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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 local 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 

possible, 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. 



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 information describing the 

existing Tan Son Nhut management system. The existing system will then 

be assessed against projected management requirements, shortcomings will 

be identified and recommendations will be made for organizational and pro

cedural upgrading necessary to achieve Saigon International Airport goals. 

BACKGROUND: 

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 airport 

growth arid expansion will become more critical as the tempo of the current 

war decreases, as domestic and international communication and trade are 
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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. 

1). 	 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. 



1. Assure safe, expeditious movement and storage of domestic 

and international commercial aircraft, passengers and cargo 

as well 	as ground equipment, 

SUB-GOALS 

1.1 	 Participate in national develop-

ment planning and integrate SIA 

plans with national short and long 

range plans. 

1.2 	 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, 

employees and visitors. 

MANAGEMENT REQUIREMENTS 

-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. 

-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. 
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SUB-GOALS 

1.3 	 Provide an airport environment 

and functions which will serve 

domestic and international 

passengers as well as visitors 

and on-site employees. 

1.4 	 Assure effective on and off-

site access, egress and ex-

peditious processing, move-

rnent and holding for passen-

gers, baggage, visitors, 

employees and ground vehicles. 

1. 	5 Assure effective on and off-

site access, egress and on-

site processing, movement 

and holding of cargo. 

1. 6 Assure capability to safely 

accept and operate commercial 

aircraft under all normally ac-

cepted flight conditions. 

MANAGEMENT REQUIREMENTS 

• 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. 

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.
 

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. 

• 	Requires ability to provide adequate 

airfield facilities, equipment and pro

cedures safely to support current and 

projected aircraft traffic requirements. 

Continued ..... 
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SUB-GOALS 

1. 6 (Cont'd.) 

1.7 	 Facilitate aircraft service and 

maintenance operations. 

1.8 	 Assure security from crime, 

accidents and fire for aircraft, 

structures, passengers, cargo, 

ground equipment, employees 

and visitors, 

MANAGEMENT REQUIREMENTS 

Requires cooperative interfacing and 

effective coordination with surrounding 

political jurisdictions in order to ac

quire necessary support areas and 

facilities outside the airport for both 

ground and air 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. 

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 

medical care for accident victims and
 

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

equipment to optimal standards commensurate with current and 

planned 	airport investments, 

SUB-GOALS 

2.1 	 Assure maintenance of airport 

staff capabilities at optimal 

levels to satisfy administration 

operational and maintenance 

requirements. 

operating requirements and safety. 

MANAGEMENT REQUIREMENTS 

Requires ability to analyze and plan 

staff requirements. 

Roquires ability to administer per

so .nel matters and salaries, to 

assure attraction, training and reten

tion of 	competent personnel. 

* Requires ability to budget and imple

ment required staffing skills and 

levels. 

• Requires ability to develop staff capa

bilities and to advance personnel 

through various professional and 

management positions. 

2.2 Assure maintenance of airport •Requires capability to analyze and plan 

property, facilities and equip- maintenance and financial requirements 

ment to optimal standards com- and to trade-off versus safety and 

mensurate with investment, operational demands. 

operating requirements and -Requires capability to budget and imple

safety. 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 

3.1 Generate annual domestic and 

foreign exchange revenues at 

least adequate to cover costs 

of administration, operations, 

maintenance, depreciation, in-

vestment, debt servicing and 

debt repayment. 

3.2 Retain domestic and foreign 

exchange income at least ade-

quate to support financing of 

operations and maintenance 

as well as planned capital and 

staff improvements, 

16 

MANAGEMENT REQUIREMENTS 

Requires analytical capability and 

accounting system to assess finan

cial requirements. 

Requires ability to plan and generate 

required levels of revenues through 

various fees and tariffs. 

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. 

Requires ability to retain and "plow

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 

4.1 	 Provide support to military air 

operations at agreed upon traffic 

levels and operational procedures 

commensurate with natioi.al de-

fense, aeronautical safety, and 

civil transpot tatioi, requirements. 

4.2 	 Assure financial and operational 

support from the military, as re-

quired, to underwrite usage of 

international airport airfield 

facilities and services. 

4.3 	 Interface with base security 

measures required for national 

defense. 

MANAGEMENT REQUIRE MENTS 

Requires high level civil-military coop 

eration 	to assure national and local goals 

and priorities are defined and that 

agreements are made to attain and up.

hold these goals and priorities as rela

ted to airport management and opera

tions. 

Requires high level civil-military coop

eration to assure that military users con

tribute their fair share to upkeep and 

development of the airport. 

Requires ability to coordinate with base 

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 magnitude 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 

18 
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Figure 3 VIETNAM AVIATION ORGANIZATION PRIOR TO 1954 
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engineering. construction 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 Frern. 

After 1954, the French withdrew and tile 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 
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the north-south runway came under military 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 ),: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 developmei:t and maintenance of STIA 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 geiieral 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 

22 



Figure 4a 
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Figure 4c 

OVERALL ORGANIZATION ASSESSMENT ---- PRESENT ORGANIZATION 

Organizational Concept Advantages Disadvantages 
Description I 

Gene'ral 

DCA Operation of civil STIA STIA At division level under 
with DCA control over finances, Dir. of Civil Aviation for all Provides close governmental Responsibility for vital func
operating policies. Minor but security problems (TSN control over all phases of tions at STIA dispersed among 
maintenance allocated by DAB. Mil. Zone responsible for operations, administration, many governmental organiza

security and land use.) finance and security. tions. 
DAB Responsible for overall 
land use, engineering, capital STIA Limitec_ in fuctional Major improvements restricted 
improvement, major mainte- authority including critical by lack of control of revenues. 
rance as a "National Aviation areas of finance, personnel, 
Property". capital improvement, major Maintenance restricted by 

maintenance, security, fire lack of adequate revenues. 
STIA Tenant function on a mili- protection. 
tarized "National Aviation Pro- Military 
perty". All Others Perform func

tions "in association with" Ov, rall control over TSN Civilian co-user could Lon-
STIA, DCA and DAB. area land use, security uses. ceivably interfere with mili

tary usage and security. 



Figure 5 Comparative STIA Operations & Maintenance Demands VS. Resource Allocations (1963 F 1970) 

Demand Source 1963 1970 Change 4Changt Resource Application 1963 19 70 Change Change
 

Total Aircraft Movements 122,470 850,820 +728,350 +595r 	 Total Aeronautical
 
& Tech. Personnel 33 64 +31 +94'z
 

Conmmercial A/C Movements 30.000 38,269 +8,269 +281 	 Total Ad inM. F 
Other Personnel 196 119 -87 -44i 

Cormerc 'al Passenger- 328,500 1,864,200 +1,535,700 +467z Operating Fund $1,834,000 $8,743,000 +56,909,000 +3771
 
(Including Military
 

Commerc iall Operat ing Fund Alloc. 
per Aircraft Movement $61.1 $228.5 $167.4 +2741 

Operating Fund Alloc. 
per Commercial Passer
ger 5.6 $4.7 -$ .9 - 16 

Total Termina Mainte- Building Maintenance 
nance Area (m 8,000 10,000 +2,000 +20/ Personnel 85 41 -44 -52y 

Building Maintenance 
Personnel per m2 .011 .oill - .0069 -636 

Building Maintenance
 
Fund $583,300 $1,218,000 +$634,700 +110
 

Building Maintenance
2 

Fund per m S72.9 5121.8 $48.9 +67)
 

Building Maintenance
 
Fund per Commercial
 
Passenger $1.8 $0.7 -$1.1 -63f
 

Total Runway & Ramp
2	 Airfield Main'enance
 

Maintenance Area (m ) 620,000 858,000 +238,000 +38t 	 Fund $4,580,000 $16,560,000 +$11,980,000 +260
 

Airfield Maintenance
 
2 


Fund per m	 $7.4 $19.3 +511.9 +161.
 

Airfield Maintenance 
I I I per Aircraft Movement $152.7 $432.71 +$280.0 +1837 

Note: 1963-1970 Inflation i.e. To keep even with inflation, (All funds-current VN$)
 
1970 VN5 Worth approxi- 1963 funds levels must have
 
mately 304 of 196- VN$ increased by at least 334,. 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 th, 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. 
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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. 
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Figure 6 
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Prime responsibility utndtr 1)!.B with STIA 

c,)ordination, 

-Prince re.--ninsibility under IAR. 

Prime responsibility under DAB. 

- ltesptnsibilhy diffused. 

Prime responsibility under DAB. 

[I(tiral Administration 

I orsinel anld Training 

\ a aod Sailary Adntmiistat oi 

(ffict >t.rvli'os 

Financ al Adni in istrat Ion 

Fiscal Planniti and Budgeting 

General Accounting and Book
keeping 

Payroll and Timekeeping 

Accounts Receivable and Payable 

Audit 


Financial Administration 

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

-l has little or ,o role it determining 
salary budgets tr taff class ificat ions 
l i1;l I.rdsr kept. 

I titV Iii". l illni. 

-tltcsponsibilitv diffuse. 
--;TIA management has only the capability to 

rcIUe.L budgeted funds from t.e national 
budget for qperation.s and minor maintenance. 
Staff salaries budgets are completely out of STiA 

hands wihile capital budgets are only

indlir-tly Influenced.
 

Information diffusd. 

- No real oaccounting function anywhere. STLA 
attempts to track funds expenditures using 

:%illahl, date rely. 

STIA only :nthe loop informally. Prime 
fluct ion acc' plisled -lIsewthere. 

STIA out of revenues hi)op. Only prepares
 
re eivable invoices anid payable vouchers.
 
STIA rietans nt revenues. Bill paying very
 
zlov. aid ,-stly. N,) fureign e-xchange collected. 

N o aff available for STIA audit function. 

Ll imited to low level bookkeeping effcwt 

at STI\ because of GVN financisl procedures. 
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Property Management 

ILease and Concession Acquisition Because of lack of staff depth, leases and 
and Negotiation 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. 

Land Use Development 	 Responsibility diffused among several
 
ministries.
 

Land Use Administration 	 l)iffused among several agencies. 

Purchasing 

Procurement 	 Prime responsibility fe.*,'STIA related procure
ments is spread among several government 
organizations. No Fnal authorization can be 
niadc by ST[IA ainaagement. 

Storage/Warehousing Low level capability at STIA. 

Stock Issue and Inventory Control Low level capability at STIA. 

Contracts Administration Tied to whomever is responsible fora particular 
procurement. 

Public Relations 

Commanity Relations No formal program in existence. 

Tours and Promotions No formal program in existence. 

Legal 

Agreement and Contract Review DCA retained counsel available when required.
 

Counseling 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.
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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: Provide 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 prc.: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 

guidan( e and direction for airport pl .nning 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 cvil 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 input 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 

32 



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 applicatior. of 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 z: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 ai-port 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 passengei s and other personnel. Adequate facilities will be required 

in the future as air cargo demand increases. Airport management presently is 
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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 bc 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 inve3tment 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 tf 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. 
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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 mainly confined to a limited ability 

to fight aircraft fires. This function, under current constrained budget 

conditions, has primarily been turned over Lo 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 who 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 -results 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 
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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

rnent airport maintenance activities at all levels. Under present adminis

trative conditions, these iunctions are dispersed among various governmental 

organizations, which often 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 should also provide the ability to contract directly 

and to promptly pay for the purchase of goods and 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 cerived 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 
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can become active domestic revenue sources. The airport organization should 

be provided with staff capability to evaluate airpcot 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 enougnl level in the near future to constitute a highly significant consi

deration while conducting the increasing comrnercial 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 
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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 restri-ts 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 
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be some control over admittance to the airport but it muld 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 International 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 mcaiained 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 througLout 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 longr-range 

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

Management Philosophy. It is recommended that Saigon International 

Airport be operated with a commercial enterorise 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 \hereby the airport organi

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

In this role, Saigon International Airpori 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 would 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 
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Records (landing, take-off, Limited information analy- SLA Staff 
aircraft & crew certificat- sis capability restricts 
ions, etc. I amount of benefits derived 

from data. 
Operations Admin. 	 Limited STIA staff capa- SIA Staff 

bility restricts scope of 
administrative activities. 

Immigration, Customs, Governntental agencies SIA Staff ititerface- ad niinstr;i t ti' tRespon;ible miinistries operate 
Public IHealti function independently. control it STIA level. as tenants. 

Airport Maintenance 

Airfiel Maintenance 	 Riesponsibility for airfieldt SIA prinie responsibility. Public works support, as req'd. Contractor support 
!iiaintenanice'I split stNVI-TI if appropriate. 

two nlinistries. 
Aeronautical ('coind F quip. iesponsibility split S [A prime responsibility, initially In future, could tie turned over Contractor support 
Maintenance between two ministries. at least, to civil aviation organization, if if appropriate. 
e. g. - NAVAI)S. L.anding budgets tire available. Public 
aids) works support, if required, ia 

present. 
Facilities 	Maintenance STIA terminal maint. res- SIA prime responsibility. Public works support, as req'd. Contractor support 

ponsibilities currently low if appropriate. 
budget, low key and inad
equately performed. Over
all responsibility diffused. 

