function . . _. of Civil Aviation) __.. .. | of Air Bases) L _. Other B Obgervations
Financial Administration (ctd)
Audit No gudit function operating ot STIA. No staff available for

No budget or statt available.

STIA audit function.

Minancial Adman

STIA financial adman 15 only o low
key function humited to tracking
available data on invotced receiv-
ables and routine pavables.

Tamited to low tevel

bookkeeping effort at
STIA becanse of GUN
financial procedures.

Property Management

[.ease & Concession
Acquisition & Nepgotiation

Ceoncessions: Did system is used
wherceby bidders ngree ty and bid
upon pre-specifing terms and con-
ditions. Hiph payvoff bidder wins
and specifications ure hinding
Terms negotiations not conducted
becuuse of lack of staff personnel
and time

Leuses: Prespective tessees apply
to pre-sct terms. For open areas,
us approved by Commandant STIA
in wartime role of Civil Asst. to
Commander TSN \ilitury Zone
(Coord. with DAB)

l.eages: DARB gives final en-
dorsement to land use permitq
under present military zone
arrangement in role of respon
sibility over national aviation
properties.

Because of lack of staff
depth, teases and con-
cessions acquisition
procedures luck the
negotiation and seclection
practice normally found
elsewhere

l.ease & Concession
Admin.

Concessions: Monitored and ad-
mimstered by Commandant and
Deputy Commandant STIA  Also
may mclude airline representatives,
[.cases: Monitored and waminister-
ed by Commrndant and ieputy
Commardant

RBecause of lack of staff
depth, gurveitlance and
control of agreements
ig difficult and spotty.

L.and Use Development

Recommend land use requirements
to DAB based on arronautical needs|

Final awthority for land use
development of STIA as a
Nat'l Aviation Property.
(AMugt coord. w/military

during wartime)

Military commander of
TSN Mil. Zone must
approve ptans during
wartime.

Responsibility diffused
among several ministries

Land Use Administration

Acting us Civil Ass't. to Aildary
Commander, endorses land use
proposals under wartime policies.

Prime responsibility for land
uge admin. in peuce time -
coord. with militury under
war time policies.

Purchasing

Procurement

All purchases approved by Dir, of
Civil Av. STIA acquires estimates
below 500,000 - over 500, 000
-formal bids required. Contracting
for services severely restricted
Foreign Purchuses via Ceatral
Purchasing Ageucy.

Construction and maintenance
contracted to private firms or
within the government.

FForeign purchases via
central gov't. purchasing
agency (18 months).

Prime responsibility jor
STIA related procure-
ments i3 spread among
scveral government
organizations. No final
anuthorization can be
made by STIA manage-
ment.

Storage/warchousing

Stock Issue & [nventery
Control

STIA has minimum level inventory
of spare parts-only, Buys most as
nceded to conserve budgeted funds,
Admin. materials acquired from
central gov't. stationury supply

Military provides some
material support when
needed.

[.ow level capability
at STIA.

Contracts Admin.

STIA contracts administered offic-
1ally ot DCA level but practically
by STIA commandant or deputy
commandant (very few contracts,
per se under DCA)

DARB contracts administervd
by DAB

Tied to whomever is
responsible for a par-
ticular procurement.

Public Relations
Community Relations

Tours & Promotions

No orgamized function. Informal
P.R. conducted by the Comman-
dunt, (Base access currently re-

stricted by security measures)

low key effort by DARB 1in
normal course of (‘om‘(linut-
ing with surrounding political
Jurisdictions re airport im-
provements, expangion, cte.

Military security meas-
ures restrict public ac-
cess, Some passes issued
on special requests,

No formal program in
existence,
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Function

Ministry of Transport & Post
(Irct, -STIA-Saigon Ton Son
Nh.'t Airport, DCA-Directorate
of C.vil Aviation)

Ministry of Public Works
(Incl. -DAB-Dircctorate
of Air Bases)

Other

Current
Obscrvations

f.egal

Agreement & Contract
Review

Counsel retained by DCA-utilized
at diseretion of STIA management.

DCA-retained counsel
available when required.

Counseling

Kconomics

Air Travel Analysis &
t'orecast
Aviation Economics

Nominal analytical functions at
DCA and STIA levels, At ST IA
mostly by top staff to support plan-
ning and budgeting activities.

Analysis by top DAB staff to
support planning and budget-
ing activities.

No centralized capability

Rates & Charge
Analysis

Rudimentary analytical capability
by top STIA staff personnel. Rece-
ommendations to DCA and in turn to
Minister. For international air
agreements, coord. with Ministry
of Foreign-Affairs for negotiations,

Charges under internat-
ional air agreements
analyzed by Ministry of
Foreign Affairs prior to
negotiation,

No centralized capability
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FINANCIAL ANALYSIS AND PLAN

INTRODUCTION:

This section assesses the present situation and the future development and
operation of Saigon International Airport from the financial point of view.
The current financial situation at Saigon International Airport is defined both
qualitatively and quantitatively and then assessed against future airport goals
and objectives. Projected ability to accomplish these goals and objectives is

analyzed and an overall financial projection is made through 1990,

This financial projection takes into account (1) those goals, objectiives and
policies previously described in the Management Analysis and Plan, (2)
passenger and air traffic projections described in the Economic Analysis
(Primary Volume - Appendix A), and (3) the Airport Development Program

described in Chapter IV of the Primary Volume of this report.

The financial analysis was conducted using top level, summary accounts inas-
much as historical data for past years provided an incomplete base, even at

this level. An annual expenditure level per passenger objective was established

to be reached in the 1980's and which would be comparable to the expenditure
levels and associated service capabilities at similar airports throughout the
world. Revenue requirements then were defined to satisfy operating expenditure
levels through 1980, and then combined with ability to satisfy requirements for

funding &nd servicing the debt for the post-1980 airport development program and
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providing at least 10% surplus. An iterative analysis was conducted beginning
with the current financial picture and then extending the plan to 1990. Revenue
and program expenditure accounts were projected by extension of current
levels, when appropriate, and by actual calculation related to projected passen-
ger and air traffic levels where possible. Allocation levels for program ex-
penditures were made on an annual basis within the ""annual operating expendi-
ture per passenger index' for each year. Following integration of capital deve-
lopment finar.cial requirements, indices of financial health were calculated and

compared with target levels for these indices.

The results of the analysis include a set of recommended goals, objectives and
policies and a projection of overall revenue and expenditure levels to be target-
vd on an annual basis, These goals and objectives are structured within the
framework of the top level S.I. A. goals and objectives previously described in the

Management Analysis and Plan.

BACKGROUND:

Examination of the limited historical accounting data currently available for
Saigon Tan Son Nnut International Airport (S.T.I.A.) reveal both an 'apparent"

and an ''actual" situation, depenaing upon the aralytical technique employed.

A simple review of expenditure and revenue levels from 1963 to 1970 shows an
apparent trend for continuously increasing expenditures and revenues. (See
Figure 1.) However, this apparent trend results from analyzing financial data

not corrected for inflation and not indexed to the level of passenger and air



CURRENT VN $ (millions)

Figure 1

SAIGON TAN SON NHUT INTERNATIONAL AIRPORT
OPERATING REVENUES AND EXPENDITURES {1963—1970)
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traffic during this period.

A more rigorous examination of available data, as shown in Figure 2, reveals
that increases in spending for operations and maintenance have not kept pace
with the increases in commercial aircraft movements and commercial passen-

gers, nor has it kept pace with inllation. Expenditure rates per passenger

and per commercial aircraft have in fact declined.

A still more rigorous assessment of revenue and expenditures per passenger
corrected to 1972 dollars (Figure 3), emphasizes the decline in expenditure
rates and real revenue and shows that the rates have been sustained at a low
level from 1967 through 1971. Physical evidence of this low expenditure level
includes badly deteriorated aircraft operating surfaces and the low level of
maintenance currently in evidence at the terminal building. Previously cited
personnel problems (Management Analysis and Plan) also result partly from
this financial deficiency. (1969 and 1970 data reveal a total expenditure level
only slightly exceeding revenue plus foreign aid if some VNAF, DAB and DCA

costs are not included, )

An attempt currently is being made to increase airfield revenues by modifying
aircraft landing fees to include adjustment for international exchange rates as
well as a general increase. In addition, 1972 fee schedules for ramp and other
services have becen increased appreciably and efforts are being made to derive
higher levels of income from concession and rental sources. It is anticipated

that these fee increases coupled with slowly increasi ng international passenger



Figure 2

Comparative STIA Operations £ Haintenance Demands VS. Resource Allocations (1963 & 1970)
Demand Source 1963 1970 Change [4Changdg Resource Application 1963 1970 Change B Change
Total Aircraft Movements | 122,470 850,820 +728,350 ] +595% | Total Aeronautical
& Tech. Personnel 33 64 +31 [ELYS
(ommercial A/C Movements 30,000 38,269 +8,2693 +28¢ | Total Admin. ¢
Other Porsonnel 196 119 -87 -4y
Commercial Passengers 328,500 [ 1,864,200 | +1,535,700 | +4677 | uperating Fund $1,834,000 $8,743,000 +56,909,000{ +377¢%
(tncluding Military
fommercial) Operating Fund Alloc.
per Aircraft Movement 361.1 $228.5 S167 . h{ 12747
Opevcating Fund Alloc
per Commercial Passen-
ger $5.6 $h.7 -$0.9] 14
Total Terminai Mainte- Building Maintenance
nance Area {m¢) 8,000 10,000 +2,000 +20¢ || Personnel 85 '8} -4y 527
Building Hainteanance
Personnel por w2 L0101 L0051 - .0069 -63%
duilding Maintenance
Fund $583,300 $¥,218,000 +5634,700| +110%2
Building Maintenance
Fund per m2 $72.9 $121.8 sh8.9 +671
Building Maintenance
fund per Commercial
Passenqer s1.8 $0./ =51, -63%
Total Runway & Ramp Alrfield Haintenance
Maintenance Area (m2) 620,000 858,000 +238,000 +3824 Fund S4,580,000 S$16,560,000| +511,980,000f +2607%
Airfield Maintenance
fund per m? $7.4 $19.3 +$11.90 +1614
Airfield Maintenance
per Aircraft Movement $162.7 $432.7 +5280.0] +1837
Note: 1963-1970 Inflation i.c. To keep even with inflation, (Al funds-current VNS)
1970 VNS Worth approxi- 1963 funds levels must have
mately 30% of 1963 VNS increased by at least 3342, Source: STIA Annual) Report-

1970
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Figure 3
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SAIGON INTERNATIONAL AIRPORT — OPERATING REVENUE & EXPENDITURES PER COMMERCIAL PASSENGER (1963—1990)
CONSTANT 1972 VN $ {10% inflation per year 1963-1972}

A Operating Expenditure/Commercial Passenger
© Operating Revenue/Commercial Passenger

1986 — 500 VNS expenditure per passenger
ob;ective for minimum operating expenditures to be in

line with services at comparable airports.