Access/Egress Maunt. 	 SrLA access system is SIA prime responsibility within Public works support, as req'd. Surrounding juris
responsibility of another iirport iolinuday. dictions maintain 
ministry and outside juris- own facilities out
dictions. side S'ITA tintiry. 

Vehicle & Equipment Non-aeronautical and .";b prime responsibility Contiactor and 
Maintenance vehicle la iitelarnce under vendor support, if 

budgeted, under-staffed, appropriate. 
Utilities Maintenance 	 Utilities maintenance SIA Staff iit,'rfmu witi utility Public works support, is req'd. 

mainly responsibility of agetucles. Utilities agencies support, as 
another ministry. req'd. 

C(urret 
Ctt(')M MENI)Il ALI OCATIONS 

Function Observations Saigon Int'l. Airport Authority Vietnamese Government Other 

AAiport MaintMianeIc admitn r -
Maintenance Ami.adnin -

possibility diffused amn~ong 
SL\ prime responsibility 
exvv~pt for titiltties. 

___m__any organizations. 

Security & Fire Protection 

Aircraft lire & lteue STIA organization present- S1A prime responsibil ity-uiltinate- \NAF support, as required. 
& Prevention ly not capable of carrying ly full capability. 

ott fire and rescue respon

sibility must default to 
V NA F. 

Ambulance anl First Auiu STIA has no capatbility at StA prime responsibility Government medical support, if Contractor or 
present. Must depend oi required. private medical 
VNAF and local huspitals' support, if req'd. 
capatbilit ies. 

Facilities lire & lescue Inadequate STIA capability SL\ prime responsibility-ultuniate- Snigon City Fire Dept. support, 
& Prevention Iv full capability, as required. 
Law Enforcement STIA lips tio direct authtor- SIA prime respons ibility-uitinite- National police support, as 

ity-National Police cover- ly full capability. required. 
age spotty. Military see
urity measures fill the ga ) 

Base Defense & Security Prime re.,ponsilility of SIA coordinate with VN military VN military for overall, at first
military at first -assume prime respon- )Illy 11ilia1Y areas later. 

sibility for civil areas later. 

Field Safety Inspection All interested parlies5 St:\ prime responsibility. 'ublic works support, as req'd. Airlines back-up. 
participate. (ontraclor support, 

as required. 
Accident Prevention Ni) ftiinai ii, ,iril ti' I ' . prime responsibility. National police support, as Airport and tenant 
Industrial & (;eneral flit prvit lorl pl -i'o lil FiI requlre(t for traffic safety. sippit.. 

iVlu ullC ('.i,. . -rli tlll I[irml tll" '.DI' t"At".~c ionl, I 

Security Admin. No full scale program ru SfA responsibility in coord. with VN military parallel responsi
by S'rlA-only military VN military. bi ity. 
seems to be at full profile. 
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Current 
Function 	 Observations 

Financial Administration 

Fiscal Planning & Responsibility diffused. 
Budgeting STIA management has only 

the capability to request 
udgeted funis from the 

national )idge! fir op'ns. 
ni tinor itilatrce.na i,"lu 

Staff salaries l,ud;4ets are 
completely out t;. SlTA 
hands while aptel bli
gets are only indirectly 
inflluenced, 

Gen'il Accounting & 	 Information diffused. No 
Bookkeeping 	 real accounting function 

anywhere. STIA attempts 
to track funds expenditures 
using available data only.

Payroll & Timekeeping 	 STL only in the loop i-
formally. Prime function 
accomplished elsewhere. 

Accounts teceivable & SILN out of revenues loop. 
Payable Only prepares receivables 

invoices and payalble 
vouchers. sTIA retains no 
revenues. Hill paying very 
slow and c"stl,. 

Audit No staff available for STIA 
audit function. 

Financial Admin. Limited to low level book-
keeping effort at STIA 
lbecattse of ;VN financial

L______ _ procedu res. 

Current
 
_ _ __ntion Observations 


Facilities Engineering 

Facilities Iesearch & 1Utme responsibility for 
Planning 	 STIA is under DAB with 

STI input. 
Specif. & Standards I)efin. l'rime respotsibility under 

)AB with STL input. 
Design 	 Prime responsibility ttler 

I)AB with STI coordinat-
ion. 

Project Control 	 Prime responsibility 
under DA 1. 

Contractor Liaison & Prime responsil)il ity 
Inspection unter D)A1t. 
Tenant Support e pontiIity Iifft ect. 

Engr'g. Admin. 'rtme resl)onsibility 
under IAIt. 

General Administration 

Personnel & Training Prime reslbonsibility for 
STA at I:CA level. STIA 
mnaintaits inforital revi
oris. 

Wage & Salary Admin. TL,\tias little or tio role 
in deternining salary tiuidl-
gets or staff ilassifi'atiot 
-informal records kept. 

Office Serv[cs Low key function 

I' N DEl) Al.1 OCATIONS 
Saigon Int'l. Airport Authority Vietnamese Government Other 

SlA Public works support, na;req'd. Contractor support, 
as appropriate. 

SIA 

SB 

SIA 

SIA Contractor support 
as apropriate. 

SIA 

RE(COMM ENIE) A..OCATIONS 

Saigon Int 'l. Airport Authority Vietnamese Government Other 

SIA prime responsibility for gen- Public works support, as req'd. Contractor support
 
eral requirements and master ii appropriate.
 
ilans.
 
SL\ prime responsibility for Public works support, as req'd. Contractor support
 
technical policy, 
 if appropriate.
SL\ prime responsibility for Public works support, as req'd. Contractor support 
Iesinn requirernmnts, if appropriate. 

SL-Bprime responsibility, 

SIA prime responsibility. Publiv works suppo)rt. as rvlIl'd. 

S[A prime responsibility I'ublic works support, as req'd. Contractor support 
if appropriate. 

SIA ptrime responsibility. 

SIA 	 Support as required. Support as req'd. 

BIntractor suport 
ats etqtireil 

SfA 
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CurrntIIECOMM ENDE D AL LOCATIONS 
CurrentI 
Observations ISaigon Int'l. Airport Authority Vietnamese Government Otler

Function 

Property Management 

Lease & Concession 	 Because of lark of staff S1A 

Acquisition & Negotiation 	 depth, leases and conces
sions acquisition proced
tires lack the negotiation 
and selection practices 
normally found elsewhere. 

Lease & Concession Ieca use of lack of staff SIA 
Administration ileptli, surveillance anil 

control of agreements is 

difficult and spotty. 
SIA Public works support, as req'd. Contractor support

Land Use Development Rtesponsibility diffused 

among several ministries. VN military coordination, as as appropriate. 

req'd. 

Land Use Administration 	 Diffused anmong several SEA 

agencies. 

Purchasing 

GVN central purchasing support, Vendor support, as 

as required, appropriate. 
Procurement 	 Prime responsibility for SEA 

STLA-related procurement 
is spread among several 
government organizations. 
No final authorization can 
be made by ;TEA manage

mrent. 

Storage/warehousing Low level capability at SEA 
ST LX. 

StOck Issue & Inventory .ow I evel capaliility at iA 
Control '"[A 
Contracts Admin. Tied to whomever is res- SEA

particular
ponsible for a 

procurement. 

RtI:COMMENDI:I AI..OCA'rIONS 

Function 	 Observations Saigon fnt'l. Airport Authority Vietnamese Government Other 

Public Relations 

Community Relations 	 No formal program in SEA Hlourd of Directors and Staff 
existence. 

NO f HIrMalptNgir1 Ji 
Trours & Promotions e iste- SEA 

Legal 

Agreement 
Review 
Counseling 

& Contract l)CA-retained counsel 
available when required. 
l)CA retained counsel 

available when required. 

SEA 

SIA 

prime responsibility. 

prime responsibility. Support by Gov't. 
required. 

Counsel if 

Contracted counsel 
if appropriate. 
Contracted law 
service. 

Economics 

Air Travel Analysis & Foreia. No centralized capability. SIA prime responsibility. Civil aviation and 
as required. 

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

Aviation Economics No centralized capability. SEA prime responsibility. Civil aviation and 
as required. 

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

Rates & Charges Analysis No centralized capablity. SIA prime responsibility. Civil aviation, lbreign 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 

53 



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. 

B. 	 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 
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Figure 8a SAIGON INTERNATIONAL AIRPORT AUTHORITY 

RECOMMENDED ORGANIZATION STRUCTURE 

Ministry of GVN 
Responsible for Civil Aviation 

(SeeFig. 10) 

Recommended 	 Approve goals,priorities, policies, major programs by 
Minister Transportation & Pot SIA Authority by Generalandannual budgets recommended Manager. 

Appointed byPrimeMinister Board of Directors Approve majorcontracts and leases. 
(SeeFig. 9! 

if 	 General Overallirection of SIAwithManagement. 
Appointedby SIA Authority ;to policy guidhnesBoardof Directors. Provide to SIA

Boardof Dire iaft 
Boardefn itaff. Coodfinlaton with GVNandoitheSectorsanAer 

Responsibleonly o Genea Manager Recomniendgoals,policies. prioaritiesmajor problems 
Boardof Directors. Iiard annual budgets to Board of Diectort. 

Falic RelationsAppointed byGen.Mgr. 	 P~aI SncialLegal 
Special Assignments 

Recommendedby 
GeneralManager- Appointed by SIA Authority Day-today operations respunsitility 

Boardof Directors anager 

Airpor Solvelowerleveldfayto day problems. 
-Coordinating Localrepresentatives of all private and 

Committee governmentorganizations activeatairport, 

lRecommended by Gen. Mgr. - Appointed byBoardot Directors) 

Asst. Generaf Manager Asst. General Manager Manager
 
Administration Operations & E
&Planning& 

& Finance Maintenance I Engineering 

GeneralAdministration. Operatons, Maintenarce, Facilities Engineering,
 
FirraicralAdministration, Security and Fire Protection, Property Management,
 

Purchasing,Support Support Econonics. Support
 
GeneralManagement GeneralManagement GeneralManagement
 

Note. (Functions referto Figure7) 

Figure 8b 
SAIGON IN'TrERNATIONAI, AIIPORT AULJTIIOIT'rY OItGANIZA'rION CONCEPT ASSESSMIEN'r 

ORGANIZA'IIONAI, OIGANIZAT'IONAI. 
GOA 1, CONCEIul' IESCIRII'TION AI)VA NTAGES DISA IVAN''A GES 

Genera 
"Full Function" Autonomous Full Function "General I'ro'idle GVN with a self- o Some GVN organizationsi 
authority supporting regional Manager" operaton-ability supporting agency contribu- "Stilt us-'.?uo" will be cis
and notional goals on finan- to contract, as required, ling to iatonal welfare on a trbed as they lose airport

eially self supporting btsis. for support services and lusinerms-like basti.. S[A related prime authorities. 
ntverials, ability to bor-	 given ibility to recruit, train o Iniadequately controlled SEA 

row money, retain fndls, and r ain Iighest caliber Autlorily could tend to go 
expend funds directly. per-soynel at adequate salary its own way. 

Generaly constiuited levels. l-'acilitates SEA 

policy directing body to ability to gear itself to lotg 
provide goal and policy range goals and programs 
oriented guidance to SIA under direction of a broail 

management. 	 spectrum floard of Directors. 
Direct application of airport 
generated revenuies to in

prove anl manlainaighest 
level operations, facilities, 
se'vlces. 

PIlf - lIIITANIY CONS D EIlA'I'ONS- CON 
ci Ileaoves some militarv o s smere- , tary los's author. 

CONCI,U2SIONS & CIIITIC.' l, C(tNSIIIEIIA''l()NS sptmsibilit for base costs, ity eventually over Tan Son 
May need ititial government iltveltant until retained ) Military ce;in still retain Nhut 'ivrlian areas to pre

earnings provesi powerti li quire' ommtercial or other overall ase defenses lin- 19165 level. 
non-GVN futdilng. litst dltermrine if SIA s t totiit t 0 , Itirimle solohi o Civilian traffic mic''ets(fs 

a tenant tboa il "National 'iation it operlty" or if it sutlppolrt fla ymtionS1 taiy lend ottunler to impinge 
will acquire votiplete control under r. lori tel'sis ti.ti- agreemelt to SIA. mill lary reqtilrenents itt 

mert withi (;VN. Seiriy t mtlst o SIA later 'aetrs unless tiiliary'(cotrol rnatisures policy lae aies sinrgle orgcan-

Io renewed regularly to provide icreiallng control of liziftitlal contact poill. reqtuirementl' s decline,
 

S[A manairgreolemel (over civil .uatits). (iastiall eol'ies must
 
ie derived at loard of lDirevtors level, Appears to be 

no prohibitive nmilitary consideration asiale from current 
base securiLy reqairements. ____ - ___ _ J 55 



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. 