NOTE — 1963-1972 expenditures do not include
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— 1969 & 1970 expenditures include USAID
expended for non-capital maintenance.
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and aircraft operating demands will provide the foundation for immediate
higher annual revenue | evels and in turn capability to support higher annual

expenditure levels per passenger.

The Management Analysis and Plan section has already described the manage-
ment policies and past history of the airport leading to the current management

and financial scecnario,

S.I. A. baseline financial sub-goals under major goal #3 are that following the
1975 start of the Airport Authority, all operating and maintenance expenditures
will be paid by authority-generated funds (Phase A) and that from 1981 on

(Phase B), all expenditures (operating, maintenance and capital), will be covered
by airport funds. In addition, a ten percent revenue surplus is targeted to pro-
vide a "buffer" for lean years and alsote provide a surplus of funds for unplanned
maintenance and miscellaneous replacement expenditures. All future allocations

and projections in this Plan are based upon ihese goals.

A major financial objective tied to service level goals recommended for Saigon
International Airport is an annual operating e:..penditure 1 evel per passenger of
500-1972 V.N. $ by the mid-1980's. This is at the level of analogous international
airports and would provide funding levels to allow comparable services at S.I1.A.
Figure 3, ''Saigon Airport Operating Revenue and Expenditures Per Commercial
Passenger, "' provides a graphic picture of constant 1972 V.N. $ operating revenues
and expenditures per passenger as actuals from 1963 through 1970 as well as pro-
jected levels through 1990. The curves reflect the drop discussed earlier from

1963 through 1970 as well as predicted increases from '71 through '72 as a result
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of the implementation of increased airport fees. The period during the middle
and later 1970's reflects a flattening of the curve during the period when pro-
jected international air traffic levels off and then begins its long-range upturn.
An upturn in revenue and expenditures per passenger is shown during the early
1980's as passenger traffic increases (reference - "optimistic projection' in
the economic analysis section) until the target level of 500-1972 V. N. § expen-
ditures is reached and revenue generation per passenger achieves the level

required to satisfy operating and capital development objectives.

ANALYSIS AND CONCLUSIONS:

As an initial part of the analysis, an overview assessment was made for the
financial picture of the airport from 1963 to the present. General trends have
already been covered in the Background discussion. In addition, the 1969 and
1970 Tan Son Nhut Annual Reports were assessed in depth and re-structured
to fit a standardized set of financial accounts to be used as a structure for the
remainder of the analysis. (See "Supporting Data' for detailed breakdown.)
The results of the 1969 and 1970 analysis are preser.ted as the first part of the
overall analytical results which also include baseline projections to 1990, thus

providing a perspective, of the total twenty year period.

In addition, the baseline Development Program recommended through 1920
was evaluated to determine additional fi nancial requirements it imposes within
the set of goals and policies previously defined. For purposes of this analysis,

it is assumed that improvements to be conducted during the period prior to 1981



will not be capitalized by the Authority. It is assumed that these improvements
will be financed by outside aid which could include government grants or foreign
aid. Under these conditions, depreciation and debt servicing requirements are
not imposed upon the fledgling authority during its initial start-up period. On
the other hand, the analysis assumes that major improvements to be conducted
following 1980 are capitalized and debt servicing and depreciation covered by air-
port income. It must be emphasized that this is a baseline plan and that other
policies could be adopted. Several of these alternatives are presented in the

recommendations section.

Figure 4, "S.I. A. Master Schedule, " presents the summarized baseline develop-
ment program financial picture as well as the related timing of the financial
program phasing through 1990. Development and financing requirements are
scheduled to fit exactly to anticipated air traffic and passenger demand levels.
Details of debt servicing and depreciation for various capitalized items’ in the
Development Program are provided in the "support material" at the end of this

section.

Basically, depreciation and debt repayment periods are set parallel to each
other with straight line depreciation and an assumed 6% annual interest rate.

It is also assumed that debt repayment reserve accumulation (debts will be re-
paid in full at the end of the debt period) and interest payment begin in the year
during which the funds are borrowed. Debt repayment reserves are accumulated
and deposited in interest-bearing accounts to provide an additional, minor

source of income to supplement operating revenues. These are listed as

81



SIA Master Schedule of Development (1972-1990)

PROGRAMS 72|73
AIRPORT DEVELOPMENT PROGRAM

TERMINALS —
CONSTRUCTION & IMPROVEMENT

. Remodel to int'l. Remodel to Dom.
Terminal #1 1 $0.600

[}
New International Terminal $2.400 F-$3.COO

Lounge & Concourse I F$1.200
Cargo Terminal $0.100 $0.500

RUNWAYS & TAXIWAYS —
OVERLAYS & SHOULDERS

Runway 25-L ﬁQG

South Taxiway $1.388
Runway 25-R $1 .(?96
25-R Taxiway System =$O.692

90
APRONS — REPAVING | l

International Psma $(').925' H$O.137
Domestic $9.799
Cargo $0.718 $0.718

UTILITIES — UPGRADING

AIRPORT ACCESSWAYS —
CCHNSTRUCTION & IMPROVEMENT
One-way System — South Accessway
International Terminal Loop
Carqo Terminal Accessway
East Accessway d$0.1 75

Water $] .31&}
Sewage & Waste Disposal $9.927I
Electric $0.250 R $0.250

VEHICLE PARKING —
CONSTRUCTION & IMPROVEMENT

International Terminal Area $0.173

Domestic Terminal Area q50.1 73

Genteral Dom. & Int'l. Area Expansion $0.173.
L. Cargo $(l).05? H

REORGANIZATION & STAFF IMPROVEMENT PROGRAM

Feasibility & Planning Study h
Congress Approves Authority p
Begin Authority Operation
Organize Authority

+ Co

Staff Improvement
Reorganize Min. T&P to Coricept A

mplete 'nitial Overhau!

FINANClAL PROGRAM

PHASE A — Pay O & M Costs
PHASE B — Pay All Costs
Ay

NOTE: All costs 1972 Millions of Dollars—U.S.
Assumed post-1972 Foreign Exchange Rate = 400VN $:1US $




"non-operating revenues'' in the financial summary. Depreciation of capitalized
investments is assumed to begin during the first operational year of the capital
item when it begins its productive life. Depreciation is carried as a separate
line item under '"operating expenses.'' Repayment reserve allocations are de-
rived from revenue surplus. Interest liability is included in the ''non-operating

expenditure' line item.

Fractional breakdowns of revenues and operating expenditures were derived
for the 1969 and 1970 years for which annual report data is available., These
fractional data were then compared with similar operating finance breakdowns
for other similar airports and were assessed against the projected revenue
generation and expenditure requirement levels for the Saigon environment.
Based upon these evaluations, projected allocations were made through the
1990 time period and are presented in Figure 5. Tentative allocations were
tested iteratively against anticipated airfield and ramp revenue as well as pas-

senger tariff revenue projections.

To project international passenger depariure tariff annual revenues, projected
enplaning passengers (from the "'optimistic' economic projection) initially was
applied against the existing passenger tariff rate with no exemptions allowed.
At the same time, a dual analysis of potential airfield and ramp revenue pro-
jections was derived. One projection used the 1970 actual data and early 1971
actual data combined with the economic "'optimistic' projection to derive incre-
mental increases commensurate with the anticipated number of annual aircraft

operations. Concurrently, revenue projections were calculated applying
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Figure 5a

FRACTION OF TOTAL OPERATING REVENUES
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SAIGON INTERNATIONAL AIRPORT
FRACTIONAL DERIVATION OF OPERATING REVENUES (1969-1990)
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SAIGON INTERNATIONAL AIRPORT - FINANCIAL SUMMARY - FRACTIOKAL OPEKATING (1969-1990)

(ALL POST-1972 VALUES CONSTANT 19472 VNSZ1000)

1969 1970 1971 1972 1973 1974 1975 1976 1977 1978 1979 1980 1981 1582 1983 1984 1985 1986 1987 1988 1989 1990 .FOOTHOTE

OPERATING REVENUES

Airfield & Ramp Fees .70 .76 .81 .69 .64 .63 .57 .54 .54 .51 .50 .50 .49 .47 4§ 44 Y .51 .50 .50 .50 .50 13
Psgr. Boarding Tariif .09 .07 .09 .12 .12 .13 .ig .19 .19 .19 .20 .20 .19 .20 .20 .19 18 16 17 7 .18 .18 14
Lanc & Facility Rental 17 .15 08 .21 .23 .23 .22 .2k 2h 23 L2t .20 .20 .20 .20 .21 .19 .18 .18 .18 17 7 15
Other .03 .02 .01 .01 .0F .0 .00l .03 .05 .07 .0% .10 .12 .13  .i§ Y 5 15 s 15 s 15 16

Tota! Operating Revenues 1.00 7.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 17

OPERATING EXPENOITURES

Airfield OtM Program .72 .71 .70 .70 .70 .65 .55 .50 L4 .38 .36 L34 .32 .31 .30

25 .25 .25 .25 .25 .25 25 21
Terminal ¢ Support Bldg. 0O&8M Prog. .01 .02 .02 .02 .02 .05 .10 11 W12 .13 .13 Jhh Ok R ik .15 .15 .15 .15 .15 .15 15 22
Ground Access System O&M Prog. —————— NOT AVAILASBLE .03 .04 .07 .08 .09 .09 .10 .10 .10 .10 .10 .10 .10 .1a .10 .1G 23
Leased Facility ¢ Land Maint. Prog. ——— NOT AVAILABLEf —m——— .02 .03 .06 .06 .06 .06 .06 .06 .06 .07 .07 .07 .07 .07 .08 .08 24
General Support Services Prog. .15 .11 1 1 L .1 11 L12 .13 .13 .13 .13 STk R .15 13 L1k .13 .13 .13 13 13 25
Genera!l Administration .12 .17 17 A7 L7 .19 .19 .20 .21 .22 .23 .24 L2k .25 .25 .24 .24 .23 .24 .24 .24 .24 26
Depreciation .003 .06 .05 .07 .06 .06 .D5 .05 27

Total Operating Expenditures i.00 1.320 1.00 1.00 1,00 1.00 1.00 1.00 1.00 1.00 1.00 .00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 28
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projected aircraft operations to a new landing fee schedule which provides for
a "straight line'' domestic fee schedule and satisfies target 1985-87 revenue
requirements. The comparative curves are presented in Figure 6 while the
current and recommended fee schedule for the post-mid-1980's time period

is presented as Figure 7. Assessment of the information provided in the
curves of Figure 6 indicated that a closely parallel revenue projection is
derived from both methodologies through 1985. However at this time, the
accelerated increase in international passenger traffic indicates that larger
aircraft sizes will be required to handle this traffic. The {wo curves cross
over al this point to reflect the increased equipment size, which is included
as part of the calculation of the landing-fee-oriented projection and is pre-
sumably more realistic at this time than continued projection solely by number
of operations. Therefore, projected revenues on the overall financial plan
utilize the projection on an "oper:tions increase' basis from 197(.-1984 after
which a cross over is made to infor mation derived from aircraft size and a
modified landing fee schedule. 1t was assumed that general aviation and air

cargo flight fees will be of relatively minor significance during this period.