C. 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 
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Figure 9 SIA AUTHORITY-BOARD OF DIRECTORS REPRESENTATION 

hairman ianand Potor 
n bye INy lf Trnpontah-n nd Pon! ppointlld enn 


LevelRepresentation Representuton Representation Representation L R preentaon RRersntto inaon 

Ons or mre repre"rl'alce, Sao Cr.
0 Jn. epreeenlro e 8oardof Arrine Repreerral-vee ChamIero Comnerce. Bureau of tank or Financial

covering key. ellreefed FiRegonal allnilhlay Tourism. rrivalecroozn,mrerat,sir represeorlog 

or aulhorrlre, w11hrfeeel or ecollte 

Charmanand rnembensnomnaterdbyMiner, Traohlortaton &Puatorotherm rnllre,andoifically appolrnl by Prme Mn,,e, - All orerecrerlin avration andavailablefor Irroductie rvice. 
Speotrunm fromof operirn,range 


I All gocnerne ynembae- Could allow gualanf pocy dieler-nrraloo 1ecum thrl aviarroradvancement
potolicalo submerged1*11her oieletd. 
2.. of entrn and pereee-. brlve Weighted In etlabhsh eclort a ch.n-eIobe healrfor tenalil of SIA & VN goals go... - irdesable powerbalance. Give bulh 
3.Allprivatltnoe reombars - Wolil alture ultimate governmentcnltlol I oerde wet rowt |vie morecOmrercally orenteddirection.to GVN,Wouldproerde 
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RECOMMENDEDVIETNAK AVIATION ORGANIZATION 

Miniter 

Miisf oMiierMiniiite 	 ii Miniter of Miie Minte &Minue, of.1.r 

[efense 	 W.,~ivolFi Intro FrrnAiWok, 	 lalho""
 
- tlI 	 I 

Cornl, C iAnlr C rnaniW r S.igio l
 
TSNt S N ~ ii "fAipt Caipitol Saigon City Zooe I I
 

Sent Air I,,il taru Police fe t Do. C
 

Ie~t 	 P-..I't 

Area 	 Si urn.ir i opir 

Gi- p,

NOEiia 0, c-n. r-inA, 1-0 GVN.I 

Illll ¢ $mnIn , ll1Alln - lo - -hue ~ 11Af lt 1-1 nk, nI -nalal .....mt dn-td $1A nllmn 

VIETNAM AVIATION ORGANIZATION CONCEPT ASSESSMENT 

ORGANIZATIONAL
 
ORGANIZATIONAL GOAL CONCEPT DESCRIPTION ADVANTAGEfS DISADVANTAGES
 

Full unction airport author- Full function "General Man- Allows ready assimilation SIA authority not related to
 

ity at top level in the Min- ager" operations within of new authority organiza- a centralized, full function 
istry of Transportation and existing Ministry structure; tion into the existing GVN Civil Aviation organization 
Post. responsible directly to the structure -similar to which would integrate all 
(Minimum Ministry change) Minister. 	 already "in place" authori- aspects of civil aviation 

ties. 	 with other transport and
 

communication modes.
 

CONCLUSIONS 

A relatively simple transition concept resulting in minimaln 

disruption of GVN structure and functional allocations. 
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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 Transnortation 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 1or 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 11a 

S. I. A. Au'FITORITY FEASIIIIrI'Y AND PLANNING STUDY 

TASK FORCE COM -OSITION 

GVN Sector Vollow Figure )-lhoard of Director liecot.imendations 
Private Sector 
Consultant support - Expert counseli ng for' management and financial 

analysis, progrant planning and luclge'ing (as 
required). 

T ASKS 

1. 	 ORGANIZE TASK G.OITI' Appoint Ieader 
Allorcate Budget 
Appoint Supporting (rlop Members & Staff 
Assign Task tlesponsibil i ties 

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

qualifie I and quantified) Organization & 
Progran ,laos & ildgties J M anagement to 

l)efine Iequired Cihanges to accomplish 
Present ('harter & 
Management System 

Define Changes, t)ptions and Identify "best" 
Cost - Bienefit Analyses 

3. RECOMMENDATIONS 	 Recommend: 
i. SIA Charter of Itesptnrsibilities & Authority 

b. Goals 
c. Objectives 
d. Priorities 
e. General Policies & Procedures 
f. Organization 
g. 	 Programs, Plans & Mudgets (Pre-authority 

and authority) 
h. Assigned Organizational Responsibilities 

Prepare "Draft Resolution" 

Figure 11 b FEASIBILITY AND PLANNING STUDY SCHEDULE 

TASK Moths 0 2 4 6 8 10 12 14 16 lB 

1. Organize Task Group 

Initial Interim ProreslReo rt, 
Progress Report 

to Minister (initial 
Mn in 

conclusions & initial 
onclusions) recommendations) 

2. Review & Analysis 

: Final Progress Report 
l to Minister (final 

recommendations & 
: "Draft Resolution") 

3. Recolmmendaltions RecomIendfed 1 
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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 improvement 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 deterr.iine whether personnel 

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 

International 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. T"'is program would apply regularly 

scheduled on-the-jou 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. 

D. 	 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 to the related demands for air passengers 

and cargo transportation. 
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Figure 12 
BASELINE MANAGEMENT AND FINANCIAL PLAN IMPLEMENTATION LOGIC 

SIA C'apzit 

OtvelocpmenI
Plan 

Continuous 

Imylerirent 
SIA Financial 

PogAm
Phae Al 

Goorrnent financedcapital 
imrovement& 
major maintenance 

PormProgramSIA finances annual operations
and minor maintenance 

Implment 
SIA Financial 

[P ) 
SIA finance 
al ,.I l1 

(1974- 080!85) 11980/85-continuo$) 

ConductSIA Authority 

Feasibilityand 
Planning Study 

Acquire Cabinet&
P,*s(dent.Ilapproval 
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rKommendation 

AcquireCongresional
approval fcotAuthority 

1aru .nd startup 
funding support 

Conducrt SI A 

Reorganization 
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Operate 
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Continuous 
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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. 

64 



SA IGON TAN SON NiltT FUNCTIONS versus RESPONSIBILITIES 

. 

suPPOlr MATERIAl, 

Ministry of Transport & Post 
incl.-STIA-Saigon Tan Son 

Nhut Airport, DCA-Directorate 
Punction of Civil Aviation) 

General Management 

.out.-Objectivei, N, Definiticn at all levels but not 
Priorities Definition systematically written or struct-

ured. Mainly Op'ns-oriented and 
providing capital investment-
related requirements for DAB 
planniae ,ov. 

Ministry of Public Works 
(incl.- DAB - Di:ectorate 
of Air Bases) 

Definition at at, levels but 
usually not systemanieallv 
written or structured. Mainly 
property, facility anti mniiti 
nance oriented. (new 4-year 
devetlopiient plan, lirs. 
3rgunized plan) 

Short & Long Range Current GVN budgeting system req ires line item planning anti bud 
Planning & Budgeting only. Ilowever, selected long-term programs are planned informa ly on a multi-year basis Ing diffused among sev-Ie. g. major capital improvements) by responsible Directorates. 

(Current) 
..
 

Current 
Other Observations 

President and cabinet Lack of explicit organ 
may provide some lImit- ized civil aviation
ed definition but not sys- related national and 
tematically codified or regional goals, priorities, 
structured on an overall policies and plans causes 
national basis for direct- lack of top-level guidance 
ion and planning use. for aviation and :iirpo. 

planning and budgeting. 
Respousibiliiy for sTIA 
function i,diffused among 
Iseveral GVN orgaizations 

eting on an annual basis 	 STIA planning and budget

eral organizations. No 

Min.-Finance, Prime formal long-range plan-
Minister, Congress ning in the GVN system. 
must approve. (Initial attempt underwayfor Public Works) 
Tenants and other inter- STIA policy definition 
ested parties input to diffused among several 
STIA via ad hoc coordin- organizations.
sting committee. Min 

Foreign Affairs nego
tiates int'l. air agree
nients.
 

Actlvit!es of other Govt. Direction of activities at 
orgar.izations conducted STIA are only nominally 
almost Indenendently under STIA management 
(e.g. -potice, customs, which Is limited mainly
immigration, public to aeronautical questions, 
health, military), minor terminal 
Activities of alrlines maintenance and some 
and other commercin; low key staff administra
activities conductd tion to back up DCA 
under specific agree- activities. 
meats which may oc 
difficult to enforce. 
Tenants and concession- Much of the activity 
aires interface with STi being conducted at STIA 
management day-to-day by outside organizations 
or via coordinating com- is carried out with little 
mittees. 	 or no direct control by 

STILA management. (e.g. -
Ramp and terminal 
security is deficient). 

US and VN military pro- Responsibility for var
vide most personnel for ous aspects split among 
controller functions, several government or-
Foreign aid provides ganizations. 
some funds for facilities 

-and equipment. 
Service provided by 

tenant Directorate of 
I Meteorology. 

Policies & Procedures 
Definition 


Direct Airport Activi-
ties (Assure imple-
mentatlon of policies, 
procedures, plans, 

programs) 


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

Operations 

'Terminal Area Flight 
Control; Ground Control 

Meteorology Services 

ICA- OpnF. plan & budget-minor 
maintenance. 

Minister Transport & Post and 
I)ir. Civil Aviation promulgaute 
operational policies ani procedure
recomnuenided b~yComnuandant. 

STIA Rates & charges decreed by 
Minster-(lnt'l. agreements-coop. 
witlh Ministry of 'oreiun Affairs. 

sTIA Mgmt. attempts to assure 
compliance with Min. of "'&P 
and DCA policies, related to 
air operations in the terminal 
area, to civil ground operations 
and to terminal & staff administra-
tio and day-to-day minor mainten-
ance. 

STIA, management may direct only 
STIA-staff activities-all other 
organizations must be worked with 
on a negotiation and persuasion 
basis (e.g. -nat'l.police, customs, 
public health, Dir. of Ali Bases, 
military. 

STIA is charged with control over 
all air traffic within 40 N.M. radius 
and over ground traffic on alljoint 
uC and ,i;il areas, 

Directorate of Meteorology sup-
llies aviation weather information 
as an STIA tenant organization. 

DAB-Capital Improvement & 
aiut. planning anti budgeting. 

ResponsibLe for land usE 
capital improvement anu 
major mainteiaicc policies.
(Landi use planning via 

military (luring wartime). 

DAB directs actlties 
related to constriction 
and most mainterance. 

DAB provides facilities, and 
utilities requirei for 
aeronautical op's. & control 
activities. Also maintains 
these facilities and utilities, 
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Ministry of Transport & Post 
([ncl. -STIA-Saigon Ton Son Ministry of Public Works 
Nhut Airport, l)CA-Directorate (Incl, -DA B-Directorate 

Function 	 of Civil Aviation) of Air Bases) 
operanons ('~t~ 

Aircraft Services 	 At present, provision of facilities aid support utilities for 
aircraft services is a joint respons bility of STIA and [A Itt. 

(STIA responsible for assuring se'-
vices provided, also release acre-
nautical info. and flight clearances) 

Passenger & Visitor 	 S'ILA resp. for asssi'ing provisiont 
Services 	 of gen'l. services including auto 

parking, passenger waiting areas, 
etc. 

Ground Transportation 	 STIA responsible for services, 
however, securitv restrictions blar 
non-cleared vehicles artd personnel 
from '[SN. Little requirement for 
passenger or visitor parking. No 
ramp tranrsportation services at 
presert. 

Records (landing, take- STIA uccumulates aircraft move-
off, aircraft & crew ment, passenger and cargo data. 
certifications, etc.) Some limited statistical atalysis 

conducted for planning and control 
purposes. Maintain certificatiot 
records. 

Operations Admin. Commandant s,TIA anti Asst. Com-
mandant for Technical Services 
personally perform operations 
admin, functions. 

Immigration, customs, S'TIA management only indirectly 
public health influences there special governten 

functions. 

Airport Maintenance 

Airfield Maintenance 	 [tesponsible for maintenance of 
aeronautical lighting. 

Aeronautical Equipment Prime responsibility for mainten-
Maintenance ance of navaids, ilanding/departure 

aids, ATI'C equipment. 

Facilities Maintenance 	 Responsibility assumed by()CA 
requestlfor non-structural terminal 
maintenance and janitorial mainten-
ance of common arens-low budget 
available-performace restricted. 

Access/Egress 
Maintenance 

Velicicle & Equipment Prime responsibility for tninten-
Maintenance ance of STIA vehicles-and aeron-

nuticnl support equipment inclding 
iigh voltage power, air conditioning 

and stand-by power. Vru. niainti
,trrce low budget activity. 