Analysis of potential revenues from passenger boarding tariffs revealed that

a per capita increase from 500 to 800-1972 V.N. § beginning in 1975 (when the
new Authority starts) would provide additional revenues required to maintain an
adequate overall income level without modifying the existing landing fee schedule
until the 1980's. This fee level is comparable to tariffs of other Asian airports.
Revenue percentages for land and facility rentals and ""other revenues' project

from current figures. The "other operating revenue' category, which includes
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Figure 6
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ancial projection after 1984)
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Figure 7
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concession income, shows a rapid increase between 1975 and 1985 to reflect
anticipated relaxation of base access restrictions and the resulting availability

of retail customers to experd funds at the airport.

Operating expenditure fractional allocations are set at target values and reflect
levels at comparable airports tempered by application of local operating con-
ditions at S.I.A. Accounts are ''program structured' and the usual "line item"

allocation (salaries, materials, etc.) should be derived in detailed plans which

result from further study during the ""Feasibility and Planning Study'' recommend-

ed in the management section,

Figure 8 graphically presents operating revenues and operating expenditures,
both in total and for major subaccounts, through 1990. The levels reflect pre-
viously cited objectives and policies related to overall expenditure level rates
as well as projected target levels for the specific revenue and expenditure cate-

gories.

Figure 9 summarizes the "annual operating ratio' (operating revenues divided
by operating expenditures) through 1990 for the baseline plan. It can be seen
that in all years, if projections hold true, the ratio exceeds the minimum target
level of 1.1. The ratio declines initially from1974-75through the mid 1989's as
the operating expenditure rate increases over present levels. Then, in the mid-
1980's, the ratio increases slightly when the projected passenger traffic growth

rate accelerates and thus provides a greater operating margin.

Figure 10 summarizes the ''debt coverage ratio" (gross surplus divided by
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Figure 8a
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Figure 8b SAIGON iNTERNATIONAL AIRPORT
OPERATING EXPENDITURE BREAKDOWN
(1969-1990)

1969-1970 — Actusl
1971-1890 — Projection
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Figure 9
SiA OPERATING FINANCIAL RATIO
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interest plus debt repayment reserve). This ratio is only calculated during
the post-1981 period during which the airport becomes responsible for ser-
vicing debts under the baseline operating concept. It can be seen that the
ratio dips below the minimun target level during the first several years of
heavy investment but climbs above that level thereafter. During the time when
the ratio dips below the minimum target level, debt servicing will be covered
by accumulated surplus from the 1970's. Following this, increased passenger
and aircraft traffic, accompanied by increased income in all areas of the air-

port, bring the ratio above the minimum target level.

The "foreign exchange raticn' (Figure 11) indicates the projected ability of the
airport to cover its foreign exchange payment requirements. This value is
calculated by dividing foreign exchange generated (assumed to consist almost
entirely of international landing fees and international rentals) by foreign
exchange payment requirements (assurned to include loan interest and loan re-
payraent requirements from foreign sources--in this case, under the most con-
servation condition, which includes all loan interest and repayments). Miscel-
laneous investment and replacements from foreign sources are assumed to be
approximately 15% of the surplus foreign exchange and therefore, a target mini-
mum level has been set at 1.25 to allow for these and other unplanned require-
ments. Analysis of this indicator shows that the airport at all times, even under
most conservative assumptions, will be able to service its foreign exchange re-
quirements including miscellaneous investment and replacements and other un-

planned expenditures. Inasmuch as the predicted future sources of foreign
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exchange now remit payments in Vietnamese currency, it is recommended
that new regulations be released by the Government of Vietnam to allow pay-

ments to be made in appropriate foreign currencies to the Airport Authority.

Evaluation of overall baseline plan finances from 1975, when Anthority status
begins, through 1990 reveal the cumulative surplus reserve picture illustrated
in Figure 12. These reserve funds are available and urilized to help service
the debt during the 1980's, this causing a dip in the curve during the initial
impact period of the post-1981 capital development orogram. The funds are
also available for expenditure as miscellaneous investment and replacement
and for other unplanned expenditures. These latter expenditures ai e not in-
cluded in the analysis, but would be deducted from the total values shown on
Figure 12 as the actual periods transpire or as more accurate prediction data

becomes available in the future.

A "Financial Summary' for Saigon Airport from 1969 through 1980 is presented
as Figure 13, The table represents a summarized annual operating state ment,
accompanying financial indicators, and breakdowns of operating and non-opera-
ting revenues and operating and non-operating expenditures. In addition, the
debt picture related to the baseline capital development program is summarized
along with a set of major milestones required for indexing the overall financial

scenario.

It is assumed that the Authority will pay no taxes to the Government. In addition,

constant 1972 V.N. $ used in this analysis must be modified as part of future
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analyses to reflect (1) real and projected inflation, and (2) significant changes

in foreign exchange rates from the 400:1 assumed in this study.

RECOMMENDATIONS:

As discussed in the Management Analysis and Plan, current operating philoso-
phies and policies must be modified in order that Saigon International Airport
may become a self-supporting and contributing Vietnamese national enterprise.
Therefore, the following recommendations are made to implement the baseline
financial plan analyzed above. Several additional options also are recommended
for possible inclusion in the plan during the Authority Feasibility and Detail

Planning Study.

A, RECOMMENDED FINANCIAL POLICIES

Financial Philosophy

It is recommended that Saigon International Airport be operated as an auto-
nomous budget center with a goal, objective and program-oriented account

structure. Normal "'line item" budgets should be defined within individual

programs. Revenues generated by the airpori would be managed by the airport

and expended for various budgetary items including operation, maintenance,

administration and airport development programs.

Operating Philosophy

As discussed earlier, it is recommended that Saigon International Airport,
upon being chartered as an Authority (1975), should immediately become

responsible for financing all operating, maintenance and administrative
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activities related to the I:.iernational Airport operation. In addition, it is
recommended that from 1981 on, all major airport improvements be capi-
talized and that the airport authority become responsible for debt servicing

and retirement in addit ion to the responsibilities assumed in 1975,

Rate and fee schedules as well as expenditure levels must be constantly re-
viewed in the light of annual experience vs. pre-set objectives so that ob-

jectives and/or schedules may be adjusted to accommodate actual conditions.

RECOMMENDED FINANCIAL PLAN

The baseline financial plan is described in the Analysis and Conclusion sub-
section. This plan would become the base point for additional iterative
analysis and re-planning following accumulation of detailed actual airport
operating cost and revenue data during the next few years and would also be
subjected to immediate assessment and refinement as part of the "Airport
Authority Feasibility and Planning Study " discussed in the management

section.

Existing rental and ramp fee schedules can be continued initially in order to
accumulate historical data for these areas and to determine whether or not
target revenue levels may be achieved through application of these schedules.
Following this assessment of actual operating conditions, fee schedules or
target revenue levels may be adjusted to more applicable levels. Also,
additional revenue generating sources may be developed by expansion of

concessions to auto parking, terminal shops, ramp servicing, ground



transportation, baggage handling, aviation fuel usage tax, etc. (Fuel
usage tax is a strong area for almost immediate implementation and is
commonly accepted worldwide as an effective and equitable commercial

revenue source, )

Following continuous assessment of actual operating costs, as part of a

formal cost date accumulation program, the same ''feedback' assessment

process may be made in relation to expenditure program areas. Previously
allocated percentages then may be adjusted to expenditure distribution levels
more compatible with actual operating conditions and costs as well as avail-

able resources.

Financing of major airport improvements during the 1970's will, of necessity,

mainly be provided by outside sources. The new Airport Authority will not have

adequate resources or borrowing capacity available during these initial low
traffic years to finance the relatively large-scale development programs
required as demand increases. However, post-1981 airport improvements
would be the responsibility of the Authority which would then be in a position,
based on their record during initial operating years, to receive government
loans or grants, and to borrow money from outside lending sources (inclu-
ding international financial institutions) or thro ugh bonded indebtedness.

If passenger and air traffic levels do not reach the "optimistic' economic
projection levels, all development would be rescheduled to later times and
demands for capital investment by the Airport Authority would be postponed

accordingly.
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In summary, therefore, it is recommended that the projected financial

plan included herein be utilized as a baseline for additional analysis and

assessment following the generation and analysis of more accurate and ex-
tensive airport historical operating costs and revenues. Only then will
actual operating cost requirements be accurately fixed so that fee schedules
can be set to assure continuous income coverage which is adequate to finance

operation of the airport.

However, the consultant's initial analysis does indicate that, if optimistic
levels of passenger traffic and air operations are achieved, the Airport
Authority immediately can become a viable self-sustaining enterprise which
will contribute to national and regional goals. (Additional income derived
from Vietnamese Air Force contributions to airfield operations and mainte-
nance and from projected relatively low-level general aviation and cargo

operations would augment an already favorable picture.)

ADDITIONAL OPTIONS FOR APPLICATION TO THE BASELINE PLAN

Following is a set of additional considerations, not integrated with baseline
plan, but which should be considered for possible application to the plan
during the FFeasibility and Planning Study. A modified implementation
logic is provided as Figure 14 and includes these options.

1. GVN-SIA Cosi Sharing - Serious consideration should be given to adopt-

ing an equitabte cost sharing arrangement with the GVN as is currently
done in other countries. This would apply to major development and

maintenance programs and could begin during the 1970's with low-level



SIA participation - while their income is low - and later increasing to a
higher level as commercial revenues increase. GVN participation would
also offset airport investments and maintenurce arising from military
usage. IEarly participation in investment financing would also demon-
strate the capability of the commercial operation and further facilitate

granting of Authority status in 1975, as recommended.

Provisional Autonomous Financial Status - Prior to full Authority status,

financial and operational effectiveness of the airport can be enhanced if

management is allowed to retain directly some percentage of its genera-
ted revenues. This will demonstrate managerial and financial capability
and wi.l facilitate more prompt and meaningful application of these funds

te support airport activities while Autority status is pending.

Development Plan Financing Adjustment - As described above, the

HBaseline Plan is structured to respond directly to passenger and freight
projected demands. This has led to presentation of an idealized schedule
of financial requirements which should now be ''smoothed" to fit antici-

pated available funding, particularly during the 1970's,
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Figure 52

SA1GON INTERNATIONAL AIRPORT - FINANCIAL SUMHMARY - FRACTIONAL OPERATING (1969-1990)

{ALL POST-1972 VALUES CONSTANT 1972 VNS$1000)

1969 1970 1971 1972 1973 1974 1975 1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 1986 1987 1988 1989 1990 .FOOTNOTE

QPESATING REVENUES

Zirfield & Ramp Fees .7 .76 .81 .5 .64 .63 .57 .54 .54 .5 .50 .50 .49 .47 kS bk .48 .51 .50 .50 .50 .50 13
Psgr. Boarding Tariff .09 .07 .09 .12 .12 .13 .19 .19 .19 .19 .20 .20 .19 .20 .20 .19 .18 .16 A7 17 .18 .18 K]
tard & ¥Facility Rental 17 .5 .08 .21 .23 .23 .22 .2k .2k .23 .21 .20 .20 .20 .20 W21 19 .18 .18 .13 17 17 i5
Ctner .03 .02 .01 .01 .01 .01 .01 .03 .05 .07 .09 .10 12 ) .15 .16 .15 15 15 15 15 15 16

Tctal Zperating Revenues 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 i.00 1.00 1.00 1.00 .00 1.00 1.00 1.00 1.00 1.00 .00 t.00 17

OJPEFATING EAPENDITURES

fiele 25 Program .72 .71 .7C .70 .70 .65 .55 .5C R .38 .36 L34 .32 .31 .30 .25 .25 .25 .25 .25 .25 .25 21
& Supoort Bildg. OtM Frog. .01 .02 .02 .02 .02 .05 .10 211 J12 .3 13 Sk ] Tk Lk L .15 .15 .15 B .15 .15 22
szcess System GeM Frog. ———————— HOT AVAILABLE —————— .03 .0k -07 .08 .09 .09 .10 .10 .10 .10 .10 .10 .10 .10 .10 .10 23
citity % Land Maint, Prcg. =———————HNOT AVAILABLE ——— - .02 .03 .06 .06 .06 26 .06 .06 .06 .07 .07 .07 .07 .07 .08 .08 24
5.ppo-t Services Prog .15 LN R 1 1 il L1 L2 .13 .13 .13 RE} 14 L4 .15 13 Lk 13 .13 RE 13 RE 25

= istration 12 V7 A7 W7 17 .19 .19 .20 .21 .22 .23 R .24 .25 .25 .24 L2k .23 .24 .24 .24 .24 2

.003 .06 .05 .07 .06 .06 .05 .05 27

Tetal Operatirg Expenditures i.00 1.00 1.00 1,00 t.09 1.00 1,00 1.00 1.00 1.00 1.20 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.00 28



FINANCIAL SUMMARY FOOTNOTE REFERENCES

1. Total from #17 below (revenues derived from airport operation).

2. Total from below (expenditures for operation, day-to-day maintenance
and administration of the airport).

3. Surplus operating revenues not required for coverage of airport operation
expenditures (or loss if expenditures exceed revenues),

4, Funds derived from noi. -operating sources (e.g. - prior to 1981 - foreign
aid, airline support, government grants; interest from investments from
1980 on).

5. Funds available for airport improvements, major maintenance, debt-
servicing.

6. Funds expended for debt interest, airport improvements, major maintenance,
misc. investment and replacements (to 1980 - non-capitalized investments
inc)- ding total airport development program plus steadily declining U. S.
foreign aid expenditure for misc. replacements and investment; post 1980 -
debt interest).

7., 8. Funds available for loan repayments unplanned expenditures and investment,
inflation reserve.

9.,10.,11, See report text and Figures 9,10, 11.

12.  Index of operating revenues generated in relation to commercial passengers

serviced,



Financial Summary Footnote References (continued)

13.

14.

15.

16.

17.

18.

19.

106

Revenues derived from commercial aircraft landing fees, ramp and
airfield lighting fees, ramp service and access fees. See text and
Figures 6 and 7 with associated support data for derivations of

annual projections.

Revenues derived from international passenger boarding tariffs.

150 V.N. $ (1969,'70, most '71); 500 V. N. $ (1972,'73, '74);

800 V.N.$ (1975 on). Projections assume no exeinptions - that is

all enplaning international passengers are assessed.

Revenues derived from rent of airport land and facilities. Current
rates established by decree of Minister of Trar.sportation and Post-
established 1972, Projection objectives extended from existing levels
to minimum levels commensurate with increased airport traffic
demands and comparable levels at other airports.

Revenues derived from concessions and support services povided to
tenants. Projection objectives extended from existing levels to minimum
levels commensurate with increased airport passenger and aircraft
traffic and comparable levels at other airports.

Total revenues derived directly from airport operations.

Funds not derived from airport operations (see #4, above),

Grant total of all airport income from operating and non-operating sources.
Index of annual expenditure level per commercial passenger for airport
administration, operations and maintenance programs plus capital

investment depreciation.



Financial Summary Footnote References (continued)

21. Total expenditures for operation and maintenance of the S.I. A, airfield
(runways, taxiways, aprons, perimeter areas, approach and landing aids,
fire and rescue, tower operation). Decreases in proportion to total
expenditures as passenger levels and service demands increase - also
as passenger levels and service demands increase - also as facilities
are improved and day-to-day large scale maintenance requirements decline,

22. Total expenditures for operation and maintenance of S.I.A. passenger and
freight terminal operation and maintenance and for operation and mainten-
ance of other support facilities. Increases in proportion to total expendi-
tures as passenger levels and service demands increase and with addition
of augmented terminal facilities.

23. Total expenditure for operation and maintenance of the airport ground
access system including access ways, parking areas, drainage, lighting,
etc. Not available under current management and financial operating
conditions while conducted by DAB. Would come under S.1.A. jurisdiction
and financing with Authority charter.

24. Total expenditure for maintenance of airport commercially leased facilities
and lands. Not available under current management and financial operating
conditions while conducted by DAB. Would come under S.1.A. jurisdiction
and financing with Authority charter.

20. Total expenditure for provision of support services to tenants and general
support to the airport operator (e. g. - maintenance workshop, vehicle and

equipment maintenance, ambulance and first aid, utilities services).
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Financial Summary Footnote References (continued)

26. Total expenditures for overall aivport administration including management
and administrative staff, insurance and general overhead not allocable to
program expenditure areas.

27. Annual reserve allowance for nominally amortizing the replacement cost
of capitalized items over the entire period of their nuseful lives. Applies
the cost of such items as an operating expense. Begins in 1983 for the
S. L. A. policies and plans.

28. Total expenditures for the annual operation, maintenance and administration

of the airport:

- Each detail planned program expenditure account would include
allocation for '"line item' expenditures such as: salaries, allowances,
materials, utilities, services, etc.

- It is assumed that in return for indirectly subsidizing Air Viet Nam

and VN military, S.I. A. will pay no taxes.

29. Expenditures not allocable to normal day-to-day operation, maintenance
and administration. To 1980, includes non-capitalized major expenditures
for airport improvement and major maintenance paid for by government
grant, foreign aid or other non-debt sources. After 1980 - inzludes debt
interest for capitalized investment loans and non-debt investments and
miscellaneous replacements.

30. Grant total of all annual expenditures: operational and non-operational.
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Financial Summary Footnote References (continued)

31.

33.

34.

Borrowed funds expended during the year. None until post-1980 when
S.I. A. becomes responsible for total airport financing including capital
improvements. (See SIA Master Schedule of Development.) Analyses
assume all are borrowed from foreign leaders either as loans or
bonded indebtedness.

Cumulated outstanding borrowed funds less loans repayed at the end of
the loan period.

Funds reserved during the year for eventual repayment of outstanding
debts at the end of their loan periods. These funds are deposited in
interest-bearing trust accounts until remitted to lenders. Derived
from surplus funds,.

Cumulated debt replacement reserve funds less debts repayed at the

end of loan periods.
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Figure S3a

SAIGON TSN INTERNATIONAL AIRPORT
ANALYSIS OF 1969 & 1970 FINANCES (V.N.$<+ 1,000)
(SOURCE: 1969, 1970 ANNUAL REPORTS)

NOTE - Does not include DAB & DCA staff expenses or infrastructure maint. costs -

- Also does not include costs of
fire, finance)

REVENUES 1969 1970
OPERATING REVENUES
AIRFIELD FEES &
CHARGES
commercial landing fees
a/c parking fees
service charges
lighting fees 86,909 ( .171) 101,821 ( .176)
PASSENGER FEES 11,237 ( .09) 9,272 ( .07)
LAND & FACILITY
RIENTAL
hanger & aviation bldg.
land leases 20,036 ( .17) 20,015 ( . 15)
OTHER OPERATING
REVENUES
concessions 2,043 2,960
services (telephone) 233 —_
private flight escort 480 434
publicity 548 —
Tectal Other 3,304 ( .03) 3,394 ( .02)
TOTAL OPERATING
REVENUES (.52) 121,486 (1. 00) ( .53) 134,502 (1. 00)

NON-OPERATING
RECEIPTS
——foreign aid
airline contribution
to special upgrading

)

113, 800

105, 600

11,436

TOTAL NON-OPERATING

RECEIPTS

(.48) 113,800

( .47) 117,036

TOTAL REVENUES
& RECLEIPTS
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(1.00) 235, 286

(1.00) 251,538

support by other ministries (police, VNAF,

REMARKS

"airport charges



Figure S3b
SAIGON TSN INTERNATIONAL AIRPORT

ANALYSIS OF 1969 & 1970 FINANCES (V.N.$<1,000)