Utilities Maintenance 

Maintenance Admin. 	 STIA adntinister.- imait'riartcn'ce 
tider its jurisdictiuon asil cooldin-
iles other rmaintenance activities 
with SIIA operatinial requirements 
-low Iudget most areas, 

Current 
Other Observations 

AirVietnam (under con- itesponsibility spread 
tract) or indiv. airlines among several entities. 
set-vice aircraft. Fuel
ing by oil company con
cession, 
Airlines provide flight No centralized passenger 
information on own voli- flight info. .ervice-often 
lion (iany contract fure- none provided for delays, 
lion to Air VN andrrper- etc. No PAX ramp tran
form ticketing and ceck, sportation. Some anen
itt functions. itics deficient or lacking 

(e. g. -sanitary, restaur
ant, roncy exchange) 

Airlines provide bus No mechanized ramp 
service from downtown t( transportation at present. 
air terminal via Air Security restrictions min-
Vietnanr bus. Passenger. imize passerger and visi
board 	aircraft on foot. tor req'ts. for roadways 

and parking. 

Provide data to STIA 	 Limited information 
staff, 	 analysis capability re

stricts amount of benefits 
derived from (uita. 

Limited STIA staff capa
bility restricts scope of 
administrative activities. 

Responsible agencies Governmental agencies 
function as STIA tenants- function at S'I'IA as in
nearly independent. dependent operations. 

Responsibility for air
field maintenance split 
between two ministries. 

Some support to STLIA Responsibility split 
from military, between two ministries, 

Tenants responsible for STIA terminal malnt. 
janitnrial maintenance of responsibilities currently 
leased areas-includes low tudget, low key and 
airlines, conceesions, inadequately performed. 
other gov't. org. Some Overall responsibility 
material support frot diffused. 
military. 
Local political jurisdict- ST'IA access system is 
ions responsible for off- responsibility of another 
site system, ministry arid outside 

jurisdictions. 

Non-aeronautical arid 
vehicle maintenance 
undet-budgeted, rnder 
staffed. 

I'TT re.;pionrsible for tele Utilities maintenance 
phone aid telegraph mainly responsitlilty of 
naintetace., other miristries. 

Airlines nlniiister Maitrterance admin. res
minsit. of t eir areas- portsibilimy diffused 
often tenants, including annong ninny organizn
gov't gencies are quite tions. 
lax. 

MDA13responsible for con-
struction and maintenance.) 

DAt responsible for const-
ructing and maintaining road-
ways and parking and coord-
ination with off-site jurisdict 
ions for' access/egress (level-
opment in future. 

Prime responsibility for 
maintenance of runways, taxi 
ways, aprons, drainage sys-
tem. 
DAB responsible for some 
marking and lighting of avis-
tion obstructions on and off 
tie S'rIA property. 

' line responsibility for 
mator' maintenance includ-

Ing terminal structure, tower 
aircraft fuel system, 

Prime resposibility for' on-
site system and coordination 
with off-site political juris-
dictions. 

DAi responsible for niniten-
ance of water, electrical 
power, sewage systems._ 

Aiminister rirain+ tinder 
IAI jurisdiction. 
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Function 

Security & lire Protection 

Aircraft Fire & Rescue 
& Prevention 

Ambulance and First Aid 

Facilities lire & Rescue 
, Prevention 

Law Enforcement 

Base I)efense & Security 

Field Safety Inspection 

Intdustrial & General 

Accident 'revention 

Security Atinin. 

Facilities Engineering 

Facilities Researclh & 
Planning 

Specif. & Standards 
Defin. 

Design 

Project Control 

Contractor Liaison & 
Inspect ion 

Ministry of Transport & Post 
(Incl. -STIA-Saigon Ton Son 
Nhut Airport, l)CA-Directorate 
of Civil Aviation) 

S'[IA officially responsible but 
works at low profile because of 
limited budget, stff and on-line 
equipment ttaintenance problems. 

STIA responsible-no on-line capa-
bility at pies elit-niust call local 
civil sector or VNAiF. 

STIA respoosibe-practically no 
on-line capability-illust rely on 
Saigon City or military. 

Nominally responsible but no direct 
authority or staff capability. 

Commandant STIA is civilian assist 

ant lo Conmmndei TSN Military 
Zone-exerts influence in land use 
coord. with IA B. 

l'rime resp. as operating author-
ity-function shared with DAB, 

VNAF, USAF. 

No overall admin. program evident 

except low level itt areas of a/c 
fire and rescue. Low budget and 
staff levels in all areas. 

.
IICA/SI L provide aviation stand-
ards . req'ts, to IIAI for planning 
input-i. Ic. g. -aircraft, passenger 
and targo ulata-sufety information 

DCA defines aviatiot-relatc't 
standards. 

('oorlinationit with DAB to assure 
aeronatiltcal standards ar Itet, 

Ministry of Public Works 
(Incl. -)AB-l)irectorate 
of Air Bases) 

IDAB final word on land use 

as National Aviationl'rop-
erty al.inager. 

IIAB conducts as part of 
maintenance responsibilitics. 

AM.' research and planning 
coiduted by staff or contlair 
in aeronautic area to satisfy 
l)CA requirenents-in other 
areas to support STIA and 
Nat'l Av. Iiropert , V 

' 
eqitre-

Inicits. 
Engrg. standards set ty IDAB 
to satisfy aviation req'ts 
whert reclid. , othetrwise set 
for public w orkI; re'Is. 

).\1t responsibie for fttilitie' 
desigt-'an (If) itt-hoti or 
tont tact. 

DARl respoinsible for fatil-

itits developmentpt prtoltit 
cott tol. 
DAB respon;ihie for cntract 
or suirveillanCe 01' iMt per-

foi'n work ising their ovnt 

or otherlgov't. agency staffs. 

Current 
Otheir Observations 

VNA F, by default and STI\ organization pres
because of high level cally not capable of car
equip, and staff, present rying out fire atnd rescue 
ly assume most respon- responsibility. Must 
sibility. default to VNA F. 
VNA I has so,ii capt bil- SI'lIA has no capability 
ity and call provide for at present. Must depend 
emergency. Local civii- ioi VNA F and local ios
tan hospitals provide pitals' capabilities. 

back-up.
 
Milit ary and local civil Inadequate STIA capa
fire departments avail- tility.
 

able for emergency.
 
NationalI oli respon- SI IA has io direct aulbi
sible-tit apparently Iow or ity-NatiotalI Police
 

profile effort. Min. of coverage spotty Military 
IDefense appears to cover security nicasurp. fill the 
defacto by security re- gap. 
strictions. 
NIin. of D efense respon- -riie responsibility of 
sible via TSN itiiary military. 
Zone coniniant artl( TSN 
Sensitive 'oint. National 

Police are back-up at
 
ramps and gates.
 
Military and airlines All interested parties
 
inspect as users. participate.
 

Vehicle traffic control No fornml industrial
 

and accident prevention acetiit prevention pro

responsibility of Nat'l. grant ill evidltccc (e.g. 

Police-low prtl ilt' effort, ramp safety procetlres,
 
ear protect iolt).
 

Main effort by il itary No full scale program
 

via issue of passes, on- rut by Si'IA-otnly mili
site security force and tarv seems to be lit full
 
land use control by TSN profile.
 
.Mil. Zone Commander.
 

Military iorihtlut us reqild lrime responsibility for 
for security facilities. SIIA is under DAI with 
Surrounding civil areas STIA input. 
coord. for interfacing 
considerations. i. g. 

access Ways) 

Irine responsibility 
uttlre IDA withw S'LIA 
input. 

Surrounling (civil areas l'rime responsibility 
icooldinatt for inttfaci's unuude' I tll with STIA 
(. g!. -ai'ci'ss ways, cleat coordination. 
allaeas ant oust Iitins. I 

lirime responsibility 

tid BABV. 

Prime responsibility 
tinder DA B 

67 



_-Functiont .. 
lacilitTes EnTgineeritng (cunt 

TenntitSupport 

Engr'g AL'mnin. 

General Administration 

'ersonnel & 'riaining 

Wage & Salary Admin. 

Office Services 

Financial Administration 

Fiscal Planning & 
Btudgeting 

Gen'l Accounting & 
Ilookkeeping 

Payroll & Timekeeping 

Accounts Rteceivale & 
Payable 


Ministry of Transport & Post 
(nct. -STIA-Saigon Ton Son Minilstr,,of Public Works
 

Nhut Airport, I)CA-)irectorate (Incl.-I)AI-lirectorate Current
 
of Civil Aviation) of Alri, ases) Other Observations
 

SI'IA coordinates with tenants to IDAIt implements tenant re- Tenants can complete RIesponsibility diffused. 
define their facilities requirements quirt cients iflinaiorfacilities minor changes int their 
-if non-ritrultturat, ca complete or ili'llp o tctllets oi, itodifica- area (c.g. -new ticket 
support wiihin budget and contract- l ionsq required. counaters, imnmigration 

ing restrictions. desks. 

No real ngr'g capability except IAI administers allwork Prime responsibility
 
for sonic lo) staff personnel donie by own staff;contract- under IAI.
 

ors or other gov t, orgtniza

tions.
 

STIA requisitions new lires via Prime responsibility fo
 
DCA Admin. Division. STIA at DCA level.
 
IDCA nmaintains most personnel STIA maintains Informa
 
functions as p'hne responsibility, records.
 

ST IA maintains infornal records
 
and conducts staff training at low
 
budget level except for controllers.
 

lCA maintains primary local Min. of Finance maintain iSTIA has little or no rol 
responsibility. ST,'IA inaiitains master records, sal- in determining salary 
informal records. ary classification and budgets or staff clasatfi 

pay levels as part of total cat ions-informal record 

GVN systent-budgeted at kept. 
natiotnal level. 

ST IA provides own office setvices Low profile function. 
with staff (low budget level). Sup

llies from central gov't. ptrchas
ling office. 

Manpower salary ihudgits are pre- In coordination with STIA atd Ministry of Finance as- Responsibility diffuse(]. 
defined b)y Min. of Finance re- Aviation, sesses and adjusts bl- S'I'IA management has. to I)ir.of Civil bud-
fleet inflaiton and existing staff getary planning is condicted get requests. The cabin- only the capability to 
characteristics. S'rIA conducts for capital improvements anti et anit Congress approve request budgeted funds 
budgetary and cashI ptantit to rmajor iaitten. must be alp- tie national budget. In- from the national budget 
cover operational funtitons and proved by Minister of Piublic ternational fees (e.g. - for op'ns. and minor 
minor mainttnance. Iitiget. mlst WorkS, Cabinet and Congress landing fees) developed maintenance. Staff 
be approved and finance authorized with Coord. of Min. salaries budgets are 

by ItCA, hnistry of Transp. adt Foreign Affairs. completely out of S'rIA 
]lost, Cabinet atindCongress. hands while capital bud

gets are only indirectly 
influenced. 

c IDAI 
tinted unert' i. controla nd what- ing of STIA-related expend- tain own accounts of 3TIA No integrated accountin 
ever data call bv aiq'lircI of other ittres. related expenditures to.g fittrction anywher. S'IIA 
cXlrniliturcs. Accoits kept o -clstons, itmmigration, attempts to track funds, 
tin'ite cxl tidenitlre basis otly- law enforcement. ) expeniitures ising avait 
alndCOtin iltii nlliletc infortt ion able (Iata only. 

for noti-STA ailnitniqtc'rd 
areas (U. g. -Se(Crlty, Capitol pro
.lOvts and mtajo~rina intenanive 'ostsq) 

STIA"tracks" IiudetInds ex- maintains own account- Other ministries main- Information diffused. 

STIA ittnageirtenrt inforally s'TIA-related payroll handled Ministry of "innce SIIA only in the loop 
itracks"staffpayroll xpnellitill-rs via Nat'l Treasury. maintaint niaster pay- informally. Prime fnc

for lot'.' key lpe'riodic tuetorting pu'- roll Iudgets aindaccoints tion accomplisled else
. 


pos's. IWCAalso onitii 'ay- for allfVN etmnployees. where.
il r;, 
nietnt fr'ontNat'l. FIreasutrv. 

Ih.i'' vubhl:iinvw i'' itri .id ty ';TIA-rclate paybtiles antt ST'IA-rettcled iaYalls .TIA out of revenues
 
S'I'A ;ta r I liA receivailes and recieivables handled ly prepare rearcI luai' handled directly 
ttllailt; tid s t';l' t'l llit s I,"Nat'l "rcasutry (lit'evtlv ty Nat'ltl'eas- ceiva le invoice antdtpay 

tif toi loop. f 

Collit-oId itlt.; go (hiectil nto Ilryfor all itninistrts able vouchers. STIA re
Nat'l "titsii' N lai','tttle incoiti's tains tio revenues. Itill 
are nppro vd for pavcititi h'.[('.\ paying very slow all 
and paid 'ii''rtiily tuo l N a ' TrIas costly. 
after sci''al I'itlith Ielay. Nit ftireign exctnige 

coillectl, 
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Ministry of Transport & Post 
([ncl.-STIA-Saigon Ton Son Ministry of Public Works 
Nhut Airport, ItCA-ltirectorate Incl. -DAB-lirectorate Current 

Function - .. 	 of Civil AvtWIL._ at of Air Bases) Other Observations
F.inancial Adnitnistration (cid.) 