EXPENDITURES 1969 1970 REMARKS

——— ———

OPERATING EXPENDITURES

AIRFIELD OPNS. &
MAINTENANCE

runways & tax_i_ways system VN-16, 559
parking aprons 3,958 AID 23,600
drainage
tower 6,142 6,978
approach & landing aids 385
STIA fire & rescue 5, 765 5,755
fuel system —_— — contractor
service roads _— - not available
aircraft servicing support S -_— not available
unallocated non-major maint. VN-13, 500 —_—
AID-39, 300
TOTAIL AIRFIELD O & M 68,665 ( .72) 03,277 ( .71)

TERMINAL & SUPPORT BLDG.
OPNS., & MAINT, —_— — not available

LEASED FACILITY & LAND MAINT— -_— not available

GENERAL SUPPORT SERVICES

maint. workshop 180
utilities (incl.'"computer'’) 13,791 7,235
veh., & eqgpt. maint. 769 1,000
ambhulance & first aid 35 35
TOTAIL GIINIIRAT.
SUPPORT SERVICIS 14,775 ( .15) 8,270 ( . 11)

GENERATL ADMINISTRATION

mgmt. staff 1,270 1,404
admin. staff 10, 006 11,099
insurance, etc. —_— —_— not available
TOTAIL, GENERAL
ADNMINISTRATION 11,276 { .12) 12,503 ( . 186)
DEPRECIATION NONELE NONE
TOTAIL OPERATING
EXPENDITURES (.41) 95,917 (1.00) (.32) 75,268 (1.00) SEE "NOTRE"

IN HEADING

i



SAIGON TSN INTERNATIONAL AIRPORT
ANALYSIS OF 1969 & 1970 EXPENDITURES (V.N.$ < 1, 000)

EXPENDITURES (continued) 1969 1970 REMARKS

NON-OPERATING
EXPENDITURES

DEBT INTERLST NONE NONLE no borrowec
funds

UNCAPITALIZED MAJOR
CONSTRUCTION AND MAIN-
TENANCE EXPENDITURES

roads & apron construction {AID ~ 7.,500 —_—
VN -=128,000

terminal L -upport buildings: air-
lines — 11,436
construction & misc.

major maint. VN - 16,000 VN — 49,460
water supply construction VN — 4,200 VN — 407
control tower & eqpt. AID — 23,000

{VN — 14, 000 VN — 13,895
runway maint, —— AID -- 59,000

TOTAL UNCAPITALIZED

MAJOR CONSTRUCTION

& MAINTENANCE

EXPENDITURES 136, 700 157,198

MISC. INVESTMENT &
REPLACEMENT EXPEND. 2, 340 NONE

TOTAL NON-OPERATING
EXPENDITURES ( .59)139,040 (.68) 157,198

TOTAL EXPENDITURES (1.00)234, 957 (1. 00) 232,466 SEE '""NOTE
IN HEADIN(



Figure S4

SAIGON TAN SON NHUT INTERNATIONAL AIRPORT
ESTIMATES OF OPN, REVENUES 1971, 14972
(Projections from 1970 using “optimistic projections’ data

and 1970 actuals

Derivation of Ratio - International to Dowestic Landing fees for 1970;

14970 OP'NS OI"NS AVERAGE AVERAGHE FRACTION OF
RATT{O LANDING REIVENEE TOTAL LANDING
) FLLE RS TIO PACTOR !
Domeste L5481 IS i
[nternational 7 667 . 10, 00 I )
Int . i
Do ne-4
faleulation of Fstenuted Landing Fees:
r T T TBASIS OF 1471 L BASISOF [ 1972 ESTIMATE
o [ 1071 ESTIAM, L ESTIM, (1972 ESTIM, |
CooTTT T - m‘;ﬂ‘ﬁ:m.'- Toes ! X0 decrease Trom 1071
A2 RO, S00, 000 F 52 57k, NOG L2 N 1070 0P 20, 059, 020 operations plus ¥ 42,927,152
II 2070 rate inerease h
i YIX 2034 rato ady. T TTXT99 rate ady. T
LHHON B0, 800,000 3 Ga, ‘._‘!-l,()t)(ll . 70 0pS, FIDT, 12,630 10 089 X 1071 OF NS, I’ $253, 1461, 660
T - o T tTOTAL K
TOTAL factua) 101, 800, 6000 FSTINIATE 2147, 004, 550 | BESTIMATE 3286, 188, 810
1972 ESTIVATE CALCULATION
C- CONSGULTING EST, 1972 OP'NS. - 26624 3 0 ) g7 10n o
CONSULTING EST. 1071 OpNs, - 2a1gg 0+ 0 rstio BO72700710 05,
SOD X E2NONGEY, 020 327,272, 627 { FISTINM, 1972 revenue
at 1971 fee seale
L2 XO827,272,627 ESTIM. 1972 revenue
at 1972 fee scale-inerease of 20%
INTERNATIONAL
ESTIAL 1972 OP'NS, LBY patio 1972/1471
FESTIN, 1871 O1” NS, —_—
59 Intl, bBxchange Rate Fee Adjustment (‘ﬁ)
275
< 257 Int'l. Fee Ineroase
L8N R1AT, 124, 640 $149, 840, 920
1. d9, 840, 020 2202, 761, 3130
1,25 X 3202,7649, 330 .;!il,', GHO
Fstimate of 1971, 1972 Total Operating Resenue (VN 3
T A: Agrli"h[lv"_—:. I 1972
LANDING FES ) 5147, 000,550 1 97 o See above $286, 188, 810 N 11
l '
J e _L i T
LIGHTING & PARKING l-'l,l]\q ESTINL B N6, 728 .04 ESTIN, 5% 1, 309, 1o .03

Landing Fees
LSTIN, 57 14, 304, 140 .03
Landing Feoes
110, 629 0

RAMT USE FHES .

!
tlanding B
TeXone Newne

e 12

INT' LA A “f

e I V. NLER00
1.5 I 20, 000, Hoo o8, XD 100, 000, 100 L2
} i (Avg, Riate Ineren o
o T Ty T T — T —= ———— e e - e
OTHER OF, KLV, TS Lo 1, 100, 100 Lo T ESTINIATE 5, 000, 000 C01
e - g _ e
TOTAL ¥ S22, 666, 170 11,00 $475, 121, 940 1. 00
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Figure S5

MAJOR EIPEMDITURE AND

SAILON INTEANBTICHAL 4194PCRT

CAPITAL INWESTMERT = ANNUAL SummARY (1972 vnSaiuCa)

YE&E - N
CAPITAL
1TEm 72 73 7 75 76 77 78 9 25 8 82 83 D 85 86 87 88 83 90 51 e2 !
MELILIISY
! OTERMINLL st RERIDELS 245,000 §2.000
i
DoNEw iwtoL TgEmimay
: SPmasE 1 384,.c20 576,080
-EmASE 7 532,003 788,000 LS PR e
IoLINEAE LE e
( TomCTURSE 8,000 432,000 LT
CARCD TEEmInAL
AR am REMOLEL AC,00C 0,000
“RTICNAL
SIPTICNAL EXPEAL.N 112,008 BF,co0 ! 1zasen
TEA®INALS k2,000 [ [} [ 424,000 656,000 o #8,000 432,000 - 532.000 768,030 112,000 &% 000 [ 0 0 0 v t 1,320,000
i
LEaCHS
INTEANATIONAL
SEmast 1 288,000 236,009
SPHASE 2 76,000 72,400
-PmasE 3 5. 60¢ 49,200
DOmESTHL 159,200 156,800
caniz “Pmast 4 158,000 129,200
QPTID.AL .
S0PTicRAL Peast 2 158,000 179,200
I mISL. PavIAG 122,000 39,690
TITAL APRIRS 0 288,000 136,003 : t15,300  A5E,30C 3 ° o ¢ 5,650 49,200 ¢¥.0c8 129,208 - 9 0 o o B
PAGE aNwLAL TOTAL qws,00) 288,000 23s.002 H "39,282 1, Q 48,000 k37,003 ¢ 537,680 937,288 2 - ¢ l 2 L Lot




Figure S5

SATCON

INTERNATIONAL A1APOKT

MAIOB EXPEMCITRE &n. CAPITAL

C_ANNUAL SUMmARY (19 72 wHSl000)

YEAR
CAPLTAL - ————
(REL] Ti 75 76 77 18 Bo E2 83 B4 Bs 86 as
£8,C02 612,400
5%.600 500,400
66,000 610,400
27.600 249,200
TITAL mivmdng ©B,005 666,000 50C, 420 [ o [} 0 2 95.600 859,600 3
FI e 310,000 149,800
36,0C0 216,600 108,900
10,¢00 90,002 16,009 9,002
o ) 8¢,000 536,000 138,000 ] 0 10,002 393,000 1 e I 0
FLLE AnNLAL £8.002 752,000 1,036,400 336,000 c o 19,000 g5 050 95,660 853,600 ° 3

STI
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Figure S5 SAISON INTERMATIONAL AIRPCRT

MAJOR EXPENDITUAE ANT CAPITAL TNVESTRENT - AWhuAL SUMMARY (1572 ¥NS31000)

YEAR
capitay
1TEn 2 73 e 75 76 77 78 73 8¢ 1] B2 83 8 8¢ s 87 g8 89 53 51 0z
9.60° 85,200 G4, B0l
2,800 26,000 iB,BoC
8o0 7.1700 E.ccs
70,000 70,800
CUE-TITAL ACLESS 3 5 [ 0 13,200 118,400 0 ] o 0 [}
79.000 o c 0 o o g L] Lo oS
CimESTID TEwminaL
ATl PaRa 63,200
£5,20r
6,800 62,8C0
€3,200
2,000 18,800
25,800
69,202 ve gan
ERTEIEAN
STIRALE < 0 0 69,200 8,800 8t,200 0 [+ o 0 ] 63,.7un o o 0 ) c 0 o 2EE WG
TOTAL AIRPURT ACTELS
AND wEeaCtE STCRALE a 9 o 69,200 22,000 139,600 ] 0 [ o 3 139,200 [ ¢ e ] 9 0 2
265,00¢ 256,000 304,000 821,200 1,997,600 1,651,600 ° 48,000 432,000 4 347,600 3,066,430  365.600 1,0/¢,800 o o o o 2 £ 638 805




Figure S6

SHEGCN IWYERNATICNAL A1RPCRT

CAPITAL INVESTMENT DEPKECIATION-ANNGUAL SUMRARY (1972 YNS+I100U}

e vERR
TR PYY Anniar
1TEm FEECIaTION 8y 81 82 63 8k 85 B6 87 (3] £y 99 LAl 92 93 94 95 96 97 98 99 H TEMARKS
NEm o INTOL TERmawa
“PmatE 2 47,520 %7.52¢ L7,520 47,520 L7520 L7520 L7.520 47.520 47,520 47,520 Lr.520 A7.520 47,520 47,520 ——- e T¢ 2050
Rl TtEsiaL,
THONZL £uFanstoe 7.200 7.200 7,200 7.200 7.300 7,200 7.200 7,200 7.200 7.200 7,200 7.200 7,200 Tsorew
PNTL 3PN
cemitt ) 2,780 2,740 2,780 7,740 2,740 2,740 2,740 2,740 2,740 2,740 2,740 2,740 2,740 2,740 > TG 25Ck
TARLD aAbels
SPTIINAL -Pmisg 2 14,360 14,360 14,360 t4,360 14,360 14,360 14,360 14,360 14,360 14,360 14,360 14,360 14,369 14,360 MY
FLNwar JE. Dygdgav
L OPAVE LMl LIEAS 33.920 33.920 33.920 23.920 33.920 33,920 33 920 33.920 33.920 33,920 33,920 33,520 L orpTe
Lvytgm .
Fayf YmIULZERS 13,840 13,840 13,820 1).8%0 13.8%0 13,840 13,840 13,840 13.840 13,840 13,840 13,840 e e T8 Inoe
‘__:‘[ N 2,667 2,667 2.667 2,667 2,667 2.667] 2,647 2,667 2,667 2,667 2,667 2,667 2.667 2,667 2,667 - e
EAST AIRPGRT ACCESSmAY 3,509 3.550 3.500 3,500 3.560 3,500 3,500 3.500 3,500 3,500 3,500 3.500 3,500 3,500 e ve o aune
LEN L ALTD Pate [RFANSITS 3,460 3,460 3,460 3,460 3,460 3,060 3,460 3,460 3,460 3,460 3,460 3,460 3,460 3.46C TLo ozeoh
iaaLan ToTa: 2,667 7,287 81.6L7 125,207 129,207 129,207 145,207 129,207 129,207 129,207 129,207  129.207 129,207  129.207 129,207 128,207  129.207 175,207
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Figure S7
SAIGON INTERNATIONAL AIRPORT - TERMINALS

CAPITAL INVESTHENT DEPRECIATION - DATA

e e e e e e+ e e e g e e - . e Bttt
TOTAL ; '
YEAR INVEST- | SALVAGE DEPREC. | DEPREC. DEPREC. ANKUAL
CAPITAL ITEN INVESTED | MENT VALUE VALUE PERIOD RATE DEPIFEC. REMARKS
TERMINAL #1-REMODEL TO | NON-CAPITALIZED EXPENDITURE -
T IRT 'L 1972 240M NOT DEPRECIATED
-REMODEL TO
DOMEST!IC 1977 80H "
{ . . A - . - [T I S L
NEW INT'L TERMINAL
ZPHASE | 1976 384mM )
1977 576M "
102 CAPITALYIZED INVESTHENT-BEGIN
-PHASE 2 1982 532M 53.2M 118.80 | 25yr. WL/yr. 47.52H DEPRECIATION IK-1984 - FIRST
OPN'L YEAR
107,
1983 788M 78.8M » |
S R | RO O AU LN LU —— e 1
LINEAR LOUNGE ¢ CONCOURSE. 1979 48M NON-CAPITALIZED EXPENDITURE-
NOT DEPRECIATED
1980 432H "
CARGO TERMINAL -
A1P-AMERICA REMODEL 1976 LOH "
OPTIONAL
EXPANDE D 10% OPTIONAL-CAPITALIZED INVEST-
TERMINAL 1984 1120 11.2M 180H 25yr. Lo%/yr. 7.2M HENT-1F BUILT,BEGIN DEPRECIA-
TION IN 1985 - FIRST OPN'L
YEAR
10%
1985 88mM l 8.8n "
SAIGON INTERNATIONAL AIRPORT - APRONS
CAPITAL INVESTMENT DEPRECIATION - DATA
S r-
TOTAL
i YEAR INVEST- | SALYAGE| DEPREC. DEPREC. ' DEPREC. | ANNUAL
CAPITAL ITEN INVFSTED | MENT VALUE VALUE PERIOD RATE DEPREC. || REMARKS
- i ;
INTERNATIONAL APRON | | NON-CAPITALIZED EXPENDITURE-
“PRASE ‘ 1973 288H ! NOT DEPRECIATED
| ;
| 1974 236H "
I
-PHASE 2 - 1976 76m !
| 1977 72,44 :
-PHASE 3 i 1982 5.6M 0 54, 8MH 20yr. ) 5%/yr. 2.74H CAPITALIZED INVESTHENT-BEGIN
i DEPRECIATION IN 1984 - FIRST
! OPERATING YEAR
]
1983 49,24 0 ' . ,
DOMESTIC APRON 1976 159.2H ‘ | NON-CAPITALIZED EXPENDITURE-
! NOT DEPRECIATED
1 1
i ;
i 1977 156,84 i ! "
CARGO ' :
| ' 1976 158H : '
197; 129.2H i "
;
OPTIONAL |
SPHASE 2 ! 1984 158H 0 287.24 20yr. 5% /yr. th,36H OPTIDNAL-CAPITALIZED INVEST-
: \ RENT-TF BUILT, BEGIN DEPRECIA=~
K i TIOH IN 1985 - FIRST OFERATING
. YEAR
i 1985 129.2M1 0 "
MISC. PAVING : 1976 1220 NON-CAPITALIZED EXPENDITURE -
. NCT DEPRECIATED
1977 99.6H "
A . — e et e e et
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Figure S7
SAIGON IHTERNATIONAL AIRPGRT - RUHWAYS & TAXIWAYS

TPPITAL INVESTMEWT DEPRECIATION ~ DATA

g O R e e+ e —
TOTAL ‘ |
YEAR INVEST- | SALVASE | DEPREC.| ODEPREC.  DEPKEC.  ANNUAL
CAPITAL ITEH INVESTED | MENT VALUE ; VALUE | PERIOD RATE DEPREC. ! REMARKS
- e e D e S, B T
! ‘. NON-CAPITALIZED EXPENDITURE-
PUNWAY 251 -OVEKLAY 1974 ; 58 hn ) i NOT DEPRECIATED
i 1
1975 [ 525.6M "
SPAVE SHOULDERS 1974 9.2m j ; : ! "
i i
1975 82.81 i S ISUUUN S | - —
SOUTH TARIWAY | | \
-OVERLAY 1975 I Le.8mM ‘ "
1976 h21.2m i "
-PAVE SMOULDERS 1975 8.8 : '
1976 79.2m ' | .
) IS | DU o N S ) SRR SO O | B ] e e
‘ !

RUNWAY 265R -OVERLAY 1984 58,44 ! 0 58H 20yr. 5%/yr. 29,21 CAPITALIZE: VHVESTMENT-BEGIN
: DEPKECIATION 11 1986 - FIRST
| OPERATING YEAR
! K

1985 520 .6M 0 i i .
! ~PAVE SHOULDERS |i 1984 g.6nM 0 p 1 94.4M 20yr. 5%/yr. L.72M ’ "
i : 1385 BL . BHM 0 ' .
e e e : - [ - . H PR - - . . o e et 4 e e
25 TAXIWAY SYSTEM | i i l
T COVERLAY I 1984 20M 0 : }zoon 20yr. 54/yr. 10H o
|
! B
1985 180H 0 | -
i | | |
-PAVY SHOULDERS : 1984 7.6M ;o i 76.8M 20yr. 59/yr. 3.84M i "
'} : ;
| 1985 69.20 | 0 ! ; ! ’ "
] ! :
L e 1} - - SRS M AU OO .
SAIGON INTERNATIQHAL AIRPORT - UTILITIES
CAPITAL INVESTHMENT DEPRECIATION - DATA
! TOTAL
| YEAR INVEST- | SALVAGE | DEPREC.” DEPREC. ' DEPREC. | ANNUAL
CAPITAL ITEH J INVESTED | MENWT VAL UE VALUE PERICD RATE DEPREC. || REMARKS
I — e __-_,_.A__JL_ e SR l .. ? e [ B —_—
' :
WATER SYSTEH L1975 i GOM NOW-CAPITALIZED EXPENDITURE~
- ) d : %OT DEPRECIATED
l
51976 ©310M '
1 )
' " ) "
e U S ISR | KL
SEWAGE & WASTE il ‘ i '
DISPGSAL SYLTEH v 1975 36H : ! '
" 1976 ©o216M i i "
i
L1977 l 108 ; p
o . - . | B . ]
E.ECTRICAL POWER SYSTEM : |
-PHASE | | 1976 i 1oH f '
. .
‘ 1977 0H \ i "
" ! 20% i
-PHASE 2 J 1982 ! toH 2.0M l 8o.oM | 30yr, 3.30/yr.; 2.667H CAPITALIZED INVESTMENT-BEGIN
K i ! DEPRECIATION IN 1983 - FIRST
| ; ‘ i OPERATIONAL YEAR
I 204
l‘ 1583 90M i 1804 | : "
! i :
i ;
' :
| ; I
' ' H
N N . Jo 1
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SAIGON INTERMATIONAL AIRPORT - AIRPORT ACCESS & VEHICLE STORAGE
CAPITAL INVESYMENT DEPRECIATION - DATA
TOTAL i .
YEAR INVEST-| SALVAGE PEPREC. CEPREC. | OEPREC. ANNUAL
CAPITAL ITEM INVESTED| MENT VALUE VALUE PERIOD : RATE DEPREC. REMARKS
NEW INT'L TERMINAL ‘ NON-CAP ITALIZED EXPENOITURE-
ACCESS LOOP 1976 9.6M \ NOT DEPRECIATED
1977 85.2M | "
ONE-WAY ACCESSWAY
SYSTEM 1976 2.84 "
S [N | LYY A LT L "
CARGO TERMINAL ACCESS 1976 BM !
e 1977 7.2m _ "
EAST ACCESSWAY 1983 70.0M 0 70.0M 20yr. 5¢/yr. 3.5H CAPITALIZED tNVESTMENT-BEGIN
DEPREC'ATION IN 1984 - FIRST
OPN'L YEAR
DOMESTIC TERMINAL NON-CAPITALIZED EXPENDITURE-
AUTO PARRK EXPANSIOH 1975 69 . 2M NOT DEPRECHATED
NEW INT'L TERMINAL
AUTO PArRK 1976 6.0M "
) 1977 62 . hM "
CARGO TERMINAL PARKING 1976 2.0H4 "
1977 18.8M1 "
GENERAL AUTO PARK
EXPANSION 1983 69.2M 0 69.2M 20yr. 5%/yr. 3.h46M CAPITALIZED INVESTHMENT-BEGIN
DEPRECIATION IN 1984 ~ FIRST
OrN'L YEAR
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Figure S7