Audit No audit function operating at STIA. No staff availale for 
No budget or staff atiiable SIA audit function 

Financial Admtcin S I financial adcin tsoi 'lva low lliltc d t1)low level 
key itl ctitiln itited to tracking hookkueping effort at 
available data oi involcved receiv- :TI'A tencauec of (\VN 
ab is f c ialproceduires,and toutine payalti. 	 int 

Propcerty .atnagecncet 

tecse & Concession 	 Coticessios. Bid sistctv is used tIecase of lack of staff 
Acquisition & Negotcation 	 whcereby itd'dr's agree t and bid depth, leases ani coil

upoinprc-speeifici tet vis and con- cessions acquisition 
ditions. Hip!t payoff b1idder wins procedures luck the 
and specificit ions are binding negotiation antiselection 
Teriis negotiations '1ct conducted practice normally found 
because of lar'k of scarfpersonnel elsewhere 

anod time 
Leases PIr'epective leces apply leases: IA13 gives final en
to pre-sclcerncis Ficr open cireus, dorserient to land use permo it. 
as approvCl by STIA military zoneCcConiliclandat uder present 
in wartime role of Civil Asst to arraigement iii role of respon 
Commander "SN Militry Zone sihility ove r national avialion 
(Coord. with {)AlI) propertics. 

Lease & Concession 	 Concessions Mtonitored and acl- Pecause of lack of staff 
Admin. 	 tiitisterctli v Colccilclavl ind depth, surveillance and 

liepuiy Conidlant StIIA Also control of agreements 
mcay inclce airline representativei is difficult and spotty. 
[,cases: tontitiredt and aaminister
ed lv Cointundant and I lpnty 
C ol rimardnt
 

Land Use Ievelopmcent Ilecomniend land use req'Jirecnents Final authority forF land use Military commander of Responsibility diffused 
A 

to I. It based on aeronautical need. developnment of s'rIA as a TSN Mil. Zone must among several ministries 

Nat'l Aviation Property. approve plans during 
(Most coord. w/military wartime. 
during wartime) 

Land Use Administration 	 Acting as Civil Ass't. to Military Prime rcesponsibility for land
 
Corimrmander, endorses land se cse admit. in peace time 
proposals inder wartinite policies. coord with military tinder
 

war time policies. 

Purchasing 

Proecurenent 	 All purctsces acpproved bv ir. of Conttauction and maintenance Foreign purchases via Pritome responsibility for 
Civil Av SrIA cicquiirces estiliates contracted to private firms or central gov't. purchasing STEc related procure
below 500, 000 - over 500, 000 within the government. agency (18 months). ments ;s spread among 
-formal bids requi d. Contract ing several government 
for services severely restricted organizations. No final 
Foreigng i rchsc via Cc itral authorization cati Ie 
Purchasing Agentcc. made by STIA manage

ment. 
Storage/warehousin 1 STIA has minimui level iventory Mililry provides some Low level capability 

of Spare parts-only. uys most as nmateriatl support when at srIA.
 
Stock Issue & lnvent. r neeied to conserve budgeted funds. needed.
 
Control Admin nmtcrials acquired from
 

Icentral gov't. stationary supply
 

Contracts Admin. 	 STA contracts administered offic- DAlt contracts ailministerc,- Tied to whomever is 
cally zi DCA level hut practicallv by lAti responsible for a par
l)v S'IA commandant or dcpciy ticular procurement.
 
uonlntindant vICccY fev contracts,
 
per sec under I)U.A)
 

Public Rtelations 

Cotrunity RlatI tions No oNrganizccl futlction.'iformital Iow key effort by IDAlt ic Mtilitary security meas- No formal program in 
11. It. ci ldcit id hiy thce Cclniclitn- niial course of coordlinat- ures restrict public ac- exiitence. 

Tours 	& Promotions anta I ltase cctcess cul'renllc re- ing with surrounding political cess. Soie passes issue(
 
stricted by seturit., nicasures) jurisdictions re airport inl- oct special requesis.
 

provements, expansion, etc. 
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Ministry of Transport & Post 
(PcI. -STIA-Saigon 'ron Son Ministry of Public Works 
Nh,'tAirport, I)CA-I)ircctorate (Incl.-DAB-I)irectorate Current 

Function of C:K.iAviation) of Air Bases) Other Observations 

Legal 

Agreement & Contract Counsel retained by )CA-utilized I)CA-retained counsel 
Rteview at discretion of MTIA management. available when required. 

Counseling 

Econonmics 

Air Travel Analysis & Nominal analytical functions at Analysis hy top )AI staff to No centralized capability 
Forecast DIICAand STIA levels. At SIA support planning and budget-
Aviation c2onomics mostly b., teo staff to support plan- ing activities. 

ning and biul geting activities. 
tates & Charge Itut imentarv anailyticalcapability Charges under internal- No centralized capability 

Analysis by top STIA staff personnel. tee- onal air agreements 
otnmendatiots to IJCA and itt turn to analyzed by Ministry of 
Minister. or international air Foreign Affairs prior to 
agreeoments, coord. with Ministry negotiation. 

of loreign-Affairs for negotiations. 
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II. FINANCIAL ANALYSIS 
AND PLAN 



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 ani 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, objectives 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 and 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 finarcial 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

cd on an annual basis. These goals and objectives are structured withil 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, depenoing upon the aralyti cal 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 
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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 in''lation. 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 been 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 
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Figure 2 
Comparative STIA Operations & Maintenance Demands VS. Resource Allocations (1963 & 1970)
 

Demand Source 1963 1970 Change 4Changc Resource Application 1963 1970 Change Change 

lotal Aircraft Movements 122,470 850,820 +728,350 +55r Total Aeronautical 
& Tech. PersonnelI 33 64 +]3 94% 

CvomruerciaI A/C M vermen t 30,000 38, 269 +8,269 + 28t Total Admin. & 
Other PersonneI i96 119 -87 -44, 

Comrn,.rcial Passengers 328,500 1,864,200 +1,535,700 +467P Operating rand 51,834,000 t8,743,000 +$6,909,000 +377 
(Including Military 
rovne rc i al) Operat ing Fuld A1loc. 

per Ai rcraft Movement $61 $228.5 $167.4 2741 

Ope-at ing Fund 
per Coinmerc ial 

Al loc. 
Passen

_er .6 .SO .91 -I 

Total 
nance 

Terminal 
Area (m 

Mainte-
8,000 10,000 +2,000 +20c 

Bui ding Ma intenonce 
Personnei 85 41 -44 ..521 

Bu lding Mainteance,
Personnel per 1,2 .011 .00Wtl ..0069 -63% 

ilullding flaintenance 

Fund $583,300 51,218,000 +$634,700 +II0 

Bui lding
Fund petr 

Maint en ance
,n2 $72.9 $121.8 $48.9 +67Z 

Building Maintenance
 
Fund per Commercial
 
Passenger 
 $ 1.8 _-J./ - I.I -63P 

Total Runway & Ramp 
 Ai rf i Maintenance 
Maintenance Area (m ) 620,000 858,000 +738,000 +313: fund 

2
 
54,510,OO0 $16,560,000 +$11,980,000 +260Z
 

Airfield Maintenance
 
Fund per m

2 
$7.11 $19.3 +51I.9 +161t 

Airfield mai ntenance 
1_per Aircraft Movement $152.7 $432.7 1 $280.0 +183 

Note: 	 1963-1970 Inflation i.e. To keep even with inflation, (All funds-current VN ) 
1970 Wd$ Worth approxi- 1963 funds levels must have 
mately 306 of 1963 VtIS increased by at least 340 . Source: STIA Annual Report

1970 
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Figure 3 SAIGON INTERNATIONAL AIRPORT - OPERATING REVENUE & EXPENDITURES PER COMMERCIAL PASSENGER (1963-1990) 

CONSTANT 1972 VN $ (10% inflation per year 1963-1972) 
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7* * Operating Expenditurl/Cmmercial Passenger 3 

*Operating Revenue/Commercial Passenger 

600 - 1977 1986-97600R 

ExchangePassenger Demand Rate
 
Increase
Slows Temporarily 1986- 500 VN$expenditure per passenger 

for minimum operating expenditures to be in
Overall R x rob)ctive 

Fee /line with services at comparable airports. 

300 In-c"reas"esv;
 
U- d1 Op RevSPchre OpEp .Psgr 

u 300 

! .ii
 

LNOTE- 1963-1972 expenditures do not include 

ODpA. or D.C.A. staff support or infra
>structure maintenance.N 1969 & 1970 expenditures include USAID 

ATA PROJEC TED ESTIMATE expended for non-capital maintenance. 

1963 1965 1970 1975 1980 1985 1990 

YEAR
 

1975
 

78 



and aircraft operating demands will provide the foundation for immediate 

higher annual revenue I 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 scenario. 

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 alsoto provide a surplus of funds for unplanned 

maintenance and miscellaneous replacement expenditures. All future allocations 

and projections in this Plan are based upon 1,hese 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. I. 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 c-t.rves 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 prese.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 1990 

was evaluated to determine additional financial 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 
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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 172173174 75 76 77178 79 80181182183 84185186187188189190 

AIRPORT DEVELOPMENT PROGRAM
 
TERMINALS- -I[I 


-

CONSTRUCTION & IMPROVEMENT Remodel to Int'l. Remodel to Dom.
 
Terminal #1 N$0.600 $0.200
 
New International Terminal $2.400 $3.300
 
Lounge &Concourse Ef $1.200 
Cargo Terminal $0.100 $0.500 

RUNWAYS &TAXIWAYS -
OVERLAYS & SHOULDERS
 

Runway 25-L 1 $1.696
 
South Taxiway 01 $1.388
Runway 25-R 	 $1.696 

25-R Taxiway System 	 • i$0.692 

APRONS - REPAVING
 
International i$1.13 i $O.925 N $0.137
 

Domestic $0.790 
Cargo $0.718 $0.718 

UTILITIES - UPGRADING
 
Water $1.318
 

$0.927 I 
Electric $0.250 $0.25 
Sewage &Waste Disposal 	 i I O.5 

AIRPORT ACCESSWAYS -
CCSTRUCTION & IMPROVEMENT
 

One-way System - South Accessway $0_2
 

International Terminal Loop $0.237
 
Cargo Terminal Accessway $0.020
 

East Accessway Ii $0.175
 

VEHICLE PARKING -
CONSTRUCTION & IMPROVEMENT
 

International Terminal Area [ $0.173
 
Domestic Terminal Area $0.173
 

General Dom. &Int'l. Area Expansion II $0.173.
 
Cargo -. $ -2
 

REORGANIZATION &STAFF IMPROVEMENT PROGRAM 

Feasibility & Planning Study N=
 

Congress Approves Authority 0
 
Begin Authority Operation 
 I1 
Organize Authority i11
 
Staff Improvement TComrrplete !nitial Overhaul
 
Reorganize Min. T&P to Concept A - -- [-


FINANCIAL PROGRAM 

PHASE A - Pay 0 & M Costs
 

PHASE B - Pay All Costs
 

NOTE: 	All costs 1972 Millions of Dollars-U.S. 
Assumed post-1972 Foreign Exchange Rate rz400VN $: 1 US $ 82 



"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 departure 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 wi t h 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 

SAIGON INTERNATIONAL AIRPORT 

FRACTIONAL DERIVATION OF OPERATING REVENUES (1969-1990) 

1969-1970 Actual 
1971-1990 Projection 

9 -Figure 	 5b 

SAIGON INTERNATIONAL AIRPORT 

FRACTIONAL ALLOCATION OF OPERATING EXPENDITURES (1969-1990) 
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SAIGON INTERNATIONAL AIRPORT 
- FINANCIAL SUMMARY - FRACTIOIAL OPERATING (1969-1990) 

(ALL POST-1972 VALUES CONSTANT 1972 VNS4I000) 

1969 1970 1971 1972 1973 1974 1975 1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 1986 1987 1988 1989 199D FOOTNOIE 

OPERATING REVENUES 

Airfield & Ramp Fees 

Psgr. Boarding Tar;fn 
Lanc C Facility Rental 
Other 

Total Operating Revenues 

.71 

.09 

.17 

.03 

1.00 

.76 

.07 

.15 

.02 

1.00 

.81 

.09 

.08 

.01 

1.00 

.69 

.12 

.21 

.01 

1.00 

.64 

.12 

.23 

.01 

1.00 

.63 

.13 

.23 

.01 

1.00 

.57 

.19 

.22 

.01 

1.00 

.54 

.19 

.24 

.03 

1.00 

.54 

.19 

.24 

.05 

1.00 

.51 

.19 

.23 

.07 

1.00 

.50 

.20 

.21 

.09 

1.00 

.50 

.20 

.20 

.10 

1.00 

.49 

.19 

.20 

.12 

1.00 

.47 

.20 

.20 

.13 

1.00 

.45 

.20 

.20 

.15 

1.00 

.44 

.19 

.21 

.16 

1.00 

.48 

.18 

.19 

.15 

1.00 

.51 

.16 

.18 

.15 

1.00 

.50 

.17 

.18 

.1r 

1.00 

.50 

.17 

.18 

.15 

1.00 

.50 

.18 

.17 

.15 

1.00 

.50 

.18 

.17 

.15 

1.00 

13 

14 

15 

16 

17 

OPERATING EXPENDITURES 

Airfield O&M Program 
Terminal & Support Bldg. O&M Prog. 
Ground Access System O&M Prog. 
Leased Facility & Land Maint. Prog. 
General Support Services Prog. 
General Administration 

Depreciation 

Total Operating Expenditures 

.72 

.01 

.15 

.12 

1.00 

.71 

.02 

.11 

.17 

1.30 

.70 .70 .70 

.02 .02 .02 
NOT AVAILABLE 
NOT AVAILABLE 
.II .11 .II 
.17 .17 .17 

1.00 1.00 1.00 

.65 

.05 
-

.I1 

.19 

1.00 

.55 
.10 

.03 
.02 
.11 
.19 

1.00 

.50 

.11 

.04 

.03 

.12 

.20 

1.00 

.41 

.12 

.07 

.06 

.13 

.21 

1.00 

.38 

.13 

.o8 

.06 

.13 

.22 

1.00 

.36 

.13 

.09 

.06 

.13 

.23 

1.00 

.34 

.14 

.09 

.6 

.13 

.24 

1.00 

.32 

.14 

.10 

.14 

.24 

1.00 

.31 

.14 

.10 

.06 

.14 

.25 

1.00 

.30 

.14 

.10 
.06 
.15 
.25 

.003 

1.00 

.25 

.15 

.10 

.07 

.13 

.24 

.06 

1.00 

.25 

.15 
.10 
.07 
.14 
.24 

.05 

1.00 

.25 

.15 

.10 

.07 

.13 

.23 

.07 

1.00 

.25 

.15 

.10 

.07 

.13 

.24 

.06 

1.00 

.25 

.15 

.10 

.07 

.13 

.24 

.06 

1.00 

.25 

.15 

.10 

.08 

.13 

.24 

.05 

1.00 

.25 

.;5 

.10 
o8 

.13 

.24 

.05 

1.00 

21 
22 

23 
24 
25 
26 

27 

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 in:formation 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 two curves cross 

over at 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;ttions increase' basis from 197C -1984 after 

which a cross over is made to infor'mation derived from aircraft size and a 

modified landing fee schedule. It 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 

SAIGON INTERNATIONAL AIRPORT 
AIRFIELD & RAMP REVENUES PROJECTIONS (1970-1990) 
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Figure 7 
SAIGON INTERNATIONAL AIRPORT 

RECOMMENDED Post-1985 REVISED I.ANDING FEE SCHEDULE vs. EXISTING SCHEDULE 
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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 from 1974-75 through the mid 1980's as 

the operating expenditure rate increases over present lexvels. 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 
SAIGON INTERNATIONAL AIRPORT 

OPERATING REVENUE BREAKDOWN (1969-1990) 	 1969-1970 Actual 
1971-1990 Projection 
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Figure 8b SAIGON INTERNATIONAL AIRPORT 

OPERATING EXPENDITURE BREAKDOWN 

(1969-1990) 

1969-1970 - Actual 

1971-1990 - Projection 
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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 dcebts under the baseline operating concept. It can be seen that the 

ratio dips below the minimu rn target level during the first several years of 

heavy investment but climbs above that level thereafter. During the time when 

the ratio clips 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 ration" (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 intern;ttional rentals) by foreign 

exchange payment requirements (assumed to include loan interest and loan re

payr.ent 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 uf foreign 
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Figure 11 
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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 Authority status 

begins, through 1990 reveal the cumulative surplus reserve picture illustrated 

in Figure 12. These reserve funds are available and utilized 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 program. The funds are 

also available for expenditure as miscellaneous investment and replacement 

and for other unplanned expenditures. These latter expenditures ate 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 -nmnt, 

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 airport 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:.Lernatioal 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 addition 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. 

B. 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 rw -enue 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 
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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 thin 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. ) 

C. 	 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 Feasibility and Planning Study. A modified implementation 

logic is provided as Figure 14 and includes these options. 

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

ing an equitable 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 
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SIA 	psrticipation - while their income is low - and later increasing to a 

higher level as commercial revenues increase. GVN participation would 

also 	offset airport investments and maintena,_me arising from military 

usage. Early 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. 

2. 	 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 will facilitate more prompt and meaningful application of these funds 

to support airport activities while Autority status is pending. 

3. 	 Development Plan Financing Adjustment - A s described above, the 

Baseline 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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F igu re S2 
SAIGON INTERNATIONAL AIRPORT - FINANCIAL SUMMARY - FRACTIONAL OPERATING (1969-1990) 

(ALL POST-1972 VALUES CONSTANT 1972 VNSI000) 

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

OPEATING REVENUES 

Airfield & Ramp Fees .71 .76 .81 .$9 .64 .63 .57 .54 .54 .51 .50 .50 .49 .47 .45 .44 .48 .51 .50 .50 .50 .50 13 

Psgr. Boarding Tar;FF .09 .07 .09 .12 .12 .13 .19 .19 .19 .19 .20 .20 .19 .20 .20 .19 .18 .16 .17 .17 .18 .18 14 

L- £ iacility Rental .17 .15 .08 .21 .23 .23 .22 .24 .24 .23 .21 .20 .20 .20 .20 .21 .19 .18 .18 .13 .17 .17 15 

tner .03 .02 .01 .01 .01 .01 .01 .03 .05 .07 .09 .T0 .12 .13 .15 .16 .15 .15 .15 .15 .15 .15 16 

Tc:ta Cperating Revenues 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 00 1.00 17 

FE.PEN JITURES 

r e &M P rora m .72 .71 .7C .70 .70 .65 .55 .50 .41 .38 .36 .34 .32 .31 .30 .25 .25 .25 .25 .25 .25 .25 21 

T.-:-oal F. 
- :ceNs 

Bldg.
S,£ten 3&M 

0&M ?rog.
Prog. 

.01 .02 .02 .02 .02 
JOT AVAILABLE -03 

.05 .10 .1I 
.04 

.12 
.07 

.13 

.08 
'3 

.09 
.14 
.09 

.14 

.10 
.14 
.10 

.14 

.10 
.15 
.10 

.15 

.10 
.15 
.10 

15 
10 

.15 

.t0 
.15
.10 

.15

.10 
22
23 

-11 
' 

Ci;;t, . Land Maint. Prcg. - NOT AVAILABLE .02 .03 .06 .06 .06 .:6 .6 .6 .06 .07 .07 .07 .07 .07 .08 .08 24 

L-e-a 5-opoo: Services Prog .15 .11 .11 .11 .11 .1I .II .12 .13 .13 .13 .13 .14 .14 .15 .13 .14 .13 13 .13 .13 .13 25 
- e- al -dJ in stration .12 .17 .17 .17 .17 ,19 .19 .20 .21 .22 .23 .!4 .24 .25 .25 .24 .24 .23 .24 .24 .24 .24 26 

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

Total CpertirS Expenditure, 1.00 1.00 1.00 1.00 1. U 1.00 1.00 1.00 1.00 1.00 1.30 1.00 1.00 1.00 1.00 1.00 1.00 1.00 1.o 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 no. -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. 
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Financial Summary Footnote References (continued) 

13. 	 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.
 

14. 	 Revenues derived from international passenger boarding tariffs.
 

150 V. N. $ (1969, '70, most '71); 500 V. N. $ (1972, 173, '74);
 

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

all enplaning international passengers are assessed.
 

15. 	 Revenues derived from rent of airport land and facilities. Current
 

rates established by decree of Minister of Trarsportation 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.
 

16. 	 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. 

17. 	 Total revenues derived directly from airport operations. 

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

19. 	 Grant total of all airport income from operating and non-operating sources. 

20. 	 Index of annual expenditure level per commercial passenger for airport
 

administration, operations and maintenance programs plus capital
 

investment depreciation.
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Financial Summary Footnote References (continued) 

21. 	 Total expenditures for operation and maintenance of the S. 1.A. airfield 

(runways, taxiways, aprons, perimeter areas, approach and landing aids, 

fire zind 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 mainteni

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. 

25. 	 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 ai'port 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 ,useful lives. Applies 

the cost of such items as an operating expense. Begins in 1983 for the 

S. I. 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 - incl,+des 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. 	 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 laster Schedule of' Development.) Analyses 

assume all are borrowed from foreign lenders either as loans or 

bonded indebtedness. 

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

the loan period. 

33. 	 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. 

34. 	 Cumulated debt replacement reserve funds less debts repayed at the 

end of loan periods. 
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Figure S3a SAIGON TSN INTERNATIONAL AIRIPORT 

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 support by other ministries (police, VNAF,
 

fire, finance)
 

REVENUES 1969 1970 REMARKS 

OPERATING REVENUES 

AIR FIELI) FEES &
 
CHARGES
 
commercial landing fees
 
a/c parking fees
 
service charges
 
lighting fees 86, 909 ( .71) 101,821 (.76)
 

PASSENGER FEES 11,237 ( .09) 9,272 (.07) "airport charge, 

LAND & FACILITY 
RENTAL
 
hanger & aviation bldg.
 
land leases 20, 036 ( .17) 20,015 (.15)
 

OTHER OPERATING
 
RE VENU ES
 
concessions 2,043 2,960
 
services (telephone) 233 

private flight escort 480 434
 
publicity 548
 

Total 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 113,800 105,600 
airline contribution 
to special upgrading] 11,436 

TOTAL NON-OPERATING
 
RECEIPTS (.48) 113, 800 (.47) 117,036
 

TOTAL REVENUES 
& RECEIPTS (1.00) 235, 286 (1.00) 251,538 
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Figure S3b 

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

EXPENDITURES 1969 1970 REMARKS 

OPERATING EXPENDITURES 

AIRFIELD OPNS. & 
MAINTECNANCE 
runways & taxiways system VN-16, 559 
parking aprons 3,958 AID 23,600 
drainage I 
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 - not available 
unallocated non-major maint. VN- 13, 500 

AID-39,300
 

TOTA, AIR FIELD 0 & M 68,665 ( .72) 53, 277 ( .71) 

TERMINAL & SUPPOIR1T BLDG.
 
OPNS. & MAINT. not available
 

LEASEI) FACILITY & LAND MAINT.- not available
 

GENERAL SUJPPORT SERVICES
 
maint. workshop 180
 
utilities (incl. "computer") 13, 791 7,235
 
veh. & eqpt. maint. 769 1,000
 
ambulance & first aid 35 35
 

TOTAL1 GENfE.RAI,
 
SUP[PORT SERVICES 14,775 ( .15) 8,270 ( .11)
 

GENERAL ADMINISTRATION 
mgmt. staff 1,270 1,404 
admin. staff 10,006 11,099 
insurance, etc. not available 

TOTA, GENERAL
 
ADMIINISTRATION 11,276 ( .12) 12,503 ( .16)
 

DEPRECIATION NONE N)ONE 

TOTAL OPERATING 
EXPENDITURES (.41) 95, 917 (1. 00) (.32) 75, 268 (1. 00) SEE "NOTE" 

IN HEADING 
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SAIGON TSN INTERNATIONAL AIRPORT 

ANALYSIS OF 1969 & 1970 EXPENDITURES (V. N. $ + 1,000) 

1969 	 1970 REMARKSEXPENDITURES (continued) 

NON-OPERATING 
EXPENDITURES 

NONE no borroweDEBT INTEREST NONE 
funds 

UNCAPITALIZED MAJOR 
CONSTRUCTION AND MAIN-
TENANCE EXPENDITURES 

roads & apron construction AID 7 1,500 

IVN - 28, 000 

terminal _' ,upport buildings: ] 
airlines 11, 436 

construction & misc. 
major maint. 1 VN - 16, 000 VN - 49,460 

water supply construction VN - 4, 200 VN - 407 

control tower & eqpt. f AID - 23, 000 
fVN -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 IIEADIN( 
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Figure S5 
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Figure S7 
SAIGON INTERNATIONAL AIRPORT - TERMINALS 

CAPITAL INVE TMENT R--EPRECIATION - DATA 

TOTAL 
YEAR INVEST- SALVAGE DEPREC. DEPREC . DEPREC. ANNIJAL 

CAPITAL ITEM INVESTED MENT VALUE VALUE PERIOD RATE DEPfEC. REMARKS 

TERMINALRI-REMODEL TO INON-CAPITALIZED EXPENDITURE-

INT'L 1972 240M NOT DEPRECIATED 

- R E M O D L T O 

DOMESTIC 1977 80M 

NEW INT'L TERMINAL I 
-PHASE I 1976 384M " 

1977 576M 

-PHASE 2 1982 532M 

lO 
53.2M 118.8M 25yr. 