SAIGON IN

ERNATIONAL AIRPORT -

TERHINALS

CAPITAL INVESTHENT DEBT SERYICE /ND REPAYMENT - DATA

e — e SRR
[ ' VOANNUAL
| PAY TOTAL ANNUAL PEBY
: YEAR DEBT LFe INVEST- | INTEREST | ANNUAL REPAYMENT
CAPITAL ITEH ; INVESTED | PERIOD| DATE | MENT . RATE INTEREST | RESERVE REMARKS
- } ; . —
TERMINAL 21-REMODEL TO |
|- INT L ‘ 1972 2h0H ; NON-DEBT EXPENDITURE-NO RE-
' i PAYHENT
|
i -REMODEL TO i
! DOMESTIC i 197° BOH i '
. . I [N (5.4 S S e —
NEW_INT'L TERMINAL f |
-PHASE | i 1976 384n ; "
! |
. ‘ 1977 576M ; "
: -PHASE 2 i 1982 i5yr. 2007 | 532mM gy 31.92H4 21.,28H DEBT INVESTMENT-BEGIN SERVICE
i ‘ ; ANO REPAYMENT RESERVE WHEN
! i BORROWED
i 1383 25yr. 2008 788H 67 L7.28M 31.52H "
} — USSR WS - - - -
| SO IR W RS el
| LINEAR LOUNGES_AND
CONCOURSE 1979 48H NON-DEBT EXPENDITURE-NO RE-
c PAYMENT
b 1980 L N '3 1 - e
CARGO TERMINAL-
AtRAMERICA REMODEL : 1976 LOM "
,
0PTIUNA£
, EXPANDED
i TERMINAL 1984 25yr. 2007 | 112H 6% 6.72H L. 4BH DEBT INVESTMENT-BEGIN SERVICE
! | AND REPAYHENT RESERVE WHEN
) ! j BORROWE D
{ I |
| , 1985 25yr. 2008 lBBH 6% 5.28H 3.52H "
L ) .- -—
SALLON INTERNATIONAL ATRPORT - APRONS
CAPITAL INVESTMENT DEBT SERVICE AND REPAYHENT - DATA
. 1 - T r —_
ANNUAL
PAY TOTAL ANNUAL [ DEBT
YEAR DEBT OFF INVEST- | INTEREST | ANNUAL REPAYMENT
CAPITAL ITEM INVESTED | PER1OD 4 DATE | MENT RATE ! INTEREST| RESERVE REMARKS
[
INTERNATIONAL APRON ] 1
“PHASE | 1973 288M NON-CAPITALIZED EXPENDITURE-
NO REPAYMENT
1974 236H "
-PHASE 2 1976 764 "
1977 72.4M "
-PHASE 3 1982 20yr. 2002 | 5.6M 6% L336M .28M CAPITALIZED INVESTHENT-BEGIN
SERVICE AND REPAYMENT RESERVE
WHEN BORROWED
1983 20yr. 2003 | 49.2m 67 2,952H 2.46H "
| f.d28R 0 2,900 N
DOMESTIC APRON 1976 P 1.9.2m NON-CAPITALIZED EXPENDITURE-
| NC REPAYHENT
377 | 156.8M " e
CARGO APRON-PHASE 1976 158H '
1377 12,.2M "
OPTIONAL
TPHASE 2 1984 20 yr. | 2004 { 158M 6% 9.48H 7.9H OPTIONAL CAPITALIZED INVEST-
HENT-1F BUILT, BEGIN SERVICE
AND REPAYMENT RESERVE WHEN
8ORROWED
1985 20yr. 2005 | 129.2M 6% 7.7524 6.46H g
HISC. PAVING 1976 1z2H NON=CAPITALIZED EXPENDITURE -
NO REPAYMENT
“
1977 L[ 39.8m —_
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Figure S9

SAIGON INTERNATIONAL AIRPORT - RUNWAYS & TAXIWAYS

CAPITAL INVESTMENT DEBT SEPVICE AND REPAYMENT - DATA
I | ‘ '
'l ’ ANNUAL
! | PAY TOTAL ANNUAL DEBT
! YEAR DEBT . OFF « INVEST- INTEREST ANNUAL REPAYMENT
CAPITAL ITEM f INVESTED | PERIOD ; DATE  MENT RATE INTEREST | RESERVE REMARKS
S ORU S | UT ———— e
RUNWAY 250 =-OVERLAY 1974 ; NON-CAPITALIZED EXPENDITURE-
— ‘ ' NO REPAYMENT
1975 { "
-PAVE ‘
SHDULDERS 1974 ] "
1977 “
SOUTH RUNWAY -OVERLAY 1976 ' "
1976 m
-PAVE
SHOUL OERS 1975 "
1976 "
RUNWAY 25R  -CVERLAY 1984 io20yr, 2004 | 58.4M 62 3.504M 2.92M CAPITALIZED INVESTHENT-BEGIN
- SERVICE AND REPAYMENT RESERVE
WHEN BORROWED
1935 © 20yr. 2005 25.6M | 63 31.536M 26,284 "
-PAVE ’ ! . i
SHOULDERS 1984 20yr. 2004 | 9.6M | 6% L5768 . 488 "
1985 20vr 20u5 84.8M ! 61 5.088M L.24M "
R U S S SRR S i — e
25R TAXIWAY SYSTEM I t {
“OVERLAY 1984 ‘ 20yr. 2004 | 20M | 6% j 1.2m 1.0M "
| |
1685 20yr. 2005 180M l 6% i 10.84 9.0M "
e ) IS VN SR SR VSR DA DU — e
SAIGON INTERNATIONAL AIRPORT - RUNWAYS & TAXIWAYS
CAPITAL INVESTMENT DEBT SERVICE AND REPAYMENT - DATA
. ANNUAL
I PAY TOTAL | ANNUAL DEBT
YEAR DEBT | CFF INVEST- 1 INTEREST | ANNUAL REPAYHENT
CAPITAL ITEH INVESTED | PERIOD | DATE | MENT RATE INTEREST | RESEPVE REMARKS
ARSI . [
25R TAXIWAY SYSTEM '
-PAVE !
SHOULOERS 1984 20yr, 2004 | 7.6M 62 Lb56M .38H CAPITALIZED INVESTHMENT-BEGIN
SERVICE AND REPAYMENT RESERVE
WHEN BORRDWED
1985 20yr. 2005 | 65.2H 6% 4.152M 3,46M "
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Figure S9
SAIGON INTERNATIONAL AIRPORT - UTILITIES

CAPITAL_INVESTMENT DEBT_SERVICE_AND REPAYMENT - DATA

T e e e = g e i
ANNUAL
pAY TOTAL ANNUAL  DEBT
YEAR DEBT OFF INVEST- INTEREST | ANNUAL | REPAYMENT
CAPITAL ITEM PNVESTED | PERIOD  DATE | MENT RATE INTEREST | RESERVE REHARKS
e ——— .. - [ PO i.‘,._._u._...v.rﬁA__,_ . . e
WATER SYSTEM 1975 ? 50H NON-CAPITALIZED EXPENDITURE-
T T ! ; NO REPAYMENT
1976 j J1OM "
1977 i 1hoH "
SEWAGE ¢ WASTE
DISPOSAL SYSTEM 1975 36H "
1976 216H o
1977 108H v i
CTRICAL, POWER
-PHASE 1 1976 10M '
1977 9oM n
-PHASE 2 1982 J0yr. 2012 10M 6% .600M L333M DEBT INVESTHENT-BEGIN SERVICE
AND REPAYMENT RESERVE WHEN
BORROWED
1983 30yr. 2013 | 90M 6% 5.5400M 3.00H "
. SR SRR NIRRT SDRUUNN SIS FDURNN SOOI
SAIGON INTERNATIONAL AIRPORT - AIRPORT ACCESS & VEHICLES STORAGE
CAPITAL INVESTHENT OEBT SERVICE AND REPAYMENT - DATA
; ANNUAL
: PAY TOTAL ANNUAL DEBT
| YEAR DEBT OFF INVEST- INTEREST | ANNUAL REPAYMENT
CAPITAL ITEH ;| INVESTED | PER1OD | DATE | MENT RATE INTEREST | RESERVE REMARKS
NEW IRT'L TERMINAL E NON-CAPITALIZED EXPENDITURE-
ACCESS LOOP ’ 1976 9.6M NO REPAYMENT
+
!
1977 85.2H4 "
QNE-WA! ACCESSWAY
SYSTEM | 1976 2.8m “
1977 26m "
CARGO TERMINAL ACCESS it 1976 . BM "
CARGO TERMINAL ACCES |
| B o o |97Z B ol 77A24P71> o
EAST ACCESSWAY 11983 20yr. 2003 | 70.0M 67 4.2M 3.5H DEBT INVESTHENT-BEGIN SERVICE
! AND REPAYHENT RESERVE WHEN
. o TRt R - [ S BORROWED _ . .
OOMESTIC TFRMINAL AUIO NOW-CPAITALIZED EXPENDITURE-
PARK EXPANS ION 1975 69.2H NO REPAYMENT
HEW IHT 'L _TERMINAL AUTY ?
PARY, . 1976 6 BM "
l 1977 62. LM "
e . | . I L
CARGO TERMINAL PARRING 1976 2.0M "
inorer7 18.8n "
GENERAL AYTQ PARY I
EXPANSION 1983 20yr. 2033 | 69.2M 6? 4.152H 3. U6M DEBT INVESTHENT-BEGIN SERVICE
' AND REPAYHMENT RESERVE WHEN
: ! l BORROWED
. | Y NUUSSNN BN S R
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Figure S10