4 
%/yr. 47.52M 

CAPITALIZED INVESTMENT-BEGIN 

DEPRECIATION IN-1984 - FIRST 

OPN'L YEAR 
I 

198 3 788M . 78 .8M.. .. .. . . . ... 

.LINEAR LOUNG._ .C O_NqOVRSE . 1919 48M NON-CAPITALIZED EXPENDITURE-

NOT DEPRECIATED 

1980 432M 

CARGO TERMINAj -

AIP-AMERICA REMODEL 1976 40M 

OPTIONAL 

EXPANDED 
TERMINAL 1984 112M 

lot 

11.21M 180M 25yr. 
4 
0%/yr. 7.2M 

OPTIONAL-CAPITALIZED INVEST

ENT-IF BUILT,BEGIN DEPRECIA-

TION IN 1985 - FIRST OPN L 

YEAR 

100 
1985 88M 8.8M 

SAIGON INTERNATIONAL AIRPORT - APRONS 

CAPITAL INVESTMENT DEPRECIATION - DATA 

T O T A L -- . ........ . . . 

YEAR INVEST- SALVAGE DEPREC. DEPREC. DEPREC. ANNUAL 

CAPITAL ITEM INVFSTED MENT VALUE VALUE PERIOD RATE DEPREC. REMARKS 

INTERNATIONAL APRON NON-CAPITALIZED EXPENDITURE

-PHASE I 1973 288M NOT DEPRECIATED 

1971 236M 

-PHASE 2 1976 76M 

1977 72.4m 

-PHASE 1977 5.M 0 51 2O 5/yr. 2742 CAPITALIZED INVESTMENT-BEGIN 

6 DEPRECIATION IN 1984 - FIRST 

8OPERATING YEAR 

1983 1 49 .2M 0 

DOMESTIC APRON 1976 1592M NON-CAPITALIZED EXPENDITURE-

NOT DEPRECIATED 

1 1977 156 8M 

CARGO APRON 
-PHASE I 1976 158M 

197; 129 .2M 

OPTIONAL 

-PHASE 2 1984 158M 0 287.2M 2Oyr. 5%/yr. 14.36M OPTIONAL-CAPITALIZID INVEST-

MENT-IF BUILT, BEGIN DEPRECIA-

I I 'I 
TION
YEAR 

IN 1985 - FIRST OPERATING 

I 1985 129.2M 0 

MISC. PAVING 1976 122M NON-CAPITALIZED EXPENDILURE

'977 I 99.6 NCT DEPRECIATED 

118 



Figure S7 
SAIGON INTERNATIONAL AIRPORT - RUNWAYS TAXIWAYS 

"'PITAL INVESTMENT DEPRECIATION - DATA 

YEAR NEST- SALVAE AEPREC. DEPREC. DEPRE
 
CAPITAL ITEM INVESTED MENT VALUE VAL PERIOD RATE DEPREC. REMARKS
 

NON-CAPITALIZED EXPENDITURE-
RUNWY2 -OVEIPLAY 1974 58.14M NOT DEPRECIATED 

1975 525.6M 	 " 

-P,'VE SHOULDERS 1974 9.2 M 

19S75 82M 	 I 
SOUTH TAA IWA Y 

-OVERLAY 1975 46.8m"
 

1976 421 .2M 

-PAVE SHOULDERS 1975 8.8 	 I 

1976 79.2M 1 
RUNWAY 25R -OVERLAY 1981, 58.4M 0 58M 20yr. 5%/yr. 29.2M 	 CAPITALIZE, INVESTMENT-BEGIN 

DEPRECIATI)N IN 1986 - FIRST 

OPERATING YEAR 

1985 52 ISM U
 

-PAVE SHOULDERS 1984 7.6 0 94.4M 20yr. 5%/yr. 4 72M
 

... .. 	 385 84.8m o 
25PTAXIWAY SYSTEM} 

OVERLAY 1984 2O0 0 200M 2Oyr. 5Z/y r. IOM 

985 180M 0 

I PAVk" SHOULDERS 984 7 .6M ; 0 ]76,8m 20yr,. 5' Iyr,. 3 .84M ' 

I 	 I 
1985 69.2M 0 

SAIGON INTERNATI.ONAL_ AIRPORT. - UTILITIES 

CAPITAL INVESTMENT DEPRECIATION - DATA
 

-[. .	 _ ... . . . ..... .. .. .. ; , . . . . . . ..--.-.. ..-.........	 ___ __
 
------ ~TOTALAL 

YEAR INVEST- SALVAGE DEPREC DEPREC. DEPREC. ANNUAL 
CAPITAL ITEM INVESTED MENT VAUE VALE PERCD RATE DEREC. REMARKS ...... ... . . . . . .. . t . . .. . .. .. . . . . .. ....... . .. . . . . ..
 

WATER SYSTEM 5M01975 	 NON.CAPITALIZED EXPENDITURE
;OT DEPRECIATED
 

I 1976 3310M
 

140M
1977 1 

SEWAGE & WASTE iI 
DISPOSAL YTEM 1975 36m 

1976 2 	 !216m 


E.ECTRICAL POWER SYSTEM
 
-PHASE I 1976 1DM
 

1977 90m 

T 10RCIO IN F19 83 FIRST 

OPERATIONAL YEAR
 
20
 

1983 9OM 18.0M 

.- __ -	 I__9 

119 



SAIGON INTERNATIONAL AIRPORT - AIRPORT ACCESS & VEHICLE STORAGE 

CAPITAL INVESTMENT DEPRECIATION - DATA 

CAPITAL ITEM 
YEAR 
INVESTED 

TOTAL 
INVE T-
MENT 

SALVAGE 
VALUE 

PEPREC. 
VALUE 

CEPREC. 
PERIOD 

I 
0EPREC. 
RATE 

ANNUAL 
DEPREC. REMARKS 

NEW INT'L TERMINAL 
ACCESS LOOP 1976 9.6m 

NON-CAPITALIZED 
NOT DEPRECIATED 

EXPENDITURE

1977 1 
r 

85.2M 

NE -WAYYAUESSWAY 
SYSTEM 1976 28M 

1977 _ 7. 2M . ...... ..... 

CARGO TERMINAL ACCESS 1976 8M 

EAST ACCESSWAY 

19 7 7 

1983 

7 . 

70.0M 

. 

0 

.. 

70OM 20yr. 5% yr. 3.5M CAPITALIZED INVESTMENT-BEGIN 
DEPRECIATION IN 1984 - FIRST 
OPN'L YEAR 

DOMESTIC TERMINAL 
AUTO PARK EXPANSION 

NEW I T 'L TERMI NAL 
1975 69.2M 

NON-CAPITALIZED 
NOT DEPRECIATED 

EXPENDITURE-

AUTO P RK 1976 6.6m 

1977 62.4M 

CARGO TERMINAL PARKING 1976 2.OM 

GENERAl. AUTO 
ERALSO 

P RL 

1977 

1983 

18 .8M 

69.2M 0 69.211 

/ 

n 

2yr. 5%/yr. 

_ __ 

3.46m 

--

CAPITALIZED INVESTMENT-BEGIN 
DEPRECIATION IN 1984 - FIRST 

OrNL YEAR 
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Figure S7 

SAIGON INTERNATIONAL AIRPORT - TERMINALS 

CAPITAL INVESTMENT DEBT SERVICE AND REPAYMENT - DATA 

CAPITAL ITEM 

YEAR 

INVESTED 

DEBT 

PERIOD 

PAY 
CFF 

DATE 

TOTAL 
INVEST-

RENT 

ANNUAL 
INTEREST 

RATE 

ANNUAL 

INTEREST 

ANNUAL 
DEBI 
REPAYMENT 

RESERVE REMARKS 

TERMINAL =l-REMODEL 

INT L 
TO 

1972 1 24OM NON-DEBT EXPENDITURE-NO RE-
PAYMENT 

NEW INT'L 

-REMODEL TO 

DOMESTIC 

TERMINAL 

197 BOM 

-PHATE 1 1976 384M 

1977 576M 

-PHASE 2 1982 15yr. 2007 532M 6t 31.92M 21.28M DEBT INVESTMENT-BEGIN SERVICE 
AND REPAYMENT RESERVE WHEN 

BORROWED 

1383 25yr. 2008 788M 67 47.28M 31.52M 

LINEAR LOUNGES AND 
CONCOURSC I 

I 
1979 48M I i NON-DEST EXPENOITURE-NO RE-

PAYMENT 

CARGO TERMINAL-

AIR AMERICA REMODEL 1976 4DM 

OPTIONAL 

EXPANDED 
TERMINAL 1984 25yr. 2007 112M 64 6.72M 4.48M DEBT INVESTMENT-BEGIN SERVICE 

AND REPAYMENT RESERVE WHEN 

BORROWED 

1985 25yr. 2008 88M 6% 5.28M 3 52M 

SAI(,ON IPTERNATIONAL AIRPORT - APRONS 

CAPIrAL INVESTMENT DEBT SERVICE AND REPAYMENT - DATA 

CAPITAL ITEM 

YEAR 

INVESTED 

DEBT 

PERIOD 

PAY 
OFF 

DATE 

TOTAL 
INVEST 

-

MENT 

ANNUAL 
INTERESTI 

RATE -

I 

ANNUAL 

INTEREST 

ANNUAL 
DEBT 
REPAYMENT 

RESERVE REMARKS 

INTERNA11ONAL APRON 
-PRASE I 1973 288M NON-CAPITALIZED EXPENDITURE-

NO REPAYMENT 

19/4 236M 

-PHASE 2 1976 '6,4 

977 72.4M 

-PHASE 1 1982 

1983 

20yr. 

2 0 
yr. 

2002 

2003 

5.6M 

49.2M 

6% 

6'. 

.336M 

2.952M 

.28M 

2.46M 

CAPITALIZED INVESTMENT-BEGIN 

SERVICE AND REPAYMENT RESERVE 
WHEN BORROWED 

DOMESTIC APRON 197c 

1977 

' 29.2M 

156.8MM -

NON-CAPITALIZED EXPENDITURE-

NC REPAYMENT 

CARGO APRON-PHASE 1 1976 158M 

1977 12 .2M 

MISC. 

OPTIONAL 
-PHASE 2 

PAVING 

1984 

1985 

9 6 

20 yr. 

I I 
2 
Oyr. 

2004 

2005 

158M 

129.2M 

122M 

64 

6% 

9.48M 

7-752M 

7-9M 

6.46M 

OPTIONAL CAPITALIZED INVEST-

MENT-IF BUILT, BEGIN SERVICE 
AND REPAYMENT RESERVE WHEN 

RBONRDOWED0 

1_1___ 

NON-CAPITALIZED EXPENDITURE-

NO REPAYMENT 

1977 
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Figure S9 

SAIGON INTERNATIONAL AIRPORT - RUNWAYS & TAXIWAYS
 

CAPITAL INVESTMENT DEBT SEPVICE AND REPAYMENT - DATA
 

I ANNUAL
 
PAY TOTAL ANNUAL 
 DEBT
 

YEAR 
 DEBT OFF INVEST- INTEREST ANNUAL REPAYMENT

CAPITAL ITEM INVESTED PERIOD! DATE RENT RATE INTEREST RESERVE REMARKS
 

RUNWAY 25L -OVERLAY 1974 
 NON-CAPITALIZED EXPENDITURE-


NO REPAYMENT
 

1975 

-PAVE
 
SHOULDERS 1974 
 ,
 

r 
197 , 

SOUTH RUNWAY -OVERLAY 1975 

1976 

-PAVE 

SHOULDERS 1975 

1976- ,, 

RUNWAY 25R -CVERLAY 1984 20yr. 
 2004 58.4M 6% 3.504M 2.92M CAPITALIZED INVESTMENT-BEGIN
 

1985 20yr. 2005 25.6M 6% 31.536M 26.28 " 

-PAVE
 
SHOULDERS 1984 2Oyr. 2004 9.6M 6Z 
 .576M .48M
 

1985 20- 2OS 8' .8M 6Z 5.O88M 4 .24M. , 

25R TAXIWAY SYSTEM 

-OVERLAY 


1j20M1984 2Uyr. 2004 6% 1.214 1DoM 

J 95 2O0,r. 2005 18DM 6% 10.8M 9
985- -- _-------------- - 6A~o D 

SAIGON INTERNATIONAL AIRPORT - RUNWAYS L TAXIWAYS 

CAPITAL INVESTMENT DEBT SERVICE AND REPAYMENT - DATA
 

ANNUAL
 
PAY TOTAL ANNUAL DEBT
 

YEAR DEBT OFF INVEST-, INTEREST ANNUAL REPAYMENT
 
CAPITAL ITEM INVESTED PERIOD DATE MENT RATE 
 INTEREST RESEPVE REMARKS
 

25R TAXIWAY SYSTEM
 
-PAVE
 
SHOULDERS 1984 
 20yr. 2004 7.6M 6% .b56M .38M CAPITALIZED INVESTMENT-BEGIN
 

SERVICE AND REPAYMENT RESERVE
 
WHEN BORROWED
 

1985 20yr. 2005 69.2M 6% 4.152M 3,46M 

123 



Figure S9
 
SAIGON INTERNATIONAL 
AIRPORT 
- UTILITIES 

CAPITAL INVESTMENT DEBT SERVICE AND REPAYMENT - DATA 

CAPITAL ITEM 

YEAR 

INVESTED 

DEBT 

PERIOD 

PPy 

OFF 

DATE 

TOTAL 

INVEST-

MEN1T 

A1NUAL 

INTEREST 

RATE 

ANNUAL 

INTEREST 

DEBT 

REPAYMENT 

RESERVE REMARKS 

WATER SYSTEM 1975 5DM NON-CAPITALIZED EXPENDITURE-

NO REPAYMENT 

LEWA9f_.. 

DISPOSAL 

A Tk 

SYSTEM 

1976 

1977 

1975 

1976 

1977 

31OM 

140M, 

36M 

216M 

1OM 

. 

" 

, 

"08 

ELECTRICAL POWER 
SYSTEM -PHASE 

-PHASE 

I 

2 

1976 

1977 

1982 3Oyr. 2012 

1OM 

9DM 

lOM 6% .60DM .333M DEBT INVFSTMENT-BEGIN SERVICE 
AND REPAYMENT RESERVE WHEN 

BORROWED 

1983 3DYr. 2013 9DM 6% 5.4ooM 3.0DM 

SAIGON_ NTERNATIONAL AIRPORT - AIRPORT ACCESS & VEHICLES_ STORAGE 

CAPITAL INVESTMENT DEBT SERVICE AND REPAYMENT - DATA 

CAPITAL ITEM 

YEAR 

INVESTED PERIOD 

1ANNUAL 
PAY TOTAL 
AEBTOFF INVEST-

DATE MENT 

ANNUAL 
INTEREST 

RATE 

ANNUAL 

INTEREST 

DEBT 
REPAYMENT 

RESERVE REMARKS 

NEW INT'L TERMINAL 

ACCESS LOOP 1376 9.6M 
NON-CAPITALIZED EXPENDITURE-

NO REPAYMENT 

QN-WA.ALCiS_SWAY 

SYSTEM 

1977 

1576 

85.?M 

2.8M 

___1977 

CARGO AERCCMESCLS 

EAST ACCESSWUY 

.E... UDO0MESTIC TEPMI NA L A U rO 

PARK EXPANlS IN 

-

1976 

1977 

1983 

1975 

2Oyr. 2003 

26m 

.8M 

7. 2 

70OM 

69. 2M 

_M 

6t 4.2M 3.5M DEBT INVESTMENT-BEGIN SERVICE 

AND REPAYMENT RESERVE WHEN 

B -PORRAOWEO.AL.. .ED.E.END .TU 
NON-CPAITALIZED EXPENDITURE-

NO REPAYMENT 

NEW INT'L TfRMINAL AUTI, 

PAR 

CAL TERMIIAL PUARING 1 

19176 

1977 

1976 

6 8m 

62 , 4m 

2. Om 

ERAP NSION 
1
983 20yr. 2033 69.2M 6 

1 
.152M 3.46M DEBT INVESTMENT-BEGII SERVICE 

AND REPAYMENT RESERVE 
BORROWED 

WHEN 

124 



Figure S10 

* 
C 
T 
U 
A 

1, 

P 

R 

O 
J 
E 
C 
T 
1 

O 
N 

:YEAR 

A 

1963 
'1964 
1965 

.1966 

:1967 

1968 

11969 
11970 
' 971 
11972 

1973 
1174 
11975 

1976 
1977 
1978 
1979 
1980 
1981 
!1982 

198:3 
198.1 
1985 
!1986 

i1987 
1988 
!1989 
1990 

TOTAL 

COMM. PAX 

249,900 
298,600 
543, 100 
752,700 

981,500 
1,073,400 

1,315,018 
1,310,655 
1,236,138 
1, 166, 184 

1,101,038 

1, 193,899 
1,295,.992 
1,409,527 
1,536,783 
1.679,878 
1,841,222 
2,023:,069 

2,227,740 
2,457,597 

2.714, 998 
3,002,364 
3,322, 137 
3,676,780 

4, 068, 800 
4,500,740 
4,975,200 
5,494,800 

OPERATIONS & MAINTE::NANCE t"XI'ENI)ITt{1: IE'ER- I'ASSENGER 
1.963- 1971 CONVE'RSION TO 1972 V. N.$TOTAL AVG. 0.t TOTA. 0 M AVG. ) & N X I(.01'. IAVG. OP. INFLATION

OP. REVENUE REV. 1'1t EXI'ENIIT'll." EXPEND. 1 INI . A N EXI'. PAX RATIO @ 
'X (V. N.) I'AXt V. N.$) (1972 \.N.$tt (1972 V. N.$) 1O/TYR. 

27,805,200 111.3 16, 91,200 67. ; I 1 113.0 1 676.0 .133,247; 900 111.3 21,335,000 71.5 556.5 357.5 .2
55,213, 000 101.7 22, 533. 000 4.1.5 3:38.7 148. 2 .3 
107,539,000 142.9 27, 988, 000 :37. 2 357. :3 93.0 .4 
93,364,400 95. 1 35, 808, 600 36.5 190.2 73.0 .5 
96, 150,800 89.6 65,871, 090 61.4 149. 6 102.5 .6 
121,475, 900 92.4 95, 917, 000 72.9 132.1 104.2 .71:34, 507, 200 102.6 75,268,000 57.4 128.3 71.8 .8
242,666,000 196.3 169,252, 00C 1:6.9 217. 9 152.0 .9 
475, 122.000 407.4 326, 205, 000 279.8 407.4 279.8 1.00 
442,040,000 401.5 :341,322,000 310.0 
43 9, 612,000 368. 2 :382, 048, 000 :320.0
491, 710,000 371.4 427, 677,000 :330. 0 
526,720, 000 373.7 466, 55:3.000 33 1.0 
566,681,000 :368. 7 509, 904,000 3:31.8 
620,619,000 369.4 558, 559,000 3:2.5 
679, 918,000 369. 3 612, 022.000 3:32.4 ALL AFTER
751,506,000 371.5 676,514,000 33-. 4 1972 
855,592,000 :184. 1 770,03:3,000 345.7 IN
993,669, 000 406.4 898,802, 000 365. 7 1972 V. N.$

1, 174, 089,000 432.4 1,056,680,000 :389.2 
1,373, 346, 000 457.4 1,236, 012, 000 411.7 
1,726,118,000 519.6 1,55:3,506,000 467.6 
2,140,807,000 582.'2 1,838,390,000 500.0 
2,415,236,000 592. 2 2,034,400,000 500.0 
2,668,452,000 592. 9 '2,250,370,000 500.0 
2,941,972,000 591.3 2,487,600,000 500.0 
3,243,504,000 590.3 2,747,400,000 500.0 

DISCOUNT 
FACTOR 2 
1IINFL. RATIC 

10.00 
5.00 
3. 33 
25n 
2.00 

1.67 

1.43 
1.25 
1.11 
1.00 

.. . ... . .. . . .. . 



SAIGON INTERNATIONAL AIRPORT
 
Figure Si 1
 

AIRFIELD AND RAMP REVENUE PROJECTION (CONSTANT 1972 VNS)
 

INCREMENTAL A/C OPN'S. RATIO
 

PROJECTION TECHNIQUE PROJECTION APPLYING AVG. A/C SIZE, LANDING FEE SCHEDULE AND PROJECTED A/C OPN'S
 
ASSUMED TOTAL
 

ASSUMED GROSS 
T/O LANDING AVG. FEE LANDING FEE AIRFIELD TO AIRFIELD &
 
INCR. TOTAL AIRFIELD COMMERCIAL AVG.A/C WT. FEE PER PER 
 NO. REVENUE RAMP REVENUE RAMP REVENUE
RAMP IIOOO)
Year INC./DEC. REVENUE( 	 CATEGORY TYPE (M TONS) M-TON(VNS) LANDING(VNS) LANDINGS (VNS oOO0) RATIO (VNS,41O 0)
 

1970 	 Actual 101,821 
 1 
1971 	 Proj.Fro, 196,449 
 I 

1970
 

1972 	 Proj.From 314,808
 
1971
 

1973 	 -10 283,327 DOM DC-4 
 23 144.0 3,312 12,165 40,290 4:1 241,785
 
INT. B727 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 13,83/ 45,795 4:1 243,484
 
INT. 8727 73 811.2 59,218 2.516 148,992
 

1976 	 +2 286,o46
 

1977 	 +4 297,488 
 DOM DE-4 23 144.0 3,312 15.675 51,914 4:1 259,461
 
INT. B727 73 811.2 59,218 2,629 155,655
 

1978 	 +6 315,337
 

1979 	 +8 340.564
 

1980 	 +10 374,620 DOM ELECTRA 34 144.0 4,896 
 18,917 92,618 4:1 353,236
 
INT. 8727 73 811.2 59.218 3,208 189.971
 

1981 	 +12 419,574
 

1982 +12 469,923 	 DOM ELECTRA 34 144.0 4.896 21,464 105,088 4:1 419,823
 
INT. 8727 73 811.2 59,218 3,897 230,771
 

1983 	 +13 530,230 
 DOM ELECTRA 34 144.0 4,896 22,870 111,972 4:1 460.936
 
INT. B727 73 ( 811.2 59,218 4,337 256,827 

1984 +14 604,462 	 DOM 8737 45.5 144.0 6,552 24,370 159,672 4:1 556,681 
INT. 8727 73 811.2 59,218 4,841 286.672 

1985 +14 689,087 DOM B737 45.5 144.0 6,552 25,972 170,169 4:1 986,628
 
INT. 8707 141 811.2 114,379 5,413 619,134
 

1986 
 +14 785.559 	 DOM B737 45.5 144.0 6,552 27679 181 ,353 4:1 1,091.825
 
INT. B707 141 811.2 114,379 6,051 692,107
 

(REVISED FEE SCHEDULE BASE CALCULATION YEAR-1987) 
 4 
1987 	 +14 895,537 DOM B737 45.5 144.0 6,552 
 29,498 193,219 4:1 1.207,618
 

INT. 8707 141 811.2 114,379 6,757 772,875
 

1988 	 +13 1,011,957 DOM 8737 45.5 144.0 6,552 31,431 205,936 4:1 1 33.226
 
INT. B707 141 811.2 114,379 7,532 861,445
 

1989 	 +13 1,143,511 DOM 8737 45.5 144.0 6,552 33,396 218,807 
 4:1 1,470,986
 
INT. B707 141 81!.2 114,379 8.376 957,981
 

990 13 1,292,168 	 DOM B737 45.5 144.0 6,552 35,857 234,935 4:1 1,621,752
 
INT. 9707 141 811.2 114,379 9,289 1,062,467
 



DERIVATION OF PROPOSED COMMERCIAL LANDING FEE SCHEDULE 
(TO START MIID-1980'S TIME PERIOD) 

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

ASSUMPTIONS: a. Operating Expenditure Rate = V. N. $500 Per Commercial PSGR (including depreciation) 
b. Revenue To Cover Annual Debt Interest, Debt Replacement 
c. Revenue To Provide At Least 10% Surplus. 
d. Airfield Landing Fees Plus Ramp And Lighting Fees = 50% Op. Revenue 

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

ASSUMPTION: Landing Fees = 80% Airfield And Ramp Fees
 

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

ASSUMPTION: INTERNATIONAL FEES GENERATE 80% Of Total Landing Fees
 

4. LANDING FEE SCHEDULE DERIVATION 

Commercial Fraction Revenue j Number Avg. Rev. I 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) 

I (B-737)
Domestic .2 193,219 1 29,498 6,550 45.5 144 

-I-(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. 



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 300,751 339,347 386,856 524,800 692,107 772,875 861,445 957,981 1,062,447 
(est. 80"o X total landing fees) 

International Rentals 20,000 24,000 28,500 33,500 38,500 43,474 48,032 50,014 55,140 
(conservative est. 10% total rentals) 

GENERATED TOTAL FOREIGN 
EXCILANGE: 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 32,856 96,840 118,776 183,384 183,384 183,384 183,384 183,384 183,384 

Loan Repayment 21,641 65,833 82,960 135,930 135,930 135,930 135,930 135,930 135,930 

Miscellaneous Investments & 
Rpplacements-(est. 15% of surplus 
Foreign Exchange 
.'.ratio should be > 1.15) 

REQUIRED TOTAL FOREIGN 
EXCIIANGE 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 2.2Z3 2.06 1.75 2.29 2.56 2.85 3.16 3.50 