YEAR TOTAL TOTAL AVG. 0P, TOTAL O & M AVG. O« N AVG.OP, " TAVG. OP. [INFLATION| DISCOUNT
| COMML PAX REVENUE REV. PER | EXPENDITURE | EXPEND, PERY| REV. PAN|EXD. PAX [RATIO @ FACTOR
i PAX(V.N. §) PAN(VLN.S) 5 (1972 VLN, $4 (1972 VN, §) 10%/ YR. 1/INFL.
A 1963 249, 500 27,805,200 | 111.3 16,807, 200 67.6 1,113.0 676.0 1 10. 00
C 1964 298, 600 33,247,000 - 111.3 21, 335, 000 1.5 556.5 357, 3 .2 5.00
T ‘1965 543,100 55, 213, 000 101. 7 22,533,000 4.5 338. 7 148.2 .3 3.33
U 1966 752,700 107, 539, 000 142, 0 27, 988, 000 37.2 357.3 93.0 4 2.50
A 1967 981,500 93, 364, 400 9. 1 35, 808, 600 36. 5 160. 2 75.0 .3 2,00
L 1968 1,973,400 96, 150, 800 89. 6 65, 41 o0 61.4 159, 6 102.5 .6 1.67
1969 1,315,018 121,475, 300 a2, 4 95, , 000 72,4 132.1 104, 2 .7 1.43
1970 ' 1,310,655 134,507,200 | 102.6 ‘ 75, ’68 000 57. 128. 3 71.8 .8 1.25
1971 | 1,236,138 242,666,000 ; 196. 3 : 169, 252, 00u 136. 9 217.9 152. 0 .9 111
P 1972 " 1,166, 184 475,132,000 | 307.4 336, 205, 000 279. 8 107.4 279.8 1. 00 1,00
R (1975 | 1,101,038 442,010,000 | 401.5 311, 322, 000 310. 0
O 1974 1 1,103,899 439,612,000 |  364.2 : 382, 048, 000 320. 0
J o 1e7s 1,205,902 491,710,000 | 379.4 ‘ 427,677, 000 330. 0
E 1876 | 1,409,527 526,720,000 | 373.7 ‘ 166, 553, 000 331.0
C 19979 1,536,783 566, 681, 600 ; 268.7 509, 804, 000 331.8
T 1978 i 1,679,878 620,619,000 | 369.4 558, 559, 000 332.5
[1979 1,841,222 679,938,000 ; 369.3 612, 022, 000 332.4 ALL AFTER
O |1880 © 2,023,060 751,506,000 | 371.5 676,514, 000 3344 1972
NO'1081 2,227,740 855,592,000 | 384.1 770, 033, 000 345.7 IN
11982 2,457,597 998,669,000 | 406. 4 898, 802, 000 365.7 1972 V.N. $
11983 - 2,714,008 1,174,089,000 | 432, 4 1,056, 680, 000 389. 2
1984 3,002, 364 1,373,346,000 | 457.4 1,236,012, 000 11,7
‘1985 3,322,137 1,726,118,000 | 519.6 1,553, 506, 000 167.6
‘1986 3,676,780 2,140,807,000 | 582.2 1,838, 390, 000 500. 0
f1987 ' 41,068,800 2,415,236,000 | 592.2 2,034, 100,000 500. 0
1088 1,500,740 2, 668,452,000 | 592.9 2,250, 370, 000 500.0
11989 4,975,200 2,941,972,000 | 591.3 2,487, 600, 000 500. 0
(1990 1 5,404,800 3,243,504,000 | 590.3 2,747, 400, 000 500. 0 |

OPERATIONS & MAINTENANCE EXPENDITURY,

PER PASSENGER

1¥63-1971 CONVERSION TO 1972 V.N. §
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SAIGON INTERNATIONAL AIRPORT
Figure S11
A1RFIELD AND RAMP REVENUE PROJECTION (CONSTANT 1972 VNS)
INCREMENTAL A/C OPN'S. RATIO
PROJECTION TECHNIQUE PROJECTION APPLYING AV5. A/C SIZE, LANDING FEE SCHEDULE AND PROJECTED A/C OPN'S
- ASSUMED TOTAL
ASSUMED GROSS T/0 LANDING AVG. FEE LANDING FEE AtRFIELD TO AIRFIELD &
INCR. 3 TOTAL AIRFIELD € COMMERCIAL AVG.A/C wT. FEE PER PER NO. REVENUE RAMP REVENUE RAMP REVENUE
Year INC./DEC. RAMP REVENUE (+1000) CATEGORY TYPE (m - TONS) M-TON(VNS) LANDING (VNS) LANDINGS (VNS=1000) RATIO (VN$<1000)
1970 Actual 101,821
1371 Proj.From 196,449
1970
1972 Proj.From 314,808
1371
1973 -10 283,327 DOM DC-4 23 144 .0 3,312 12,165 40,290 L:l 241,785
INT. 8727 73 811.2 59,218 2,586 153,138
1974 -2 277,660
1975 +1 280,437 DOM DC-4 23 144 .0 3,312 13,837 45,795 b:1 243,484
INT. 8727 73 811.2 59,218 2,516 148,992
1976 +2 286,046
1977 +4 297,488 DOM DEC-4 23 14l 3,312 15,675 51,914 L:y 259,461
INT 8727 73 8i1.2 55,218 2,629 155,655
1978 +6 315,337
1979 +8 340,564
1986 +10 374,620 DOM ELECTRA 34 1440 4,896 18,917 92,618 4 353,236
INT. 8727 73 811.2 59,218 3,208 189.971
1981 +12 419,574
1982 +12 469,923 DOH ELECTRA 34 th4 .0 L, 896 21,464 105,088 4:1 419,823
INT. B727 73 811.2 59,218 3,897 230,771
1983 +13 530,230 DOM ELECTRA 34 144 .0 4,896 22,870 111,972 L 460,996
INT. 8727 73 811.2 59,218 4,337 256,827
1984 +14 604,462 DOM 8737 45.5 1440 6,552 24,370 159.672 be1 556,681
INT. 8727 73 811.2 59,218 4,841 286,672
1985 +14 689,087 DOM B737 k5.5 th4.0 6,552 25,972 170,169 [ 986,628
INT. 8707 141 811.2 114,379 5,413 619,134
1986 +14 785,559 DOM B737 45.5 is4.0 6,552 27.679 181,353 4ot 1,091,825
INT. B707 141 811.2 114,379 6,051 692.107
(REVISED FEE SCHEDULE BASE CALCULATION YEAR-1987)
1967 14 895,537 DOM B737 45.5 144.0 6,552 29,498 193,219 4 1,207,618
INT, 8707 141 8i1.2 114,379 6,757 772,875
1988 +13 1,011,957 DOM 8737 45.5 144 .0 6,552 31,431 205,936 4:1 1,334,226
INT. 8707 141 811.2 114,379 7,532 861,445
1989 +13 1,143,511 DOM B737 45.5 1440 6,552 33,396 218,807 4 1,470,986
INT. B707 141 11.2 114,379 8,376 357,981
1990 +13 1,292,168 DOM 8737 45.5 144.0 6,552 35,857 234,935 b 1,621,752
INT. 8707 14l 811.2 114,379 9,289 1y 062,467
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DERIVATION OF PROPOSED COMMERCIAL LLANDING FEE SCHEDULE
(TO START MID-1980'S TIME PERIOD)

PROJECTED TOTAL REQUIRED 1987 OPERATING REVENUE = (CONSTANT 1972 V. N. $) 2,415,236, 000

ASSUMPTIONS: Operating Expenditure Rate = V. N. $500 Per Commercial PSGR (including depreciation)
Revenue To Cover Annual Debt Interest, Debt Replacement
Revenue To Provide At Least 10% Surplus.

Airfield Landing Fees Plus Ramp And Lighting Fees = 50% Op. Revenue

Q0 o

PROJECTED AIRFIELD AND RAMP FEES = (CONSTANT 1972 V.N.$) 1,207, 618, 000

ASSUMPTION: Landing Fees = 80% Airfield And Ramp Fees

PROJECTED AIRFIELD LANDING FEES = (CONSTANT 1972 V.N.3) 966,092, 000

ASSUMPTION: INTERNATIONAL FEES GENERATE 80% Of Total Landing Fees

LANDING FEE SCHEDULE DERIVATION

Commercial | Fraction| Revenue | Number | Avg. Rev.| Avg. A/C | Fee Rate (V. N.$ per
Category of total | Generated <+ Landings= per Ldg. = GTO WT. = M. Ton GTO WT.)
Revenue |(V.N.$:1000) (M. TON)
(B-737)

Domestic .2 193, 219 29,498 6, 550 45.5 144

B S (B-707)
International .8 772,875 6, 757 114, 381 141 811.2

1.0 966, 094
NOTE: 1. — International Rates Approximate Current (1972) Rates At Los Angeles International Airport.
2. — Domestic Rates For Aircraft GTO WT. Less Than 80 M. Ton Are Increased Over 1972

Fee Schedule, But Still Provide Significant Subsidy To A. V. N.
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Figure S13

DERIVATION OF FOREIGN EXCHANGE RATIO (1972 V.N. $=1000)

1982 1983 1984 1985 1986 1987

1988 1989

1990

FOREIGN EXCHANGE GENERATED

International Landing Fees
(est. 807 X total landing fees)

jInternational Rentals
f(consc-rvative est. 10% total rentals)
i

300, 751 339, 347 386, 856 692,107 772,875

20, 000 24,000 28,500 38,500 43,474

861, 445 957, 981

48,032 50,014

1,062, 447

55,140

!
i

t
' GENERATED TOTAL FORLIGN
EXCHANGE:

320, 751 363, 347 415, 356 558, 300 730,607 816, 349

909, 477 1,007,995

1,117,587

FOREIGN EXCHANGE REQUIRED
(assume all loans are foreign loans)

Loan Interest
Loan Repayment

Miscellaneous Investments &

Replacements-(est. 15% of surplus

Foreign Exchange
. ratio should be

> 1.15)

32,856 96, 840 118,776 183, 384 183, 384 183, 384

21, 641 65,833 82, 960 135,930 135,930 135, 530

183, 384 183, 384

135, 930 135, 830

183, 384

135,930

REQUIRED TOTAL FOREIGN
EXCHANGE TO COVER
DEBT SERVICING

54,497 162,673 201,766 319, 314 319, 314 319, 314

319, 314 319, 314

319, 314

FOREIGN EXCHANGE RATIO

5.89 2.23 2.06 1.75 2.29 2.56

2.85 3.16

3.50




